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IMPROVING MASS TRANSPORTATION IN
METROPOLITAN MANILA: SOME SHORT-
RANGE NON-CAPITAL INTENSIVE
TECHNIQUES

Jaime U. Nierras
Asst. Professor
Institute of Environmental Planning
University of the Philippines

Introduction

The crisis in urban transportation is ex-
perienced worldwide. From the small
villages of Europe to the sprawling metro-
polis of the West, from the crowded centers
of the rich nations to the congested primate
cities of the developing countries, urban
mobility has become unsafe, costly, incon-
venient and time consuming. With a growing
urban population and an increasing owner-
ship and use of automobiies, cities have be-
come congesied and poliuted, adding much
to the dsterioration of urban mass trans-
portation.

Solutions to the transportation crisis are
varied. Experiments of different countries
ranged from intensifying the use of existing
transport facilities to adding and applying
new and computerized transport technology;
from short-range drives to discourage the
use of private automobiles to long-range
integration of land use and transportation
system; and from the modest park-and-ride
systems to an ambitious and costly Bay Area
Rapid Transit (BART) system.

Generally, the response of most urban
centers in the United States, Canada and
Europe to the current urban transportation
crisis has been to shift transport policies,
from the traditional motor-oriented trans-
port system to one that favors mass transit
through the provision of funds for major
investments in mass transit systems, the
downgrading or reduction of highway
programs, or through “discouragement”
programs that aim to limit the use of the
private automobile. Trends indicate that the
transport policy-making processes in these
urban centers will evolve into a program of

comprehensive restraint characterized by
high investments, comprehensive traffic
control programs, comprehensive land use
controls, and restricted use of highways.'

In Metropolitan Manila, as with most of the
primate cities of the developing countries,
no shift in transport policy has yet occurred.
Thus, urban mass transportation continues
{o deteriorate. The crisis is aggravated by
sudden and massive rural-urban migration
and an obvious lack of funds.

Solutions continue to be elusive and pro-
posails to come o grips with the transport
problems have either been short-lived, crisis-
oriented and ad hoc in approach, or general,
broad and long-range. Most of the ad hee
strategies adopted have falled. On the other
hand, long-range solutions have been barely
initiated and are yet to be realized. These
include regional planning through the
pstablishment of growth poles and growth
centers; urban design through a policy of
selective decentralization; land use controls
through more integrated zoning and sub-
division regulations; the use of new technol-
ogy such as monorails; or expensive tech-
nology, such as underground rail rapid
transit or subways.

For purposes of establishing growth poles
and growth centers, the country was divided
into thirteen (13} regions each with a
designated regional capital. This regional

Paper prepared in 1877 as part of major re-

port of the author as a UP-UNDP Fellow on

Urban Transportation Planning at the Univer-

. sity of British Columbia, Vancouver, Canada.
YErank Colcord, Jr., Urban Transportation: Deci-

sion-Making (Springfield, Virginia: National Tech-
nical Information Service (NTIS), 1847). p. 58.
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capital serves as the focus of the region. It is
also a counter-magnet to the attraction of
Metro-Manila. It is assumed that the
development of these regional growth
centers will discourage the population from
migrating o the primate city. Al the same
time, development will be equitably redistri-
buted throughout the country. A number of
towns in the immediate vicinity of Metro-
Manila were also designated as growth
centers to decentralize development and to
reduce population shifts.

The policy of selective decentralization
involved the slow “relocation” of major
raffic generators within the metropolitan
core. These included major industries
gspecilally those that are pollutive,
commercial establishments, and major uni-
versities. Feasibility studies are currently
being conducted to determine the effects of
such movements on the Central Business
District. At the same tims, zoning and sub-
division regulations are being updated (they
used to be carbon copies of US regulations)
and attempts are being made to implement
them on a metropolitan scale.

The Ministry of Public Works, Transporta-
tion and Communications (MPWTQC) is work-
ing on the detalled planning stages for con-
structing the first subway line in Metro-
Manila in preference to monorails and other
mass-transit systems.

While these long-range strategies are
undoubtedly important and cannot be over-
looked or even posiponed, the present
situation also calls for remsadial, action-
oriented strategies and technigues which
must be implemented now to alleviate the
present crisis, to help avert an even more
serious crisis in the future, and to make the
future transportation problems more
manageable. Since other urban services also

make their demands on the limited resour--

ces of Metro Manila, these shori-range, ac-
tion-oriented strategies should not require
intensive capitalization.

This paper attempts to review and analyze
these short-range, action-oriented and non-
capital intensive urban mass transit tech-
nigues in an effort to assess how these
might apply and help solve the transporta.
tion crisis in Metropolitan Manila. The paper
will present and examine Metro-Maniia’s
transportation system, its problem areas,
especially where such strategies might

~

apply; identify and classify these
technigues, which may be broadly divided
into those strategies that modify the supply
of mass transit, and those that modify transit
demand; review various case studies, where
such techniques have been experimenied
and/or applied; and through careful analysis,
recommend such strategies and techniques
{and their changes or modifications) which
may be applicable to the mass transit prob-
lems of Metropolitan Manila.

Metro Manila and lis Transportation System
The Socio-Economic-Political Environment

Metropolitan Manila is the primate city
of the Philippines—an archipelago of some
7,100 islands and 43 million Filipinos {1975).
Being a primate city, Metro-Manila is the
center of all commsrcial, industrial, social,
educational, cultural, political and adminis-
trative activities of the country. Within
Metro-Manila are 80 of the country’s first 100
leading corporations, one-half of which are
within the City of Manila proper.

All but one of the main banks have their
head offices in Metro-Manila; all of the major
newspapers, most of the radio stations and
all of the six commercial television stations
in the country are based in the area.?

Metro-Manila also accounts for about 50
percent of the national gross value added.
Full one-third of all manufacturing sstab-
lishments in the Philippines are concen-
trated in the area. The region also employs
40 percent of the country's non-agriculiural
labor force, and pays more than one-half of
the total manufacturing payroll.? Out of its
labor force of 1.20 miilion about 1.07 million
{88%}) are employed, 26 percent of which are
in the service sector. The average annual
family income in 1971 was P7,785, which is
more than iwice the national average of
P3,7364

In sharp contrast 1o iis wealth, commerce
and vitality, one-fifth of the population of
Metro-Manila live In slums and squatter

2See Aprodicio Laguian, The City in Nation-
Building {Manila: School of Public Administration,
University of the Philippines, 1966).

3ibid, p. 46.
“Philippine Census, 1971,



settlements,; and one-third of them reside in
the central or core city, Tondo, which re-
cently became the site for an international
competition for Habitat '76, and is the largest
squatter settlement, with a population of
over 175,000 residents or 27,000 families. it
has a density of over 2,000 persons per
hectare, or about 810 persons per acre.’ Ur-
ban renewal and housing, therefore, are two
of the more pressing concerns of the metro-
polis.

In 1974, the Metropolitan Manila Govern-
ment was incorporated into a Metropolitan
Manila Commission under the governorship
of the First Lady. The Metro Manila Com-
mission includes four cities and thirteen
municipalities under its jurisdiction. It occu-
pies an area of 630 sg. km. and embraces &
25-km. radius from the central business
district. The population was estimated at 7
million in 1976.% represented about 50 per-
cent of the total national urban population,
and is equivalent to 10.5 percent of the
country's total. The population is increasing
at an annual rate of 5.0 percent (2.5% is due
to immigration alone), compared with the
nation’s annual average rate of 3.1 percent.
The average density Is 11,240 persons per
sq. km, in 1975, and is increasing at an
annual rate of 2.5 percent.

In comparison, the Greater Vancouver
Regional District (GVRD) covers a total of
thirteen (13) cities and municipalities, with
an estimated population of 1.2 million in
1975, and a density of only 480 persons per
8q. km.”

The Msetropolitan Manila Commission
{MMC) promises to rnake the city a more
livable place. In the last two years, while
awaiting a comprshensive plan being pre-
pared by the Human Settlements Commis-
sion (HSC), it has embarked on an action
program by creating task-forces for each of
the “metropolitan” services, which include
power, water, drainage and sewerage, gar-
bage disposal, transportation and {raffic, and

Tondo Foreshore™. in the Philippines Quarter-
Iy, Vol. 8, No. 2(Juns, 19786). pp. 59-83.

Simeida Marcos, “Manila-Challenge to the Vi-
sionary”, in the Philippines Quarterly, Vol. 8, No. 1
{January, 1976}, p. 22.

’Greater Vancouver Regional District, The
Livable Region, 1976,

PHILIPPINE PLANNING JOURNAL

planning. Acting on previous studies and
proposais, the MMC has implemented action
projects. The task force on traffic has de-
voted most of its efforts to traffic alone
{the movement of vehicles on the road), and
not necessarily on urban mass transit (the
movement of people and goods).

Though growth poles and growth centers
have been designated o act as counter.
magnets to Metiro-Manila’s growth, the
metropolis will continue to play the role as
the Philippine's primate city, and will con-
tinue to influence the development of the
other cities and urban centers of the country.

The Transportation System

1. The Road Network

As early as 1577, only six years after its
founding in 1871, Manila already had & plan
for & small fort built by Governor Francisco
de Sande. This fort eventually grew and
bescame “intramuros,” the walled City of
Manila, during the Spanish times. Little Is
known of what plans were preparsed during
the 300 vears of Spanish colonization, but
it is assumaed that the City continued to grow
and spill out of the fortress and into the
countryside. in 1805, Daniel Burnham, the
father of the “City Bsautiful” movement,
preparsd the “Plan of Proposed Improve-
ments” for Manila. Of its sireet system, he
wrote:

The aim of the proposed sireet system
of Manila is in brief, to leave the old city
strests untouched except for the
creation of a few indispensable new
arteries upon which work should be
begun immediatsly. The old wall (of
fntramurcsz, left undisturbed except
for the street opening through the
angle bastions, should have a sstting
formed by a sunken %ardan replacing
the unsanitary moats. In the outer part
of the town, a rectangular street sys-
tem insures sunlight on all sides of the
houses, provides especially am}aie
strests in the lines of heaviest traffic
toward the town center and by means
of radial and diagonal arteries makes
avery section of town readily accessible
from every other. In considering this
street system, we should bear in mind
that the presence of water very near
the surface places aimost prohibitive
difficulties in the way of depressed
or underground connections of any
sort. 80 that short of a recourse to ex-
pensive and objectionable track ele-
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vation, there is only one way 10 provide
for ample ftraffic, viz., by sufficient
arterjes.®

Burnham’s plans of wide avenues, instead
of “track elevations” or elevated highways,
and “underground connections” or subways,
were of course, short of visionary. Unfor-
tunately, only a part of Burnham’s plan was
implemented. Even if it was fully implemen-
ted, the plan covered only about a tenth of
the present Metro-Manila area. During World
War I, Manila was heavily damaged and
practically leveled to the ground, though
“the general outlines of Burnham’s innova-
tions survived that conflict as partial basis
for post-war Philippine urban development.”®

“Partial basis” is an appropriate descrip-
tion of what happened to planning after the
war. In 1845, the National Planning Com-
mission (NPC) prepared a “Major Thorough-
fares Plan for Mstropolitan Manila” which
was revised in 1854, Though {aid out in the
spirit of Burnham's wide avenues, these
plans have largely been inefficient and in-
effectual, The NPC could only *be consulted
as an advisory body, but it had no control
over the actual implementation of the
Plan.”'® The present transportation network
therefore, evoived dimly out of Burnham’'s
grandiose plans, as well as what the 13
municipalities and four cities decided to
build, oftentimes independently of each
other, after the War.

in September 1973, the Overseas Techni-
cal Cooperation Agency of Japan prepared
an “Urban Transportation Study for Metro-
politan Manila Area."' The study was the
first of a number of serious attempis at
planning the fransportation system of the
Metropolitan area with foreign assistance.

8Charles Moore, Danisl Burnham—Architect
and Planner of Cities, Vol. | and i, {Boston:
Houghton Mifflin Company, 1921) p. 187.

#Thomas Hines, Burnham of Chicago-—Archi-
tect and Planner {New York: Oxford University
Press, 1974), p. 215.

Waprodicio Laquian, “Manila”, in Willlam
Robscn and D.E. Regan eds., Great Cities of the
World: Their Government, Politics and Planning,
Vol. 2 {London: George Allen and Unwin Lid.
1972) p. 621. .

"Overseas Technical Cooperation Agency,

Urban Transportation Study for Metro Manila
Area, (Manita: DPWTC, 1873}

The Philippines’ most important modes of
public transport—the bus and the jespney.

Their plans, however, invariably proposed
extensive use of elevaied highways over
sxisting ones, and even over and along rivers
and “esteros” or canals. Criticized primarily
in terms of costs and aesthetics, these plans
have not been implemented, and may have
been quietly and promptiy shelved.

Recent proposals to improve the road
network, and urban transportation in the
metropolis come from the Ministry of Public
Works, Transportation and Communications
{MPWTC). Building on the existing network
composed of nine (9 radial and three (3) cir-
cumferential major arteries, mostly with four
to eight lanes, they propose to expand the
network to 10 radial avenues converging on
the central business district, and six (8)
circumnferential arteries, fanning out of the
central business district.

A two-rail subway, out of a total of thres, is
being proposed to run from the northeast,
through the central business district, and
southwards, up to the vicinity of the Inter-
national Alrport. Other proposals have
included the settingup of a monorail
system, but the financial and other problems
supposedly favor the construction of sub-
ways. Detalied planning of these and other
proposais are on-going.

in 1976, another foreign consulting firm
was commissioned by the MPWTC to pre-
pare a Transportation cum Land Use Study
for Metropolitan Manila.

2. Urban Transit Demand

The population and activity patterns of
Metro-Manila generate some 8.5 million trips



a day {excluding walking trips), about 1.7
million vehicle trips a day, and soms 700,000
person trips to and from the surrounding
areas outside the metropolis.’?

Modal split in 1974 revealed that out of 8.3
miilion person trips, §7.9 percent or 5,654,000
person trips were made by mass transit, Le,,
by jeepney, bus and taxi, making 739,475
vehicle trips representing 43.4 percent of
total vehicle trips (see Table 1 beiow). As
with most cities that are fast becoming
motorized, 40.8 percent of vehicle trips were
made by the private automobile in Manila.

Table | — Modal Split in Metropolitan Manila
1874

Person trips Vehicle trips
No. % No, %
Jeepnays 3,839,000 48.1 ‘479,875 28.2
Buses 1,384,000 6.4 34,100 20
Taxi 451,000 5.4 225,500 13.2
Privats cars 20091,000 25.1 897,000 408
Trucks, sto, 579,000 7.0 272,000 158

8,324,000 100.0 1,708,475 100.0

Zource: Torms of Relerance, Metro-Manila Transportation cum
Land Use Study, June 1974,

The land use pattern of Metro-Manila
aggravates the crisis in urban mobility.
Growing in a traditional concentric pattern,
the population exhibits marked variations in
number, growth and density within the area,
as shown in Table 2. The concentration of
specific land uses which are major traffic
attractors and generators, also adds to the
transportation problems. Most of the com-
mercial establishmenis are located in the
core area. The squatters and slum dwellers,
who are potentially captive transit riders, are
in the core area. About two-thirds of ail
movié houses, now numbering almost a
hundred, with seating capacities of over
2,000 each, are also within the core area.
Ten to twelve universities, four of which
are in the middie of the central businsess
district itself, having a combined popula-
tion of over 200,000 students, are all ipcated

2Dgpartment of Public Works, Transportation
and Communications, "Terms of Reference
Metro-Manila Transportation cum Land Use
Study” (Manila: DPW‘!’C, 1974).

BOTCA, op. cit., p. B4.
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within or immediately within the vicinity
of the core area. In a study done by a
Japanese transport team in 1972, it was
found out that trips to school (1,080,000
trips) outnumber trips to work (1,048,000
trips).1?

Tabls 2 — Population and Denaity Pattern, Matro-Manila

% of Arsa % of Metro  Density {olkm?®)
Population pikm’)

Core (City of Manila) 45 300 34.75
Inner Ring (urban. :
ized subdivigions) 380 48.5 828
Outer Ring {urban-
ized ares) 565 215 1.90

Sources: Terms of Refersnce, Metro-Manila Transportation cum
Land Use Study, June 1974.

To add to all these, there are large-scale
urban developments, both proposed and in
progress, within the core area. These new
developments, in the absence of a compre-
hensive plan, are being constructed without
previously considering their effscts on the
demand for urban mobility. Among these
projects are: an urban renewal program of
the Tondo squatter area which is being
carrled out under a policy of on-site redevel-
opment or nonralocation, which means that
more than 175,000 residents will remain in
the core arsa; a 4,000 hectare reclamation
project along the-Manila Bay, which willbe a
mixed commercial-residential-recreational
city-within-a-city development, scheduled
for complstion in the 1980’s; and the inter
national airport, which is being renovatsd
to accommodate the increasing number of
tourists. {Although plans for lis transfer
have been proposed, the alrport might stay
by default since no available and feasible
alternative site has been found.) '

Urban mobility in the Metro-Manila area
will continue to deteriorate what with an
already congested and crowded core area,
together with a rapidly Increasing popula
tion base, and the rush of uncoordinated
large-scale urban developments.

