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ABSTRACT 

Among Asian mega-cities, Hanoi and Ho Chi Minh City can be considered as somewhat 

specific and singular by high motorcycle dependence for daily mobility and a rather weak part 

of public transport in the modal split. The present situation can be partly explained by the doi 

moi impact on urban transition in Vietnam. However from the early of this decade, Vietnam 

authorities have realized the important role of public transportation: Hanoi then Ho Chi Minh 

City public transport have been largely improved in terms of bus network lines, higher service 

quality, fare policy, users’ information. In the meanwhile, some transport policy measures 

aimed to curb the motorbike and car ownership trend and to induce some modal shift to 

public transport. However one cannot observe a real change in the modal choice of people 

for these two cities. It is the reason why in-depth research is needed to specify the 

determinants of modal choice in Vietnamese cities and the potential of modal shift on public 

transport in a short, medium and large term aiming to change the daily mobility. 

In this paper, we intend to present the objectives of our on-going research, and the first result 

i.e. (i) analyzing subjacent logic of people’s choice in Hanoi; (ii) analyzing the related factors 

as well as the effectiveness of policies and solutions given by authorities in Vietnam. Base on 
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these analyses, we would like to introduce some resolutions which authorities can apply to 

encourage people to choose public transport and result in minimizing the motorcycle use in 

big cities.  

To achieve the above research, we will base on observation and statistic transportation data, 

accompanied with the result got from interviewing households in Hanoi city.  

 

Keywords: daily mobility, modal choice, modal shift, transport policy, public transport, Hanoi 

INTRODUCTION  

Context 

The increase in motorization, motorcycle then automobile dependence, in Southeast Asian 

cities and China are a problems faced by national authorities and municipalities, while the 

establishment of a sustainable transport system is more and more to the agenda. Vietnam 

has been facing this problem for more twenty years ago. Will this country be able to reverse 

the motorcycle dependence, and then perhaps the automobile dependence for big cities, 

such as Hanoi, Ho Chi Minh, Hai Phong, etc.? It is here referred to the problem of modal 

choice and conditions of a modal shift, at least partial, to the urban public transport. The 

Hong Kong or Singapore model may be transposable to Vietnam? This communication is 

part of an ongoing research on this topic.  

The government and transport managers of Vietnam conceive well soon from the early of 

this decade harmful consequences of transport (waste time of congestion, rise of accidents, 

gas emission, noise, dust, destruction of urban landscapes by infrastructure, etc.). They tried 

many measures for improving the condition of transport. The most remarkable measure is 

development of bus system all over Hanoi and Ho Chi Minh: opening new lines, creation of 

pilot line, an incentive pricing policy. Before 2002, as the tram system was collapsed and the 

bus system was in very bad condition, the Hanoi and Ho Chi Minh people seem to have 

motor scooters as the unique means of daily transport which are over walking distance and 

cycling distance.  After 2002, it can be said that bus is considered as another choice for 

dwellers. However, although the bus system develops continuously spending much money of 

government, nobody can be sure that Hanoi or Ho Chi Minh bus is a good choice for 

people’s mobility.  

The bus system actually attends to about 10% of total travels in Hanoi in 2008, while motor 

scooters actually attend up to 80% (Clément MUSIL, 2008). Besides, the number of cars 

augments progressively each year (look in figure 1). In 2005, the Police of Hanoi announced 

that there was on average 100 new registered cars per day in Hanoi, it means that on 

average 3000 new cars entering in traffic of Hanoi each month. In 2009, Hanoi had 38 033 

new registered cars. Indeed, for passenger, the number of private car passengers increased 

by 22.3% per year while bus passengers increased by 7.2% per year over the last five years 

(JICA, 2007). Ultimately, in spite of spending much money on public transport, the actual 

situation of transport with congestion and pollution in Hanoi and Ho Chi Minh hasn’t been 

improved yet.  
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Figure 1: The modal distribution from 1995 to 2008 in Hanoi (by %) 

(Clément MUSIL, 2008, Conference « Hanoi – the livable city ») 

Hence, a major goal of transport policy is encourage people in urban modal shift in favor of 

public transport, hoping that the subways or light rail planned for the medium term contribute 

to this transfer. The modal shift to public transport is imperative, especially in the context 

where the two wheelers and car fleet increase by raising living standards and by the rapid 

growth of population in cities. 

