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FOREWORD
This document is the Draft Final Report of TA-8195 PHI: Davao Sustainable Urban
Transport Project. It consists of five parts: an Executive Summary and four individual
reports representing successive stages of the consultants’ work:
Part A: Executive Summary
Part B: Project Context & Overview
Part C: Review of Urban and Transport Plans
Part D: Review of Existing Public Transport
Part E: Comprehensive Public Transport Strategy
Part B is taken from information contained in the Inception Report (March 2013), while
Parts C to E are based on reports first published in April 2013, June 2013 and August
2013, respectively. Although all of these reports have been reviewed in the light of latest
information, prior to their inclusion in this Final Report, no attempt has been made to
update the basic information and data sources quoted. The documents therefore remain
relevant to the date on which they were first published. In addition, the Comprehensive
Public Transport Strategy has been extended to include further consideration of the
requirements for phased project implementation, capacity development programs, and
other follow-on activities to support the proposed public transport reform process.
Each part of the report has its own table of contents for ease of reference.
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1

Background and Context

1.1

Project Context
The Policy and Advisory Technical Assistance (PATA) that is the subject of this
report was conducted in Davao City between March and November 2013. It is part of
a continuing effort to introduce public transport improvements to highly urbanised
cities such as Davao.
Previous work in this area has included a study by NCTS in early 2000, which made
recommendations on improving public transport in the city and, more recently, the
Asian Development Bank (ADB) supported Promoting Sustainable Urban Transport
in Asia Project, which included Davao as one of its three case study cities.
Completed in July 2011, this study recommended the urgent modernisation of
Davao’s public transport system and operations. As such, it has provided an
important basis for the current PATA.
In addition, the Government of the Philippines has developed a National
Environmentally Sustainable Transport Strategy (NESTS), under Presidential Order
No. 254 of 2011, which includes Davao as one of the focus cities.
Following the present work, it is anticipated that further feasibility study of specific
investment components of the overall public transport reform process will be
undertaken, leading to their subsequent implementation.

1.2

Davao City
Located in the Davao Region (Region XI), in south-east Mindanao, Davao City is the
third largest city in the Philippines, in terms of population, and is one of the country’s
‘highly urbanised’ cities. It is surrounded by the provinces of Davao Del Sur, to the
south, Davao Del Norte, to the north and east, and Cotabato, to the west.
The City has an unusually large land area amounting to some 2,444 km2. However,
only about 15% of this is scheduled for urban development and the area that is
currently built up is even less (about 10%). Most of this development is in the south
and east of the city on land bordering the Gulf of Davao, and on either side of the
Davao River. The remaining areas further north and west are either reserved for
agriculture (67%) or forest/conservation (18%).
The main commercial heart of the city (the CBD or Poblacion District) is located on
the east bank of the Davao River. However, in recent times, other sub-urban centres
have begun to develop in Toril (to the south-west), Calinan (to the north-west) and
Bunawan (to the north-east) – leading to an increasingly multi-polar urban structure.
Elsewhere, much of the urban area is given over to large, sprawling low-rise
residential developments of the type that is particularly difficult to serve effectively
with public transport.
Between 2000 and 2010 the city’s population increased from 1.147 million to 1.449
million – an average annual growth rate of about 2.4%. The current Comprehensive
Land Use Plan (CLUP) anticipates that this rate of growth will continue and that by
2018 (i.e. 5 years from now) the population will have increased to around 1.777
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million. This represents a need to accommodate an additional 328,000 people over
the 8-year period – equivalent to more than 75,000 households, or more than 9,300
households a year. It is anticipated that about 90% of the expected population
growth will be concentrated in just 38 of the 182 barangays in the city, and that much
of the new development will be in new low-rise sub-divisions to the north, and inland
of the present built-up area (Figure 1).
Figure 1: Davao City Barangays Most Affected by Population Growth

Source: Project Team analysis
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Stakeholder Identification
The main stakeholders in the City’s public transport system include:
• City officials (legislative, executive and technical);
• officials of transport-related national government agencies and their regional
offices (Department of Transportation and Communications [DOTC], Land
Transportation Franchising and Regulatory Board [LTFRB], Land Transportation
Office [LTO], Department of Public Works and Highways [DPWH]) – primarily the
regulators of much of the public transport system and the national road network;
• public transport providers (owners, operators, drivers); and
• public transport users (members of civil society groups, special advocacy groups
and the business community).
Each group has its own interest in the public transport system, which may be in
conflict with that of others. Nevertheless, the public transport reform process will
need to acknowledge, and seek to reconcile, these different interests.
It is also apparent that no one group has a monopoly over the transport system. In
order for the public transport reform process to be successful, all parties will need to
work together for the good of the City as a whole.

1.4

PATA Outputs and Achievements
The outputs of consultant’s work are contained in four reports:
•
•
•
•

a Review of Urban and Transport Plans (April 2013)
a Review of Existing Public Transport (June 2013);
a Comprehensive Public Transport Strategy report (August 2013); and
a Final Report (December 2013).

The first three of these are available as separate documents or bound together with
the fourth document.
Stakeholder participation and capacity development activities have continued
throughout the 9-month period – including a wide range of activities aimed at
informing, clarifying and strengthening the City’s transport policy objectives,
strengthening institutional and legislative frameworks to support public transport
reforms, and generally developing awareness of the various issues involved.
Finally, two major workshops were organised during the consultants’ time in Davao –
the first in conjunction with the Inception Report (April 2003), and the second to
present the overall findings and conclusions of the PATA (in November 2013). This
second workshop was held in conjunction with a Transport Summit arranged by the
Sangguniang Panlungsod Committee on Transportation and Communication.
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2

Analysis of Existing Public Transport Situation

2.1

Introduction
The focus of this analysis was on the following aspects of public transport provision,
namely:
• the nature and extent of current public operations in the city, in terms of vehicle
types and route coverage;
• the current provision and condition of supporting infrastructure and passenger
facilities; and
• the extent to which transport providers’ organisational and financial management
capabilities might need to be improved to support a public transport reform
program.
To inform the analysis:
• information on current public transport franchises was collected from the Land
Transportation Franchising and Regulatory Board (LTFRB) and the City
Transportation Regulation Division (TRD);
• a number of investigations were undertaken using the City Planning and
Development Office (CPDO) GIS database; and
• two major surveys were carried out – one covering the public transport
operations themselves (vehicle and passenger counts at 13 strategic locations
around the city, from 6am to 8pm; and journey time and boarding and alighting
surveys along 10 of the city’s jeepney and Filcab routes), and the other covering
the financial and management practices of transport providers.
In these latter surveys, some 72% of all person trips by motorised modes were
observed to be undertaken by jeepney or Filcab, while 6% were by taxi and only 22%
by private transport modes.

2.2

Conclusions
This analysis, together with the initial responses of stakeholders, leads to the
following conclusions:

2.2.1

Inadequate network coverage
While the jeepney and Filcab network has a reasonable coverage in and around the
city centre and coastal highway, many areas further inland are either poorly served or
are not served at all. In all, there are 51 barangays affected (see Figure 2):
• 20 barangays where there is no service at present, affecting about 86,000
people (or 7% of the population). Of these, 5 are in areas where high population
growth is expected in the next 5-10 years.
• 31 barangays with a poor level of public transport service (less than 15 jeepneys
assigned per 1000 population). Of these, 17 are in areas where high population
growth is expected.
In all, about one third of the population of the planned urbanised area (or more than
412,000 people) lives in these 51 barangays.
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Figure 2: Barangays Unserved or Poorly Served by Public Transport
(Jeepney and Filcab) Routes

Bunawan

Calinan

Toril

No service
Poor service
– high growth
Poor service
– moderate growth

Source: Project Team analysis
This situation has arisen because i) rapid urbanisation and ‘urban sprawl’ is
outpacing the provision of appropriate public transport services, and ii) little or no
attention appears to have been given to the public transport needs of newly forming
communities.
The deficiencies on the ground are almost certainly more pronounced than is
illustrated here, because many of the franchised services do not operate at all or are
routinely terminated short of their final destination – a situation which has been
observed in many of the outer areas of the route network.
Where jeepney and Filcab service are lacking, their place is filled by motorised
tricycles or motor cycles for hire, many of which are informal and unregulated. The
result is often an inadequate and unsafe system which is fraught with social
consequences.
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Inappropriate vehicle types
At the end of 2012, there were almost 7,300 jeepneys and Filcabs franchised to
operate in the city, and more than 3,100 motorised tricycles 1. Jeepneys are either
the long-wheel-based traditional vehicles, with longitudinal bench seats for up to 18
passengers 2; Filcabs are smaller vehicles with up to 12 seats, arranged in a similar
manner.
The motorised tricycles are of two basic designs: a motorcycle with sidecar (3 wheels
in all) or a motorcycle fitted with a centre cab at the rear supported by two wheels (4
wheels in all). The ‘sidecar’ type can carry 3-4 passengers, usually on transverse
seating, but the ‘centre-cab’ type regularly carry up to 8 passengers, on longitudinal
seating.
All of these are rear-loading and are not usually air-conditioned.
During the surveys, one-way peak hour passenger volumes were found to vary
widely from site to site:
• from around 400, along Libby Road, near Toril
• to more than 7,850, across the Bankerohan river bridge.
At the first location, these passengers were carried by 130 motorised tricycles and a
handful of jeepneys and Filcabs; at the second location, they were carried by 622
jeepneys and Filcabs (that is about one every 6 seconds). Both in terms of road
space and fuel efficiency, this is a very inefficient way of carrying the passengers
involved.

2.2.3

Complex route network
At the end of 2012, there were also 131 franchised jeepney routes operating within
the city, of which 18 are one-way circulatory routes within the City Centre.
The overall picture is one of overlapping routes converging on the City Centre, with
services progressively joining others along the way. In the City Centre itself, this
often leads to congestion caused by the large number of public transport vehicles
that accumulate. This type of route pattern is thought to have developed because of
the ‘one ride’ expectation of many travellers (the concept that expects journeys to be
completed as far as possible without the need to interchange). In practice, however,
this leads to a number of inefficiencies that will need to be addressed if Davao’s
public transport is to be improved.
Other issues that have been noted in relation to the existing route structure include:

1

2

The number of motorised tricycles actually operating within the city is thought to be
larger than this, because of the presence of a significant number of unfranchised
(‘colorum’) vehicles, which are progressively being brought into the franchising
scheme.
These capacities are often exceeded at peak times, to the detriment of passenger
comfort.
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• many routes are just short extensions of other routes at their outer extremities,
leading to unnecessary duplication and complexity; and
• while the system of one-way loops around city centre streets may be convenient
for operators, it is likely to be very inconvenient for the majority of passengers.
In addition, there are 91 motorised tricycle routes or areas, some of which encroach
onto jeepney or Filcab routes.
2.2.4

Highly fragmented transport industry
Further analysis if the jeepney and Filcab route data indicates that 51 (or 39%) of the
routes were operated with less than 15 vehicles – the minimum number considered
necessary by the DOTC to provide a viable level of service – whereas 21 (or 16%) of
the routes were operated with more than 100 vehicles 3. Of the routes operated by a
small number of vehicles, many were operating between specific sub-divisions and
the City Centre.
The average number of vehicles per route is 54, overall, but this rises to 86 if the
smaller routes are excluded. When it is considered that the number of franchises
(6,724) is almost as high as the number of units (7,278), and franchises place no
obligation on operators to provide a given level of service, the result is a highly
fragmented transport industry, which cannot be guaranteed to provide a reliable
service to the travelling public.
For the motorised tricycles, individual franchises are granted to each of the more than
3,000 vehicles.
As a result, the emphasis is almost always on the ‘livelihood’ of individual
driver/operators, or drivers who hire their vehicles from an operator, rather than on
co-operative working aimed at delivery of a ‘public service’.
This fragmentation is not only difficult operationally, but it is also difficult to regulate
and enforce, because of the sheer number of vehicles and franchises involved.

2.2.5

Weak planning and regulatory framework
Many of the difficulties that are being experienced by the existing public transport
system in Davao City can also be traced to the weak planning and regulatory
framework covering this sector. In particular:
• responsibility for transport-related matters is spread across several national and
local government agencies, without always being well coordinated; even within
the city government, there is not a single office with overall responsibility for such
matters;
• there is a general lack of local government involvement in planning,
commissioning and regulating comprehensive public transport services that meet
the social and economic needs of citizens, and encourage sustained economic
growth; apart from motorised tricycles, which are regulated by the city

3

The smallest number of units assigned to any route is 1 (at least 8 routes) and the
largest number is 431 (Sasa via J.P.Laurel Avenue)
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government, the planning and regulation of public transport services is often
seen as the responsibility of national government – to be undertaken by the
DOTC and the LTFRB; in reality, neither agency has the information or
resources to carry out such tasks effectively;
• existing public transport franchising mechanisms do not specify the exact level of
service to be provided, leading to widespread irregularities and shortcomings in
transport provision; and
• there is a distinct lack of enforcement in the regulation of public transport
operations, both because the LTFRB does not have its own enforcement arm
(this role is taken on by the LTO), and because there is often more emphasis on
traffic management than on managing public transport operations.
2.2.6

Inadequate supporting infrastructure
Similar weakness are apparent in the provision and management of the basic
infrastructure required to support public transport infrastructure; sidewalks, stops,
waiting sheds, terminals and other essential components of a modern, efficient public
transport system are absent from many parts of the existing network.
Moreover, some parts of the urban road network are poorly developed and
maintained. In the city centre even main roads are subject to occasional flooding; in
outer areas some roads are of gravel construction or their concrete surface is badly
broken, and many are too narrow to accommodate larger public transport vehicles.
These weaknesses are thought to stem from:
• urban transport policies that seek to maximise road space for private vehicles at
the expense of public transport operations and pedestrian movements;
• inadequate investment in road development and maintenance, and in the
facilities required to support public transport operations, a safe and convenient
pedestrian environment and non-motorised transport; and
• poor management of public transport corridors, including frontage management,
aimed at facilitating the passage of public transport vehicles and leading to more
reliable journey times.
Reforms in all these areas will be required in order to make public transport provision
in Davao more effective and efficient.
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3

Comprehensive Public Transport Strategy

3.1

Introduction
The Comprehensive Public Transport Strategy (CPTS) developed by the PATA –
which is the starting point of the reforms that are thought to be necessary – includes
all of the following elements:
• Transport operations – including network coverage, service levels, the vehicle
types to be used, and integration between different public transport modes;
• Supporting infrastructure and facilities – including public transport terminals,
passenger and pedestrian facilities, and public transport corridor management;
• Contracting, franchising and financial management arrangements – including the
procurement and regulation of services, and the equitable distribution of costs
and revenues;
• Institutional and organisational arrangements – including the ability of the City
Government to plan, develop, monitor and manage the strategic public transport
network on an ongoing basis, in conjunction with national government partner
agencies, and in the context of wider urban transport policies; and
• Social impacts and capacity development needs – including ways of mitigating
any adverse impacts of public transport reform, and supporting organisations
and individuals who are involved in is implementation.

3.2

Developing a Public Transport Reform Process
It is important to note that the strategy is not intended to be a fixed ‘plan’, which might
rapidly become out of date in the face of changing circumstances, but a set of
procedures that, if applied consistently, will lead to the desired reforms and
improvements over a number of years. As such, it cannot provide all the answers
immediately, and further study and research will be required as its implementation
proceeds.
The overwhelming conclusion is that the Davao City government must take a proactive role in shaping, owning and operating the strategy, if public transport reform is
to be implemented successfully.

3.3

Ensuring Sustainability and Inclusivity
Throughout this process, the concepts of:
• ‘sustainability’ – a lasting solution that aims to protect and enhance the
environment, while still being affordable and socially acceptable; and
• ‘inclusivity’ – a transport network that is intended for use by, and is available to
all citizens of Davao and its surrounding area
have been guiding considerations. Stakeholder involvement and feedback has also
been invaluable in ensuring broadly realistic and socially acceptable outcomes.

3.4

Stakeholder Involvement, Expectations and Feedback
One of the important objectives of this PATA has been to involve the widest possible
range of stakeholders in the development, and subsequent ‘ownership’, of the
proposed comprehensive public transport strategy, and its associated reform
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program. To this end, the consultants’ have conducted structured interviews with
more than 56 stakeholder groups. Briefings and fora have also been conducted to
orient more than 200 offices and organisations of transport regulators, providers and
users on the aims of the project, the consultants’ findings, and the emerging
comprehensive public transport strategy. In addition, regular meetings have been
held with city government officials and officials of national government agencies who
are involved with transport-related activities within the city.
In order to focus on the development of a comprehensive public transport strategy,
the feedback received may be summarised as follows:
• there is a shared concern among stakeholders about the state of public transport
in Davao (i.e., congestion, safety, viability of operations, governance issues);
• there is a general openness to improvements, but with specific concerns about
impacts on the livelihood of transport providers, affordability of public transport,
and ensuring transparency and accountability of the government agencies
involved; and
• importance is placed on following through and sustaining stakeholder
involvement in strategy development and implementation – which is best led by
local government, in line with national policies for sustainable urban transport
and with the support of national government agencies.
3.5

Elements of the Strategy
Each of the strategy components outlined above has been studied and documented,
at a pre-feasibility level, in order to quantify the broad scale of the tasks that would
need to be undertaken, and to ascertain their approximate costs:

3.5.1

Transport operations and network structure
For city services, the proposed network structure would be hierarchical, that is it
would be made up of a series of inter-linked and coordinated services that, together,
provide a seamless but appropriate transport system usable by the maximum number
of Davao’s citizens and visitors. This hierarchy of services would include:
• Level 1: ‘Core’ transport services, catering to the highest passenger volumes
within the jurisdiction of Davao City, and forming the ‘backbone’ of the system in
highly prioritised and managed transport corridors;
• Level 2a: ‘Feeder’ services, linking other populated areas of the city to the ‘core’
transport corridors; in a number of cases, these would also provide the basis for
local area services within the emerging urban sub-centres of Toril, Calinan and
Bunawan;
• Level 2b: City Centre circulatory services, distributing passengers between ‘core’
transport routes and various locations within the City Centre;
• Level 3: Local transport services, whose main function is to distribute
passengers between local origins and destinations and key interchange locations
along the ‘core’ and ‘feeder’ transport corridors; many of these will operate within
sub-divisions and other residential areas where the main ‘feeder’ services cannot
easily penetrate.
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The main rationale for such a hierarchy is to allow the efficient use of appropriate
vehicle types on each part of the network, and to develop passenger confidence
through a strongly integrated system of public transportation.
Figure 3 illustrates how the main features of a possible public transport network
configuration for Davao City might evolve over time. It identifies the core network,
feeder network and main terminal locations.
Other differences between the existing and proposed operational arrangements
would be that i) public transport vehicles would be required to stop at designated
locations, rather than on demand, and ii) service provision would be arranged
according to fixed, pre-arranged schedules (or timetables).
Figure 3: Illustrative Public Transport Network

Other transport services plying between Davao City and regional destinations appear
to be operating without too many issues, and need not be included in the main public
December 2013
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transport reform program. However, it is also recognised that there are likely to be
capacity constraints at the central DCOTT terminal in future, and that its current
location is anyway not particularly convenient for passengers or operators.
Consideration may therefore need to be given to terminating regional bus services at
Toril, Calinan or Ulas, in the south, and Banawan or Panacan, in the north, and
requiring passengers to transfer to city transport services.
3.5.2

Infrastructure provision and management
The type of infrastructure that is required to support the above public transport
services will depend on the type of system that is adopted, especially along the ‘core’
route network. Past studies have suggested that some form of ‘mass transit’ system
may be required, involving either a Bus Rapid Transit (BRT) or Light Rail Transit
(LRT) system along a ‘core’ route, with smaller vehicles providing ‘feeder’ services
along connecting routes.
Having examined the situation in some detail, the present consultants consider that
the most appropriate solution for the ‘core’ routes in the short- to medium-term,
bearing in mind the multiplicity of routes involved and the likely passenger demand,
would involve bus services that are provided with a high level of priority and that use
high capacity conventional buses. They also consider that right-of-way constraints
(both lateral and vertical) mean that a full BRT system, with buses operating on a
separate right-of-way, cannot be accommodated in Davao at the present time –
neither is the capacity that such a system might provide required for the foreseeable
future. Furthermore, widening the right-of-way to accommodate such a system is not
considered feasible, because there is extensive commercial frontage along many of
the city’s main roads, which is likely to be difficult to acquire. The preferred solution
is therefore a system in which buses utilise a separate outer (kerbside) lane on the
existing carriageway, specially reserved for their operation, together with enhanced
priority at signalised intersections (characterised as a ‘highly prioritised bus system’
[HPBS]) 4.
In addition to bus stops and other passenger facilities, such a system would need
extensive improvements to the sides of the road, including kerbs and sidewalks, as
well as an intensive frontage management and enforcement regime. Because the
majority of the ‘core’ routes are located on national roads, such improvements would
need to be developed in close coordination with DPWH.
The ‘feeder’ routes would operate on existing roads without the need for such
intensive priority measures, but frontage management and detailed attention to
pedestrian facilities would still be required.

4

It should be noted that nothing in this strategy would preclude the development of a
higher capacity mass transit system at a later date, provided that suitable
alignments were available and land uses re-oriented to favour such a system.
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The total length of the roads utilised by the core bus routes is estimated to be around
85kms and for the feeder routes around 370kms, meaning that around 170 pairs of
bus stops might be required for the former and up to 740 for the latter.
The total cost for the required infrastructure along these routes has been estimated to
be around PhP550 million ($14 million) for the core network and PhP1,100 million
($28 million) for the feeder network.
3.5.3

Procuring services and appropriate service standards
There is widespread recognition among stakeholders that public transport services
(especially those involving jeepneys and Filcabs) are currently being planned and
delivered by the private sector, with the public sector merely responding to requests,
rather than taking a pro-active approach to service provision. What is required to redress this situation is a form of ‘public-private partnership’, in which the public sector
is responsible for setting overall transport policy, planning network coverage,
specifying service levels and operating standards, and providing adequate supporting
infrastructure (including frontage and traffic management), and the private sector is
responsible for providing and operating the vehicle fleet to meet those objectives.
From what has been said earlier, the status quo is not a viable option, nor are minor
adjustments to the current public transport services considered to be adequate to
address the serious issues that have been raised. Four other options have therefore
been considered for possible inclusion in the public transport reform program:
•
•
•
•

Build-Operate-Transfer (BOT);
separate provision of infrastructure and operations;
active LGU involvement in network planning and management; and, in addition
LGU involvement in providing operations.

These have been developed on the basis that they could be introduced relatively
quickly, within the existing Philippine legal framework. Options that would require
major changes to primary legislation have not been considered because they would
almost certainly take too long to accomplish.
The first two options are not favoured because they i) are not considered to be
appropriate mechanisms for the provision of transport services, ii) only apply to part
of the network, and may therefore be difficult to integrate with other services, or iii) do
not encourage a high level of participation from the Davao City government (who, in
reality, need to manage public transport in the context of overall city development).
The third option, while encouraging maximum LGU participation in public transport
planning and management, in partnership with the DOTC and the LTFRB, would still
depend on the existing franchising regime, which does not seem able to deliver
consistent service standards.
This leads to the fourth option – that favoured by the PATA consultants – in which the
LGU would become more involved with transport operations, possibly through a joint
venture arrangement (JV) with one or more private sector operating partners. This
would allow it to keep a tighter control on operating standards, while also having a
December 2013
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deeper understanding of the commercial viability of operations.
arrangement the JV would still need to obtain franchises from LTFRB.

Under this

It has been estimated that some 330 large buses would be required to operate the
core routes, and a further 1,010 smaller buses (or other similar vehicles) might
eventually be required on the feeder routes – involving a total fleet investment of
around PhP6,609 million (or around $165 million). Clearly, such an investment,
together with the commissioning of services and the training of drivers and other
staff, will take several years to implement. In the meantime, the challenge will be
how to phase out existing services while phasing in the new regime.
Local transport services within sub-divisions, or other areas away from the main
‘core’ or ‘feeder’ route network, would be provided by a mixture of transport modes
considered appropriate by barangay-level LGUs, in consultation with local residents.
In the short- to medium-term, these might include motorised tricycles franchised and
regulated by the City government.
Taxi services do not appear to present too many issues for transport users or
regulatory authorities. They should continue to be franchised and regulated by
LTFRB under current arrangements. In overall strategy terms, it is essential that they
remain affordable and that taxi operators are encouraged to provide reliable,
professional services. At the same time, taxi drivers should be discouraged from
congregating in locations where they would cause traffic congestion or delays to
other public transport vehicles.
3.5.4

Institutional and legislative framework
None of the technical and administrative aspects of public transport reform set out in
the strategy have any meaning unless they can be implemented. Furthermore, many
of the recommended reforms cannot be implemented as a ‘one-off’ project, but must
be accomplished by the consistent implementation of ongoing policies, procedures
and programs over a period of several years. Given that Davao is a Charter City with
around 1.5 million inhabitants, coordination of such activities should logically be the
prime responsibility of local government, supported by national government agencies
and by appropriate private sector partners.
For this reason, the consultants have strongly supported the revision, publishing and
eventual implementation of the proposed Comprehensive Transport and Traffic Code
(CTTC), and have participated with city officials and legislators in ensuring that its
provisions are appropriate to public transport reform. At the same time, they have
recommended early establishment of the proposed City Transport and Traffic
Management Board (CTTMB) and City Transport and Traffic Management Office
(CTTMO) as a focus for taking the reforms forward.

3.5.5

Need for capacity development
In making such recommendations, it is recognised that City officials will need a great
deal of support in putting the required institutional arrangements and technical
capacity in place. Other groups will also need to participate in these capacity
development activities, most notably: transport providers, where there is a need to
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understand and operate new or revised procedures; and transport users, who will
need help understanding the operation of revised services.
The present PATA has already begun this process in a small way, but capacity
development, in all its forms, must continue to be regarded as a key feature of the
ongoing public transport reform process, and should receive a commensurate level of
investment in time and other resources. Above all, lack of capacity at the local
government level (whether actual or perceived) should not be used as an excuse for
their lack of participation in the public transport reform process.
3.5.6

Managing social impacts
It is well known from experience elsewhere that public transport reforms can and do
lead to improved social conditions for many residents. Such improvements include
improved mobility, and improved accessibility to education, markets and employment.
They are particularly relevant to poorer families, who cannot afford their own
transportation, and women and children who are often left without transportation
when the only vehicle available is otherwise in use. However, in a modern city,
public transportation should be available to all citizens if serious traffic congestion,
and the consequent lack of mobility, is to be avoided, and economic viability is to be
sustained. It has already been noted that more than one third of the residents of the
planned urbanised area of Davao City live in barangays that are without proper public
transport services.
Nevertheless, implementation of public transport reforms can also have negative
impacts. These are most likely to occur in the initial stages of reform, during the
transition between existing conditions and the reformed outcome. They will affect
both transport users and transport providers. The overall public transport reform
program will therefore need to include both mitigation measures and support
programs for all those likely to be adversely affected, as an integral part of project
design and implementation.
It should also be noted that the impacts on existing public transport providers are
likely to be much the same whichever form of mass transit system is adopted (be it
LRT, BRT or a highly prioritised bus system), since all would require re-organisation
and rationalisation of existing public transport services. In this respect, the
consultants recommend that most emphasis is placed on how existing transport
providers can be helped to participate more effectively in local transport provision,
rather than assuming that they have no part to play at all. It is also recommended
that transport reforms do not merely involve new services being superimposed on the
existing system, since this would inevitably lead to a serious degradation of livelihood
and commercial viability, without any planned means of support.
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4

Mitigating Project Risks

4.1

Introduction
In order to generate confidence to take the public transport reform process forward, it
is essential that project risks are minimised. Without this, the further investments
required for project preparation and implementation might not be forthcoming.
Indeed, mitigating these risks, as far as possible, has been one of the underlying
rationales for the current PATA.
This has been achieved in one of two ways:
• extensive stakeholder participation activities; and
• capacity development activities aimed at providing awareness of the policy
issues involved in public transport reform and providing information and advice
as to their most effective resolution.

4.2

Stakeholder Participation
The extent of the consultants’ stakeholder participation activities, and a summary of
the concerns raised, has been outlined in Section 3.4. In response, the consultants
have sought to provide information and explanations that would address as many of
these concerns as possible.

4.3

Project Risk Mitigation
In relation to the City government, in particular, there are significant policy issues that
have to be recognised and addressed before the public transport reforms can be put
into place. These are presented in Table 1 as a series of nine ‘risks’, or concerns.
Each has been subjected to detailed examination in various capacity development
activities that have been held during the course of the PATA, particularly during the
months of September and October 2013. The elements headed ‘Project Mitigation’
highlight the extent to which policy issues have been resolved by the PATA, and
agreements reached; those headed ‘Follow-up’ indicate what still remains to be
achieved.
Overall, what is still left to achieve appears to be within the normal scope of a Project
Preparation Technical Assistance.

Table 1: Project Risk Analysis
Risk/Concern

Project Mitigation

Follow-up

1. Unrealistic aspirations
for a Mass Transit
system

Acceptance of capacity
requirements and physical
constraints, by City legislative,
executive and technical
officers.

To provide for higher capacity
in future (10 years and
beyond):

Adoption of the Highly
Prioritised Bus System
(HPBS) concept for the ‘core’
network (5-10years)

• land use plans will need to
be re-focussed on these
alignments
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Risk/Concern

Project Mitigation

Follow-up

2. Weak land use/
transport policies and
procedures

General acceptance that
better public transport plans
need to be developed, and
integrated with land use plans.
Acknowledgement that
Transport Impact Assessment
(TIA) procedures need to be
improved and institutionalised

Further capacity development
to the City government on

Recognition that these
concerns need to be taken
seriously as an integral part of
any project design.

More detailed work is required
to

3. Inadequate alignment
with social needs and
consequences

• land use/transport
planning; and
• development of an
effective TIA system, which
includes public transport
and non-motorised
transport (NMT) elements

• identify the impact of public
transport reforms on
transport providers, and to
design the required
mitigation measures; and
• develop Information
Dissemination and Social
Mitigation (IDSM)
programs aimed at public
transport users and other
affected groups.

4. Poor right-of-way
preparation,
management and
enforcement

General recognition, by City
government and other
stakeholders, of the
importance of providing an
adequate operating
environment for public
transport operations, including
pedestrian sidewalks,
passenger facilities, and
priority measures.

Technical and financial
assistance to:
• design and implement
appropriate public transport
and pedestrian
infrastructure
• research and prepare
authoritative right-of-way
(ROW) inventories along
the core public transport
corridors
• develop enforcement
capabilities in the
regulation and
management of public
transport corridors.
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Risk/Concern

Project Mitigation

Follow-up

5. An inadequate legal,
legislative and/or
regulatory framework
for public transport
service procurement

Review of public transport
service procurement options,
leading to recommendations
that the City:

Further development and
testing of the recommended
service procurement
procedures, possibly through
a ‘pilot project’, in conjunction
with associated capacity
development to the City
government.

• needs to be more proactive
in the planning of public
transport services; and
• should consider becoming
involved in actual
operations, through a Joint
Venture arrangement with
one or more transport
operators.

Urgent need to complete
revision of the CTTC, in order
to support continued
implementation of the public
transport reform program.

The City’s Comprehensive
Transport and Traffic Code
(CTTC) is being amended to
strengthen support for such
involvement.
6. Inadequate
organisation and/or
resourcing of City
transport-related
offices

The City has confirmed its
intention to establish a new
City Transport and Traffic
Management Office (CTTMO),
as set out in the revised
Comprehensive Transport and
Traffic Code (CTTC).

Capacity building and other
support to establish the City
Transport and Traffic
Management Office (CTTMO)
and define its tasks in relation
to public transport system
development.

7. Poor inter-agency
coordination, and/or
lack of national
government support

Existing inter-agency
coordination is focused on the
Traffic Management and
Control Board (TMCB).
Under the Comprehensive
Transport and Traffic Code
(CTTC), this will be replaced
by the City Transport and
Traffic Management Board
(CTTMB).

Once the Comprehensive
Transport and Traffic Code
(CTTC) is in place, the City
Transport and Traffic
Management Board (CTTMB)
will need to be established.
At the same time, efforts will
be required to:

DOTC has signalled its
support for wider LGU
participation in public
transport planning and
implementation.
Local DPWH officials have
also expressed their
willingness to cooperate with
the development of public
transport infrastructure along
national roads.
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working relationships
between City officials and
the DOTC, and
• ensure that the policies
and programs of other
transport-related national
government agencies are
aligned to support the
proposed public transport
reforms.
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Risk/Concern

Project Mitigation

Follow-up

8. Lack of technical
resources, skills and
consistently applied
routine procedures

Capacity building workshops
and training activities to
provide City technical officers
with basic public transport
planning information and
policy guidelines, through
practical case studies.

Further significant capacity
development support to
enable the CTTMO, and other
related City offices, to achieve
these objectives.

Agreement that the proposed
CTTMO will establish routine
procedures for planning,
implementing, enforcing and
monitoring public transport
infrastructure and services.
9. Inadequate budget
support for capital
programs, human
resources or staff
capability
building/training

December 2013

City executives are aware of
project financing mechanisms
and funding sources.
They also understand the
importance of adequate
human resources in
implementing the
recommended public transport
reforms

Funding will be required for:
• development of public
transport infrastructure and
facilities
• provision of the required
human resources and staff
capability building, and
• limited interim financial
support for early public
transport provision to
emerging developments.
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5

The Way Forward

5.1

Introduction
As indicated above, one of the main purposes of this PATA has been to prepare the
way for further, more detailed study and eventual implementation of improvement
projects.

5.2

Tasks
Some of the tasks that now have to be undertaken to move the process forward are
set out below. Tentative timescales are suggested for each task, for overall
monitoring purposes. The exact means of initiating and completing the tasks,
whether internally or with the assistance of consultants and outside resources, will
need to be the subject of further discussion. However, it should be clear that in every
case the involvement of the City government will need to be paramount.

5.2.1

Reform of institutional arrangements
It is considered essential to make urgent progress with detailing, implementing and
refining the institutional arrangements outlined in the city’s proposed Comprehensive
Transport and Traffic Code, including the formation of a properly resourced and
equipped City Transport and Traffic Management Office (CTTMO), and
establishment of day-to-day inter-agency working arrangements between involved
city government offices and national government agencies. Without this basic
institutional framework – and the associated co-ordination, co-operation and
collaboration between partner agencies – many of the other activities listed below will
be difficult to achieve. [Start within 6 months; ongoing]

5.2.2

Continued urban transport policy formulation
From what has been learned during the PATA about the lack of integrated land
use/transport policies, it has been suggested in some quarters that there needs to be
a review of such policies, possibly including strengthening of transport aspects of the
CLUP. There may also be a need to re-orient some members of the proposed City
Transport and Traffic Board (CTTMB) in light of these revised policy requirements.
[Start within 3 months; ongoing]

5.2.3

Development and application of routine procedures
At the working level, there will be many new procedures that need to be set up to
accompany the public transport reform process. As indicated earlier, these are just
as important as, if not more important than, a fixed plan, because of the continual
need for monitoring and adjustment that is the hallmark of transport planning in a
rapidly developing city.
Some of the procedures required have already been identified during the PATA
(including the need for improved: Transport Impact Assessments; procurement,
monitoring and enforcement of transport services; coordination with LTFRB; data
collection and maintenance of up-to-date inventories; and transport corridor and
frontage management). Others will need to be identified and implemented over time.
[Start within 3 months; ongoing]
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5.2.4

Preparation of a public transport plan
The current PATA has only been able to draw up a tentative public transport plan,
based on the limited information that is currently available. Further, more detailed
investigation is required along the proposed ‘core’ routes to confirm the service
standards and patterns that are actually required. Similar, data collection, analysis
and negotiation is required, on an area-by-area basis, to establish the exact
measures required along the feeder network, including adjustments to existing
services and the establishment of new services. [Complete initial plan within 12
months; review annually]

5.2.5

Preparation and phased implementation of component projects
The actual investment components, involving both the provision of new and revised
public transport services and implementation of associated infrastructure facilities,
will need to be subjected to more detailed feasibility study, and then implemented in
phases (which are yet to be defined). This is an ongoing process that is likely to take
up to 5 years. While an indication of what might be involved has been set out in this
PATA, development of further details is best left to the feasibility study.
It may also be useful to test some of the more innovative transport reform
components by limited implementation of one or more ‘pilot’ projects.
[Possible pilot project prepared within 6 months; full feasibility study complete within
18 months]

5.2.6

Design of social support systems
Social support systems for groups who are negatively impacted by the public
transport reform process are probably best designed in detail at the feasibility study
stage. However, the public transport plan, referred to earlier, will need to begin to set
out the implications and scale of the social impacts involved, in conjunction with its
re-alignment of routes and services.
Information Dissemination and Social Mitigation (IDSM) programs, aimed at public
transport users and other affected groups, will also be required as an integral part of
project design and implementation.
[Design included within feasibility study; complete within 18 months]

5.2.7

Continuing stakeholder involvement and capacity development
The case for continued stakeholder involvement and capacity development, in
relation to Davao City’s public transport reform program, has already been made. It
is essential that a way is found for these activities to continue in a formal way, as the
program evolves. At the same time, there are serious concerns that, while significant
capacity development is seen as a crucial part of the proposed public transport
reform program, it cannot begin without confirmation of the organisations, tasks and
specific personnel that are likely to be involved (paras. 5.2.1-5.2.3).
[Start within 3 months; ongoing]

December 2013

Page 21

TA-8195 PHI: DAVAO SUSTAINABLE URBAN TRANSPORT PROJECT

Part B: Project Context and Overview

December 2013

Final Report

TA-8195 PHI: DAVAO SUSTAINABLE URBAN TRANSPORT PROJECT

Project Context
& Overview

Contents
1

2

3

4

Introduction

1

1.1

Background

1

1.2

Terms of Reference

2

1.3

Conduct of the PATA

3

1.4

Consultants’ Overall Approach

3

1.5

Limitations

4

City Profile and Context

6

2.1

Regional Context

6

2.2

Land Uses and Economic Activity

6

2.3

Population

7

2.4

Administration

8

2.5

Road network

8

2.6

Vehicle Registrations

10

2.7

City Transport Services

11

2.8

External Transport Linkages

11

Review of Related Reports and Documents

13

3.1

General

13

3.2

Government Statistics

13

3.3

Development and Spatial Plans

13

3.4

Transport Plans and Transport Policy Studies

13

Summary of Outputs and Findings

17

4.1

General

17

4.2

Review of Urban and Transport Plans

17

4.2.1 Overview

17

4.2.2 Review of policies, plans and programs

17

4.2.3 Review of institutional, legal and regulatory frameworks

18

Review of Existing Public Transport

18

4.3.1 Overview

18

4.3.2 Public transport operations

19

4.3.3 Supporting infrastructure and facilities

19

4.3.4 Service providers’ organisation and financial management

19

4.3.5 Summary of findings

19

Comprehensive Public Transport Strategy

20

4.3

4.4

December 2013

Page i

TA-8195 PHI: DAVAO SUSTAINABLE URBAN TRANSPORT PROJECT

5

6

7

Project Context
& Overview

4.4.1 Overview

20

4.4.2 Transport operations and network structure

21

4.4.3 Infrastructure provision and management

23

4.4.4 Contracting, franchising and financial arrangements

24

4.4.5 Institutional and organisational arrangements

26

4.4.6 Managing social impacts

27

4.4.7 Capacity development needs

27

Stakeholder Participation and Capacity Development

28

5.1

Stakeholder Participation

28

5.2

Capacity Development

29

5.2.1 Introduction

29

5.2.2 Target participants

29

5.2.3 Capacity development objectives

30

5.2.4 Program coverage

33

5.2.5 Capacity development principles and ongoing issues

34

Mitigating Project Risks

37

6.1

Introduction

37

6.2

Stakeholder Participation

37

6.3

Project Risk Mitigation

37

The Way Forward

38

7.1

Introduction

38

7.2

Tasks

38

7.2.1 Reform of institutional arrangements

38

7.2.2 Continued urban transport policy formulation

38

7.2.3 Development and application of routine procedures

38

7.2.4 Preparation of a public transport plan

39

7.2.5 Preparation and phased implementation of component projects

39

7.2.6 Design of social support systems

39

7.2.7 Continuing stakeholder involvement and capacity development

39

Annex A: Legal Review: Public Transport Service Procurement

40

Annex B: Transport Summit Statement

53

Annex C: List of Stakeholder and Capacity Development Activities

56

Annex D: Identification and Mitigation of Project Risks

85

December 2013

Page ii

TA-8195 PHI: DAVAO SUSTAINABLE URBAN TRANSPORT PROJECT

Project Context
& Overview

1

Introduction

1.1

Background
Strong economic growth in recent years, increasing population, expansion of the
urban area, and changing patterns of land use, have all led to a growing demand
for travel within urban centres such as Davao. This in turn has led to worsening
traffic congestion, higher travel times and costs, deteriorating local air quality, and a
failing road safety record – all symptoms of a transport system under pressure.
Public transport is the main mode of transport in Davao, particularly providing
transport for poorer members of the community and others without access to
private vehicles, and accounting for around 75-80% of all motorised trips within the
urbanised area of the city. However, regulations governing Davao’s public
transport system are outdated, the city lacks an effective transport masterplan, and
institutions responsible for managing urban transport presently do not coordinate
their planning and enforcement effectively. Moreover, current public transport
routes, coverage areas, connectivity, and the frequency of service are poorly
planned and fail to provide satisfactory levels of service.
The City government recognises that upgrading and improving the operational
efficiency of the public transport system in Davao is one of a number of initiatives
that it needs to prioritise to ensure the City’s continued economic viability and to
support development that is inclusive for all its citizens. It is also recognised that
this will involve:
• provision of policy and advisory support to rationalise public transport routing
and franchising mechanisms to ensure that services meet demands across the
city;
• significant improvements to pedestrian and other public transport infrastructure
and facilities;
• reforms to institutional and governance arrangements for the planning and
provision of transport services; and
• associated capacity development and training programs.
Previous work in this area has included a study by NCTS in early 2000, which
made recommendations on improving public transport in the city and, more
recently, the Asian Development Bank (ADB) supported Promoting Sustainable
Urban Transport in Asia Project, which included Davao as one of its three case
study cities. Completed in July 2011, this study recommended the urgent
modernisation of Davao’s public transport system and operations. As such, it has
provided an important basis for the current policy and advisory technical assistance
(PATA).
In addition, the Government of the Philippines has developed a National
Environmentally Sustainable Transport Strategy (NESTS), under Presidential Order
No. 254 of 2011, which includes Davao as one of the focus cities. In relation to
public transport, the strategy seeks to develop:
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fast and reliable transport services;
integrated mass transport networks;
increased passenger transport mode share;
formalised/improved passenger transport terminals;
rationalised passenger transport routes;
operational BRT in urban areas;
conversion of transport organisations to cooperatives; and
reduced numbers of low occupancy vehicles.

Strategies to be followed include:
•
•
•
•
•
•
•
•

transport modernisation (through financing) for PUVs;
promoting mass transport to policy makers;
passenger transport integration;
promoting use of passenger transport over private transport;
promoting high occupancy vehicles;
promoting park and ride facilities;
assessing spatial and temporal separation; and
developing and deploying intelligent transport systems (ITS).

The current PATA is thus part of a continuing effort to introduce public transport
improvements to highly urbanised cities such as Davao.
1.2

Terms of Reference
The terms of reference for the PATA were intended to provide the necessary
advisory services to the government and to the city of Davao to support these
objectives. In particular, the desired outcome of the PATA was to improve the
integration of the city’s public transport system, broaden its coverage area,
enhance enforcement, and so provide efficient, affordable services for passengers.
For this purpose, Davao’s public transport system was to be set in the context of
city and regional development plans and an overall sustainable urban transport
strategy. Building on previous studies, it was then to review current public transport
operations and services, including regulatory and operational conditions.
A key output of the PATA was expected to be the design and implementation of a
public transport strategy and an associated reform and modernisation program.
This would define public transport routes and services, the coverage area, and the
frequency and hours of operation. These services were expected to be delivered
through the implementation of a new franchising mechanism driven by performance
indicators to ensure passenger satisfaction.
The PATA would also include substantial stakeholder participation and capacity
development programs, involving national and local government officials, public
transport operators and civil society groups, to ensure the broadest support for
public transport reform. This was regarded as one of the main components of the
intervention, to which a significant proportion of the resources was assigned.
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Conduct of the PATA
The consultant’s work in Davao commenced at the beginning of March 2013 and is
expected to finish at the end of November 2013 – an overall period of 9 months.
During that period, four main phases of the work can be identified:
• Inception – including a review of previous reports, data availability, analytical
requirements, and project organisation; culminating in an Inception Report at
the end of March 2013;
• Review of existing conditions – including a Review of Urban and Transport
Plans (Part C of this Report) and a Review of Existing Public Transport (Part
D); April to June 2013;
• Development of a Comprehensive Public Transport Strategy – culminating in a
Comprehensive Public Transport Strategy report (Part E); June to August
2013;
• Stakeholder capacity development – including a wide range of activities aimed
at informing, clarifying and strengthening the city’s transport policy objectives,
strengthening institutional and legislative frameworks to support public
transport reforms, and generally developing awareness of the various issues
involved; September to November 2013.
The main findings and conclusions of each of these phases are set out later in this
part of the Final Report.
In reality, stakeholder participation was encouraged throughout the 9-month period
– eventually becoming virtually indistinguishable from the capacity development
activities – and this is also described later in this report.
Finally, two major workshops were organised during the consultants’ time in Davao
– the first in conjunction with the Inception Report (April 2003), and the second to
present the overall findings and conclusions of the PATA (in November 2013). This
second workshop was held in conjunction with a Transport Summit arranged by the
Sangguniang Panlungsod Committee on Transportation and Communication.

1.4

Consultants’ Overall Approach
The Consultants’ overall approach to the study can be summarised as follows:
• to undertake as much of the work as possible in Davao, while recognising that
some of the stakeholders and policy making is based in Manila, and will need
support from there;
• to conduct the study in the closest possible collaboration with local officials and
other stakeholders in Davao and, by so doing, to pass on knowledge and
expertise that will strengthen their capabilities and improve stakeholder support
for the public transport strategy and associated reform and modernisation
programs;
• to build on work that has already been undertaken, including studies, formal
policies and plans, committed projects and other arrangements – unless there
are strong technical reasons for not doing so;
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• to seek to promote sound principles of public transport planning in Davao,
including integration between land use and transportation systems, and
integration between and within different transport modes;
• to ensure that the project looks forward to future goals and objectives, rather
than just concentrating on adjustments to the present situation;
• to identify any capacity constraints – technical, financial, legal, organisational
or human resource – which are likely to be experienced by local officials and
other stakeholders when planning or implementing public transport reforms,
and to recommend practical solutions to these constraints, as well as external
and local resource options to support the implementation of solutions; and
• to ensure that proposals for public transport reform can be introduced in stages
that are matched by the development of local technical, monitoring, and
enforcement resources, and that are in line with the financial resources that are
likely to be available.
The consultants are aware that their current efforts are part of an ongoing program
to support Davao in improving its public transport systems, which includes the
involvement of local, regional and national governments, as well as international
and bi-lateral funding agencies.
1.5

Limitations
During the course of the PATA it has been necessary to address a number of
realities in the Davao situation, and to make adjustments to the conduct of the
consultants’ work to accommodate those realities (all of which have been
undertaken in close consultation with the relevant client stakeholders). These
included:
• a realisation that, despite the work undertaken by previous studies, there was
still insufficient data available regarding the level and distribution of passenger
demand, and that some of the critical issues relating to public transport
coverage had not been fully identified; this resulted in a more widespread data
collection exercise than had originally been anticipated;
• a relatively low level of understanding and awareness of wider transport
planning issues by city officials, and a realisation that many potential
stakeholders were unaware of the issues involved with public transport reform;
this was addressed through an intensive stakeholder awareness program;
• the fact that organisational and legislative reforms within the city government
were ongoing at the start of the consultants’ input and over most of their 9month involvement in Davao, resulting in uncertainty over transport policy, the
precise nature of the organisation that might be available in future to undertake
routine transport planning and management tasks, and identification of the
actual staff members who might be involved; this required re-orientation of
capacity development activities away from the specific training programs
referred to in the Terms of Reference and more towards policy resolution and
more general technical training in public transport planning techniques;
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• a change of administration in the Davao city government half-way through the
consultants’ input, necessitating renewed briefing of incoming officials and
leading to uncertainties about the incoming administration’s policy on public
transport; these issues were only fully resolved during the last few days of the
PATA;
• difficulties in engaging DOTC personnel in the public transport reform process
in Davao, given that they do not have field offices in the various Regions of the
Philippines.
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2

City Profile and Context

2.1

Regional Context
The Davao Region (Region XI) is situated in the
south-east corner of Mindanao Island.
It
consists of four provinces (Davao Del Sur,
Davao Del Norte, Compostela Valley and Davao
Oriental) and the City of Davao (see location
map).
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Within this, Metro Davao is a metropolitan area
consisting of the cities of Davao, Digos in Davao
del Sur, and Tagum, Panabo and Samal in
Davao del Norte, together with the municipalities
of Carmen in Davao del Norte and Santa Cruz in
Davao del Sur. However, in reality, this area is
an agglomeration of independent local
government units (LGUs), without a formal legal
framework, although the Davao Integrated
Development Program Board acts as its de facto
development council.
Although Metro Davao is likely to continue to develop, both economically and
legally in future, its existence is not considered to be of great significance to the
present sustainable urban transport project. Firstly, the distances involved are
relatively high - from Digos in the south to Tagum in the north is more than 100km;
secondly, the built up areas of the constituent cities and municipalities are not
contiguous; and thirdly, the presence of multiple LGUs without a formal legal
framework would add an undue complication to the institutional arrangements
required to effect the envisaged public transport reform for Davao City itself.
However, travel between Davao City and other urban areas in Metro Davao will
need to be acknowledged and accommodated in the consultants’ Comprehensive
Public Transport Strategy. In 2010 the population of Metro Davao’s constituent
LGUs was estimated to be 2,262,518, compared to 1,449,296 for Davao City.
2.2

Land Uses and Economic Activity
Davao City itself has an unusually large land area amounting to some 2,444 km2.
However, only about 15% of this is scheduled for urban development and the area
that is currently built up is even less (about 10%). Most of this development is in
the south and east of the city on land bordering the Gulf of Davao, and on either
side of the Davao River. The remaining areas further north and west are either
reserved for agriculture (67%) or forest/conservation (18%).
The main commercial heart of the city (the CBD or Poblacion District) is located on
the east bank of the Davao River, and adjacent to the old Sta. Ana Wharf area.
However, in recent times, other sub-urban centres have begun to develop in Toril
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(to the south-west), Calinan (to the north-west) and Bunawan (to the north-east) –
leading to an increasingly multi-polar urban structure. Another fairly recent feature
is the growth of major shopping malls in and around the CBD.
Elsewhere, much of the urban area is given over to large, sprawling low-rise
residential developments of the type that is particularly difficult to serve effectively
with public transport.