3. Urban Travel Supply

To cope with the travel demand in Metro-
Manila, residents rely on the following for
mobility: ‘

a) A fiest of 2,600 buses of 50 to 60 seat-
ing capacity, and around 400 minibuses of
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20 to 25 seating capacity, in 1875. The
system is operated by 76 private bus opera-
tors on more than 400 routes, with individual
owners openly competing on the same
routes;

b) A paratransit system consisting of
17,000 jespneys or Public Utility Jeeps (PUJ}
of 10 to 14 pasengers; about 3,000 auto-
calesas {smaller jsepneys with 6 to B seating
capacity); and around 8,000 taxicabs. These
are likewise operated by many operators,
which may be private Individuals, corpora-
tions or cooperatives, all competing along
the same routes. In 1960, jeepneys were
operating on more than 2,000 franchised
routes within the metropolitan area.™

Jeepneys were originally US Army surplus
jeeps, which were converted for urban
{ransport services at the end of the War in
1845.% Since then, they have become “per-
manent fixtures,” and have evolved inio a
lavishly decorated and locally manufactured
Manila jespnsy which has ultimately be-
come one of Metro-Manila’'s major “attrac-
tions.” Each jeepney accommodated two
passengers in front, and from six to twelve
passengers at the back along two uphols-
tered seats or bsnches placed along each
side of the vehicle. The jeepney is an ideal
vehicle for the hot and humid climate of
Metro-Manila since the sides of the vehicle
are open. A canvas or plastic sheet may be
unrolled over the sides in case of rain.

The compstition along the routes is com-
pletely open-ended. The service is complete-
ly demand-responsive, having no fixed
schedules. It is a thriving business. In 1975,
an estimated 45,000 drivers, 6,000 to 7,000
owners, around 1,000 mechanics and several
hundred body-buillding enterprises wers
involved in the jeepnsey transport system.
The industry affects the livelihood of nearly
350,000 residents directly;!®

¢) About 200,000 private cars, In 1875 (this
includes cars owned by institutions, the
government, and delivery cars and irucks)

Ygetty Pendakur, “Impact of Transport Modern-
ization”, a paper presented to the Transporiation
Research Board (Washington, D.C.: January 1871),
mimeographed.

¥Sigurd Grava, “The Jeepneys of Manila”, In
Traffic Quarterly, {October, 1872), pp. 47D-485.

*Spgndakur, p. 18.

d) A newly operated commuter train
system, managed by the Philippine National
Railways {PNR), carrying a negligible number
of only about 15,000 passengers per day in
1975. (Until this time, the trains were
relegated to Inter-provincial and regional
travel.)

The public transportation system of buses
and jeepneys is essentlally an aggregate of a
vast number of individual enterprises, opera-
ting in direct, often fierce, competition with
one another along the same route, for the
same fare. Fares are very minimal. This has
contributed much to greater mobility. The
minimum amount is now 45 centavos for the
first five kilomstsrs and an additional 8.5
centavos for each kilometer thereafter.

Other urban transportation modes In
Mstro-Manila are the tricycle and the
“caretela.” Tricycles are motorized bicycies
or motorcycles with sidecars seating two
passengers. They are used for very short
trips, such as intra-subdivision travel. The
“caretela,” a horse-drawn carriage, which
was once popular during the Spanish times,
has now heen confined for use In the
chinatown district, although it occasionally
wanders into the central business district,

Suppiying mobility to Metro-Manlla’s 7.0
million residents has become a dilemma: on
one hand, the combined capacity of all
public vehicles—about 431,000 seats is not
encugh to meset the 8,5 miilion person trips
per day, especially during the rush hours; on
the other hand, there are not dnough
vehicles to mest the travel demand, the
roads are too few and too narrow to
accommodate the increasing number of
vehicles. Thus, we have a situation where
there are too many people and too few
vehicles, yet too narrow and constricted
roads for so many vehicies. Sclutions lis
somswhere betwsen providing more roads
and transport infrastructure, providing more
and better public vehicles, and reducing the
population and travel demand.

The free-wheeling fres enterprise system
that characterizes the mass transit
operations in Metro-Manila also creates

- problems. With so many operators, free

transfers are virtually impossible to initiate.
This works against commuters whose trips
are not covered by one routs. Flerce competl-
tion for the same passenger and fare also
creates offensive driving habits among



drivers, which only serve 10 encourage fast
driving and disregard and violation of sle-
mentary traffic rules, thus neglecting the
safely and convenience of passengers, and
hindering traffic flow and further prolonging
travel times.

Travel time in buses and jeepneys in Manila
is among the slowest in the world—10 to 20
kilometers an hour.

The most obvious, glaring and readily
perceptible defect of the present transit
system in Metro-Manila is the fact that there
are virtually no rider information and ride:
education programs. The only way to find
out which route a bus or jeepney is taking
is to be familiar with the system, by exper-
ience. There are no published bus or jeep-
ney routes of any kind. There are no
schedules, and even if there was one, the
traffic congestion and delays will render
them useless and totally unreliable. Head-
ways, however, arge short {only about 5
minutes at the most, during the rush hours)
but buses and jeepneys are almost always
loaded and crowded at these times.

Passenger convenience such as wailing
sheds and dssignated bus and jeepney stops
are more of an exception than a general ryle,
In a city where the rainy season lasts for
more than four months, and where the
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temperature in the scorching sun averages
in the high 80's, covered waiting sheds are
not sufficient in number. Bus and jeepney
designated stops become useless. In a sys-
tem where every passenger counts, and
means greater income and profit for both
driver and operator, buses and jeepneys
operate like taxicabs—they can load and
unjoad just about any place along a route,
again adding to delays and traffic chaos.

What is needed is a complete overhaul of
the management and the provision of transit
supply, as well as the enforcement of strict
controls and proper planning of transit de-
mand.

4. The Urban Transit Agencies

To handle the enumerable mass transit
problems, a number of agencies and organi-
zations have bsen created, both permanent
departments and ad hoc committees. They
include the foliowing:

A. Government Ministries/Agencies

1. Ministry of Public Works, Transporta-

tion and Communications (MPMC%
. Ministry of Public Highways [MPH
. Board of Transportation {(BO

Public Service Commission {PSC)
Lanc{iLTTCransportation Commission

Ministrz‘of Human Seitlements
(MHS)

. Metro-Manila Commission (MMC)

. Philippine National Railways (PNR)
. All Engineering Departments of cities
and municipalities of Metro Maniia

WEN O b WM

B. Ad Hoc Commitiees

1. Metro-Manila Management Study and
implementing Commitiee (MMSIC),
created by the Secretary of the
DPWTC in 1974,

2. Transportation Management Adviso
Group {TMAG), created by the Presi-
dent, Letter of Instruction No. 225,
November 18, 1974,

3. inter-Agency Technical Commitise
on Transportation Plannin&(iACTP),
created by the President, Memoran-
gi;g:% Order No. 473, December 5,

4. Inter-Agency Committee to Evaluaie
and Recommend Mass Transit
Modes for Metro-Manila, created
by the President, Memorandum
Order No. 503, April 2, 1875,

5. Metro-Manila Transit Corporation,
created by the Presidential Decree
No. 482, June 27, 1974.
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Although somse of the agencies and de-
partments listed above are indirectly con-
cerned with mass transportation, it is clear
that nobody seems o be In charge of mass
transit in Metro-Manila. There are also no
sxpliclt urban mass transii policies to guide
the various agencies and departmenis in
planning and implementing even segments
of the mass transport system.

The failure to control or contain transit
demand, and the f{ailure to provide an
adequate and safe transit system, are aggra-
vated by the failure to properly manage the
entire mass transit itself.

In terms of organizational stratsgy, it will
be noted that the approach o transportation
planning, promotion, regulation and imple-
mentation has been very fragmented, largsly
uncoordinated and unintegrated. At the
same time, the approach ito Immediate
transit problems has been pisce-meal, and at
most, on an ad hoc basis. Although the
studiss of the different ad hoo commitiees
are not readily available, the author is fairly
familiar with some of the significant pro-

posals which were actually experimented
on. They Include staggering of work hours;
use of the Pasig River, which winds through
the metropolitan area, as a transit mode;
and assigning exclusive bus lanes.

For some reasons, these strategies, al-
though full of promise and potential, failed.
Work hours, for example, were staggered,
but for only 30-minute 1o one-hour intervals.
in & city where a ons-hour home-to-work
journey time is the rule, work hours shouid
be staggered for at least two-hour intervals
io have any appreciable effect. Employeses
within each agency or departmsnt were aiso
free to choose thelr work hours, thus half of

the staff would come in early, and the other
nalf would come in later. The early em-
ployses would walt for the jate smployses
before they could start working. in the
afernoon, the late empioyes stop working
when the early smployees go homes.
Staggering of work hours {o be successful,
should therefore be dons on a department or
government wide basis, carefully consider-
ing other criteria such as locational factors,
employee population, commuting patterns
of employees, and degree of coordination
with other agencies and departments.

The use of Pasig River as a transit mode
also promised a iot of potential, Unfortunate-
ly, this was done by a private organizatidn,
which did not, or could not properly relate
to an already uncoordinated land transit sys.
tem, especially at the terminals along the
river. Worse, hardly anyone knew anything
about it; marketing was practically nil. The
operators had to abandon the system. With
proper planning howaver, it is worth reviving.

With streets that are narrow, assigning,
exciusive lanes for buses and jsepneys is
impractical. On the other hand, too many
buses and leepneys which are free o load
and unioad anywhere, have practically pre-
empted the right-most lanes. In praciice, the
public vehicles' “intrusion” into the left
lanes when overiaking vehicles that load and
unioad on the right lanes causes more prob-
lems. Along heavily travelled iransit routes,
it might be betlter o “pedestrianize” the
entire route or portions of it, or assign it
exclusively for transit use, or both, by
restricting the road 1o two transit lanes,
while widening the pedestrian sidewslks,
and exiuding all private cars.

To summarize, the urban mass transit
crisis in Metropolitan Manila can be traced
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to the combination of the following: 1} the
fallure to plan and implement a compre-
hensive and integrated land use and trans-
portation plan; 2) the failure to prepare and
develop explicit urban mass transit policies
to guide public and private agencies in coor-
dinating the formulation and implementa-
tion of transportation and transit-related
plans and programs; and 3) the failure to
properly implement, manage and enforce the
most elementary rules of traffic 1o ensure
the etfficient, safe, and free flow of vehicles,
people and goods.

To arrive at an integrated, pragmatic, and
economical approach that will consider the
different inter-related factors affecting both
transit supply and transit demand, short-
term and long-term solutions covering traffic
management, physical infrastructure re-
guirsments, public information and educa-
tion programs, and urban mass transit poli-
cies should be considered. As stated sarlier,
this paper will focus on the shortrange,
action-oriented, non-capital intensive stra-
tegies. A review of such strategies, which
have been experimented on and applied in
various countries, will be covered next.

Alternative Transport Strategios

Low-cost, short-range, and action-oriented
transportation alternatives are available as
options to expensive rapid rail systems.
While they may not, by themselves solve the
crisis in urban transporiation, their consi-
deration should be a pre-condition to any
decision to build the high cost option of sub-
ways or rapid rail transit systems. These
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techniques or strategies have been tested,
tried and in most cases applied in cities of
various countries with varying degrees of
success, and failure. It is the purpose of this
section to review the nature and potentials
of such strategies. In most cases, the pri-
mary objective of the strategies is to reduce
the volume of traffic in order to achieve a
more efficient flow or movement of a greater
number of people and goods.

These strategies may be broadly divided
into two groups: 1) demand modification
techniques or those that modify transport
demand and 2} supply modification tech-
nigues, or those that tend to modify or in-
flugnce transportation supply.

Demand Moditication Techniques

A. Traffic Restrictions—These include
methods of preventing vehicles, by physical
pbstruction or fiscal measures, from going
where they would otherwise go. They strike
directly at the freedom of the motorists.

1. Total or Partial Closure of Roads—
Other than not bullding roads altogether, the
next best thing to do in order o control
tratfic is to either partially or totally close the
road. This may involve the use of boliards,
gates or other barriers, or large plant boxes.
These physical obstructions may be placed
on both ends of a streel, 1o exciude all
motorized traffic, or only at one end, to
discourage through traffic, and achieve a cu/-
de-sac efisct. Tratfic is then channeled away
from areas that require privacy and quist,
and into selected main arteries where it g
better accommodated and reguiated.

2. Restriction of Motorized Traffic by Ares,
by Vehicle andior Time of Day

Traffic may also be restricted not only
along a road, but also within a specified area,
such as historical and scenic places.
Restricting traffic in certain arsas during
special gatherings such as parades, festivals
and similar occasions is aiready commonly
practised,

Legal restrictions are aiso already being
enforced 1o prohibit certain types of vehicles
—"No Entry Except Buses,” and freight
trucks above ceriain specified weight limiis
—from entering an area or street. In Istanbul,
“doimus” buses are not allowed {o operate
within the city center; and in Lagos, “kia-kia”
busss are also banned from the central
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business district.’? Vehicles, especially
private cars, may also be restricted during
specific times of the day—"No Entry—86-9
AM. —from entering designated streets
that tend to be easlily congested.

Most of these restrictions are already
being enforced, and designating additional
restricted areas should not mest adverse
public resistance. Though less restrictive,
and therefore, more acceptable, than placing
permanent bollards and large plant boxes,
legal restrictions have the disadvaniage in
that they are only effective when properly
obeyed, or otherwise, extensively policed
and monitored.

B. Traffic Restraint—These strategies do
not directly curtall traffic, but are merely
intended to influence, without directing,
motorists’ choices by making driving more
difficult and more costly. The main objective
is to persuade people to make less use of
private motor vehicles, especially during the
rush hours, in the inner and other congested
areas of the city.

The economic justification of these
strategies, often expressed in the context of
“road pricing,” has adequately been set by
various authors.’® The argument hinges on

- the conclusion that higher charges for the
use of congested roads could produce gains
in economic eftficiency. The logic is that
since decisions to use motor vehicles do not
carry responsibility for all system costs, ie.,
vehicle operating costs (including value of
time), road wear and tear, accident costs,
direct environmental and other exiernal
costs, some vehicle journeys are therefore
made which would not otherwise be made i
the costs were directly chargeable to them.
The economic efficiency of the system
would therefore be improved by the
exciusion of vehicle journeys whose value Is
less than the incremental system cost. In
principle, this could be achigved by charging

7Michael J.Thomson, Methods of Traffic Limi-
tation in Urban Area (OECD Working Paper No. 3,
1972}, p. 22.

See lan G. Heggie, Transport Engineering
Economics (McGraw-Hill: London, 1872), Michasl
Beesley, Urban Transportation: Studies in Econ-
omic Pplicles (Butterworth: London, 1973); and
A.A. Walters, The Economics of Road User
Charges, World Bank Staff Occasional Paper No. 5
{Baltimore, Maryland: John Hopkins Press, 1970).
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an appropriate price or by other ssiective
means of traffic limitation, such as those
outlined below.

1. Use of Tolls—Until the present tims,
the ocollection of road tolls is popular,
especially in the United Statss although tolls
are most often limited to major expressways
and skyways or bridges. Their collection is
also justified primarily by the need to enable
these special infrastructures to be econom-
ically viable and pay for themselves. The
idea, however, could be transferred to re-
gular urban roads, and the toll fess used not
only to finance the transport infrastructure,
but also to influence travel demand. At the
same time, toll fees could also be used as an
effective measure to initiate peak/off—peak
differential pricing.’® Such an idea, however,
has not really become acceptable yet. On the
contrary, in some areas such as the toligates
at the Lion’s Gate Bridge in Vancouver, the
collection of toll fees had 1o be stopped due
to pressure from motorists. 2

The biggest drawback of urban toligates,
however, is the number of gates that might
be needed, and the consequent cost of
operation. The Smeed Report in London
simply stated that “for ordinary roads in
urban areas, they (tollgates) are costly and
inefficient, and impede the flow of traffic,
and even with modern refinements, we do
not regard them as practicable.””?!
Nevertheless, Thomson argues that “the pre-
sumption that large toll collectiory arsas
would be needed is, however, not convin-
cing. Conssquently, although some road
widening would probably be necessary in
order to accommodate the booths, the
additional area required would not necessar-
ily be so large as to rule out the possibility
of toligates altogether.”22

_ "®wiliiam Vickrey, “The Use of Tolls in Control-
ling Urban Traffic Congestion”, in Andrew Ham-
mer, ed., Out of Cars Into Transil, Research Mono-
%%%?)1 No. 85 (Georgia Stats University: Atlanta,

DFrom a class lecture in Planning 533, Winter
Term, University of British Columbia, 1977.

2?Minist of Transport, Road Pricing: The Econ-
omic and Technical Possibilities ﬁﬂepart of the
Panel under the chairmanship of R.J. Smeed,
London, 1964}, p. 17.

221hig., Thomson, p. 50.



2. Arsa Licensing—A variation of toll-
gates is area licensing. in this scheme, an
area such as the central business district
is defined and motorists must secure daily,
monthly, or even yearly licenses, and display
them in the windshield of their cars, when
entering the restricted zone during restricted
hours.

In Singapore, where such a scheme seems
1o be enjoying some measure of success,
the hours of restriction are limited to the
morning peak, i.e., from 7:30 a.m. to :30 a.m.
only. @ Restriction over the full working day
suffers from a serious disadvantage in that
shoppers and people transacting business in
the area are affected to the same extent of
work commuters, who constitute the
majority of urban traffic. At the same time, it
is felt that evening peak hour restriction may
not be necessary if motorisis have already
been induced not 1o drive into the zone by
the morning peak restriction.