Problem 

Vietnamese authorities, how will they encourage modal shift motorcycle and car users 

toward non-motorized transport as well as public transport without extensive researches on 

residential travelling behavior in the large cities in Vietnam? Although they hope that strong 

development of public transport will induce this modal shift, the reality for 10 recent years 

seems to prove the reverse. This experience is confirmed not only in Vietnam but in many 

countries in the world. “A modern system of public transport with subways, tramways, bus 

rapid transit and so on attract new passengers obviously but not motorcyclists or 

automobilists” (Kaufmann, 2000). 

In reality, the possibility of modal shift refers not only to technical problems (lack of transport 

infrastructure, difficulties in liberating land in the city centre, lack of skilled labor, mastery of 

the technology by the Vietnamese, etc.) or funding problems (sources and financing 

conditions, profitability of these investments, etc.). All these problems will be taken into 

account when a project of public transport system is undertaken. But the possibility of modal 

shift also depends on behaviors of the daily mobility of people and others problems of socio-

mobile1. 

                                                 
1 Socio-mobile, it means in this case social problems which influence on practices of inhabitants’ 
displacements, similar to socio-economic or socio-demographic, etc. 
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In fact, until now analysis on different aspects of modal shift in big cities of Vietnam doesn’t 

exist, and an assessment of policies aiming to discouraging the use of private motorized 

vehicles does, either. Many measures have been taken (Ex. Imposing very high car taxes 

and register fees, banning province’s motorbikes into Hanoi and new motorcycle registration 

in Hanoi, prohibiting motor parking on sidewalks in downtown, etc.) to limit private motorized 

vehicle fleet in Hanoi, but  these actions haven’t produced the desired results. 

Thereby, this paper will present a survey on people’s daily mobility habits in Hanoi but only 

concentrating on possibility of modal shift, which exists in residents themselves. The analysis 

based on results of this survey contributes to designing a global view of people’s modal 

choice and the potential of modal shift. 

Methodology 

Although the supply of public transport isn’t sufficient to discourage the use of other means of 

transport like motors or cars, it seems to be a necessary lever. Besides, the urban form and 

social representations of the automobile and public transport exercise certainty its influence 

on modal practice (Kaufmann, 2000). This idea proposes an investigation for 3 areas in 

Hanoi: city centre, new developed areas, and developing area-suburbs. In city centre, the 

network of roads and bus lines is densest. The new developed areas’ network of transport is 

rather dense. In developing area and suburbs, there is only one main road connected to city 

centre and there are narrow lanes which connect scattered hamlets to main roads (see in the 

figure 2 and 3). 

 

 
Figure 2: The map of bus network in Hanoi 
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Figure 3: 3 areas of Hanoi city 

City centre 

New developed area 

Developing area-suburbs 

 

According to these 3 areas and its accessibility or availability of transport supply, 4 groups of 

people can be divided to study: 

1. Type 1: People living in the city centre where the public transportation network is 

dense, easily accessible, theoretically have a choice between two-wheelers and 

buses (note: the case of employees with a fixed place of work or not, pupils and 

students, unemployed ...). 

2. Type 2: The inhabitants of the city center, away from the bus stops, who reside in 

alleys off main avenues and main streets, the public transport is not attractive 

very much to them  

3. Type 3: The inhabitants of the districts in the peripheries, connected to downtown 

by bus radial lines. This population also has the choice between two-wheelers 

and buses to travel to the center  
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4. Type 4: The inhabitants of peripheries, far from major routes, poorly or not served 

by public transport, far and away from the bus stop, therefore have no choice 

other than taking their two wheelers to go to the districts of the center. 

A survey of 450 people about their daily mobility in 7 sites of Hanoi was done on April 2010. 

Some results of analysis on this survey will be presented in this communication. Although 

this limited sample (n = 450), compared to 6 million population of Hanoi, can’t achieve well 

the representative in a statistical sense, it still covers “characteristic” situations that can draw 

a picture of diversity behavior according to various social profiles (age, occupation, 

household type,...) and the spatial context (place of residence, usually transportation modes, 

availability of supply of infrastructure,...). Moreover, in order to achieve the representative in 

a statistical sense, the location of 7 sites investigated has been favored in the selection by 

the urban structure of Hanoi. It allows to distinguish the difference of 3 areas and 4 groups 

which are mentioned above. 