A second, larger port area, located to the north-east of the city, at Sasa Wharf,
caters for container vessels and is the centre of the city’s main industrial zone –
mainly based on agro-processing. The Davao International Airport is also located
in this part of the city.
Tourism is also an important component of Davao’s economy, involving around
750,000 arrivals a year. There are already a number of important tourist
destinations in the city, the Eden-Catigan-Tagurano area is being developed for
eco-tourism and there are plans to develop the Sta. Ana Wharf area as a tourist
destination.
Further information on the pattern of land uses is given in the Review of Urban and
Transport Plans (Part C).
2.3

Population
Between 2000 and 2010 the city’s population increased from 1.147 million to 1.449
million – an average annual growth rate of about 2.4% 1. If this trend continues, the
city will need to accommodate an additional 328,000 more people within the next
5 years 2 – equivalent to more than 75,000 households.
The average age of Davao’s population is around 22 years.

1
2

Source: 2010 Census of Population, National Statistics Office (NSO)
Source: Population projections in the Davao City Comprehensive Development
Plan (2012-2021).
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2.4

Administration
For administrative purposes, the City is divided into 11 districts 3, with each district
being composed of a number of villages (or barangays) – 182 in all across the city.

2.5

Road network
Davao City’s main road network consists of:
•
•
•
•

National Arterial roads
National Secondary roads
City roads
Barangay roads.

National roads connect the city to surrounding areas via three main exit points:
• Davao-Cotabato Road/McArthur Highway (south-west)
• Davao-Bukidnon Road (north-west)
• Davao-Carmen Road/Pan-Philippine Highway (north-east).

Within the city, the national roads traverse the urban area from north-east to southwest, using three of the four bridges across the Davao River. The two southernmost routes pass close to the city centre, while the northern-most route follows the
Davao Diversion Road, which carries long-distance traffic around the city 4. Further
analysis during the second stage of the study will investigate the extent to which the
public transport network is constrained by this limited number of river crossings.
Table 1 summarises the length, construction type and condition of the national
roads within the city (no distinction is made here between arterial and secondary
roads). These roads are administered by the DPWH through two district offices
reporting to the regional office (Region XI): Davao City District Engineering Office
(DEO) covers the main urban area and Davao City Sub-DEO covers the more rural
areas of the city. Of the 258km of national roads in the city, about 99km fall in the
inner (urban) area and 159 km are in the outer (rural) area. Whereas, in the outer

3
4

These are merely for administrative purposes and are actually sub-districts of the
three (3) Congressional Districts that make up the city.
The fourth river bridge carries a city road which caters for local traffic.
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area, 53% have an asphalt surface and 84% are in good or fair condition, in the
inner (urban) area, the majority of national roads (86%) are of concrete construction
and only 38% are in good or fair condition.
The remainder of the city’s road network (city and barangay roads) – estimated to
be about 1,680 kms in length – is the responsibility of the City Engineer’s Office.
However, there appears to be no formal inventory of these roads and their condition
does not appear to be being monitored systematically.
Parts of the main road network are 6 lanes wide (including sections of the outer
diversion road, MacArthur Highway and Quimpo Boulevard), although the majority
is only 4 lanes wide, especially in and near the CBD. In other areas, roads are
usually only 2 lanes wide.
There are two flyovers in the city: one crossing the inner diversion road (J.P. Laurel
Avenue) at Dacudao Avenue/Buhangin Road; and the other along Leon Garcia
St./Cabaguio Avenue, at the junction with Dacudao Avenue and R.Castillo St. In
addition, there is an underpass along the outer ring road at its junction with
Cabantian Road/Buhangin Road. Several other flyovers are planned by DPWH,
mostly along the main inter-urban national roads. 63 junctions (mainly in the
central part of the city) are controlled by a newly completed traffic signal system.
Table 1: Condition of National Roads in Davao City
Location
Inner Area

Outer Area

Construction/
Surface type

Road Lengths (km) by Condition
Good

Fair

Poor

Bad

Total (%)

Concrete

4.7

20.5

55.1

5.1

85.4
(86%)

Asphalt

8.7

3.4

1.5

0.1

13.7
(14%)

Total (%)

13.4
(14%)

23.9
(24%)

56.6
(57%)

5.2
(5%)

99.1
(100%)

Concrete

30.0

9.2

6.0

6.0

51.2
(32%)

Asphalt

71.5

12.5

0.0

0.2

84.2
(53%)

Gravel

0.0

10.0

0.9

12.9

23.8
(15%)

31.7
(20%)

6.9
(4%)

19.1
(12%)

159.2
(100%)

Total (%)

101.5
(64%)

Source: DPWH; as of 31 October 2012
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In general, the provision of public transport passenger facilities, such as sidewalks,
road crossings and shelters (waiting sheds) is sporadic and of variable quality.
Sidewalks along main roads are by no means continuous. The City government
has developed a pragmatic approach to the use of sidewalks, in which two-thirds of
the width is supposed to be kept clear for pedestrians and one third may be used
by street traders. However, this seems to have deterred the respective highway
authorities from specifically addressing the provision of pedestrian infrastructure. In
addition, safe pedestrian crossings (pedestrian lanes) across main roads, and
adequately appointed waiting sheds are few and far between. Further information
is included in the Review of Existing Public Transport (Part D).
2.6

Vehicle Registrations
Registration of vehicles is carried out by a number of LTO offices in the Davao
Region. Table 2 indicates the numbers registered, by type, for the 5-year period
2008-2012.
Table 2a: Total Number of Vehicles Registered in Region XI
Vehicle Type

2008

2009

2010

2011

2012

Annual
growth
rate 5
(%)

- cars

15,999

22,761

18,166

16,597

16,275

-3.1%

- utility vehicles

44,403

49,559

50,998

48,906

49,857

2.1%

- m/cycles

130,732

140,870

163,034

191,504

207,048

12.2%

- taxis

2,439

3,505

2,858

1,932

2,275

-7.3%

- utility vehicles

8,070

8,030

8,054

7,548

8,246

-0.2%

- buses

518

518

639

590

610

4.5%

- tricycles

11,068

11,836

12,228

13,396

13,391

5.0%

Goods vehicles
(public & private)

16,805

16,261

17,830

17,356

17,419

1.4%

Private:

Public:

5

Based on trend over 5 years
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Table 2b: Number of Vehicles Registered in Davao City
Vehicle Type

2008

2009

2010

2011

2012

Annual
growth
rate (%)

- cars

12,656

18,813

13,888

12,459

11,473

-6.3%

- utility vehicles

30,100

33,449

33,429

31,605

29,714

-0.8%

- m/cycles

50,733

50,997

55,387

57,851

73,643

9.1%

- taxis

2,439

3,158

2,858

1,932

2,275

-6.1%

- utility vehicles

6,905

6,787

6,890

6,364

7,197

0.2%

- buses

222

170

206

222

289

8.4%

- tricycles

1,113

1,067

1,398

1,597

2,788

24.4%

Trucks & trailers
(public & private)

9,703

8,662

9,609

8,887

8,621

-2.1%

Private:

Public:

Source: LTO Region XI
The trends for some of the vehicle categories appear to be counter-intuitive.
However, investigations looking back to 2003 indicate that the number of private
4-wheeled motor vehicles registered has remained remarkably stable over that
period, and the only very strong growth has been in motorcycles and tricycles. The
modest investment in expanding the region’s bus fleets may also be noted.
2.7

City Transport Services
Full information on public transport services within the city is given in the Review of
Existing Public Transport.

2.8

External Transport Linkages
Regional bus and jeepney routes ply between Davao City and surrounding areas to
the north and south. Regional bus operations are centred on the Davao City
Overland Transport Terminal (DCOTT) at Ecoland, on the west side of the Davao
River, opposite the CBD.
Again, further information relating to regional land transport services and
associated terminal facilities is given in the Review of Existing Public Transport.
The location of the city’s port facilities has already been mentioned. Long-distance
passenger arrivals are mostly at Sasa, where ships arrive from destinations within
the Philippines. In 2007, passenger arrivals at Sasa amounted to some 106,000
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but by 2011 had reduced to only about 27,000. These were associated with only a
few ship arrivals each week, and there is not a continuous need for connecting land
transport.
However, significant passenger movement was recorded in recent years at Km. 11
port (Sasa), which serves the motor boats going to the nearby Island Garden City of
Samal. It has a wooden platform with a concrete causeway and is the nearest
connection point in Davao City going to Babak, Samal Island. In 2011, about
1 million passengers crossed the Pakiputan Strait by this route.
Sta. Ana Wharf is also served by a number of smaller vessels plying to the nearby
islands of Samal and Talikud, with at least 14 departures daily. However, the
number of passengers involved is not known at the present time. Water taxis also
operate from this location.
Davao International Airport handled some 91,500 passenger arrivals per month in
2010, from 850 incoming flights. At present, there is an air-conditioned taxi service
available from within the airport, but other forms of public transportation (jeepneys
and vans) can only be accessed by walking out of the airport to the nearby
Diversion Road.
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3.1

General
The most important documents identified to date include:
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• documents containing government statistic (sometimes available on official
websites);
• City development and spatial plans; and
• transport plans and transport policy studies.
3.2

Government Statistics
These documents provide official statistics related to various government
departments and agencies. However, the statistics available for the transport
sector are limited – even more so for the urban transport sector. Consequently,
there is very little local information that can be used to monitor overall sector
performance. In addition, data that is held locally is sometimes poorly managed
and difficult to access.

3.3

Development and Spatial Plans
The main land use development plan for Davao City is its Comprehensive Land
Use Plan (CLUP), which is currently being updated to 2021. Further details of the
contents of this document are given in the Review of Urban and Transport Plans
(Part C).

3.4

Transport Plans and Transport Policy Studies
A number of major transport studies have been carried out in Davao in the past,
which are categorized below as Mindanao-wide/regional or city-specific studies.
For Mindanao-wide/regional transport studies, the main focus of the work was on
national road, airport and port improvements. These studies include:
• JICA Master Plan Study on Visayas and Mindanao Islands Strategic Road
Network Development Project, 1999: This study recognized the severe road
capacity problems along the General Santos-Davao-Surigao National Road by
2016. One key road investment recommendation, which was subsequently
implemented by DPWH, was the immediate improvement of the Surigao-Davao
Coastal Road.
• JICA Study on the Davao Integrated Development Program Master Planning,
1999: The study applied an integrated area development approach to establish
a cohesive spatial and economic framework plan for the development of the
three Davao provinces, including Davao City. The master plan called for the
establishment of a multi-modal transport network, which should be centred in
Davao City, consisting of road, water and air transport systems linking the
regional and provincial centres with other regions in Mindanao. Moreover, the
master plan advocated the strengthening of the urban and transport functions
of Davao City through upgrading of the airport and port gateways, intercity bus
transport terminal, and future consideration of a Davao metropolitan light rail
transit system. To date, the implementation of the Davao Integrated
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Development Program is being administered by an alliance of Davao provinces
and cities.
• ADB Intermodal Transport Development Project for Southern Philippines
(Mindanao and Palawan), 2006: This project preparation study proposed an
intermodal transport system linking regional centres to remote areas of the
Southern Philippines through a network of land, air and sea facilities and
services. The project noted the importance of expanding roll-on, roll-off
services between Davao City and Samal Island, which would significantly cut
travel times to the provinces of Davao del Norte, Compostela Valley and Davao
Oriental.
• JICA Study of Master Plan on High Standard Highway Network Development,
2010: The master plan identified the development strategies to establish high
standard road networks (expressways and bypasses) for Metro Manila, Metro
Cebu and along the Tagum-Davao City-General Santos corridor. As a result of
the master plan, JICA recently approved the conduct of a feasibility study for
the Tagum-Davao City-General Santos National Highway, which would start in
May 2013.
Specific urban transport studies for Davao City have been few and far between
since 1983. They include:
• JICA Davao City Urban Transport Cum Land Use Study, 1983: This study was
the only comprehensive urban transport study undertaken for Davao City with
extensive transport and land use surveys, demand modelling, and transport
plan formulation and evaluation. Among the transport projects recommended,
the completion of the Diversion Road linking Bunawan and Toril was carried
through in the implementation of the plan. On public transport improvements,
the master plan proposed the introduction of city buses to replace the jeepneys
for medium- to long-distance routes. In the long-term, it was projected that
exclusive bus lanes could be justified on the 22-kilometer stretch from Panacan
to Talomo (R. Castillo Street, Lapu-lapu Street, Sta. Ana Avenue, E. Qurino
Avenue, and McArthur Highway on the planned 6-lane road).
• Transportation and Traffic Management Master Plan Study for Davao City,
UPNCTSFI, 2000: The master plan study concentrated on improvement of
vehicle flows, particularly within the Poblacion area (city centre). The major
recommendation of the study was the upgrading and expansion of the city’s
traffic signal system. Phases I, II and III of the signalization project covering 63
intersections were completed in 2011 under a loan from the Land Bank of the
Philippines.
• Sustainable Urban Transport (SUTRA) Study for Davao City, ADB, 2011: By
far the most recent study of public transport is the city is the Sustainable Urban
Transport Study for Davao City, which was undertaken as one if the case
studies under an ADB Regional TA (Implementation of Asian City Transport –
Promoting Sustainable Urban Transport in Asia Project). The study was
undertaken in 2010 and the final report was published in 2011. It covers:
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i) development of a ‘vision statement’ for transport in Davao City;
ii) extensive analysis of jeepney operations, including proposals to restructure/rationalise existing routes into ‘clusters’, improve the
organisation of Public Utility Vehicle (PUV) associations, and improve
passenger infrastructure;
iii) the modernisation of the tricycle fleet, using environmentally-friendly
electric vehicles;
iv) proposals for the development of a mass transit system, using Bus
Rapid Transit (BRT) technology; and
v) proposals for a Sustainable Urban Transport Fund (SUTP).
The vision statement, produced through a public competition, referred to
‘environment-friendly transportation’, ‘green and smart paths of development’, and
‘the active participation of the people’. However, although these aspirations are
included in the city’s development plan, the statement itself has not been officially
adopted.
Similarly, there is no evidence that there has been any significant follow-up of the
study’s other recommendations.
Nevertheless, this is an important document that will provide a useful basis for
much of the work of the present project, which will aim to strengthen the
recommendations in the following areas (not covered in detail in the previous
report):
• the role of the public transport system needs to be seen in the context of wider
urban transport policy objectives (which have already been noted as being
lacking in Davao);
• there needs to be a stronger link between land use patterns and the provision
of public transport services, including procedures for dealing with the transport
needs of new developments;
• there needs to be greater integration (and coordination) between public
transport modes, so that passengers can be confident of a reliable ‘whole
journey’ experience; and
• in addition to developing a comprehensive public transport strategy, this project
needs to work towards implementation of such a strategy, providing specific
technical documentation and capacity development activities.
In conclusion, it can be seen that there is no recent study that can form the basis
for ongoing land use/transport planning in Davao City, and only the recent SUTRA
study provides up-to-date inputs relating to public transportation.
Two other transport policy-related studies have also been reviewed to provide
insights on potential public transport regulatory reforms that would grant additional
control of city-based public transport modes to city governments. These are:
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• JICA Mega Manila Public Transport Study, 2007: The overall object of the
study was to recommend a rationalized public transport system in Mega Manila
by updating the information and data on public transport modes; reviewing
operational, regulatory and policy issues; and identifying effective measures to
rationalize public transport operation in the area. The study recommended the
institutionalization of a mechanism for DOTC/LTFRB to consult LGUs as part of
the process for establishing new public transport routes, or modifying/extending
existing routes, within the jurisdictional area of an LGU. This coordination
procedure would remove irritants with local authorities when new or modified
routes are authorized by these national government agencies without
consultation.
• AusAID Preparing the National Transport Plan, 2010: The study produced four
key outputs that were incorporated in the preparation of the Philippine
Development Plan, 2011-2016, namely:
i) National Transport Policy Framework (NTPF);
ii) Draft National Transport Plan (NTP);
iii) Draft Transport Policy Act (TPA); and
iv) DOTC capacity building and organizational restructuring.
The draft Transport Policy Act, which was filed as House of Representatives
Bill No. 2222 in 2011, provides for the devolution of franchising powers to
LGUs for ‘Intra-city/municipality routes of public utility vehicles with a seating
capacity of not more than 15 persons, except when the same are merely
natural extensions of lines granted by the LTFRB’. The draft legislation also
specifies that ‘Routes and areas of operation shall be determined, established
and changed by the regulatory bodies concerned [LTFRB for land transport,
including rail] based on pre-set technical and economic standards issued by
the DOTC, and upon prior consultation and coordination with the local
government units (LGUs) concerned’.
While these studies set out important principles relating to urban transport policy,
they proved to be of limited use in formulating public transport reform measures for
Davao because many of their recommendations were not implemented.
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4

Summary of Outputs and Findings

4.1

General
As indicated earlier, the interim conclusions of the PATA are contained in three
main reports, emanating from various stages of the consultants’ work. These
include:
• a Review of Urban and Transport Plans (Part C of this Report);
• a Review of Existing Public Transport (Part D); and
• a Comprehensive Public Transport Strategy (Part E).
A brief summary of the contents and conclusions of each of these reports is given
below. Further details may be found within the reports themselves.

4.2
Review of Urban and Transport Plans
4.2.1 Overview
The purpose of this report was to elaborate on the background and context of the
need for public transport reform in Davao City, in terms of:
• existing and ongoing policies, plans and programs related to urban
development, and urban transport in general; and
• institutional, legal and regulatory arrangements relating to urban planning,
transport planning, transport and traffic management, and the provision of
public transport services.
The consultants have taken the view that it is not sensible to begin to look at public
transport reform without first understanding this context. It was also clear from the
outset that an understanding of these issues is strongly linked to identification of,
and engagement with, the wide range of stakeholders and capacity development
needs associated with public transport reform.
The report concluded that, despite the well-intentioned efforts of both local policy
makers and city and national government officials, there are still significant gaps in
urban transport policy, and its implementation in terms of plans, procedures,
programs and projects. There was also an urgent need to develop practical
programs for achieving some of the policy goals that are in place, and to continue
to address urban transport issues on an inter-agency basis, if public transport
reform is to become a practical reality in Davao City.
4.2.2

Review of policies, plans and programs
This review confirmed the view that there is no single clear source of urban
transport policy direction in Davao City. Rather, there are policy statements (actual
and inferred) in a number of different official documents.
Similarly, while there are a number of ongoing plans and programs, these often lack
a coherent framework or rationale – and many policies have still to be translated
into implementable programs in the first place.
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A further reason for reviewing the city’s plans and programs was to gain an insight
into the likely future pace and direction of development. This is particularly
important when developing a sustainable urban public transport system (i.e. one
that will serve the city’s needs for many years to come, and which has the means of
accommodating city expansion in the future).
In discussion with city officials, it was agreed that the present technical assistance
would focus on the urban transport needs of the City of Davao itself – which already
covers a very large area of some 2,444 km2. In the short- to medium-term, the
regional context of an expanding Metro Davao is only likely to be relevant when
considering the impact on the city’s transport systems of travel between Davao City
and regional destinations.
4.2.3

Review of institutional, legal and regulatory frameworks
This explores how the various transport agencies, both at the national and city
level, currently work together to regulate and manage the public transport system in
Davao City.
It also sets out some of the institutional issues that need to be addressed to support
the public transport reform agenda, including:
• improved planning and regulation of public transport services;
• the establishment of a single city agency dealing with all transport and traffic
matters;
• and development of the capability of related city officials to undertake the tasks
involved.
In doing so, it also explores institutional and organisational reforms that are
currently being developed within the city administration to address some of these
issues, and outlines the current public transport franchising systems as a basis for
further discussion in the Comprehensive Public Transport Strategy.

4.3
Review of Existing Public Transport
4.3.1 Overview
This second report focused on three further aspects of public transport provision,
namely:
• the nature and extent of current public operations in the city, in terms of vehicle
types and route coverage;
• the current provision and condition of supporting infrastructure and passenger
facilities; and
• the extent to which transport providers’ organisational and financial
management capabilities might need to be improved to support a public
transport reform program.
To inform this discussion, various analyses were undertaken using the CPDO’s GIS
database, and two major surveys were carried out – one covering the public
transport operations themselves and the other covering the financial and
management practices of transport providers.
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4.3.2

Public transport operations
The public transport operations referred to in this report cover all those that were
franchised to operate on 31st December 2012. They are described in terms of the
number and types of vehicles used, the types of service provided, and the route
structures and network coverage. Information is also provided about the number of
public transport passengers carried on different parts of the network, and about the
variability of journey times along a selection of routes.

4.3.3

Supporting infrastructure and facilities
The environment in which public transport services operate, and the conditions
experienced by their passengers, are equally important. Where road network
conditions are poor, and traffic congestion is widespread, road-based public
transport services tend to become both uneconomic and unreliable, causing some
operators to abandon their businesses and deterring new operators from investing
in the industry. At the same time, if facilities for passengers and pedestrians are
poor, the travelling public will increasingly look for alternative, more comfortable
modes of transport – which will almost always be less efficient in terms of urban
road space. Neither of these situations is sustainable.
Many of the facilities involved are the primary responsibility of the public sector, and
it is here that the public sector must focus its efforts if the implied public-private
partnership that supports most successful public transport systems is to be
effective. With a few exceptions, these activities involve both the provision and
management of the required facilities.
A third category of facility involves the provision of terminals and other facilities
where interchange occurs between different transport modes. Such facilities are
provided for the convenience of both operators and passengers. They may be
provided either by the private or public sectors, but in the former case are usually
regulated by the public sector.

4.3.4

Service providers’ organisation and financial management
The previous two sections of this report concentrated on the public transport
system – its vehicle fleets, network layout and service areas – as well as its
passengers and the physical environment in which it operates. However, the
organisations and individuals that operate the system on a daily basis are just as
important. If they are poorly organised or have particular capacity constraints, there
is a very real chance that the efficiency of the public transport system will be
undermined to a greater or lesser extent.
To explore the situation, the consultants commissioned a major survey of transport
providers, the results of which are summarised in this report.

4.3.5

Summary of findings
Some of the deficiencies and challenges identified include:
• rapid urbanisation and ‘urban sprawl’ that is outpacing the provision of
appropriate public transport services;
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• inadequate scrutiny of the transport impacts of new developments;
• urban transport policies that seek to maximise road space for private vehicles
at the expense of public transport operations and pedestrian movements;
• non-existent or poor public transport provision in 51 barangays occupied by
more than one-third of the urbanised population;
• complex public transport route structures and fragmented transport industry
operations, which are difficult to manage and operate reliably, and which
appear to have only a marginal commercial return, meaning that they may not
be sustainably in the longer term;
• use of inappropriate public transport vehicle types to convey passengers
efficiently;
• inadequate investment in road development and maintenance, and in the
facilities required to support public transport operations, a safe and convenient
pedestrian environment and non-motorised transport;
• responsibility for transport-related matters spread across several local
government and national government agencies, without always being well
coordinated;
• existing public transport franchising mechanisms that do not specify the exact
levels of service to be provided, leading to widespread irregularities and
shortcomings in transport provision;
• a general lack of local government involvement in planning, commissioning and
regulating public transport services that meet the social and economic needs of
citizens, and encourage sustained economic growth; and
• poor management of public transport corridors, including poor frontage
management and an over-emphasis on traffic enforcement, rather than
transport management, leading to unreliable journey times.
4.4
Comprehensive Public Transport Strategy
4.4.1 Overview
This report explores what would be needed to improve and reform Davao City’s
public transport services. While earlier reports were largely concerned with
highlighting gaps and deficiencies in the existing system of urban and transport
planning in Davao, and the emerging challenge of providing adequate public
transport in the context of rapid urbanisation, this report concentrates on bringing
forward solutions to some of these issues in a comprehensive and integrated way.
The Comprehensive Public Transport Strategy (CPTS) – which is the starting point
of the reforms that are thought to be necessary – will therefore need to include
elements relating to:
• Transport operations – including network coverage, service levels, the vehicle
types to be used, and integration between different public transport modes;
• Supporting infrastructure and facilities – including public transport terminals,
passenger and pedestrian facilities, and public transport corridor management;
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• Contracting, franchising and financial arrangements – including the
procurement and regulation of services, and the equitable distribution of costs
and revenues;
• Institutional and organisational arrangements – including the ability of the City
Government to plan, develop, monitor and manage the strategic public
transport network on an ongoing basis, in conjunction with national government
partner agencies and in the context of more substantial urban transport
policies; and
• Social impacts and capacity development needs – including ways of mitigating
any adverse impacts of public transport reform, and supporting organisations
and individuals who are involved in is implementation.
The overall objective at this stage is to set out a strategic framework that can be
reviewed and agreed upon by a wide range of stakeholders, rather than describing
detailed arrangements for introducing the proposed measures.
It is also important to note that this strategy is not intended to be a fixed ‘plan’,
which might rapidly become out of date in the face of changing circumstances, but
a set of procedures that, if applied consistently, will lead to the desired reforms and
improvements over a number of years. As such, it cannot provide all the answers
immediately, and further study and research will be required as its implementation
proceeds.
4.4.2

Transport operations and network structure
For city services, the proposed network structure would be hierarchical, that is it
would be made up of a series of inter-linked and coordinated services that,
together, provide a seamless but appropriate transport system usable by the
maximum number of Davao’s citizens and visitors. This hierarchy of services would
include:
• Level 1: ‘Core’ transport services, catering to the highest passenger volumes
within the jurisdiction of Davao City, and forming the ‘backbone’ of the system
in highly prioritised and managed transport corridors;
• Level 2a: ‘Feeder’ services, linking other populated areas of the city to the
‘core’ transport corridors; in a number of cases, these would also provide the
basis for local area services within the emerging urban sub-centres of Toril,
Calinan and Bunawan;
• Level 2b: City Centre circulatory services, distributing passengers between
‘core’ transport routes and various locations within the City Centre;
• Level 3: Local transport services, whose main function is to distribute
passengers between local origins and destinations and key interchange
locations along the ‘core’ and ‘feeder’ transport corridors; many of these will
operate within sub-divisions and other residential areas where the main ‘feeder’
services cannot easily penetrate.
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The main rationale for such a hierarchy is to allow the efficient use of appropriate
vehicle types on each part of the network, and to develop passenger confidence
through a strongly integrated system of public transportation.
Figure 1 illustrates how the main features of a possible public transport network
configuration for Davao City might evolve over time. It identifies the core network,
feeder network and main terminal locations.
Other differences between the existing and proposed operational arrangements
would be that i) public transport vehicles would be required to stop at designated
locations, rather than on demand, and ii) service provision would be arranged
according to fixed, pre-arranged schedules (or timetables).
Figure 1: Illustrative Public Transport Network
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Other transport services plying between Davao City and regional destinations
appear to be operating without too many issues, and need not be included in the
main public transport reform program. However, it is also recognised that there are
likely to be capacity constraints at the central DCOTT terminal in future, and that its
current location is anyway not particularly convenient for passengers or operators.
Consideration may therefore need to be given to terminating regional bus services
at Toril, Calinan or Ulas, in the south, and Banawan or Panacan, in the north, and
requiring passengers to transfer to city transport services.
4.4.3

Infrastructure provision and management
The type of infrastructure that is required to support the above public transport
services will depend on the type of system that is adopted, especially along the
‘core’ route network. Past studies have suggested that some form of ‘mass transit’
system may be required, involving either a Bus Rapid Transit (BRT) or Light Rail
Transit (LRT) system along a ‘core’ route, with smaller vehicles providing ‘feeder’
services along connecting routes.
Having examined the situation in some detail, the present consultants consider that
the most appropriate solution for the ‘core’ routes in the short- to medium-term,
bearing in mind the multiplicity of routes involved and the likely passenger demand,
would involve bus services that are provided with a high level of priority and that
use high capacity conventional buses – see Part E, Section 2.6 of this report for a
fuller explanation of the arguments involved. They also consider that right-of-way
constraints (both lateral and vertical) mean that a full BRT system, with buses
operating on a separate right-of-way, cannot be accommodated in Davao at the
present time; neither is the capacity that such a system might provide required for
the foreseeable future. Furthermore, widening the right-of-way to accommodate
such a system is not considered feasible, because there is extensive commercial
frontage along many of the city’s main roads, which is likely to be difficult to
acquire. The preferred solution is therefore a system in which buses utilise a
separate outer (kerbside) lane on the existing carriageway, specially reserved for
their operation, together with enhanced priority at signalised intersections
(characterised as a ‘highly prioritised bus system’ [HPBS]). It should be noted that
nothing in this strategy would preclude the development of a higher capacity mass
transit system at a later date, provided that suitable alignments were available and
land uses re-oriented to favour such a system.
In addition to bus stops and other passenger facilities, such a system would need
extensive improvements to the sides of the road, including kerbs and sidewalks, as
well as an intensive frontage management and enforcement regime. Because the
majority of the ‘core’ routes are located on national roads, such improvements
would need to be developed in close coordination with DPWH.
The ‘feeder’ routes would operate on existing roads without the need for such
intensive priority measures, but frontage management and detailed attention to
pedestrian facilities would still be required.
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The total length of the roads utilised by the core bus routes is estimated to be
around 85kms and for the feeder routes around 370kms, meaning that around 170
pairs of bus stops might be required for the former and up to 740 for the latter.
The total cost for the required infrastructure along these routes has been estimated
to be around PhP550 million ($14 million) for the core network and PhP1,100
million ($28 million) for the feeder network.
4.4.4

Contracting, franchising and financial arrangements
There is widespread recognition among stakeholders that public transport services
(especially those involving jeepneys and Filcabs) are currently being planned and
delivered by the private sector, with the public sector merely responding to
requests, rather than taking a pro-active approach to service provision. What is
required to re-dress this situation is a form of ‘public-private partnership’, in which
the public sector is responsible for setting overall transport policy, planning network
coverage, specifying service levels and operating standards, and providing
adequate supporting infrastructure (including frontage and traffic management),
and the private sector is responsible for providing and operating the vehicle fleet to
meet those objectives.
From what has been said earlier, the status quo is not a viable option, nor are minor
adjustments to the current public transport services considered to be adequate to
address the serious issues that have been raised. Four other options have
therefore been considered for possible inclusion in the public transport reform
program:
•
•
•
•

Build-Operate-Transfer (BOT);
separate provision of infrastructure and operations;
active LGU involvement in network planning and management; and, in addition
LGU involvement in providing operations.

These have been developed on the basis that they could be introduced relatively
quickly, within the existing Philippine legal framework. Options that would require
major changes to primary legislation have not been considered because they would
almost certainly take too long to accomplish.
The first two options are not favoured because they i) are not considered to be
appropriate mechanisms for the provision of transport services, ii) only apply to part
of the network, and may therefore be difficult to integrate with other services, or iii)
do not encourage a high level of participation from the Davao City government
(who, in reality, need to manage public transport in the context of overall city
development).
The third option, while encouraging maximum LGU participation in public transport
planning and management, in partnership with the DOTC and the LTFRB, would
still depend on the existing franchising regime, which does not seem able to deliver
consistent service standards.
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This leads to the fourth option – that favoured by the PATA consultants – in which
the LGU would become more involved with transport operations, possibly through a
joint venture arrangement (JV) with one or more private sector operating partners.
This would allow it to keep a tighter control on operating standards, while also
having a deeper understanding of the commercial viability of operations. Under this
arrangement the JV would still need to obtain franchises from LTFRB.
The consultants have conducted a Legal Review of these options, which is set out
in Annex A. This appears to suggest that there may still be legal issues involved in
the fourth option described, that would prevent it fulfilling its full objectives. This is
partly because such procedures are novel and have not previously been applied in
the way that is being proposed. It is therefore suggested that further consideration
needs to be given to this aspect of the overall strategy – perhaps in the context of a
small ‘pilot’ project.
The Legal Review concludes as follows:
‘It is anticipated that the implementation of the foregoing measures will, to a
certain extent, put order and reason to the public land transportation system in
Davao City. A more meaningful and lasting reform of the public land
transportation system, however, will require an overhaul of the franchising
system which is based on the Public Service Act. Passed in 1936, the Public
Service Act and its attendant practices and jurisprudence over the 77 years of its
effectivity need to be reviewed and reconsidered in order that the law, the
practices, the interpretations and implementations thereof can be made
responsive to the changing conditions and circumstances and the new
challenges in public land transportation. Without such fundamental changes,
any reform or attempts to improve and upgrade the transportation system will be
constrained and frustrated by obsolete paradigms.’
This merely serves to underlines the objectives stated above: to identify public
transport reforms that can be introduced relatively quickly, within the existing
Philippine legal framework and without the need to wait for major changes to
primary legislation.
It has been estimated that some 330 large buses would be required to operate the
core routes, and a further 1,010 smaller buses (or other similar vehicles) might
eventually be required on the feeder routes – involving a total fleet investment of
around PhP6,609 million (or around $165 million). Clearly, such an investment,
together with the commissioning of services and the training of drivers and other
staff, will take several years to implement. In the meantime, the challenge will be
how to phase out existing services while phasing in the new regime.
Local transport services within sub-divisions, or other areas away from the main
‘core’ or ‘feeder’ route network, would be provided by a mixture of transport modes
considered appropriate by barangay-level LGUs, in consultation with local
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residents. In the short- to medium-term, these might include motorised tricycles
franchised and regulated by the City government.
Taxi services do not appear to present too many issues for transport users or
regulatory authorities. They should continue to be franchised and regulated by
LTFRB under current arrangements. In overall strategy terms, it is essential that
they remain affordable and that taxi operators are encouraged to provide reliable,
professional services. At the same time, taxi drivers should be discouraged from
congregating in locations where they would cause traffic congestion or delays to
other public transport vehicles.
4.4.5

Institutional and organisational arrangements
None of the technical and administrative aspects of public transport reform set out
in the strategy have any meaning unless they can be implemented. Furthermore,
many of the recommended reforms cannot be implemented as a ‘one-off’ project,
but must be accomplished by the consistent implementation of ongoing policies,
procedures and programs over a period of several years. Given that Davao is a
Charter City with around 1.5 million inhabitants, coordination of such activities
should logically be the prime responsibility of local government, supported by
national government agencies and by appropriate private sector partners.
For this reason, the consultants have strongly supported the revision, publishing
and eventual implementation of the proposed Comprehensive Transport and Traffic
Code (CTTC), and have participated with city officials and legislators in ensuring
that its provisions are appropriate to public transport reform. At the same time, they
have recommended early establishment of the proposed City Transport and Traffic
Management Board (CTTMB) and City Transport and Traffic Management Office
(CTTMO) as a focus for taking the reforms forward.
The range of tasks that need to be undertaken, in the context of a reformed (and
reforming) public transport system, is also indicated in the report. These include:
•
•
•
•
•

public transport planning;
public transport service procurement, regulation and monitoring;
provision and maintenance of supporting infrastructure and facilities;
corridor management, operations and enforcement; and
stakeholder liaison.

However, the consultants have noted that these public transport-related tasks are
not always clearly expressed in the current text of the CTTC. This is a matter that
will need further consideration during the formation of the CTTMO.
In relation to the last of the tasks listed above (stakeholder liaison), it is
recommended that the CTTMO, under the direction of the CTTMB and the
Committee on Transportation and Communication, convenes an annual Transport
Summit. This would facilitate reporting by government/regulators on the transport
situation, and would provide an opportunity for feedback and sharing of issues and
concerns among the various stakeholders involved, with a view to identifying policyoriented or programming solutions.
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Managing social impacts
It is well known from experience elsewhere that public transport reforms can and do
lead to improved social conditions for many residents. Such improvements include
improved mobility, and improved accessibility to education, markets and
employment. They are particularly relevant to poorer families, who cannot afford
their own transportation, and women and children who are often left without
transportation when the only vehicle available is otherwise in use. However, in a
modern city, public transportation should be available to all citizens if serious traffic
congestion, and the consequent lack of mobility, is to be avoided, and economic
viability is to be sustained. It has already been noted that more than one third of
the residents of the planned urbanised area of Davao City live in barangays that are
without proper public transport services.
Nevertheless, implementation of public transport reforms can also have negative
impacts. These are most likely to occur in the initial stages of reform, during the
transition between existing conditions and the reformed outcome. They will affect
both transport users and transport providers. The overall public transport reform
program will therefore need to include both mitigation measures and support
programs for all those likely to be adversely affected, as an integral part of project
design and implementation.
The detailed identification and design of these measures and programs is best left
until the feasibility stage of project preparation. However, it is worth noting that the
impacts on existing public transport providers are likely to be much the same
whichever form of mass transit system is adopted (be it LRT, BRT or a highly
prioritised bus system), since all would require re-organisation and rationalisation of
existing public transport services. In this respect, the consultants recommend that
most emphasis is placed on how existing transport providers can be helped to
participate more effectively in local transport provision, rather than assuming that
they have no part to play at all. It is also recommended that transport reforms do
not merely involve new services being superimposed on the existing system, since
this would inevitably lead to a serious degradation of livelihood and commercial
viability, without any planned means of support.

4.4.7

Capacity development needs
Capacity development, in all its forms, is a key feature of the ongoing public
transport reform process. To this end, a Capacity Development Program needs to
be developed and oriented towards building human and organisational resources
among target groups in Davao City, in support of the Comprehensive Public
Transport Strategy (CPTS) and its associated public transport reform program.
Further details of what may be required are set out in the following chapter of this
report.
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5

Stakeholder Participation and Capacity Development

5.1

Stakeholder Participation
One of the important objectives of this PATA has been to involve the widest
possible range of stakeholders in the development, and subsequent ‘ownership’, of
the proposed comprehensive public transport strategy, and its associated reform
program. To this end, the consultants’ have conducted structured interviews with
more than 56 stakeholder groups. Briefings and fora have also been conducted to
orient more than 200 offices and organisations of transport regulators, providers
and users on the aims of the project, the consultants’ findings, and the emerging
comprehensive public transport strategy. In addition, regular meetings have been
held with city government officials and officials of national government agencies
who are involved with transport-related activities within the city.
The feedback received may be summarised as follows:
• there is a shared concern among stakeholders about the state of public
transport in Davao (i.e., congestion, safety, viability of operations, governance
issues);
• there is a general openness to improvements, but with specific concerns about
impacts on the livelihood of transport providers, affordability of public transport,
and ensuring transparency and accountability of the government agencies
involved; and
• importance is placed on following through and sustaining stakeholder
involvement in strategy development and implementation – which is best led by
local government, in line with national policies for sustainable urban transport
and with the support of national government agencies.
The overwhelming conclusion is that the Davao City government must take a proactive role in shaping, owning and operating the strategy, if public transport reform
is to be implemented successfully.
The Summit Statement produced by participants of the first Davao City Transport
Summit on 22 November 2013 (referred to in Section 1.3, above) is contained in
Annex B. This sets out some of the stakeholders’ aspirations (and commitments)
in relation to the public transport reform process 6.

6

Subsequent to this Summit, it is understood that the Davao City Council is
preparing a series of resolutions aimed at i) adopting the recommendations of
this PATA, ii) implementing the institutional and other aspects of the new
Transport and Traffic Code, iii) recommending amendments to the Code to
strengthen its provisions in relation to public transport planning and operations,
and iv) writing to the DOTC requesting assistance with further study and project
implementation.
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In addition, the stakeholder participation process begun during this PATA needs to
continue as a routine feature of the City’s ongoing work program. As stated earlier,
this needs to be seen as an integral part of the city’s public transport strategy and
reform process.
5.2
Capacity Development
5.2.1 Introduction
Capacity development of one sort or another has in fact taken place throughout the
course of the PATA, initially through stakeholder awareness workshops and then
through more targeted discussions and training sessions. This two-stage process
was necessary because, at first, many stakeholders did not have sufficient
knowledge of the transport issues involved to participate effectively. Over the
course of the consultants’ work it would also be true to say that stakeholder
participation and capacity development have virtually become indistinguishable.
From what has been said already, and the discussion in Chapters 6 and 7, below, it
is clear that these activities also have to continue as an integral part of the ongoing
public transport reform process. Furthermore, what has been started under the
PATA and what needs to follow should be seen as part of a continuing process.
5.2.2

Target participants
Success in implementing the Comprehensive Public Transport Strategy (CPTS),
and its associated public transport reform program, depends on the effective
performance of the various transport industry players in their respective roles. The
entities that are directly involved in the implementation of the CPTS – the
‘stakeholders’ – have been referred to earlier in this report (Sections 1.3 and 5.3,
for example):
• City Officials (Executive Officers and SP Committee): It is anticipated that the
proposed City Transport and Traffic Management Board (CTTMB) will be a
multi-stakeholder body, with representation from concerned national agencies,
Davao City executive officers, public transport providers, business and civil
society. Each concerned agency represented in the CTTMB is expected to
mobilise its agency to implement the CPTS and monitor the progress of
implementation. For the purposes of this project, representatives from the
Davao City Sangguniang Panlungsod and the DOTC will be invited to join the
Board during the Capacity Development activities.
• City Technical Staff: Under the Comprehensive Transport and Traffic Code of
Davao City the proposed City Transport and Traffic Management Office
(CTTMO), under the direct supervision and control of the City Mayor, is
expected to be the sole transport and traffic management authority in the City.
It will also serve as the secretariat of the CTTMB and will need to coordinate at
the working level with the Office of the City Planning and Development
Coordinator (CPDO) and the City Engineer’s Office (CEO). Under the CPTS,
the Davao City government, through the CTTMO, would be responsible for
planning, procuring and regulating public transport services, in coordination
and collaboration with DOTC and LTFRB. It would also be responsible for
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ensuring that all required supporting infrastructure is in place and is properly
managed and maintained. EO No. 9, series of 2013 was issued in June
creating an Interim CTTMO.
• Public Transport Providers: Entities and individuals operating different types of
public transport service. Because there are currently several thousand holders
of public transport franchises, it would be impractical to involve all of them in
capacity development activities. The approach will therefore be to involve a
few representatives from each of the various transport federations, with these
core groups then being responsible for passing on the knowledge gained to
their members.
• Public Transport Users: This includes a variety of interest groups, including
executive committee members of the City Development Council,
representatives of Persons with Disability (PWDs), cycling groups, civil society
and business groups.
These stakeholders thus form the target groups for a capacity development
program that aims to ensure that they are well equipped to begin to undertake their
identified roles in the implementation of the CPTS. However, while all groups need
to appreciate as fully as possible the implications of the various public transport
reforms that are being proposed, it is the city officials, at all levels, who are
currently considered to be in greatest need of increased policy development
support and technical implementation skills.
A list of the main stakeholder and capacity development meetings and events
arranged and conducted by the consultants’ team is provided in Annex C.
5.2.3

Capacity development objectives
The objectives of the consultants’ capacity development activities have been to
enable the various stakeholder participants to:
• fully understand the Comprehensive Public Transport Strategy and ongoing
public transport reform process, its rationale (policy environment, etc.), benefits
and scope;
• identify the areas in the existing transport and traffic policies and programs in
Davao that will be impacted by the CPTS, and the means by which these can
be addressed;
• understand what part they may be expected to play in implementing the
proposed reforms;
• identify any specific concerns relating to their participation, including the need
for further support and/or capacity development;
• specifically in relation to key City transport-related offices, develop or
strengthen technical abilities (knowledge and skills) to operationalise or
implement the reforms being proposed in the CPTS, and install or enhance
systems that would support the maintenance and sustainability of the
enhanced public transport system that is advocated by the CPTS.
•
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Figure 2: Scope of Capacity Development Components

Project Period (March to November 2013)

Indicative: Post-Project Period (2014 to 2016)

Government (City & Agencies):
a) appreciate the present transport situation and
the rationale for reform; b) gain confidence in
applying routine transport planning procedures;
c) begin to implement the reforms through
policies & programs

Government (City & Agencies): sustain reforms
through a) continued policy & program
development, implementation, monitoring &
evaluation; b) system installation, strengthening
and operationalization

Transport Providers: a) appreciate the present
transport situation and the rationale for reform;
b) participate in the process of identifying
challenges and reform measures

Transport Providers: a) understand options for
participating in reforms, including operations and
possible social support measures; b) participate
in operational implementation; c) continue to raise
concerns and propose solutions

Transport Users: a) appreciate the present
transport situation and the rationale for reform; b)
participate in the process of identifying challenges
and reform measures

Transport Users: a) participate in
implementation of reforms; b) continue to raise
concerns and propose solutions
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Figure 3: Capacity Development Activities during the PATA (September to October 2013)
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Some of these objectives may be achievable within the course of the current
consultancy and other may need to be tackled through later efforts, as indicated in
Figure 2.
5.2.4

Program coverage
Figure 3 indicates the progress that has been made with capacity development
activities during the latter part of the PATA. Apart from continued briefing of
transport providers and civil society groups on the content and implications of the
proposed public transport reforms, much of this has focussed on the first two of the
groups list above, namely:
• City officials (executive and legislative); and
• City technical staff.
In relation to the first of these groups, the main rationale for the activities was to
clarify some of the important land use and transport policy issues facing the city.
The results were then used to inform the risk analysis described in Chapter 6,
below. Thus, workshop sessions included such topics as:
•
•
•
•
•

land use and transport policies and planning;
mass transit systems;
transport impact analysis;
project financing; and
amendments to the proposed City Transport and Traffic Code required to
support public transport strategy and reforms.

An important strand of these activities was to support the Sanggunian Panlungsod
(SP) Committee on Transportation and Communication in conducting public
hearings to support their legislative agenda – specifically in relation to sustainable
urban transport.
For the second group, the emphasis was on providing an insight into some of the
technical challenges and issues facing public transport reform in Davao, and to
develop confidence in formulating and recommending supporting policy measures
and actions to address the issues involved. Delivery of these workshops was
through a mixture of classroom and on-site practical case studies, along both the
core transport network and parts of the feeder network, over a period of 7 weeks
(12 1-day sessions). In all, 12 staff members took part, drawn from:
•
•
•
•
•

the Office of the City Development and Planning Coordinator (CPDO);
the Office of the City Engineer (CEO);
the Traffic Management Center (TMC);
the City Legal Office, Transportation Regulatory Division (TRB); and
the City Administrator’s Office.

At the culmination of these sessions, the technical staff presented their findings
and recommendations to City executive and legislative officers.
Following the present consultancy, such technical support, coaching and training
will need to continue, if the City government is to participate fully in the public
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transport reform process. Capacity development in these areas is likely to be
closely associated with the list of tasks to be undertaken by the CTTMO and other
city officials. Since these tasks have not been fully agreed at present, there can be
no certainty as to what such a program might need to include. However, some
indication has been given in Chapters 6 and 7, where the outcome of the risk
mitigation analysis and the requirements for follow-on study are outlined.
In addition to this, and the need for ongoing stakeholder participation activities,
outlined earlier, separate support and capacity development programs would be
required for other affected groups such as transport providers – who would need to
understand how they could participate more fully in the reform process.
Figure 2 and Figure 3 provide further details of what may be required for each of
the four stakeholder groups identified.
It is envisaged that these ongoing training and orientation activities (post-November
2013) will be delivered either by consultants appointed to undertake future project
preparation studies, or using consultancy resources provided specially for this
purpose. Use might also be made of the transport planning courses available from
training institutions such as the National Center for Transportation Studies (NCTS).
5.2.5

Capacity development principles and ongoing issues
Given that the types of capacity development required here – especially the more
detailed training elements – are strongly related to the actual tasks and work
programs of the individuals involved, it is essential that, as a pre-requisite for their
implementation:
• the organisational and legislative context of the activities is clarified and fully
understood;
• the form and content of any training (policies, procedures, etc.) have been
agreed and authorised by the relevant key officials and department heads;
• the staff assigned to participate in the initial capacity development activities are
likely to be those involved in the long-term application of the knowledge
imparted; and
• there is a recognition that further staff recruitment and training will be required
to ensure that the proposed transport reforms are adequately resourced.
In short, the structure and content of specific training courses can only be designed
once the related organisations, responsibilities and available human resources are
known. These issues must now be tackled as a matter of urgency in order to
enable the public transport reform process in Davao City to move forward without
further delay.
There are also potential concerns about the current staffing structures within the
City administration. As indicated in Figure 4, staffing in the various City transportrelated offices is made up of permanent (plantilla), ‘contractual’ or ‘job order’
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positions, each of which infers a different level of continuity and job security 7. It will
be noted that the Traffic Management Center – currently a special project of the
City Mayor’s Office and proposed as the focus of a new City Transport and Traffic
Management Office (CTTMO) – has no plantilla positions and its technical staff are
wholly contractual. Furthermore, while the employment records of plantilla staff are
administered by the City Human Resources Management Office (HRMO),
contractual and job order staff are engaged directly by the concerned technical
offices, and there appears to be no centralised record of their employment. These
matters may also need to be addressed in conjunction with the establishment of the
CCTMO and design of the require capacity development programs.

