COPING WITH PROBLEMS OF IMPLEMENTING PUBLIC TRANSPORT ROUTES IN PALEMBANG, INDONESIA
	Erika Buchari, PhD

Department of Civil Engineering

 Faculty of Engineering,  Sriwijaya University

Jalan Inderalaya Prabumulih, Km 32, Ogan Ilir, Sumatera Selatan

Phone/Fax: 0711 580139, 

email: erikabasri@telkom.net, eribas17@gmail.com
	Charlemagne Danoh, PhD

ANAST - Transportation Systems Department, University of Liege,

1, Chemin des Chevreuils Bat. B52/3 , B-4000 LIEGE, BELGIUM




Abstract

Many developing countries always have routing problems. Palembang, one of big cities in Indonesia has problems of routings, such as overlapping routes, fewer passengers on routes (disadvantage routes), and extension routes. Currently, local regulations on public transport concern only about licence for public transport fleet, coverage, and the obligation to pay terminal retribution. There is no regulation about bus loading zones, and time schedules. The aim of this research is to find out why the regulation deployment of public transport routes in many cities in developing countries appears to be ineffective and how to have efficient and effective regulation for public transport routes. Regulation is made based on frame work that considers the experience of public transport problems. To achieve the aim of this study all elements of the system should be fulfilled. Framework to process regulation and policy; first, create the working group –transport stakeholders-, second, after meeting of working groups several organization are set up, namely organisation of public transport authority, organisation of working group stakeholders, organisation of public transport operators, organisation of public transport drivers, and organisation of public transport cooperation body. Licences of Routes are provided by tender system, which implementation can be accomplished by Public Transport Operators and controlled by Public Transport. Data which are needed to adjust routing problems are data on routes and operators that are affected from the readjustment routes, data on current income of operators and drivers, data on new routes, which operators get “fat routes” and which operators get “thin routes”.  Subsidies for the thin routes are important to support the operators to cover their cost operational.
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1. INTRODUCTION
1.1 Current regulation
Political condition in Indonesia has been changed after Law 22/1999 on Regional Governance (Pemerintah Daerah) was deployed. Most of powers and funds from central government were decentralized to the local government (head of district and municipality) This situation gave enormous impacts on almost all sectors, including transport and public work sector, which dealt with transportation. Transport planning implementation in autonomous era is rather troublesome, since supporting instrument of transport regulation in region (province, kabupaten/ district and city) is not provided. Many local governments have lack of expert and skill in transportation, especially in Transportation Law. 

Public Transport Regulation in developing countries had been deregulated and privatized as they are affected by international policy on deregulation and privatization during 1980s. In the aid of developed countries and international agencies there were economic structural adjustment package which are required by the donor from the inefficient state or municipal ownership and transport operation (Sohail, 2006). Heavy subsidy, poor management, bureaucracy, unresponsive market should be avoided (World bank, 1986). The intention of deregulation of public transport in developing countries was to introduce competition into the services, reduce public subsidies to public transport industries, shifting transport operation from public to the private sector and improve resource allocation (World bank, 1994; Sohail, 2006). However, totally shifting operation from public (used to be run by DAMRI in Jakarta) to many small enterprises have led to very hard competition. Yet, this situation has worsened when buses, mikrolets, oplets are excessive and they compete for passengers. The right to have routes has become the right to have all passengers along the route and the operators will fight if along their routes another public transport is operated. Here is the root of the problem, the total removal of subsidies to the “thin” (disadvantage route).