 

 
Figure 4: 7 sites investigated in the survey 

 

150 people interviewed 

 

50 people interviewed 

 

The type of survey chosen, namely the structured interview, leads us to develop an interview 

with yes-no question, multi choice question and comment question. The questions in 
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Vietnamese are shown at the end of this paper. There are 5 major themes of question (the 

situation of the family, the personal profile, the possession of means of transport and parking, 

the habit of displacements, the opinions about means of transport and transport policies). 

These questions aim to restore the mobility patterns within their environment and the opinion 

picture of residents on transport policies leading to modal shift. 

RESULTS 

The population of the survey 

There are 450 interviewees, out of which 150 live at the centre, the other 150 live in the new 

developed area and the last 150 live in the developing area - suburb. In Hanoi, 49% of 

population is male and 51% is female. The old tower of interviewees is rather similar to the 

old tower of Hanoi population.  

 

 
Figure 5: The old tower of the population in the survey in comparison with the old tower of Hanoi population 

The occupational percentage and the educational level of interviewees are acceptable 

because they reflect the reality. The number of employed workers in Vietnam occupies about 

50% of population. So we can use this sample for analysis on mobility of Hanoi.  

 

 
Figure 6: The occupation and the educational level of interviewees 
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Actually, there are many factors which influence transport behavior and modal choice of 

people. Principally, they are related to 3 major factors: feature of users (age, sex, profession, 

income, social position, residence, working place, preference, experiences, esprit, cognition, 

etc.); political environment (law, rule, politics, plan, project, etc.); availability of infrastructure 

(companies of transportation’s services: price, travel time, comfort, security, etc.). All 

collected data of 450 people will be synthesized and analyzed to find out the relations 

between the modal choice of people and factors which are mentioned above, then the 

potential of modal shift. 

Modal choices and profiles of people 

 

 
Figure 7: Distribution of living standard                              

The situation of families, mostly the living standard, 

contributes to deciding the means of transport that 

members in the family use for their daily mobility. 

As we can see in the figure 8, the higher incomes 

the family earns, the more cars they have. On the 

contrary, the more the family earns, the less 

bicycles they have, except the very poor family. 

Almost all very poor families haven’t got money to 

buy even a bicycle. Similarly, except very rich 

families, the motor number possession of family 

increase according to living standards.  

 

 
Figure 8: The average number of means of transport correspondent to living standards 

All families at medium and high incomes have on average more than 1.8 motors. However, 

these families have on average only about 0.5 motor per person. The average number of 

bicycle per person decreases according to living standards.     
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Figure 9: The average number of means of transport per person according to living standards 

So, we can see that the possession of motor and car increases corresponding to living 

standard while the possession of bicycles decreases. In the meanwhile, percentages of 

families who want to buy a new vehicle increase when the living standard decreases. Except 

for the families at low incomes, the percentage of families who want to buy a motor or a car 

decrease according to living standard, perhaps they haven’t got money enough to think 

about buying motors or cars. Even so, the percentage of families wanting to buy a motor or a 

car is much higher than those wanting to buy a bicycle. 

 
Table 1: The intention of buying new vehicle according to living standard of the family 

Living standard No intention Buy a bicycle Buy a motor or a car 

very high 89% 0% 11% 

high 87% 0% 13% 

medium 71% 1% 28% 

low 77% 3% 20% 

very low 78% 4% 18% 

 

Logically, the more motors or cars families have, the less they use buses. Families with high 

income don’t use buses usually. Most of them use buses rarely or never.  

 
Table 2: The living standard and the using of bus 

 
everyday often sometimes rarely never 

very high 0% 0% 0% 43% 57% 

high 6% 2% 23% 23% 46% 

medium 11% 9% 12% 39% 29% 

low 34% 6% 29% 17% 14% 

very low # # # # # 

 

We can imagine that the modal shift potential toward public transportation of families at low 

incomes is higher than those at high income, mostly when policies of tax and fee are 

implemented in order to limit the using of motor and car.  This potential is economically 

enforced rather than voluntarily. More than a half of interviewees don’t agree with the policies 
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aiming at limiting car and motor fleet such as: growth of new motorized tax, new motorized 

vehicle register fee as well as petrol price.  

 

 
Figure 10: the level of agreement with transport policies and living standards 

Studying the relationship between sex and modal choice, we find that women walk, cycle and 

go by bus more than men. In contrast, men drive motors, especially cars more than women.  