Restrictions may apply to all vehicles,
though exemptions may be granted to all
public vehicles, private buses, emergency
vehicles, police and military vehicles, and
goods vehicles. As in Singapore, private
vehicies with four or more occupants may
also be exempted, “t0 encourage car
pools. .. {and to) lsssen criticisms that the
scheme favors wealthy motorists and dis-
criminates against the less well-off
motorists.” %

Area licensing schemes have the
advantage of controlling ali cars entering the
specified arsa regardless of whether the cars
are parked or not; of regulating unnecessary
through traffic; and of selective control of
various categories of motor vehicles. There
are, however, disadvantages, such as
difficulties of enforcement and
administrative probiems. It is for these
reasons that in a study® by the British
Ministry of Transport in 1967, they were
doubtful about the prospects of enforcing a
daily license system. However, subsequent
experience in the experiment in Singapore

#0rganization for Economic Co-operation and
Development, Better Towns with Less Traffic
{OECD, 1875), p. 107.

280pbid., p. 107.

SMinister of Transport, Betier Use of Town
Roads {London, 1967), p. 23,
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should provide valuable lessons as to
whether daily license can work, at least in
the context of developing countries.

3. Vehicle Metering—Vehicle metering is
the sophisticated and mechanized form of
area or daily licensing, and has becoms
closely assoclated with “road pricing” and
“congestion pricing.” Meters may be
distinguished as either on or off-vehicle, On-
vehicle meters, as proposed by Vickrey,
would involve “squipping all cars with an
electronic identifier. These blocks would be
scanned by road-side equipment at a fairly
dense network of cordon points, making a
record of the identity of the car; these
records would then be taken to a central
processing plant once a month and the
records assembled on electronic digital
computsrs and bills sent out.?®

For off-vehicle meters, an identification
unit fitted to the vehicle would enable the
identity of the vehicle to be recorded by road
side equipment where the vehicle passes
over a pricing point. This information is then
stored and processed by computer and an
account is presented to the vehicle owner
every month, in much the same way as for
telephones.

Meters may be designed for sither con-
tinuous or point pricing. The continuous
meter is swiiched on automatically when
the vehicle crosses a loop entering a pricing
zone, and continues to run until it Is
switched off when the vehicle passes out of
the zone. The point meter simply registers
one unit everytime the vehicle passes over a
loop, i.e., a pricing point.

No city seems 1o have applied any form of
vehicle metering. The obvious difficuity is of
course, the technical complexity of
installing and operating the meters, not to
mention the political as well as practical
difficulties of fitting all cars with such
devices. But given its successful technical
performance, vehicle metering offers a
powerful and sophisticated means of traffic
restraint.

4. Parking Charges—Parking charges or
taxes have been proposed by many as a

2william S. Vickrey, “Pricing in Urban and
Suburban Transport”, in George M. Smerk, ed.,
Readings in Urban Transportation {Bloomington,
Indiana: Indiana University Press, 1868}, p. 126.
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means of implementing marginal cost pricing
on road facilities.? But research has shown
that they are not as effective as they are
thought o be. A study that examined previous
experience with parking price changes to
determine the likely impact of a parking tax
on travel patterns, found, with reasonable
consistency, that “the demand for parking
for work trips on an area-wide basis is
inelastic, with an slasticity around—.3.2% The
impact of parking tax on traffic conditions,
therefore, has been slight, almost negligible
for any area-wide parking policy tested. Part
of the reason for this insensitivity in traffic
conditions is that through tratfic, which can
account for up to 80 percent of central
business district trips, is not affected by a
parking tax.?®

Considering the 40 percent central
business district trip-ends, studies on the
effects of parking taxes are vague in their
conclusions. In a survey in London 1o study
possible mode shifts, 72 percent of auto
travelers indicated that for work trips, they
would shift to transit if faced with the In-
ability to park.®® But when a parking strike in
Pittsburgh, Pennsylvania occurred, which
came closest to creating the “impossible”
parking conditions posed in the London
survey, the overwhelming shifis to public
transportation indicated by the London
respondents did not occur.¥

On the positive side, parking taxes are rela
tively easy to impiement and administer, and
much of the mechanism for administering a
parking tax are already existing, at least,
when comparsed to other forms of road
pricing. And though it may not be a panacea
for road congestion, as with all strategies
when implemented alone, i can have a

%’See Gabriel Roth, Paying for Roads: The Econ-
omics of Trattic Congestion (Penguin Books,
Hammondsworth, England, 1987), and A.A.
Walters, The Economics of Road User Charges,
World Bank Qccasional Paper No.b (Johns Hop-
kins, 1868).

Spamian Kulash, Parkinf Taxes for Conges-
tion Reliel: A Survey of Related Expsrience (The
tirban institute, Washington, D.C. 1974), p.v.

Byoid., p. 46.

Michael J. Thomson, Some Characteristics of
Motorists In Central London (Greater London
Paper No. 13, The London School of Economics
and Political Science, 1988).

Hbid,, Kulash, p. 48.
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significant role to play in conjunction with
other pricing measures, so concludes the
Smeed Report. 3

Moreover, the numerous types of parking
facilities present considerable practical diffi-
culties in the implementation of a parking
charge policy. Clearly, it is only in on-strest
parking areas and in municipal or city parking
facilities that parking charges can be in-
stalled with relative ease. Private
commercial parking facilities, i.e., privately
owned but open to the public on a commer-
cial basis, can also be controlled; but formi-
dabie difficulties are raised in charging semi-
private car parks, i.e., privately owned but
available on a non-commerclal basis to res-
tricted sections of the public, e.g.,
customers, visitors, employees, etc.; and vir-
tually impossible on private parking spaces
attached to residential property.

5. Vehicle Registration and Import Taxes
—The imposition of car registration fees and
import taxes, though mainly used to raise
revenue and relieve balance of payments,
can be effective measures 1o control the
number of car ownserships, and therefore of
subsequent car traffic volumes. Money
raised through car registrations and import
taxes may then be used to cross-subsidize
mass transit.

in Colombia, the tax on cars reaches 200
to 300 percent depending on the modsl. The
capital city, Bogota, is perhaps the only city
In the world with a population of over two
million and with no serious tratfic pfoblems.
in Burma, the import tex is far higher, a
modest car retails at LS000; and In Rangon, a
city of 1.8 million residents, there are no
traffic problems.® While the imposition of
stiff vehicle import taxes serves fo limit the
number of private cars, alternative modes
must be improved, as a compensation for
those who are opied out.

8. Fusl Tax—With the increasing cost of
fuel, the use of fuel taxes on gasoline and
diesel oil for motor vshicles could be
expectsd to influence the annual mileage of
vehicles, the number and the type of vehicles
owned. The main objection against fuel
taxes, however, I1s that, as with vehicle regis-

gzébid.,'rhomson, Methods of Traftic Limitation,
p. 68,
Bbid., Smeed Report, p. 4.



tration fees and import taxes, they penalize
sveryone, and sverywhere, i.e,, in urban as
well as rural roads, and all motorists at all
times.

Despite this drawback, high fuel {axes
could discourage unnecessary trips, and the
use of large cars with high fusl consump-
ions.

C. Incentives—Two incentives schemes
have been used to influence travel demand
with relative success, at least, in some
citles: the staggering of work hours, and
subsidized and free transit fares.

1. Staggering of Work Hours—Ons char-
acteristic of urban travel demand is that the
majority of the trips are journeys to work.
With the institutionalization of business
hours, this has resulted in the very familiar
problem of the morning and evening psak
hours, overioading transport facilities
during the peak periods, and making them
highly underutilized during the off-psak. One
obvious solution, therefore, is to distribute
journeys to work by staggering work hours,
or allowing flexible working hours, or "flexi-
time.” A recent survey of flexible working
hours indicates that this relatively new
approach to work schedule in the United
States (now aiso widely practiced in Europe
and Asia) has won the approval of workers,
reduced absenteeism and increased
productivity. Of the 59 flexible-hour plans
studied, none had reverted to rigid work
schedules.®

Undser one plan, the employee chooses his
own hours, within the range established
by the empioyer, and adheres to them sach
day. Thus all workers might bs required to be
present from 10 am.,, but may start as early
as 7 a.m., and leave as late as 8 p.m. Another
system would permit day-to-day variation In
the scheduls of individual workers, as long
as a specified number of hours are worked
per week. Of another 40 forms studied, using
this *“flexitime” plan, 18 reported increased
productivity, none a decreass in productivity,
34 firms reported a decrease in tardiness,
and 22, a decline in absenteeism.®

34uiours of Work When Workers Can Choose”,
a Study financed by the Businesas and Professional
Women's Foundation, reported In the New York
Times, July 7, 1875.

"Bipig,
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“Flexitime” might present some problems
of enforcement at the start, but this should
not alter its effectivensss. If enforced
agency-wide, and metropolitan-wide, it could
sftectively redistribute traffic movements
not only temporarily, but also spatially, and
“flalten” the "sharp” morning and evening
peak periods, and facilitate the movements
of people and goods.

2. Subsidized Fares—The case for and
against subsidies in mass transit has been
argued by a number of authors.®® in any case,
most public transit systems of the world
are subsidized, one way or the other. There
are soclal reasons for subsidizing mass
transit—to help the poor, the aged and the
young (though often contested in its feasi-
bility); and economic reasons—to encourage
motorists o take the transit service and to
persuade transit riders who are potential
motorists, to stay on public transit (also
highly debated).

Whatever the reasons, subsidies in public
transit may be used to lowser fares or to
improve quality. While the poor simply want
lower fares, the potential motorists want
higher quality. This may lead to confusion
over the real purpose of subsidy, and conflict
over the way in which it should be used. In
any case, the effects of subsidized fares as a
tool for traffic limitation or attracting motot-
ists to take mass transit, seem 1o be limited.
A study of 20 German and American cities
by Baum revealed that fare reductions lead
to a substantial increase In passenger
demand, but that the exira demand arises
mainly from non-work journeys by non-
motorists.®® This may show that the
influence of subsidized fares on travel
demand is not very significant. Subsidies
might best be used to improve mass transit

%5ee George M. Smerk, “Subsidized for Urban
Mass Transportation”, in George M. Smerk, ed,
Readings in Urban Transportation (Bloomington,
Inidiana: Indiana University Press, 1868: J.R.
Mayer, et.al., The Urban Transporiation Problem
{Cambridge, Mass,: Harvard Universily Press,
1965); and Michael Beesley, Urban Transportation:
?éggies in Economic Policy (Butterworth: London,

%H4.J. Baum “Some Aspects of Fares—Free
Public Transport’”, Journal of Transport
Economics and Policy (January 1873).
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service, or to attain other non-economic ob-
jectives, such as social equity in urban trans-
portation.

3. Free Public Transportation—This Is
an extreme form of subsidized fares, and at
least one author saw it as a way out of traftfic
lams.® Experience on free transit, however,
is vague in their effectiveness.

“A net benefit seems to have been
greduced by free transit in a 105-square
lock area in downtown Seattle. This
service, which has been carrving
12,000 daily riders, has reduced the
number of cars on the sireets by 7%
and is credited with Increasing retail
sales by an estimated $7 million over a
12 month period.”*®
On the other hand, the free-fare experi-
ment conducted in Rome lead Baum to con-
clude that:
“A transfer from ?rivate to public trans-
rt can be achieved more efficiently
y improvements in the ?uaﬁty of public
transport; the isolated introduction of
free transit seems unable to relieve
towns of traffic congestion.”®
As with most strategies to solve the
transit problems, the effectiveness of a free-
fare system could depend primarily on cer-
tain peculiar characteristics of an area. Ob-
viously, any one strategy, when implemented
in isolation, cannot be expected 10 solve the
whole urban transport crisis. But the fact
that free-fares policy has been successful in
some cases shows thai, given the right
conditions, it can be used effectively to
influence travel demand.

Supply Modification Techniques

A. Tratflc Management and Engineering
Systems—These are direct restraints, which
do not necessarily make the movement of
motor traffic sasier or faster. In fact, they
encourage just the opposite. In so doing,
they improve conditions for pedestrians,
cyclists, bus passengers, residents and
shoppers. They also tend to reduce noise,
poliution, and accidents.

%L, Leslie Waters, “Frea Transit: A Way Out of
Traffic Jams”, in George M. Smerk, ed., Readings
in Urban Transportation (Bloomington, Indiana:
indiana University Press, 1968).

%®American Transit Association, Passenger
Transport (August 1974),p. 4.

“Ohid., Baum
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1. Traffic Channelization—in conjunction
with partial or total road closures, this may
include route restrictions of certain vehicles
along certain times of the day, and
designating one-way systems, which can
make it difficult and tedious, without making
it impossible, 1o drive through residential
and other environmentally sensitive areas.
But while traffic channelization and one-
way streets improve things for pedestrians,
they encourage longer motor trips and
possibly make congestion worse. They
should therefore be implemented in con-
junction with other traffic limitation stra
tegies.

2. Urban Goods Movement Restrictions
—The restrictions on the movement of
freight and other urban goods delivery traffic
can significantly provide additional road-
way capacity which may be made available In
congested times and places. These restric-
tions may include, 1) time of day restrictions,
Le,, during rush hours, 2) reduction of total
number of delivery trucks nesded in the
urban area, and 3) parking and movement
restrictions. The effectiveness of this
scheme, however, will depend largely on the
volume of freight traffic. In cities where the
number or volume of urban freight delivery
trucks is numerous or significant, schemss
for removal, reduction or redirection of urban
goods traffic may play a very important role,

3. Creative Use of Planned Congestion—
This technigue recognizes the fact that
congestion does occur, and therefore, if it
cannot be avoided, it iz best to organize
traffic flow so that congestion is concen-
trated on roads that are not bus routes, or in
places where motorists ¢an be obliged to
gqueue where they only get in one another's
way. M

Planned congestion, such as the Bitterne
Tratfic Scheme in Southampton *2 looks at
bottlenecks not as problem areas, but as
control points. There may be difficulties in
enforcing this strategy, especially where
alternative routes are limited, and where

“Michae! J. Thomson, Modem Transport Econ-
omics {Penguin Books: England, 1974), p. 155.

*2pyrsiedon Road, Bitterne Road, Northern
A3024 Traftic Management of Bus Pricing Scheme,
i’é%ect Description, Southampton City Council,



overly excessive gueuing occurs, but con-
gestion, no doubt, can exercise an important
restraining influence on the volume of traffic.

4. Restrictions on Parking Space—Park-
ing controls may be broken down into two
types. 1) by pricing {as discussed safllen,
and 2} by restrictions on supply. Supply
restrictions may be done by placing Himits on
the supply of commercial and private parking
facilities, and by banning parking on various
public facilities, Thus, parking may be
prohibited along major arteries, or heavily
travelled routes; along an entire public
transit route, especially where road widths
are relatively narrow; or on-streetl parking
may be restricted only along bus stops, as is
the case in the City of Vancouver. Alter-
natively, time limits may be placed for park.
ing durations, which may discriminate
against commuters in favor of shoppers and
callers, but wili have the advantage of
accommodating a larger turn-over of cars,

Another technique is to simply put limils
on the number of commercial and private
parking allowable. In some cases, parking
may not be provided at all. In a siudy
conducied in Great Britain, 83 percent of
London motorists will theoretically take al-
ternative modes, Le., public transport, tax|,
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walk or ride the bicycle, if it wers impossible
to find a parking place in the town center.®
Setting new and lower limits to commercial
and private parking spaces may require
revisions of parking requirements In zoning
and subdivision regulations. If this is done
then revisions should be done on a metropo-
litan-wide basis; otherwise, the flow of traffic
that requires parking may only transfer from
one area {0 another, and only serve 1o shift
congestion.

B. Improvement of Transit Services—~Thess
sirategies are perhaps the most important,
aspecially when placed in the context of
developing countries, where the primary
mode of urban mobility Is through some
form of mass transit, and where the nesd for
improvements of existing services and
facilities Is required.

1. Use of High-Capacity Buses—The
ubiquitous “cocs-cola red” double-decker
buses of London are obviously not used
merely as a tourist atiraction, but to carry
more passengers, reduce the number of

431bid., Thomson, Some Characteristics.



public vehicles on the road, and encourage

overall traffic and economic efficiency. The

use of articulated buses in other parts of

Europe serves the same purposes.

The use of high capacity buses could carry
from 50 to 100 percent more ssated
pasengers than conventional transit vehi-
cles. With this added capacity, it seems like-
ly that the most effective use of these buses
would be on routes where headways are
short and crowding is severe. The loading
area can hold pasengers prior to payment
of fares, thus buses move away from curbs
more quickly. The increased driver producti-
vity can improve the economics of transit
operations by cutting the extra cosis asso-
ciated with serving heavy peak-hour
demands; and improved passenger comfort
and Increased vehicle rsliability are also
likely to be realized from the use of such
vehicles.#

However, high capacity buses may not be
able {0 operate on some streets, and in fact,
may be relegated only o service major
arteries, and perhaps, even only during peak
periods. But while not radically solving the
problem of transit supply, the use of high
capacity buses does offer some advantages,
and few, if any, serious drawbacks.