National Transport Regulation, Law No. 14/1992 on Land traffic and transport is currently being revised. Prior to the revision of law No.14 year 1992, problems regarding synergy between Indonesian Republic Police (POLRI) and Department of Transport have come up, especially in autonomous region (district and city). These two institutions are confused of this draft revised Law (See: Chapter XIII, Revision of Law No.14 regarding investigation, article 148). Peraturan walikota (Mayor Act, year 2006) for following up the national regulation in Palembang Transportation is being discussed in local parliament. Basically, POLRI does not agree with the article 148, that gives more right to city transport bureau (Dinas Perhubungan kota) to arrest and inspect people. It seems that the problem is not only the matter of moving source of money from central government to city pocket money. It is a matter of improper paradigm in viewing the law breaker as “commodity” that has to be disputed. If the law breaker is considered as the people that have to be assisted, then the overlapping duty is not a major concern. Central and local government seem not ready to conduct autonomous transport in terms of skills and expertise.
Another problem is how government prepares human resources, supporting instrument and mechanism of the implementation of regulation appropriately.  The guidance for deployment such regulation has to be a priority. 
In general, local regulation on public transport has been developed from time to time, but the main essential part  remain the same, only about licence to a number of fleet, coverage, and the obligation to pay terminal retribution. Public transport regulation in Palembang concern about regulation of the flow of public transport, operational on buses, management and retribution fee, determination number of public transport fleet on certain route, determination additional routes, determination of terminal location, and licenses of routes and licenses of entrepreneurs.
1.2 Problems of Regulation Deployment
Problems of routing, which were usually shouted by drivers on their strike were the overlapping routes with other kinds of public transport; less passengers on their routes; new but detriment routes; extension routes and the increase price of fuel. Some incidents are outlined below;

1) Tens of drivers of paratransit or oplet from route Jakabaring- OPI residence, on 25 February 2008 went on strike for the second times in front of the city hall. They demanded mayor decree (Surat Keputusan Wali Kota) Palembang No. 785, 30 November 2004 be enforced. This decree provided rule for routes of bajaj (three wheeled taxi vehicles), that the bajaj can only serve passengers from residence to Central Market  through Dekranasda junction, and passing oplet routes. However, since there is no control, bajaj, operates in any street even the routes provided by oplets. This deviation of bajaj routes does not make sense if the passengers do not mean money. 
2) Overlapping routes by defiant drivers also happened in many routes, such as route of Km 5-ampera seeking for passengers on route Talang Betutu, and route Sekip Ujung seeking for passengers in front of mall PTC. 
3) Service Cutting also happened for Bus route Bukit Besar, which tend to cover only the central area (Jl Jenderal Sudirman).
4) Drivers from route Ampera-Plaju dan Ampera-Kertapati were on strike on 18 Maret 2008. Being unsuccessful to meet legislatives and executives, they make oration that insist local government to extend their routes to Mall International Plaza, where they can expect many passengers to alight. The reason was because they earn less money.
1.3 The aim of the research study
The study addressed a key question, how public transport route provision can be effectively and efficiently regulated and sustained to serve the need of all residents in society. To apply the system, case study was taken in Palembang, Indonesia. The aim of this research is;

1) to find out why the regulation deployment of public transport routes in many cities in developing countries appears to be ineffective and 
2) how to have efficient and effective regulation for public transport routes.
1.4 Some basic definitions

Before moving any further to discuss the research, it is important to define key terms used in this research, which are explained below;

Transportation system consists of interconnected required structures, namely; there are fixed facilities; there are operations; and there is equipment (Garrison, 2006). Each of the components of the system has associated institutions, such as governments, private institutions and professional organizations.

As a system, transportation has unitary system that requires standardization and affective behaviour. The standardization needs to enforce predictable behaviour and it is valued as instrument of control. The system is dysfunction if it is disjoint and lack of steerability.

Route is defined as a public transport service line, which is assigned from origin destination data of passengers, which are gotten from the survey. Route services have coverage, time schedule, frequency of arrival and departure, tariff, bus stop and terminal.
1.5 Research approach
There is lack of understanding about how regulation on public transport system can be delivered to services. The required system is made to establish in order to have efficient and effective regulation on public transport and finally route assignment will no longer have deployment problem. The system to produce the regulation is developed as the flow chart presented below;
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Figure 1: Derivation of Research Method
2 LITERATURE STUDY