The woman accept multimodal more than man, so we suppose that the modal shift potential 

of women is higher than that of men.  

 
Table 3: Sex and modal choice 

 
walk bicycle motor car bus multimodal 

Male 49% 41% 53% 79% 41% 43% 

Female 51% 59% 47% 21% 59% 57% 

 

Getting older, people walk more, because 90% of seniors think that walking is the safest 

means of transport. Nearly a half of elders walks instead of using others means of transport. 

In contrast, people use buses or multimodal less when they get older. This proves that the 

Hanoi bus system don’t attract much elders. In fact, 99% of passengers said that they must 

always be in a hurry to get on or off the bus because the bus driver doesn’t wait for all people 

to get on or off, he leaves the bus stop when he “wants”! Therefore, how can seniors get on 

and off the bus in safety and comfort?  

The number of elders using motors for their mobility isn’t small (30% of elder interviewees). 

The most frequent cyclist is under 20 years old (48% of junior interviewees), which is the 

most numerous multimodal users too. The group which travels by buses and uses motors the 

most is from 20 to 40 years old. But the group uses cars the most is from 40 to 60, because it 

is assumed that they have higher incomes than younger.  

Besides, 100% of interviewees think that walking and cycling are suitable only for gymnast or 

when moving a short distance. Most of them agree that walking on the pavement is always 

hindered by motor’s parking and shops. Last but not least, the inconvenience of walking has 
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negative effect on the increasing number of bus passengers. Some interviewees, whose bus 

stop is 100m far from home, accept a walking distance of only 50m. 

 
Table 4: Mode choice and age 

Age Walk Bicycle Motor Car Bus Multimodal 

<20 3% 48% 24% 3% 7% 14% 

20-40 8% 6% 61% 3% 13% 9% 

40-60 13% 13% 53% 7% 7% 7% 

60-80 44% 19% 30% 0% 4% 4% 

>80 0% 100% 0% 0% 0% 0% 

(The number of interviewees more than 80 years old is very small, so the results of analysis isn’t useful) 

In the table 5, we found that the employee use the motor the most frequently (66%) while the 

pupil uses bus the most. 68% of interviewees said that buses aren’t suitable for employees. 

Motors are considered to be the most convenient means for active people by almost all 

interviewees. About 50% taxis-motor drivers interviewed replied that there are many 

passengers who get off the bus and hire them to go to work on time. 99% students using 

buses or cycling said that they would buy a motor when they graduate because with a motor 

they could find a job more easily. 

The percentage of students who use multimodal is the highest among all groups (14%). 

Retired people walk the most (44%), that’s because most of retired people are elders. 

 
Table 5: modal choice and the occupation 

Occupation Walk Bicycle Motor Car Bus Multimodal 

Employee 7% 7% 66% 6% 3% 11% 

Unemployed 0% 0% 67% 0% 33% 0% 

Retired 44% 13% 31% 0% 3% 9% 

Pupil 12% 12% 41% 0% 24% 12% 

Student 0% 59% 18% 5% 5% 14% 

Homemaker 17% 17% 33% 0% 0% 33% 

(The number of interviewees who are unemployed and homemaker is very small, so the results of analysis isn’t 

useful) 

The student group who has monthly bus ticket occupies the most numerously (78%), while 

19% monthly bus ticket belongs to employees. This result is much worth because it proves 

the effect of price policy. In fact, the price of monthly bus ticket in Hanoi is very cheap: 2.6 

USD for students and 4.2 USD for others. However, until 45% people who have never 

travelled by bus is employees and 32% is students. No retired one use monthly bus ticket. 

Perhaps retired ones don’t travel much each day, so it’s more reasonable to use daily ticket. 

Many employees use daily ticket because very few of them can use bus to go to work all 

days. 32% of interviewees said that they use bus to go out or shopping with friends only. 
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Figure 11: Level of bus using among interviewees 

 

 

 

 
Table 6: The bus using level of interviewees 

Every day (at least 5 times a week) 13% 

Often (at least once a week) 6% 

Sometimes (at least once a month) 17% 

Rarely (at least once a year) 31% 

Never 34% 

 
Table 7: The bus using level according to the occupation of interviewees 

 
everyday often sometimes rarely never 

employee 19% 38% 50% 61% 45% 

unemployed 4% 0% 3% 0% 2% 

retired 0% 23% 14% 18% 18% 

student 78% 31% 31% 19% 32% 

homemaker 0% 8% 3% 1% 3% 

Modal choices and the location of residence and working 

In general, the living standards in the new developed area are lower than in the centre and 

higher than in the developing area - suburb. That’s why we can find in the table 6 that the 

people in the centre use buses less than in the new developed area and the developing area. 