7

In practice, it is said that most ‘contract’ staff have their contracts renewed
annually, and many have been in place for many years.

December 2013

Page 35

Project Context
& Overview

TA-8195 PHI: DAVAO SUSTAINABLE URBAN TRANSPORT PROJECT

Figure 4: Human Resources in Davao City Government Transport-Related Departments
Office or
Department

Contract of Services 8

Permanent Staff (Plantilla)

Job Order 9

Managerial and
Supervisory 10

Technical 11

Administrative 12

Technical

Administrative

Technical

Administrative

A. City Planning
and
Development
Office (CPDO)

2

43

17

57

21

-

-

B. City Engineers
Office

3

114

62

150 (labourers)

-

59
150 (skilled)

75

C. Traffic
Management
Center (TMC)

-

-

-

330

-

-

27

D. City Legal
Office –
Transportation
Regulatory
Division (CLOTRD)

2

3

2

-

-

-

14

Source: City Human Resources Management Office (HRMO)
8

Referring to those items whose contracts are for a maximum of one year
Referring to those whose engagements are for a maximum of six months
10
Referring to those involved in executive roles, also in overseeing and managing LGU staff in the workplace, usually heading a unit/s
11
Referring to those involved in the skilled delivery of specialized functions, services, tasks or outputs
12
Referring to those providing support roles, usually clerical and logistical
9
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6

Mitigating Project Risks

6.1

Introduction
In order to generate confidence to take the public transport reform process forward,
it is essential that project risks are minimised. Without this, the further investments
required for project preparation and implementation might not be forthcoming.
Indeed, mitigating these risks, as far as possible, has been one of the underlying
rationales for the current PATA.
This has been achieved in one of two ways:
• extensive stakeholder participation activities; and
• capacity development activities aimed at providing awareness of the policy
issues involved in public transport reform and providing information and advice
as to their most effective resolution.

6.2

Stakeholder Participation
The extent of the consultants’ stakeholder participation activities, and a summary of
the concerns raised, has been outlined in Section 5.1. In response, the consultants
have sought to provide information and explanations that would address as many of
these concerns as possible.

6.3

Project Risk Mitigation
In relation to the City government, in particular, there are significant policy issues
that have to be recognised and addressed before the public transport reforms can
be put into place. These are presented in Annex D as a series of nine ‘risks’, or
concerns. Each has been subjected to detailed examination in various capacity
development activities that have been held during the course of the PATA,
particularly during the months of September and October 2013. The column
headed ‘Mitigation Actions to Date’ provides an indication of the mitigation actions
undertaken during the PATA, while the column headed ‘Mitigation Outcome and
Further Actions’ is intended to indicate the extent to which potential risks have been
involved, and what still remains to be achieved.
Overall, what is still left to achieve appears to be within the normal scope of a
Project Preparation Technical Assistance.
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7

The Way Forward

7.1

Introduction
As indicated above, one of the main purposes of this PATA has been to prepare the
way for further, more detailed study and eventual implementation of improvement
projects.

7.2

Tasks
Some of the tasks that now have to be undertaken to move the process forward are
set out below. Tentative timescales are suggested for each task, for overall
monitoring purposes. The exact means of initiating and completing the tasks,
whether internally or with the assistance of consultants and outside resources, will
need to be the subject of further discussion. However, it should be clear that in
every case the involvement of the City government will need to be paramount.

7.2.1

Reform of institutional arrangements
It is considered essential to make urgent progress with detailing, implementing and
refining the institutional arrangements outlined in the city’s proposed
Comprehensive Transport and Traffic Code, including the formation of a properly
resourced and equipped City Transport and Traffic Management Office (CTTMO),
and establishment of day-to-day inter-agency working arrangements between
involved city government offices and national government agencies. Without this
basic institutional framework – and the associated co-ordination, co-operation and
collaboration between partner agencies – many of the other activities listed below
will be difficult to achieve. [Start within 6 months; ongoing]

7.2.2

Continued urban transport policy formulation
From what has been learned during the PATA about the lack of integrated land
use/transport policies, it has been suggested in some quarters that there needs to
be a review of such policies, possibly including strengthening of transport aspects
of the CLUP. There may also be a need to re-orient some members of the
proposed City Transport and Traffic Board (CTTMB) in light of these revised policy
requirements. [Start within 3 months; ongoing]

7.2.3

Development and application of routine procedures
At the working level, there will be many new procedures that need to be set up to
accompany the public transport reform process. As indicated earlier, these are just
as important as, if not more important than, a fixed plan, because of the continual
need for monitoring and adjustment that is the hallmark of transport planning in a
rapidly developing city.
Some of the procedures required have already been identified during the PATA
(including the need for improved: Transport Impact Assessments; procurement,
monitoring and enforcement of transport services; coordination with LTFRB; data
collection and maintenance of up-to-date inventories; and transport corridor and
frontage management). Others will need to be identified and implemented over
time. [Start within 3 months; ongoing]
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7.2.4

Preparation of a public transport plan
The current PATA has only been able to draw up a tentative public transport plan,
based on the limited information that is currently available. Further, more detailed
investigation is required along the proposed ‘core’ routes to confirm the service
standards and patterns that are actually required. Similar, data collection, analysis
and negotiation is required, on an area-by-area basis, to establish the exact
measures required along the feeder network, including adjustments to existing
services and the establishment of new services. [Complete initial plan within 12
months; review annually]

7.2.5

Preparation and phased implementation of component projects
The actual investment components, involving both the provision of new and revised
public transport services and implementation of associated infrastructure facilities,
will need to be subjected to more detailed feasibility study, and then implemented in
phases (which are yet to be defined). This is an ongoing process that is likely to
take up to 5 years. While an indication of what might be involved has been set out
in this PATA, development of further details is best left to the feasibility study.
It may also be useful to test some of the more innovative transport reform
components by limited implementation of one or more ‘pilot’ projects.
[Possible pilot project prepared within 6 months; full feasibility study complete within
18 months]

7.2.6

Design of social support systems
Social support systems for groups who are negatively impacted by the public
transport reform process are probably best designed in detail at the feasibility study
stage. However, the public transport plan, referred to earlier, will need to begin to
set out the implications and scale of the social impacts involved, in conjunction with
its re-alignment of routes and services.
Information Dissemination and Social Mitigation (IDSM) programs, aimed at public
transport users and other affected groups, will also be required as an integral part
of project design and implementation.
[Design included within feasibility study; complete within 18 months]

7.2.7

Continuing stakeholder involvement and capacity development
The case for continued stakeholder involvement and capacity development, in
relation to Davao City’s public transport reform program, has already been made. It
is essential that a way is found for these activities to continue in a formal way, as
the program evolves. At the same time, there are serious concerns that, while
significant capacity development is seen as a crucial part of the proposed public
transport reform program, it cannot begin without confirmation of the organisations,
tasks and specific personnel that are likely to be involved (paras. 7.2.1-7.2.3).
[Start within 3 months; ongoing]
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Annex A: Legal Review: Public Transport Service Procurement 13
Public land transportation is governed by and regulated under Commonwealth Act
No. 146 (CA 146), otherwise known as the Public Service Act. Passed in 1936, this
law covers the ownership, operation, management, and control of “public service”
which is defined as follows:
The term "public service" includes every person that now or hereafter may own,
operate, manage, or control in the Philippines, for hire or compensation, with
general or limited clientele, whether permanent, occasional or accidental, and
done for general business purposes, any common carrier, railroad, street
railway, traction railway, sub-way motor vehicle, either for freight or passenger,
or both with or without fixed route and whether may be its classification, freight
or carrier service of any class, express service, steamboat or steamship line,
pontines, ferries, and water craft, engaged in the transportation of passengers or
freight or both, shipyard, marine railways, marine repair shop, [warehouse] wharf
or dock, ice plant, ice-refrigeration plant, canal, irrigation system, gas, electric
light, heat and power water supply and power, petroleum, sewerage system,
wire or wireless communications system, wire or wireless broadcasting stations
and other similar public services: xxx xxx xxx (Section 13b, Public Service Act)
In particular, the public service referred to is the common carrier. The Civil Code of
the Philippines defines common carrier as “persons, corporations, firms or
associations engaged in the business of carrying or transporting passengers or
goods or both, by land, water, or air, for compensation, offering their services to the
public”. (Article 1732)
In the context of public land transportation in Davao City, public service or common
carrier would include buses, jeepneys, utility vehicles, taxis, and motorized tricycles
for hire.
In order that these public services or common carrier can be legally operated, the
appropriate authorization or franchise needs to be secured from and issued by
Land Transportation and Franchising Regulatory Board (LTFRB), the successor of
the Public Service Commission insofar as franchising and regulation of public land
transportation services are concerned. This authorization or franchise is granted in
the form of a Certificate of Public Convenience (CPC) or Certificate of Public
Convenience and Necessity (CPCN).
The CPC or CPCN is granted upon showing by the applicant that its issuance will
promote the public interest in a proper and suitable manner.

13

This legal review has been produced by the Study Team and peer reviewed by
Atty. Wifredo Trinidad, former DOTC Undersecretary for Legal and
Administration
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With the exception of those enumerated in the preceding section, no public
service shall operate in the Philippines without possessing a valid and subsisting
certificate from the Public Service Commission known as "certificate of public
convenience," or "certificate of public convenience and necessity," as the case
may be, to the effect that the operation of said service and the authorization to
do business will promote the public interests in a proper and suitable manner.
(Section 15, Public Service Act)
In practice, the promotion of the public interest in a proper and suitable manner is
translated to proof of public necessity and financial capacity. Public necessity
connotes that there is an existing demand for such transport services in a particular
route and that the services offered are adequate to meet such demand. Financial
capacity means that the applicant-operator possesses the financial resources to
cover the necessary investments and operating and maintenance costs in order
that the public service can be operated in a manner that is safe, convenient and
reliable. In addition, the law requires that the operator of the public service should
be a Filipino citizen or if a juridical entity, owned up to at least sixty percent (60%)
of its capital stock by Filipino citizens.
Included in the term “person” in the definition of public service are provinces, cities,
municipalities, and government-owned and -controlled corporations. In general, all
persons intending to engage in public service must first secure a CPC or CPCN
before it can operate. (Ibid)
The law, however, exempts government entities operating public services from
securing a CPC or CPCN. Nevertheless, such government entities, as operator of
public services will still be subject to the jurisdiction of and regulation by the LTFRB.
The Commission shall have jurisdiction, supervision, and control over all public
services and their franchises, equipment, and other properties, and in the
exercise of its authority, it shall have the necessary powers and the aid of the
public force: Provided, That public services owned or operated by government
entities or government-owned or controlled corporations shall be regulated by
the Commission in the same way as privately-owned public services, but
certificates of public convenience or certificates of public convenience and
necessity shall not be required of such entities or corporations: xxx xxx xxx
(Section 13a, Public Service Act)
Thus, the city of Davao can operate public transport services without the need to
secure the CPC or CPCN from the LTFRB but its operation will still be subject to
the regulatory powers of the LTFRB in terms of compliance with its standards for
service, equipment, and facilities and the conditions, rules and regulations covering
public land transportation services. Moreover, the fares that it will collect from the
passengers including adjustments thereof will have to be set and approved by the
LTFRB.

December 2013

Page 41

TA-8195 PHI: DAVAO SUSTAINABLE URBAN TRANSPORT PROJECT

Project Context
& Overview

The process for the grant of franchise is quasi-judicial in nature whereby the LTFRB
receives evidence of public necessity and financial capacity and other requirements
from the applicant and hears the objections and receives evidence in support
thereof from persons opposing the application. On the basis of the evidence
presented by the parties, the LTFRB renders a decision either granting or denying
the application for a franchise. Although the process is akin to a court proceeding,
the technical rules of evidence and judicial procedures are not followed. Every
reasonable effort is exerted to ascertain the facts without regard to technicalities.
The franchise is route and vehicle specific. The decision granting the franchise
specifies the route covered thereby. This means that the grantee can operate only
in the specified route whose alignment, distance, and terminal points are described
in the decision. The decision also lists down the motor vehicles authorized under
the said franchise. The motor vehicles are described by their motor numbers and
chassis numbers. Accordingly, the grantee can only operate the motor vehicles
described in the decision in the specified route. If the grantee operates the
authorized motor vehicles in another route, it will violate its franchise and will be
charged for “out of line” operation. If the grantee operates in his authorized route
but using motor vehicles not listed in the decision, it will be charged for violating its
franchise even if such motor vehicles are owned by the grantee. Such an
authorized motor vehicle will be considered “colorum”.
In some instances, the route for which a franchise is sought is already established.
In this case, the applicant needs only to apply for that particular route and prove
public necessity, financial capacity, and compliance with other requirements.
Where the route applied for is not yet established, it is required by existing practice
that the same be prescribed and approved by the DOTC, particularly the road
transport planning division. Only when the Road Transport Planning Division
(RTPD) prescribes and approves the new route and opens it for franchising can the
application for a franchise for that particular route be heard and processed.
Unfortunately, there is no law, rule or regulation, circular, or order on record or on
file in the DOTC or LTFRB granting such authority to the road transport planning
division or setting out the process, standards, criteria, and procedures for
prescribing new public land transportation routes. It does not even appear that the
output of the RTPD has the approval of the DOTC Secretary.
While it is true that the DOTC is empowered to issue rules and regulations on the
fixing of routes under Paragraph 9, Section 3, Title XV, Book IV, EO 292, the
LTFRB is by law mandated and authorized to “prescribe and regulate routes,
economically viable capacities, and zones or areas of operation of public land
transportation services provided by motorized vehicles in accordance with the
public land transportation development plans and programs approved by the
Department of Transportation and Communications.” (Section 19, Title XV, EO 292)
From the foregoing it is clear that the establishment of public transport routes
should originate from and be initiated by the LTFRB subject to the rules and
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regulations issued by the DOTC and the latter’s transport development plans and
programs. In prescribing said routes, the LTFRB is required to coordinate and
cooperate with other government agencies and local government units (LGUs).
Powers and Functions of the Land Transportation Franchising and Regulatory
Board. - The Board shall:
xxx xxx xxx
Coordinate and cooperate with other government agencies and entities
concerned with any aspect involving public land transportation services with the
end in view of effecting continuing improvement of such services.
xxx xxx xxx (Section 19, Title XV, EO 292)
It may be noted, however, that the LTFRB is under the control and supervision of
the DOTC. As such, its actions on the fixing of routes pursuant to its expressed
powers are subject to review by the DOTC Secretary who may substitute his
judgement for that of the LTFRB.
Other than directly filing an application for a franchise, the authority to operate a
common carrier may be granted via an automatic grant pursuant to RA 6957 as
amended by RA 7718 otherwise known as the BOT Law. It is legally possible to
undertake an infrastructure project involving the construction of a road and related
transportation facilities like sidewalks, bus stops, and terminals and the operation of
public land transportation services using said infrastructure facilities under a BuildOperate-Transfer (BOT) contractual arrangement or variations thereof. The BOT
Law provides that the proponent awarded the project is automatically granted a
franchise by the appropriate regulatory agency.
xxx xxx xxx For this purpose, the winning project proponent shall be
automatically granted by the appropriate agency the franchise to operate and
maintain the facility, including the collection of tolls, fees, rentals, and charges in
accordance with Section 5 hereof xxx xxx xxx (Section 5, RA 6957 as amended
by RA 7718)
In the foregoing case, the law does not require the winning proponent to go through
the normal process of applying for and securing a franchise from the LTFRB. The
automatic nature of the grant necessarily exempts the winning proponent from the
requirement to prove that the grant of the franchise will promote the public interest
in a proper and suitable manner. Thus, it does not need to prove before the LTFRB
that there is public necessity, its financial capacity, and its Filipino
citizenship/nationality. In other words, the BOT Law provides an exception to the
general rule stated in the Public Service Act.
However, the IRR of the BOT Law, despite the automatic grant authorized by the
law itself, provides for a two-stage process for the grant of authority to operate. (i.e.
automatic grant and final approval of franchise)
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Subject to the provisions of the Constitution and other existing laws, rules and
regulations, once a contract is executed by the Project Proponent and the
Agency/LGU, a presumption arises that the public interest will be served by the
implementation of the project covered thereby, and immediately upon application
by the Project Proponent, the Regulator shall automatically grant in favor of the
Project Proponent a Franchise to operate the facility and collect the tolls, fees,
rentals, and other charges stipulated under the contract.
Provided that, if the final approval of the franchise by the regulator shall result in
a decrease in the amount of tolls, fees, rentals, and other charges stipulated
under the contract, the government shall ensure that the Project Proponent
recovers the difference between the amount stipulated under the
contract/parametric formulae and the amount approved by the regulator or
appropriate regulatory body through measures consistent with the Constitution
and other applicable laws. (Section 12.3, Rule 12, IRR BOT Law)
The process of approval by the ICC/NEDA Board of a BOT/variation project already
involves an evaluation and determination of the project’s technical soundness,
economic and financial viability, and the reasonableness of the terms and
conditions of the contract that will cover the implementation thereof. The same
process includes the evaluation of transportation demand, capital outlay, operation
and maintenance cost and even fare levels during the operation period. It is thus
clear that public interest is already considered when a project is approved by the
ICC/NEDA Board.
Moreover, during the bidding or negotiation for the award of the contract, the
financial capacity and the citizenship or nationality of the proponent are taken into
account. It will thus be seen that, under the project approval process and the
selection and awarding procedures, the public interest is promoted in a proper and
suitable manner. The foregoing process obviously justifies the automatic grant of
franchise to the winning proponent.
In addressing the issues and problems confronting the land transportation system
in Davao City, it is necessary that the solutions recommended be informed by and
formulated in the context of existing laws and rules and regulations, particularly the
Local Government Code, Public Service Act, BOT Law, the charters of DOTC and
the LTFRB. This will ensure that the recommended solutions can be implemented
in the near future. Otherwise, measures recommended become legally feasible
only if existing laws and regulations are amended. Amendments take a long period
of time and are subject to the uncertainties of the legislative process. Needless to
say, measures that contravene or violate the law will inevitably fail.
To address the problem of fragmentation, it is imperative that a public land
transportation network that ensures connectivity, complementarity, integration,
accessibility, and efficiency be established. It should likewise complement and
integrate with the land use objectives and plans of the city even as the same also
complements and integrates with the transportation plans and objectives.
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Accordingly, the existing network of public land transportation routes and other
streets within the city should be re-configured to achieve the aforesaid network
characteristics. The present studies in fact present a transportation development
plan and program in Davao City, particularly involving its public land transportation
system. The DOTC can thus evaluate the study and if it finds the same in order,
adapt the proposed development plan and program therein to its own plans and the
resulting output can be adopted by DOTC as its transportation plan and program for
Davao City.
In order to fill the gap in the law with regard to the setting of public land
transportation routes, the DOTC can, in the exercise of its powers under its
charters, issue rules and regulations for prescribing public land transportation
routes that will set the technical parameters, standards, criteria, process, and
procedures therefor.
Guided by the DOTC transportation development plan for Davao City and said
DOTC rules and regulations, the LTFRB, in coordination with the local government
of Davao City, should reconfigure the public land transport network in Davao City.
Once the public land transportation routes are fixed, existing franchises can be
amended or terminated consistent with the network plan and configuration as
prescribed and approved by the LTFRB and confirmed by the DOTC.
In fixing and prescribing public land transportation routes, the LTFRB and by
extension the DOTC, not only have the power and function but also the duty and
obligation to coordinate with the local government unit within whose territorial
jurisdiction the public land transport routes and network are established. The
circulation system in a particular land area consisting of highways, streets, alleys,
and paths is an integral aspect or element of land use which by legal mandate is
subject to the original jurisdiction and authority of the local government units. Thus,
the Comprehensive Land Use Plan (CLUP) indispensably includes the circulation
system which is institutionalized and implemented through the zoning ordinance
passed by the Sanggunian. The public land transportation routes and network
prescribed by the LTFRB and the DOTC are configured within the context of the
circulation system established by the local government units. It may thus happen
that the existing circulation system hinders, makes difficult or is not conducive to
the establishment of a public transportation network that is characterized by
connectivity, accessibility, complementarity, and efficiency. Conversely, the public
land transportation system instituted by the LTFRB/DOTC may not promote or is
inconsistent with the land use objectives and plan of the local government units.
Coordination, better still collaboration and cooperation, between the local
government units and the LTFRB/DOTC appear to be indispensable in developing
an effective and efficient public land transportation system in a local government
unit. Present theories and practice favour the integration of land use and
transportation planning. The trend towards transit-oriented land use, which
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purposely clusters settlements and work places along public transport routes and
terminals, demonstrates this integration and its effectiveness.
The LTFRB/DOTC does not have the power and authority under its charter or any
law to determine and prescribe the use of land within the territory of a local
government unit. By coordinating, collaborating and cooperating with the local
government unit, the LTFRB/DOTC utilizing its technical knowledge and expertise
in planning and setting up transportation routes, network, and system, will be able
to guide and influence the land use plans of the local government units. Once the
appropriate public land transportation system is integrated in the land use plan, it
will be institutionalized and implemented through the zoning ordinance. The local
government units thus acquire ownership of the public land transportation system
established and will consequently promote the implementation and utilization
thereof.
It is imperative that the study emphasizes and intensifies coordination,
collaboration, and cooperation between LTFRB/DOTC and the Davao City
government. It is opportune that the city government is reviewing and revisiting its
CLUP and CDP with the end in view of amending them or coming up with new
plans to meet, respond and anticipate the changing circumstances and conditions.
The public land transport study can thus inform and be informed by these land use
and development plans which are now all works in progress.
For example, if a transit oriented land use is contemplated, a trunk line connecting
major destinations can be established as an exclusive bus line or a BRT System
which will be fed by public transport routes terminating in facilities strategically
located along the trunk line. Development of mixed use areas for work,
commercial, and residential purposes can be undertaken around the terminals to
promote accessibility and the minimization of car use and kilometer travel.
A serious concern is raised on the observance by common carriers of the
mandated standards of service and operation and the effectiveness of the
monitoring and enforcement of such standards, rules and regulations by the
concerned government agencies like the LTFRB, LTO, DOTC and even the local
government unit. The LTFRB and the DOTC are empowered under their charters
to set standards of service and operation for the safety, security, and convenience
of the public. While both agencies have enforcement functions, the exercise
thereof may not be as effective as expected. The enforcement unit of the DOTC
Proper is the Intelligence, Security and Law Enforcement Service (ISLES). An
evaluation of its organization and capability, however, reveals that ISLES was
obviously not constituted to enforce public land transportation laws in the territories
of the local governments units. The LTFRB is likewise not organized and equipped
for the enforcement of public land transportation laws. An examination of its
structure reveals that it has no law enforcement division or office both in its
headquarters and regional offices. For more than twenty (20) years, the LTFRB
has relied on the Land Transportation Office (LTO) for the enforcement of laws,
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rules and regulations it is legally mandated to administer and enforce. LTFRB’s
earnest efforts to establish its own enforcement arm over the years have been
consistently resisted despite the obvious necessity for such LTFRB enforcement
department. At any rate, even if an enforcement arm is established in the LTFRB, it
will be impossible for the same to have presence in all provinces, cities, and
municipalities of the country to monitor and ensure the observance of public land
transportation laws and regulations in thousands of routes.
The LTO, by law and in practice, enforces public land transportation laws and
regulations. Its capability, however, in terms of personnel and equipment, cannot
cope with and is sorely inadequate for the monitoring and enforcement
requirements in thousands of public land transportation routes all over the country.
The most that the LTO can do even under an intensified enforcement program is to
have token and sporadic enforcement activities in major strategic locations in the
country.
The inevitable response to inadequate enforcement capacity is to directly involve
local governments themselves in enforcing land transportation laws and regulations
and their respective territories. It is the only possible way that presence or
availability of law enforcement personnel can be made regular, consistent and
reliable. Violation of public land transportation laws and regulations directly impact
on the LGU constituents and are therefore the immediate concern of the local
government since they involve the safety, comfort, and convenience of its
inhabitants and those visiting or transacting business therein. Indeed, Section 17 of
the Local Government Code (LGC) includes transportation as one of the basic
services that a city is mandated to provide. These basic transportation services
necessarily include ensuring that the standards of service in terms of safety,
reliability, comfort, convenience, and compliance with environmental safeguards
are met. While these are also mandates of DOTC, LTFRB, LTO, and other
government agencies, the local governments are directly and immediately called
upon to promote the interest of the public in their respective territories.
The Local Government Units can enforce public land transportation laws as
deputies of DOTC, LTFRB, and LTO. The DOTC is empowered under its charter to
establish guidelines and regulations for the deputation of other government
agencies in the enforcement of transportation laws. Thus, under such guidelines
and regulations, the city government of Davao can be deputized to enforce public
land transportation laws and regulations in the city. Under such deputation, the
Davao city enforcers can apprehend violators as agents of the DOTC, LTFRB, or
LTO. In practice, such cases of violations of transportation laws are adjudicated
and penalized by the DOTC, LTFRB, or LTO. Accordingly, the fines and penalties
are collected by the latter agencies. This may not be acceptable to the city
government which may look up the fines and penalties as necessary revenues to
fund their law enforcement activities and may thus resist a deputation arrangement.
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The local government units, however, may be able to enforce public land
transportation laws and regulations even if it is not deputized by the DOTC, LTFRB,
or LTO. Section 458 of the Local Government Code empowers the city council to
regulate conveyances for hire, the use of road streets and bridges, terminals, bus
stops, garages, and traffic in general. Moreover, the city can also require common
carriers doing business in the city to secure business permits before they can
legally operate therein and to impose conditions for such permits. These conditions
can include compliance with public land transportation ordinances and the
conditions of the franchise granted by LTFRB. Under this situation, the enforcers of
the city government can prevent violations of the conditions of the business permit
and apprehend those violating such conditions, and subject them to penalties
provided under such city ordinance. In this case, the city government is exercising
its own regulatory and enforcement functions pursuant to the Local Government
Code but is indirectly also enforcing public land transportation laws and regulations
being administered and enforced by the DOTC, LTFRB, and LTO. Adjudication is
undertaken by the city government and the fines and penalties collected go to the
coffers of the city. The relevant city ordinance can provide that all enforcement
revenues shall go to a special fund that is automatically and exclusively
appropriated for enforcement of transportation laws and regulations.
It is suggested as an alternative measure that the city of Davao operates as a
common carrier under a city-wide franchise covering all routes and modes except
tricycles. The intention and purpose of this strategy is to have direct and effective
control and supervision of the major modes of public transport operating within the
city. Theoretically, this arrangement eliminates questions of jurisdiction over buses,
jeepneys, taxis, and other public transport vehicles operating in the city since these
carriers will be operating under the city’s franchise/authority to operate. Regulation
and enforcement will therefore not present a problem because the city itself will
manage and control all public transport vehicles and their operation.
While this may be a theoretically sound idea, it may present difficulties in actual
practice. As mentioned earlier, Davao City can, as a city, operate public service
under the Public Service Act and in doing so, need not secure a Certificate of
Public Convenience from the LTFRB. However, Davao City, as an operator of
Public Land Transport Service, is subject to the provisions of the Public Service
Act, the regulations issued pursuant thereto, and the jurisdiction of the LTFRB. For
this reason, all motor vehicles operating under the authority of Davao City will have
to be owned by and registered in its name. Thus, all public transport vehicles in the
city now owned by private persons which are intended to be operated under the
suggested arrangement will have to be transferred to the City of Davao. Legally,
the transfer will involve the sale of these vehicles to the city and their registration in
its name. Simulated sales will be unacceptable since this will amount to the “kabit”
arrangement which is prohibited. In this case, the city will be confronted with the
financial burden of paying the consideration for this vehicle. Besides, there is no
certainty that the owners thereof will agree to sell their vehicles to the city. But
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even if they do agree to sell, what will happen to the business or livelihood of the
owners? The owners who are also drivers of their owned vehicles may continue to
operate the vehicles as employees of the city. This will result in an expansion of
the city’s bureaucracy as these drivers will become government employees covered
by civil service laws. An additional problem will be the drivers of these owners who
are either employed by them or operate the vehicles under the boundary system. If
the city will employ them as drivers, the LGU will be bloated further. Indeed, the
proposed set-up will be an administrative nightmare and may most likely create
operational and financial complexities. It is also doubted if Davao City is
structurally prepared and technically capable to operate and manage a public
transport service. Moreover, the proposed arrangement may be contrary to the
policy that government should not enter any economic or business activity where
the private sector is already actively present.
To address the concerns abovementioned, it is proposed that instead of the city
itself operating as a common carrier, a joint venture between the city and a qualified
private investor may be entered into for the said purpose. Indeed, Davao City,
pursuant to its corporate powers under Section 22 of the Local Government Code,
can make investments in economic enterprises through contractual arrangements
like Public-Private-Partnership (PPP). Investment in such economic enterprises to
generate additional financial resources for the LGU is encouraged under Section 18
of the LGC. Considering that the provision of basic public transportation services is
a mandate of the city, such joint venture to undertake an economic enterprise like
the operation of public land transportation services is perfectly within the legal
competence of Davao City.
While the NEDA Guidelines on joint ventures exists, the same covers joint ventures
between GOCCs and private investors and does not apply to joint ventures
between LGUs and private investors. Although there is no specific law or
regulation governing procurement of joint ventures involving LGUs, there is no
prohibition under the law against such contractual arrangements nor is any public
policy violated thereby. Joint ventures are akin to partnerships and as such are
governed by the law on partnerships in the Civil Code.
Being akin to partnerships, the relationship between the parties to a joint venture is
fiduciary in character. Being based on trust and confidence, the forging of the legal
relationship is normally done by negotiation, and consequently, will not require
LGUs to conduct public bidding in the selection of a joint venture partner. Another
school of thought advances that, consistent with the policy of transparency and
accountability in official transactions, a public bidding should be conducted for the
selection of the joint venture partner of the LGU. It is submitted that the latter
selection process is legally founded. By analogy, the process under the NEDA
Guidelines on joint ventures for GOCCs should be applied as the same is
consistent with the policy of transparency and accountability.
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The joint venture, to operate as common carrier, must register as a corporation with
the Securities and Exchange Commission (SEC) and must be owned up to 60% by
Filipino citizens/nationals. The joint venture corporation will thus have a legal
personality distinct and separate from the city of Davao and the private investor. As
a corporation created under the Corporation Code, it is neither a government entity
nor a GOCC. As such, the joint venture corporation needs to secure a franchise
from the LTFRB for the purpose of operating public transportation services in
Davao city. The joint venture corporation, if granted franchises for certain routes,
will compete with the other franchise holders therein.
Neither a city-wide franchise in favor of the city nor the creation of a joint venture
corporation that will operate as a common carrier can prevent the LTFRB from
granting franchises in favor of other operators. The city or the joint venture
corporation cannot legally insist or compel LTFRB to grant it an exclusive franchise
to operate in any or all the routes in Davao city. The LTFRB cannot likewise legally
grant to the city or the joint venture corporation an exclusive franchise to operate in
any or all the routes in Davao city. Section 11, Article XII of the Constitution
provides:
Sec. 11. No franchise, certificate, or any other form of authorization for the
operation of a public utility shall be granted except to citizens of the Philippines
or to corporations or associations organized under the laws of the Philippines at
least sixty per centum of whose capital is owned by such citizens, nor shall such
franchise, certificate, or authorization be exclusive in character or for a longer
period than fifty years. Neither shall any such franchise or right be granted
except under the condition that is shall be subject to amendment, alteration or
repeal by the Congress when the common good so requires. The State shall
encourage equity participation in public utilities by the general public. The
participation of foreign investors in the governing body of any public utility
enterprise shall be limited to their proportionate share in its capital, and all the
executive and managing officers of such corporation or association must be
citizens of the Philippines.
Thus, it will be seen that the proposed measures will not bring about the desired
level of control over the operation of public land transportation services.
Competition among several operators will always exist and the need to monitor and
enforce the standards and requirements for public land transportation services to
ensure safety, convenience, availability, reliability and compliance with
environmental safeguards will always be present. The consistent and regular
presence of the government through the LTFRB, LTO, DOTC or the LGU to monitor
and enforce public land transportation laws and regulations is indispensable. What
is required is effective monitoring and enforcement which can be achieved only by
an organization that has the legal mandate, and capability in terms of organization,
manpower, technical and legal capacity and regular presence.
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In summary of the foregoing discussion, the following measures may be considered
and undertaken:
1. Based on and drawing from the present study, the DOTC, in coordination,
collaboration, and cooperation with Davao City, shall prepare a
transportation development plan for the city. The plan shall integrate
transportation and land use, ensuring that the transportation and land use
visions and objectives are realized within the context of the development
plan of the city.
2. The DOTC shall prepare and issue rules and regulations governing the
establishment of public land transportation routes, providing therein the
technical and economic parameters, criteria, standards, specifications, and
the processes and procedures therefor.
3. In accordance with such transportation development plan and following the
rules and regulations issued by the DOTC, the LTFRB, in coordination,
collaboration, and cooperation with Davao City, shall reconfigure the
existing public land transportation routes and network with the end in view of
achieving the desired route/network characteristics and integrating
transportation and land use to promote the city’s development objectives.
4. The reconfigured public land transportation routes and network shall be
incorporated in the Comprehensive Land Use Plan of Davao City and
institutionalized as an amendment in the city’s Zoning Ordinance.
5. The LTFRB shall amend existing routes and establish new ones in
accordance with the reconfigured public land transportation network
following the technical and economic parameters, standards, criteria, and
specifications, and the processes and procedures under the rules and
regulations issued by the DOTC. Accordingly, existing franchises shall be
amended or terminated and new ones issued for the new or amended
routes.
6. For monitoring of compliance with and enforcement of public land
transportation laws, rules and regulations, the DOTC, LTFRB, and LTO may
deputize the appropriate personnel of Davao City. Concurrently or in the
alternative, Davao City shall pass an ordinance requiring all common
carriers operating within the city to secure business permits and providing,
as conditions for such permits, compliance with and observance of rules
and regulations governing the use of public conveyances. Such ordinance
shall include the penalties and fines for violations thereof and the structure
and procedures for adjudication.
7. The appropriate unit and personnel of the Davao City Government that will
undertake monitoring, enforcement, and adjudicatory functions should be
properly trained and capacitated for the purpose in terms of knowledge in
the relevant public land transportation laws, rules and regulations and the
necessary tools and equipment.
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It is anticipated that the implementation of the foregoing measures will, to a certain
extent, put order and reason to the public land transportation system in Davao City.
A more meaningful and lasting reform of the public land transportation system,
however, will require an overhaul of the franchising system which is based on the
Public Service Act. Passed in 1936, the Public Service Act and its attendant
practices and jurisprudence over the 77 years of its effectivity need to be reviewed
and reconsidered in order that the law, the practices, the interpretations and
implementations thereof can be made responsive to the changing conditions and
circumstances and the new challenges in public land transportation. Without such
fundamental changes, any reform or attempts to improve and upgrade the
transportation system will be constrained and frustrated by obsolete paradigms.
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Annex B: Transport Summit Statement
TRANSPORT SUMMIT STATEMENT done during the First Davao City Transport
Summit on Public Transport, on November 22, 2013
Our Intentions
We, the stakeholders of public transport in Davao City, have come together for the First
Davao City Transport Summit on Public Transport.
We are composed of providers, users, regulators and policymakers of public transport,
who are motivated by our shared commitment for a responsible and sustainable public
transport system, and improvement of the quality of life for all in Davao City.
The Challenges
Davao’s economic growth and continued increase in population and motorization point to
the need for an appropriate and adequate transport system. Left on its own, transport
could lead to worsening traffic congestion, longer travel times and higher costs, resulting
to lost opportunities and further deterioration of air quality, transport
infrastructure/facilities and road safety.
Davao is looking forward to ensure transport sustainability by paying attention to public
transport reforms. After all, around 80% of all motorised trips within the urbanised area of
the city are made on public transport.
While Davao City was able to meet public transport needs of its people in the past, the
following are the existing situations and emerging developments that challenge the
sustainability of public transport, among others:
a. On the one hand, many areas are unserved or underserved by reliable public
transport services, and commuters end up using unregistered and unsafe transport
modes; on the other hand, there is a high volume of passengers going into and
leaving the central business district during peak hours, and commuters have
difficulties getting rides.
b. Traffic congestion and obstructions cause longer travel time which affect the
earnings of operators, drivers and commuters, and also increase emissions that
pollute the air.
c. Existing public transport infrastructure and facilities do not fully meet the
requirements of the elderly, persons with disability, pregnant women and children.
d. The needs of other road users like pedestrians and cyclists have not been
satisfactorily addressed.
e. The growth of private vehicle usage must be managed, and the use of satisfactory
public transport encouraged.
f. Compliance with public transport regulations is poor, and enforcement of
transportation laws weak.
g. There is a risk that Davao’s land use plan and other development directions would
not be adequately supported by public transport.
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h. Coordination between the local government and national agencies on transport
matters is poor; and there is need for the City Government to be more proactive in
transport planning.
i. There is a clamor from the transport sector for more transparency and accountability
in transport governance. Sectoral participation has been limited.
Our Shared Vision
For Davao, we envision a public transport system that is consistent with the belief that
“Life is here”. The Davao public transport system should therefore be:
a. Service-oriented. Public transport should be inclusive, reliable, efficient, clean,
convenient and safe.
b. Integrated. The system must be supported by a sustainable transport plan that is
integrated in the Comprehensive Development Plan of the City. The existence of
different modes of public transport must be taken into account, with each mode
having a role to play.
c. Environmentally sustainable. The system should foster low emissions, and minimize
disruption and impacts on the environment and human health.
d. Financially sustainable. Transport operations should generate sufficient revenue to
cover the costs of providers; but still be affordable for commuters. As necessary,
safety nets should be provided for affected sectors.
e. Socially sustainable. It should cover most current needs, is inclusive, and adaptable
to foreseeable future needs. Public transport has to be supported by a wide range of
stakeholders with their active participation.
f. Locally driven. Although aligned with the national policy environment, the public
transport system should be anchored on and in support of local development, and
guided by the planning and policy-making processes of the local government in
consultation with stakeholders.
g. Inclusive and participatory. There must be effective sectoral participation in the public
transport governing bodies.
Our Commitments
As stakeholders of public transport in Davao City, we commit to the following:
a. Sustain our interest in and support to the implementation of the approved public
transport reform program.
b. Continue to engage and dialog with each other, mindful and respectful of our
differences but striving to move towards what will bring the most viable good to the
most number of Davaoeños with the most efficient use of time and resources. The
Transport Summit must be institutionalized and conducted annually.
c. Address the social costs on the users and service providers, and the environmental
impacts of the reforms.
d. Support efforts of the City Government to institutionalize public transport reforms and
strengthen its capacity to be more proactive in transport planning, regulation, control
and management.
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e. Ensure that public transport reforms are part of our continuing efforts to make
governance participatory, responsive, accountable, and transparent.

Done this 22nd of November 2013 at Seda Hotel, Davao City.
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Annex C: List of Stakeholder and Capacity Development Activities
Date

Activity

Stakeholder Group

1 March 2013

Discussion on the
Project’s Terms of
Reference

National
Government
Agencies

Department of Transportation and Communications (DOTC)
• Atty. Rene. K. Limcaoco, Undersecretary for Planning
• Atty. Jaime Raphael C. Feliciano, Assistant Secretary for Planning

4 March 2013

Discussion on the
Project’s Terms of
Reference

National
Government
Agencies

•

Land Transportation Franchising and Regulatory Board

1 April 2013

Project Briefing
and Interview

Transport Users

•

Mr. Eugene Subang, Industrial Engineering Graduate, Ateneo de Davao
University

2 April 2013

Project Briefing
and Interview

City Government

•

Mr. Edgardo Calvo, OIC Terminal Manager, Davao City Overland Transport
Terminal or DCOTT

4 April 2013

Project Briefing
and Interview

Transport Users

•

Ms. Monica Ayala, Cycle for Life

5 April 2013

Project Briefing
and Interview

City Government

•

Engr. Roland Reyes, OIC, City Engineering Office

8 April 2013

Project Briefing
and Discussion on
the Inception
Report

National
Government
Agencies

•
•
•
•

Department of Transportation and Communications (DOTC)
Atty. Rene. K. Limcaoco, Undersecretary for Planning
Atty. Jaime Raphael C. Feliciano, Assistant Secretary for Planning
Ms. Florencia A. Creus, Director III, Planning Service
Mr. Arnel Manresa, Chief, Road Transport Planning Division

8 April 2013

Discussion on the
E-Tricycle
Program

National
Government
Agencies

•

Mr. Jesus Tamang, Director, Planning Service, Department of Energy

10 April 2013

Project Briefing
and Interview

Transport Providers

Solidarity of Transport Organizations for Reforms in Mindanao (STORM)
• Mr. Alisood Matuan
• Mr. Edwin Tumamak
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Date

Activity

Stakeholder Group

10 April 2013

Project Briefing
and Interview

Transport Providers

•

Mr. Manuel Duran, Chairman, Southeastern Mindanao Diversified Drivers
and Operators Cooperative (SEMDDOC) – 1 UTAK

10 April 2013

Project Briefing
and Interview

Transport Providers

•

Mr. Edilberto Gonzaga, Secretary-General, Transportation of Southern
Mindanao for Solidarity, Independence, and Nationalism (TRANSMISSION)
– PISTON

10 April 2013

Project Briefing
and Interview

Transport Users

•

Arch. Daniel Lim, President, Davao City Chamber of Commerce and
Industry

10 April 2013

Project Briefing
and Interview

City Government

Traffic Management Center
• Mr. JP Abesamis, Chief of Staff
• Mr. Roumel Peroy, Engineer

12 April 2013

Project Briefing
and Interview

Transport Providers

Southeastern Mindananao Bus Operators Association (SEMBOA)
• Mr. Jimmy Uy, Chairman
• Ms. Maryland Uy, Vice-Chairwoman

12 April 2013

Project Briefing
and Interview

Transport Providers

•

Mr. Ryan Sia, Treasurer, Metro Davao Taxi Operators Association
(MEDATOA)/Krizia Taxi

14 April 2013

Project Briefing
and Interview

Transport Users

•

Mr. Redendo “Dindo” Martinez, President, Association of Differently-Abled
Persons Federation Inc. (ADAP)

14 April 2013

Project Briefing
and Interview

City Government

•

Coun. Pilar Braga, Chairperson, Committee on Energy, Transportation and
Communications, Sangguniang Panlungsod

17 April 2013

Inception
Workshop

National
Government
Agencies,
Regional/District
Offices of National
Government, City
Government,
Transport Providers,

•
•
•
•
•

Asian Development Bank
Embassy of Japan (Davao)
City Administrator’s Office
City Planning and Development Office
Sangguniang Panlungsod Committee on Energy, Transportation and
Communications
Davao City Overland Transport Terminal
City Information Office
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Activity

Stakeholder Group
Transport Users

•
•
•
•
•
•
•
•
•
•
•
•
•

Participant/s
Public Safety and Security Command Center
Traffic Management Center
City Engineer’s Office
Department of Public Works and Highways, District Engineering Office,
Davao
Davao City Police Office
Regional Highway Patrol Group, Philippine National Police
Department of Transportation and Communications
Land Transportation Franchising and Regulatory Board, Davao City
National Economic and Development Authority
Mindanao Development Authority
Metro Davao Taxi Operators Association
Transmision-Piston
Solidarity of Transport Organizations for Reforms in Mindanao (STORM)
Cycle for Life
Gawasnong Pagbalay, Inc.
Association of Differently-Abled Persons
Ateneo de Davao University

•
•
•
•

19 April 2013

Project Briefing
and Interview

City Government

•

Atty. Tristan Domingo, Asst. City Administrator, City Administrator’s Office

19 April 2013

Project Briefing
and Interview

Regional/District
Offices of National
Government

•

Mr. Macario “Bong” Gonzaga, Assistant Regional Director, Land
Transportation Office (LTO)

23 April 2013

Project Briefing
and Interview

Regional/District
Offices of National
Government

•

Major Marante, Philippine National Police Highway Patrol Group (PNP HPG)

23 April 2013

Project Briefing
and Interview

City Government

Davao City Police Office Traffic Group
• PSI Paulino Zaulda, Jr.
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Activity

Stakeholder Group

Participant/s
•
•

PCI Rolito Tropico
SP04 Felix Arboleda

23 April 2013

Project Briefing
and Interview

Regional/District
Offices of National
Government

•

Atty. Teresita Yñiguez, Chief Transport Development Officer, Land
Transportation and Franchising Regulatory Board (LTFRB)

23 April 2013

Project Briefing
and Interview

Regional/District
Offices of National
Government

•

Engr. Greg Yee, Asst. District Engineer, Department of Public Works and
Highways (DPWH) District Office

24 April 2013

Project Briefing
and Interview

City Government

•
•

Atty. Elmer Rañon, OIC, Legal Department – Tricycle Regulatory Division
Atty. Gil Norman Ciudadano, Legal Department

25 April 2013

Project Briefing
and Interview

City Government

•

Mr. Joseph Lawrence Garcia, OIC, City Information Office

26 April 2013

Project Briefing
and Interview

Transport Users

•

Fr. Emmanuel Cifra, Executive Director, San Lorenzo Foundation

26 April 2013

Project Briefing
and Interview

Transport Users

•

Ms. Josephine Quianzon, Executive Director, Institute of Primary Health
Care, Davao Medical School Foundation (IPHC-DMSF)

29 April 2013

Presentation on
the Results of the
Public Transport
Infrastructure
Survey

City Government
and Regional
Offices of National
Government

•
•
•
•
•
•
•
•
•

Davao City Police Office
Business Bureau
Traffic Management Center
City Planning and Development Office
DPWH-District Office
City Administrator’s Office
Land Transportation Franchising and Regulatory Board, Region XI
City Legal Office
Sangguniang Panlungsod, Committee on Energy, Transportation &
Communications
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Stakeholder Group

29 April 2013

Project Briefing
and Interview

Transport Users

•

Ms. Lydia Canson, Development of People’s Foundation (DPF)

29 April 2013

Project Briefing
and Interview

City Government

•

Coun. Galicia, Chairperson, Committee on Franchising and Public Utilities,
Sangguniang Panlungsod

29 April 2013

Project Briefing
and Interview

City Government

•

Maj. Magno Adalin, Jr., Public Safety and Security Officer, Public Safety and
Security Command Center

2 May 2013

Project Briefing
and Interview

City Government

•

Atty. Bantiding, Former Head, Tricycle Regulatory Division

8 May 2013

Briefing/Meeting
on the Operations
and Financial
Management
Survey of
Transport
Operators and
Drivers

City Government

•

Sangguniang Panlungsod, Committee on Energy, Transportation &
Communications
City Legal Office

Traffic
Management and
Control Board
Meeting

City Government
and Regional
Offices of National
Government

17 May 2013

Participant/s

•

•
•
•
•
•
•
•
•
•
•
•
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City Administrator’s Office
City Planning and Development Office
City Engineer’s Office
City Legal Office
Public Safety and Security Command Center
Traffic Management Center
Sangguniang Panlungsod, Committee on Energy, Transportation &
Communications
Sangguniang Panlungsod, Committee on Franchise and Public Utilities
Land Transportation Office, Region XI
Land Transportation Franchising and Regulatory Board, Region XI
Davao City Overland Transport Terminal
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Date

Activity

Stakeholder Group

Participant/s
•
•
•
•
•
•

City Information Office
Department of Public Works and Highways, District Engineering Office,
Davao
Davao City Police Office
Regional Highway Patrol Group, Philippine National Police
Business Bureau
City Health Office

17 May 2013

Discussion on
Public Transport
Procurement
Options for Davao
City

National
Government
Agencies

Department of Transportation and Communications (DOTC)
• Atty. Rene. K. Limcaoco, Underseretary for Planning
• Atty. Jaime Raphael C. Feliciano, Assistant Secretary for Planning

29 May 2013

Mini-Workshop on
Transport
Operations Survey
Data Processing

City Government
and Regional
Offices of National
Government

•
•
•

31 May 2013

Project Briefing
and Interview

Transport Providers

Buhangin Transport Service Cooperative (BUTRANSCO)
• Mr. Estefanio Ramos Jr, Chairman
• Ms. Milagros Macaraig, Liaison Secretary

31 May 2013

Project Briefing
and Interview

Transport Providers

•

Mr. Felixberto “Bebot” Siacor, Chairman, Federation of Transport Service
Cooperative (FEDTRANSCO)

31 May 2013

Project Briefing
and Interview

Transport Providers

•

Mr. Freddie Campos, President, Panacan-Ilustre Drivers Operators
Transport Association (PIDOTA)
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Land Transportation Franchising and Regulatory Board
City Planning and Development Office
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Stakeholder Group

4 June 2013

Forum/Briefing for
Civil Society
Members of the
Davao City
Development
Council –
Economic and
Infrastructure
Sector

Transport Users

•
•
•
•
•
•
•
•
•

Gaswanong Pagbalay Inc
LAFAMCO Cooperative
DARECO
LMPC
MMCEAI
UNLAD KABAYAN
ALAGAD Mindanao
MinLand
Barangay Neighborhood Multi-Purpose Cooperative

5 June 2013

Forum/Briefing for
Civil Society
Members of the
Davao City
Development
Council – Gender
Sector

Transport Users

•
•
•
•
•
•
•
•
•
•

Womynet
Gabriela Wowen’s Party
Zonta Club of Davao
Kaugmaon Inc
IGDD
Luna
TJI
Development of People’s Foundation
Talikala Inc
Piston

8 June 2013

Project Briefing
and Interview

Transport Providers

•

Mr. Dominador “Boy” Cubrado, President, Sigaboy-Davao Van Association
(SIGADAVA)

10 June 2013

Project Briefing
and Interview

Transport Providers

Project Briefing
and Interview

Transport Providers

10 June 2013

December 2013

Participant/s

•
•
•

Panacan SM Transport Service Cooperative (PASMTRANCO)
Mr. Crisologo “Jun” Macas, Jr., Chairman
Mr. Ernesto Basister
Mr. Darius Vencio, President, Southeastern Mindanao Individual Taxi
Operators Drivers Association (SEMITODA)
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Stakeholder Group

11 June 2013

Briefing/Forum for
Mindanao
Development
Authority (MinDA)

National
Government
Agencies

•

13 June 2013

Project Briefing
and Interview

Transport Providers

Diamond Ace Tours Transport Service Cooperative
• Mr. Feliciano Villapaz, Chairman
• Mr. Jimmy Bonotan, Board of Director

13 June 2013

Project Briefing
and Interview

Transport Providers

Catalunan Grande Transport Service Cooperative
• Mr. Wilfred Anoza, Chairman
• Mr. Wenceslao Nuñez, Vice-Chairman
• Mr. Brix Cubio, Board of Director

14 June 2013

Project Briefing
and Interview

Transport Providers

•

Mr. Jose Thor Villarreiz, Operations Manager, All-Aboard Transport Services
Group, Inc.