2. Bus Priorities and Exclusive Bus Lanes
~Other than rapid transit or subways, and
light rapid rail transit systems, a third
alternative to accommodate Inceasing
demand and dwindling supply is a rapid bus
system. In a survey of 21 low-cost
alternatives for improving urban movemsnts,
the application of bus ways, in all forms, was
found to be among the most promising of the
low-cost techniques involved.®

Bus ways have the following operational
characteristics:

1. Only buses, and in some special cases,
taxi, car-pools and emergency vehicles,
may use the facility when it is in opera-
tion. Prohibition against general use of
such lanes is strictly enforced;

2. Bus ways are primarily oriented towards
relief of congestion, exclusive bus lanes
are designed to effectively circumvent
congestion délays, and frequently these
facilities are in operation only during

“bid., Pratt, p. 44.
Bibid,
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peak hours. in some cases, twenty-four

hour operation reflects more extensive

round-the-clock congestion experienced
in that particular environment; and

3. The bus ways facility is usually designed
to provide the bus rider with a transporta-
tion advantage over commuting by auto-
mobile,

Bus ways can be implemented on all types
of existing roadways, or they may be a
separate, especially constructed and
dedicated roadway, adjacent to or in the
median of a freeway, as in the 11-mile Shirley
Highway express bus lanes in Washington,
D.C.* Powsr lines and abandoned railway
rights-of-way may also be paved and used as
bus ways. Additionally, in Interacting with
the traffic, bus lanes can operate “With
Flow” or with the normal flow of traffic, or
“contra-flow,” against the flow of traffic, Ina
separate lane. “Contra-flow” lanes sesm to
be more successful due to their “intrinsic
self enforcing nature which keeps the lane
exclusive and uncongested.”#”

The advantages of bus ways are nu-
merous. Peak hour passenger volumes as
high as 25,000 have been observed on a
limited access bus way lane, In contrast,
2,800 persons per hour is the normal maxi-
mum passenger volume expectsd on a mixed
traffic, limited access highway lane with few
or no buses.® Bus ways alsc have the
potential of saving substantial time during
peak periods. They are inexpensive, and if
existing roadways are utilized, they can be
made operable in a matter of weeks. Bus
ways can also be applied to almost any
existing street type, design, configuration,
and should have no problem in seeking the
approval, and sven patronage of motorists.

The use of exclusive bus ways, sither re-
served lanes or reserved streets, is spread-
ing. In Europe, reserved lanes and sireets
have been sxperimented and operated with
success in Dublin, Copenhagen, London,
Manchester, Paris, Amsterdam and others.*®

461.8. Department of Transportation, Preferen-
tial Treatment for High-Occupancy Vehicles (De-
partment of Transportation, 1974).

“TIpjd,, Pratt, p. 10.

Bpid.

“®Eyropean Confersnce of Ministers of Trans-

port, Promotion of Urban Public Transportation
(ECMET, 1873).



in the context of developing countries,
the application of bus ways may yet become
the answer to the dilemma between the
rising cost of rapid rail or light rail {ransit
systems, on one hand, and the worsening
urban transit crisis, on the other.

3. Rider Education and Information Sys-
tems—This strategy may sound obvious, but
rider education and information systems in
most developing countries are practically nil.
Such services could inglude information on
bus routes and schedules; pamphieis on
how to use the buses and other transit sys-
tems, as provided in most cities in Europe;
a regular publication on transit affairs, such
as the Buzzer of the British Columbia Hydro
Transit Company. These Information
services can make mass transit more
attractive and easler to use. Knowledge of
routes and schedules could make trips not
only more convenient, but could avoid the
unnecessary trips of passengers boarding
the wrong bus. In cities with heavy tourist
traffic, & muiti-lingual instruction on how 1o
use the transit sysiem can aiso increase
patronage, and a regular transit flyer will not
only keep passengers informed of the latest
policies and programs of the transit agency,
but could also be a form for passenger com-
plainis and suggestions, and a vehicle 1o
elicit public participation in transit planning.

4. Provigsion of Rider Conveniences——
Again, as with rider education and informa-
tion, rider conveniences can be a powerful
tool in attracting more patronage and for
keeping captive riders intact. In most devel-
oping couniries, such conveniences un-
fortunately, are the exception, making transit
trips 8o inconvenient and frustrating that
gven the poorest captive rider dreams of
buying and driving 8 motor car someday.

Rider conveniences could include properly
designated bus stops, preferably with In-
formation on routes and schedules; waiting
sheds sheltered against rain and wind, and
well-illuminated at night; and such minor im-
provements as signal bells for stopping,
esasy steps for boarding and alighting,
designation of entrance and exit for vehicies,
courteous drivers and conductors, clean
buses, padded seats, and many others.

Though undoubtedly very minor, these
improvements could go a long way in making
transit trips more pleasant, convenient, and
attractive.
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C. Provision of Cycle Paths and Pedestrian
Faciiities—Cycling and walking are probably
the two most naglected (or taken for grantsd)
options for urban mobiiity. Current trends,
howsever, indicate that, largely due to the
rising cost of motor fuel and the rising popu-
larity of active recreation and exercigs,
cycling and walking are staging a come-back.

1. Cycle Paths—In an article in Scientific
American, the superior technology of the
bicycle Is described as follows:

“The bicycle has evolved so that it is the
optimum design srgonomically. it uses
the right muscles (those of the thighs,
the most powerful In the body), in the
ri?ht motion (& smooth rotary action
of the feet), at the right speed Ssixty to
eighty revolutions per minute). Such
a design must transmit power efficlent-
ly {by means of bail bearings and the
bush-rollers chain); it must minimize
rolling resistance (by means of the
pneumatic tyre), and it must be the
minimum weight In order 1o reduce the
effort of pedalling uphil].”%
indeed, the bicycle I8 not only technolo-
gically superior, it is also the most energy
efficient. Compared with other modss of
transport, the bicycle could theoretically
carry 100 passenger-miles/U.S. galion, while
most cars with two occupants could only
make 35 passenger-miles/iU.S. gallon, and a
helicopter, the most energy inefficient, 7.5
passenger-mile/l).S. gallon.®
The advantages of the bicycle over all
mechanized form of transport cannot be un-
derestimated. It is cheap for the individual
user, easy to use for groups such as school
children, young people and those of low
income, and quicker. and more convenient
than other modes for many short-distance
urban trips. And “since the bicycle makes
little demand on materials or energy resour-
ces, contributss little or no pollution, makes
a positive contribution 1o health, and causes
little death and injury, it can be regarded as
the most bensvolent of machines,” _
The provision of facilities for bigcycles
does not require expensive infrastructure;

505,58, Wilson, “Blcycls Technology”, Scientitic
American 228 (March 1873), p. 82-83.

S'Terence Bendixson, lnstead of Cars (Temple-
smith: London, 1834), p. 34.

521hid., Wiison, p. 84.
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they can be provided incrementally, but
quickly. All it requires is the construction of
bieycle lanes, the designation of bicycle
paths, with proper signs, the provision of
bicycle ramps at street curbs, and bicycle
racks.

The popularity of the use of bicycles, and
the provision of bicycle paths is spreading in
most U.S. and Europsan cities, as well ag in
Asia. Of course, cycling is the mode of trans-
portation in Communist China.

2. Pedsstrian Malls—"Streets are for
People” could very well be the motto for the
70’s. Cities have not only experimented in
closing, even on a part-time basis, major
streets from motor traffic—such as the
Ginza In Tokyo, the famous plazas in Rome
and Fifth and Madison Avenues in New York
—but have actually permanently “pedes-
trianized” roads.5®

This “pedestrianization” can take various
forms:

1. 8hopping arcades for the sxclusive use
of shoppers and pedestrians are alrsady
common. They may be covered, exemplified
in early designs by a famous shopping cen-
ter in Milan, or open, as multi-level
pedestrian streets, such as Schulstrasse in
Stuttgart and the new Robson Squars in
Vancouver,

2. Streets closed to motor traftic,
redesigned, repaved, and landscaped for
exclusive use of pedestrians and cyclists,
such as Bar Street in Southampton, the
famous Plazza Navona in Rome, Albion
Street in Lesds, and Sparks Strest in Ottawa,
to mention a few.

3. Streets that are redesigned and land-
scaped by widening the sidewalks and
narrowing the street pavement for exclusive
use of buses and trams, and taxi, such as
Granville Mall in Vancouver, and Nicollst
Mall in Minneapolis in U.S.A.

The “pedestrianization” of streets may
be created to serve a variety of complemen-
tary objectives. it can serve 1o alleviate
congestion, facilitate access for shoppers,
reduce alr-pollution and noise, and to
enhance the attractivensss of historic build-
ings and streets. The reaction of pedestrians
ang motorist alike has been encouraging, as

%0rganization for Economic Coo) ration and
Development, Strests for People {(OECD, 1974).
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shown in at least one survey conducted in
London® where an ovewhelming majority
of those interviewed favored that pedestrian-
ization scheme.

Such reactions, no doubt, are typical to
the increasing number of “pedestrianized”
streets all over the world’s cities. This,
together with cycle paths, should enable
“leg power” to play a more important role in
improving urban mobllity.

D. Encouragement of Para-Transit—Ano-
ther neglected option In urban mobility is
para-transit. This form of transportation has
been defined as “those forms of intra-urban
passenger transportation which are available
to the public, are distinct from conventional
transit (scheduled bus and rail), and can
operate over the highway and strest
system.’®

Indeed, urban transporiation may be
viewed as a continuum that ranges from the
private car, to the conventional transit
services, Para-transit modes occupy the
middle range, and are composed of: 1) hire-
and-gdrive services, such as the dally and
short-term rental cars, 2) hall or phone
services, such as the taxi, dial-a-wride, and
jitney services; and 3) pre-arranged ride
sharing services, such as car pools and the
subscription bus.

The potential of these modes lies primarlly
in their shared-ride characteristics, and
thus, of increasing vehicle occupancy and
consequently, of reducing the vehicles on
the road. In the U.S,, a study showed that
“there could be a 25 percent reduction in the
number of cars used for the work trip if
averags load factors were increased from 1.5
to 2"

1. Hirg-and-Drive Services—The use of
rental cars, especially in the US. is quite
popular for business and recreation trips. A
variety of special services are currently
being offered by the daily rental car
companies; clubs for special services, such
as the Hertz Number One Club; daily, weekly

S41pid., p. 102.

Sponald F. Kirby, et. al., Para-Transit:
Neglected Options for Urban Mobility, (The Ur-
ban Institute: Washington, D.C. 1974)p. 8.

ibid, U.S. DOT, 1974 Nati
Repor s vis ational Transport
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The Jeepney, ubiquitous on Manlla’s streets, s a unique Filipino creation.

and monthly rates; check-out and check-in at
different locations; different vehicle sizes
and types, and 80 on. The behavior of the
dally rental car and the private automobile,
however, Is essentlally the same, and there.

fore, prospects for improving urban mobility
by reducing traffic is minimal, If not, nil.

There seems to be “little potential for
increased vehicle occupancy since rental
cars are currently used by businessmen and
tourisis with diverse travel patierns.®

2. Shared-Ride Taxizs—The taxl is pro-
bably the most familiar form of para-dransit
mode. Taxi-cabs serve professional and
managerial workers, area residents and non-
residents of all income ranges, and in partic-
ular, the sconomically inactive (housewives,
students, and the unemployed, retired or in-
capaciiated) who have no private automobile
alternative, The biggest potential of taxicabs
in terms of reducing urban traffic and Im-
proving mobility, is in sharing passenger

rides, Le., additional riders may be taken on

after the original hiring by the first party.
In most major cities, howsver, shared-ride
services are s;zeciﬁcaziy prohibited by !osa%
ordinanceﬁs

5ibid., p. 25.
58ibi., Kirby, p. 57.
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However, a new fare structure couild be
designed which would distinguish between
direct route taxi service and the shared-ride
service, and encourage sharing, This will
have the effect of not only possibly lowering
taxi fares, but also of increasing taxi
capacity and availabliity, without necessarily
adding more taxicabs on the roads. -

Shared-ride taxi may take the form of a
jitney service, in which case they may be
halled in the streets, with signboards infor:
ming potential ride-sharers of the. general
direction of route the taxi is going {mainly -
determined by the first or initial passenger);
or may be “hailled” by phone, (dial-a-cab?),
in which case it becomes a variation of dial-
aride- services, Examples of shared-ride
taxis that can be hailed in the sireets may .
be found in Teheran, while those that are.
called by phone may be found in Davenport
in lowa and Hicksville in New York, which -
“seam 10 demonsirate the versatility of
demand-responsive transporiation systems
and the ability of these systems to adapt to
different economic, social, cultural and
political environments.”®

”Kannetn W, !-teathmgmn, et.al., Shared-Ride -
Taxi S&s:ems An Analysis in Summa {(DOT,
Urban ass Transportation Admi nistratien, 19?3;
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3. Dial-a-Ride Services-—-This transport
mode is a shared-ride vehicle which provides
door-to-door service on demand to a number
of travelers with different origins and des-
tinations, and is “hailed” by telephone. Dial-
a-ride services have been experimented in
Haddonfisid, New Jerssey; Davenport, lows;
and in Batavia, New York, in the US.A,; In
Regina, Saskatchewan, in Canada; and in
Emmen, Netherlands, among others,
Expsrience with ihis mods has been limited
and mixed, and serious doubts have been
raised as to their financial viability.®® Never-
theless, this mode might work best in
providing shared-ride service to special
groups such as the elderly, the handicapped,
and other similar minority groups.

4, Jitney Services-—Jitneys are usually
large automobiles or small vans, and service
is limited to relatively fixed routes {with
cccasional varlations). They are not formally
schaduled, and they are hailed on the streets
by potential passengers. in the U.B., the
jitneys were regulated out of existence by as
sarly as the 1920's.5' At present, only two
U.8. citles—Atlantic City and San Francisco
~gontinue to maintain jitiney operations of a
significant size on a fully legal basis,
aithough a number of amaller jitney services
operate illegally sisewhere.

While unpopular In the U.S., jitneys
fiourish in other cities, particularly in Latin
America, the Middie East and Asian clties.
Examples are the carros por puestos in
Caracas, Venezuela; peseros in Mexico Clty;
dolmus in Istanbul, Turkey; and the jespney
of Manlla. The advantages of jitneys, other
than their sharsd-ride characteristic, are,
they are compistely demand-responsive;
have guaranteed seats; and tend to have
shorter headways.

The popularity of jitney services in the
developing countries may imply that this
form of para-transit service is more attuned
to the socio-economic characteristics of
these cities, and should therefore not be
overjooked when planning for improve-
ments in their mass transit systems.

%p.M. Medviile, Diala-Ride Demonstration in
Haddontield: Planning and initial Operation (High-
way Mesearch Board, 1973).

SIR.N. Farmer, “Whatever Hapggad to the
Jitney?" Traffic Quarterly 19 {Aprit 1

*

5. Pre-Arranged Ride-Sharing Services—
This is a form of service in which a number
of travelers make an agrsement to travel
together on a regular basis. The two most
common forms are car-pooling and the
subscription bus, Others include company-
sponsored van pools, company-operated bus
services, privately owned and operated bus
services, services provided by neighborhood
cooperatives, and specialized school bus
services with part-time or volunteer drivers.

The relative success of pre-arranged ride-
sharing services® would suggest that the
true potential of this form of para-transit is
yet 10 be realized. What is nesded Is 2 more
effective marketing system of matching
riders through match-boards computer
matching, and information on the avallability
of aiternative car pools; and disseminating a
wide range of incentives such as low-cost
ciose-in parking, tollfree rides, priority
access {0 expressways, use of exclusive
lanss, stc.

E. Changes in Government Regulations—
All transport services are subject 10 govern.
ment reguiations, but when such regulations
have become static and obsolete, their
review and possible revision {if not abolition)
must becoms a pre-requisite to any program
for Improvement of urban mobllity.
Regulations that need some review Include
taxi regulations, vehicle road-worthiness
regulations, and the licensing of drivers.

1. Taxl Regulations Studies-Studies
seem to indicate that the limitations or res-
trictions of the number of taxicabs and entry
controls are antiquated, and should there-
fore be relaxed, i not totally abolished. Other
than the relaxation of eniry and number
controls, a new fare structure may aiso be
designed which will reflect variations in the
costs of taxicab operation between peak
and off-peak hours. At the same time, taxi-
cabs may alsc be allowed to display destina-
tion signs to facilitate ride-sharing.

2. Vehicle Regulations—To the extent
that the purpose of limiting traffic also
means [imiting noise, pollution, and danger

82 W. Pratsch, Carpoo! and Buspool Maiching
Sgéd%%.)s. DOT, Fade;a} Highway Administra-



caused by traffic, this can be partly achleved
by the prohibition in urban areas, at least, of
vehicies that fail to meet rigorous environ-
menial standards. This should help make
urban strests and corridors cleaner, quister,
and safer--characteristics which could
make for a more attractive and pleasant
snviropment for the pedestrians, the bus
passengers, and the motorists, Undoubtedly,
pleasant surroundings can contribute, sven
if only Indirectly, to ease traffic flow, by
avoiding potentlal hostilities, distrust and
dislike, espscially bstween the pedestrians
and bus riders, and the motorists.

3. Driver Licensing—Again, to the extent
that traffic limitation also means making
sirsets safe and allowing a continuous How
of traffic, motorists who are not qualified to
drive must be prohibited from driving. Two
groups can be identifisd: 1) those who are
too young, too old, handicapped or other-
wise physically unfit {0 drive; and 2) those
who lack sufficient abllity to drive, and lack
the knowledge of elemantary road signs and
symbeols and road courtesy.