Up to 50% people in the centre have never gone by bus, in the new developed area 35% and 

14% in the developing area. Only 9% people in the centre use the bus every day, 11% in the 

new developed area and 19% in the developing area. This data is corresponding to results in 

the table 2. The richer people are, the less they use the bus. Hence, in the case of Hanoi the 

availability of public transport seems not to be an important factor deciding people’s modal 

choice. 

The percentage of people in developing area-suburb who rarely use the bus is rather high 

(43%). In reality, many people in developing area-suburb said that they only travel by bus to 

the centre of Hanoi several times per year for visiting or shopping, because going by buses 

with long distances is cheaper and more comfortable than motors. Besides, staying on the 

bus they don’t have to suffer dust and gas smoke from to transport. In fact, most of them 

move everyday near the home or go to work in industrial area in the suburbs or others cities 

(Bac Ninh), rarely they go to the centre.  
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Figure 12: Percentage of living standards according to areas 

Table 8: The bus using of interviewees corresponding to areas 

 
everyday often sometimes rarely never 

centre 9% 7% 13% 22% 50% 

new developed area 11% 6% 21% 27% 35% 

developing area 18% 10% 15% 43% 14% 

 

The distance from home to bus stops has also influences the bus using level. People living 

near bus stops use buses as daily means 3 times more than people living far from bus stops. 

11% people who live in small lanes far from main streets said that if there are buses passing 

all small lanes and bus stops not more than 50m far from their home, they’ll use buses and 

don’t think about using motors any more. Until 60% people who use bus everyday replied 

that they choose buses as daily means of transport because there is a bus line connecting 

from their home to their working or studying place, besides, the bus stop is very near to their 

home.     

 
Table 9: The distance from residence to the nearest bus stop and the level of using the bus 

 

Use bus as daily means of 
transport 

No use bus as daily means of 
transport 

<=500m 15% 85% 

>500m 6% 94% 

 

The working place affects the modal choice of people as well. The people who must move 

frequently for working (2 permanent working places and so on) choose the motor more but 

walking, bicycles or buses less than ones who work at home or at only a permanent place. 

Most of people who work at more than 3 permanent places are immigrants from countryside 

to Hanoi and they work as liberal job in Hanoi. So they earn low income, that’s why until 11% 

of them choose bicycle although they must move frequently. 
Table 10: The working place and modal choice 

 
Walk Bicycle Motor Car Bus Multimodal 

working at home 10% 23% 57% 0% 10% 0% 

working at only a permanent place except at home 10% 14% 51% 4% 12% 9% 

working at 2 or 3 permanent place 0% 0% 75% 25% 0% 0% 

working at more than 3 permanent place 0% 11% 67% 11% 11% 0% 
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Only 9% people who work at a permanent place choose multimodal, which means that they 

use motors and sometimes buses to go to work. Among 35% interviewees who have one or 

two bus lines connecting from their home to working place, 12% of them choose buses as 

daily means of transport and 9% choose buses as alternative means with motors. 

 
Table 11: Bus line connecting from residence to working place 

Line bus connecting from home to working place percentage of interviewees 

an unique line connecting 23% 

transfer one time 12% 

transfer two times 1% 

transfer more than 2 times 0% 

no lines connecting 34% 

don't know 28% 

Potential of modal shift and images of means of transport 

Means of 

transport 

Advantage Inconvenience 

Walking 100% interviewees said that walking is good 

for health, economic and non-polluted. Most 

of them consider walking as gymnast. 

23% interviewees suppose that walking is 

safe and comfortable 

13% interviewees think by walking they can 

avoid traffic jam. 

100% interviewees said that walking is slow, 

time wasting, suitable only for short distance 

(<500m). 

100% interviewees in the centre and in the 

developed area, 43% interviewees in 

developing area feel uncomfortable because all 

pavements are occupied by parking of motors 

and commerce.  