14 June 2013

Project Briefing
and Interview

Transport Providers

•

Mr. Stephen Pia, Chairman, GSIS and Shrine Tricycle Drivers Operators
Association (GASTODA)

17 June 2013

Project Briefing
and Interview

Transport Providers

•

Mr. Hemenegildo Marante, Jr, President, Metro Davao Taxi Operators
Association (MEDATOA)/Jet Jon Taxi

17 June 2013

Project Briefing
and Interview

Transport Providers

•

Ms. Virgie Poblete, President, Calinan FB L300 Operators and Drivers
Association (CALODA)

18 June 2013

Project Briefing
and Interview

Transport Providers

•

Mr. Gerardo Reynes, President, Route C-09 Tricycle Operators and Drivers
Association (RC-09TODA)

18 June 2013

Project Briefing
and Interview

Transport Providers

•

Mr. Gerardo “Dong” Doong, President, LIBA (Libby, Bagasao, Baliok,
Lubokan) Tricycle Operators and Drivers Association (LIBATODA)

18 June 2013

Project Briefing
and Interview

Transport Providers

•

Mr. Mun “Jun” Corpuz, Jr., Treasurer and Spokesperson, LAU Tricycle
Operators and Drivers Association (LAUTODA)

December 2013

Participant/s
MinDA officers
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18 June 2013

Project Briefing
and Interview

Transport Providers

•

Mr. Leo Domingo, President, Dacoville Tricycle Drivers and Operators
Association (DATDOA)

18 June 2013

Project Briefing
and Interview

Transport Providers

•

Mr. Felix Nisnisan, President, BALUMATO Tricycle Operators and Drivers
Association (BALUMATO TODA)

18 June 2013

Project Briefing
and Interview

Transport Providers

•

Mr. Angging Bato, President, CAMAS Federation

18 June 2013

Project Briefing
and Interview

Transport Providers

Village Operators Drivers Transport Service Cooperative (VODTRANSCO)
• Mr. Martiniano Salas, Chairperson
• Mr. Alejandro Lupiba, Manager
• Ms. Aileen Padilla, OIC

19 June 2013

Project Briefing
and Interview

Transport Providers

•

Mr. Cirilo Duyac, President, United L300

19 June 2013

Project Briefing
and Interview

Transport Providers

•

Mr. Rogelio Rolona, Manager, Third District Transport Cooperative (TDTC)

22 June 2013

Forum/Briefing for
SEMMDOC

Transport Providers

•
•
•
•
•
•

SEMDDOC
SANTODA
Route C-09 TODA
1-UTAK
SETODA
SEMITODA

26 June 2013

Traffic
Management and
Control Board
Meeting

City Government
and Regional
Offices of National
Government

•
•
•
•
•
•

City Administrator’s Office
City Planning and Development Office
City Engineer’s Office
City Legal Office
Public Safety and Security Command Center
Traffic Management Center

December 2013

Participant/s
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•
•
•

Participant/s
Sangguniang Panlungsod, Committee on Energy, Transportation &
Communications
Sangguniang Panlungsod, Committee on Franchise and Public Utilities
Land Transportation Office, Region XI
Land Transportation Franchising and Regulatory Board, Region XI
Davao City Overland Transport Terminal
City Information Office
Department of Public Works and Highways, District Engineering Office,
Davao
Davao City Police Office
Regional Highway Patrol Group, Philippine National Police
City Health Office

•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•

MISSION
PCEEM
SPC
SPM
G Power
ADDU-AIA
ADCOM
DCWD
Womynet
JSF
IDIS
Metsa Foundation
Magsige
FarmCoop
Peacebuilders
Kapwa Upliftment Foundation
MinLand

•
•
•
•
•
•
•

27 June 2013

December 2013

Green Davao City
Forum/Briefing for
CSOs –
Environment
Sector

Transport Users
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Stakeholder Group

Participant/s
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•

December 2013

Baba’s Foundation
SUMIFRV
Green Earth Technology
DepEd Davao
YEF
AFRIM
TJI
Naludasa HOA
DOST XI
DCNHS
DC UPNET
PNP DCPO
CARE
Kalumon Performing Ensemble
Cycle for Life
EUPAP
Saligan-Mindanaw
BCW
GPI
Sunstar
Mindanao Times
University of Bonn
Mindanews
Women Core
Davao Today
Ecotenista Ateneo de Davao
Bucana Coastal Environment Friendly Fisherfolks Association Inc
NALUDASA
Tuburan Institute (Green School)
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Stakeholder Group

Participant/s
•
•
•

UIC
CFARMC
Unlad Kabayan

•
•
•
•
•

SALORSEDFI
DC UPNET
GHCC
Institute of Primary Health Care, Davao Medical School Foundation (IPHCDMSF)
MMCEAI

Forum/Briefing for
Civil Society
Members of the
Davao City
Development
Council – Social
Sector

Transport Users

10 July 2013

Forum/Briefing for
Transport
Cooperatives

Transport Providers

•
•
•
•
•
•
•
•
•
•
•
•

Federation of Transport Service Cooperative (FEDTRANSCO)
Buhangin Transport Service Cooperative (BUTRANSCO)
Panacan SM Transport Service Cooperative (PASMTRANCO)
Catalunan Grande Transport Service Cooperative (CATRANSCO)
Diamond Ace Tours Transport Service Cooperative
Panabo Transport Cooperative
MATRANSCO
Tagdasab Van Transport Service Cooperative
VODTRANSCO
Durian City Transport Service Cooperative
Davao International Transport Cooperative
DATTS

13 July 2013

Forum/Briefing for
Cyclists

Transport Users

•
•
•
•
•
•
•

Cycle for Life
Biketas
ASAI
Socom
Job-BJMP
Rota Davao
Force

4 July 2013

December 2013
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Stakeholder Group

Participant/s
•
•
•
•
•
•
•

Ecotenista Advocacy
Inquirer
Davao DaFolding Society
Mumho Riders
Raicycling
TCGII
Racelink

16 July 2013

Forum/Briefing for
Liga ng mga
Barangay

City Government

•

Barangay Captains (urban barangays)

19 July 2013

Forum/Briefing for
STORM XI

Transport Providers

•

STORM XI Members

27 July 2013

Forum/Briefing for
TransmisionPiston

Transport Providers

•
•
•
•
•
•
•
•
•
•
•
•
•

Transmision
Piston
ADTODA
BLTP
BACTRIODA
PODA
SODA
Route 10
Novatierra
Dobai
Fortune Tricycle Association
Macrodart
Maptrioda

December 2013
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8 August 2013

Forum/Briefing for
Forestal Operators
and Drivers
Cooperative
(FOOD)

Transport Providers

•
•

FOOD Board of Director
FOOD Members

8 August 2013

Discussion on
Financial
Resource
Mobilization
Options for Davao

City Government

•

Mr. Mario Luis Jacinto, City Planning and Development Coordinator, City
Planning and Development Office

9 August 2013

Phone Conference
on Financial
Resource
Mobilization
Options for Davao

National
Government
Agencies

•

Atty. Rene. K. Limcaoco, Underseretary for Planning, Department of
Transportation and Communications (DOTC)

12 August 2013

Discussion on the
Preliminary
Features of the
Public Transport
Reform Strategy
for Davao City

National
Government
Agencies

•

Atty. Rene. K. Limcaoco, Underseretary for Planning, Department of
Transportation and Communications (DOTC)

12 August 2013

Forum/Briefing for
the Association of
Differently-Abled
Persons (ADAP)

Transport Users

•
•
•
•
•

ADAP
DDA
GUSP
NAPC KKFI
Davao Autism

December 2013

Participant/s
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20 August 2013

Presentation on
the Public
Transport Reform
Strategy for Davao
City

City Government

•
•
•
•
•
•

City Administrator’s Office
City Planning and Development Office
City Legal Office
City Engineer’s Office
Traffic Management Center
Human Resources and Development Office

23 August 2013

ADB Review
Mission

City Government

•
•
•
•
•
•
•

City Administrator’s Office
City Planning and Development Office
City Engineer’s Office
Traffic Management Center
Business Bureau
Human Resources and Development Office
Sangguniang Panlungsod, Committee on Transportation & Communications

29 August 2013

Meeting on Davao
City’s Public Utility
Jeepney Routes

City Government
Technical Officers
(Stream 2)

•
•
•

City Planning and Development Office
City Engineer’s Office
Sangguniang Panlungsod, Committee on Transportation & Communications

3 September 2013

Briefing on the
Status of Davao
Sustainable Urban
Transport Project

City Government
(Stream 1)

•

City Planning and Development Coordinator

4 September 2013

Workshop with
Local Government
Officials on
Effective Public
Transport Reform

City Government
(Streams 1 and 2)

•
•
•
•
•
•

City Administrator’s Office
City Planning and Development Office
City Legal Office
City Engineer’s Office
Traffic Management Center
Sangguniang Panlungsod, Committee on Transportation & Communications

6 September 2013

Public Transport
Strategy

Transport Providers
(Stream 3)

•
•

NETO
APL

December 2013

Participant/s
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Workshop for
NETO and
MEDTRANSCO

Stakeholder Group

11 September 2013

Technical
Discussion on
Mass Transit and
Comprehensive
Public Transport
Procurement
Options

13 September 2013

Capacity
Development
Program for
Davao City
Technical Officers
(Activity 1)

December 2013

Participant/s
•
•
•
•
•
•
•
•

NCTU
MATODTRASCO
CMO
Jade Valley Association
SATODA
AIDOA
ATM-ACTO
Sangguniang Panlungsod, Committee on Transportation & Communications

City Government
(Stream 2)

•
•
•
•
•
•

City Administrator’s Office
City Planning and Development Office
City Legal Office
City Engineer’s Office
Traffic Management Center
Sangguniang Panlungsod, Committee on Transportation & Communications

City Government
(Stream 2)

•
•
•
•
•
•

City Administrator’s Office
City Planning and Development Office
City Legal Office
City Engineer’s Office
Traffic Management Center
Sangguniang Panlungsod, Committee on Transportation & Communications
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14 September 2013

Workshop on the
Public Transport
Reform Strategy
for South Eastern
Mindanao
Diversified
Drivers-Operators
Cooperative
(SEMDDOC)

Transport Providers
(Stream 3)

•
•
•
•
•
•
•
•
•

SEMDDOC
SETODA
SANTODA
SEMDRO C
SEMITODA
CAÑO
1-UTAK
Mintal
Sangguniang Panlungsod, Committee on Transportation & Communications

17 September 2013

Workshop on the
Public Transport
Reform Strategy
for Federation of
Transport
Cooperatives
(FEDTRANSCO)

Transport Providers
(Stream 3)

•
•
•
•
•
•
•
•
•
•

DAVTRANSCO
Davao International Transport Cooperative
BUTRASCO
MATRANSCO
CATRANSCO
Durian City Transport Service Cooperative
VODTRANSCO
FEDTRANSCO
MATRANSCO
Sangguniang Panlungsod, Committee on Transportation & Communications

18 September 2013

Capacity
Development
Program for
Davao City
Technical Officers
(Activity 2)

City Government
(Stream 2)

•
•
•
•
•
•

City Administrator’s Office
City Planning and Development Office
City Legal Office
City Engineer’s Office
Traffic Management Center
Sangguniang Panlungsod, Committee on Transportation & Communications

19 September 2013

Workshop on the
Public Transport
Reform Strategy

Transport Providers
(Stream 3)

•
•
•

Ma-a/UMODA
Land Mark
Route-C

December 2013

Participant/s
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for Solidarity of
Transport
Organizations for
Reforms in
Mindanao
(STORM) –
Region XI

Stakeholder Group

20 September 2013

Capacity
Development
Program for
Davao City
Technical Officers
(Activity 3)

25 September 2013

25 September 2013

December 2013

Participant/s
•
•
•
•
•
•
•
•

Carpool
Puan
Ulas
Storm XI
Bangkal
El Rio
Sasa
Sangguniang Panlungsod, Committee on Transportation & Communications

City Government
(Stream 2)

•
•
•
•
•
•

City Administrator’s Office
City Planning and Development Office
City Legal Office
City Engineer’s Office
Traffic Management Center
Sangguniang Panlungsod, Committee on Transportation & Communications

Capacity
Development
Program for
Davao City
Technical Officers
(Activity 5)

City Government
(Stream 2)

•
•
•
•
•
•

City Administrator’s Office
City Planning and Development Office
City Legal Office
City Engineer’s Office
Traffic Management Center
Sangguniang Panlungsod, Committee on Transportation & Communications

Presentation to
and Consultation
with the
Sangguniang
Panlungsod on
Public Transport
Reforms in Davao
City

City Government
(Stream 1)

•
•
•
•
•
•
•
•

Coun. Leo Avila and staff
Coun. Berino Mamboo
Coun. Bong Advincula
Coun. Louie Bonguyan
Coun. Joselle Villafuerte
Coun. Diosdado Mahipus
Representative, Office of Coun. Principe-Castrodes
Representative, Office of Coun. Dayanghirang
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Stakeholder Group
•
•
•
•
•

Participant/s
Representative, Office of Coun. Bonguyan-Quilos
Representative, Office of Coun. Monteverde
Representative, Office of Coun. Lopez
Representative, Office of Coun. Abella
Representative, Office of Coun. Ibuyan

26 September 2013

Workshop on
Effective
Institutional Set-up

City Government
(Streams 1 and 2)

•
•
•
•
•
•

City Administrator’s Office
City Planning and Development Office
City Legal Office
City Engineer’s Office
Traffic Management Center
Sangguniang Panlungsod, Committee on Transportation & Communications

30 September 2013

Forum on the
Davao
Sustainable Urban
Transport Project
for Davao City
Chamber of
Commerce and
Industry, Inc
(DCCCII)

Transport Users
(Stream 4)

•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•

HCDC
Davao Light and Power
Abreeza
Jhaymarts
Mindanao Times
Ecotrans
MinBC
Ford
DXGO
SAMASA
Aldiv Inc.
Macondray
Bank of Commerce
Business World
Business Mirror
DCCCII/ICT Davao
Mabuhay/Blue Taxi
Philippine Institute of Environmental Planners

December 2013
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Participant/s
•
•
•
•
•
•

Davao Today
Edge Davao
Sunstar Davao
Mindanao Agro
Geojvans
Sangguniang Panlungsod, Committee on Transportation & Communications

2 October 2013

Capacity
Development
Program for
Davao City
Technical Officers
(Activity 4)

City Government
(Stream 2)

•
•
•
•
•
•

City Administrator’s Office
City Planning and Development Office
City Legal Office
City Engineer’s Office
Traffic Management Center
Sangguniang Panlungsod, Committee on Transportation & Communications

4 October 2013

Capacity
Development
Program for
Davao City
Technical Officers
(Activity 6)

City Government
(Stream 2)

•
•
•
•
•
•

City Administrator’s Office
City Planning and Development Office
City Legal Office
City Engineer’s Office
Traffic Management Center
Sangguniang Panlungsod, Committee on Transportation & Communications

9 October 2013

Capacity
Development
Program for
Davao City
Technical Officers
(Activity 7)

City Government
(Stream 2)

•
•
•
•
•
•

City Administrator’s Office
City Planning and Development Office
City Legal Office
City Engineer’s Office
Traffic Management Center
Sangguniang Panlungsod, Committee on Transportation & Communications

December 2013
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Stakeholder Group

9 October 2013

Discussion on the
Main
Recommendations
of the Public
Transport Reform
Strategy for Davao
City

National
Government
Agencies

•

Atty. Rene. K. Limcaoco, Underseretary for Planning, Department of
Transportation and Communications (DOTC)

10 October 2013

Workshop on the
Amendments of
the
Comprehensive
Transport and
Traffic Code

City Government
(Stream 1)

•
•
•

City Administrator’s Office
City Legal Office
Sangguniang Panlungsod, Committee on Transportation & Communications

11 October 2013

Capacity
Development
Program for
Davao City
Technical Officers
(Activity 8 and 9)

City Government
(Stream 2)

•
•
•
•
•
•

City Administrator’s Office
City Planning and Development Office
City Legal Office
City Engineer’s Office
Traffic Management Center
Sangguniang Panlungsod, Committee on Transportation & Communications

12 October 2013

Forum on the
Comprehensive
Public Transport
Reform Strategy
for TransmisionPiston

Transport Providers
(Stream 3)

•
•
•
•
•
•
•
•
•
•

ADTODA
Route 10-B
SODA
PAMATRANSCO
Route 10
Ma-a
Macrodart (Matina)
BODA
BAODA
ELTRIODA

December 2013

Participant/s

Page 76

Project Context
& Overview

TA-8195 PHI: DAVAO SUSTAINABLE URBAN TRANSPORT PROJECT

Date
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Stakeholder Group

Participant/s
•
•
•
•
•
•
•
•
•
•

Matina Route
PODA
Ulas Association (UUDOAI)
MACRODOA
LUBROPODA
DOBAI
PISTON
Transmision Piston
Puan Piston
Sangguniang Panlungsod, Committee on Transportation & Communications

12 October 2013

Forum on the
Comprehensive
Public Transport
Reform Strategy
for Cyclists and
Persons with
Disabilities
(PWDs)

Transport Users
(Stream 4)

•
•
•
•
•
•
•
•
•
•

Association of Differently-Abled Persons (ADAP)
National Anti-Poverty Commission, Region XI Representative for PWDs
Cycle for Life
DRAD
TRIAD
ASAI
Racelink
Mumho Riders
Biboo Bikers
Sangguniang Panlungsod, Committee on Transportation & Communications

16 October 2013

Capacity
Development
Program for
Davao City
Technical Officers
(Activity 10)

City Government
(Stream 2)

•
•
•
•
•
•

City Administrator’s Office
City Planning and Development Office
City Legal Office
City Engineer’s Office
Traffic Management Center
Sangguniang Panlungsod, Committee on Transportation & Communications

December 2013
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Stakeholder Group

17 October 2013

Resource
Mobilization for
Effective Public
Transport Reform

City Government
(Streams 1 and 2)

•
•
•
•
•
•
•

City Administrator’s Office
City Planning and Development Office
City Legal Office
City Engineer’s Office
Traffic Management Center
Sangguniang Panlungsod, Committee on Transportation & Communications
Business Bureau

17 October 2013

Workshop on the
Amendments of
the
Comprehensive
Transport and
Traffic Code
(Continuation)

City Government
(Stream 1)

•
•
•
•

City Administrator’s Office
City Legal Office
Sangguniang Panlungsod, Committee on Transportation & Communications
Traffic Management Center

18 October 2013

Briefing on the
Status of Davao
Sustainable Urban
Transport Project

City Government
(Stream 1)

•
•

City Administrator
Assistant City Administrator

21 October 2013

Workshop on
Transport Impact
Assessment

City Government
(Streams 1 and 2)

•
•
•
•
•
•

City Administrator’s Office
City Planning and Development Office
City Legal Office
City Engineer’s Office
Traffic Management Center
Sangguniang Panlungsod, Committee on Transportation & Communications

22 October 2013

Discussion on
Road Right-ofWay policy

City Government
and DPWH District
Office (Stream 1)

•

Department of Public Works and Highways, District Engineering Office,
Davao
City Planning and Development Office

December 2013

Participant/s

•
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23 October 2013

Capacity
Development
Program for
Davao City
Technical Officers
(Activity 11)

City Government
(Stream 2)

•
•
•
•
•

City Administrator’s Office
City Planning and Development Office
City Legal Office
Traffic Management Center
Sangguniang Panlungsod, Committee on Transportation & Communications

30 October 2013

Capacity
Development
Program for
Davao City
Technical Officers
(Dry-Run of
Presentations to
Key City
Executives and
Legislators)

City Government
(Stream 2)

•
•
•
•
•
•

City Administrator’s Office
City Planning and Development Office
City Legal Office
City Engineer’s Office
Traffic Management Center
Sangguniang Panlungsod, Committee on Transportation & Communications

31 October 2013

Presentation to
Key City
Executives and
Legislators of the
Recommendations
of the LGU
Technical Officers
on the Risks to
Effective Public
Transport Reform

City Government
(Streams 1 and 2)

•
•
•
•
•
•
•
•
•

City Administrator’s Office
City Planning and Development Office
City Legal Office
City Engineer’s Office
Office of the City Building Official
Traffic Management Center
Sangguniang Panlungsod, Committee on Transportation & Communications
Sangguniang Panlungsod, Committee on Energy
Davao City Investment and Promotion Center, City Mayor’s Office

December 2013

Participant/s
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Stakeholder Group

7 November 2013

Forum for Civil
Society
Organizations/
Academe/
Students on the
Comprehensive
Public Transport
Reform Strategy
for Davao City

Transport Users
(Stream 4)

December 2013

Participant/s
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•

Bucana Coastal Road Environment-Friendly Fisherfolks Village Association,
Inc
City Fisheries and Aquatic Resources Management Council (CFARMC)
Integrated Fund for Urban Services Development Foundation, Inc.
(INFUSED)
Davao City Urban Poor Network (DC-UPNET)
Davao Chamber of Commerce and Industry – Environment Committee
Development of People’s Foundation (DPF)
Interface Development Interventions, Inc. (IDIS)
Department of Education (DepEd) Davao
MATS College of Technology
Gawasnong Pagbalay Inc (GPI)
Gender Division, City Mayor’s Office
Philippine Women’s College
Kapwa Upliftment Foundation Inc.
Josefa Segovia Foundation
San Lorenzo Ruiz Socio-Economic Development Foundation, Inc
DARECO
Davao City National High School
Davao City National High School – Supreme Student Government
Tambayan Child Rights Center
Save Shrine Hills Movement
Gabriela Party
Anakpawis SMR
Bayan Muna
Cycle for Life
Mindanao Migrants Center for Empowering Actions Inc. (MMCEAI)
CARE/Health Care for All
LUNA
Zonta
Peacebuilders
Kaugmaon, Inc
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14 November 2013

Final Briefing to
Davao City
Executive and
Legislative
Officials on the
Public Transport
Reform Program

City Government
(Streams 1 and 2)
and Regional
Offices of National
Government

•
•
•
•
•
•
•
•
•
•
•
•
•
•
•

City Administrator’s Office
City Planning and Development Office
City Engineer’s Office
City Legal Office
Public Safety and Security Command Center
Traffic Management Center
Sangguniang Panlungsod, Committee on Transportation & Communications
Sangguniang Panlungsod, Committee on Franchise and Public Utilities
Land Transportation Office, Region XI
Land Transportation Franchising and Regulatory Board, Region XI
Davao City Overland Transport Terminal
City Health Office
Business Bureau
City Information Office
Department of Public Works and Highways, District Engineering Office,
Davao

21 November 2013

Tripartite Meeting
among City
Government of
Davao, DOTC and
ADB/Project Team

City Government
(Streams 1 and 2),
National
Government
Agencies and
Regional Offices of
National
Government

•
•
•
•
•
•
•
•
•
•
•
•
•

Asian Development Bank
Department of Transportation and Communications
City Administrator’s Office
City Planning and Development Office
City Engineer’s Office
Office of the City Building Official
City Legal Office
Public Safety and Security Command Center
Traffic Management Center
Sangguniang Panlungsod, Committee on Transportation & Communications
Sangguniang Panlungsod, Committee on Franchise and Public Utilities
Land Transportation Office, Region XI
Land Transportation Franchising and Regulatory Board, Region XI

December 2013

Participant/s
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Stakeholder Group
•
•
•
•
•
•
•

22 November 2013

Davao City
Transport Summit

All Stakeholders

Participant/s
Davao City Overland Transport Terminal
City Health Office
Business Bureau
City Information Office
Department of Public Works and Highways, District Engineering Office,
Davao
Highway Patrol Group (Region XI), Philippine National Police
Davao City Police Office Traffic Group

Asian Development Bank
City Government
• City Administrator’s Office
• City Planning and Development Office
• City Engineer’s Office
• Office of the City Building Official
• City Legal Office
• Public Safety and Security Command Center
• Traffic Management Center
• Sangguniang Panlungsod, Committee on Transportation & Communications
• Davao City Overland Transport Terminal
• City Health Office
• City Economic Enterprise/Business Bureau
• City Information Office
• Davao City Police Office Traffic Group
• Davao City Investment and Promotion Center (DCIPC)
National Government Agencies and Regional Offices of National Government:
• Department of Transportation and Communications
• Department of Public Works and Highways, District Engineering Office
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Date

Activity

Stakeholder Group
•
•
•

Participant/s
Highway Patrol Group (Region XI), Philippine National Police
Land Transportation Office, Region XI
Land Transportation Franchising and Regulatory Board, Region XI

Transport Users:
• Davao City National High School
• Davao City National High School – Supreme Student Government
• INFUSED, Inc.
• ADAP, Inc.
• Alagad-Mindanao
• NAPC-KKFI
• Cycle for Life
• Gawasnong Pagbalay Inc.
• University of Mindanao
• IPHC-DMSF
• Ateneo de Davao University – Supreme Student Government
• WEPCD
• MATS College
• SALORSEDFI
• IDIS
• MMCEAI
• Unlad Kabayan
• Davao City Chamber of Commerce and Industry Inc
Transport Providers
• CALODA
• PISTON
• SEMDDOC
• SETODA
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Date

Activity

Stakeholder Group

Participant/s
•
•
•
•
•
•
•
•
•
•
•
•
•

PITODA
STORM XI
ERODA
NETO
FEDTRANSCO
Durian City Transport Service Cooperative
TRANSMISION
MEDTRANSCO
DITC - Davao International Airport
All Aboard
SDOAB
SODA
Holiday Bus

Media:
• Sunstar Davao
• Mindanao Times
• Edge Davao
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Annex D: Identification and Mitigation of Project Risks
Project Risk/Concern
1. Unrealistic, unaffordable
expectations reduce credibility
and lead to aborted work (e.g.
regarding the role of and need
for a mass transit system)

Mitigation Actions to Date

Mitigation Outcome and Further Actions

The consultants have carried out surveys, which
suggest that peak period passenger volumes at
critical locations would not warrant implementation of
a full BRT system for 5-10 years, with the predicted
rate of population growth and land use development.
At the same time, horizontal and vertical constraints
over much of the ‘core’ public transport network could
not accommodate such a system without extensive
land acquisition and/or relocation of utility cables.

A meeting of LGU executive and legislative
officers, on 31st October, recognised the
constraints identified by the consultants and
acknowledged that the most appropriate type of
public transport system for the next 5-10 years
would be a ‘highly prioritised bus system’
(HPBS) supported by feeder routes utilising
conventional bus technology.

This analysis, together with a comparison of system
options, was presented to City executive and
technical officers, City councilors and other
stakeholders during a number of workshops in
September and October 2013.

At the same time, it was acknowledged by all
concerned that a higher-capacity mass transit
system, such as Bus Rapid Transit (BRT) is
likely to be required beyond that period. To
prepare for such an eventuality, it was agreed
that ongoing action is required to:
• undertake further surveys and analyses to
identify passenger requirements and the
most appropriate timing of such a facility,
more precisely;
• identify and safeguard suitable alignments,
in the next amendment of the city’s land use
transport plan;
• re-orient the city’s development plans to
encourage the type of land uses that would
more closely support the operation of a highcapacity mass transit system.
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Project Risk/Concern
2. Weak land use/transport
policies and procedures
prevent the effective
implementation of a public
transport reform and
undermine its benefits

Project Context
& Overview

Mitigation Actions to Date

Mitigation Outcome and Further Actions

The consultants have emphasised the strong linkages
between land use development and transport
requirements on numerous occasions, both in reports
and during workshop presentations to City executive
and technical officers, and other stakeholders.

As a result, there is now a general acceptance
among City officials that weak linkages between
land use development and transport policies are
responsible for:

During capacity development activities with City
technical officer, during September and October
2013, this has been reinforced through examination of
various case studies.
On 21st October, a workshop was held with City
executive and technical officers to explore the
implications, requirements and procedures for
transport impact assessments (TIAs) for new
developments, as set out in the revised Zoning
Ordinance (2013-2022) and the proposed
Comprehensive Transport and Traffic Code.

• the current lack of public transport coverage
in some areas of the city;
• the generally poor facilities available for
public transport passengers and pedestrians;
and
• increasing traffic congestion in the city centre
and surrounding areas.
City officials have also agreed that more
emphasis needs to be placed on developing
integrated land use transport policies and plans,
and applying systematic transport planning
procedures on a routine basis (including data
collection, analysis and system monitoring).
TIA requirements, guidelines and procedures
also need to be strengthened to ensure that the
City’s policies are being followed and supported,
both generally and with particular reference to
the provision of public transport.
Further capacity development assistance will be
required to achieve these objectives.
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Project Risk/Concern
3. Inadequate alignment with
social needs and
consequences, leads to lack of
confidence in the public
transport system and negative
attitudes towards the reform
measures

Project Context
& Overview

Mitigation Actions to Date

Mitigation Outcome and Further Actions

The consultants have drawn these risks to the
attention of City executive officers on several
occasions, both in reports and during workshop
presentations, the latest being at a workshop on
Effective Public Transport Reform on 4th September
2013.

There is a general recognition among key City
officials that these issues are important and
need to be taken seriously.

Social needs and consequences, including:
• the widespread lack of accessibility to basic
services and employment opportunities caused
by poor public transport network coverage;
• inadequate facilities for person with disability
(PWDs); and
• the need to ensure that reform of the transport
industry does not adversely affect the livelihood
of transport providers
have been identified and reiterated by a wide range of
stakeholders at consultative workshops.

Improved public transport network and service
coverage will be addressed directly by the
proposed reform measures.
Although the present consultants have been able
to indicate the approximate number of
individuals that are likely to be affected, further
more detailed work will be required to identify the
full impact of public transport route and service
reforms on transport providers (both operators
and drivers), and to design and cost the required
mitigation measures.
It is also recognised that the CTTMO will need to
develop ongoing Information Dissemination and
Social Mitigation programs aimed at public
transport users and other affected groups.

Many transport providers have indicated their
willingness to participate in a public transport reform
process, provided their interests are taken fully into
account and any negative impacts on their livelihoods
are adequately mitigated.
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Project Risk/Concern
4. Poor right-of-way preparation,
management and enforcement
leads to inefficient public
transport operations and
reduces the impact of
investment in associated
infrastructure improvements

Project Context
& Overview

Mitigation Actions to Date

Mitigation Outcome and Further Actions

The consultants have repeatedly emphasised the
importance of providing an adequate operating
environment for public transport operations, both in
reports and during workshop presentations.

While the issue is generally recognised as being
important, the City government will nevertheless
require significant technical and financial
assistance to design and implement appropriate
public transport and pedestrian infrastructure, in
conjunction with subsequent stages of project
preparation.

During capacity development activities with City
technical officers, during September and October
2013, this has been reinforced through field visits and
case studies. The outcome of these technical
discussions was then presented to executive officers
on 31st October.

In conjunction with this, there is a need to
research and prepare authoritative right-of-way
(ROW) inventories along the core public
transport corridors, to establish legal ownership
and actual ROW usage.
Further support will also be required to develop
enforcement capabilities in the regulation and
management of public transport corridors,
including frontage activities, sidewalk vendors,
on-street parking, and signalised intersections.
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Project Risk/Concern
5. An inadequate legal,
legislative and/or regulatory
framework for public transport
service procurement, leads to
sub-optimal service provision

Project Context
& Overview

Mitigation Actions to Date

Mitigation Outcome and Further Actions

The consultants have studied the options for public
transport service procurement and have discussed
their findings with both City executive and technical
officers. There have also been ongoing discussions
with DOTC’s Planning Division. All the options
considered are believed to be possible within the
current legal framework applicable in the Philippines,
albeit with possible amendments to regulations and
procedures. Any option that requires amendment of
existing primary legislation, or is contrary to case law,
has been regarded as impractical at the present time.

The public transport service procurement
principles agreed with the LGU have been
incorporated in the consultants’ final
recommendations.

On 31st October, City officials considered this issue
again, in conjunction with a report on the subject from
technical officers. Preference was expressed for
procurement options that involve the LGU taking a
leading role in network design and management. In
doing so, they also acknowledged the need for closer
collaboration with the LTFRB regional office and an
improved working relationship with transport industry
representatives.

City officials will continue to need capacity
building and other support to develop these
principles into workable planning guidelines and
procurement procedures.
There is now an urgent need to complete
revision of the CTTC, in order to support
continued implementation of the public transport
reform program.
In the medium- to long-term DOTC will need to
consider what legislative and regulatory changes
might be made to facilitate more effective
procurement of public transport services.

A number of provisions in the City’s proposed
Comprehensive Transport and Traffic Code (CTTC)
refer to these matters. At workshops on 10th and
17th October 2013, the consultants provided City
officials with suggested amendments to the Code,
which would strengthen support for this role.
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Project Risk/Concern
6. Inadequate organisation
and/or resourcing of City
transport-related offices
means that public transport
planning and public transport
reform cannot be implemented
effectively

Project Context
& Overview

Mitigation Actions to Date

Mitigation Outcome and Further Actions

The consultants have reiterated on numerous
occasions the importance of strong, routine and
systematic local government technical capacity in
land use/transport planning, public transport planning,
implementation and enforcement, supported by clear
transport policies and procedures.

City officials will continue to need capacity
building and other support to establish the City
Transport and Traffic Management Office
(CTTMO) and define its tasks in relation to public
transport system development.

Existing efforts are fragmented across several
departments or are missing completely. In particular,
the present ad hoc arrangement involving the Traffic
Management and Control Board (TMCB), supported
by a Technical Working Group (TWG), is considered
to be inappropriate for the tasks involved.

Such support will need to include the data
collection and analytical resources required to
develop a comprehensive public transport plan
(CPTP).

At a workshop on 26th September, City executive
officers confirmed their intention to establish a new
City Transport and Traffic Management Office
(CTTMO), as set out in the proposed Comprehensive
Transport and Traffic Code (CTTC).
The CTTC is currently being reviewed (by City
officials and the consultants) prior to official
publication and ratification.
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Project Risk/Concern
7. Poor inter-agency
coordination, and/or lack of
national government support
reduces the effectiveness of
the public transport reform
process

Project Context
& Overview

Mitigation Actions to Date

Mitigation Outcome and Further Actions

Existing inter-agency coordination is focused on the
Traffic Management and Control Board (TMCB),
supported by a Technical Working Group (TWG). This
arrangement provides a reasonably satisfactory
means of obtaining agreement between the City and
national government agencies, albeit that the main
focus at present is on traffic management rather than
transport management.

Once the Comprehensive Transport and Traffic
Code (CTTC) is in place, the Transport and City
Traffic Management Board (CTTMB) will need to
be established – possibly by re-constituting the
existing TMCB, extending its mandate to include
new transport functions, and widening its
representation to include broader representation
from the transport industry.

The consultants have advised that there is a need to
establish the City Transport and Traffic Management
Board (CTTMB) proposed in the Comprehensive
Transport and Traffic Code (CTTC) – possibly by reconstituting the existing TMCB.

At the same time, efforts will be required to:

DOTC has signalled its support for wider LGU
participation in public transport planning and
implementation. Local DPWH officials have also
expressed their willingness to cooperate with the
development of public transport infrastructure along
national roads.

• establish effective working relationships
between City officials and the DOTC, and
• ensure that the policies and programs of
other transport-related national government
agencies are aligned to support the proposed
public transport reforms in Davao City.

The consultants Final Report outlines other specific
reforms that need to be considered by national
government in the pursuit of effective public transport
reforms.
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Project Risk/Concern
8. Lack of technical resources,
skills and consistently applied
routine procedures, mean that
public transport reforms
cannot be implemented
appropriately

December 2013
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Mitigation Actions to Date

Mitigation Outcome and Further Actions

The consultants have drawn this risk to the attention
of City executive officers on numerous occasions, the
latest being at a meeting on 4th September with
senior City executive officers.

As a result, it has been agreed that the proposed
City Transport and Traffic Management Office
(CTTMO), once formed, will establish and
implement appropriate routine procedures for
planning, implementing, enforcing and
monitoring public transport infrastructure and
services (among other responsibilities).

During September and October 2013, a series of
capacity building workshops and training activities
were held at which technical officers from different
transport-related City government departments were
provided with basic public transport planning
information, and encouraged to develop relevant
policy guidelines and procedures, through practical
case studies. Their observations and
recommendations arising from these activities were
then presented to key executive officers on 31st
October.

Further significant capacity development support
will be required to enable the CTTMO, and other
related City offices, to achieve this objective.
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Project Risk/Concern
9. Inadequate budget support for
capital programs, human
resources or staff capability
building/training undermines
the public transport reform
process
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Mitigation Actions to Date

Mitigation Outcome and Further Actions

The City’s senior executive officers, as well as
members of the Traffic Management and Control
Board (TMCB) and key City legislators, have been
made aware of the chronic lack of investment in
public transport infrastructure and facilities, on
numerous occasions.

Further work will be required, in conjunction with
later stages of project preparation, to define
appropriate City investment programs for public
transport infrastructure and facilities, and to
ensure that appropriate funding is in place to
implement them.

On 17th October, the consultants held a workshop
with senior City executives specifically to discuss
project financing mechanisms and to provide further
information on national government and IFA funding
sources.

There is also a need to review the scope for
public authorities to fund investment in public
transport fleet acquisition, and to provide limited
interim financial support for early public transport
provision to emerging developments.

The same group has also been made aware of the
fundamental importance of adequate human
resources and staff capability in implementing the
recommended public transport reforms, including the
need to establish a permanent plantilla for the
proposed CCTMO. [This is a critical issue because
the present Traffic Management Center – the nucleus
of the proposed CCTMO – is currently populated
almost exclusively with ‘contractual’ and ‘job order’
staff].

City officials are still considering how the
necessary human resources can be funded.
Funding (both internal and external) will also be
needed to ensure that the appropriate staff
capability building can be delivered effectively
and within appropriate timescales.
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Introduction
The purpose of this report is to elaborate on the context of public transport reform in
Davao City, in terms of:
 existing and ongoing policies, plans and programs related to urban development,
and urban transport in general; and
 institutional, legal and regulatory arrangements relating to urban planning,
transport planning, transport and traffic management, and the provision of public
transport services.
The consultants consider that it is not sensible to begin to look at public transport
reform without first understanding this context. It is also becoming clear that an
understanding of these issues is strongly linked to identification of, and engagement
with, the wide range of stakeholders and capacity development needs associated
with public transport reform.
The report concludes that, despite the well-intentioned efforts of both local policy
makers and city and national government officials, there are still gaps in urban
transport policy, and its implementation. There is also an urgent need to develop
practical programs for achieving some of the policy goals that are in place, and to
continue to address urban transport issues on an inter-agency basis.

April 2013
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2

Review of Policies, Plans and Programs

2.1

General
As has already been noted, there is no single clear source of urban transport policy
direction in Davao City. Rather, there are policy statements (actual and inferred) in a
number of different official documents.
Similarly, while there are a number of ongoing plans and programs, these often lack
a coherent framework or rationale – and many policies have still to be translated into
implementable programs in the first place.
A further reason for reviewing the city’s plans and programs is to gain an insight into
the likely future pace and direction of development. This is particularly important
when developing a sustainable urban public transport system (i.e. one that will serve
the city’s needs for many years to come, and which has the means of
accommodating city expansion in the future).
In discussion with city officials, it has been agreed that the present technical
assistance will focus on the urban transport needs of the City of Davao itself – which
already covers a very large area of some 2,444 km2. In the short- to medium-term,
the regional context of an expanding Metro Davao is only likely to be relevant when
considering the impact on the city’s transport systems of travel between Davao City
and regional destinations.

2.2

Comprehensive Land Use Plan (CLUP)
The latest update of the Davao City Comprehensive Land Use Plan, covering a wide
range of land use and sectoral issues, is currently being extended to 2021. Of
particular interest are the land use and transport infrastructure components of the
plan1.

2.2.1

Land uses
The current and future arrangement of land uses within the city has a major bearing
on the scale and direction of the daily transport needs of its citizens. In Davao, the
greatest concentration of land uses (both commercial and residential) is in the central
business district (CBD) – or poblacion area – nearest the Gulf of Davao, with areas to
the north and west being reserved for agriculture or forest conservation, and
therefore much less developed.
However, in recent years, continued urbanisation of the city has led to intensification
of commercial and residential developments along the coastal (Pan Philippine)
highway, towards Bunawan and Toril, along the Davao Diversion Road, to the north
of the city centre, along the Davao-Bukidnon road, towards Calinan, and along the
Cabantian Road. Much of this newer residential development consists of large,
1

Davao City Comprehensive Land Use Plan (2012-2021). At the time of writing, the
consultants had only been given access to the Infrastructure and Utilities chapter of
the report, and a consultation presentation dated July 2012. These, together with
information gathered through discussion with City planning officials, form the basis
of the review in this report.
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sprawling, low-rise sub-divisions, which are particularly difficult to service effectively
with public transport, and which therefore encourage the increased use of private
transport (cars and motorcycles). Indeed, many of these developments appear to
have been introduced without sufficient thought being given to the provision of
adequate public transport services.
A further consequence of this type of
development is that it is not well suited to being serviced by a mass transit system.
For this to be viable, a much more intensive land use is generally required, often
involving high rise developments located around transit stops – so-called ‘transitoriented-development’ (TOD). (It is noted, however, that several developments of
this kind are being planned in the city centre area).
The basis of development control in Davao City is its Zoning Ordinance (No. 4042)
enacted in 19962, and the CLUP provides guidance on the types of development that
are to be permitted in each area. Figure 1 indicates the present pattern of land uses
and Figure 2 indicates the longer-term pattern that is envisaged by the CLUP3. From
these, the directions of development that have already been outlined are evident.
The main changes that are being made in the current plan update are understood to
involve:
 the addition of flood protection zones along river banks;
 the introduction of small business zones in conjunction with large residential
areas, to provide local services and reduce the need for travel to larger centres;
 conversion of a former light industrial zone to residential use, where there is
pressure for additional housing.
There is also an underlying trend towards a ‘multi-polar’ urban structure, in which the
current emphasis on the CBD is gradually devolved to sub-urban centres in Toril,
Calinan and Bunawan districts. The resulting urban structure is illustrated in
Figure 3, and supporting this will be one of the considerations for the comprehensive
public transport strategy being developed by the present project. Other aspects of
the strategy will include provision of public transport that ensures inclusive mobility
and seamless levels of service.
2.2.2

Population trends
Between 2000 and 2010 the city’s population increased from 1.147 million to 1.449
million – an average annual growth rate of about 2.4%4. The CLUP anticipates that
this rate of growth will continue and that by 2018 (i.e. 5 years from now) the
population will have increased to around 1.777 million5. This represents a need to
accommodate an additional 328,000 people over the 8-year period – equivalent to
more than 75,000 households.
2

3

4
5

The present consultants have not investigated the effectiveness of this zoning
ordinance, or its administration, in any detail, since this is considered to be beyond
the scope of the present project. However, earlier studies have pointed to general
shortcomings in the administration of such ordinances in the Philippines.
This indicates the present version of the approved land use plan; at the time of
writing, the diagram relating to the Updated CLUP has not been made available.
Source: 2010 Census of Population, National Statistics Office (NSO)
Source: Population projections in the Davao City Comprehensive Land Use Plan
(2012-2021).
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Figure 1: Davao City – Existing Land Use
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Figure 2: Davao City – Planned Land Use
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Figure 3: Envisaged City Structure

Source: Presentation on Davao City CLUP 2012-2021 (dated 7th July 2012)
When considering revisions to the city’s public transport system it would be very
helpful to anticipate where these new households might be located, so that route
structures can be designed accordingly. It would also be necessary to understand
how public transport passenger demand is likely to change over the same period,
given the likely distribution of new residential areas. To this end, the consultants
have conducted an analysis of existing and planned residential land uses, by
barangay, to inform this process, using information contained in the City Planning
and Development Office GIS database. This indicates that about 90% of the
expected population growth to 2018 is likely to be concentrated in just 38 of the 182
barangays in the city. These are listed in Annex A and their location is illustrated in
Figure 4. They largely reflect what is known about the location of new (approved
and planned) residential sub-divisions, together with general infilling and land use
intensification in the existing urbanised areas6.

6

It has been observed by some planning officials, and others, that there seems to be
a trend towards such intensification, to counter the longer commuting times
imposed by increased residential development on the periphery of the urban area.
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Figure 4: Davao City – Barangays Most Affected by Population Growth

Source: Project Team analysis
2.2.3

Land transport objectives, strategies, plans and programs
The documents that have been made available relating to the updated CLUP
provides useful information about the city’s objectives, strategies, plans and
programs for land transport, but their treatment of urban transport strategy is
relatively weak, with policies and strategies being expressed in the broadest terms,
and with no elaboration or detailing of the content or timescales for the envisaged
plans and programs. Furthermore, the narrative in the plan itself appears to rely
primarily on expansion of the road network to solve the city’s perceived transport
congestion problems.
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Proposed objectives and strategies for land transport include:
 improved and sufficient public transport:
i) adopt a mass transit system such as Bus Rapid Transit (BRT) or Light Rail
Transit (LRT);
 efficient flow of traffic within the City and to neighboring Provinces:
i) intensify educational campaign and strict implementation of traffic rules and
regulations;
ii) fast-track the implementation of road and bridge projects;
iii) implement the minimum standards for the construction of roads and
bridges of the DPWH;
 towards a pedestrian-friendly community:
i) build and maintain sidewalks and waiting sheds to provide a safe
pedestrian environment, free from obstacles, holes, and other hazards;
ii) maintain regularly street lights, streetscapes, parks and other ancillary
facilities;
iii) require large scale commercial developments to provide protected
crossings for pedestrians;
 encourage the use of environment-friendly transportation modes:
i) promote the use of electric vehicles in the Central Business District and the
use of Light Rail Transit;
ii) provide bike lanes in support of a system of non-motorised transport;
 access to rural barangays for agricultural production and industrial development:
i) maintain and rehabilitate the existing rural road network;
ii) replace and rehabilitate priority bridges;
iii) upgrading/conversion of Bailey bridges to reinforced concrete deck girder.
Proposed plans and programs for land transport include:
 conducting a full-blown study of the feasibility of a mass transport system;
 finalization and implementation of the proposed Transport and Traffic Code;
 providing Information Education Campaign (IEC) materials on traffic rules and
regulations;
 conducting urban and rural road surveys bi-annually;
 strict enforcement and monitoring of projects based on the DPWH minimum
standards by the City Engineer’s Office (CEO);
 opening suppressed roads (encroachments, blockages), especially in the urban
areas, and strict implementation on the right usage of Road Right of Way.
While this provides a useful insight into the current thinking of the Davao City
government, further suggestions as to how these strategies, plans and programs may
be strengthened, in the context of the current public transport improvement project,
are provided in Section 2.9, below.
2.3

Highway Improvements
The city’s road network is administered by:
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 Department of Public Works and Highways (DPWH) Region XI: roads
designated as National Arterial roads or National Secondary roads (about
159kms in all, of which some 99kms are located in the urbanised part of the city);
and
 Davao City Engineer’s Office (CEO): the remaining City and Barangay roads
(about 1,680kms).
2.3.1

National roads and highways
The DPWH has an ongoing program for maintaining and upgrading the city’s national
road network, based on an annual road condition inventory. The results of the survey
are passed to the head office in Manila, where schemes are formulated and
prioritised on the basis of economic considerations. The resulting program is then
passed back to the local DPWH District Engineering Offices (DEOs) for
implementation.
The proposed 2014 program for the Davao City DEO – which covers the urbanised
area of the city – amounts to some PhP1,194 million and includes:
 Roads:
i)
ii)
iii)
 Bridges:
i)
ii)
iii)

Periodic maintenance : P 390 million; 17.0km
Reconstruction
: P 280 million; 9.7km
Widening
: P 245 million; 8.4km
Repair
Strengthening
Widening

: P 0.6 million; 162 l.m.
: P 8.2 million; 192 l.m.
: P 270 million; 241 l.m.