What this simply means is that govern-
ment agencies involved should strictly en-
force regulations regarding the granting of
driver's licenses. This may not be a problem
in most developed countries where proper
licensing is strictly followed, but in the
doveloping countries, where it I8 customary
10 “buy” driver's licenses, thers are far too
many “drivers” on the road who sither are
not totaily proficient in driving or otherwise,
are not suftlclently tamiliar with road signs,
symbois and courtesies, and conseguently,
disregard even the most elementary forms of
safe and courteous driving. Such “drivers”
do not only add to the frustrations of pades.
{rians, bus riders and motorists, but aiso
definitely contribute o traffic congestion,
delays, and accldents,

These are the varlous urban {ransportation
strategies that may be implemanted in order
1o Improve urban mobility. The innovative
strategies have all been studied, most have
been experimented or tested, and some have
actually been applied. Other strategies are
not really new, or innovative——they simply
need to be enforced and strengthensd.

Soms of these strategies are aimed at the
motorists, others at pedestrians and cyclists,
and still others, at transit riders. Other stra.
tegies are directed towards traffic engineers

21

PHILIPPINE PLANNING JOURNAL

and planners, as well as policy-makers.
Some tschniques are meant to hinder and
prohibit, others merely to discourage or
dissuade, while others are intended to
sncourane and persuade,

The common goal of all these strategies Is
to improve urban mobility, so that more peo-
ple and more goods (not necessarily more
vehiclas) can movs or travel into, within, and
out of the city or metropolis, with relatively
faster speed, more convenlence, greater
safety, and lesser costs.

All the technigues discussed above are
action-oriented, many do not require exten-
sive capitalization, and all can be implemen-
ted within a short period of time, it should be
noted, however, that the crisls in urban trans-
portation is a complex ons, and no strategy
or technique, when implemented alone, can
be sxpeciad to solve the problems. A care-
ful combination of strategies Is required.

What combinations, and what adapiations
are required to make these strategies
sultable and practicabls in Metro Manila will
be discussed In the last ssction of this

paper.

Low-Cost Options to Improve Transport in
Matro-Manila

A cursory look at avallable data on Matro-
Manlla’s traffic and transit conditions will
show that almost all of the dw-cost options
describsd above can be applied. While some
of these strategies have failed in some citles,
they succeeded in others. Given the soclo-
sconomic, physical and political conditions
in Metro-Manila, they might work hers as
well., The reverse could also be true. The
point is that they are worth re-considering,
testing and applyng. The following could
form a program to improve Metro-Manila’s
urban transportation through low-cost
options:

1. Road Closurss and Restricliong—
This can be applisd in any city, especially
in areas whsre the main road pattern is grid-
iron, as in Metro-Manila’s urbanized areas.
iri the middle and low income residential
areas, where car ownership 18 low, roads may
be closed 1o create a cul-de-sac effect, and
may be opened only to emergency vehicles
such as fire trucks and ambulances, This
measure will not only serve to re-channel
through traffic, but also discourage through
traffic altogether. it also provides much
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needed space for the pedestrians to walk,
and for the children to piay. In these aresas,
the majority of travelers walk and the
majority of residenis are children. The
closing of such minor roads for their use,
seems only appropriate.

In historic and shopping areas, they may
be completely cordoned off from motorized
traffic, aliowing only delivery trucks or they
may be partially closed during rush hours
and other times of the day.

2. Road Pricing—Though the use of
vehicle metering may not be advisable for
developing countries at present due to their
technical difficuities and cost considera-
tions {they are no longer used anywhere
else, except for limited experiments), various
road pricing techniques can now be imple-
mented. Differential peak/off-peak pricing,
{if the problem of determining how much and
where can be hurdled) can easily be imple-
mented in Mstro-Manila since most public
transit vehicles have conduciors or
conductresses o coliect and inspectors to
inspect fares.

Toll booths may not be practical, as most
roads are narrow, but the use of daily
license, as shown by the experiment in
Singapore, is worth considering. Higher
parking charges is also worth considering
although this might not be as effective as
daily licenses, since there are a number of
through-trips as well as chauffered trips.

3. Incentives—Staggering of work hours
will definitely help in spreading peak hour
loads, and since school tirips add
considerably to peak loads, school hours
should also be staggered, in consonance
with work hours. All staggering of work
hours should be done metropolitan-wide,
and government-wide, to be effective. And
considering the high levels of congestion,
hours might best be staggered at two-hour
intervals,

Subsidized and 1{1ree fares, as
experimented elsswhere, might not be
advisable for Metro-Manila, Subsidies, if
funds are available, might best be used 1o
improve the guality of service, rather than to
lower fares. Additionally, “other pressing
calls on public finance and the very high cost
of even a small subsidy per passenger, most
of whom are not from the poorest groups,
argue against subsidy”® in the developing
countries.

4. Traftic Engineering and Management—
Metro-Manila has been seriously consider-
ing high-cost options such as subways,
glevated highways, monorails and more
recently, a light rail transit system, without
seriously improving tratfic engineering and
management techniques. This may be due
to the fact that different agencies, with
different funding sources, almost indepen-
dently of each other, control, and are res-
ponsibie for different areas of urban trans-
portation. Yet, simple devices such as instal-
ling more and better signs and signals, chan-
nelization of traffic routs, designation of
ong-way streets, prohibition of parking by
vehicle type, area andlor time of day, res-
triction of urban goods movement during
peak hours, and others, have significant
potentials which are yet untapped. Most of
these traffic engineering technigues are
already being used, but they are yet to be
fully utilized, and integrated with other stra-
tegies.

The high cost of fusl may have checked
the use of cars for unnecessary trips while
the imposition of vehicle registration fees
and high import taxes of vehicles may have
served to lower the rate of car ownership.
These fees should continue to be enforced,
sven raised further to control and restrain
future car ownership and use. Rationing of
juel, for exampls, could encourage motorists
to plan their trips mors wissly.

5. Bus Priority Schemes—As shown by
most experiments, this strategy promises
the best potential. “Contra-flow” bus lanes
could be designated along major arteries;
and in arsas with narrow streets, the entire
strest should be reserved for the exclusive
use of buses and other mass transit
services. In this case, the pavement might be
limited to two lanes, for two-way bus traffic;
and the sidewalks should be widened, 30 the
entire strest could service the greatest
number of pedestrians, cyclists, shoppers
and other mass transit riders.

The use of high-capacity buses Is also
appropriate in Metro-Manila’s traffic and
transit conditions, because headways tend
to be short, especially.during the rush hours,

Sworld Bank, Sector Policy Papers, Urban
Transport (World Bank 1875}, p. 10.
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and crowding of people is severe, through-
out most of the day.

8. Rider Conveniences and information
Services—These are absolutely nscessary,
not only to make transit rides more pleasant
and comiortable, but also to encourage cap-
tive riders and potential motorists to con-
tinue taking the transit services, rather than
walk, or sacrifice earnings to buy a car,
These improvements might even persuade
some molorists {0 shift to mass transit. At
the same time, since the improvement of
transit services might entail soms fare
increases (though this must be avolded, if
possible), public opposition can be mini-
mized by matching these increases with im-
provements in services,

7. Cyclists and Pedestrians—In Metro
Manila, the majority of the people do not and
will continue not to own cars In the future.
The only other alternative, therefore, is o
walk or use the bicycie. Surprisingly, how-
aver, there are no cycle paths anywhere, even
in the public parks; and some sidewalks,
gspecially those in major arteries, have been
demolished to widen the roads.
Undoubtediy, there are plans to rebuild the
sidewalks in the future, when the space
becomes avallable, but this clearly shows
the wanton disregard of pedestrians, in favor
of motorists. Metro-Manila should embark on
& program 1o “pedesirianize” some sirgsts;
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widen sidewalks, rather than roads; and
designate and construct cycle paths, it is
time that non-motorized traffic get its share
of better urban mobility.

8. Para-transit—Surprigingly, there have
hesn {and stil} are) some plans to remove the
jeepneys of Manila, on grounds that they
ococupy more space per passenger than
buses. Nothing, howsver, Is said about
private cars, which obviously occupy more
space per passenger than jeepneys. Neither
is there anything said of the fact that, as the
modal spilt shows (see Table 1), 46.1 percent
of person {rips in 1974 were made by
ieepneys. Clearly, the jeepneys should not
be removed. What is needed is the proper
assignment of roles for jeepneys and buses.
For example, the buses, with bigger
capacities, may be used for long-hayl trips,
with fewer stops; and the jeepneys may be
assigned to short-haul trips,

Taxi regulations and operations are car
bon-copies of their Western counterparis.
Thers are restrictions as 1o entry and num-
bers and to shared rides., However, the
potentials of shared-ride taxi in Metro Manlia
should not be underestimated. in 1970, there
were 7,000 taxicabs, or almost one-half the
number of jeepneys, which was around
17,000. Considering that jeepneys carry the
bulic of person trips, the tax), if allowed to-be
shared and 1o accommodate more
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passengers, could achieve significant re-
. sulis, ¥ tax! capacity is doubled, through
ride-sharing, from 5.4 percent of person trips
in 1974 {see Table 1), to 10.B percent {axis
have the potential of carrying almost two-
thirds of what buses carry, at 16.4 percent of
person irips.

Encouraging pre-arranged ride-sharing
services, such as company and school
buses, will greatly improve urban transporta-
tion. At present, some very large firms in the
suburbs operate company buses for com-
muting employees. Given more incentives,
this practice should cover all large firms;
even the amaller ones can form coopera-
tives. Traditionally, sexclusive schools
operate their own school buses. it is only a
matter of transfering this practice to the
public schools, where it Is more needed.
With certain adjustments in time schedules,
company buses can also serve the schools,
and vice-versa. Adjustments in routes may
service both employees and students at the
same time.

Rental cars, while probably increasing due
to a rise in tourist traffic, will not have a very
significant impact at present, since they are
used primarily as private cars; dial-a-ride
services are too expensive to be worth con-

sidering at this time.

9. Changes in Government Regulations—
As earlier stated, relaxing taxl regulations
can only result in expanding taxi services,
making the taxi more available, with shared-
ride option, and fares cheaper for the
passengers, while at the same time, sarning
more revenue for the driver and opsrator.

Vehicles need 10 be regulated more
closely, with regard to proper maintenance,
and pollution emissions. Additionally,
drivers’ licenses must not be granted indis-
criminately, to ensure that only qualifieo
drivers are allowed behind wheels. This may
require asking all holders of drivers
licenses, who must renew them annually
on their birthdates, to take mandatory writ-
ten exams, and even practical exams, where
necessary.

These low-cost options of improving urban
mobllity ssem only appropriate, especially
when placed In the economic context of
Mstro-Manila. Serfous consideration and
application should therefore become a pre-
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requisite or a pre-condition to any decis
to opt for ths high-cost options of aithar
subways or light rail {ransit systems.

Two other recommendations need to be
mentioned: 1} coordination and integration
of mass iransit management, and 2)
reorganization of land uses, and integration
with transportation plans.

The coordination and integration of the
public and private agencies that are current-
ly involved in the planning, funding and im-
plementation of mass transit projects, can-
not be overlooked. These strategies, or any
strategy for that matier, can only succeed,
and be effective, If the entire urban mass
transportation system is viewed as an
integrated whole, and managed as such. The
creation of ancther ad hoec committee to
overses such an integration is hardiv the
answer; what Is needed is a permanent body,
such as a Metro-Manila Transit Authority.
Such a body should have the responsibility
of formulating policies that will guide and
bring into sharper focus, all programs and
projects of both private agencias that direct-
ly bear on public transportation. At the same
time, such an agency must redirect present
policies to focus more on the sfficient move-
ment of mors people and goods, rather than
merely on the movement of more vehicles.

While all of the above strategies are short-
range ({though they nesd to be implemented
and monitored on a continuous basis}, the
long-range strategles cannot be overiooked
or even postponed. One such sirategy is the
reorganization of existing and contflicting
land uses, and the Integration of land use
and transporiation plans. The transfer of
large universities out of the central business
district and the core ares, Is one such move.
The encouragement of mixed land uses, and
the iocation of residences closer to places of
work or vice-versa, is another. Land uses
determine the level of transportation system
and transportation determines land uses.
Both must be considered and consciously
planned together, and simultansously,
through time. In Metrg-Manila, this requires
greater coordination and integration, or a
merger, of certain functions of the Ministry
of Public Works, Transportation and Com-
munications, and the Ministry of Human
Settiements.
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introduction

The bus and jespney system is the prin-
cipal mode of transport in Mstro Manila.
According to MMETROPLAN the system
caters to more than one-half of all trips in the
area. The bus and the jeepney both operate
on a fixed route, usually with designated
stops along busy sections. Together, theéy
offer the travelling public a variety of
services and a wide range of vehicle sizes,
from a seating capacity of 8 up to 75. Statis-
tics compiled by the Commitiee on Bus
Reorgnization (COBRE) indicate that as of
March 1979, there were about 2500 buses
operating and between 22,000 to 27,000 au-
thorized jeepneys in Metro Manila,

The industry is beset by many problems,
perhaps the most serious of which is the
financial situation of the bus operators.
This paper analyzes some of these problems
and presents ways of solving them.

Criteria for the Provision of Public Transport
Service

The provision of public transport service
in the Philippines comss largely from the
private sector. It is therefore not surprising
that commercial viability is still the main
guiding principle in route applications. One
applies 10 operate a route because he ex-

Metre Manila Transport, Land Use and De-
velopment Planning Project (1877), Final Report,
Vol. 1,2and 3.

pects profit from it. The fact that the service
satisfies a particular demand may be thought
of as a secondary objective.

On the surface, the criterion appears to
mest the social objective of public trans-
port operation as profitability is clearly an
indication of the presence of demand on the
route. Mowever, it fails to reflect under pro-
vision or indeed lack of service for some
members of the community. In fact, it is
advantageous for the operators to keep the
supply of services low in order to maintain
a high load factor even during off-peak
periods. Operators tend also to avoid low
density areas and areas generating low
public transport demand.

It is clear that commercial viability should
not be the sole criterion In the provision of
public transport service. The demands of
passengers for maximum convenisnce, com-
fort, reliability, frequency and low fares
should also be taken into consideration.
It Is then the role of the government to strike
a balance bstween the two to ensure that re-
sources are efficiently and effectively man-
aged. The ultimate criterion is to have a
service that provides social benefits greater
than total costs. Social benefits are usuajly
measured in terms of savings in walking
times, waiting times and in-vehicle times
while total costs refer to the investment
necessary to effect service improvements.

Status of the Bus and Jeepney Operation

The bus and jeepnsy system had been
examined by MMETROPLAN. Their conclu-



PHILIPPINE PLANNING JOURNAL

sion was that the system was osrering a
service which was generally good relative to
the fares being charged. The route coveragse
was comprehensive and left few areas witha
distance of more than 400 meters from a bus
or jespney route. Waiting times, which are
functions of service frequency and reliability
and bus loading were not generally long.
Although operating speeds were not high,
refiecting the traffic conditions in the ares,
they were not very low either. In fact, there
were not many parts of the rcad network
where speeds fell below 15 kph. MMETRO-
PLAN found that there was no significant
difference between the speeds of buses and
thoss of jespneys.

On commercial viability, the findings of
the Board of Transporiation (BOT) were that
the bus industry was in a sorry financial
state.? Acocording to the BOT, 70 percent of
the present bus fleet were more than five
years old and only two percent wers new
units. Morsover, present operators were
reluctant to make new investments, claiming
no incentives in an industry where they were
losing or getting a iow rate of return. The
operators claimed losses in 1877 and estima-
ted even more losses for 1878,

While bus operation seems unprofitable
{as claimed by the bus companies) this does
not appear to be the case with respect to the
ieepney operation. A proof of this is the
recent action of a group of jeepney drivers
{members of the Pasang Masda Nationwide
Drivers Organization) seeking from the
Supreme Court the suspension of the im-
plementation of higher fares for jeepneys, as
contained in the BOT's order of 22 March
1879.

The better financial position of the jeep-
ney compared with the bus has been attri-
buted by MMETROPLAN 1o, among others,
the differences in trip lengths of passengers
carried while operating under the sams fare
structure. The average trip lengths on the
jeepneys and on the buses have been esti-
mated at 3.8 km. and 7 km.,, respectively. This
means that, with a fare structurg of P0.45
for the first 5 km. and P0.0B5 per km. there-
after, the average revenue per passenger-
km. on the jespney is 34 per cent higher than

’Board of Transportation (1979), Order, 22
March.
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that on the bus. Although the operating cost
per passenger-km. of the jeepney is aiso
higher than that of the bus, the difference
is small as per findings of MMETROPLAN,
so on the whole the jeepney doss enjoy
some financial advantage over the bus within
the existing fare structure.

The ciaims of losses of bus companies
have been disputed by the Commission on
Audit (COA) which presented thsir own
findings showing that these companies
earnad an average profit of 29 per cent in
1977. COA’'s findings, in turn, were ques-
tioned on the grounds of being “hypothe-
tical estimates based on questionabls meth-
ods and hit-and-miss assumptions.” The
BOT decided the issue by approving new
fare rates in March 1979 which repressnied
an increase of approximately 40 per cent
for buses and jeepneys. .