52% interviewees are afraid of passing the 

road. 

9% interviewees think that walking is dirty 

when rainy. 

Bicycle 100% interviewees think that cycling is good 

for health, economic and non-polluted 

15% interviewees suppose that bicycle is 

suitable for students and elders who don’t 

have driving license. 

3% interviewees said that cycling is safe, 

comfortable and convenient. 

100% interviewees said that cycling is slow, 

time wasting and tired for a long distance (>3 

km). 

8% interviewees think that cycling is unsafe, 

difficult to move in congestion, polluted by 

others motorized means of transport. 

1% interviewees said that bicycles are often 

damaged. 

Motor 100% interviewees think that motor is 

mobile, rapid, independent, time saving, 

more convenient than bus. 

99% interviewees said that motors are very 

convenient for employee and active people. 

63% interviewees suppose that motor is the 

99% interviewees said that motor is dangerous 

due to accidents, polluted for drivers. 

48% interviewees feel uncomfortable to find a 

place of parking. 33% of them think that the fee 

of parking is expensive and although motor is 

rapid but waste the time for parking. 
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Means of 

transport 

Advantage Inconvenience 

most suitable means of transport for the 

infrastructure’s condition of Hanoi and for the 

condition of almost all families. 

 

 

12% of interviewees think that moving by motor 

is uncomfortable when the weather is bad 

(rainy, sunny). 

 7% interviewees think that the fee of using the 

motor is expensive.  

1% interviewees don’t like wear helmets. 

Car 100% interviewees think that moving by car 

is very comfortable and luxurious. 

4% interviewees said that car is safe and 

clean for them and their children to go to 

work or school (avoiding dust, gas smoke, 

sun, rain). 

1% interviewees think that car is non-

economic but suitable for big families. 

100% interviewees think that the fee of using 

the car is expensive. 

34% interviewees said that it’s difficult to find a 

place of parking, to move in the condition of 

Hanoi. 

11% interviewees think that car is reason of 

pollution and congestion.  

2% interviewees feel carsick. 

Bus 99% interviewees said that bus is safe and 

very cheap. 

4% interviewees said that bus is comfortable 

and they can move many places in Hanoi by 

bus. 

2% interviewees said that moving by bus is 

pure (avoid dust, gas smoke, sun, rain) and 

more rapid than bicycle. 

1% thinks that after ameliorations in 2008, 

the bus service is much better than before, 

and they are quite satisfied. 

95% interviewees said that bus is dependent, 

slow. 

33% interviewees said that bus is camped and 

uncomfortable in rush hour. It must wait long 

time in the congestion. 

32% interviewees think that the attitude of 

drivers isn’t good.  

3% think that the quality isn’t equal among bus 

lines in Hanoi. The quality depends on each 

line. 

 

Taxi-motor 61% thinks that motor-taxis are rapid, easy 

to access everywhere. 

5% thinks that the fee is acceptable. 

58% thinks that motor-taxis aren’t safe and 

only use in urgent and necessary case, such 

as their motor is broken down or they haven’t 

any motor.  

6% thinks that the using fee is expensive 

Taxi 45% think that taxis are safe, independent, 

comfortable, accessible, and clean. 

6% only use taxis when they go out with 

friends. 

45% think that taxis are expensive. 

21% think that taxis are cause of pollution and 

congestion. 

1% supposes that the service isn’t good 

enough. 

 

 

In general, while almost all people who usually use buses highly appreciate the Hanoi bus 

service, people who have never used buses hold opposite opinions. Daily users are rather 

satisfied. In contrast, non-users not only criticize badly but also feel uncomfortable when 

participating in traffic with buses. However, it is still advisable for Hanoi Bus Company to 

increase the number of vehicles as well as lines.  
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Motorcyclists accept weaknesses of motor (pollution, congestion, danger of accidents and so 

on). They always consider motors as the most mobile and rapid means of transport in Hanoi.   

Almost all multimodal users hold open views: they can use any means of transport under the 

condition that it is convenient for their displacement. 

Many people living in developing area aren’t sensible with the problem of traffic in Hanoi 

such as congestion and pollution. They are divided into two types: motorcyclist or non-

motorcyclist moving not much every day. People belonging to the second type rarely go to 

the centre of Hanoi. Some of them use buses or taxi to go there, others use motor.  