However, this work program appears to be highly fragmented, with 35.1km of
roadworks spread across 27 different locations, and all works being indicated as
‘continuing’ (i.e. part of a multi-year program).
In addition, the amount of
maintenance work being undertaken on national roads in this part of the city is clearly
insufficient to keep pace with maintenance needs, since less than 40% of the network
is in ‘good’ or ‘fair’ condition. This contrasts with 84% in ‘good’ or ‘fair’ condition in
the more rural parts of the city.
There are no programs specifically aimed at providing sidewalks or other pedestrian
facilities along national roads, although sidewalks are sometimes provided along
inner city streets in conjunction with other road improvements (including drainage
improvements), or to provide a more definitive definition of the road right-of-way.
These points are of particular concern to the public transport improvement strategy,
since i) much of the city’s public transport network operates on national roads, and ii)
an effective public transport system relies heavily on good pedestrian facilities.
In addition to the maintenance and upgrading work outlined above, DPWH is
engaged, through its national office, in two further projects that impact on the Davao
City area:
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 Tagum-Davao City-General Santos National Highway: This highway project was
identified during the JICA Study of Master Plan on High Standard Highway
Network Development, 2010. As a result of the master plan, JICA recently
approved the conduct of a feasibility study for the project, which is expected to
commence sometime in mid-2013. The proposed alignment is indicated on
Figure 1 and Figure 2. Because it is designed to carry regional traffic around the
city, effectively forming a new outer diversion road, it is unlikely to have much
impact on the public transport strategy being developed by this project.
However, depending on the access points to the city road network that are
included, it may provide additional choices for private vehicles accessing the
newer, northern areas of the city, and for regional transport approaching the city
centre. In addition, unless frontage access is strictly limited, there is also likely to
be increasing pressure for development along the whole length of the new road –
most critically in areas where it passes through planned agricultural and
forest/conservation areas.
 Flyovers along the national highway: Three flyovers are being planned, as part of
the Presidential Bridge Program (Mega Bridges for Urban and Rural
Development Project), at the Ulas crossing, Matina Crossing and PanacanDiversion Road junctions – three strategic points on the approaches to the
existing built-up area of the city. Their primary purpose is to ‘decongest traffic’ in
these critical locations, but they will also have the unwanted effect of attracting
more private vehicles along the radial routes to and from the city centre. In
addition, most public transport vehicles – which make up around 50% of the
traffic flow and around 90% of the passenger flow at these locations – will not be
able to use these flyovers effectively because of the need to interact with
passengers at ground level7. Care will therefore be required to ensure that their
construction includes adequate (high quality) public transport and pedestrian
facilities at ground level. Each flyover is expected to cost around PhP250 million
and, because of the modular steel construction proposed, will be faster to build
than conventional flyovers. Although it has been reported that work on these
flyovers will start in 2014, information from the local DPWH office indicates that
this is unlikely to be the case.
2.3.2

City and barangay roads
The city and barangay roads are maintained by the CEO, through three district
engineering offices (corresponding to the three Congressional Districts that make up
the city). Routine maintenance is undertaken by its own staff, and mostly consists of
patching to tarmac roads and re-grading gravel roads (especially in the more rural
parts of the city). The work required is identified by the respective District
Maintenance Engineers on an ad hoc basis, since no systematic road condition

7

Outline designs indicate that the flyovers and their associated approach roads are
likely to impact an area of up to 200m either side of each of the intersections
concerned.
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surveys are currently being undertaken. Heavier, periodic maintenance – where this
is done at all – is undertaken through contracts.
Again, there appear to be no systematic programs for constructing sidewalks or other
public transport infrastructure along city or barangay roads. According to the CEO,
such programs would need to be identified and planned by the Plans and Programs
Division of the City Planning and Development Office (CPDO) – but the engineering
capacity to implement, or even supervise implementation of such schemes is limited
within the CEO.
2.4

Traffic Management Improvements
A further insight into the city’s policies regarding traffic management can be obtained
from the following plans and programs published by the city’s Traffic Management
Center (TMC):

2.4.1

Vision/mission:
To ‘make this city a compliant of the 1968 Vienna Convention on road traffic and a
city where the inhabitants are traffic conscious’

2.4.2

Long-term plan:
 construction of more flyover that shall decongest traffic at intersections;
 opening of more access roads;
 rehabilitation of standard loading bays;
 provision of additional terminal for provincial routes;
 sustaining present Traffic Signalization as a means to decongesting traffic
problems; and
 re-assessment of PUJ re-routing scheme, in coordination with the LTFRB.

2.4.3

Short-term plan:
 acquisition of towing vehicle for responding to bogged-down vehicles along the
street;
 acquisition of mobile speed camera for protection and to monitor traffic violations
such as reckless driving/over speeding;
 acquisition of stripping machine for traffic road markings;
 improvement of new uniform and traffic gears such as reflectorized vest, rain
coats, and the like;
 purchase additional motorcycles;
 adequate supply of traffic paint;
 providing periodic traffic data available to the public, such as traffic / vehicular
accidents, traffic vehicular count, and the like; and
 sustaining the Traffic Education Awareness Program to traffic personnel,
barangay-based program schools, Non-Government Organizations, elementary
and high schools, and drivers.
Again, while these are all worthy statements of intent, they do not, in themselves,
amount to a coherent transport strategy, or suggest comprehensive transport
programs. Rather, they deal more with operational issues associated with day-to-day
traffic management. Furthermore, while achievement of some of these aims would

April 2013

Page 11

TA-8195 PHI: DAVAO SUSTAINABLE URBAN TRANSPORT PROJECT

Review of Urban
& Transport Plans

undoubtedly benefit public transport operations, the emphasis is almost exclusively
on vehicles rather than passengers and people.
It is noticeable that some of these actions are not the direct responsibility of the TMC,
but of the regional offices of national government agencies, or of other agencies
within the city administration. This may be because the TMC is located under the
Office of the City Mayor and is closely associated with the Traffic Management and
Control Board (TMCB) and its Technical Working Group. It is therefore seen as the
focus for implementing the Board’s initiatives and programs.
2.5

Comprehensive Transport and Traffic Code of Davao City
In August 2012, the Davao City Council (Sangguniang Panlungsod) enacted an
Ordinance for the Comprehensive Transport and Traffic Code of Davao City (No.
0334-12, Series of 2012). This places a much firmer emphasis on ‘transport’
planning (rather than just traffic management and enforcement), and seeks to bring
responsibility for the city’s involvement in the transport system under a new Traffic
and Transport Management Board, with its own Traffic and Transport Management
Office (rather than just an inter-agency Technical Working Group). Implementing
Rules and Regulations for the Code are currently being prepared, and the Code has
yet to be approved by the City Mayor8.
The institutional implications of the Code are discussed later in this report (Section
3.3). However, in terms of policy, Article 3 of the Code (Declaration of Policy) states:
a) Transport and traffic management in Davao City shall be addressed judiciously
through a rationalized mechanism that shall have the authority to carry out propeople and environment friendly plans and strategies;
b) The flow of people and goods through the road network shall be as efficient,
safe, unhampered, and orderly as possible for the economic growth and social
vitality of the city;
c) Urban road space is a scarce commodity, the competing use of which must be
allocated for the greatest good and the greatest number through a judicious, fair,
participatory and informed traffic management system;
d) Traffic problems and issues must be resolved in a rational manner, guide by
facts and formulated through consultations, collaboration and coordination with
the national agencies like the Department of Public Works and Highways, the
Department of Transportation and Communications, the Philippine National
Police, and the Department of Environment and Natural Resources;
e) The constituents of the City of Davao have the right to be informed a priori and to
participate in the formulation of any measures that may affect their community
and travelling habits.
While this still does not go far enough to encompass the full range of urban transport
policies that will eventually be required, it nevertheless represents a step in the right
direction. Suggestions for strengthening this aspect of the Code are set out in
8

Subsequent to the inauguration of a new city administration in July 2013, the Code
is being amended prior to publication in early 2014
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Section 2.9, below. In the meantime, an index to the content of the Code is set out in
Annex B, together with annotations where its provisions apply to the improved
regulation of public transport operations and non-motorised transport.
2.6

Public Transport Improvements
Apart from the few public transport-related policies and programs that can be
identified in the documents mentioned above, there is nothing that could be
construed as a comprehensive policy for public transport improvement. The
suggestions put forward by the earlier Sustainable Urban Transport (SUTraD) study
were not complete, and have in any case not been formally adopted as policies by
the City Council. At the same time, while there seems to be an expectation that a full
Bus Rapid Transit (BRT) scheme will be implemented at some time in the future,
there is no real policy basis for this, or for the feeder network that will be required to
support it. These policies and strategies will therefore need to be the focus of the
Comprehensive Public Transport Strategy to be developed during a later phase of
the present project. Such a strategy is likely to include the following components:
 a specification of the route network coverage and service provision required;
 details of the number and type(s) of vehicles (fleet) that might be appropriate;
 guidelines on how the various services and vehicle types might work together to
form a reliable, fully integrated and affordable public transport system;
 the types and scale of infrastructure components that will be required to support
such a system;
 details of the contracting, franchising and concession schemes that will need to
be put in place; and
 details of the other planning, regulatory, operational, monitoring, and
enforcement resources (both human and financial) that will need to be put in
place to ensure effective implementation of the strategy.

2.7

Other Transport Initiatives
Two particular transport initiatives are currently being planned in Davao City by the
Asian Development Bank (ADB). The status of each of these is as follows:

2.7.1

E-trike program
This initiative aims to replace existing
petrol-driven motorised tricycles with
electric vehicles9. It is understood that
Davao City has committed to participate
on a limited basis only (possibly 500
units, initially), while local alternatives
are investigated further.
It is also
understood that the program is currently
delayed because of difficulties that have
arisen at the national government level.

9

Further information can be obtained from the ADB website at
www.adb.org/projects/43207-012/background
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Bicycle-sharing scheme
It is understood that this initiative,
originally conceived to promote cycling
in the city, has now been extended to
include a wider review of non-motorised
transport in Davao City10.
The present Consultants’ view remains
that both of these programs needs to
be integrated into an overall public
transport strategy for the city, rather
than being treated as independent
initiatives.

2.8

Davao City Annual Investment Program (AIP)
Further evidence for City expenditure on transport systems (and public transport
facilities in particular) has been sought from an investigation of the Davao City AIP for
CY2013. This document, endorsed by the City Council in January 2013, represents
the main input to the City Budget and, as such, reflects the current emphasis on
project and programs of the City administration. A summary of its contents is given in
Table 1. From this it can be seen that the proposed overall investment for CY2013 is
around PhP8,655 million [$216 million]11, of which just over PhP5,000 million [$125
million] relates to non-infrastructure and PhP3,652 million [$91 million] relates to
infrastructure.
Of the non-infrastructure investment, only around PhP62 million [$1.5 million], or a
little over 1%, relates to transport. By comparison, investment in transport
infrastructure is expected to be much higher, amounting to some PhP2,057 million
[$51 million]. However, this is dominated by the road development and bridge
programs, with only a very small proportion (less than 1.5%) being allocated to public
transport and pedestrian facilities. In the whole program, there are only three
footbridges and three waiting shed proposed, for example.
Another striking feature of the above analysis is that transport investments are
divided between a number of agencies, each of which appears to be identifying
projects independently. The magnitude of the investments proposed by the Office of
the City Agriculturist is understandable, given the need to develop the road network
in more rural parts of the city. However, the fact that many projects are being
identified and proposed at the barangay (village) level is bound to lead to a highly
fragmented approach to infrastructure development, and also indicates that there is
unlikely to be any strategic, city-wide, consideration given to the implementation of
such projects. This is especially important in the case of public transport facilities,

10

A separate technical assistance contract is being arranged by ADB to cover this
work, with a tentative start date of October 2013.
11
All references to dollar equivalents ($) in this report relate to US$ at an exchange
rate of US$ 1 = PhP40.
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Table 1: Analysis of Davao City Annual Investment Program 2013
Total Amount
(PhP million)
Non-Infrastructure
(General Fund,
ADF12, etc.)

Infrastructure
Road Development
Program

12
13

5,002.2

Office/Agency

Note

37.5

City Mayor

Traffic Enforcement project

15.9

City Engineer

Routine maintenance of roads and bridges

Transport
Component
(PhP million)
61.8

13

3.0

DCOTT

Security systems

3.4

Traffic Management
Center

Traffic signal maintenance, Traffic Education
program

2.0

City Legal

Motorized Tricycle-for-Hire (MTH) Franchising
and Regulatory Board, MTH Enforcement and
Monitoring program

3,652.4

2,057.1

960.2

960.2
45.5

City Engineer

132.0

City Agriculturist

6.9

Economic Enterprise and
Management

14.1

City Councilors

761.7

Barangay Development
Projects

Farm to market roads

ADF: Annual Development Fund
DCOTT: Davao City Overland Transport Terminal
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Total Amount
(PhP million)
Bridge Program

1,066.9

Transport
Component
(PhP million)

Note

1,066.9
500.0

City Engineer

511.0

City Agriculturist

2.0

Vice Mayor

2.0

City Councilors

51.9

Barangay Development
Projects

Non-Transport
Programs14

632.2

-

Other Public
Infrastructure

993.1

30.0

14

Office/Agency

23.9

DCOTT

Bus bays, passenger facilities (at terminal)

3.3

Traffic Management
Center

Signages, pavement markings

0.3

Vice Mayor

1 waiting shed

1.2

City Councilors

1 waiting shed, 3 footbridges

1.3

Barangay Development
Projects

Short section of sidewalk (Poblacion), 1 waiting
shed (Calinan)

Non-Transport programs: Electrification, Drainage, Water System
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which need to be introduced systematically along whole transport corridors. The
establishment of a single City agency responsible for all aspects of the public
transport network is therefore likely to be a key feature of a Comprehensive Public
Transport Strategy.
2.9
Urban Transport Policy Issues
2.9.1 The concept of ‘Sustainable Urban Transport’
There are a number of possible ways of viewing the concept of sustainability, all of
which in some way or another point to the need for a lasting solution to a city’s
transport needs:
 environmentally sustainable: non-polluting, using low carbon technology, and
sensitive to the scale of the local street environment;
 financially sustainable: able to generate sufficient revenue to cover costs, while
still being affordable for the majority of users;
 socially sustainable: able to provide for the transport needs of most sectors of
society, both now and in the foreseeable future; easily adaptable to future needs
and supported by a wide range of stakeholders.
In its Sustainable Transport Initiative, issued in 2010, the Asian Development Bank
summarised this in the following way:
‘A sustainable transport system as one that is accessible, safe, environmentallyfriendly, and affordable’.
It went on to say that a useful conceptual tool to guide this work is the ‘avoid-shiftimprove’ approach:
 Avoid means reducing the need to travel, for example by integrating land use
and transport planning to create local clusters of economic activity that require
less mobility; and changing how work is organized (e.g. doing more online, and
increasing the possibilities to work from home).
 Shift means changing to more energy efficient modes or routes (e.g. shifting
passengers from private vehicles to public transport and non-motorized modes),
or re-timing travel (e.g. staggered or more flexible working hours).
 Improve means using technologies that are more energy efficient, including
through improving vehicle standards, inspection, and enforcement; developing
improved vehicle technologies and fuels; and improving transport efficiency
using information technology.
2.9.2

Fundamentals of urban transport strategy
Urban transport strategy needs to address a number of fundamental issues that,
together, threaten to make cities unliveable and unworkable in the future – namely,
population growth, increasing economic activity, and increasing traffic congestion,
leading to reduced mobility and a deterioration in the quality of the urban
environment.
To emphasise this point, the following analysis is taken from the ADB’s Sustainable
Transport Initiative:
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In Asia, some 44 million people are being added to the urban population every year,
equivalent to about 120,000 people a day. ADB has estimated that 80% of Asia’s
new economic growth will be generated in its urban economies, since this is where
most jobs and employment opportunities are located. In many Asian cities, motor
vehicle fleets are already doubling every 5 to 7 years. These trends are placing an
enormous strain on transport and mobility in urban areas.
To provide sustainable urban transport solutions, the region needs to address
increased motorization, which is a major cause of congestion and pollution. Road
congestion already costs Asian economies an estimated 2–5% of GDP every year
due to lost time and higher transport costs. The region's cities suffer from the
highest air pollution levels in the world, with as much as 80% attributable to
transport.
Some cities, in Asia and elsewhere have embarked on major road building programs
to try to overcome these problems, but most are now discovering that construction of
urban roads alone will not provide a sustainable solution. Construction of new roads
almost always leads to more private vehicle usage, and this eventually leads to the
roads again becoming congested. Moreover, further road building faces severe
practical limitations and escalating costs due to the shortage of land in urban areas,
and often leads to a deteriorating urban environment.
In Davao City, while the situation has not yet reached a crisis point, traffic congestion
in the central area is already becoming more noticeable, traffic speeds are quite slow
(less than 20kph on main routes through the CBD15), and it only takes a minor
incident to cause major delays, despite strenuous efforts to manage traffic flow. At
the same time, there is little room to expand the capacity of the road network and the
relatively high usage of public transport in the city will need to be preserved and
enhanced if a major escalation in private vehicle use is to be avoided.
2.9.3

New approaches in urban transport
In view of the above, new approaches are now being considered, all of which are
highly relevant and recommended for future urban transport operations in Davao
City. They include the following complementary elements16:
 Integrated urban land use and transport planning: Urban transport plans should
be integrated with urban land use plans to support more efficient approaches to
planning urban expansion and redevelopment, limit trip lengths, make
sustainable transport modes convenient for users, and optimize system
integration.
 Public transport systems: These are needed to provide urban populations with
safe, secure, accessible, rapid, efficient, and user-friendly transport, and to
reduce pollution, congestion, and accidents. Such systems need to be available
15
16

JICA Study of Masterplan on High Standard Highway Network Development, 2010
Transport planners who are applying these new approaches often emphasise the
need to ‘plan for people, rather than vehicles’.
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to all sections of society, and cover all parts of the city’s urban area. In addition,
they must be reliable and convenient to use, with integration between different
public transport modes being arranged systematically. This will require a proactive approach to network planning and management, with new land use
developments being required to set out detailed plans for providing effective
access to the public transport network (transport impact analysis) – bearing in
mind that in Davao City as many as 75-80% of motorised trips are made by
public transport.
 Non-motorized transport: Integrated urban transport solutions should also make
provision for non-motorized transport infrastructure together with pedestrian
zones and walkways, safe road crossings, segregated cycle paths, and bicycle
parking and rental programs. As well as being important elements of the
transport network in their own right, such facilities provide an essential part of an
effective public transport system, since every public transport passenger is a
pedestrian at some point in their journey. Again, this will require a consistent
and pro-active approach focussed along public transport routes.
 Traffic management: Traffic engineering and traffic management systems are
needed to optimize traffic flows on the available urban transport infrastructure.
This includes management (or elimination) of frontage and on-street parking, and
effective management of intersections. However, in view of the over-riding
importance of public transport, these measures will need to be applied in such a
way as to enhance (prioritise) the operation of public transport vehicles, and the
flow of pedestrians and public transport passengers, even if that is to the
detriment of some private vehicles. Traffic management will therefore be best
focussed along public transport routes.


2.9.4

Demand management: In parallel with improving public transport and nonmotorized transport, cities need to use demand management to limit congestion
and improve traffic flows by reducing the attractiveness of private vehicle use in
busy urban areas. Options range from relatively simple systems, such as
implementation of parking fees and charging for vehicle licenses, to more
advanced computerized road-pricing schemes. In Davao, where there is no
history of parking charges, and where major shopping malls have been allowed
to construct extensive car parks in order to accommodate large numbers of
visitors using private vehicles, this is a major concern for the future.

Policy areas that need strengthening or are incomplete
When the above requirements are compared with the foregoing description of the
current state of urban land use and transport plans in the city, a number of significant
deficiencies become apparent. These include:
 Road network development that seeks to maximise capacity for motorised
vehicles, while ignoring the needs of public transport passengers, pedestrians
and non-motorised transport modes.
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 A lack of pro-active management of public transport networks, including
adequate coverage and service levels, and provision of consistent supporting
passenger and pedestrian infrastructure.
 Inadequate scrutiny of new developments at the planning stage to ensure that
they are fully integrated with the public transport system, and do not
unnecessarily generate or attract a high proportion of private vehicular traffic.
 Traffic management that is not sensitive to the needs of public transport
operations and pedestrians.
 A lack of control over the quantity and pricing of on- and off-street parking in
congested areas of the city.
 Inadequate involvement of city officials in the development and management of
the city’s transport systems, and no single agency empowered to identify,
develop and implement detailed plans and programs to tackle the above issues
on a systematic and routine basis, together with an over-reliance on national
government agencies to undertake these responsibilities on their behalf.
The institutional implications of these policy deficiencies, and the steps that are
required to address them, are discussed further in Chapter 3.
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3

Review of Institutional, Legal and Regulatory Frameworks

3.1

General
This section of the report is concerned with how the various transport agencies, both
at the national and city level, currently work together to regulate and manage the
present public transport system in Davao City. In conducting this review, a number of
shortcomings are highlighted which will need to be addressed by any reforms to the
public transport system. The review also explores institutional and organisational
reforms that are currently being developed within the city administration to overcome
some of these shortcomings, and outlines the current public transport franchising
systems as a basis for further discussion in the Comprehensive Public Transport
Strategy.

3.2

Institutional Responsibilities and Constraints
Planning and regulation of public transport is shared between national government
agencies (often acting through their regional offices) and the local government of
Davao City. However, except for matters relating to the franchising of motorised
tricycles-for-hire, which is the sole responsibility of the city, most of these
responsibilities appear to be being carried out by the national government agencies,
or in some cases are not carried out at all. At present, there appears to be little
coordination or integration between the arrangements for franchising motorised
tricycles and those for franchising other public transport vehicles.

3.2.1

National government agencies
The main national government agencies involved are the DOTC (through the Road
Transport Planning Division of its Planning Service), the LTO (through its Region XI
office) and the LTFRB (also through its Region XI Office). As noted earlier in this
report the DPWH is responsible for the planning, construction and maintenance of all
roads that are classified as ‘national roads’.
Department of Transportation and Communications (DOTC)
The Department of Transportation and Communications (DOTC) is the primary
policy, planning, programming, coordinating, implementing and administrative entity
of the executive branch of the national government for ‘the promotion, development
and regulation of a dependable and coordinated network of transportation and
communications systems, as well as fast, safe, efficient and reliable transportation
and communications services’.
The Department covers road, rail, air, water and communications sectors. To carry
out its mandate, the Department has fifteen (15) attached agencies / corporations
and three (3) line agencies / sectoral offices. In terms of urban transportation, and
public transportation in particular, the most relevant line agencies / sectoral offices
are:
 The Land Transportation Office (LTO): The LTO promotes the safety and comfort
of the traveling public with respect to motor vehicles. The LTO is also tasked with
collecting various fees from the registration of motor vehicles, the issuance of
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licenses to qualified motor vehicle drivers, the collection of fines and penalties for
motor vehicle related offenses, and the sale of motor vehicle license plates. In
practice, and with very few exceptions, LTO is the only agency with the authority
to issue penalty tickets for vehicle and driver related administrative and
operational offences, so that local government traffic enforcers and even the
traffic police have to be deputised by LTO before they can undertake their duties.
LTO also provides on-street enforcement of public transport vehicle franchises
on behalf of the LTFRB, since the latter has no enforcement capability of its own.
 The Land Transportation Franchising and Regulatory Board (LTFRB): The
LTFRB was created by virtue of an Executive Order issued on 19 June 1987,
with the goal of simplifying the land transportation industry franchising system.
Since the creation of the LTFRB, the issuance of franchises for land transport
operators has become more stringent, resulting in higher safety standards for
land travel. Technical evaluation staff ensure that operating and safety standards
of commercial and private vehicles are observed, prior to the issuance of
operating franchises.
Although LTO and LTFRB maintain regional offices in Davao, which have an intimate
knowledge of local conditions and operations, most of the related policy decisions are
made nationally, from their base in Metro Manila. Their role, in association with the
DOTC, in approving and issuing public service vehicle franchises is discussed further
in Section 3.4.
The DOTC has recently issued Department Order 2012-13 establishing a National
Program Management Office for Bus Rapid Transit (BRT-NPMO), to promote such
systems in major Philippine cities and to assist local governments in their planning
and implementation. However, it is understood that this Office has not yet been
activated, pending a meeting of its Steering Committee, scheduled for later in 201317.
3.2.2

Local (City) government agencies
A number of agencies within the Davao City administration have a role in planning
and regulating transport operations. However, most of these are focused on the
construction and maintenance of road infrastructure, the management of vehicular
traffic or the enforcement of traffic regulations, rather than the planning, provision and
management of public transport services and facilities.
The main agencies that have been identified include:
 City Planning and Development Office (CPDO): Among other activities, the
CPDO is responsible for coordinating all aspects of city development, including
preparation of the City Comprehensive Land Use Plan, administration of the City
Land Use Zoning Ordinance, and the coordination of investment plans and
programs. As such, transport is only one of its sectors of interest. As has
already been pointed out, this agency does not have a clearly defined view of
17

A project implementation unit (PIU) for Cebu BRT is already in existence to
supervise the ongoing tender for design and construction supervision.
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urban transport policy, is not undertaking the full range of transport planning
tasks that should be routine in a city the size of Davao, and is not itself promoting
a sufficiently comprehensive range of schemes and programs that would
specifically support public transport reform. This is partly because it is not
mandated to do so (it merely coordinates programs generated by others), and
partly because it does not have staff who are adequately equipped with the
relevant training and skills to undertake these functions.
 City Engineers Office (CEO): The CEO is the engineering arm of the City
Government. It implements infrastructure projects as identified by the City
Planning and Development Office and as approved by the City Mayor. The role
of the CEO in the transport sector has been outlined earlier, in Paragraph 2.3.2.
It is mainly concerned with the implementation and maintenance of road and
bridge projects, as well as other infrastructure programs (including drainage, for
example). However, no planning or programming of projects appears to be
undertaken, since it again seems to rely on others for this function. Indeed, in a
number of areas there seems to be a dispute as to which agency should be
undertaking this function: road condition inventories are not being undertaken
because it is not clear whether it the role of the CPDO or the CEO; and there is
no clarity whether DPWH or City Government should be responsible for sidewalk
improvements.
 Traffic Management Center (TMC): The TMC is under the supervision of the
City Mayor, and is a member of the City Traffic Management and Control Board
(TMCB). It therefore tends to be regarded as the implementation arm for the
TMCB’s programs. Operationally, the TMC is currently under the Public Safety
and Security Center (PSCC), having previously been constituted as a separate
project (Traffic Enforcement Program) under the Office of the Mayor. It conducts
traffic direction and control for the safe and orderly movements of vehicular and
pedestrian traffic, and coordinates all traffic management activities of the City
with other related agencies. Its aim is to instil awareness among the public of
traffic rules and regulation and the importance of their road safety, and conducts
education through outreach to primary and secondary schools and barangays. It
also conducts research and studies to enhance more efficient and effective traffic
management. The main task of the TMC, though, is traffic management through
enforcement and control of traffic flow. Fines and penalties are currently based
on national laws (R.A. 4136 or the Transportation Code of the Philippines), which
requires its enforcement personnel to be deputised by the LTO. However, 100%
of the fines collected from traffic violation go to LTO.
 Transportation Regulation Division (TRD) and Davao City Motorized-Tricycle for
Hire (MTH) Franchising and Regulatory Board: The TRD was created under
Ordinance No. 0410-10 series of 2010 to act as the technical and legal
secretariat of the Davao City Motorized-Tricycle for Hire (MTH) Franchising and
Regulatory Board. It is one of six divisions under the City Legal Office. The TRD
is headed by a Division Chief with technical support provided by a Senior
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Transportation Officer and a Transportation Regulation Officer II.
It is
responsible for all matters relating to the approval and franchising of motorizedtricycles for hire, which will be discussed in greater detail in Section 3.4. As with
other public transport modes, enforcement and the serving of penalty notices has
to be conducted through the LTO. Although the memberships of the TMCB and
the DC MTH Franchising and Regulatory Board overlap, it is not clear how the
two mechanisms are intended to interact. As a consequence, there appears to
be little planning of MTH operations and insufficient consideration of their
integration with other public transport modes. In this respect, the unit’s transport
planning capacity may need to be strengthened.
 Davao City Overland Transport Terminal (DCOTT): DCOTT is one of the city’s
economic enterprises – under the City Economic Enterprise Unit, which is
located within the City Administrator’s Office. It has been in operation for about
26 years, and is responsible for the operation and management of the Davao
City Overland Transport Terminal in the Ecoland area of the city. DCOTT
operations are focused on running the terminal services and facilities. Its key
stakeholders are the bus operators and drivers, who are organized under the
South
Eastern
Mindanao
Bus
Operators’ Association (SEMBOA), and
vendors within the terminal area.
DCOTT has four sections: Operations,
Maintenance,
Enforcement
and
Security, and Administration. It reports
to a DCOTT Board composed of
representatives of the City Mayor, City
Council, City Treasurer’s Office, bus
operators and owners, and the
civic/business sector.
In terms of
financial performance, in the past two years DCOTT was able to exceed its
annual target income of PhP20 million. However, there was a reduction in total
earnings from PhP21.5 million in 2011 to PhP20.5 million in 2012. There is
currently some confusion as to how the DCOTT Board relates to the TMCB.
In addition, some members of the 16th City Council (Sangguniang Panlungsod –
SP18) have actively supported the development of improved city transport systems –
notably the Chair of the Committee on Energy, Transportation and Communication,
and the Chair of the Committee on Franchising and Public Utilities, who have both
been involved with development of the new Comprehensive Transport and Traffic
Code. Awareness of transport policy issues among this group needs to be increased
further if public transport reform is to become a reality in Davao City.

18

The Sangguniang Panlungsod is the local legislative body of the city government.
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3.2.3

Davao City Traffic Management and Control Board (TMCB)
The TMCB is the policy making body of the local government pertaining to traffic and
transportation matters. Its current constitution is set out in Executive Order No. 07
Series of 2011, but is not repeated here because it is expected to be replaced shortly
by a new City Transport and Traffic Management Board (see Section 3.3). The
TMCB is supported by an inter-agency Technical Working Group (TWG) which is
currently composed of representatives from the relevant national and city government
transport agencies. It has already been noted that the emphasis of the TMCB (and
the TWG), as formally defined, is on immediate traffic management issues, and there
is often very little consideration of longer-term strategic planning or public transport
needs.

3.2.4

The role of the private sector
Public transport services in Davao City are currently provided by a large number of
individual transport operators or transport associations/cooperatives, with services
ranging from motorised tricycles and taxis to jeepneys and buses. Further details of
these operators, and the services they operate, will be included in a future report.
The Davao City Chamber of Commerce and Industry (DCCCI) is a non-stock, nonprofit business support organization that provides leadership and a strong voice for
the business community of Davao City, especially its 300+ members. It is a
voluntarily association of business professionals who have joined together to improve
the economic, civic, and social welfare of Davao City. The Chamber is very strong in
corporate social responsibility (CSR), and has a very strong interest in transport and
traffic and other development concerns.

3.3

Implications of the Davao City Comprehensive Transport and Traffic Code
In addition to the policy implications, mentioned earlier, the proposed Davao City
Comprehensive Transport and Traffic Code introduces new institutional
arrangements within the City administration, which aim to bring a wide range of
responsibilities for the planning, regulation, management and enforcement of traffic
and transport operations under a single organisation within the city administration. In
particular, the responsibilities of the existing Traffic Management and Control Board
(TMCB) are widened to include transport planning issues, with the creation of a new
City Transport and Traffic Management Board (CTTMB), and all related activities are
vested in a new City Transport and Traffic Management Office (CTTMO). The Code
also creates a Traffic Management Trust Fund (TMTF) – essentially a special
(earmarked) account within the city’s General Fund – which acts as a recipient for all
income from registration, franchising, supervisory fees, regulatory fees, fines, parking
fees, penalties and surcharges related to various aspects of the Code.

3.3.1

CTTMB
The primary function of the Board is to provide advice and policy direction to the
CTTMO. Under Section 201 of the Code, the CTTMB is authorised to:
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 formulate policies;
 review, recommend and approve transport and traffic management plans and
programs;
 review and recommend for approval the budget of the CTTMO; and
 ensure an holistic approach to problem-solving and cooperation in the
implementation of transportation and traffic schemes within Davao City.
The CTTMB will have a similar composition to the existing TMCB, with the City
Mayor19 as Chairperson, and the Department Head, CTTMO as Vice Chair. Other
members will include:












Department Head, City Planning and Development Office;
Department Head, City Engineer’s Office;
Chairperson, SP Committee on Energy, Transport and Communication;
Chief, Traffic Section, Davao City Police Office (DCPO);
Regional Manager, Land Transportation Franchising Regulatory Board (LTFRB);
Regional Director, Land Transportation Office (LTO);
Regional Director, Department of Public Works and Highways (DPWH);
one Transport Groups representative;
one Professional Group representative;
one Davao City Chamber of Commerce and Industry representative; and
one NGO representative.

In addition, two sub-committees are to be created under the Board:
 a Motorized Tricycle For-Hire Franchising and Regulatory Committee (MTFRC),
to provide advice and policy direction, mediation, action on complaints, reviewing
and approving plans and programs for the implementation and enforcement of
operations in relation to motorized tricycles for hire; and
 a Public Utility Vehicle Adjudication Committee (PUVAC) to provide mediation
services in this area.
It will be noted that, in addition to directing and supervising the work of the CTTMO,
the composition of the Board will provide similar inter-agency coordination
opportunities to the existing TMCB, both between concerned city departments and
with national government agencies. The re-introduction of a limited number of nongovernmental representatives to the Board is also a welcome development, providing
inputs and views from a wider range of transport stakeholders.
3.3.2

CTTMO
It is intended that the CTTMO will be under the direct supervision and control of the
City Mayor, and have wide powers to implement the provisions of the Code. In
particular (in Section 205):
It shall be the sole transport and traffic management authority vested with the
powers to:

19

Or City Administrator in his/her behalf
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 formulate, coordinate and monitor policies, standards and programs relating to
transport and traffic management;
 rationalise the existing transport operations;
 administer and implement all traffic engineering services, traffic enforcement
operations, traffic and transport planning, regulations and franchising, transport
facilities management, and traffic education program;
 institute a ‘no-physical-contact apprehension’ policy in apprehending traffic
violators thru the use of some technologies in the territorial jurisdiction of Davao
City; and
 institute other plans and programs that may hereafter be drawn, prepared and
approved by the CTTMB and the MTFRC.
To undertake these functions, the CTTMO is expected to have six divisions with the
following outline functions20:
 Traffic Engineering and Infrastructure:
i) identify traffic bottlenecks, formulate traffic engineering schemes, install and
maintain traffic signs, road markings and other traffic control devices;
ii) review major property development proposals for impact on traffic
generation;
iii) review and collect data and statistics related to transport and traffic
formulation;
iv) review and recommend requests for approval for road diggings, road
construction, etc.
 Traffic Enforcement and Street Management:
i) enforce traffic schemes and traffic rules and regulations, including issuance
and follow-up of city traffic citation tickets;
ii) assist Davao City Police Office (DCPO) in the conduct of vehicular accident
investigations;
iii) coordinate personnel deployment and field operations with DCPO and Land
Transportation Office (LTO) traffic enforcers;
iv) remove vehicles or objects that are obstructing roadways or pedestrian
sidewalks.
 Transport Planning and Management:
i) provide technical inputs into the preparation of the city’s Comprehensive
Land Use and Development Plans;
ii) conduct transport and traffic studies;
iii) update and analyse public transport routes and services covering all public
transport modes, and coordinate with LTFRB to ensure that the issuance of
permits of public convenience is consistent with the plans and programs of
the city;
iv) collect traffic data and statistics for use in policy formulation;

20

Functions expressed in the Code have been simplified here for clarity.
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v) coordinate with the City Planning Development Office (CPDO) regarding
variances from the zoning ordinance that are likely to have significant traffic
impact;
vi) formulate and advocate programs that will promote and encourage walking
and trips by public transport and higher capacity modes.
 Facilities Management and Operations:
i) establish, operate, maintain and/or administer transportation terminals,
public parking facilities, bicycle paths and wharves, including the collection
of user fees and charges;
ii) operate towing services;
iii) take custody of vehicles and articles impounded;
iv) formulate and recommend appropriate policies in support of traffic
management schemes.
 Administrative and Support:
i) provide administrative and logistical support services to all the divisions of
the Office;
ii) keep records of all vehicles registered and/or operating in Davao City,
provide and maintain databases and adopt a computerised transport and
traffic management data retrieval system;
iii) handle documentation attendant to enforcement, including processing of city
traffic citation tickets;
iv) conduct public information campaigns.
 Motorized Vehicle Franchising and Regulatory:
i) manage all aspects of the operation and registration of motorized tricyclesfor-hire, including keeping records and conducting information campaigns in
barangays;
ii) similarly, manage the registration of motorized and non-motorized vessels
using the City of Davao as home port.
These provisions clearly provide a much stronger legal and technical framework for
planning, implementing and enforcing transport and traffic management programs
and operations in the city, in response to the shortcomings outlined earlier in this
report (Section 2.9). Nevertheless, there are still many details to work out, and the
outcome for public transport reform will only be meaningful if its requirements are
coordinated across all CTTMO divisions. Similarly, these new arrangements do not
eliminate the need for effective liaison and coordination, at the working level,
between involved city offices and departments (notably: City Planning and
Development Office, for land use planning and zoning; City Engineers Office, for
implementation of infrastructure projects and programs; and Davao City Overland
Transport Terminal, for interfaces with regional transportation services). Working
level liaison and coordination will also need to be maintained with national
government agencies, through their respective regional offices (notably: DOTC
(Planning Division), LTO, LTFRB and DPWH).
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The consultants recommend that the CTTMO is formally established at the earliest
possible opportunity, so that the resources of the current project can be directed to
supporting its initial development in respect of public transport reforms.
3.4

Public Transport Franchising and Regulatory Issues
At present public utility vehicles, vans, buses and taxis are franchised by LTFRB,
while motorised tricycles are franchised by the city’s MTH Franchising and
Regulatory Board.

3.4.1

Franchising by LTFRB
Examination of LTFRB’s register of franchises indicates that at the end of 2012 there
were some 12,439 public transport vehicles franchised by the Davao City office of the
LTFRB, involving 8,694 separate franchises, including (Table 2):
Table 2: Public Service Vehicles Franchised by LTFRB in Davao City
Vehicle/Service Type
Regional buses

No. of Franchises

No. of Vehicles

188

664

Jeepneys/Filcabs
(131 routes)

6,724

7,278

Taxis

1,010

3,602

772

895

Others (vans, school,
tourist, etc.)
Source: LTFRB, Region XI

Franchises are issued in the form of Certificates of Public Convenience (CPCs) under
Commonwealth Act 146 (Public Service Act), as Amended. This essentially permits
the operation of vehicles on fixed routes or in pre-determined areas, in accordance
with certain conditions. An example of the conditions applicable to public utility
vehicles (PUVs) is given in Annex C. It will be noted that no-where is there a
requirement to provide a given level of service (frequencies, service times, etc.) or
even to operate the vehicle(s) at all, except for the general statement that:
“The PUV operator shall ensure that the commuting public has adequate, safe,
convenient, environment-friendly and dependable public land transportation
services at reasonable rates”.
There is a requirement for operators to file an Annual Report to LTFRB relating to the
performance of each franchise (usually a simple form, which contains financial and
operational summaries for the year). However, these reports are generally regarded
as being unreliable, and there is no evidence that they are used to inform the
planning process.
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Operators who are granted franchises must be i) Filipino Citizens or, in the case of a
corporate entity, have at least 60% stock or paid up capital belonging entirely to
Filipino Citizens; and ii) be financially capable. In addition, for a CPC to be issued
there must be a demonstration of public interest or public need.
Franchises are normally issued for 5 years in the first instance, but may be modified
or extended by mutual agreement. Vehicles that persist in operating without a
franchise are referred to as ‘colorum’.
The vehicles listed in the franchise must be registered by the Land Transportation
Office (LTO), and drivers must have a valid professional driver’s licence, again issued
by LTO. Drivers are regarded as being ‘employed’ by operators, regardless of the
actual financial relationship between them, and it is operators who are ultimately held
responsible for fulfilling the terms of any franchise. There have been efforts in the
past to limit the age of public transport vehicles in the Philippines to 15 years for
buses and 10 years for Filcabs/multicabs, with no age limit being specified for
jeepneys. However, the situation has become difficult to manage because so many
vehicles have exceeded the limits set. There is also difficulty in some cases in
defining the starting point for estimating a vehicle’s age.
Fares
Fare scales applying to public service passenger vehicles are set by LTFRB on a
national (or regional) basis. Those currently applicable to different vehicle / service
classes, are shown in Table 3.
There is no fixed interval for fare reviews, but fare levels are reviewed periodically by
LRFRB, following a petition from individual operators or groups of operators.
A 20% discount is applicable to disabled, senior citizen and student passengers.
Children less than 1m in height are carried free of charge and those between 1m and
1.3m in height pay half fare.
The type of fare structure that consists of a boarding charge (minimum fare) plus
subsequent per km charge can sometimes have a significant impact in situations
where the arrangement of routes and modes requires a number of changes in order
to reach a given destination. The proposed Comprehensive Public Transport
Strategy will therefore need to address this issue when recommending modified route
structures.
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Table 3: Approved Fare Scales for Public Service Vehicles (Region XI)
Vehicle/
Service Type

Boarding
Charge / ‘Flag
Fall’ (PhP)

Per Km
Charge,
thereafter
(PhP)

Jeepneys/Filcabs

8.00 (first 4 km)

1.40

Taxis

40.00
(first 500m)

3.50
(per 300m)

Waiting
Time, per 2
mins. (PhP)

Applicable
Date

May 15, 2012
3.50

Jan 24, 2011

Bus – aircon
(regular)

1.55

Dec 4, 2008

Bus – aircon
(de luxe)

1.65

Dec 4, 2008

Bus – aircon
(super de luxe)

1.75

Dec 4, 2008

Bus – aircon
(luxury)

2.20

Dec 4, 2008

Bus – regular

8.50 (first 5 km)

1.35

Dec 4, 2008

Bus – aircon
[Metro Manila]

12.00 (first 5 km)

2.20

Mar 29, 2011

Bus – regular
[Metro Manila]

10.00 (first 5 km)

1.85

Mar 29, 2011

Source: LTFRB, Region XI
Franchising procedures
The need for new or amended route is usually identified by a public transport
operator, in the first instance. Before a franchise can be issued by the LTFRB,
DOTC approval needs to be obtained (by the applicant), assessing the extent of
‘public necessity’, authorising the LTFRB to open up the route, and specifying the
number of units required to meet passenger requirements. Such office directives are
prepared by the DOTC’s Planning Service in Manila, using a methodology referred to
as ‘route measured capacity’ (RMC), following appropriate surveys and evaluation.
The essence of the RMC formula is as follows:
PD x SF
VLF =
UR x VLF x ASC x NRT
where: PD
SF
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is utilisation ratio (0.85)

VLF is viable load factor
ASC is average seating capacity, and
NRT is number of round trips.
The viable load factor (VLF) is introduced to try to balance the level of passenger
service with a reasonable level of profitability for operators.
Ca + Ia
VLF =
ASC x f
where:

Ca

is average operating cost per km

Ia

is reasonable income per km

f

is fare per seat-km based on official LTFRB rates.

The minimum number of units assessed on any new route is 15, and no new route is
usually allowed which would overlap with an existing route by more than 75%.
While these simple rules are perhaps adequate for rural routes or smaller urban
areas, they have obvious limitations when applied to urban public transport networks
in large cities such as Davao. It is also noted that reliance on the DOTC Planning
Service in Manila for public transport planning services is unlikely to be workable in a
complex city such as Davao, particularly since it is understood that there are only
eight officers in the unit to cover the whole of the Philippines. Everything therefore
points to the need for a more proactive and locally-based public transport planning
resource in the LGU (City government), with DOTC merely reviewing and endorsing
recommendations to LTFRB. The public transport reform program for Davao City will
therefore need to consider new ways of undertaking public transport route planning,
in the context of this more localised technical capability. This is especially important
because of the continued rapid growth of the city and the need for public transport
services to adapt to changing requirements as they develop.
Once the DOTC directive is received, the LTFRB is able to accept applications for
route franchises, on a first come, first served basis. There is no obligation for LTFRB
to publish the directive, but at the same time there is no guarantee that the instigator
of the scheme will be given priority in the allocation of franchises. The LTFRB then
holds hearings to examine franchise applications, following initial screening of the
legal requirements of each applicant.
Two other factors should be noted in regard to public transport franchising:
 For a period of five years up until 2010, responsibility for assessing ‘public
necessity’ was devolved to the LTFRB. However, during that period, relaxation
of the route planning rules led to the franchising of too many public transport
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vehicles, as well as the re-introduction of overlapping routes21. Accordingly, in
July 2010, DOTC took back these powers (Department Order No. 2010-22).
 Since 2010 DOTC has also placed a national moratorium on the creation or
amendment of public transport routes22, subject to a case by case review by the
DOTC Planning Service (and a few notable exceptions, such as CNG buses and
buses that use Ro-Ro ferry services). In Davao City, this has led to stagnation of
the city’s public transport network, with a significant number of new residential
subdivisions currently being under-served as a result.
3.4.2

Motorised tricycle-for-hire franchising by Davao City
Motorised tricycles-for-hire are regulated under City Ordinance No. 0410-10 Series of
2010 (otherwise known as the ‘New Davao City Tricycle for Hire (TFH) Franchising
and Regulatory Code of 2010’). The records relating to the associated franchises
(Motorised Tricycle-for-hire Operator’s Permits – MTOPs) indicate that, as at 28
February 2013, there were around 95 routes, organised in 4 districts or areas, and
involving in excess of 3,100 vehicles. It is noticeable that each of the routes appears
to serve a particular local area and be controlled by a single ‘association’, often
based on an individual barangay. However, the TRD which administers these
franchises on behalf of the City council is keen to emphasise that MTOPs are issued
to operators (individuals or properly registered partnerships, cooperatives or
corporations) and that these associations, and the influence that they try to exert over
operators, have no legal standing with respect to the franchising process.
Until very recently, there were also a significant number of ‘colorum’ vehicles
operating without a franchise. This matter is now being regularised, resulting in a
noticeable increase in the number of franchises being issued (an additional 300 in the
month of March alone).
It is unclear what level of consultation and planning is undertaken prior to approving
new routes and amending existing routes, although it is understood that barangay
councils often play a significant part in initiating and defining such changes. It is also
reported that motorised tricycle routes have developed over a long period of years,
and that some are no longer sensibly aligned with the jeepney routes with which they
might be expected to connect. In many places in the city, motorised tricycles operate
where jeepneys or larger vehicles would be more appropriate. In other areas,
motorise tricycles operate along national roads, where they can be seen competing
for passengers with jeepneys, and are often the cause of traffic congestion.