It is difficult to carry out independent
checks on ths financial position of operators
in the absence of additional statistics such
as vehicle-kilometrage operated and num-
ber of passengers carried. Some deductions
may however, be possible using MMETRO-
PLAN's 1976 estimates of bus operating
costs and the fare structure prevailing at the
time. MMETROPLAN put bus operating cost
at #2.12 per km. including depreciation and
interest, assuming a bus opserating speed
of 15 kph. Relating this cost to the fare rate
of about P0.065 per km., one obtained an
average loading per bus of 33. Considering
the widespread claim of a shoriage in public
transport services, it would be difficuit to
believe that the average bus loading at the
fime was only 33 passengers. A higher bus
loading would indicate of course, a
profitable operation. Though simplified, the
procedure provides a guick means of check-
ing the commercial viability of operating a
route. Decision-making hinges on the
acceptabllity of the vaiue of operating cost,
which could be agreed upon with the opsra-
tors, and the bus loading which could be
periodically measured.

Various ways of improving profitability
while maintaining an acceptable level of
service are presented below.

Measures to Increase Profitability

Fares.—in the face of increasing opera-
ting cost, the natural tendency of operators
is to increase fares. This certainly has been



the case during the past two years when bus
and jespney fares have gone up in 1878 and
1979 by approximately 25 per cent and 80
percent respectively. (These percentages
have been calculated based on MMETRO-
PLAN’s estimates of an average passenger
{rip length of 7 km. for buses and 3.8 km. for
jespneays).

Obviously, revenue has to rise to mest
increased operating costs but this should
not be attained, whenever possible, by in-
creasing fares. Adoption of this policy will
cause real hardship to the poor. In fact,
MMETROPLAN concluded that many poor
psople in Manila could not atford {0 ride on
public transport and this conclusion was
even made prior to the fare increases in April
1877 and March 1979,

Increasing fares should be considered as
the last resort in maintaining a profitable
public transport operation. Operators should
first try other measures such as improved
operational sfficiency and network improve-
ment. Some of these measures are dis-
cussed in the succeeding sections.

Routing and Service Frequency. Many of
Msiro Manila’'s routes may be already
considered obsolete. New routes had been
merely added 1o the old ones with minimum
or no adjustments, Operators should con-
tinually examine their networks and make
changes in route configuration andior
service freguency in order to adopt them to
the changing trave] patierns. The objective
here is to increase revenue through higher
patronage andlor to reduce cost through
route rationalization.

Ditferent Service Standards. Operators
should look for diversity in services olfered.
The example set by Metro Manila Transit
Corporation (MMTC) may be emulated, where
in addition to the ordinary service at least
two other types are presenily being opsra-
ted, namely, the “No Standing” bus and the
“Love” bus. The “No Standing” bus has the
same body design as the ordinary bus but,
as the name implies, aliows no standing
passengers. It is iwo-man operated and
charges a flat fare of 1.50. The “love” bus is
air-conditioned and aiso accommodates
seating passengers only. 1t Is one-man
operated and charges a flat fare of P2.50,
The advantage of this scheme is that opera-
tors are able to charge higher fares corres-
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ponding to higher levels of service, and as
per MMTC’s experience there is a considera-
bie demand for these types of service. Con-
sequently, revenus Is improved without
necessarily ralsing fares on ordinary buses
which the majority of the traveling public rely
upon,

Introduction of Double-Deck Buses. The
double-deck bus is believed {o be the most
promising of higher capacity vehicies for
possible introduction on Metro Manila’s
roads. Although dismissed by one operator
as being “too British,” it offers several
advantages both to the operators and 1o the
rest of the community.

The major advantage is its higher carry-
ing capacity which gives the operator a lower
operating cost per passenger-kilometer than
the ordinary bus. It is particularly adapted
1o varying levels of demand, say between the
peak and the off-peak periods. Units need
not be kept idle during periods of low
demand since its lowsr operating cost per
seat-kilometer allows it 10 maintain a viable
operation with lower load factor.

The double-decker” also provides benefit
to non-bus users in the form of less conges-
tion as it is more sconomical in the use of
road space than the ordinary bus.

Roie of Government

As previously pointed out, the provision
of public transport service cannot be left
solely to market forces, for thers are also
other objectives. The government must
ensure that all members of the community
have reasonable opportunities for mobility
and at the same time prevent the extravagant
use of scarce resources, notably energy.

Two arpas which the government should
be concerned with are presented in this
paper. For other aspects of transport
regulation, the readers are referred to a
study® made by the Transport Policy Formu-

*A master's degree student of the Institute of
Environmental Planning, University of the Philip-
?ines, is presently undertaking a thesis on the
easibility of introducing double-deck buses in
Metro Manila. The resulls of this study should be
of interest to the operators and government alike.

3inter-Agency Technical Committee on Trans-
port Planning {1978}, A Study on Transport Re-
gulation.
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lation Study Teamof the inter-Agency Tech-
nical Committes on Transport Planning and
the work of the Commitiee on Bus Raorgani-
zation,

Optimum Network Dstermination. This is
one arsa In which the government should
take an active rols. The output should in-
clude route configuration, size of vehicle
that should be operated per route and
service freguency. The Public Transit im-
provement Project, which is bsing carrled
out at present under the ausplces. of the
COBRE, Is concerned mainly with bus
natwork development. it ought to be ex-
tended to cover all forms of public transport
so that the uncoordinated use of different

types of vehicies which charactsrizes opera-

tion in Meatro Manlia may be minimized,if not
eliminated. At present, It is falrly common to
observe jeepneys, mini buses and buses
operating on the same routa. On some
routes, lower-capacity vehicles predominate
although these routes may be better served
by highercapacity vehicles.

The proposed scheme involves the
coordinated - allocation of varlous public
transport vehicles between different routes.
As In the hierarchlcal classitication of roads,
public transport routes lkewlse may bs
classifled into: (1) bus routes; (2) minibus
routes; (3) jespney routes and even (4) tricy-
cle routss. Overlaps sannot be avolded but
care should be exercised to ensure that ihey
are minimized.

The above prtnciple has In fact been
applled by COBRE io the route along
Epifanlo de los Santos: Avenue, whereby
minibuses plying the route will be gradually
alocated and replaced by standard large
buses. As reported by the technical secrs-
tariat to the committes, substantial com-
munily savings will be obitained from such a
scheme.?

Once routes have baen identiﬁed %hey will
then be allocated among the operators
concerned and franchises lssued. The

-network should be sxamined regularly to

ponsider new davalopmenta such as changes

“Committee on Bus Reorganization &1 878),
OPLAN: EDSA Mlnibusas, A plan presented to ané
approved by the Committes on 20 April. ,
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in travel patterns and introduction of new
modes of transport. .

Public Transport Priprity. The above pro.
posal may help o Improve the financial sit-
uation of operators while providing an
acceptable level of sarvice. Other schemes
are also avallable besides simply acceding
{o fare Increases or granting of financial
assistance. One such measure is pubtic
transport priority.

This category includes measurss such as
“bus and jsepnsy only” strests, busways,
priority for turning movements, priority at
trafflc signals and exemptions from ons-
way sireets. A scheme first tried along
Magsaysay Blvd, Involves the reservation of
one or mora lanes for the exclusive use of
buses and Jeepneys during the peak periods,
This scheme called "Bus and Jespney
Only” lanes Is being extended along Taft
Ave,, Espafia and other major thoroughfares
through the Traffic Engineering and Manage-.
ment Project of the Ministry of Public High-

- ways, More ambltious measures are usually

made paris of traffic management schemes,
One system worth trying (in fact, partly im-
plementad in the last iraffic sfficlency zone
axparimant) Involves the regulation of ths
flow of traffic along major routes in such a
way that overall, a satisfactory level of
service is achleved. Flow ragulation may be
achleved by metering traffic entering from
the side rbads thru the use of traffic signals.
Signals may be linked to glve main road
progression. Buses and jeepneys will be
given priority by providing them with exciu.

sive“entry points, thus avolding delay at the
metered side roads. '

in 1973, such a schema was installed ona
8%z km. stretch of Bliterne Road, a main
radlal route of Southampton, England. Bide
road traffic was meterad in order to keep
trafflc demand at the critical Intersection
87 per cent below maximum practical
capacity. Before-and-after studies showed
that bus journey times were Improved by
oight per cent on average while cars ex-
perlenced littlg changs in overall travel tims
as the longer entry times were being bal
anced by amaller delays on the main route.
The Southampton scheme. was a plonser
Ing one and was extendsd by Nottingham,
England Into a zone and oollar control
system, o



PHILIPPINE PLANNING JOURNAL

Planning Tool

This paper has underiined the importance
of determining an optimum public transport
network for Metro Manlia. Yel, this task is
complicated since numerous factors need (o
be considersd Inciuding walking iimes,
waiting times, in-vehicle times, bus loading
and fares. For an area as big as Metro
Manila, it is quite difficult {0 oblain the best
gombination of route configuration, service
frequenciss and fars structure without the
aid of a sophisticated tool, such as the ong
described balow.

To help aliain the objectives of the Public
Transit Improvement Project, the Technical
Secretariat of COBRE has acquired a com-
puter package which could be useful also {o
public t{ransport operators. Code-named
“PTAB,” the program is designed to assist
users in the testing and evaluation of alter
native networks, The package may be applied
in several ways, depending on the imagina
tion of the usser, but ong of its main applica
tions is the selection of a most profitable
andior soclally beneficial public transport
network. The package is compossed of
several sub-programs designed to perform
different functions, as follows:

1} Network bullding--creates a computer
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ized description of the pubilec transport
network. 1t Inputs are link data which
describe the physical network and line
data which describe all routes. This sub-
program carries out chacks for network
coding errors and writes data sels dé-
soribing the network for use by other.
sub-programs. ,

2y Path finding--this reads the network
description output of the previous sub-
program and craates a data set of "short-
ost” paths between all or selectsd zones
in the system. The criterion used in de-
termining the shortest interzonal path s
a measure called “generalized cost”
which is the welghted sum of the astual
money cost (fare) and the component
{imes spent In various phases {walking,
walting, inwvehicle, stc) of the joumey.

This sub-program aiso calculates an in-
terzonal out-oi-pocket cost matrix which
s useful in assessing the financial
viability of a natwork,

3 Assignment-this reads a trip matrix and
asslgns 1ts slements to the correspond-
ing Interzonal shortest paths specified
by the sub-programs. He printout in
cludes mode 1o mode transfer summary,
non-public transport link volumes, de-
talled passenger volumes for each line



PHILIPPINE PLANNING JOURNAL

andior link in the network and number of

passengers boarding on and alighting

from each mode. The output enables the
performance of each routs as well as the
system as a whole to be evaluated.

The package has a number of important
features. The more significant ones are:
1) The computer representation of net-

works is as close to realily as is pre-

sently possibie. The aspect of transfer
and waiting times is properly handled.

Express buses or limited stop services

can be coded.

2) Factors influencing trip-making are
considered by the program by assign-
ing weights to componsnts such as
walking time, waiting time, in-vehicle
time and fares. it is therefore possible
to test various policy options so long
as one of these factors is involved.

3) The program handies up to 8 modes
with any mixture of public and non-
public transit modss. This would be
very useful, especially where a hierar-
chical system of public transport were
to be developed. Park and ride systems
may aiso be tested with the program.

4) Any form of fare-distance function
may be represented unlike In other
packages.

Summary

The paper has presented some solutions
to problems concerning the provision of
public transport in Metro Maniia. it is argued
that fare increases should be the last resort
in trying to maintain a profitable business.
Alternative measures have been presented
including network improvement, and intro-
duction of multi-level services and double-
deck buses.

The role of government and some of its
policy implications have been defined in the
paper. 1t Is suggested that the government
can help solve the finangial plight of the
operators through the application of public
transport priorities, better coordination
between various forms of public transport,
and the determination of an optimum net-
work, »

Finally, a computer tool has been de-
soribed. It is claimed to be useful to bus
operators and the government alike in test-
ing various strategies involving fares, net-
work details and other factors,
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Let us consider the traftfic experiment
first. | would say that the traffic experiment
which lasted up to November, 1878 was a
success. It s so in view of the fact that it
succeeded in getting the attention of the
government to the worsening traffic situa-
tion in Metro Maniia. It should be noted that
no less than the Praesident himsslf took cog-
nizance of the problem by taking a direct
hand in providing solutions to it. For in-
stance, he issued a decree which bans the
entry of cargo trucks in the main streets at
certain hours of the day. He conferred at
Malacafiang with the various government
agencies involved in traffic. Furthsrmors, he
appropriated the sum of three million pesos
for the repair of traffic lights, and the hiring
of additional traffic aides to suppiement
what then was existing. Likewise, some sig-
nificant findings came out of the experiment.
It was found out, for instance, that 500 traffic
aides were insufficient to man the crossings
of our streets. Hence, the need for additional
policemen and traffic aides.

It was also established that we need more
traffic lights and that some of the existing
ones already needed repair. The traffic
experiment, therefore, was a success
because it brought to light the defects, the
inadequacies of the present experiment on
traffic .being undertaken by the Traflic
Management Authority.

Yet, | belisve that we cannot completely
solve our traffic problem simply by adding
more policemen and traftfic lights. This will
have 1o continue considering the fact that we
have very limited infrastructures. | will surely
agres with you when you say that the streets
of Greater Manila are not wide. | will also
agree with you on the need for elevated high-
ways to traverse a particular section and
more bridges across the Pasig River. Just
as 1 will agree with you on the need to buiid
overpasses at several intersections.



THE METRO MANILA TRANSPORT PROBLEMS
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We now proceed to the transportation
problem. In 1874, the President came to
realize the existence of a transportation
orisis. In response to that, he created the
Metro Manila Transit Corporation. The
original plan was just to acquire 200 buses.
With the passing of years, though, it
expanded so that at present the corpora-
tion has already a flest of 700 buses and 250
taxicabs. When we started operation in 1975,
when curfew hours were still observed, our
buses were able to run at least 300 kms. a
day. When curfew was lifted and traific
began to be heavier and heavier, our buses
could run only for about 230 kms. a day. You
will notice, therefore, that transportation
goes hand In hand with traffic. One Is use-
less without the other. Hence, it is not
enough that we increase the number of
public conveyances. What is important is to
make these public utilities run and carry pas-
sengers. One time, the First Lady expressed
to me her desire to secure more buses. | told
her in the vernacular. “Ma’am, may | say
somsething before | comment on this addi-
tional purchase. And | hope not to be mis-

*Excerpis from the third lecture in the Public
Lecture Series sponsored by the U.P. institute of
Environmental Planning, U.P. Planning and De-
velopment Research Foundation, Inc., and the
Philippine Institute of Environmental Planners,
8th December 1978.
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interpreted as hardheaded when | question
your suggestion. If you would ask me to buy
200 buses, | will buy that number of buses.
And if you would ask me to buy 500 or more
buses, | will do it, Ma'am. When that time
comses, | could guarantee that there will be
no more passengers waiting in the bus
stops. All of them wili be inside our busss
waiting In a traffic jJam”,

Really, the problem cannot be solved
simply through the acquisition of more
buses or jeepneys. Now, | would like to make
it clear. | do not have anything against the
{eepneys. Neither do | have anything against
the tricycles, the buses, the carabao'and
other modes of tiransportation for that
matter. | do not tell you that we get rid of any
of them. For mountain trails we could use
the carabao. For narrow streets or fanes the
tricycle. For streets that are wider, the
jeepney. And for main thoroughfares, ist's
use buses and If necessary, the trailer,

1 think it’s about time that we rationalize
the transportation system not only in Metro
Manila but also nationwide. People in the
transport business like myself have prob-
lems: increase in the price of oil, in spare
parts, and the consequent hike In
transportation fares. The need to rationalize
the transportation system becomes more
imperative in view of the fact that the agents
of the law could not effectively police all the
publiic conveyances In Metro Manila and the
rest of the country for that matter. It is my
suggestion that if we cannot put them in
their places through police action, let us try
to control them through economics. The
formula runs this way.

If you are going a short distance, do not
take the bus. Take a jeepney because it will
cost you less. But if you are going quite a
distance, take a bus and not a jeepney for the
latter is more expensive, And if you are in a
coat and tie, by all means, take a taxicab.
My idea which | have already voiced out with
the National Economic and Development
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Authority is this: Let us assume that there
has been an increase in {ransportation fare
from 8% centavos/ 1 km. to 8 centavos/1 km.
if you'll take a jeep, for the first 3 kilomesters,
you should be charged 25 centavos. That
makes it cheaper than what you are paying at
present which I8 45 centavos for 5
kilometers. So, the Initial cost will be 25
centavos for the first 3 kilometer ride;
ancther 3 kilometers ride would cost you 25¢
or & total of P.50, another 3, P.75 and ancther
3 would cost you a peso. In buses, however,
make it in such a way that the minimum fare
wiil be B.50, for the first & kilometers and
cheaper as the distance lengthens. By then,
jeepneys will no longer resort to cutting trips
bscause they'll charge by stages of 3
kilometers. They won’t race with busss in the
main thoroughfares anymore. Drivers, there-
fore, will be able to classify their passengers
and thereby, make trave! time faster,

| often say that if we have four riders here
who would pay 45 sach forarideof 20or 3
blocks, | wotlld suggest that they should not
deprive the man in coat and tie of a ride in
the taxicab. The lalter has an important
business and is ready to spend money. But
would they prefer to ride in a jespney in favor
of the taxicab when the latter would cost
them less? If it would cost them P1.00 going
to their destination, it’s still cheaper by
taxicab because they will pay P.25 each only.
On the other hand, it would cost them P.45
each o cover the same distance by jeepney.
But if taxis are allowed to chargs P1.00 at
flagdown, the taxi rider will lock for the
taxicab, the jeepney rider for the jeepnsey and
the bus rider for the bus. And in the event the
lightrail system comes into reality, | do hope
you will avail of 1. For it will be cheaper
since it could carry more passengers which
would enable it to generate more income.