Regulation as control measures of public transport performance needs to be developed. However, transport policy remains untouchable and unknown. Garrison et al (2006) wrote:” ……..In a sense policy matters are simple. They just seem complex because policy games are played in diverse stages, with many actors and with issues that appear under different names.” They presented two policy models, namely experiential policy model and conventional policy model. As they said, Transportation experience is not broadly known. Transport experience will give perception, principles and attitudes, which can be developed for policy making. Additionally, policy making should be prepared before planning, deployment, management, and action and reaction. In fact, policy games are played in disparate stage. The experiential model is shown in the following figure 2.
[image: image7.emf]There are 

principles that 

have evolved 

from social and 

economic 

thought

There are

Problems and/

issues bearing 

on 

transportation

These interact to 

yield a set of 

potential policies

Filtered through 

objectives

Subjected to the 

calculi of political 

decision making

Government 

policies result

Action and

reaction

Figure 3 :  Conventional Policy Model


[image: image2.emf]Transportation

Experiences

Perceptions, 

Principles and 

Attitudes

Policy-Making

Planning

Deployment

Management

Action and 

Reaction

Geographic

Economic

Social 

and 

political 

environment

Figure 2: Experiential Policy Model


Source: Garrison, 2006
Contrast with the experiential model, the conventional model is attributed to economist, policy analyst, lawyers and others in policy arena. Conventional policy has two ways of input; they are evolved principles from social and economic thought and problems bearing on transportation. This policy is shown at figure 3.
About public transport and the policy in developing countries in his paper Competition in Urban Passenger Transport in the Developing World, Gwilliam (2001) wrote wide view. His paper referred to Michael Beesley’s commitment to economic liberalisation, and how that is applied in transitional and developing countries, especially for buses. Gwilliam (2001) identified some critical issues, such as operator behaviour and efficiency, modal co-ordination, and service to the poor. Further he discussed about the complexities of imposing regulatory economic strategies where local government, according to him, is weak and technical expertise inadequate. He pointed out that the predatory behaviour in developed countries can be avoided, while it is not the case for developing countries, which have weaker traditions of administrative skill and integrity. Further, He discussed some experiences regarding behavioural, the consequences of allocation and distribution of competition in urban passenger transport in developing and transitional economies. Four critical issues he listed were behaviour, efficiency, vehicle and modal coordination. Regarding behaviour of public transport, he cited high accident rates, theft on public transport. High accident rates were caused by brutal way of driving. He stated that in Lima, Peru, nearly 10 percent of respondents had been victims of accidents while using public transport in the 6 months prior to survey (Gomez, 2000), and combi taxis pick up and drop passengers in the middle of street, and to tip over while racing for passengers. This situation, further he mentioned, was attributable to unhealthy competition of operators to maximize revenue. This is similar to the practice in Indonesia, the owners of the vehicles set up remuneration arrangements to the crew (drivers) for fixed daily sum (Buchari et al, 2002). Of course, the crew’s daily earnings are dependent on the revenue they take. Therefore, crews (drivers) always seek for the passengers. Additionally, theft on public transport in Lima has reduced public transport usage considerably (Gomez, 2000). Theoretically and practiced in developed countries, this faulty behaviour can be encountered by certain measures, such as effective police monitoring and law enforcement. In fact, in developing countries, the solution remains unsolved and in the case of self defence then operator’s associations have tended to develop. However, this organization sometimes goes beyond the law, interloping is more preferable and on certain occasion, violent and occasionally homicidal (Gwilliam, 2001, McCaul, 1990).

Gwilliam (2001) offered simple solution, such as the creation of property right by giving the owners the incentive to monitor and providing a legal basis for enforcement. Many governments, especially those in transitional economy need to convinced that stability and reliability in public transport service can be achieved by competitive rule, such as competitively tendered franchising system. This tender system accompanied by the development of legally recognised associations of independent informal sectors operators, can offer an attractive route to private sector participation. Some strategic measures mentioned by Gwilliam (2001), such as improved quality service, reduced fares can be discussed in the organisation (Buchari, 2002) as aspects included in competitive tendering for some routes operated by small bus vehicle (oplet). Perhaps, if these measures can not be effectively done, Uzbekistan and Kyrgys SR can be good examples, they have development process under the pressure of donor countries (Gwilliam, 2001). In terms of efficiency, Gwilliam (2001) emphasised on service stability and the role of informal sector. 

3 PROBLEMS OF POLICY MAKING OF PUBLIC TRANSPORT ROUTE ASSIGNMENTS
In policy making process, usually transport planning methods are left behind. The result of survey data which are presented in desire lines travel pattern will show the need of public transport routes assignment. However the routes assigned are not following the assignment results. This case happens in many cities in Indonesia. The following sub sections will describe the case of Palembang and Jakarta.