21

It is presumed that it was during this period that many of Davao City’s overlapping
jeepney routes were allowed to appear, which now need reorganisation and
reform.
22
This only applies to new routes, route extensions and an increase in the number of
units operated; it does not apply to renewal of franchises or substitution of the
vehicles being operated.
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Fares
Fares, set by the MTH Board, are intended to be ‘established at a level that will
provide the operator a reasonable return of profit, but still be affordable to the general
public’. In most of the city, the current fixed fare is PhP7 per person, regardless of
distance (per MTH Board Resolution No. 13, Series of 2011). However, one area –
Tacunan – has a slightly different tariff of PhP7 for the first 4 kilometers and 1 peso
for every succeeding kilometer. Again, in both cases, there is a 20% discount for
students, senior citizens and persons with disability.
Franchising procedures
Applications for MTOPs are open to Filipino Citizens and partnerships, cooperatives
or corporations with 80% Filipino equity. Furthermore, cooperatives require:
 endorsement from the MTH Board and the City Cooperative Development Office;
 membership that is open to all operators/investors, drivers, dispatchers,
mechanics, etc. in their given area of operation;
 no member with more than 5 individually-owned units;
 a minimum of 50 members at least 15 of whom shall be drivers;
 at least 30% of drivers and allied workers on the Board of Directors;
 at least 25 units ready for operation; and
 a total paid-up capital of PhP10,000.
Where necessary, the MTH Board conducts public hearings to resolve any issues
prior to granting a franchise.
MTOPs are issued for a period of 3 years, and are renewable for a further 3 years.
As with other modes of public transport, vehicles must be registered with the LTO
and drivers must be in possession of a professional driver’s licence specifically
related to the type of vehicle driven.
3.4.3

Summary of public transport franchising issues
From the above discussion, the following initial issues relating to franchising of public
transport services in Davao City can be identified:
 franchise conditions that currently do not require the delivery of specific levels of
service;
 potentially, too many small public transport vehicles, and too many overlapping
routes;
 a centralised public transport planning and approval system that is outdated and
is no longer compatible with the needs of a highly urbanised city such as Davao;
 national public transport policies that are insufficiently flexible to allow Davao’s
public transport network to develop in line with city expansion;
 use of motorised tricycles-for-hire in areas to which they are no longer suited,
and where they should possibly be replaced by larger vehicle types;
 a potential lack of coordination between public transport franchising agencies,
and therefore between public transport modes that should be operating as part of
an integrated service network; and
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 fare structures that may need to be updated to ensure that fare revenues
adequately, and realistically, cover operating and investment costs.
These, and other related issues that may arise in subsequent analysis, will need to
be addressed in the Comprehensive Public Transport Strategy.
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Annex A: Barangays Most Likely to be Affected by Population Growth
District

Barangay
Code Name

BUHANGIN
4001
4002
4003
4005
4006
4007
4009
4010
4012

ACACIA
BUHANGIN
CABANTIAN
COMMUNAL
INDANGAN
MANDUG
SASA
TIGATTO
A. ANGLIONGTO

5001
5004
5006
5007

BUNAWAN
LASANG
MUDIANG
PANACAN

BUNAWAN

CALINAN
6002 CALINAN
6013 RIVERSIDE
TALOMO
9002
9003
9005
9006
9007
9008
9009
9010
9013
9014

BAGO GALLERA
BALIOK
CATALUNAN GRANDE
CATALUNAN PEQUEÑO
DUMOY
LANGUB
MA-A
MAGTUOD
MATINA PANGI
TALOMO

TORIL
10003
10005
10008
10013
10017
10018
10020
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BANKAS HEIGHTS
BATO
BINUGAO
EDEN
MARAPANGI
MULIG
SIRAWAN
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Barangay
Code Name

TUGBOK
11001
11007
11008
11013
11017
11018

April 2013

ANGALAN
LOS AMIGOS
MANAMBULAN
STO. NIÑO
TUGBOK
ULA
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Annex B: Davao City Comprehensive Transport and Traffic Code
Article

Section(s)

I

Relevant to Public
Transport

General Provisions
1

Title of the Ordinance

2

Scope and application

3

Declaration of policy

4

Exemptions for emergency vehicles

II

Definitions
5

III

Definition of Terms
Erection and Operation of Official
Traffic Control Items and Signages

6

Erection and interference with traffic
control items

7

Limits of operation of signs

8

All traffic control signs or items to be
operative

9

Display of dazzling lights

IV

Obedience of Official Traffic Control
Signals, Signs and Road Markings
10

Obedience to official traffic control
signal

11

Obedience to official traffic signs

12

Obedience to official traffic road or
pavement markings

13

Obedience to official traffic signals and
instructions

V

April 2013

Title

General Driving Rules
14

Keeping as far right as practicable

15

Overtaking

16

Use of center and left lanes of three
lane thoroughfare

17

Passing vehicles

18

Giving way to overtaking vehicles

19

Drivers not to obstruct traffic

20

Driving in lanes on thoroughfare

21

Driving through roundabouts or
rotundas
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Article

Section(s)

Keeping right of double yellow lines

23

Driving in bicycle lanes

Cannot be shared
with motor vehicles

24

Driving in reserved lanes

e.g. bus lanes

25

Driving over a yellow box
Giving Way

26

Giving way at intersection

27

Giving way during turns

28

Movement to or from parked vehicles

29

Approach of emergency vehicles

30

Entering or leaving a road

31

Roundabouts or rotundas

VII

Speed Restriction
32

Speed limits

33

Speed limit on subdivision road
converted to City Street

34

Speed contest

35

Designation of one-way streets

36

Operating rule

IX

Turning, Reversing and Stopping
37

Right turns

38

Left turns

39

Turn and stop signals

40

Use of signalling devices

41

U-turns

42

Procedure at channelized intersection

X

April 2013

Relevant to Public
Transport

22

VI

VIII

Title

Review of Urban
& Transport Plans

Stopping and Parking of Vehicles
43

Vehicles not to be in certain areas

44

Prohibited parking or waiting places

45

Parking during certain hours prohibited

46

Parking for certain purposes prohibited

47

Special stops

48

Method of parking vehicles

49

Parking near grade of crest or curve
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Article

Section(s)
50

Parking on parade routes and on any
special occasion

51

Loading zones

52

Officers authorized to remove illegally
stopped vehicles

53

Removal of vehicles

54

Authority to dispose of unclaimed
vehicles

XI

23
24

Title

Review of Urban
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Relevant to Public
Transport

e.g. designated ‘PUJ
Loading and
Unloading Zone’; or
30 meters from a
traffic signal
intersection

Parking Zones and Facilities
55

Designation of Public Pay Parking
Zones

56

Off-street parking, transport terminal
and other facilities

Terminals subject to
approval of SP23
upon
recommendation of
CTTMO/B24, and
regulated by same;
pedestrian facilities
operated and
maintained by city
government thru
CTTMO

57

Private garage for vehicles-for-hire

Needs permit from
CTTMO; no loading
or unloading of
passengers

58

Provision of private parking area

59

Pay parking charges and signs

60

Allocation of parking fees collected

61

Overnight parking

62

Enforcement of overnight parking

63

Violations on public pay-parking areas

SP: Sangguniang Panlungsod (City Council)
CTTMO/B: City Transport and Traffic Management Office, and its Board

April 2013
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Article

Section(s)

XII

Relevant to Public
Transport

Careless and Dangerous Driving
Under the Influence of Liquor
64

Careless driving

65

Reckless and dangerous driving

66

Driving a motor vehicle while under the
influence of liquor or incapacitating
drug

XIII

Accidents
67

Accidents involving death or personal
injuries or damage to a vehicle

68

Duty to give information and render aid

69

Duty upon striking unattended vehicle

70

Duty upon striking fixtures on a
highway

71

Report of accidents

72

Accident Reports

73

Motor vehicle repair shop to report

74

Accident reports confidential

75

When driver unable to report

76

Responsibility to tabulate and analyse
accident reports

77

Copies of reports to be furnished the
Office of the City Mayor

XIV

April 2013

Title

Review of Urban
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Operation of Animal-Drawn
Carriages and Bicycles
78

Effect of regulations

79

License required

80

Registration

81

Attachment of license plate

82

Lighting, warning sign

83

Operating a bicycle and animal-drawn
carriage on public roads

84

Penalties

85

Bicycle lane

86

Traffic laws applicable to operating an
animal-drawn carriage or persons
riding bicycles
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Article

Section(s)

XV

26

Relevant to Public
Transport

Operation of Motorized Tricycle-forHire
87

Effect of regulations

88

Classification of motorized tricycle-forhire

Yes (transport of
passengers)

89

Franchising and regulatory unit

MTH Franchising
and Regulatory Unit
under the CCTMO

90

Motorized tricycle-for-hire registration
and licensing

LTO registration of
vehicle, plus LTOissued driver’s
license

91

Disposition of monies collected

Part to TMTF25

92

Operating conditions of motorized
tricycle-for hire

Approved prototype
sidecar/centrecar
designed and
recommended by
CTTMO; MTH not
allowed on national
roads and highways;
terminals and routes
assigned and
approved by CTTMO

93

Responsibilities of MTH owner/operator

Yes

94

Responsibilities of MTH driver

Yes

95

Administrative sanctions

Yes

96

Administrative fines

Yes

97

Transitory provisions

Yes

XVI

25

Title

Review of Urban
& Transport Plans

Yes

Operation of Pedal-Operated
Tricycles
98

Effect of regulations

Yes

99

Classification of pedal-operated
tricycles

Yes (transport of
passengers)

100

Registration and licensing

Registered with
FRD26 of CTTMO

101

Attachment of license plate

Yes

102

Lighting, warning signs

Yes

TMTF: Traffic Management Trust Fund (see Section 199)
FRD: Franchising and Regulatory Division

April 2013
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Article

Section(s)

Relevant to Public
Transport

103

Restrictions

Cab and/or body
prototype designed
and recommended
by CTTMO; not on
national roads and
highways

104

Regulatory office and its function

e.g. CTTMO to
establish routes

105

Violations and penalties

Yes

106

Traffic laws applicable to pedaloperated tricycles or trisikad

Yes

XVII

Registration of Non-Motorized Boat
Using the City of Davao as Port of
Call
107

Effect of regulation

108

Scope

109

Purpose and Objectives

110

Definition

111

Registration procedure

112

Fines and penalties

113

Qualified to fish in the municipal waters
of Davao City

114

Priority in the registration of nonmotorized fishing boats

115

Implementing agency

116

Monitoring of registered non-motorized
fishing boat

117

Reportorial scheme

118

Registration of non-motorized vessel

XVIII

April 2013

Title

Review of Urban
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Lighting, Warning Signs, Equipment,
Etc.
119

Lights on moving motor vehicles

120

Dimming of headlights

121

Lights on stationary motor vehicles

122

Portable warning signs for disabled
vehicles

123

Lights and other equipment on bicycles

124

Lights on animal drawn vehicles
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Article

Section(s)
125

Lights on towed vehicles

126

Flashing warning lights

127

Spot lamps

128

Mufflers and noise controlling devices

129

Windshields to be unobstructed and
equipped with wipers

XIX

Relevant to Public
Transport

Seatbelt
130

Effect of regulations

131

Mandatory use of seat belts

132

Type of seat belt devices required

133

Children to sit in front seat

134

Provision for seat belt

135

Penalties and fines

136

Reservation of front seats for persons
with disability

XX

April 2013

Title

Review of Urban
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Driver and front seat
passengers
Infants and under 7
years prohibited

Yes

Weight, Size, Load
137

Gross weight, axle and wheel loads

138

Projecting loads for passenger vehicles

139

Loads to be properly secured

140

Traffic officers may weigh vehicles and
require removal of excess loads

141

Excessive width, height of vehicles
restricted

142

Restricting the use over bridges

143

Permit to move equipment and/or load
of excessive weight, width or height

144

Regulation as to movement of loads of
excessive width on city streets

145

Passing of vehicles over five (5) tons
on subdivision road already converted
to City road

146

Public transport utility vehicle with less
than eighteen (18) passengers passing
secondary streets

Yes

Subject to existing
certificates of public
convenience issued
by LTFRB
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Article

Section(s)
147

XXI

Relevant to Public
Transport

Movements of trailers, trucks or any
approved transportation medium linked
to a container van
Truck Ban and Public Transport
Routes

148

Truck routes and limited truck ban

149

Vehicles exempt from limited truck ban

150

Payment of fine

151

Regulating the operation of PUBs and
PUJs

Applications to
LTFRB subject to
preliminary
evaluation and
recommendation of
CTTMO,
consideration of
CTTMB and
approval of SP

152

Routes of public utility buses and
jeepneys

CTTMO to be
furnished with
approved routes
prior to this Code

153

Motorized tricycles-for-hire and trisikad

Not permitted along
national roads with
heavy traffic or along
public utility bus or
jeepney routes

XXII

Pedestrian Rights and Duties
154

Pedestrian crossing

155

Duties of pedestrians

156

Restrictions on pedestrians

157

Pedestrians on thoroughfares

158

Penalties

XXIII

April 2013

Title
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Not to wait on any
portion of the
thoroughfare

Use of Some Technologies for the
Operation of No-Physical Contact
Apprehension
159

Installation and use of video camera

160

Use of speed camera/guns to
apprehend over speeding motor
vehicles
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Article

Section(s)
161

Use of video/digital camera to
apprehend violators

162

Authorised personnel to use digital
camera

XXIV

April 2013

Title
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Relevant to Public
Transport

Miscellaneous Provisions
163

Official PUV driver identification card

Issued by CCTMO

164

Obstruction to driver’s view or driving
mechanism

165

Following emergency vehicles

166

Putting glass, etc. on City road or
highway

167

Tracking mud unto City road or
highway

168

Driving through funeral or other
processions

169

Restricting animals and livestock on
City road and highway

170

Operation of public utility jeepneys

Driver and conductor
attire, etc.; diverting
and trip cutting
prohibited

171

Fabrication/manufacturing of locallydesigned/built public utility vehicle

Shop or enterprise to
register with CTTMO

172

Operation of motorcycles, etc.

173

Improvised mud-guard

174

Production of driver’s license to traffic
enforcement officer

175

Conduct of student practice driving by
driving schools

176

Operation of student carpool transport
service

177

Regulating the construction of
driveway, carwash services and motor
vehicle repair shop

178

Production of vehicle registration
documents to traffic enforcement officer

179

Opening doors and alighting from
vehicle
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Article

Section(s)
180

Opening doors and alighting from
public utility bus and passenger van

181

Use of horns, etc.

182

Modification of muffler on motorcycle
subject to the provisions of Article XV
of this code

183

Obstructing roads

184

Diggings and excavations on existing
roads

185

Provision of water and air facilities in
fuel refilling station

186

Access restriction on some roads

187

Requirement of transport/traffic impact
assessment

188

Prohibition on production of road signs

189

Motorcycle dealer, distributor, etc.

190

Information, education campaign

191

Mandatory review every three years

XXV
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Relevant to Public
Transport
Door not to be left
open for purposes of
soliciting passengers
or allow alighting
onto a thoroughfare

Major developments
to submit to CTTMO
for evaluation and
recommendation of
approval to the
CTTMB, as
preliminary
requirement for
Building Permit;
prepared, signed and
sealed by certified
transportation
engineer or planner

Penalties and Procedure
192

Procedures in the issuance of City
Traffic Citation tickets to violators of
this Code

193

Failure to obey summons

194

Summons on illegally parked vehicles

195

Failure to comply with summons
attached to parked vehicle

196

When complaint be issued
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Article

Section(s)
197

Violations and/or offenses under former
ordinance saved

198

Penalty

199

Creation of Traffic Management Trust
Fund

XXVI

Relevant to Public
Transport

Traffic Administration
200

Transportation and traffic
administration

Yes

201

Creation of City Transport and Traffic
Management Board (CTTMB)

Yes

202

Composition of the City Transport and
Traffic Management Board

Yes

203

Meetings and Quorums

204

Honorarium and fund source

205

Creation of City Transport and Traffic
Management Office (CTTMO)

206

Qualification of the Department Head,
Assistant Department Head and
Division Heads

207

Staffing

208

Uniform of City Traffic Enforcement
Officers

XXVII

Yes; six Divisions

Transitory Provision
209

Formulation of Implementing Rules and
Regulations

210

Creation of the City Transport and
Traffic Management Office

XXVIII

April 2013
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Yes

Final Provision
211

Repealing clause

212

Separability clause

213

Effectivity
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Republic of the Philippines
Department of Transportation and Communication
LAND TRANSPORTATION FRANCHISING AND REGULATORY BOARD
East Avenue, Quezon City

MEMORANDUM CIRCULAR
NUMBER 2011- 004
Subject: 2011 REVISED TERMS AND CONDITIONS OF CPC
AND PROVIDING PENALTIES FOR VIOLATIONS
THEREOF
For proper observance of all holders of Certificates of Public
Convenience to Operate Public Land Transportation Services, and their
drivers to obey, follow and observe orders, rules and regulations of the
Land Transportation Franchising and Regulatory Board, which by
express terms, are incorporated into and form an integral part of every
Certificate of Public Convenience granted to every public utility engaged
in operating land transportation services, and in responsive to the
public demand for effective enforcement and strict observance of
franchise related matters by the Board, the following enumerated
comprehensive terms and conditions shall now form part of every
decision/CPC to be issued by this Board:
1.

The PUV operator shall ensure that the commuting public has
adequate, safe, convenient, environment-friendly and
dependable public land transportation services at reasonable
rates through the strict implementation of land-based
transportation policies, programs, and projects responsive to
an investment-led and demand- driven industry, and in
adherence to the provisions of the Clean Air Act and other
related environmental laws.

2.

The PUV operator shall prohibit smoking or the act of
carrying a lighted cigarette or other tobacco products within
the terminal/garage or inside all PUVs and shall cause the
prominent display of the “No Smoking” signs within the
premises of the terminal/garage and inside all PUVs.

3.

The PUV operator shall not resort to cessation of service as a
sign or demonstration of protest against any government

2011 REVISED TERMS AND CONDITIONS OF CPC
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decision or action under pain of suspension or cancellation
of the authority to operate granted by the Board nor shall the
PUV operator tolerate, allow or authorized personnel to join
others committing acts prejudicial to the riding public,
including, but not limited to, paralyzing transport services by
intimidation, coercion or violence.
4.

The PUV operator shall give his/her/its customers or users,
all information and assistance pertaining to his services in
order that they may secure proper, efficient and economical
service.

5.

It shall be unlawful for any PUV operator to give undue
preferences or make unjust discrimination in his/her/its
service.

6.

Except for PUJs, the PUV operator shall adopt a commercial,
trade or business name duly issued by any authorized
government agency subject to the approval of the Board.

7.

Should the PUV operator decide to adopt its own trade/
company design, color scheme or combination of colors
distinct from what is required by the Board such as in case of
(but not limited to) unit markings, uniforms and the like, the
same should be subject to prior approval of the Board.

8.

The installation of transit advertising materials and other
types of markings on public utility vehicles shall be subject
to the prior approval of the Board.

9.

It shall be unlawful for any PUV operator to cause, allow or in
any other manner help or consent to registration in his/her/its
name, fictitiously, surreptitiously or otherwise any equipment
belonging to other person and/or to cause allow or in any
other manner help or consent to the operation of the same or
of any other equipment, under his/her/its Certificate of Public
Convenience.
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10.

The PUV operator shall charge the passenger and freight
rates as authorized by the Board. In no case shall fares lower
or higher than those authorized be charged without previous
authority from the Board. The PUV operator shall post a
copy of the Fare Matrix in a conspicuous place at his/her/its
office, terminal or waiting stations, and in the interior of each
motor vehicle which is in actual service.

11.

Children less than 1 meter in height shall be transported free
of charge and those from 1 to 1.30 meters in height shall pay
half fare. PUV operators shall provide in an adequate place
in their motor vehicles the necessary markings for verifying
the heights of the children passengers who are entitled to
free or half fare.

12.

The PUV operators shall grant fare discounts as prescribed
by law, policies, rules and regulations to Senior Citizens and
Persons with Disability.

13.

The PUV operator shall grant fare discounts to Students
during school days and shall cover only those currently
enrolled in Pre-school, Elementary, Secondary and Collegiate
Schools, including academic, vocational or technical schools
duly recognized by the Government, EXCEPT: those of
dancing and driving schools, short term courses of seminar
type, and Post-graduate studies (those taking up medicine,
law, masteral, doctoral degrees and the like).

14.

The PUV operator shall not deprive passengers granted fare
privileges and discounted fares with appropriate seats.

15.

The PUV operator shall display the International Symbol of
Accessibility in their units and shall designate seats in all
their units specifically for the use of Persons with Disabilities
as follows:
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For PUBs


Regular buses shall have at least five (5) designated
seats for PWDs near entrance doors.



Air-conditioned buses shall have at least four (4)
designated seats for PWDs near entrance doors.



For regular and air-conditioned city buses, other
passengers may use those designated seats if not
occupied but shall yield them to incoming PWDs
whenever the occasion arises.



For provincial buses, other passengers may use those
designated seats if no PWDs shall occupy these seats at
the start of the trip.



Owners or operators of PUBs operating in highly
urbanized cities shall install in their units audio-visual
aids such as buzzers, bells, flashing lights to inform the
driver of any alighting passenger.

For PUJs


Owners of PUJs shall provide at least two (2) seats, at the
convenience of the PWD, for the use of PWDs in their
units.



Other passenger may use those designated seats if not
occupied but shall yield them to incoming PWDs
whenever the occasion arises.

For Bus Terminals and Stations


Widen doors/access to comport rooms to be able to allow
the entry of wheelchairs

2011 REVISED TERMS AND CONDITIONS OF CPC
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Provide ramps for easy access by wheelchairs to the
waiting lounges; and



Mark a bench or space for the use of PWDs in waiting
lounges. This may be used by others if there are no
PWDs using it.

It shall be considered discrimination for PUV operators and
their drivers/personnel to charge higher fare or to refuse to
convey a PWD, his orthopedic devices, personal effects, and
merchandise by reason of his disability.
16.

The PUV operator shall operate the unit/s authorized and
registered pursuant to the authority granted only on the route
authorized in the Certificate of Public Conveyance unless
otherwise authorized by the board.

17.

The PUV operator shall not allow any motor vehicle belonging
to others to be registered and/or operated under the
certificate of public convenience granted.

18.

The PUV operator shall not allow any illegal transfer of motor
vehicle plates/s or illegally reproduce the same (known as
“kambal plaka”) for the use by unauthorized motor vehicle
units.

19.

The PUV operator shall not allow the illegal use or transfer of
chassis or engine motor (known as “pukpok chassis”) for the
used of unauthorized PUVs.

20.

No PUV operator shall accept or carry in his/her/its motor
vehicle passengers in excess of the capacity fixed by the
Board.

21.

Every Passenger is entitled to a free carriage of 10 kilograms
of baggage and shall pay the corresponding freightage for
excess weight.
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22.

When the PUV operator’s unit/s carry both passengers and
freight shall be placed in a separate compartment, except
packages or bundles the size of which will allow placement
under the seats without causing inconvenience to, and
compromising the safety of the other passengers.

23.

In case freight is carried on top of Public Utility Busses, it
shall not exceed 20 kilos per square meter of roof area,
distributed so that it will not endanger the lives of
passengers or stability of the bus unit.

24.

The PUV operator shall not load animals of any kind, except
fowls. In the carriage of such fowls and other animals, the
convenience, comport and safety of the passengers shall not
in any way be sacrificed. Any cargo which emit foul odor
shall be covered with canvass or any other suitable material
so that it will not be offensive to passengers.

25.

The PUV operator shall not transport cadavers or corpses in
his/her/its motor vehicle unless it carries no other passenger,
except relatives of the deceased.
For the purpose of loading and/or unloading freight or
passengers, motor vehicles should be drawn to the curb or to
any designated loading and unloading areas.

26.

27.

All PUB and Taxi operators shall issue tickets/receipts to
passengers in accordance with the requirements of the
Bureau of Internal Revenue (BIR) for this purpose. In issuing
the said tickets/receipts, the exact amount of fare collected,
point of embarkation and destination shall be clearly
indicated.

28.

All taxi meters with receipts shall be presented to the Board
twice a year for testing and sealing as provided by existing
policies and on such dates or instances as may be
prescribed by the Board.

2011 REVISED TERMS AND CONDITIONS OF CPC

Page 6 of 13

Republic of the Philippines
Department of Transportation and Communication
LAND TRANSPORTATION FRANCHISING AND REGULATORY BOARD
East Avenue, Quezon City

29.

The PUV operator shall employ drivers, conductors,
inspectors and other personnel who are courteous and of
good moral character. In no case shall the PUV operator
employ any person who has been convicted by a competent
court of homicide and/or serious physical injuries, theft,
estafa, robbery and crimes against chastity, unless with prior
written approval by the Board.

30.

PUV operators are prohibited from employing drivers who do
not have a valid professional driver’s license and appropriate
restriction code.

31.

The PUV operator and their drivers shall attend
trainings/seminars on transport management, road safety,
and good driving habits to be conducted/accredited by the
Board.

32.

Before accepting or hiring drivers and conductors, the PUV
operator shall subject them to orientation and rigid
examinations pursuant to existing laws, policies, rules and
regulations. In the course of employment, the PUV operator
shall, at his/her/its own expense, mandatorily conduct or
cause the conduct of training and/or seminars of his/her/its
drivers, conductors/ress, inspectors and other concerned
personnel.

33.

Each PUV operator shall provide the required uniform for
his/her/its drivers, conductors and inspectors when on duty.
The color of the uniform (polo shirt or t-shirt with collar) shall
be as follows:
i.
ii.
iii.
iv.
v.
vi.
vii.
viii.

For PUJ Service
For PUB Service
For Taxi Service
For UV Express
For Trucks for Hire
For Tourist Transport Service
For School Service
For Shuttle Service

2011 REVISED TERMS AND CONDITIONS OF CPC
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Except for PUJs, the polo uniform should bear the name of
the driver, conductor or inspector and logo of the company/
business name (if applicable).
Each driver, conductor, inspector shall wear long pants (any
color) and shoes. Slippers/sandals shall not be allowed.
Each driver, conductor, inspector shall also be issued a
company ID which shall bear the company’s name, address,
name of driver/conductor/inspector and photograph, and
must be conspicuously displayed or worn during each trip.
Any deviation from the above requirements such as
company/ association/cooperative-issued uniform should be
subject to prior approval by the Board.
34.

The PUV operator shall submit to the Board on or before
May 15th of every year an Annual Report in the form
prescribed by the Board. The PUV operator shall also submit
with the Annual Report a Certification from the Social
Security System that all contributions for the employees have
been paid.
PUV operators engaged in one or more than one
class/denomination of public service shall file a separate
Annual Report for each.

35.

The PUV operator shall pay to the Board on or before
September 30th of every year supervision and regulation fees
computed at the rate applicable to the authorized service and
shall submit to the Board a list of authorized unit/s registered
for the current year for which the said fees are paid.

36.

The PUV operator shall seek confirmation of his/her/its
franchise with the Board prior to registration of the
authorized unit/s with the Land Transportation Office. Failure
to confirm for two (2) consecutive years shall result in the
cancellation of franchise.
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37.

The PUV operator shall comply with the provisions of the
Social Security Act, Labor and Social Legislation, Taxation
Law and all other laws, rules and regulations pertaining to
the operation of public land transportation services.

38.

Each PUV operator shall inscribe on both sides of each of
his/her/its public utility vehicle, in letters legible at a distance,
his full name and below it the word “operator”, address,
passenger seating capacity (including driver and/or
conductor), authorized route, case number, and plate
number.
In case of Trucks-for-Hire, aside from those
enumerated, the freight capacity in tonnage should be
indicated. If a commercial or business name has been
adopted by the PUV operator, the same should be inscribed
legibly in conspicuous places on both sides of his/her/its
public utility vehicle above the other inscriptions mentioned
herein.

39.

Each public utility vehicle, when not actually offered for
public service while operating on highways, shall display on
its front, a signboard of suitable size on which shall be
written in letters legible at a short distance the inscription:
“NOT AVAILABLE”.

40.

Each taxicab shall be provided with signs “ON CALL” and
“GARAGE” which shall be displayed near the taxi meter or at
the windshield when taxicab driver is on his way to pick-up a
passenger pursuant to a call made by the passenger at the
operator’s garage or when the taxicab driver is on its way
back to the operator’s garage. Said signs must be legible at
a distance of at least thirty (30) meters.

41.

Public utility vehicles (when applicable) shall carry on its
front above the windshield a signboard/panel route of
suitable size, legible at a distance, on which shall be written
the route of the particular trip being undertaken in
accordance with the corresponding Certificate of Public
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Convenience. Said signboard/panel route must be lighted
when the motor vehicle is operated after dark.
42.

Public utility vehicles shall be provided with sign “FULL”
which should be displayed when the vehicle is carrying its
maximum capacity. In vehicles of the closed typed, said sign
shall be placed in a conspicuous part of the entrance and on
the left side of the windshield.

43.

The PUV operator shall strictly prohibit the exhibition of
pornographic video tapes and/or violent films, which include
nudity, explicit violence and extremely offensive and profane
language in all of the authorized units.

44.

The PUV operator shall keep a record, in chronological order,
of all accidents that may occur in connection with the
operation of PUVs, including the nature, causes,
consequences and measures undertaken to avoid recurrence
(including financial assistance or help to accident victim/s).
A detailed report should be submitted to the Board on or
before the 10th day of the following month. Failure to do so
shall be subject to the penalties as may be imposed by the
Board on the erring PUV operator.

45.

Accidents which result in the death or physical injuries, shall
be reported to the Board within seventy-two (72) hours from
their occurrence. Failure to do so shall be subject to the
penalties as may be imposed by the Board on the erring PUV
operator.

46.

In case of accidents resulting in death or physical injuries,
the Board may, prior to the hearing, suspend for a period not
exceeding thirty (30) days any certificate of public
convenience or the exercise of any right or authority issued
or granted, whenever it is necessary to avoid further injuries
or damages which may result in the continued operation of
the business.
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i.

If there is willful or contumacious refusal of the PUV
operator to comply with the Preventive Suspension
Order, the Board shall suspend ALL the certificates of
public convenience or the exercise of any right or
authority issued or granted to the PUV operator.

ii.

All the authorized units under the suspended franchise
shall be brought to the Board or to any of its duly
accredited
agency/office
for
inspection
on
roadworthiness. The PUV operator and all his/her/its
drivers/conductors are mandated to undergo Road
Safety seminars conducted by the Board or its duly
accredited/recognized training center at the expense of
the PUV operator.

47.

All PUV operators, drivers and/or conductors shall render
immediate assistance to the victims/s of accidents by
bringing them to the nearest hospital for medical assistance,
or immediate report the accident to the nearest police station
for investigation. Failure to do so shall be deemed “Hit and
Run” accident and shall cause the suspension for a period of
thirty (30) days of all authorized units under the franchise
number where the involved motor vehicle is included.

48.

All PUV operators shall comply with all existing
Memorandum Circulars, Resolutions and other Orders issued
by the Board and those which may subsequently be issued.

PENALTIES
Except for Paragraphs 14, 17 and 18 violations of the terms and
conditions herein set forth shall be penalized as follows:
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1st Offense

fine of P2, 000.00

2nd Offense

fine of P3, 000.00 with suspension of
CPC and (60) Days of confiscation of
“for hire” plates/s

3rd Offense

fine of P5, 000.00 and cancellation of
CPC

For paragraph 14, violations thereof shall be penalized as follows (in
accordance with BP344 and RA7277, as amended):
1st Offense

fine of P50, 000.00

2nd and subsequent
Offenses
fine of P100, 000.00
For paragraph 17 and 18, violations thereof shall be penalized as
follows:
1st Offense

Suspension of CPC where unit involved
is included for a period of six (6) months

2nd Offense

Cancellation of CPC where unit involved
is Included

3rd Offense

Cancellation of all CPCs granted to the
PUV
Operator
and
perpetual
disqualification to be a grantee of CPC
for any mode of transport issued by the
Board

This Memorandum Circular supersedes and all issuances inconsistent
herewith, and shall take effect fifteen (15) days following its publication
in a newspaper of general circulation and filing of three (3) copies hereof
with the UP Law Center pursuant to Presidential Memorandum Circular
No. 11 dated 9 October 1992.
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Introduction
A previous report entitled ‘Review of Urban and Transport Plans’, issued by this
project in April 2013, has begun to set out the background and context of the need for
public transport reform in Davao City. This report examined:
 the existing and ongoing policies, plans and programs related to urban
development, and urban transport in general; and
 the institutional, legal and regulatory arrangements relating to urban planning,
transport planning, transport and traffic management, and the provision of public
transport services.
It concluded that, despite best efforts by local officials and other stakeholders, there
are still significant gaps in urban transport policy, and its implementation in terms of
plans, procedures, programs and projects. These gaps need to be filled urgently, if
public transport reform is to become a practical reality in Davao City.
It also set out some of the institutional issues that need to be addressed to support
the public transport reform agenda, including improved planning and regulation of
public transport services, the establishment of a single city agency dealing with all
transport and traffic matters, and development of the capability of related city officials
to undertake the tasks involved.
This second report continues this theme by focusing on three further aspects of
public transport provision, namely:
 the nature and extent of current public operations in the city, in terms of vehicle
types and route coverage;
 the current provision and condition of supporting infrastructure and passenger
facilities; and
 the extent to which transport providers’ organisational and financial management
capabilities might need to be improved to support a public transport reform
program.
To inform this discussion, various analyses have been undertaken using the CPDO’s
GIS database, and two major surveys have been carried out – one covering the
public transport operations themselves and the other covering the financial and
management practices of transport providers. The results of these surveys are
discussed at an appropriate point in the report.
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2

Public Transport Operations

2.1

General
The public transport operations referred to in this section of the report cover all those
that were franchised to operate on 31st December 2012. They are described in terms
of the number and types of vehicles used, the types of service provided, and the
route structures and network coverage. Information is also provided about the
number of public transport passengers carried on different parts of the network, and
about the variability of journey times along a selection of routes.

2.2
Public Transport Modes and Vehicle Types
2.2.1 City transport
Public transport services within the city are provided predominantly by:
 utility vehicles (e.g. jeepneys, Filcabs/multicabs), running on fixed routes with no
fixed frequencies or service times, and no fixed stopping places;
 air-conditioned ‘jeepneys’ (L-300 vans), operating longer-distance services
between the city centre and urban sub-centres elsewhere in the city, on routes
where there are potentially longer distances between stops (e.g. Roxas Avenue
to Calinan);
 motorised tricycles operating on fixed routes, in various parts of the city;
 air-conditioned (and metered) taxis, for individual journeys between two points;
and
 non-motorised tricycles, plying in some local areas, without fixed routes.

Traditional jeepney

Filcab/multicab
June 2013

More modern jeepney

L-300 van (aircon)
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Jeepneys are either the long-wheel-based traditional vehicles, with longitudinal bench
seats for up to 18 passengers1, or a slightly more modern design with similar
characteristics; Filcabs (or multi-cabs) are smaller vehicles with up to 12 seats,
arranged in a similar manner. All of these are rear-loading and are not usually airconditioned.

Motorised tricycle (sidecar)

Motorised tricycle (centre cab)

The motorised tricycles are of two basic designs: a motorcycle with sidecar (3 wheels
in all) or a motorcycle fitted with a centre cab at the rear supported by two wheels (4
wheels in all). The ‘sidecar’ type can carry 3-4 passengers, usually on transverse
seating, but the ‘centre-cab’ type regularly carry up to 8 passengers, on longitudinal
seating.
The safety features of all of these vehicles, especially those with open sides, leave
much to be desired, although there appear to be few reported accidents.
Nevertheless, if a serious accident did occur, passengers would have very little
protection.
For jeepneys and L-300 vans the fuel type is generally diesel, while the Filcabs
(multi-cabs) are generally powered by petrol (gas) engines. Motorised tricycles have
two-stroke petrol engines, which are noticeably polluting in areas where they
congregate in significant numbers (e.g. Toril and Calinan).
2.2.2

Regional transport
Transport between Davao and destinations outside the city is provided by:
 air-conditioned vans, operating an express service (UV Express); and
 long-distance bus services.

Air-conditioned van (UV Express)
1

Regional bus

These capacities are often exceeded at peak times, to the detriment of passenger
comfort.

June 2013
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In addition, a number of jeepney services are known to operate from parts of the city
to the immediate surrounding areas, and taxis are allowed to ply between the city and
any other location in Region XI.
2.2.3

Number of vehicles
Examination of the records made available by the Davao Region XI office of the
LTFRB and the City’s Motorised Tricycle-for-Hire (MTH) Franchising Board indicates
that there are currently around 15,115 public transport vehicles franchised to operate
in the city. Of these some 13,985 are allocated to services within the city itself and
1,130 are allocated to regional routes2. Further details are given in Table 1.
Table 1: Public Transport Vehicles Franchised to Operate in Davao City
Vehicle Type

Number of Franchises

Number of Vehicles
Franchised

10,839

13,985

- Jeepney/Filcab

6,724

7,278

- Taxi

1,010

3,602

- Motorised Tricycles3

3,105

3,105

594

1,130

- Bus

188

664

- Aircon van

416

466

11,443

15,115

- City

- Regional

Total

Of the 7,278 jeepneys or Filcabs franchised to operate within the city, 4,302 (or 59%)
were classified as jeepneys and 2,976 (or 41%) as Filcabs. Of the jeepneys, only
146 were air-conditioned.
Of the regional buses, 475 are classified as ‘regular’ and 189 are classified as
‘aircon’.

2

Records held by DCOTT indicate that the number of regional buses operating within
the city is probably somewhat higher than the number stated, because some
vehicles are registered elsewhere.
3
The number of motorised tricycles actually operating within the city is thought to be
larger than this, because of the presence of a significant number of unfranchised
(‘colorum’) vehicles, which are progressively being brought into the franchising
scheme.
June 2013
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A further 429 vehicles are franchised to carry passengers within the city (with 356
separate franchises), but these are largely used for school transport or providing
tourist services.
The records relating to the tricycle franchises indicate that they are organised in 4
districts or areas, as set out in Table 2.
Table 2: Organisation of Tricycle Franchises
District/Area

No. of Routes (inactive)

No. of Units

District 1

38 (4)

1,276

District 2

45 (8)

899

District 3 – Toril

9

713

District 4 – Calinan

13

217

95 (12)

3,105

Total

Source: Davao City Franchising Regulatory Board (as at 28 February 2013)
Further details of the arrangements and procedures relating to franchising of public
transport vehicles in the city have been provided in a previous report (Review of
Urban and Transport Plans, April 2013), where it was noted that the relatively large
number of vehicles in operation is difficult to regulate and manage, and itself is often
the cause of traffic congestion.
2.3

Route Structures and Network Coverage4
Within the city, the 7,278 jeepneys and Filcabs are deployed along 131 routes
(according to the records of the LTFRB, as at 31st December 2012). The network
coverage of these routes is illustrated in Figure 1.
However, further analysis if the LTFRB data indicates that 51 (or 39%) of the routes
are operated with less than 15 vehicles – the minimum number considered necessary
by DOTC to provide a viable level of service – whereas 21 (or 16%) of the routes are
operated with more than 100 vehicles5. Of the routes operated by a small number of
vehicles, many are operating between specific sub-divisions and the CBD. Full
details of the LTFRB database used are given in Annex A.
The average number of vehicles per route is 54, overall, but this rises to 86 if the
smaller routes are excluded. When it is considered that the number of franchises

4

5

The analyses presented in this section are based on the premise that all public
transport routes are operated in accordance with their respective franchises.
However, there is ample evidence to suggest that the practice of ‘route-cutting’
(turning short before the end of a route), and diverting from authorised routes, is
widespread. This may distort the findings to a certain extent.
The smallest number of units assigned to any route is 1 (at least 8 routes) and the
largest number is 431 (Sasa via J.P.Laurel Avenue)

June 2013
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(6,724) is almost as high as the number of units (7,278), and franchises place no
obligations on operators to provide a given level of service, the result is a highly
fragmented transport industry which cannot be guaranteed to provide a reliable
service to the travelling public.
Figure 1: Location of Public Transport (Jeepney and Filcab) Routes

Bunawan

Calinan

Toril
High growth area

Source: Project Team analysis
The previous report on sustainable urban transport in Davao City (SUTraD, 2011)
attempted to summarise this route structure by combining routes into a number of
corridors (or ‘clusters’) for analytical purposes. The present project has undertaken a
similar analysis based on the latest data and a slightly amended corridor structure.
The result is summarised in Table 3, and the structure of the resulting clusters is
illustrated in Figures 2a to 2d. There characteristics are described below:
June 2013
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 Cluster A: This consists of routes from the direction of Toril and Calinan, which
converge at Ulas. Some of these routes are authorised to operate from beyond
these two points, but investigations carried out by the project team indicate that,
in practice, many journeys are cut short at Toril and Calinan, with the result that
barangays further afield are often poorly served by public transport. East of
Ulas, the corridor is joined by services from Catalunan Grande, Matina Pangi,
Matina Aplaya and Ma-a, before dividing to crossing one of the two bridges
across the Davao river into the CBD. Services from Toril usually enter the CBD
over Bankerohan Bridge, and leave over Bolton Bridge, while services from
Calinan make the reverse circuit. There is also a significant number of vehicles
(and passengers) joining this corridor on the SM-Ecoland route, which plies
between Ecoland subdivision and the CBD, via DCOTT, Sandawa Street and
Bankerohan Bridge, returning via Bolton Bridge.
 Cluster B: These routes emanate from the direction of Bunawan, Tibungco,
Panacan and Sasa, and again provide services into the CBD. Some of the
routes pass through the Diversion Road (CP Garcia Highway), past the airport
access road, while others use JP Laurel Avenue and R Castillo Street. Many of
these routes operate inbound along one of these routes and outbound along
another. JP Laurel Avenue is the location of many of the cities shopping malls,
including SM Lanang, Abreeza and Victoria Mall.
 Cluster C: These routes mostly use Buhangin Road to connect the CBD with the
newer, northern suburbs of the city. North of the Buhangin underpass, the
routes divide to serve sub-divisions along the CP Garcia Highway, towards the
airport, as well as other sub-divisions along Cabantian Road and Mandug Road.
 Custer D: This consists of 18 routes circulating mainly within the city centre,
although two of the routes cross Bolton Bridge and return via Bankerohan Bridge
for part of their route. Many are one-way loops, sometimes complemented by
similar loops on the opposite direction.
The focus of many of the services in clusters A-C is CM Recto Avenue and Roxas
Avenue, while others make a wider circuit to serve other parts of the CBD. The
circulatory services also tend to pass through these streets over some part of their
route.

June 2013
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Table 3: Summary of Public Transport System Route Structure
Cluster

Routes

Franchises

Units

A1

Beyond Toril

21

400

415

A2

Toril

1

161

192

A3

Joining Toril to Ulas

11

315

337

A4

Beyond Calinan

11

226

241

A5

Calinan

1

169

216

A6

Joining Calinan to Mintal

4

90

103

A7

Mintal

1

120

125

A8

Joining Mintal to Ulas

4

41

41

A9

Joining Ulas to Matina

5

310

362

A10

Joining at Matina

5

502

574

A11

Joining from Ma-a

5

319

326

A12

Joining at SM City

1

226

240

Sub-Total Cluster A

70

2,879

3,172

B1

Beyond Bunawan

5

295

313

B2

Bunawan

2

128

135

B3

Tibungco

3

204

215

B4

Panacan

4

374

387

B5

Sasa

5

727

762

Sub-Total Cluster B

19

1,728

1,812

C1

Buhangin

9

594

632

C2

Mandug Road

8

141

177

C3

Cabantian Road

7

212

212

Sub-Total Cluster C

24

947

1,021

CBD Circulation

18

1,170

1,273

Grand total

131

6,724

7,278

D

June 2013
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Figure 2a: Route Cluster A

Calinan

Toril

Figure 2b: Route Cluster B

Bunawan

June 2013
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Figure 2c: Route Cluster C

Acacia

Cabantian

Figure 2d: Route Custer D
Buhangin

Insular

Matina

June 2013
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The overall picture is one of a large number of overlapping routes converging on the
city centre, with services progressively joining the three main corridors along the way.
In the city centre itself, this often leads to congestion caused by the public transport
vehicles themselves. This type of route pattern is thought to have developed
because of the ‘one ride’ expectation of many travellers (the concept that expects
journeys to be completed as far as possible without the need to interchange). In
practice, however, this leads to a number of inefficiencies that will need to be
addressed if Davao’s public transport is to be improved.
Other issues that have been noted in relation to the existing route structure include:
 many routes are just short extensions of other routes at their outer extremities,
leading to unnecessary duplication and complexity; and
 while the system of one-way loops around city centre streets may be convenient
for operators, it is likely to be very inconvenient for the majority of passengers.
During the development of a Comprehensive Public Transport Strategy for the city, it
will be necessary to rationalise and simplify these route structures, and to address
the other anomalies noted.
To further investigate network coverage, the project team has carried out a simple
‘accessibility’ analysis using information from the CPDO GIS database6. This
estimates the number of public transport vehicles (jeepneys and Filcabs) passing
through each barangay as a ratio of the barangay population, and thus attempts to
identify areas of the city that are not well served by the present public transport
system. The methodology used is subject to a number of potential difficulties, not
least its assumption that all authorised units operate over the full route assigned. It is
already known that many routes are not operated as authorised, with the result that
outlying barangays may be even less well served than has been estimated. In
addition, many barangays outside the CBD are so large that walking to the nearest
public transport route would be impractical. In such situations, other more localised
forms of transport are required to ensure that the apparent accessibility provided by
jeepney and Filcab routes can in fact be realised. At present, this need is often
satisfied by the motorised tricycles – or, where these are not available, illegal
motorcycle taxis (known as ‘habel-habel’). The later tend to be relatively expensive
for individual travellers, are dangerous when a number of people are carried at the
same time, and are not liked by many women because of the need for close proximity
to the driver.
Barangays that are particularly affected by poor accessibility, and where new
services should be considered, are highlighted in Figure 3. Further details are given
in Annex B. Within the planned urbanised area there are 20 barangays where there
is no service at present, affecting about 86,000 people (or 7% of the population). Of
these, 5 are in areas where high population growth is expected in the next 5-10
years. A further 31 barangays have a poor level of public transport service (less than
15 jeepneys assigned per 1000 population). Of the latter, 17 are in areas where high
population growth is expected. In all, about one third of the population of the planned

6

Before doing so, it was necessary (using project team resources) to update the
information on jeepney and filcab routes in the database.
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urbanised area (or more than 412,000 people) lives in these 51 barangays. This is a
serious situation, which will need to be given particular attention when developing
extended network coverage in the context of a Comprehensive Public Transport
Strategy for the city.
Figure 3: Barangays Unserved or Poorly Served by Public Transport
(Jeepney and Filcab) Routes

Bunawan

Calinan

Toril

No service
Poor service
– high growth
Poor service
– moderate growth

Source: Project Team analysis
2.4

Role of Motorised Tricycles
The more than 3,000 motorised tricycles operating in the city along around 95 fixed
routes. They are to be found in many locations, but are most prevalent in the
following areas:
 waiting near markets;
 taking passengers between residential sub-divisions (and other areas) and main
jeepney and Filcab routes;
 plying along routes where there is a shortage of other transport modes; and,
sometimes,
 competing with jeepneys and Filcabs along major transport corridors.
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The first two of these are understandable, and there is probably a long-term need for
such services (albeit with a modified vehicle specification) to provide access to areas
where larger vehicles cannot penetrate. Some concern has been expressed that
these vehicles often congregate at ‘terminals’ and are not circulating along their
respective routes. In practice however, a mixture of operating patterns is required.
In peak periods, there is often a need to meet passengers from passing jeepney
routes, whereas during the day there may be more need to serve passengers
wanting to travel within the area of operation.
Examples of the third case listed above can be found in many of the outer areas of
the city, notably along the Cabantian and Mandug roads, north of Buhangin, and
along the Catalunan Grande and Libby roads, towards Toril. In the longer term, the
Comprehensive Public Transport Strategy will need to consider how these areas
might be better served by larger vehicle types.
Instances where motorised tricycles compete with jeepneys and Filcabs along major
roads will also need to be eliminated in the longer term.
Figure 4 indicates those barangays that are currently served by franchised motorised
tricycles. Within the CBD there is an obvious need to serve daytime visitors as well
as residents, so that it is difficult to judge whether there is an over- or under-supply of
such vehicles. Outside the CBD the number of vehicles is not excessive, considering
the size of the populations involved, although in some areas, as stated above, it is
clear that there is a need for services to be provided by larger vehicle types.
Figure 4: Barangays Served by Motorised Tricycle Routes

Bunawan

Calinan

Toril

w/ MTH routes
Growth area
– no MTH

Source: Project Team analysis
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Where there are no franchised motorised tricycle routes at present, further
investigation will be required to determine how access to the main public transport
network is to be provided in future.
2.5

Regional Transport Services
Regional bus, van and jeepney services ply between Davao City and surrounding
areas to the north and south. Regional bus operations are centred on the Davao City
Overland Transport Terminal (DCOTT) at Ecoland, on the west side of the Davao
River, opposite the CBD, but van terminals can be found in various locations. Further
details of these terminals can be found in Section 3.3.
Further details of the number of vehicles and passengers involved are also given in
Section 2.6.

2.6

Public Transport Surveys
Most previous traffic and transport studies in Davao City have concentrated on the
volume of vehicles using the city streets as a measure of traffic activity. However,
when planning public transport services the volume of passengers along a particular
route or corridor is of greater interest, because it allows service provision to be
estimated more accurately. In the present project, where only broad estimates of
public transport provision are required, it is considered sufficient to work with total
corridor flows, rather than those for individual routes.
It is also natural for passenger volumes to vary along a route or corridor, by time of
day and direction. Indeed, understanding such variations is an important part of the
public transport planning process. Furthermore, not all public transport vehicles are
likely to be full all of the time, although it is normal to try to provide sufficient
passenger-carrying capacity to satisfy peak demands.
To inform the assessment of Davao’s present public transport system, and to allow
possible amendments to be suggested, the consultants have conducted a major
survey of jeepney and Filcab operations, as well as regional transport operations
using DCOTT and the various van terminals. This survey consisted of:
 a full count of public transport vehicles passing 19 locations in and around the
city, by hour and direction;
 a sample of vehicle occupancies at the same points, again by hour and direction;
and
 journey time and boarding and alighting surveys along a sample of routes
representing the main travel corridors (10 routes in all; both directions and
different times of day).
The locations of the count sites are illustrated in Figure 5 and details of the journey
time survey routes are given in Annex C. Both surveys were conducted from 6am to
8pm during the period Wednesday 16th to Friday 18th May.
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Figure 5: Location of Passenger Count Surveys

2.6.1

Passenger flows
Passenger flows at various points on the public transport network were estimated
from the survey results by multiplying the vehicular flow for each public transport
vehicle type, hour and direction, by the corresponding estimate of vehicle occupancy.
The results are summarised in Table 4. It should be noted that the passenger flows
quoted for peak periods are the average flow in the highest 3 hours. Equivalent flows
for the highest hour will be somewhat higher.
When considering future transport needs, these passenger flows should also be
increased by about 13% to reflect the expected change in population over the next 5
years. These revised flows can then be used to design revised transport services in
the context of a Comprehensive Public Transport Strategy.
The surveys also gave valuable information about the movement of public transport
vehicles and passengers between Davao City and regional destinations. This is
summarised in Table 5. (The number of jeepneys and jeepney passengers involved
cannot be determined from the survey. However, these generally only involve
destinations close to the city).
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Table 4: Estimated Passenger Flows Along Transport Corridors (May 2013)
Corridor

Passenger Flow (persons per hour)
To CBD

From CBD

Peak
3 hours

Off-peak

Peak
3 hours

Off-peak

Toril – Ulas (E of Toril)

1,390

1,036

1,255

923

Toril – Ulas (W of Libby Rd)

2,609

1,306

2,174

1,317

Libby Road

409

288

367

238

Calinan - Mintal

689

357

468

364

2,228

1,299

2,067

946

Mintal - Ulas
Ulas - Matina

5,246

2,893

4,608

2,501

(estimate)

(estimate)

(estimate)

(estimate)

927

432

982

492

Matina (MacArthur
Highway)

3,011

1,882

3,618

1,904

Matina (Quimpo Boulevard)

3,310

3,066

3,940

1,492

Ma-a Road

1,737

1,137

1,725

906

Matina - CBD
(via Bankerohan Bridge)

6,553

5,953

7,851

5,048

Matina - CBD
(via Bolton Bridge)

3,499

2,507

3,090

2,057

Tibungco - Panacan

2,409

1,492

1,835

1,012

932

483

688

415

Panacan - Insular

2,041

1,192

1,694

929

Insular - CBD
(via R.Castillo)

1,583

819

1,163

699

Insular - CBD
(via J.P.Laurel)

1,972

1,728

1,256

1,369

C.P.Garcia
(Panacan - Buhangin)

2,249

2,098

2,100

1,607

Cabantian Road
(Buhangin - Acacia)

1,482

925

1,199

756

Mandug Road
(Buhangin - Waan)

1,267

953

1,252

754

Catalunan Grande Road

Panacan – C.P. Garcia

Buhangin Road (Buhangin
– CBD)

4,998

3,976

4,551

3,117

(estimate)

(estimate)

(estimate)

(estimate)

Source: Project surveys
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Table 5: Estimated Vehicle and Passenger Flows to and from Regional
Destinations (14 hours; May 2013)
Location

Service
type

Toril

Inbound
Vehicles

Passengers

Vehicles

Passengers

Bus

252

12,026

192

10,108

Van

456

4,653

436

6,545

Total
Calinan

16,679
41

1,519

56

1,798

Van

289

4,270

288

3,691

5,789

5,489

Bus

367

15,590

384

18,036

Van

285

3,752

202

2,763

Total
Total

16,653

Bus

Total
Tibungco

Outbound

19,342

20,799

Bus

660

29,135

632

29,942

Van

1,030

12,675

724

13,000

Total

41,810

42,942

Source: Project surveys
The number of buses involved is similar to the number observed during the surveys
at the DCOTT terminal (Table 6).
Table 6: Outbound Passenger and Vehicle Count at DCOTT (14 hours)
Southbound (Toril, Calinan)

Northbound (Tibungco)

Buses

Pax

Seats

Av.
occ.