We now come to the problem of carrying
passengers from one place to another. |
also belisve that a common terminal for
provincial buses should be constructed in
Metro Manila, although not within the heart
of the City. Once the construction is com-
pleted, the entry of provincial buses in the
¢ity proper should be prohibited. 'm sure
the bus operators and drivers will fesl happy
about it for they will no longer fight it out
with the city traffic. When this is realized,
the BOT will have to readjust the-certificates
of public convenience. So that when you
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arrive in such a terminal you just decide
where to go. If you want to go to Pasay, for
instance, you proceed to Lane 1, to
Caloocan, Lane 2 and so forth and so on.
And I you want 1o take a taxicab, you just
go down to the groundfloor. This idea of
building bus terminais could help a jot in the
rationalization of transportation in Metro
Maniia. Likewise, it will help unclog cily
streets of traffic.

Aside from big terminals, | would also
suggest that we bulld pocket terminals
within the city. This way, a jespney or a bus
will not just load and unload passengers ina
narrow highway. They need not be multi-
million peso edifices. If there will be
invitations to owners of private lands to
convert their property into public terminals,
they will do so. They could then bulid stalls
around the terminals where they could derive
income.

Let us now go 1o the major ideas. The
creation of a Ministry of Transportation will
not improve the present problems. My fesi-
ing is that the creation of such an agency
per se will not achieve what we have failed to
achieve now. Because, a similar agency will
be powerless over the Board of
Transportation. if the Ministry lays down a
policy and the BOT does not agree io that,
the former cannot do anything about it. The
BOT people could say that they cannot be
dictated upon in solving the traffic problem.
So in the event a Ministry of Transporiation
is created, the accompanying legislations
or measures should be snacted to make it
solid and viable.

Anocther thing I'd like to point out Is, that
insofar as solving transportation probiems is
concerned, it is the technical people who
are in a position to do so. Lawyers cannot
solve such problems. Public necessity
should not be decided by legal arguments.
The transportation problem is a highly tech-
nical problem the solutions to which
requires the use of sophisticated technology
and inputs from technical persons.

Lastly, the government should now realize
the need to subsidize the present transporia-
tion system. The idea of a subsidized mass-
transportation will be coming sooner or later,
for the simple reason that mass-transit is for
the poor, the aged, the students, Hencs, the
government should be prepared for that
eventuality.



TRAFFIC CONTROL DEVICES: THE EFFECT
OF THEIR USE AND MISUSE ON ROAD
SAFETY

) Desmond M, Dent
Trattic Consultant, Trattic Engineering and
Management Project
Ministry of Public Highways

Introduction

Of all the warm blooded species residing
on this planet, the human being is the most
difficult to convince that he should change
his habits. You well know that it children are
taught the correct way to behave when they
are young, they follow this path in later life,
When an adult has been bshaving in a parti-
cular way for a long period of time, it is
difficult to convince him to change this
habit. The best method of changing behavior
is to convince the person that it is in his best
interest to do so, but if this type of approach
fails, a more direct approach is necessary.
to introduce the concept of a penalty.

Traffic management authorities thus have
two methods to use to influence the be-
havior of drivers: One is advice and the other
is enforcement, Due 1o the frailty of human
nature, it is necessary to resort to the latter
at times, unfortunately far too often.

Logical approach to device installation

In designing tralfic control systems and
in selecting the correct traffic control de-
vices, a wealth of engineering knowledge
and experience is now available 1o assist the
designer. However, in all cases, care must be
exercised to ensure that each device when
viewed by the motorist or pedestrian must
be;—

{1} clearly visible,

{2) easily read or understood, and

{3) is correctly chosen for the particular

situation.
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More will be said concerning the flirst
two items later, but it is the third that | would
draw your attention to at the moment. How
many times have you seen signs indicating
“Workmen Ahead”—"'Slow”—"Danger,”
only to find when you reach the danger spot
that there is nothing dangerous and there
are no persons working. It necessarily
follows that drivers will tend to disregard
these signs if they are used incorrectly.

Another demonstration of item (3) is the
tratfic signal that causes unnecessary de-
lays late at night when the traffic demand
is very small. Drivers can see that there is no
opposing traffic, but are forced to stop forup
to 40 seconds at a red light. Usually, unless
a policeman Is seen nearby, most drivers will
move across the intersection on the red
light.

The examples illustrate the point that if
the behaviour of drivers is to be influenced,
the control device must appear to be sen-
sible, and if this cannot be fully achieved the
element of fear of being fined must be used.
A combination of both factors usually
suffices for about 95 percent of the com-
munity.

Communication with drivers

The saying that “Caesar's wife means
many things to many people” helps to ex-
plain the driver communication problem.
How many times have you received direc.
tions from a friend on how to go to a certain
place. After foliowing the instructions
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carefully you become lost. Although the
instructions were clear, they lacked some
essential details that the person giving the
instructions felt were too obvious to inciudes,
The same problem can be identified in the
use of road signs.

Signs such as “DANGER SLOW DOWN”
are rather meaningless unless accompanied
by a specific speed limit sign (and preferably
a policeman hiding around the next corner).

Road designers normally pay considerabile
attention to using unambiguous signs and
these are normally chosen from a special
sign manual. Any signs that are non-standard
or erscted by well meaning people should
only be permitted if approved by the appro-
priate authority and are appropriate for the
particular gituation.

If we are to influence the behavior of the
driver, the message that he receives should
be concise, positive, easlly rscognizable,
logical, and familiar to him.

Sign standards and visibility

The Philippine Government, being a signa-
tory to the Vienna Convention in 1068
adopted the international system of road
signs, and a manual has been published by
the Ministry of Public Highways. All signs
erected should be In accordance with this
manual. Drivers can thus associate color
with the meaning of a sign—{for example—
red for regulatory and mandatory signs and
biue for informative signs-—such as direc-
tion signs.

Signs are normally manufactured from a
reflective material so that the signs appear
the same by day as they do at night. Letter
sizes on signs should also be selected from
appropriate manuals which give
recommendations concerning the size of the
sign related to the speed of vehiclss on the
adjacent roadway.

Pavement markings

Pavement markings are also important
devices that can influence the behaviour of
motorists. They are used to direct vehicles
to stop at a correct position at an inter-
section, and where lanes are allocated for
specific movements, arrows are used to
provide a clear definition of the movements
permitted from a particular lane.
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Reflecting glass beads are normally in-
cluded with the road paint so that the lines
arg visible at night and more importantly
in rainy weather. Markings must therefore
be uniform and in accordance with a stand-
ard manual if compliance by drivers and
pedestrians is to be expected.

Street lighting

This plays an important role in the recog-
nition of control devices and Improving
road safety. This particularly applies to
Manila where the pedestrian accident rate is
very high. The provision of adequate street
lighting unfortunately is in conflict with
measures 10 conserve energy and therefore
difficuit decisions will have to be made.
A compromise solution has been recom-
mentled by the TEAM Project, which involves
the lighting of pedestrian crossings and
intersections only, and deletion of plans to
ifluminate complete lengths of roadway. It is
considered that this is ths most cost
effective solution for the present circum-
stances.

One important aspect of street lighting is
that the addition of extra poles around an
intersection should not create an additional
daytime hazard. Care must be taken there-
fore to ensure that the poles are corractly
placed and that the number is kept to an
absolute minimum,

intersection improvemenits

The most common method of improving
the safety and sfficiency of an intersection
is to provide Islands to correctly channel the
opposing traffic fiows. Normally, i the
volumes and accidents warrant, traffic
signals are installed. Line marking, particu-
larly stop lines and pedestrian crossing
lanes are associated with the intersection
treatment. Newly installed islands must be
correctly delineated with reflectorized paint
and hazard markers.

Traffic signais

This is a most complex subject and | will
deal briefly with it in this paper. The sallent
points | wish to make are:—

{1) The signals must be clearly visible
from all approaches.
{2) The phasing movements and cycle
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times must De appiopriate for the
tratfic volumes.

{3) The signals must be regularly main-
tained.

{4) There must be enforcement of com-
pllance with signal indications.

Signals are usually installed to improve
traffic flow and safety. However, contrary
to popular belief, the number of accidents
usually Increases after signals are instalied.
This applies particularly to high speed wide
roads mainly at night.

However, it should be pointed out, that
although the total number of accidents in-
creases, the types of accident changes
from right angle accidents (severe casual-
ties) to right turning and rear accidents
{light casualties). See Fig. 1. Therefore from
the point of view of injuries to people, the
trattic signals are performing a useful
task.

One of the current problems in Manila is
iack of compliance with traffic signal indi-
cations. The timing plans in most of the
signals are inadequate for both peak hour
traffic and off peak traffic. Coupled with the
burned out bulbs and lack of maintenance,
the-effectiveness of the traffic signais is not
good. These problems are related to the
subjects mentioned in the introduction,
namely visibility and public acceptance.

The TEAM Project will be providing solu-
tions to the above deficiencies—namely:—

{1) New signals will be installed with two
lanterns per approach, placed on
posts and cantilever poles at sach
intersection. '

{2) Tratfic plan controllers wili be changed
several {imes each day to ensure that
the current timing plan is the most
appropriate one for the {raffic volumes.

{3) Arrow-signals will be more sxtensively
used. { Figs.2and 3)

(4) Comprehensive maintenance will be
introduced.

{5) Legislation will be improved to assist
the enforcement officers in their task
of detecting and apprehending signal
violators.

(6) Public education programs wili be
undertaken to ensure adequate under-
standing by the general public of the
ngw systems.

Accidents

A brief mention of accidents at intersec-
tions has already been made, but | would like
to draw your attention to the TEAM system
of accident analysis. Accident spot maps of
Metro Manila have been compiled for 1977
and 1978 and a priority order of solutions to
problems has been established based on
the data gathered from the accident spot
maps. Corrective measures relating to speci-
fic intersections have been programmed by
the TEAM Project and this will be a contin-
uing process of improvement.

Conclusions

It cannot be denied that we are faced with
severe road tratfic problems in Metro Manila.
The solution involves the methodical analy-
sis of all aspects of the probiem and finding
individual answers to each problem. The
TEAM Project is solving the enginsering
problems but the human problems require
urgent attention, as well.

The objectives of influencing the behav-
iour of drivers and pedestrians to be more
safety conscious and law abiding should be
high on the priority of all agencies involved
with traffic Improvement. Some of the
methods that may assist this process are
expounded in this paper. It Is important that
the public be educated to accept that higher
levels of enforcement and more traffic
control devices are for the common good. it
is commonplace in other countries for the
public to sxpect very severe penalties and
high levels of enforcement for offences that
are known {o cause severe road accidents
resulting in Injuries and death—such as
dangerous driving and driving under the
influence of liquor.

High on the list of priorities should be a
comprehensive program of road safety
sducation in schools, preferably operated by
an independent authority and assisted by the
police.

As we know, the vehicular and pedestrian
accident rate in Manila Is at least double that
for North American and European cities
and thus a concentrated and combined sffort
is necessary to reduce this road trauma.



THE PROPOSED COMPUTERIZED SIGNAL
SYSTEM FOR QUEZON AVENUE

Esteban Q. Cases, Jr.

Transport Training Center
Univgrsiiy of the Philippines

The Transport Training Center (TTC), in
cooperation with the Ministry of Public
Highways (MPH) will establish a new
computer controlled signal system along
Quezon Avenue, This is part of the Japan
International Cooperation Agency (JICA)
Assistance Program. The objective of this
system is to coordinate the signais in the
area and to have the flexibility to accommo-
date the fluctuation of traffic.

Before we proceed any further, let us first
know what coordination means. Two inter-
sections are said to be coordinated if the
vehicles which are allowed to pass the first
intersectionon green are able to clear the
downstream intersection without stopping
{l.e. the same vehicles will be able to meet
green light at the second interssction). With
this scheme, the delay {(which is simply the
difference between the time of departure
and time of arrival of vehicles) at the second
intersection is reduced enormously. This can
happen only when the time interval between
the beginning of green indications of both
signals Is equal to the travel time between
the two intersections. This time interval is
technically called the “offset”. To maintain
the time relationship between the two, a
common cycle length must be adoptedand a
singie controller must be used for both. i
the coordination system is expanded to in-
" clude othsr signalized intersections in a
road, we have what is called a “coordinated
line control system”.

. What the TTC and the MPH will introduce
in Manila is one of the most sophisticated
forms of control ‘system and has been

adopted in many major cities of the world.
This is called the Area Traffic Control Sys-
tem. It is simply described as a series or
branches of line controlled signalized inter-
sections. The system has central controllers
which regulate the signals in the area. Owing
to rapid progress in electronics, slectronic
computers have been introduced into the
central controller and are made to handle
complex calculations to give logical
judgments in a short time.

IMPULSES IN DETECTOR

The TTC System consists of four major
components, namsly: a computer, a central
controller, detectors and signals.

The detectors send traffic data to the cen-
tral controller, which the lalter uses in com-
puting for volume and (time) occupancy. The
controller then sends analyzed data to the
computer which decides on the appropriate
strategy—whether to lengthen or shorien
the cycle length, whether to change the split
or offset, whether to change phase, etc.
The computer then sends back to the central
controlier the appropriate control

- parameters and the latter uses these in

regulating the traffic signals step by step.

The data provided by the detsctors consist
of pulses which show whether vehicles are
present under the detectors or not. The
central controller measures the number and
duration of pulses in certain time intervals.
The number of pulses represents: the traffic
volume during the same interval (En)iT while
the ratio of the sum of durations of all pulses
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1o the interval is called occupancy {Eti%)T.
Occupancy is a measure of congestion;
occupancy of about 20 percent means the
street Is already congested, hence green
Hight must be provided,

The TTC Traftic Control System includes a
fall-safe mechanism. When the computer
maliunctions, the central controller {akes
over the operation of the system. it has a
ogic or program which is relatively simpler
compared to that of the computer to select
adequate control parameters. When the cen-
tral controller likewise bogs down, the
control Is transferred to the local controllers
which automatically operate the signals on
some predetermined timing plan. The local
controllers that will be installed are muiti-
dial, meaning they are capable of operating
on thres programs—for morning peak,
afternoon peak and off-peak hour operations.

The Control Area Includes seven signal
ized intersections, namely— Banawe, Scout
Chustoco, Roosevelt, Delta Circle, Scout
Borromeo and EDSA. Either sonar or under-
ground magnstic detectors will be installed
at the approaches of these intersections to
gather the necessary data needed by the
computer to decide on the appropriate
control parameters to be adopted—cycle
length, offsst, splits, etc. From thess same
data, the computer can dacide whether to
adopt a two directional coordinated control
program, or traffic responsive control
program, etc. Two-way coordination will be
used when flows from both
directiong—Welcome and UP are heavy. For
this program, the traffic signals for different
signals will either be simuitaneous or alter-
nate. But in cases where flow from only one
direction is heavy and critical, the one-way



coordination will be adopted. The system
will be traffic responsive. Control parameters
like cycle length, splits, offset, stc. will vary
from time to time depending on the needs as
reflscted by the information gathered by the
detectors.

Aside from detectors, traffic conditions at
various intersections will be monitored to
the TTC Control Center by CCTV cameras.
This will give the people at the center the up-
to date visua! information of the flow condi-
tions at intersections and some selected
midblock points along Quezon Avenue.

For the point in front of the Sto. Domingo
Church, the center will install a pedestrian-
actuated traffic signal. This is operated with
a push of a bution. f a pedestrian pushes the
button, the central controller sends the
indication and timing to the signal controller
to turn into pedestrian-green. Otherwise, the
traffic signal always displays car-green in-
dications.

Various geomstric improvements are
being done at Quezon Avenue in preparation
for the computerized signalization. The
number of lanes in midblocks is increased
from three to four. This will improve the
capacity of the road. For interssction ap-
proaches, more lanes are constructed to
increase thelr saturation flow capabliity.
For the sake of efficiency, the whole proj-
pot area will be properly marked (painted)
with pedsstrian lanes, left turn, right turn or
through lanes, spsed limit, etc.

The most radical geometric improvement
that will be done is the removal of the ro-
tondas at Delta and EDSA. These will be
converted to ordinary channelized and sig-
nalized intersections, 1o reduce their areas
ot conflict, making them easier to handle.

Another geometric improvement that is
of major importance is the provision of more
but shorter left-turn lanes. This is done to
allow more lefl-turning vehicles to pass in a
much shorter time. This will, in the process,
provide more green time to the more
important through stream.

In connection with and to provide the
basis for the Quezon Avenue Project, various
studies have been done such as surveys on
traffic volume, saturation flow, waiting
gueus, general characteristics and pedes-
trian crossing.