3.1 Case of Palembang

Understanding about routes is different for public transport operators. According to them, route is a private right and source of income that can not be changed by government or other party as this route can feed them well. But routes also are treated as commodity, since it is source of income, therefore the routes should be passed over a crowded area, where many passengers will always be available, so that the drivers can earn money and a part of it will be contributed to the owners. Of course this opinion is contrary to the definition of route itself. 

The problem derived in assigning public transport routes are;

1) Public Transport Operators, Users, Planners and Government have different perception regarding routing system.

2) The existing provision of routes is not following the desired lines of travel pattern of public transport passengers. Usually, the services are modified from past time service provision which based on trial and error.

3) All routes should pass the central area, or otherwise drivers will go on strike to fight for their stake. As examples, all 7 routes of buses pass Sudirman Street and 10 routes of Oplet pass Merdeka Street in central area of Palembang.

4) Regulation and Transport Organization do not support the existence of public transports so that in international terminology they are still  categorized as informal public transport.
Many practices in developing countries have given an overview that they can overcome public transport problem, including routing problem. While, many cities in Indonesia still face the routing problems. Origin Destination Surveys had been done by many groups; they are the Department of Civil Engineering (Buchari, 1988, 1990, 1997, Purba et al 2004), and Bappeda kota Palembang (PUSTRAL Yogyakarta, 2003). The result of survey data which are presented in desire lines travel pattern did not comply with public transport routes assignment. The policy making did not follow the step of policy models. Even, the planning results in some cases are split from the policy made and deployment. From the survey results, it can be concluded that;

1) There have been unevenly distributed number of public transport along the routes, and the excessive numbers of public transport on certain routes have given very high frequencies of arrivals (The shortest is 0.11 minutes or 6.6 second) (see table 1 in appendix)
2) Routes of public transport is concentrated in central area. (Sudirman and Merdeka Street) (See figure 4 and 5)
3) Operators tend to choose short distant routes (Route of km5-Ampera)

4) Most of speeds of the public transports are decreased due to congestion and low level of service.  
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Figure 4: Concentration of bus routes on Sudirman Street
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Figure 5: Concentration of oplet routes on Merdeka Street

Inherently, local government can not direct the perceptions, principles of route assignment because drivers and public transport operators will be angry and going on strike.

3.2 Case of Jakarta
How to improve and informal public transport, so that it can have integrated and harmonious movements with BRT system?

[image: image5.emf]


   Source: Tempo, Indonesian Magazine, 2007

Figure 6: Jakarta BRT system at the worst condition, in Sudirman Street

Until now, passengers are compelled to accept and become fulfilled with all weak points of public transport condition. The government has never been a problem solver. Bad system has created public transport operators (drivers) to become depressed and accept all disadvantages they face as a destiny, and they never think more decent life. Those factors, which have always been accepted as a normal condition, actually can be successfully left behind in many developed countries. 
The question is why we do not have faith in changing the system of public transport in terms of services and performance? Why many local governments think that modern system of public transport is difficult to start with, or it needs much money that they could not afford to support, or - as usual - there is no need to hurry to change the old system? 

The existence of BRT may be a threat for existing buses, mikrolets and oplets, because their routes and “passengers” are taken by BRT. But, there is an opportunity to make harmonious live together, connection between informal public transports to BRT Buses, which have time schedule. 
4 REFORMED ORGANISATION,  REGULATION AND POLICY
In order to achieve the aim of this study, the framework to produce the regulation and policy is presented at figure 7. This process based on the transport experience, problems that are noted by management and control system as a result of the reaction of existing regulation. The process then in its turn is becoming dynamic as repeated process is needed until the regulation and policy would have no reacted problems. As counter measures, it is planned to do Regulation System reform, which consists of organization reform, and regulation and policy reform.