Load
factor

Buses

Pax

Seats

Av.
occ.

Load
factor

236

8,706

11,996

37

73%

328

5,102

16,444

16

31%

48

95%

47

91%

cf Table 5

cf Table 5

Source: Project surveys
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It will be noted that the buses leaving DCOTT carry fewer passengers than they do
by the time they pass through the outskirts of the city. The conclusion must be that
they stop to pick up passengers as they travel out of the city – meaning that all the
passenger security measures applied at DCOTT are immediately invalidated once
the buses leave the terminal. This effect is much more pronounced in the
northbound direction, where the load factor rises from 31% to 91%. Indeed, regional
buses can often be seen picking up passengers along C.P.Garcia Highway, and at
Panacan, Tibungco and Bunawan. Bachelor Express even has marked stops for this
purpose. The same effect can be noticed for southbound buses, but here it is less
pronounced, probably because there are fewer opportunities to pick up passengers.
Tracking inbound passengers at DCOTT is more difficult, because they are dropped
in the adjacent streets before buses enter the terminal. However, it seems likely that
the same situation arises, with incoming passengers being dropped off as the buses
pass through the outer suburbs of the city. This bus operator behaviour is clearly
driven by demand from passengers who find DCOTT an inconvenient place to start
and end their journey. This reinforces the view, expressed by the DCOTT
management, that new ‘satellite’ terminals should be developed to the south-west
and north-east of the city centre. This concept will need to be developed further as
part of the city’s Comprehensive Public Transport Strategy.
2.6.2

Journey times
The journey times and average operating speeds for each route surveyed are
summarised in Table 7, and further details of the individual route observations are
given in Annex C.
For most routes, only one or two journey times were recorded in each time period, so
that the results of the survey should be treated with some caution. However, it is
clear that, in general, overall speeds are in the range 10-15 kph in the city centre, 1520 kph in areas outside the city centre, and 20-25 kph for routes that have sections in
more remote areas. (This compares with a typical urban public transport operating
speed of around 20kph.) The lower speeds for the City centre route sections are the
result of increased traffic congestion and the adverse effects of increased roadside
activity in this area.
Of equal concern is the wide variability of journey times along each route. As was
noted earlier, this variability is not conducive to the provision of efficient, economic
and reliable public transport services – it causes difficulties for operators and is not
attractive for passengers. Its main cause has been observed to be delays at critical
intersections, although part of the problem is also the tendency for public transport
drivers to wait for more passengers. Again, this is not generally in the interest of
passengers who are already onboard the waiting vehicle. In the Comprehensive
Public Transport Strategy, components will therefore need to be included to manage
public transport corridors and operations in such a way as to minimise this journey
time variability.
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Table 7: Summary of Journey Time Surveys
Route

Distance

Journey time (mins)

(km)

AM

Mid-Day

PM

In

Out

In

Out

In

Out

Max

Min

Avg

Average
Overall
Speed
(kph)

Toril

16.1

44

47

64

56

55

66

66

44

55

18

Calinan

30.3

74

87

75

59

64

73

87

59

72

25

Catalunan
Grande

11.5

41

34

47

47

48

55

55

34

45

15

Bunawan via
Buhangin

22.6

63

48

67

63

70

65

70

48

62

22

Bunawan via
JP Laurel

22.6

61

57

79

76

77

67

79

57

70

19

Bunawan via
R Castillo

22.0

62

57

72

76

69

67

76

57

67

20

Acacia

18.0

79

71

77

69

87

71

87

69

76

14

Route 4

9.5

36

51

58

58

36

49

12

Route 10

12.7

58

71

75

75

58

68

11

Ma-a

8.5

32

34

27

31

17

2.6.3

27

34

30

31

30

Boarding and alighting
The purpose of the boarding and alighting survey was to estimate average passenger
trip lengths (by route), and thus to estimate the passenger ‘turnover’ (i.e. the number
of times, on average, the seats on a given vehicle are occupied by different
passengers). Because the vehicles in use in Davao are relatively small and because
only a few journeys were observed, it is not possible for the survey to give a reliable
estimate of aggregate boarding and alighting patterns (or volumes). However, the
statistics that it does reveal are nevertheless very useful in planning public transport
operations.
The results of the survey are summarised in Table 8.
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Table 8: Summary of Boarding and Alighting Surveys
Route

Distance
(km)

Overall
Average Trip
Length (km)

Turnover

Toril

16.1

6.3

2.5

Calinan

30.3

11.4

2.6

Catalunan Grande

11.5

5.2

2.2

Bunawan via Buhangin

22.6

7.0

3.2

Bunawan via JP Laurel

22.6

6.0

3.8

Bunawan via R Castillo

22.0

6.3

3.5

Acacia

18.0

8.0

2.2

Route 4

9.5

2.4

3.9

Route 10

12.7

3.1

4.1

Ma-a

8.5

4.7

1.8

6.9

3.1

Total

It can be seen that there is some variability in the trip length and turnover statistics
from route to route, depending on route length but also on the type and distribution of
land uses through which the route passes. (Part of the variability is also due to the
natural variation between vehicles travelling on the same route). Nevertheless, the
average passenger trip length over the survey as a whole was around 6.9kms and
the average seat turnover was about 3.1. Passengers on the city centre circulatory
routes (Routes 4 and 10) appear to have somewhat shorter average journey times
than average, and commensurately higher turnover rates. When the average trip
length is combined with the average overall speed in Table 7, it appears that the
average passenger journey time is about 24 minutes.
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3

Supporting Infrastructure and Facilities

3.1

General
Much has been written in the previous section about current public transport services,
in terms of the routes covered and the types of vehicles used. However, the
environment in which these services operate, and the conditions experienced by their
passengers, are equally important. Where road network conditions are poor, and
traffic congestion is widespread, road-based public transport services tend to become
both uneconomic and unreliable, causing some operators to abandon their
businesses and deterring new operators from investing in the industry. At the same
time, if facilities for passengers and pedestrians are poor, the travelling public will
increasingly look for alternative, more comfortable modes of transport – which will
almost always be less efficient in terms of urban road space. Neither of these
situations is sustainable.
This section therefore looks at the current status of the supporting infrastructure and
facilities from the separate but complementary viewpoints of:
 the vehicle operating environment; and
 the pedestrian environment.
Many of the facilities involved are the primary responsibility of the public sector, and it
is here that the public sector must focus its activities if the public-private partnership
that supports most successful public transport systems is to be effective. With a few
exceptions, these activities involve both the provision and management of the
required facilities.
A third category of facility involves the provision of terminals and other facilities where
interchange occurs between different transport modes. Such facilities are provided
for the convenience of both operators and passengers. They may be provided either
by the private or public sectors, but in the former case are usually regulated by the
public sector.

3.2

Operating Environment
As has been noted in a previous report, responsibility for upgrading and maintaining
Davao City’s road network is divided between the Department of Public Works and
Highways (DPWH), for national roads, and the City Engineer’s Office (CEO), for city
and barangay roads. It is estimated that public transport vehicles currently use more
than 100kms of the city’s national road network, as well as several hundred
kilometres of the city road network. While the national roads tend to be wider, and
possibly in better condition than some city roads, it is clear that both authorities need
to work together to provide an effective road space for public transport operations.
The relatively low vehicle operating speeds in the city centre, and elsewhere, have
already been highlighted in the previous section of this report. These are the result
of:
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 too many vehicles attempting to use the road space at the same time;
 signalised control of intersections, where it is often impossible to significantly
increase traffic capacity in urban conditions;
 traffic emerging from an excessive number of side roads, interfering with the free
flow of traffic;
 on-street and frontage parking activities; and
 ‘side-friction’ effects caused by lack of generally poor frontage management.
In cities such as Davao, where small public transport vehicles are in use, the
presence of these vehicles is often itself a cause of traffic congestion – especially
where they stop at random along the highway.
One of the measures used in recent years has been the construction of flyovers and
underpasses to reduce congestion at busy intersections. Such facilities already exist:
 along the Diversion Road (CP Garcia Highway) at Buhangin (underpass) ;
 at the intersection of Buhangin Road and JP Laurel Avenue (flyover); and
 at the intersection of R. Castillo and Leon Garcia streets (flyover).
Flyovers are also planned at:
 Ulas (intersection of the Davao-Bukidnon Road and McArthur Highway);
 along McArthur Highway, at Matina; and
 the Davao-Agusan Highway intersection with the CP Garcia Highway, at
Panacan.
However, it has already been noted that such facilities, while aiding the flow of private
vehicles (at least locally), are not always helpful to public transport operations, which
often need to interact with passengers at ground level.
While the provision and maintenance of the road network is the responsibility of the
DPWH and the CEO, day-to-day management of traffic flow, and enforcement of
traffic rules, is the responsibility of the City Traffic Management Centre (TMC) –
under the direct supervision of the City Mayor’s Office – and the Land Transportation
Office (LTO) – acting as the sole authority for enforcement and issuance of penalty
notices. However, the emphasis appears to be on the operation of the traffic signal
system and managing and regulating the general flow of traffic, rather than on
facilitating the movement of people by creating effective operating conditions
specifically for public transport vehicles.
The city’s 63 signalised intersections are almost all situated along public transport
routes (see Table 9), meaning that their effective operation is critical to the provision
of reliable public transport services. The system has been completely renewed in
recent years, with the final phase being completed only in 2011, and is optimised to
minimise delays for general traffic. However, if the situation is to be improved for
public transport vehicles (as part of a proposed Comprehensive Public Transport
Strategy, for example), system modifications might be required at some intersections.
This would certainly be the case where a large number of small public transport
vehicles is to be replaced by a smaller number of larger vehicles, or where there is a
need to provide special priority to public transport vehicles.
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Table 9: Location of Signalised Intersections
Location

Number

Davao City Diversion Road

11

Davao to Cotabato Road

9

Davao to Agusan Road

5

City Centre

38

Source: Davao City Comprehensive Development Plan
Of the other road congestion factors listed earlier, management of on-street and offstreet parking, and general frontage management, appear to be lower priorities for
the TMC. However, these can play a significant part in reducing road capacity and
increasing traffic congestion. Within the CBD, along CM Recto Avenue, there has
been an attempt to provide lane marking (in the form of a continuous yellow line) to
indicate areas where the kerb-side lane is reserved for public transport vehicle
priority, and parking is not allowed. However, this is not always enforced. In other
areas, such as the national highway through Bunawan, Tibungco, Panacan and
Sasa, for example, significant congestion is generated by the presence of roadside
markets and other frontage activity, parked vehicles, and stopping (and waiting)
public transport vehicles. All these situations will need to be addressed as an integral
part of a Comprehensive Public Transport Strategy, especially along designated
public transport routes.
Part of the problem is that public transport infrastructure along strategic transport
corridors is not being developed to consistent standards or managed in a consistent
way. This attitude also needs to change if public transport is to continue to be an
attractive option – and therefore sustainable.
3.3

Pedestrian and Passenger Environment
It has already been stated that all public transport passengers are pedestrians at
some stage in their journey. Thus, if public transport is to be attractive and
accessible to the majority of people, they must feel comfortable with this part of their
travel environment. Investment in new public transport systems that does not take
this important factor into account is unlikely to meet its planned objectives.
Elements that are considered important for a modern public transport system include:
 continuous sidewalks, that link designated public transport stops with significant
local passenger generators/attractors, or which provide links to nearby transport
interchange points;
 well-lit passenger waiting areas, and waiting sheds that provide adequate shelter
for public transport passengers;
 safe pedestrian crossings adjacent to designated stops;
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 information about public transport services and schedules (including real-time
information displays); and
 facilities for pre-payment ticket sales.
In all of these, present provision is either disorganised, sparse or non-existent.
3.3.1

Sidewalks
It has been reported7 that there are only about 26kms of available sidewalks in the
city, primarily located along National Roads (equivalent to roughly 13% of full
provision on this road type). Elsewhere, on city and barangay roads, provision of
sidewalks is even more limited. However, where sidewalks do exist it has been
observed that they tend to be:






of varying quality;
generally poorly maintained;
often discontinuous;
of varying height and width;
used for purposes other than their
intended use (e.g. frontage parking,
extensions of commercial activity,
storage for loading and unloading
goods, etc.); and
 used by street vendors.
As a result there are still far too many places where pedestrian movement is either
unsafe or uncomfortable. Where there are no sidewalks, public transport passengers
are forced to walk on the roadway to access or board public transport vehicles.
3.3.2

Waiting sheds
Most public transport vehicles currently
stop at the kerbside, upon request of
passengers, and such passengers usually
congregate where there is shade from a
tree, a nearby building or an elevated
section of carriageway. However, it has
been
estimated
(Davao
City
Comprehensive Development Plan) that
there are some 93 waiting sheds8
throughout Davao City (Table 10).
These have largely been provided on an ad hoc basis by various commercial or
educational establishments, or by barangays or other community groups. Those that
have been established by the newer shopping malls (e.g. at Abreeza and SM
Lanang) are well designed and well maintained – although even here there are no
similar facilities on the opposite side of the road. The remainder are not always well
7
8

Davao City Comprehensive Development Plan
Waiting sheds are usually open-ended cantilever-type structures designed to act as
a place for passengers to wait under cover for public transport vehicles
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maintained and, as a consequence, are often in poor condition or unused. Some
have been taken over by street vendors, whose activity detracts from the value of the
original investment.
Table 10: Location of Waiting Sheds
Location

Number

Davao to Cotabato Road

17

Davao to Agusan Road

36

Davao to Bukidnon Road

10

Within the City Centre

30

Source: Davao City Comprehensive Development Plan
Needless to say, the current provision of waiting sheds does not come anywhere
near the requirement for of a modern public transport system – either in quantity or in
quality.
3.3.3

Pedestrian crossings
Another important aspect of infrastructure provision is the ability of pedestrians and
public transport passengers to cross the road safely, especially at designated public
transport stops. At present, such facilities are poorly organised, partly because
stopping patterns and stop facilities are themselves not well organised. There are
said to be 118 pedestrian crossings in place throughout the city, 107 at-grade, 10
overbridges and 1 underpass (Table 11).
Table 11: Location and Type of Pedestrian Crossings
Type

Location

Number

At-grade

Davao City Diversion Road

21

R.Castillo Street

14

E.Quirino Avenue

12

Davao Port Road

10

ABS-CBN Quimpo Boulevard
Diversion Road

10

Other locations within Davao City

40

Overbridges

Predominantly along the DavaoAgusan Road

10

Underpasses

C.P.Garcia Highway, near Airport

1

Source: Davao City Comprehensive Development Plan
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The overbridges and underpass are not
well liked by users because they are often
frequented by street traders and vagrants,
and are perceived to be a security risk.
However, because many of the main
roads are heavily trafficked and are at
least four lanes wide, these facilities are
often still the only way to cross these
roads safely.
Although there are a number of at-grade
crossings, the road markings are often
worn and not very clear – largely because maintenance has been neglected, or
markings have not being replaced after road maintenance. Another difficulty is that
drivers are not in the habit of stopping for pedestrians on crossings.
Even where there are crossings in place, their location is not always the most
convenient for public transport users.
3.3.4

Passenger information
Except at some of the bus and van terminals, there is very little information provided
to public transport passengers about the services offered or the fares applied. This is
particularly important where a proportion of passengers are unfamiliar with the
geography of the public transport system, e.g. new residents, tourists or other
visitors.

3.4

Terminals
Terminals are shared spaces which have to serve the needs of transport operators,
while still being safe and convenient for passengers. They are either owned by the
city authorities (as in the case of the Davao City Overland Transport Terminal
(DCOTT) at Ecoland), or are provided by the transport operators themselves or other
private sector interest groups (as in the case of the various van terminals). In the
latter case, their location and the standard of passenger provision is regulated by the
city authorities.

3.4.1

DCOTT
The operation of regional buses that ply
between Davao City and surrounding areas
to the north and south is centred on the
Davao City Overland Transport Terminal,
on the west side of the Davao River,
opposite the CBD.
Earlier in this report it was noted that this
terminal handles around 600-700 bus
departures every day, involving more than
14,000 passengers9.
9

These figures are derived from a 14-hour survey; the number of buses and
passengers handled in a full 24-hour period will be significantly greater.
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The terminal appears to be reasonably well managed10, with separate northbound
and southbound bays on either side of a central passenger area, and bus departures
being coordinated by the 19 operators involved. However, because of security
concerns, only departing passengers are allowed inside the terminal. Arriving
passengers alight from buses outside the terminal.
The facility has been extended several times since it commenced operations in 1986.
However, it now appears to be operating close to capacity on a very constrained site.
It also lacks some of the basic facilities that might be expected of a modern,
integrated bus terminal.
The future of this terminal, and the possibility of transferring some or all of its
operations to separate satellite terminals to the north and south of the city, has
already been mentioned in an earlier section of this report. This issue will need to be
investigated further as the Comprehensive Public Transport Strategy is developed.
3.4.2

Van terminals
Other regional transport terminals can be found at various locations in and around
the city centre. These mainly accommodate the express, air-conditioned vans that
ply between Davao City and various regional destinations. They tend to be
associated with major shopping malls11 (such as Victoria Plaza, Ginsano, SM City,
SM Lanang and Abreeza), or large public markets (such as Bankerohan). The most
modern of the operational terminals is the purpose-built facility at SM City, which is
clean and well organised. However, some of the other facilities are in a poor state of
repair, provide minimal passenger facilities. These are likely to require complete
modernisation or re-location in the medium- to long-term.

3.4.3

Jeepney terminals
Although there are one or two jeepney12 terminals, for example in Bankerohan and in
suburban centres such as Toril and Calinan, routes for this vehicle type mainly
terminate on the street at the present time. Where terminals do exist they are usually
rudimentary structures, similar to many of the van terminals.
10

DCOTT is constituted with its own Board, under the City Economic Enterprise (part
of the City Administrator’s Office)
11
The van terminals at Abreeza and SM Lanang are not yet operational
12
The term ‘jeepney’ in this context also includes filcabs and L300 vans
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In future, more formal terminals (or interchange points) may need to be established in
some locations, but this is a matter for the Comprehensive Public Transport Strategy.
3.4.4

Taxi ranks
Formal taxi stands currently exist predominantly at the main shopping malls, near
hotels or at the airport. However other major public facilities, such as hospitals, are
known to be considering the establishment of such facilities on their premises. As
has already been reported, some of the smaller taxi operators have expressed
concern about the exclusive nature of these arrangements. In the Comprehensive
Public Transport Strategy, further consideration will need to be given to the
establishment of a network of taxi stands that can be accessed by all taxi operators.

3.4.5

Motorised tricycle terminals and stations
Motorised tricycle stations range from small covered structures, which provide shelter
for waiting drivers, to informal on-street waiting areas. Favourite locations include
public markets, commercial centres, schools, other public buildings, and interchange
points with jeepneys and buses. Facilities for passengers and drivers are usually
basic or non-existent at present and, once again, the need for improvement will need
to be consideration as part of any public transport improvement program.
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4

Service Providers’ Organisation and Financial Management

4.1

General
The previous two chapters of this report have concentrated on the public transport
system – its vehicle fleets, network layout and service areas – as well as its
passengers and the physical environment in which it operates. However, the
organisations and individuals that operate the system on a daily basis are just as
important. If they are poorly organised or have particular capacity constraints, there
is a very real chance that the efficiency of the public transport system will be
undermined to a greater or lesser extent.
To explore the situation, the project commissioned a major survey of transport
providers. The following sections of this chapter set out the basis of this survey and
provide a summary of the results.

4.2
Survey Rationale and Organisation
4.2.1 Rationale
This survey was commissioned to inform those parts of the project Terms of
Reference that call for a review of:
 public transport service providers’ finances, including revenues, operating costs,
and assets;
 public transport operators’ budgeting, accounting, and financial management
systems;
 the organisational structure of public transport service providers.
It is vital that the operators’ current organizational structures, operating costs, and
financial performance are fully understood, and that accurate information is available
across the full range of transport modes and types of transport operation. This will
ensure that the proposed public transport reforms:
 are realistically structured and priced;
 reflect the operators’ organisational and financial capabilities to provide new or
amended services; and
 fully recognise any impacts that changed public transport service provision might
have on operators’ commercial circumstances and livelihood.
In addition, such a survey – organised in a systematic way across a wide range of
operators – demonstrates to operators that they are being consulted and that their
views are being taken seriously. It is hoped that this will provide a basis to engage
them in further discussions about public transport issues and options, as the project
proceeds.
Finally, the surveys provide information that can be used to develop the scope and
direction of initial training schemes relating to public transport operators’ financial
management and operational efficiency.
Initially, it was thought that this information could be gathered from interviews carried
out by the Project Team as part of their ongoing stakeholder engagement program.
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However, it soon became clear – given the scale of the transport industry in Davao
City – that a special survey team would need to be set up to undertake this work.
4.2.2

Sampling framework
Earlier sections of this report have indicated that there are more than 15,000 public
transport vehicles in use in the city, across five main modes of transport. While some
of these operate in the context of transport groups of various types, others are
individually owned and operated. The survey therefore sought to determine the
range of organizational structures and financial arrangements that are in use in each
modal grouping. To achieve this, a representative sample of operators (owners and
drivers) was chosen, with about 427 such interviews being targeted – representing
about 2.7% of all public transport vehicles in use in the city. This sampling
framework is set out in Table 12.

Table 12: Target Sampling Scheme
Mode

Operator
type/fleet
size

Data
collection
point

Population
size
(vehicles)

Sample size
(interviews)

Comment

Large

DCOTT
(4 operators)

696

4

SEMBOA
members;
80+ buses

Medium

DCOTT (4
operators)

217

4

SEMBOA
members;
21-79
buses

Small

DCOTT (11
operators)

72

5

SEMBOA
members;
<20 buses

Jeepney/
Filcab

Individual
drivers at
terminals/
rest points

7,278

145

2% sample,
per route

Aircon van

Terminals
(approx. 8
no.)

466

40

5 per
terminal

Fleet
operators
(2 no.)

1,000

2

MEDATOA
members;
300+ units

Bus
(regional)

Taxi
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Mode

Motorised
tricycle

4.3

Operator
type/fleet
size

Data
collection
point

Population
size
(vehicles)

Sample size
(interviews)

Comment

Association
– medium
fleet

Fleet
operators
(3 no.)

500

3

MEDATOA
members;
130-299
units

Association
– small fleet

Fleet
operators
(6 no.)

205

5

MEDATOA
members;
<130 units

Individual

Individual
drivers at
waiting/rest
points

1,897

95

5% sample

Individual
drivers at
waiting/rest
points

3,105

124

4% sample,
by district

Total

15,436

427

Survey Implementation
The survey was undertaken during 21-23 May 2013 by five teams strategically
deployed by area across the city, and with each team being assigned to relevant
modes that could be found in their area.
Separate survey forms were used when interviewing operators and drivers, because
of the different types of information that each could supply. These interview forms
are illustrated in Annex D.
The survey proved to be difficult in a number of respects:
 The list of taxi operators’ names and addresses supplied by LTFRB was found to
be inaccurate or out of date. Many of the taxi firms on the list had either moved
office without leaving a forwarding address, or had been sold.
 Taxi operators were generally uncooperative. Many refused interviews, were out
of town, or repeatedly re-scheduled interview times. To overcome this difficulty,
drivers were interviewed instead.
 Many of the regional bus operators were similarly difficult to trace and when
located were uncooperative, often citing the need to consult board members
before participating in the survey or releasing financial information. In these
cases, drivers were again interviewed instead.
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 Some of the jeepney and Filcab drivers were uncooperative because they had
been interviewed many times before, without seeing any improvement in their
remuneration or in the traffic conditions in which they had to operate.
 Some motorised tricycle drivers gave answers which were not credible (e.g. low
take-home pay coupled with large fare revenues). Such interviews were rejected
and further interviews sought with other drivers.
As a result of these difficulties, the various survey teams had to make adjustments to
the planned sample framework. The number of interviews actually conducted is
compared with the targeted number in Table 13. Overall, the actual number is
somewhat larger than the targeted number, because many drivers were also
operators.
Table 13: Actual v Targeted Number of interviews
Mode

Operators

Targeted

Actual

Targeted

Actual

-

24

13

4

Jeepney/ Filcab

145

160

-

9

Aircon van

40

26

-

6

Taxi

95

49

10

20

Motorised
tricycle

124

128

-

58

Total

404

387

23

97

Bus (regional)

4.4

Drivers

Survey Findings
The surveys provided valuable insights into general public transport operating
conditions within the city of Davao, operators’ organisational structures, and financial
performance.
There is clearly more information that can be extracted from the resulting dataset,
and the analysis and conclusions will therefore be refined further, where necessary
and appropriate, as the project proceeds.

4.4.1

General operating conditions
The following information is based on the observations of the various survey teams:
 In many cases, the jeepney/Filcab services that actually operate bear little
resemblance to those indicated in the official franchise documentation.
 Similarly, there is only a loose adherence to franchise details by motorised
tricycle (MTH) operators and drivers.
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 MTH operations in Toril are disorganised, and there is evidence that there is a
significant oversupply of such vehicles in this area. On Route C-9, for example,
competition is such that some drivers have migrated to other routes in an attempt
to make a living. At the same time, drivers from other routes (including those
from as far away as Sta. Cruz) have intruded into the more lucrative Toril routes,
and there are a significant number of unregistered vehicles. The situation is
further exacerbated by inadequate planning and regulation of the number of
vehicles required, and the general lack of jeepney routes serving the Toril
suburban area.
 In Calinan, motorised tricycles operate all over the town, and are not constrained
to the areas specified in their franchises. Generally, they distribute passengers
on demand.
 The major concern of taxi drivers and operators is the exclusivity given to some
taxi operators at malls. They believe this is unfair and impacts on their ability to
attract passengers. The city council does not appear to have a clear policy on
this matter, and this will need to be resolved during development of the
Comprehensive Public Transport Strategy.
4.4.2

Organisational structures
Each of the transport modes that operates in Davao City has a different
organisational structure, and some modes have several ways of organising
themselves.
Jeepneys and Filcabs
This part of the survey involved 160 drivers and 9 operators. Eight (89%) of the
operators owned only one vehicle, while the ninth operator (11%) owned more than
one vehicle, operating on two routes.
Of the 96 drivers who responded to the question about their mode of compensation:
 52 (54%) were operating under the ‘boundary fee’ system, whereby drivers pay a
daily fee for the use of the vehicle and keep the remainder of the revenue;
 37 (39%) were compensated purely through commission on the fares collected;
 6 (6%) received a basic salary; and
 1 (1%) was compensated on the basis of fare collection less expenses.
The average monthly basic salary of respondents amounted to PhP13,067, although
the lowest was PhP8,000. Commissions were reported to be 25% to 30% of gross
fare revenues.
There are reported to be 1.3 drivers per vehicle, on average.
One of the other striking features of this mode is the variability of operating
characteristics and performance – arising from the fragmented and disorganised
nature of service delivery. It has already been noted that individual drivers rarely
cooperate with others in the delivery of services along the same route, but other
aspects of the survey results also give cause for concern:
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 on a number of routes, drivers only accomplished one round trip per day,
whereas the average for the survey as a whole was 7;
 61% of drivers said they worked three weekdays or less, and only 4% worked all
5 days; 74% worked on Saturdays and 39% worked on Sundays; and
 although, on days worked, drivers averaged around 12 working hours, the
minimum was 4 hours and the maximum was 18 hours.
This part-time approach to service operation by some drivers is indicative of the
weakness of the current franchising regime (which contains no obligation to deliver a
given level of service) and is bound to lead to unreliability in service delivery in some
cases.
Motorised tricycles
The survey of motorised tricycles (MTH) involved 69 drivers and 59 driver/operators,
spread across 50 different routes. While there are associations that attempt to
influence the behaviour of MTH drivers, in reality, each driver is free to act in his own
interest, without actively cooperating with others.
50% of respondents were found to be renting their vehicle from an operator, under
the boundary fee system, while 49% owned their own vehicle; 2 were employed as
drivers and 1 was driving a cooperative’s vehicle.
While 92% of drivers did not share a vehicle with others, 7% shared with one other
and 1% shared with two others. The average number of drivers per vehicle was thus
1.09.
Although motorised tricycles often work from terminals, once they leave the terminal
they pick up and drop off passengers anywhere, and do not necessarily return to the
terminal immediately.
On average, drivers work about 10.4 hours per day, 6.4 days per week.
Tricycle services usually commence at 4am and finish at 10pm.
Only 7% of the interviewed operators provide SSS and Philhealth benefits to their
drivers. The rest do not provide any benefits.
Regional buses
The regional bus services are operated by 17 companies of which the three largest,
Davao Metro Shuttle, Bachelor Express and Weena Express, operate fleets of 260,
226 and 130 buses, respectively. These companies appear to be relatively well run
and have their own maintenance garages locally. There is also evidence that they
have invested in new buses in the recent past. Most are understood to be members
of SEMBOA (South Eastern Mindanao Bus Operators Association), although for the
larger companies this association probably has very little influence over their day to
day operations.
Because of the nature of the routes operated, route lengths and numbers of round
trips per day vary enormously, and averages are not meaningful.
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Other findings13 from the survey include:
 Drivers reported that on average there are 1.2 drivers per bus – 83% with one
driver; 17% with 2 drivers. In the context of interviews with drivers, and the fact
that some of the journeys undertaken are relatively long, this probably refers to
the number of drivers actually on board the bus at any time, rather than the
overall number made available by the company.
 Drivers’ compensation is either through a basic salary (38% of respondents);
commission only (33%) or a mixture of the two (29%). Basic monthly salary
averages around PhP7,675, with commission rates averaging 6.8% of net
operating revenue (net of fuel and direct operating expense per trip). Only 3 of
the 24 drivers reported being compensated under the ‘boundary fee’ system,
with the fee being between PhP10,000 and PhP15,000 per day.
 Most drivers (79%) work 7 days a week. The rest work 6 days a week on various
schedules. On average, drivers work 10.6 hours per day, earning an average of
PhP1,463 per day.
Taxis
About half of the taxis operating in Davao City belong to eleven operators who are
members of MEDATOA (Metro Davao Taxi Operators Association)14. The remainder
are owned by individual operators.
Of the 49 drivers interviewed, the majority (92%) rented their vehicle from an operator
for a fixed daily boundary fee of between PhP500 to PhP2500, depending on the car
model. (Kia Avella units were reported as having the lowest boundary fee, at
PhP500; whereas fees for a Toyota Vios can range from PhP800 to PhP2,500). Only
one of the taxi companies (Durian Taxi) is owned and run by a cooperative, while
three of the driver respondents owned the units they were driving.
On average, there are said to be 1.4 drivers available per vehicle. 65% of the drivers
said they work on weekdays, 69% work on Saturdays, and 50% on Sundays. The
average driver works 6 days per week.
Most drivers work from 6am until 10pm – with the average being around 15 hours a
day.
From the operator interviews, eleven of the 20 operators provide SSS as the basic
benefit for their drivers. Other benefits given to drivers include Philhealth, Medicare
and, sometimes, a bonus. One operator gives its drivers two boundary-free days in
December.

13

It should be noted that the survey revealed a wide range of values for many of the
characteristic investigated. Where average values are quoted in this report, they
should therefore be viewed with a degree of caution.
14
MEDATOA was organized in 1998 primarily to provide a single point of
representation with government agencies on behalf of member operators.
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AUV vans
These vans ply between terminals in and around the Davao city centre (including
those at the main malls) and various destinations elsewhere in Mindanao – some
several hundred kilometres away. The route lengths and number of daily return trips
reported are therefore of little relevance to a study of public transport within the city
itself.
One route intra-city route, however, was detected to be operating from Kawayan
Drive through the subdivisions of Poly, Alpha, Lanzona, and Pag-asa.
The average number of drivers per vehicle reported over the entire sample was 1.19.
However, there was some variability depending on the nature of the routes involved.
Of the 26 drivers interviewed:
 15 (58%) were employed as drivers,
 5 (19%) owned the vehicle they were driving,
 5 (19%) were renting the vehicles and paying a daily boundary to the operator,
and
 one was driving a cooperative/association vehicle.
In keeping with the varied nature of the routes involved, many of the drivers worked
flexible hours in order to undertake the services required. However, 10 of the
respondents said that they work 7 days a week. The average over the sample was
5.5 days per week.
Working hours varied from as short as 3-4 hours per day. However, drivers on the
intra-city route worked 15 hours a day, from 5am to midnight with a 2-hour break for
lunch and 1-hour break mid-morning and mid-afternoon.
Drivers who were employed were compensated as follows:
 basic salary
 commission only
 salary + commission

: 8%;
: 42%; and
: 23%.

Average monthly take home pay ranged from PhP11,000 for those on a ‘salary +
commission’ basis to PhP16,000 for those receiving ‘basic salary’.
Of the operator respondents, only one of the six had more than one unit.
operator had five authorized units, but only two were in operation every day.
4.4.3

This

Financial performance and management systems
Findings under this heading are similarly segregated by mode.
Jeepneys and Filcabs
Information on income and operating expenses was not provided by all jeepney and
Filcab drivers. Those that did respond indicated a wide range of daily fare revenues
(between PhP600 and Php4,500), with an average of PhP1,700.
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Daily operating expenses included:
 boundary fee
 fuel

: PhP200 to PhP1,550; average PhP505; and
: PhP240 to PhP1,500; average PhP775.

Net daily income was reportedly in the range PhP100 to PhP1,500 (average
PhP460).
While the boundary fee is obviously sufficient to cover the cost of routine repairs and
maintenance, there is little evidence of investment in vehicle renewal. This, together
with the previous evidence of widespread trip cutting, leads to the conclusion that this
mode may not be commercially sustainable in the long run. This must be of great
concern, given its majority participation in Davao's public transport mix. Part of the
problem is the economic inefficiencies involved in carrying large numbers of people in
relatively small vehicles. Another factor is the way that public transport fare levels
are being continually suppressed in an attempt to reduce transport costs to
consumers. Both of these issues will need to be addressed in the Comprehensive
Public Transport Strategy.
Motorised tricycles
Average daily fare revenue per vehicle was reported to be around PhP568.
Boundary rates are around PhP158. After deducting fuel and other costs, the
average net daily income for drivers is only around PhP229.
Once again, the income of tricycle drivers is among the lowest in the industry,
compared to the number of hours they work.
The average cost of a new vehicle is around PhP87,127 – equivalent to about 1.5
years at the boundary fee quoted. The commercial returns for operators who rent out
vehicles are therefore more than adequate.
Regional buses
Despite the absence of any detailed financial information for bus companies, in terms
of detailed breakdowns of income and expenditure, this section of the transport
market seems to be reasonably profitable for most operators. Average fare collection
per vehicle per day was reported as being around PhP13,022, with fuels costs
around PhP6,760 per vehicle per day and average daily net income around
PhP1,465 per vehicle per day.
As stated earlier, there is evidence that the bus companies involved have invested in
new buses in the recent past, and are able to maintain vehicles in a reasonable
condition. The larger companies may therefore be in a good position to participate in
the financing and operation of new bus services within the city.
Taxis
Taxi operations also appear to be reasonably profitable and well run in most cases.
Information provided by drivers, driver/operators and operators is set out in Table 14.
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Table 14: Taxi Driver and Operators’ Finances
Item

Driver

Driver/Operator

Operator

Daily fare
collection (PhP)

2,487

2,306

boundary fee

Daily working
hours

15.3

12.7

8.0

Daily fuel cost
(PhP)

1,113

1,067

1,000-1,500

Monthly oil cost
(PhP)

by operator

1,350

1,500-2,000

Monthly vehicle
cleaning (PhP)

1,064

1,350

by driver

Average daily
dispatcher’s fee
(PhP)

27

5

-

It will be noted that in addition to the boundary fee, drivers shoulder the following
costs:
 Vehicle cleaning : around PhP35 to PhP40 per day
 Fuel
: around PhP1,113 per day
 Dispatchers’ fees : around PhP27
Although most operators were reluctant to provide detailed financial information, it is
clear from the information that was made available, and general observation of taxi
operations on the street, that the boundary fee system provides an acceptable
income to most operators. However, depending on the boundary fee paid, it would
appear that many drivers receive only a relatively small compensation for the long
hours they work. Overall, drivers reported taking home an average daily income of
PhP494 (or around 20% of their fare collection). Driver/operators on the other hand
have net average daily earnings of PhP1,011 (or 44% of their gross income).
AUV vans
Financial performance for this mode is not particularly relevant to the public transport
system within the city of Davao itself. Nevertheless, from the responses to the
interviews, it can be deduced that:
 the average daily net earnings of drivers and operators remain constant
throughout the week;
 operators earn more with an average of PhP3,510 per vehicle per day,
compared to drivers’ who take home PhP1,258; but
 the intra-city operator earns far less, with just PhP180 to 230 per day, possibly
because of the shorter distances travelled and the absence of the sort of
economies of scale that the longer distance routes enjoy.
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Annex A: Jeepney and Filcab Routes Franchised by LTFRB
ROUTE DESCRIPTION - PUJ/FILCAB
BAGO OSHIRO
ACACIA
ALAMBRE
BAGO APLAYA
BAGO GALLERA
BAGUIO DISTRICT
AIRCON
BALIOK - TORIL
BALIOK (TORIL)
BANGKAL
BANGKAS HEIGHTS
BARACATAN
BARACATAN-TORIL
BIAO, TUGBOK
BINUGAO
BO. OBRERO
BRGY. COMMUNAL
BRGY. JOSE RIZAL-TORIL
BUHANGIN - TIGATTO
BUHANGIN VIA DACUDAO
BUHANGIN VIA JP. LAUREL AVE.
BUNAWAN VIA BUHANGIN
BUNAWAN VIA SASA
CABANTIAN VIA JP. LAUREL AVE.
CALINAN
AIRCON
CALINAN - BAGUIO DISTRICT
CALLAWA
CAMP CATITIPAN VIA
DACUDAO AVE.
CAMP CATITIPAN VIA
JP LAUREL AVE.
CARMEN, BAGUIO DISTRICT
CATALUNAN GRANDE
CATIGAN
CIRCULATION ROUTE I
(COMING FR. CIR. 1A)
CIRCULATION ROUTE 2
(COMING FR. CIR 2A)
CIRCULATION ROUTE 3
(COMING FR. CIR 3B)
CIRCULATION ROUTE 4
CIRCULATION ROUTE 5
(COMING FR. CIR 5A)
CIRCULATION ROUTE 6
(COMING FR. CIR 1B/6)
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NUMBER
OF
FRANCHISES
2
51
11
51
3
49
12
1
2
160
2
32
1
4
10
61
19
1
1
48
302
66
62
44
122
47
3
13

NUMBER
OF
UNITS
2
51
11
60
3
55
12
1
2
177
2
32
1
4
12
73
19
1
1
48
332
71
64
44
137
79
3
13

PUJ
DUAL
%
100
67
91
15
33
93
17
100
100
12
100
100
100
100
67
55
26
100
100
32
94
95
50
86
6
33
92

PUJ
%
10
9
8
7
83
9
33
44
5
8
13
6
5
7
14
94
8

FILCAB
%
24
77
67
-

38

38

-

13

87

119

126

26

20

54

2
38
22

2
44
29

50
75
86

50
25
14

-

68

76

45

26

29

123

139

32

27

41

60

76

25

47

28

182

184

1

12

87

89

97

6

12

81

106

129

28

33

40

79
1
68
92
55
43
67
-
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ROUTE DESCRIPTION - PUJ/FILCAB
CIRCULATION ROUTE 7
(COMING FR. CIR 5B)
CIRCULATION ROUTE 8
(COMING FR. CR 3A /1A /8)
CIRCULATION ROUTE 9
(COMING FR. CIR 9 / 12)
CIRCULATION ROUTE 10
CIRCULATION ROUTE 10-A
CIRCULATION ROUTE 10-B
CIRCULATION ROUTE 11
(COMING FR. CIR 11/14/15
CIRCULATION ROUTE 12
(COMING FR. CIR 2B)
CIRCULATION ROUTE 13
(COMING FR. CIR 3A)
CIRCULATION ROUTE 14
CIRCULATION ROUTE 15
COUNTRY HOMES
DACOVILLE SUBD.
DALIAON
DALIAO/TORIL
DARONG
DAVAO INT'L. AIRPORT UP TO
GARCIA HTS.
DAVAO CITY - VALENCIA
DECA - TACUNAN
AIRCON
DOÑA PILAR
ECOLAND SUBD (SM CITY DAVAO)
EL RIO VISTA
ELENITA HEIGHTS VIA CATALUNAN
GRANDE
ELENITA HEIGHTS VIA MINTAL
EMILY HOMES
INAWAYAN
INDANGAN
JADE VALLEY - BANKEROHAN
JADE VALLEY (ENTRANCE ONLY)
BUHANGIN
JADE VALLEY (EO) - BUHANGIN
JULIVILLE
LAND MARK III
LAMANAN
AIRCON
LANGUB
LASANG VIA BUHANGIN
LASANG VIA SASA
LUBOGAN
MAA - AGDAO
MAA - BANKEROHAN
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NUMBER
OF
FRANCHISES

NUMBER
OF
UNITS

PUJ
DUAL
%

PUJ
%

FILCAB
%

15

16

31

6

63

44

46

46

54

-

5

5

-

20

80

229
2
10

232
2
10

25
10

17
50
10

58
50
80

81

84

1

5

94

21

21

29

29

43

73

82

30

39

30

0
1
5
7
12
3
20

0
1
5
9
12
3
20

20
11
100
100
65

35

100
80
89
-

3

3

-

-

100

1
0
15
16
226
60

1
0
15
25
240
61

100
-

-

38
11

100
4
11
10

96
52
79

2

14

100

-

-

20
41
31
33
8

20
41
31
33
8

85
5
61
42
25

15
17
29
15
13

78
10
42
63

25

25

52

12

36

4
21
30
7
1
11
71
34
4
189
63

4
21
30
7
1
11
73
39
4
195
64

25
86
77
100

25
23
100
9
3
5
25
6
13

50
14
-

36
97
95
75
18
52

55
76
36
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ROUTE DESCRIPTION - PUJ/FILCAB
MAGTUOD
MAHAYAG
MALABOG VIA BUHANGIN
MANAMBULAN
MANDUG
MANUEL GUIANGA
MARAHAN
AIRCON
MARILOG
AIRCON
MATINA
MATINA APLAYA
MATINA CROSSING
MATINA BIAO
MATINA PANGI
MINTAL
MINTAL-UP CAMPUS
MULIG
PANABO - DAVAO CITY
PANABO VIA BUHANGIN
PANABO VIA PANACAN
PANACAN VIA BUHANGIN/ILUSTRE
PANACAN VIA CABAGUIO
PANACAN VIA JP LAUREL
PANACAN - SM CITY DAVAO
PUAN
ROSALINA 3
ROSALINA 3 VIA MAKAR
ROSALINA 1
SALOY
SASA VIA JP LAUREL AVE
SASA VIA R. CASTILLO
SASA VIA CABAGUIO
SIBULAN
SIRAWAN
SIRIB
SORAYA HOMES
TAGAKPAN
TAGLONO
TAGURANO
TALOMO
TAMAYONG
TAMBOBONG
TAMUGAN
TIBULOY
TIBUNGCO VIA R. CASTILLO
TIBUNGCO VIA BUHANGIN
TIBUNGCO VIA CABAGUIO

June 2013

NUMBER
OF
FRANCHISES
45
4
5
2
18
27
79
2
26
1
158
240
23
5
76
120
4
146
173
7
10
74
37
197
66
89
29
1
19
2
415
204
62
1
20
18
25
15
4
37
109
14
3
7
5
94
66
44

NUMBER
OF
UNITS
45
4
5
2
54
28
84
2
27
1
171
294
24
5
80
125
4
147
184
7
10
76
40
202
69
94
29
1
19
3
431
209
67
1
20
20
25
19
4
38
115
14
3
7
5
97
72
46

PUJ
DUAL
%
58
100
100
100
100
96
98
100
100
27
43
13
100
19
82
86
90
100
100
68
25
34
19
17
21
100
5
100
20
22
19
85
95
4
100
100
95
52
100
100
100
100
85
85
80

PUJ
%
11
4
2

FILCAB
%
31
-

100
12
13
13
11
18
14
10
14
30
16
13
9
14
5
11
12
15
100
15
5
20
5
23
15
13
20

61
44
75
70
100
17
45
50
68
74
66
89
69
66
66
76
25
3
-
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ROUTE DESCRIPTION - PUJ/FILCAB
TIGATTO
TORIL
AIRCON
TORIL - ASTORGA
TORIL -DARONG
TUGBOK
TUNGKALAN
ULAS
ULAS - ULAS [LOOP SERVICE]
AIRCON
WAAN
TOTAL

June 2013

NUMBER
OF
FRANCHISES
59
160
1
21
8
44
11
108
0
2
11

NUMBER
OF
UNITS
59
172
20
23
10
52
11
111
0
16
11

PUJ
DUAL
%
22
79

6,724

7,278

FILCAB
%
66
-

45

PUJ
%
12
21
100
25
27
17
100
9

44%

14%

42%

75
73
14
-

100
100
68
45
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Annex B: Barangays with No or Poor Public Transport Service
Code

Barangay

PT
Vehicles
Assigned
to Routes

Population
(2010)

PT
Vehicles
per 1000
Population
(2010)

High
Growth
Area

PT
Vehicles
per 1000
Population
(2018)

BUHANGIN DISTRICT
4001

ACACIA

64

2,999

21

4003

CABANTIAN

723

43,351

17

4006

INDANGAN

97

9,133

11

4007

MANDUG

54

13,234

4

4010

TIGATTO

261

14,533

18

4011

WAAN

61

3,179

19

4012

A. ANGLIONGTO

0

15,758

-







8
12
5
3
9
13



-

BUNAWAN DISTRICT
5002

GATUNGAN

0

981

-

5006

MUDIANG

0

2,570

-

-

5008

SAN ISIDRO

0

4,260

-

-



-

CALINAN DISTRICT
6001

BIAO JOAQUIN

0

1,767

-

6002

CALINAN

362

22,979

16

6004

DACUDAO

0

4,206

-

-

6012

PANGYAN

0

1,725

-

-

6016

SUBASTA

20

3,466

6

6

6019

WANGAN

34

4,742

7

7



13

TALOMO DISTRICT
9002

BAGO GALLERA

26

14,751

2

9003

BALIOK

26

13,769

2

9005

CATALUNAN GRANDE

78

30,068

3

9008

LANGUB

11

2,677

4

9009

MA-A

331

49,915

7

9010

MAGTUOD

50

3,815

13

9013

MATINA PANGI

80

13,625

6









1
2
1
1
6
7
4

TORIL DISTRICT
10002

ATAN-AWE

0

1,060

-

10003

BANKAS HEIGHTS

151

7,191

21

10004

BARACATAN

38

2,561

15

10005

BATO

0

7,133

-

10007

CROSSING BAYABAS

29

12,349

2

2

10010

CATIGAN

15

2,698

6

6

10011

DALIAO

0

19,993

-

-

10012

DALIAON PLANTATION

15

3,324

5

5

10013

EDEN

0

2,309

-

10014

KILATE

0

1,193

-

June 2013

-



14
10





-

-

Page 43

TA-8195 PHI: DAVAO SUSTAINABLE URBAN TRANSPORT PROJECT
PT
Vehicles
per 1000
Population
(2010)
10

Review of Existing
Public Transport
PT
Vehicles
per 1000
Population
(2018)
9

Code

Barangay

PT
Vehicles
Assigned
to Routes

10015

LIZADA

163

16,725

10017

MARAPANGI

0

6,128

-

10020

SIRAWAN

163

5,792

28

10022

TAGURANO

0

1,150

-

-

10023

TIBULOY

38

2,141

18

10

10025

TUNGKALAN

11

2,836

4

4

Population
(2010)