Traffic Volume Survey | was conducted
to determine the volume characteristics for

41

PHILIPPINE PLANNING JOURNAL

a day. Surveys were conducted from6a.m. to
9 p.m. of Wednesday. The vehicles were
classified into passenger cars, jeepney, bus,
truck, etc. Turning movements at various in-
tersections were noted-—left, right, U and
through. This was conducted with the use of
manual tally counters.

Traffic Volume Survey Il made use of four
automatic counters instalied at the midblock
of Tuason and Banawe, and between Roces
and Delta Circle. Its purpose is to know the
volume variation in a week. It was conducted
from 6 a.m. to 9 p.m., continuously for 1
week.

Saturation Flow Study was conducted in
all signalized intersections in the control
area. This study was exiended as per re-
quest of MPH to include the intersections of
C.M. Recto—J.A. Santos, EDSA—New York,
Espana—Forbes, Taft—Buendia, Tafi—
Herran, Taft—UN and Magsaysay-—Pureza.
The aim of this study is to dstermine the
saturation flow rate or the maximum num-
ber of vehicles that can flow during a time
interval assuming there is a queue and a 100
percent gresn time, This information is
needed because the required green time per
stream Is proportional to the ratic of flow
{volume} 1o the saturation flow of that
stream. The result of this study will help us
establish the Philippine standard for
saturation flow and passenger car unit (pcu)
equivalent. At present, saturation flow for
the whole width of the road is already
computed, howsever, in establishing a
standard, the saturation flow rate per lane or
per unit effective width of the road is more
important. it is here where the difficulty lies
because even though the approaches are
properly marked with lane separators, the
vehicles dom’t stick to their lanes. Some
vehicles transfer from lane to lane and some
even siraddle two lanes. The actual number
of columns of cars varies during the surveys;
sometimes three lanes, sometimes four and
sometimes even five. For intersections with-
out lane markings the problem is bigger.
Furthermore, there is no definite column of
vehicles. The left-turning traffic sometimes
moves in single file and sometimes in double
file and sometimes through traffic
encroaches into left-turn lanes. Because of
these, the effective width (actual width used
by vehicles) of the road is hard to establish,
making the saturation flow raie harder to
standardize.
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The waiting queue observation was done
with a memo-motion camera at intersections
of Banawe, Roosevelt and Roces, the three
foremost bottlenecks of Quezon Avenue.
This was conducted to know the walting
queue density and to study the change of
waiting queue length. This information will
help determine the number and length of
lanes needed and the required cycle time to
ease this queue.

Pedestrian Crossing Survey was
conducted at various points namely: a) in
front of Sto. Domingo Church b) between
Roosevelt and Roces, and ©) in Rotonda
Circle. For b and ¢, the surveys were con-
ducted from 7 a.m. to 7 p.m. on a week day;

ROCES
Male Female
1.13 1.04

=
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1.26 .98

and in a at the sams time on a week day
and Sunday. This study was conducted to
determine pedestrian volume variation. With
tne use of a memo-motion camera, the normal
route of pedestrians across Quezon Avenue
at b is traced and the walking spsed com-
puted. These are necessary in proper loca-
tion of pedestrian crosswalk and in com-
puting for the minimum time for the pedes-
trian green. Shown above is the result of the
computationat b,

in the United States, by way of
compatison, the minimum green time to
allow the pedestrian to clear the intersec-
tion is based on a walking spesd of 1.5
misec..
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Public Lecture Series Concluded

A lecture on “New Towns Planning: Philip-
pine Style” on May 8, 1978 by Nathanie! Von
Einsiedel, Deputy General Manager of Hu-
man Ssttiements Devaiopment Corporation,
conciuded the public service forum serles
jointly sponsored by the institute of Environ.
mental Planning, the LP. Planning and De-
velopment Ressarch Foundation Inc, and
the Philippine Institule of Environmantal
Planners.

The series of seven public lectures which
staried with the inaugural lecture on “Human
Settlements as a National Policy” on Octo-
ber 14, 1878 by Dr. Onofre D. Corpuz, was
designed to create public awareness of the
realitles, problems, semerging patterns,
chalienges and opportunities present in en-
vironmental planning in the country today.

The other iopics and lectursrs In the
series that developed the general theme
“Institutional Framework for the Planning
and Management of Human Seitlements”

o S K §

Arch. Nathaniel von Einsiedel of the Human Settlements Development Corpo:éz;on

inciude the following:

*Towards a National Urban Land Poligy”
Atty. Astsya M. Santiago; “Metro-Manila
Transportation Problem and the Traffic Ex-
periment”~General Manager Jose Crisanto,
Jr. of Metro Manila Transit Corporation;
“Approaches to Rural Resettlement Plan-
ning”--Deputy Minister Benjamin Labayen
of the Ministry of Agrarian Reform; “Meeting
the Needs for Housing”—General Manager
Florencio Orendain of the National Home
Mortgage Finance Corporation; and “Meet-
ing the Needs for Water'-National Re-
source Expert Carlos Borromeo. of the
Ministry of Human Settlements,

Each lecture was followsd by reactions
from invited discussanis who were
acknowiedged experts in thslr respective
fieids and a general open forum, Al lectures
were held at the Institute of Environmental
Planning except for the concluding part
which was held at the U.P. Aslan Institute
of Tourism.

% 5“1 . ® i o

delivers the concluding lecture at AlT.
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Revised MURP Curriculum
Takes Effect

The revised curriculum under the Master
in Urban and Regional Planning takes effect
in June of schoolyear 1979-1980.

The rationale behind the latest revision of
the MURP Program, according to UPIEP Dean
Leandro A. Viloria, stems from the need to
strengthen the preparation of planners in the
light of two major developments. One Is the
institution of human settlements planning
and management as a new and smerging
discipline following the creation of ths
Ministry of Human Settlements. The other is
the recognition and regulation of environ.
mental planning as a distinct profession
with the enactmsent of P.D. 1308,

As approved by the Curriculum Committee
of the University, the revised curriculum will
institute four areas of specialization: urban
planning, regional planning, estate planning
and management, and public works planning
and development,

The other features of the new curriculum,
as explained by Dr. Benjamin V. Carifio,
Director of Graduate Studies include the
following:

1. it increases the number of unit require-
ments as follows: Plan A—from 36 1o
39;Plan B—from 4210 45.

2. It expands the cors courses with the
elevation of Planning Law to the status
of a core course, thereby increasing
the core courses from 18 to 21 units.

3. It replaces or subsumes the old areas
of concentration under the new ones,
e.0., transportation under urban plan-
ning, regional Jocation thsory under
regional planning, housing under es-
tate planning and management, and
infrastructure support under public
works planning and development,

4, It seis up a comprehensive workshop
as an integrating course for the various
areas of specialization. This replaces
the old internship program.

All other aspects of the present curriculum
remain unchanged Including the degres title
and the duration of the program. Students
enrolled in the old curriculum are enjolinedto
shift to the new one. Dr. Carifio assures that
all subjects taken under the old curriculum
can be credited towards the new.

This latest curricular revision Is the
sscond major change in the graduate
program of the |[EP. When the Institute was
established in 1885, it offered the Master In
Environmental Planning degree under a
trimestral calendar. The MEP was aspectual
in its approach and offered no areas of sp
cialization, :

In 1975, the MEP was changed into the
current Master in Urban and Regional Plan-
ning. The MURP was a major departure in
that it offered common core courses and
four different areas of specialization. It also
split options by allowing students to pursue
a thesis or a non-thesis program, which
could be completed in two years following
the regular semestral calendar, thereby
abolishing the trimestral calendar,

IEP Faculty Hold Confab

Following the approval recently by the
Curriculum Committee of the proposed
revision of the MURP Program, a two-day
conference of the IEF faculty was held on
30-31 March 1979 to map out strategies for
its full implemsntation beginning next
school vear. The venue of the conference
was Covelandia in Kawit, Cavite.

The main purpose of the conference was
to discuss possible changes in the core
courses as well as the contents of new
courses under the revissd curriculum, Other
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matters were also taken up such as the
admission requiresments and the administra-
tion of the comprehensive examinations.

Earlier, the faculty had been divided into
work teams. Each team was to prepare the
course outlines for each of the courses
under one area of specialization. The
outliines were expected to include course
description, coursse objectives, list of topics
and proposed references. Accordingly, five
such teams were created as follows: Core
Course—Dean L.A. Viloria, Prof. D.A. En-
driga, Prof. M. Tekie; Urban Planning—Prof.
T.C. Firmalino, Prof. J.U. Nierras, Prof. L.S.
Velmonte; Reglonal Planning—Prof. G.S.
Calabia, Prof. C.D, Turifigan, Ms. L.P. Buen-
venida; Estate Planning—-Prof. B.V. Carifio,
Prof. Y.M. Exconde, Prof. Z.A. Manalo;

MURP

27 Receive Master’s
Degree- in Planning

The U.P. Institute of Environmental Plan-
ning graduated 27 students under the Master
in Urban and Regional Planning Program
on April 22, 1879.

Senen R. Ricasio is the lone graduate
under the thesis program (Plan A). With area
of concentration in regional location theory,
Ricasio successfully defended his thesis
entitled “The Changing Pattern of Distribu-
tion of Manufacturing Industries in the Phil-
ippines: 1967-1975.”

The other new planners are: Rodolfo G.
Adato, Remedios C. Alebin, Suzzette B.
Badon, Tomas L. Buen, Reynaido A. Caca-
tian, Luis Ma. R. Calingo, Serafin B. Cruz,
Minda M. Desamito, Jose R. Enverga, Joseph
Michasl P. Espina, Leida N. Fernandez,
Leslie B. Gatan, Zante L. Garcia, Jean M.
Gonzales.

Narecita T. Ibafez, Evangeline T. Lopez,
Ma. Lourdes T. Munarrlz, Fernando S.
Nabong, Myma O. Nieva, Elizabeth D. Papa,
Benilda A. Planas, Jane Estela Q. Quimpo,
Josslina R. Santlago, Ernesto M. Bsrote,
Orlino P. Tuzon, and Julie Viloria.
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Public Works Planning and Development—
Prof. F.B. Silao, Prof. P.C. Cal, and Mr. EM.
Serots,

The two-day conference was, for the most
part, devoled to the discussion of the out-
puts of the work teams. Five sessions were
actually spent on this. Another session was
devoted to the consideration of the require-
ments of the graduate programs.

Facuity members present in the confer-
ence Includs: G.S. Calabia, B.V. Carifio, T.C.
Firmalino, C.0. Margquez, J.U. Nierras, EM.
Serote, F.B. Silac, M. Tekie, J.R. Valdecafas,
L.A. Vviloria, L.P. Buenvenida, D.A. Endriga,
Y.M. Exconde, Z. Manalo, and L. 8. Velmonte.

Secaretarial support was provided by Ms,
Norma B. Alcantara, Minerva B. Vergel de
Dios, Edith P. dela Rosa and Lina B. Dayao.

Of the 27 graduates, nine chose to special-
ize in transport pianning, nine in infrastruc-
ture suppori, six in regional location theory,
and three in housing.

SCURP
28 Complete Special
Course in Planning

Twenty-sight participants in the Six-Month
Special Course In Urban and Regional Plan-
ning (SCURP) recelved thelr certificates of
training during the closing ceremonies at the
Aberdeen Court, Quezon Clty, on April 18,
1879. Executive Director Ernesto C.
Mendiola of the Hurnan Settiements Regula-
tory Commission was the guest speaker.

The SCURP Is a joint project of the insti-
tute of Environmental Planning and the U.P.
Planning and Development Research Foun-
dation, inc. (PLANADES]). it’s main objective
is to enable participanis to “acquire a
broader understanding of the growth and
change in urban and regional systems and
upgrade thelr skills and competencies In
formulating human settiement development
plans and programs.”
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One of the 3rd SCURPians receives his certificate of training from Dean L.A. Viloria,
PLANADES President Antonio varias and Training Dirsctor Jimmy Nierras.

Now on its third year, the SCURP adopis g
different focus every year. This year's course
had for its theme the “planning for the basic
nesds of human ssttlements.” The speclal
gourse is under the supervision of Prof.
Jaime U. Nierras, Director of Tralning of the
institute.

The successful participants represented
some ten government agencies and iwo
private firms. The Bureau of Lands accoun-
ted for more than half of the participanis.

The following is a list of the successful
trainess: Alcide B. Amador, Amado T.
Atienza, Vicente P. Aviles, Romeo S. Bacos,
Ma. Erlinda L. Bajenting, Timoteo M. Ban-
dong, Francisco A. Bayas, Lucila M. Cagu-
lada, Octavio G. Canta, Victor T. Cendafa.

Tomasite C. Cruz, Ramon R. Dalens,
Florante M. llarde, Rodney C. Lopez, Corazon
R, Macavinta, Antonio M. Magdamit, Luis
A. Mamitag, Jr., Eleno R. Marbil, Marie
Josephine P. Pansacola, Eugenio A, Parel,
Danilc 8. Rangsi, Jeremias O. Resus,
Benigno V. Sanico, Jr., Aproniano V. Sing-
son, Manuel P. Troncales Ilii, Antonlo B.
Tudanca, Erasmo D. Valdecafas and
Concordio D. Zufiga,

4th SCURP

Meanwhile, the Training Division has also
announced the opening of the 4th SCURP
on September 3, 1879, The six-month non-
degres course will focus on planning for
integrated rural develiopment.

The new focus is in line with the current
policy of “countryside development”
enunciated by President Marcos in his
budget message of 1978. It is also in
response 1o the expressed desire of govern-
mant agencies determined in a nationwide
survey conducted eariler this year by the
fraining staff.

Although majority of the participants
come from government agencies, applicanis
from private entities are also welcoms.

For more delalls, interested parties are
requestad to communicate with the Train
ing Director, U.P. institute of Environmental
Planning, Diliman, Quezon City.
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About the Contributors

PRIMITIVO C. CAL—Iis one of the few Fllipino experts in a field that
is almost the exclusive preserve of foreign consultants—trans-
port and traffic planning, engineering and management. He is
at present Assistant Professor at the UP Institute of Environ-
mental Planning and concurrently project director of the Metro
Cebu Land Use and Transportation Study jointly sponsored by
the MPWTC, NEDA and the Ministry of Human Settlemsnts. He
is also project adviser at MHS, consultant at PPDO/MPWTC and
the Metro Manila Tralfic Management Authority and Technical
Director of Asla Consultants, Inc. These professional involve.
ments of his are backed up by a solid educational preparation
which includes a Ph.D. in transportation planning (University of

* Dundee, U.K., 1976), a master's degres in transportation snginser-
ing (Asian Institute of Technoiogy, Bangkok, 1970), and a
bachelor's degree In c¢ivil engineering {Cebu Institute of Tech-
nology, 1965).

ESTEBAN Q. CASES, JR.~—teaches traffic engineering at the newly
set-up Transport Training Center, University of the Philippines,
a position he assumed after a two-month training in traffic
managemsgnt, engineering and planning in Tokyo, Japan. He
holds a B.S. In civil engineering (cum laude), University of the
Philippines, 1977. As head of the TTC Traffic Survey Team he
has been involved in a number of traffic studies in Metro Manila
and Metro Cebu.

JOSE CRISANTO, JR.—is President and General Manager of Mstro
Manila Transit Corporation, a state-owned bus firm. At the same
time he serves as A~tion Officer for Transportation in the Office
of the Governor, Metropolitan Manila Commission. His involve-
ment in the transportation business spans almost 30 years now.
Upon obtaining his degree in Law (MLQU, 1851) he becams legal
officer of ALATCO Transportation, Inc. and Eastern Tayabas Bus
Co. In 20 years he rose to become General Manager of both bus
firms. From 1871 to 1972 he was President of Pantranco North
and South Express, Inc., the country’s largest bus company.
Then in 1972 he became President and General Manager of the
Manila-based JD.Transit, Inc., a position he held until the MMTC
was organized in 1974.

DESMOND MURRAY DENT—Is Consultant Project Manager of the
Trafflc Enginsering and Management {TEAM) Project which is
upgrading the traffic. facilities in Metro Manila. A holder of
degrees in Engineering and Economics, both obtained from
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Queensland, Australia, Mr. Dent is associate member of the
Australian Institution of Engineers. He also spent several years
studying rail and road transportation engineering in the United
Kingdom. Mr. Dent was responsible for installing the first com-
puter controlled traffic system In Australia and for the design
and construction of area traffic control systems in the City of
Brisbane In his capacity as traffic control manager engineer
for the Main Road Dsepariment of Queensland, Australia, prior
to his coming to Manila.

JAIME U. NIERRAS—is Assistant Professor at the UP Institute of

Environmental Planning and Consultant to the Ministry of
Human Settlements. He obtained two master's degrees in plan-
ning: Master .in Urban Planning (Michigan State University,
1871) under a Fulbright-Hays grant and Master in Urban Trans-
portation Planning (University of British Columbia, 1877) under
a United Nations Feliowship and a degree in Architecture {Uni-
versity of the Philippines). Mr. Nierras has had a very extensive
experience in physical planning, comprehensive town planning
urban renewal and the like having been connected with various
government and private planning agenciles. Part of his fellowship
grants was the opportunity to observe city planning and trans-
port planning and management in major cities of North America,
Western Europs, the Middle East and Asla. He has also lectured
extensively on various topics related to planning as well as at-
tended several international conferences on different aspscts
of planning.
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“Today at rush hours when traffic in the streets often comes to a standstill,
walking is the fastest way to getaround. . .”

BERNARD RUDOFSKY
Strests For Peopie
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