 
Table 12: The reason why some people choose buses as mean of daily mobility 

Reason Percentage of daily buses users 

Very cheap 98% 

Convenient, because there is a bus line 

connecting from their home to working place and 

bus stops near the residence 

60% 

not tired as walking or cycling 10% 

They haven’t any private vehicle to use 8% 

They can’t drive motor and car  12% 

Safe 77% 

not cause pollution and congestion 14% 

Can move many places in Hanoi 35% 

They don’t have to suffer dust, sun, rain 19% 

Convenient to go to the centre of Hanoi 11% 

 

After analyzing, we found that there are 17.2% interviewees, who made modal shift for some 

of their daily displacements such as go to work, go to school, go to countryside, and go out 

with friends. This result is interesting because it prove the effect of government’s urban 

transport policies based on the development of public transport. 

 
Table 13: motivations of trips and modal choices 

 

go to 
work 

go to 
school 

personal 
task 

go to 
market 

shoppi
ng 

take children to 
school 

go to 
doctor 

go to 
entertainment 

go to 
visit  

Walk 7% 8% 3% 47% 9% 10% 4% 17% 2% 

Bicycle 18% 4% 6% 11% 5% 3% 2% 6% 2% 

Motor, Taxi-
motor 35% 57% 71% 35% 60% 69% 60% 43% 48% 

Car, Taxi 2% 9% 3% 1% 3% 5% 14% 6% 7% 

Bus 15% 6% 3% 1% 3% 3% 2% 2% 7% 

Multimodal 22% 16% 14% 5% 20% 10% 19% 26% 34% 

Total 100% 100% 100% 100% 100% 100% 100% 100% 100% 
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Modal shift with policies of transport 

I try to ask people if they agree or not with the policy of limitation the motor and car fleet in 

Hanoi. 85% of interviewees say “yes”, 10% say “no”, and 6% say “no idea”. There by, most 

of Hanoi residents think that the government should reduce the number of motors and cars in 

Hanoi in order to improve the condition of transport as well as to decrease the pollution. 

However, only 1% of interviewees said that they’ll use public transport in the near future. All 

these are elders, and they explain that because they are old now and they won’t be able to 

drive. Moreover, 62% of interviewees said that they are using and will always use motors or 

cars. We find ridiculous behaviors of almost all people! 

When I ask people if a modern system of public transport (subway, tramway, light rail and so 

on) appear in Hanoi, whether they will use it as daily means of transport instead of motor or 

not. While 87% of people who have ever used subways or tramways abroad say “yes”, 13% 

say “not sure”, 62% of people who have never used subways or tramways say “yes”, 12% 

say “no”. The people say “not sure” because they don’t believe that Hanoi can have such 

modern public system as developed countries. Some of them suppose that it is a fiction in 

Hanoi. Nevertheless, the numbers of people who say “yes” prove that most of people believe 

in advantages of this system.   

 
Table 14: If Hanoi has a modern system of public transport, will you use it instead of motorcycle or not? 

Will they use metro or not? yes no 
haven't known 
yet 

had used metro or tramway abroad 87% 0% 13% 

have never used metro or tramway 62% 12% 26% 

 

PERSPECTIVE AND CONCLUSION 

According to all synthesized figures, we have some comments as the following: 

1. The appearance of bus network in Hanoi for 10 recent years has affected mobility 

behavior of many people. At least, we found that 17.2% interviewees made modal 

shifts from motors towards buses for at least one of their movement.  

2. The people with high income and employed workers seem always to be the most 

difficult objects of modal shift policy. It’s easier to encourage students, elders as well 

as people at low income using public transportation. 

3. All data prove that the availability of public transportation have not much positive 

effects on people’s modal choice decision. The living standard seems to be more 

important factor. 

4. Because all means of transport have advantages as well as disadvantages for 

everybody, multimodal is a good suggestion for urban transport policy indeed. We 

found that number of people who use multimodal for their daily movement isn’t small 

(about 15%). It is advisable for public transport companies to pay much attention to 

the combination between buses and taxi-motors. In fact, 92% bus users confirmed 

that they had used taxis-motor combining with bus for some of their travelling before. 
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5. Large investments in a modern public transport system are not the key to cope with 

motorcycle and car dependence. It implies a better coordination between public 

transport planning and urban planning, urban sprawl control and road infrastructures 

as well. 
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QUESTIONS OF THE SURVEY 
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