4.1  Organization reform

Organization reform will be described in detail in the following section;

1) Transport Authority

Authority to public transport organization is now positioned in Local Transport Bureau (Dinas Perhubungan Kota Palembang), which has three duties, namely; planning, implementation and supervision (duty to arrest people who make mistakes). Regulation is produced by cooperation executive, in this case Local Transport Bureau and local parliament (Dewan Perwakilan Rakyat).  The following scheme is recommended to plan the organization below which the Transport Authority will work together.
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Figure 7: Framework of processing regulation and policy
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Figure 8: Flow chart of Transport Planning Regulation based on Community Development

2) Operator Organization

Current Operator organisation, named ORGANDA, is no longer suitable for public transport organisation. Organization for Public Operators will be established based the participatory planning process. In order to guarantee the regulation produced will run effectively, public participation is required from planning to implementation process.  Changing paradigm is not simple; therefore it should be tested, adapted and adjusted. Figure 8 is a flow chart of Transport Planning Regulation based on Community Development.
4.2 Regulation and Policy Reform

In terms of public transport system, the opportunity of making new tender system can develop operator’s organisation towards self regulating and protected system. It needs legal aspects (regulation and policy) to establish and to recognise associations of independent informal sectors operators, so that this organisation can legally offer an attractive route to private sector participation.
Reducing excess fleet by determination number of buses, oplets and boats are based on planned service frequency. All routes of buses and oplets that have excessive fleet are to be regulated. Determination number of public transport should be associated with preparing tight local regulation (Perda) and stringent law enforcement. Regulations should be produced are 
time table and interchange facilities ; control number of bus or oplet; partnership for multimodal system; and information system for companies and government. 

Public education and training is one of important step of marketing.  Some topics should be emphasized in this education and training program on public transport. The implication of planning, which have to be considered exhaustively on route policy making are;

(1) Data on routes and operators that are affected from the readjustment routes 

(2) Data on current income of operators and drivers 

(3) Data on new routes, which operators get “fat routes” and which operators get “thin routes”. Then, calculate the subsidies for the thin routes

(4) Concurrently, establish Public Transport Authority, independent Public Transport Operators Organization (reform or change the format of the existing Public Transport Organization, called ORGANDA)

(5) Make regulation for Public Transport Authority, Public Transport Operators Organization so that every decision come from these two organizations will be legally admitted.

(6) At the same time as the above two organizations establishment, create working group discussion and Community Based Development Organization.

(7) Create Route Tender system, which implementation can be accomplished by Public Transport Operators and controlled by Public Transport. The calculation of new income for the operators after new routes applied; the amount and period of subsidies for affected routes; if necessary possibility of shifting routes between operators so that the will take in turn serving fat and thin areas; and the calculation of the compensation for discontinued bus fleet  services should be addressed in the tender system.

(8) During the transition time, the government should stop giving the license to operators. There may not be any increase of bus in route services, because dishonest action could happen in case of government will give subsidies, and some operators and corrupt persons in local government can cooperate in such a way so that more subsidies are deviated to “new operated fleet”. 

(9) Government should realize that the money for public transport subsidies on certain routes and certain period is worthless than the money government should pay for congestion cost, such as

(a) Degradation of city environment caused by pollution and noise

(b) Economic cost for the loss of time, fuel consumption, opportunity to have more jobs

(c) Degradation of city appearance 

(d) Health Cost for Drivers, Road Users and public.

CONCLUSION
From the preceding sections, it can be concluded that;
1) A System consists of fixed facilities, operation and equipment. In terms of public transport, the system should consist of fixed facilities, namely bus stops, bus loading zones, location for control; operation, namely route, coverage, frequency, headway, time table, regulation; and equipment, namely signs, and signals.

2) Regulation is made based on frame work (figure 7) that considers the experience of public transport problems.
3) In order to obtain the efficient and effective regulation on public transport route all elements of the system described in point 1, should be fulfilled.

4) Process to compose regulation and policy should follow the framework in figure 8, first create the working group –transport stakeholders-, second, after meeting of working groups several organization are set up, namely organisation of public transport authority, organisation of working group stakeholders, organisation of public transport operators, organisation of public transport drivers, and organisation of public transport cooperation.
5) Licences of Routes are provided by tender system, which implementation can be accomplished by Public Transport Operators and controlled by Public Transport.
6) Data which are needed to adjust routing problems are data on routes and operators that are affected from the readjustment routes, data on current income of operators and drivers, data on new routes, which operators get “fat routes” and which operators get “thin routes”. 
7) Subsidies for the thin routes are important to support the operators to cover their cost operational.
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