High
Growth
Area




9

TUGBOK DISTRICT



11001

ANGALAN

47

2,465

19

11002

BAGO OSHIRO

4

8,305

0

0

11004

BIAO ESCUELA

0

3,009

-

-

11005

BIAO GUIANGA

0

2,962

-

-

11006

MATINA BIAO

5

1,340

4

2

11008

MANAMBULAN

49

2,611

19

11009

MANUEL GUIANGA

28

6,088

5

5

11011

NEW CARMEN

0

1,961

-

-

11012

NEW VALENCIA

0

1,516

-

-

11014

TACUNAN

0

3,095

-

-

11015

TAGAKPAN

47

4,186

11

11

11016

TALANDANG

0

3,118

-

-

June 2013



8

9

Page 44

Review of Existing
Public Transport

TA-8195 PHI: DAVAO SUSTAINABLE URBAN TRANSPORT PROJECT

Annex C: Journey Times Along Selected Public Transport Routes
a)

Toril

Location

Distance
(Km)

Travel Time (mins)
AM

Travel Speed (kph)

PM

AM

07-10

MidDay
10-15

07-10

MidDay
10-15

15-18

6.5

14.9

24.3

2.9

8.0

1.1

PM
15-18

23.3

26

16

17

9.3

8.6

22

19

20

4.2

4.2

2.7

15

15

23

3.0

7.3

12.6

8.0

25

14

23

2.1

9.8

13.4

12.1

13

10

11

15.6

44.2

63.7

54.7

21

15

17

Toril
Ulas
Matina (Center Point)
Matina (Quimpo)
Bankerohan Bridge
CBD (Roxas)
Total

June 2013
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Location

Distance
(Km)

Travel Time (mins)
AM

Travel Speed (kph)

PM

AM

07-10

MidDay
10-15

07-10

MidDay
10-15

15-18

2.5

9.7

11.7

3.7

11.3

1.1

PM
15-18

12.9

15

13

12

11.8

13.2

20

19

17

3.7

5.5

5.2

18

12

12

2.9

9.0

7.8

9.8

19

22

18

6.4

13.2

18.7

24.7

29

21

16

16.6

46.8

55.5

65.8

21

18

15

CBD (Roxas)
Bolton Bridge
Matina (Quimpo)
Matina (Center Point)
Ulas
Toril
Total
b) Calinan

June 2013
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Location

Distance
(Km)

Travel Time (mins)
AM

Review of Existing
Public Transport

Travel Speed (kph)

PM

AM

07-10

MidDay
10-15

07-10

MidDay
10-15

15-18

13.9

27.3

28.2

6.7

13.8

2.9

PM
15-18

27.2

31

30

31

16.2

11.7

29

25

34

9.2

7.0

4.8

19

25

36

1.0

4.2

5.1

2.8

15

12

22

3.7

10.7

7.0

8.2

20

31

27

2.7

8.5

11.7

9.2

19

14

17

30.9

73.7

75.1

63.9

25

25

29

1.8

10.2

7.4

8.2

11

15

13

3.1

11.4

6.6

14.9

16

28

12

0.9

3.3

4.2

2.2

17

13

25

3.0

11.6

4.5

6.2

15

39

29

6.8

15.7

10.1

10.0

26

40

41

14.2

35.0

26.2

31.1

24

33

27

29.7

87.0

59.0

72.6

20

30

25

Calinan
Mintal
Ulas
Matina (Center Point)
Matina (Quimpo)
Bolton Bridge
CBD (Roxas)
Total
CBD (Roxas)
Bankerohan Bridge
Matina (Quimpo)
Matina (Center Point)
Ulas
Mintal
Calinan
Total

June 2013
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c) Catalunan Grande

Location

Distance
(Km)

Travel Time (mins)
AM
MidPM
Day
07-10
10-15
15-18

Travel Speed(kph)
AM
MidPM
Day
07-10
10-15
15-18

Catalunan Grande
3.3

11.8

14.3

21.3

17

14

9

1.7

5.4

4.2

4.0

19

24

26

1.1

6.7

4.7

4.5

10

14

15

3.7

8.9

11.0

9.5

25

20

23

2.1

8.5

12.7

8.5

14

10

14

11.8

41.2

46.9

47.8

17

15

15

2.2

7.5

17.9

18.8

18

7

7

3.1

6.0

8.3

9.8

31

22

19

1.0

2.3

6.1

6.3

25

10

9

1.7

8.7

4.9

4.2

11

20

24

3.2

9.7

10.3

15.5

20

19

12

11.1

34.2

47.3

54.6

20

14

12

Mc Arthur Highway
Matina (Center Point)
Matina (Quimpo)
Bolton Bridge
CBD (Roxas)
Total
CBD (Roxas)
Bankerohan Bridge
Matina (Quimpo)
Matina (Center Point)
Mc Arthur Highway
Catalunan Grande
Total
June 2013
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d) Bunawan (via Buhangin)

Location

Distance
(Km)

Travel Time (mins)
AM
MidPM
Day
07-10
10-15
15-18

Travel Speed (kph)
AM
MidPM
Day
07-10
10-15
15-18

Tibungco
5.4

13.4

14.0

15.8

24

23

20

6.9

15.7

16.4

16.3

26

25

25

1.6

4.2

3.8

4.5

23

25

21

4.9

19.7

22.4

23.3

15

13

13

18.7

52.9

56.6

59.9

21

20

19

Panacan
CP Garcia/Buhangin
Buhangin/JP Laurel
CBD (Roxas)
Total

June 2013
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Location

Distance
(Km)

Travel Time (mins)
AM
MidPM
Day
07-10
10-15
15-18

Review of Existing
Public Transport

Travel Speed (kph)
AM
MidPM
Day
07-10
10-15
15-18

CBD (Roxas)
3.1

10.0

19.6

21.6

18

9

8

1.5

3.8

4.2

4.7

24

22

19

6.9

15.0

17.2

17.0

28

24

24

5.1

9.4

12.0

11.2

33

26

27

16.6

38.1

53.0

54.5

26

19

18

JP Laurel/Buhangin
Buhangin/CP Garcia
Panacan
Tibungco
Total

e) Bunawan – Sasa (via J.P.Laurel)

June 2013
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Location

Distance
(Km)

Travel Time (mins)
AM

Review of Existing
Public Transport

Travel Speed (kph)

PM

AM

07-10

MidDay
10-15

07-10

MidDay
10-15

15-18

5.2

12.5

15.2

5.8

14.5

2.7

PM
15-18

14.9

25

20

21

15.4

15.3

24

23

23

9.0

12.3

17.2

18

13

9

1.8

3.8

8.3

4.6

28

13

23

2.8

11.5

17.9

15.5

15

9

11

18.2

51.3

69.1

67.4

21

16

16

3.0

13.2

18.8

19.3

14

10

9

3.0

9.3

12.4

12.0

19

15

15

5.8

15.0

21.3

14.7

23

16

24

5.1

9.8

13.4

11.3

31

23

27

17.0

47.2

65.9

57.3

22

15

18

Tibungco
Panacan
Insular
JP Laurel/Cabaguio
Cabaguio/L Garcia (F/O)
CBD (Roxas)
Total
CBD (Roxas)
JP Laurel/Buhangin
Insular
Panacan
Tibungco
Total

f) Bunawan – Sasa (via R.Castillo)
Location

Distance
(Km)

Travel Time (mins)
AM

Travel Speed (kph)

PM

AM

07-10

MidDay
10-15

07-10

MidDay
10-15

15-18

5.2

12.5

15.2

5.8

14.5

3.2

PM
15-18

14.9

25

20

21

15.4

15.3

24

23

23

13.0

13.0

13.0

15

15

15

2.8

11.5

17.9

15.5

15

9

11

17.0

51.5

61.5

58.6

20

17

17

Tibungco
Panacan
Insular
Cabaguio/L Garcia (F/O)
CBD (Roxas)
Total
June 2013
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Distance
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Travel Time (mins)
AM
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Travel Speed (kph)

PM

AM

07-10

MidDay
10-15

07-10

MidDay
10-15

15-18

3.0

13.2

18.8

3.0

9.3

5.8

PM
15-18

19.3

14

10

9

12.4

12.0

19

15

15

15.0

21.3

14.7

23

16

24

5.1

9.8

13.4

11.3

31

23

27

17.0

47.2

65.9

57.3

22

15

18

CBD (Roxas)
JP Laurel/Buhangin
Insular
Panacan
Tibungco
Total
g) Acacia

June 2013
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Location

Distance
(Km)

Travel Time (mins)
AM

Review of Existing
Public Transport

Travel Speed (kph)

PM

AM

07-10

MidDay
10-15

07-10

MidDay
10-15

15-18

12.0

48.8

35.0

1.5

6.5

2.7

PM
15-18

55.9

15

21

13

4.3

4.7

14

21

19

13.5

15.9

16.3

12

10

10

1.5

10.5

22.2

10.5

9

4

9

17.7

79.3

77.3

87.4

13

14

12

4.6

37.3

33.3

33.3

7

8

8

1.6

3.3

6.1

5.9

30

16

17

12.0

30.0

29.7

31.8

24

24

23

18.2

70.6

69.1

71.0

15

16

15

Acacia
CP Garcia/Buhangin
Buhangin/JP Laurel
CBD (Roxas)
Bankerohan
Total
Bankerohan
JP Laurel/Buhangin
CP Garcia/Buhangin
Acacia
Total
h) Circulatory Route 4

June 2013
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Location

Distance
(Km)

Travel Time (mins)
AM
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Travel Speed (kph)

PM

AM

07-10

MidDay
10-15

07-10

MidDay
10-15

15-18

1.7

4.5

5.6

3.2

12.9

1.0

PM
15-18

5.0

23

18

20

16.2

17.6

15

12

11

5.8

8.9

7.0

11

7

9

0.5

2.7

2.9

2.8

10

10

10

3.1

10.4

17.9

26.0

18

10

7

9.5

36.2

51.5

58.3

16

11

10

JP Laurel/Cabaguio
Cabaguio/L Garcia (F/O)
St Pedro/CM Recto
CBD (Roxas)
Quirino/JP Laurel
JP Laurel/Cabaguio
Total
i)

Circulatory Route 10

June 2013
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Location

Distance
(Km)

Travel Time (mins)
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Travel Speed (kph)

AM
07-10

MidDay
10-15

PM
15-18

AM
07-10

MidDay
10-15

PM
15-18

2.4

12.4

14.0

17.8

12

10

8

2.5

13.0

14.6

14.8

12

10

10

1.7

5.6

8.5

9.8

18

12

10

2.7

7.9

10.3

9.5

20

16

17

3.4

19.6

23.3

23.3

10

9

9

12.7

58.5

70.7

75.2

13

11

10

JP Laurel/Magsaysay
Bankerohan
JP Laurel/Magsaysay
Magsaysay/L Garcia
Cabaguio/JP Laurel
JP Laurel/Magsaysay
Total
j)

Ma-a

June 2013
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Distance
(Km)
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Travel Time (mins)

Travel Speed (kph)

AM
07-10

MidDay
10-15

PM
15-18

AM
07-10

MidDay
10-15

PM
15-18

5.0

13.3

17.0

14.4

22

17

21

1.2

6.5

5.0

4.3

11

14

17

2.6

12.2

12.2

12.2

13

13

13

8.8

31.9

34.2

30.9

17

15

17

2.2

11.6

11.6

11.6

11

11

11

1.1

4.3

3.6

5.4

16

19

13

4.9

11.1

15.0

12.6

27

20

23

8.2

27.0

30.3

29.7

18

16

17

Ma-a/CP Garcia
Ma-a/MacArthur
Bankerohan Bridge
CBD
(Bangoy/Magsasay)
Total
CBD
(Bangoy/Magsasay)
Bankerohan Bridge
Ma-a/MacArthur
Ma-a/CP Garcia
Total

June 2013
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Annex D: Transport Operator Survey Forms
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1

Introduction

1.1

Context
This report is the third in a series that explores what would be needed to improve and
reform Davao City’s public transport services. The first two reports – Review of
Urban and Transport Plans, and Review of Existing Public Transport – were largely
concerned with highlighting gaps and deficiencies in the existing system of urban and
transport planning in Davao, and the emerging challenge of providing adequate
public transport in the context of rapid urbanisation. Such deficiencies and
challenges include:
• rapid urbanisation and ‘urban sprawl’ that is outpacing the provision of
appropriate public transport services;
• inadequate scrutiny of the transport impacts of new developments;
• urban transport policies that seek to maximise road space for private vehicles at
the expense of public transport operations and pedestrian movements;
• non-existent or poor public transport provision in barangays occupied by more
than one-third of the urbanised population;
• complex public transport route structures and fragmented transport industry
operations, which are difficult to manage and operate reliably, and which appear
to have only a marginal commercial return, meaning that they may not be
sustainably in the longer term;
• use of inappropriate public transport vehicle types to convey passengers
efficiently;
• inadequate investment in road development and maintenance, and in the
facilities required to support public transport operations, a safe and convenient
pedestrian environment and non-motorised transport;
• responsibility for transport-related matters spread across several local
government and national government agencies, without always being well
coordinated;
• existing public transport franchising mechanisms that do not specify the exact
levels of service to be provided, leading to widespread irregularities and
shortcomings in transport provision;
• a general lack of local government involvement in planning, commissioning and
regulating public transport services that meet the social and economic needs of
citizens, and encourage sustained economic growth; and
• poor management of public transport corridors, including poor frontage
management and an over-emphasis on traffic enforcement, rather than transport
management, leading to unreliable journey times.
In contrast, the present report concentrates on bringing forward solutions to some of
these issues in a comprehensive and integrated way. The objective at this stage is to
set out a strategic framework that can be reviewed and agreed upon by a wide range
of stakeholders, rather than describing detailed arrangements for introducing the
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proposed measures. Detailed questions regarding implementation timescales,
phasing and institutional issues will be considered further in a subsequent report.
1.2

What will Public Transport Reform Involve?
This Comprehensive Public Transport Strategy (CPTS) – which is the starting point of
the reforms that are thought to be necessary – will therefore need to include
proposals relating to:
• Transport operations – including network coverage, service levels, the vehicle
types to be used, and integration between different public transport modes;
• Supporting infrastructure and facilities – including public transport terminals,
passenger and pedestrian facilities, and public transport corridor management;
• Contracting, franchising and financial arrangements – including the procurement
and regulation of services, and the equitable distribution of costs and revenues;
• Institutional and organisational arrangements – including the ability of the City
Government to plan, develop, monitor and manage the strategic public transport
network on an ongoing basis, in conjunction with national government partner
agencies and in the context of wider urban transport policies; and
• Social impacts and capacity development needs – including ways of mitigating
any adverse impacts of public transport reform, and supporting organisations
and individuals who are involved in is implementation.
Throughout this process, the concepts of ‘sustainability’ – a lasting solution that aims
to protect and enhance the environment, while still being affordable and socially
acceptable – and ‘inclusivity’ – a transport network that is intended for use by, and is
available to all citizens of Davao and its surrounding area – have been the guiding
considerations. The overwhelming conclusion is that the Davao City government
must take a pro-active role in shaping, owning and operating the strategy, if public
transport reform is to be implemented successfully.
It is important to note that this strategy is not intended to be a fixed ‘plan’, which
might rapidly become out of date in the face of changing circumstances, but a set of
procedures that, if applied consistently, will lead to the desired reforms and
improvements over a number of years. As such, it cannot provide all the answers
immediately, and further study and research will be required as its implementation
proceeds.

1.3

Stakeholder Involvement, Expectations and Feedback
One of the important objectives of this project is to involve the widest possible range
of stakeholders in the development, and subsequent ‘ownership’, of the proposed
comprehensive public transport strategy, and its associated reform program. To this
end, the consultants have conducted structured interviews with more than 56
stakeholder groups. Briefings and fora have also been conducted to orient more than
200 offices and organisations of transport regulators, providers and users on the
aims of the project, the consultants’ findings to date, and the emerging
comprehensive public transport strategy. In addition, regular meetings have been
held with city government officials and officials of national government agencies who
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are involved with transport-related activities within the city. The following illustrates
the range of concerns expressed during these stakeholder liaison activities:
• recognition among some city officials, as well as transport users and transport
providers, that public transport service coverage is incomplete in some areas of
the city, and that the transport impacts of city growth are not being adequately
managed; inadequate coverage has led to the proliferation of unsafe, unreliable
and expensive transportation options in many areas;
• a feeling that in some areas, such as the central business district, for example,
there are too many public transport vehicles, as well as private vehicles, which
together cause congestion and affect air quality, and that the city would benefit
from some form of ‘mass transit’ system;
• concern about the age of many existing public transport vehicles, the impact on
commuters should they be phased out without adequate replacement, and the
basis upon which age limits are set;
• complaints from bus operators that air-conditioned vans are competing unfairly
with buses on regional routes, that the DCOTT Ecoland terminal is becoming
more congested, and that increasing traffic congestion on city streets is having
an adverse affect on bus operations;
• various other administrative and operational concerns of transport operators and
drivers (e.g. limitations placed on taxi operations at malls and other locations,
and delays in issuing penalties for traffic violations detected by the City’s CCTV
system);
• dissatisfaction of a number of civil society representatives with the poor state of
non-motorised transport and pedestrian facilities;
• similar dissatisfaction with the apparent lack of awareness of transport providers
of the special needs of persons with disability (PWDs);
• concerns about competition between jeepneys, motorised tricycles (MTH) and
other informal (and unauthorised) public transport modes (e.g. motorcycles/
habal-habal) on a number of routes, and the encroachment of trisikads on main
roads;
• a wide belief that improved traffic management, enforcement and education of
road users, leading to greater discipline in the use of road facilities, is the key to
reducing traffic congestion;
• unclear coordination arrangements related to some aspects of transport policy
development and program implementation (e.g. between various policy-making
and supervisory boards, between various public transport franchising agencies,
and in the actual development and programming of transport-related
infrastructure projects);
• a related concern that transport-related responsibilities within the city
administration are shared between too many different agencies, and there is
currently no agency with overall responsibility for such matters;
• a feeling that the city government is not being sufficiently proactive in addressing
the full range of transport issues facing the city;

August 2013

Page 3

TA-8195 PHI: DAVAO SUSTAINABLE URBAN TRANSPORT PROJECT

Comprehensive
Public Transport
Strategy

• apprehension among a number of city officials and other stakeholders about their
understanding of urban transport issues and their capacity to participate
effectively in undertake some of the tasks involved;
• concern that the lack of continuity in some key city government positions might
undermine progress in developing and implementing public transport reform;
• tension between government transport agencies, transport providers and some
civil society representatives, often resulting in a lack of trust, cooperation and
coordinated action;
• a widespread feeling among many non-government stakeholders that their
participation in meaningful policy formulation needs to be improved;
• apprehension that practices and processes that are not consistent with good
governance will negatively impact on public transport reform, and that corruption,
lack of transparency and poor stakeholder participation will have to be
addressed;
• apprehension that changes in the city’s public transport system would only
benefit a few private business groups, and that existing providers such as
transport service cooperatives would not be able to participate or compete; and
• recognition by most stakeholders that any reform of the city’s public transport
system needs to be introduced in a socially sensitive and responsible way, in
particular with due consideration to the effects on the livelihood of transport
providers, and the identification of realistic income-generating alternatives when
and where possible.
Needless to say, not all issues and concerns were raised by all stakeholders.
However, those listed were raised on at least one occasion, and sometimes by more
than one individual or group.
It should also be noted that discussions were often conditioned by stakeholders’
limited understanding of urban transport issues. Thus, not all of the issues identified
by the consultants were raised or, indeed, well understood. Nevertheless, the above
list may still be regarded as a valuable indication of stakeholders’ views and
experiences of the current public transport system.
In order to focus on the development of a comprehensive public transport strategy,
the consultants have further summarised the situation as follows:
• there is a shared concern among stakeholders about the state of public transport
in Davao (i.e., congestion, safety, viability of operations, governance issues);
• there is a general openness to improvements, but with specific concerns about
impacts on livelihood of transport providers, affordability of public transport and
ensuring transparency and accountability of the government agencies involved;
and
• importance is placed on following through and sustaining stakeholder
involvement in strategy development and implementation – which is best led by
local government, in line with national policies for sustainable urban transport
and with the support of national government agencies.
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2

Public Transport Operations

2.1

General
This section of the report sets out a ‘new paradigm’ for public transport operations in
Davao City, aimed at meeting the deficiencies described earlier and recognising that
reform is necessary. As such, it concentrates on the scope and form of proposed
improvements that might be achievable in the next 3 to 5 years, while recognising
that the application of routine planning procedures, and consequent ongoing
adjustments, will almost certainly be required over a much longer period. While
some reference is made to these longer-term requirements, these are not the main
focus of the present report.

2.2
Envisaged Network Structure and Operating Principles
2.2.1 City public transport services
The proposed network structure would be hierarchical, that is it would be made up of
a series of inter-linked and coordinated services that, together, provide a seamless
but appropriate transport system usable by the maximum number of Davao’s citizens
and visitors. This hierarchy of services would include:
• Level 1: ‘Core’ transport services, catering to the highest passenger volumes
within the jurisdiction of Davao City, and forming the ‘backbone’ of the system in
highly prioritised and managed transport corridors;
• Level 2a: ‘Feeder’ services, linking other populated areas of the city to the ‘core’
transport corridors; in a number of cases, these would also provide the basis for
local area services within the emerging urban sub-centres of Toril, Calinan and
Bunawan;
• Level 2b: City Centre circulatory services, distributing passengers between ‘core’
transport routes and various locations within the City Centre;
• Level 3: Local transport services, whose main function is to distribute
passengers between local origins and destinations and key interchange locations
along the ‘core’ and ‘feeder’ transport corridors; many of these will operate within
sub-divisions and other residential areas where the main ‘feeder’ services cannot
easily penetrate.
The main rationale for such a hierarchy is to allow the efficient use of appropriate
vehicle types on each part of the network (see also Section 2.3), and to develop
passenger confidence through a strongly integrated system of public transportation.
However, it must be recognised that such a radical change to the pattern of transport
provision will give rise to new challenges, including the need to:
• limit any associated passenger interchange and inconvenience to an absolute
minimum;
• ensure passenger security; and
• minimise or eliminate the payment of an additional fare when changing from one
vehicle (route) to another.
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To achieve these objectives, interchange points and ticketing systems will need to be
designed accordingly.
Another difference between the existing and proposed arrangements would be that
public transport vehicles would be required to stop at designated locations, rather
than on demand (at least on the core network and the busiest parts of the feeder
network). This would allow:
• passenger facilities (shelter, security, information, road crossings, etc.) to be
properly designed and managed; and
• loading and unloading to be accomplished safely and with less disruption to the
general flow of traffic.
Once again, however, there will be implications for passenger behaviour, frontage
and corridor management, and infrastructure investment that will need to be
overcome in meeting these objectives. Measures to address these concerns are set
out in Section 3.
Finally, service provision would be arranged according to fixed, pre-arranged
schedules (timetables), in order to provide a reliable level of service to passengers.
2.2.2

Regional transport services
The above reform of the Davao City public transport network needs to be viewed in
the context of the wider, regional transport services (buses and aircon vans) – which
may be considered to represent a separate ‘layer’ in the transport hierarchy. The
present view is that these are generally operating without too many issues and need
not be included in the main public transport reform program. However, it is also
recognised that there are likely to be potential future capacity constraints at the
central DCOTT terminal, and that its current location is not particularly convenient for
passengers or operators. Measures are therefore set out in Section 3 to address
these issues and to ensure that the regional services connect effectively to those
covering the city area itself. The development of these terminals will also begin to
address the current situation in which regional transport service are allowed to
compete with internal city services over parts of the network.
For regional buses (and their passengers), the main impact is likely to be on terminal
re-location and associated revision of access routes. For vans, the provision and
regulation of terminals will also be the main issue, with passenger convenience,
comfort, and security being the most important requirements. However, there seems
no reason why the operation of existing and planned van terminals in conjunction
with the main shopping malls should not be allowed to continue, provided they are
well designed and operated.

2.2.3

Taxi services
Likewise, taxi services – which operate more freely and represent a different part of
the transport market (in both price and clientele) – do not appear to present too many
issues for transport users or regulatory authorities. In the context of the city’s
transport system they provide a combination of i) premium door-door services and ii)
local feeder services to and from the core or feeder public transport network. In
overall strategy terms, it is essential that they remain affordable, well regulated (in
terms of both quality and quantity), and that taxi operators are encouraged to provide
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reliable, professional services, accessible to all. While there seems no reason to
intervene in normal commercial arrangements between the larger taxi companies and
individual property owners (such as those at large malls and other similar facilities), a
system of appropriately located public taxi stands, at major transport interchange
locations, markets, etc., would be beneficial – and should be encouraged, and
developed by the city authorities, in conjunction with taxi operators. At the same
time, taxi drivers must be discouraged from congregating in locations where they
would cause traffic congestion or delays to other public transport vehicles. This issue
is also considered further in Section 3.
2.3
Network Coverage and Service Patterns
2.3.1 General
In developing a new integrated hierarchy of transport services for Davao City, it will
be essential to prioritise the following critical issues:
• extending public transport services to urbanised areas of the city that are
currently unserved, especially where population growth is likely to occur in the
short- to medium-term;
• strengthening services where they are currently inadequate, again concentrating
on new development areas;
• rationalising the many overlapping jeepney routes; and
• defining a more appropriate role for motorised tricycles (or similar vehicle types).
Further considerations involve a combination of:
• the system capacity required to accommodate likely passenger demand;
• the appropriate vehicle type(s) required to satisfy the predicted demand while
providing the desired level of service, and
• the level of service to be offered to passengers in terms of frequency of
operation.
Each of these elements of system design is considered below.
In developing these themes, the consultants have attempted to base their
recommendations as far as possible on the broad shape of the existing network,
recognising that changes that are too radical may be resisted by existing transport
providers and transport users.
Further consideration is given to the franchising, operating and institutional regimes
required to implement such changes in Sections 4 and 5.
2.3.2

Public transport passenger volumes
As explained in the Review of Existing Public Transport, it is not considered
necessary to analyse public transport passenger volumes by individual transport
routes, since amalgamation and re-definition of these routes are anyway part of the
proposed public transport reforms. Rather, the proposed transport services need to
be designed (initially, at least) to accommodate the total estimated passenger
demand in each part of the transport network. At a later date, it may be possible to
refine this design in the light of improved information about the origins and
destinations of public transport passenger trips.

August 2013

Page 7

Comprehensive
Public Transport
Strategy

TA-8195 PHI: DAVAO SUSTAINABLE URBAN TRANSPORT PROJECT

The passenger volumes estimated from the public transport surveys carried out
earlier in the project, and presented in the Review of Existing Public Transport, are
repeated in Table 1, for convenience.
Table 1: Estimated Passenger Volumes Along Transport Corridors (May 2013)
Corridor

Passenger Volume (persons per hour)
To CBD

From CBD

Peak
3 hours

Off-peak

Peak
3 hours

Off-peak

Toril – Ulas (E of Toril)

1,390

1,036

1,255

923

Toril – Ulas (W of Libby Rd)

2,609

1,306

2,174

1,317

Libby Road

409

288

367

238

Calinan – Mintal

689

357

468

364

2,228

1,299

2,067

946

Mintal – Ulas
Ulas – Matina

5,246

2,893

4,608

2,501

(estimate)

(estimate)

(estimate)

(estimate)

927

432

982

492

Matina (MacArthur
Highway)

3,011

1,882

3,618

1,904

Matina (Quimpo Boulevard)

3,310

3,066

3,940

1,492

Ma-a Road

1,737

1,137

1,725

906

Matina - CBD
(via Bankerohan Bridge)

6,553

5,953

7,851

5,048

Matina - CBD
(via Bolton Bridge)

3,499

2,507

3,090

2,057

Tibungco - Panacan

2,409

1,492

1,835

1,012

932

483

688

415

Panacan – Insular

2,041

1,192

1,694

929

Insular - CBD
(via R.Castillo)

1,583

819

1,163

699

Insular - CBD
(via J.P.Laurel)

1,972

1,728

1,256

1,369

C.P.Garcia
(Panacan - Buhangin)

2,249

2,098

2,100

1,607

Cabantian Road
(Buhangin - Acacia)

1,482

925

1,199

756

Mandug Road
(Buhangin - Waan)

1,267

953

1,252

754

Catalunan Grande Road

Panacan – C.P. Garcia

Buhangin Road (Buhangin
– CBD)

4,998

3,976

4,551

3,117

(estimate)

(estimate)

(estimate)

(estimate)

Note : Passenger volumes marked ‘estimate’ are summed from volumes on
upstream corridors
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It should be noted that the peak period passenger volumes quoted are the average of
the highest three hours in each case. The absolute highest passenger volumes that
may need to be accommodated are therefore likely to be a little higher than those
quoted. In general, off-peak passenger volumes are about two-thirds of peak period
volumes.
It should also be noted that where there are alternative routes, approaching the city
centre over Bankerohan and Bolton Bridges for example, the current distribution of
passenger volumes may well be being determined by the services provided, rather
than precise passenger requirements. As a result, the same distribution may not
need to be replicated exactly by the revised public transport services.
Later in this section, these volumes are used, along with other criteria, to determine
the appropriate vehicle type and service frequency required to meet the need, and
these can then be used, with route length and journey time information, to determine
the number of public transport vehicles required.
2.3.3

Appropriate vehicle types
When considering the most appropriate type of public transport vehicle on each part
of the network, the main considerations are:
•
•
•
•

the volume of passengers to be carried at the busiest time of day;
the best (most efficient) use of road space;
the range of service frequencies that might be acceptable; and
the available road width (since many roads in outer areas of the city are narrow
and those in the city centre often have insufficient width to accommodate the
largest public transport vehicles).

Use of road space
The most efficient way of carrying passengers over a section of the transport network
depends on the volume that needs to be carried. Table 2 illustrates the number of
vehicles of various types that would be required to carry, say, 1,000 passengers.
It will be noted that, with these assumptions, Filcabs are twice as efficient as
passenger cars in terms of the road space required to carry a given number of
passengers, while jeepneys are three times more efficient. However, a bus with a
capacity of, say, 60 passengers is 2.5 more efficient than a jeepney (or 7.5 times
more efficient than a passenger car). Of course, this all depends on the vehicles
being full. A jeepney with only 6 passengers would be no more efficient than a car
with 4 passengers, and a bus with only 24 passengers would be no more efficient
than a full jeepney. In practice, the above calculations should only be used to
illustrate the impact of using different vehicle types, rather than for design purposes.
Nevertheless, they demonstrate that larger public transport vehicles are generally
more efficient than smaller ones in their use of limited road space.
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Table 2: The Use of Road Space by Different Vehicle Types
Vehicle type

Assumed
number
of seats

Passenger car
equivalents 1
(PCE) per
vehicle

PCE per 1000
passengers

Passengers
per hour per
1000 PCE 2

Passenger car

4

1.0

250

4,000

Motorised tricycle

4

2.5

625

1,600

Filcab

12

1.5

125

8,000

Jeepney

18

1.5

83

12,000

Bus

60

2.0

33

30,000

The impact of frequency on passenger capacity
A further consideration is the desired frequency of public transport vehicles along a
given route or corridor 3. The more frequent the arrivals, the less time passengers
have to wait for a vehicle to arrive. In many urban situations a 5-10 minute interval
between public transport vehicles (or a frequency of 6-12 vehicles per hour) is
considered to be adequate. However, in many parts of Davao City passengers are
used to much higher frequencies, and lower waiting times, often becoming impatient
and looking for alternative forms of transport when the awaited vehicle is delayed.
In addition, where there is a requirement to carry a higher number of passengers,
higher frequencies may be used, but if the vehicles used are too small, this will result
in congestion. Table 3 illustrates this point for a range of vehicle types. It will be
seen, for example, that 1000 passengers can be carried by 250 motorised tricycles –
no doubt under relatively congested conditions, and with only 0.24 minutes between
each vehicle – or by 11 large buses at 5.4 minute intervals.
The result is that it is very important to match the type of public transport vehicle used
on a given route or corridor as closely as possible with the expected passenger
volume. In addition, where passenger volumes vary at different times of day, the
frequency of vehicles may need to be varied to accommodate such fluctuations.
However, the vehicle type chosen should still be capable of carrying the peak
passenger demand.

1

2

3

Passenger car equivalent is a measure of the road space taken up by one moving
passenger car; the values used are those specified by the DPWH when estimating
the traffic capacity of urban roadways
1000 PCE is the approximate traffic capacity of one lane of roadway in urban
conditions
In this connection, a ‘corridor’ is defined as a part of the public transport network
where more than one route runs in parallel
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Table 3: Impact of Frequency on Passenger Capacity
Vehicle type

Assumed number
of seats

Frequency
(vehicles per
hour) to carry
1000 passengers
per hour

Interval between
vehicles (mins)

Motorised tricycle

4

250

0.24

Filcab

12

83

0.72

Jeepney

18

56

1.08

Bus

60

17

3.60

Bus

90

11

5.40

Taking all these factors into consideration, Table 4 indicates in simple terms what
might be required on each of the network sections for which passenger volumes are
currently available. This shows that, in general, buses on these corridors would need
to operate at relatively high frequencies, and that on some critical sections (for
example over Bankerohan Bridge, along Buhangin Road and in other parts of
Buhangin District) headways may need to be closer than 1 minute. However, in none
of these cases is it considered to be feasible (at least in the short- to medium-term) to
use larger capacity vehicles, such as articulated buses, because of the limitations on
road width and manoeuvrability. As discussed later, in Section 3, this will have
consequences for infrastructure provision and management, especially along
sections of the core public transport corridor.
Table 4: Required Public Transport Frequencies and Headways by Corridor (1-way)
Corridor

Highest
passenger
volume
(persons
per hour)

Vehicle
type

Frequency
(per hour)

(passenger
capacity)

Interval/
headway
(mins)

Toril – Ulas (E of Toril)

1,390

90

(15.4)

(3.9)

Toril – Ulas (W of Libby Rd)

2,609

90

29.0

2.1

Libby Road

409

20

20.5

2.9

Calinan - Mintal

689

90

(7.7)

(7.8)

2,228

90

24.8

2.4

5,246

90

58.3

1.0

Mintal - Ulas
Ulas - Matina

(estimate)
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Highest
passenger
volume
(persons
per hour)

Vehicle
type
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Frequency
(per hour)

(passenger
capacity)

Interval/
headway
(mins)

982

20

49.1

1.2

Matina (MacArthur
Highway)

3,618

90

40.2

1.5

Matina (Quimpo Boulevard)

3,940

90

43.8

1.4

Ma-a Road

1,737

90

19.3

3.1

Matina - CBD
(via Bankerohan Bridge)

7,851

90

87.2

0.7

Matina - CBD
(via Bolton Bridge)

3,499

90

58.3

1.0

Tibungco - Panacan

2,409

90

26.8

2.2

932

90

(10.4)

(5.8)

Panacan - Insular

2,041

90

22.7

2.6

Insular - CBD
(via R.Castillo)

1,583

90

17.6

3.4

Insular - CBD
(via J.P.Laurel)

1,972

90

21.9

2.7

C.P.Garcia
(Panacan - Buhangin)

2,249

90

25.0

2.4

Cabantian Road
(Buhangin - Acacia)

1,482

20

74.1

0.8

Mandug Road
(Buhangin - Mandug)

1,267

20

63.4

0.9

4,998

90

25.0

2.4

+20

137.5

0.4

Panacan – C.P. Garcia

Buhangin Road (Buhangin
– CBD)

(estimate)

( ) Locations where there is a higher requirement elsewhere in the corridor
2.3.4

Service patterns
From the above analysis, it may be concluded that:
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‘Core’ public transport services
• ‘core’ public transport services, utilising large (90 passenger capacity) vehicles,
are required along the central part of the coastal route from Ulas to Panacan;
• in view of the emerging importance of Toril, Calinan and Bunawan, it is
suggested that the core services are extended to these locations, albeit with a
reduced frequency, by a series of overlapping routes from the north and south
(also using larger buses);
• this would require the development of turn-round facilities (terminals) at Ulas and
Panacan to accommodate short-running vehicles; as noted earlier, these could
also provide effective interchange facilities with southbound and northbound
regional bus services;
• between Ulas and Panacan, multiple routes would be required to serve the two
river crossings (via Bankerohan Bridge and Bolton Bridge), in the west, and the
three existing alternative routes (via Buhangin Road/CP Garcia Highway, JP
Laurel and R Castillo) in the east;
• where possible, one or more facilities should be created in the City Centre to
allow passengers to interchange between these routes, as necessary; the area
around City Triangle and Roxas Avenue is considered to be the most likely
location for such a facility.
‘Feeder’ services
• ‘feeder’ services, predominantly using smaller (say, 20 passenger capacity)
vehicles, would feed into this core network from other areas, including many of
those that are either not served or under-served at present;
• suitable facilities are required along the ‘core’ service corridor where passengers
can interchange between ‘core’ and ‘feeder’ services;
• pressure on Buhangin Road, resulting from the increasing development of the
northern part of Buhangin District, could be partly alleviated by arranging for
some of the Cabantian services to use A. Angliongto Sr. Road.
City Centre circulatory services
The current network of circulatory services in and around the city centre acts as an
effective distribution system for passengers with origins and destinations within that
area. However, the network is relatively complex, and it is known that some routes
either do not operate according to their franchise or do not operate at all. There is
therefore a case for reviewing and revising these services so that they complement
(rather than compete with) core and secondary services. More work is required to
determine exactly how this should be achieved, and which areas/locations should be
served.
Local transport services
It will be noted that none of the corridors surveyed (and included in Table 4) is
suitable for service by motorised tricycles (MTH), or similar-sized vehicles. These
should be confined to serving areas away from the main public transport corridors,
August 2013

Page 13

TA-8195 PHI: DAVAO SUSTAINABLE URBAN TRANSPORT PROJECT

Comprehensive
Public Transport
Strategy

where trips are generally shorter and more diverse, and where it is difficult for larger
public transport vehicles to penetrate. However, there seems no reason why they
should not be allowed to circulate freely rather than being confined to exact routes.
Away from the city centre, many of these locations are easy to identify because the
extent of the various sub-divisions is generally well defined. In the city centre itself,
however, more work will be required to determine how motorised tricycles might
complement circulatory services provided by larger vehicles. There is also a major
task to be undertaken in rationalising and re-deploying existing MTH routes and
services in every part of the city. It is suggested that this work be undertaken, in
conjunction with the relevant city franchising department, on an area by area basis
and at the same time as jeepney and Filcab services are being reorganised.
Depending on the nature of the terrain and the preferences of the various barangay
authorities and sub-division associations, there is no reason either why other forms of
local transport, such as walking, cycling or the introduction of e-trikes, should not be
encouraged as a way of linking developments into the more formal public transport
network.
These local transport modes (whatever form they may take) are a vital part of any
urban transport system, since they provide what is often referred to as the ‘first and
last mile’ in any public transport journey – meaning that, without them, many public
transport journeys would not be made at all. These modes, and their integration into
the overall public transport network, are referred to again in Section 3.5, in the
context of the infrastructure requirements.
Possible network and service configuration
Figure 1 illustrates how the main features of a possible public transport network
configuration for Davao City might evolve. It identifies the core network, feeder
network and main terminal locations. Annex A also sets out an associated
specification for core and feeder services, based on the foregoing analysis, which
would satisfy public transport passenger demand in the short- to medium-term (see
also Table 5) 4.
It must be emphasised, however, that this level of detail is provided at the present
time only for the purpose of illustrating the principle features, scale and implications
4

Compared to Table 4, Table 5 provides a more realistic analysis of capacities and
headways, based on actual service patterns, rather than analysis of individual
network sections. However, it will be noted that the suggested configuration of
routes and services does not precisely match the present peak period passenger
demand. In some cases, there is an over-supply of capacity and in others (notably
across the Davao River bridges) there is a shortfall. This is largely inevitable with a
more simplified type of network. In the case of the river crossings: i) the capacity
has been augmented by extending routes from Ma-a and Matina Aplaya/Ecoland
Drive to the city centre, ii) additional services have been provided across the third
river bridge along the C.P.Garcia Highway, and iii) it is also possible that as the city
develops there will be less intense concentration of passenger volumes on radial
routes to and from the city centre.
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of the proposed public transport system, and is not intended to be a final design. In
reality, further work will need to be undertaken in a subsequent, more detailed,
feasibility study to either confirm or amend this preliminary arrangement. This is
particularly the case where the illustrated network extends coverage to barangays
that are not presently served by formal public transport services. In these cases
there is often more than one option available, which will also need more
consideration by network planners at a later date. At the same time, it should be
recognised that the development of Davao’s public transport system will need to
evolve as the city expands. As in Table 4, the need for high frequency operations
over parts of the core network is again apparent.
Figure 1: Illustrative Public Transport Network
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Table 5: Summary of Service Characteristics, by corridor section (illustrative)
Corridor
Section

Highest
Passenger
Volume
(pax per
hour)

Largest
PT
Vehicle
Type

Combined
Bus
Frequency

Interval/
Headway

(per hour)

(mins)

Combined
Route
Capacity
(pax/hr)

Toril – Ulas (E
of Toril)

1,390

Large
Bus

30

2.0

2,700

Toril – Ulas (W
of Libby Rd)

2,609

Large
Bus

30

2.0

2,700

Libby Road

409

Small
Bus

20

3.0

400

Calinan - Mintal

689

Large
Bus

24

2.5

2,160

2,228

Large
Bus

24

2.5

2,160

5,246

Large
Bus

90

0.7

8,100

982

Small
Bus

50

1.2

1,000

Matina
(MacArthur
Highway)

3,618

Large
Bus

42

1.4

3,780

Matina
(Quimpo
Boulevard)

3,940

Large
Bus

48

1.3

4,320

Ma-a Road

1,737

Large
Bus

39

1.5

1,830

Matina - CBD
(via
Bankerohan
Bridge)

7,851

Large
Bus

57

1.1

5,130

Matina - CBD
(via Bolton
Bridge)

3,499

Large
Bus

48

1.3

4,320

Mintal - Ulas
Ulas - Matina

(estimate)

Catalunan
Grande Road
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Corridor
Section

Highest
Passenger
Volume
(pax per
hour)

Largest
PT
Vehicle
Type

Combined
Bus
Frequency

Interval/
Headway

(per hour)

(mins)

Combined
Route
Capacity
(pax/hr)

Tibungco Panacan

2,409

Large
Bus

24

2.5

2,160

Panacan C.P. Garcia

932

Large
Bus

24

2.5

2,160

Panacan Insular

2,041

Large
Bus

66

0.9

5,940

Insular - CBD
(via R.Castillo)

1,583

Large
Bus

24

2.5

2,160

Insular - CBD
(via J.P.Laurel)

1,972

Large
Bus

42

1.4

3,780

C.P.Garcia
(Panacan Buhangin)

2,249

Large
Bus

24

2.5

2,160

Cabantian
Road
(diverted via
Angliongto Rd
& J.P.Laurel)

847

Small
Bus

40

1.5

800

Cabantian
Road
(Buhangin Acacia)

635

Small
Bus

30

2

600

Mandug Road
(Buhangin Mandug)

1,267

Small
Bus

60

1.0

1,200

Buhangin Road
(Buhangin –
CBD)

4,151

Large
Bus

124

0.5

4,160
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Estimated Fleet Requirement
2.4
2.4.1 Estimated number of vehicles required
The precise number of vehicles required to operate the envisaged public transport
services will depend on a number of factors. Assuming that the main ‘core’ and
‘feeder’ services are provided by buses of various sizes, these factors would include:
• Passenger capacity: usually expressed as a total that includes seated capacity
and standing passengers. Clearly the higher capacity a bus offers, the fewer
such buses will be required to move a given number of passengers. However,
account should be taken of the impact of vehicle capacity on headways – it might
be unattractive, for example, to adopt a long headway through the use of a high
capacity buses. In addition, use of bus types that can accommodate standing
passengers during peak periods means that during other times of day all
passengers can be comfortably accommodated with the same number of buses.
• Bus layout: low floor buses that have a low initial entry step, and a partially or
wholly step-free floor once boarded, can greatly increase the efficiency of
boarding, especially for passengers impeded through disability or encumbered
with items such as luggage or baby carriages. Additionally, a bus with more than
one door can be very much quicker to board and alight, since conflicting
passenger movements can be eliminated.
• Ticketing and fare collection systems: the form of ticketing adopted and the
methods for collecting fares also have a major impact on the efficiency of
operations, mainly through the impact on passenger boarding times. In Davao,
the single most effective way of minimising boarding times would be to use
conductors who collect fares as the bus is moving along. However, other
ticketing and fare related factors also have a major impact; for example, the
extent to which fares are prepaid through the adoption of off-bus ticket sales or
the use of prepaid tickets that can be read by a device on the bus as a
passengers board or alight.
In addition, as indicated elsewhere in this report, there are many other factors that
are not directly related to the design of a bus that impact on the number of buses
required to provide a service. These include the layout and location of stops,
interchanges and terminals, the management of sidewalk activities, and the level of
provision of bus priority measures. Many of these factors are outside the direct
control of bus operators but can be addressed through partnership arrangements
with local highway authorities, such as those mentioned in Section 3.
Clearly, the number of vehicles required will need to be refined further as the project
proceeds, once decisions have been made about the exact vehicles to be used and
more is known about the likely operating environment. However, in order to gain a
broad appreciation of the scale of the requirement, the following number of buses has
been estimated from the analysis contained in Annex A:
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Comprehensive
Public Transport
Strategy

: 334
: 52
: 762
: 244

In each case, an allowance of 10% has been made for spare buses to cover periods
when other buses are being maintained.
The introduction of buses to the feeder network could be phased over a number of
years, with some of the routes continuing to be operated by existing vehicle types
(jeepneys and Filcabs) until development of the city expands and/or the associated
road network is better developed. Further examination of Annex A indicates that
about 320 of the smaller vehicles might be needed initially, with the remaining 442
being introduced later.
2.4.2

Possible vehicle types
It is not considered necessary at this early stage of public transport strategy
development to produce an exact specification of the various vehicle types that might
be used. It might, however, be useful to bear in mind some of the practical options
that are available. These are set out in Table 6, which is based on standard
production vehicles that are readily available in the marketplace. Illustrations are
also provided for each type mentioned.
However, this does not mean that there is no role in the strategy for existing vehicle
types, such as jeepneys, Filcabs and motorised tricycles since, as indicated earlier,
these could still be used to provide feeder services, and other local services in the
short- to medium-term – during the phased introduction of a long-term bus network.
The choice of vehicle type will, in each case, also depend upon the price that can be
afforded, given the relatively low fare levels currently allowed by LTFRB and the need
to operate under sustainable commercial conditions. Under these circumstances it is
quite likely that an initial fleet of buses will need to be of a fairly basic type, which can
then be upgraded later as increased fares become more affordable.

2.4.3

Indicative fleet investment costs
The full fleet cost will vary according to the mix of vehicles required – their size and
specification being the main determinants. The following indicative cost is based on
the assumption that a local consortium of operators would need to purchase a
complete fleet consisting of 386 standard 12-metre low floor single deck buses and
1,006 ‘coaster’ type buses, all of Chinese origin. As indicated in Table 6, the
standard sized buses would each cost as much as PhP8.0 million and the smaller
ones as much as PhP 3.5million.
Using this fleet mix, the total investment required would be PhP6,609 million (or
around $165 million). This can be broken down into:
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•

Core network:
i) Large buses
• Feeder network:
i) Large buses
ii) Small buses (initially)
iii) Small buses (later)
• City centre routes:
i) Small buses

: PhP 2,672 million ($66.8 million)
: PhP 416 million ($10.4 million)
: PhP 1,120 million ($28.0 million)
: PhP 1,547 million ($38.7 million)
: PhP

854 million ($21.4 million)

The way the fleet cost is built into the full operating cost will depend on the precise
financing and project delivery model that is adopted. However, it is essential that the
fleet is properly costed and that depreciation and provision for fleet replacement is
properly taken into account. One way of ensuring that this is done adequately and
consistently is to lease, rather than purchase, the buses required.
For illustrative purposes, it is assumed that the vehicles are leased over an operating
life of 12 years. As a broad guide, leasing costs for reasonably standard ‘off the
shelf’ production buses might be around 17% of the purchase price per year for the
first six years, then 8.5% per year for the remaining six years. The lessee would be
responsible for a mid-life refurbishment that may cost around PhP400,000 ($10,000)
per bus, and the leasing company would retain the residual value of the vehicle (or
sell it to the lessee) at the end of 12 years. This residual value could be around 10%
of the initial purchase price.
The leasing model outlined above is commonplace in the bus industry and, whilst it
may represent an overstatement of costs compared with outright purchase or loan
financing, it automatically builds in the cost of fleet replacement. As such, it includes
a proxy for depreciation in that the next tranche of fleet, be it for reasons of
expansion or replacement, would be based on the retail cost of the vehicle at the time
of purchase.
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Table 6: Example Bus Types
Type

Manufacturer
Examples

Typical
Capacity
(seated/
standing/
total)

Length
(m)

Width
(m)

Propulsion

Estimated
Unit Cost
(PhP
million)

‘Coaster’
midi-bus

Comments

Toyota, Mitsubishi,
Golden Dragon

20/0/20

7.10

2.10

Diesel,
LPG, hybrid

3.0-3.5

Cost is for diesel powered
version; other propulsion types
at extra cost

‘Solo’
low floor
midi-bus

Optare, Wright

20/10/30

7.80

2.33

Diesel,
LPG, hybrid,
electric

4.0-4.2

Cost is for diesel powered
version; other propulsion types
at extra cost

Standard
single deck

Nissan, MB, Volvo,
Scania, Golden
Dragon

45/45/90

12.00

2.40

Diesel

7.0-8.0

Not readily available with other
forms of propulsion; may be
Philippine built or assembled

Low floor
single deck

MB, Volvo, Scania,
Golden Dragon,
King Long

45/45/90

12.00

2.55

Diesel,
LPG, CNG,
hybrid

8.2-10.2

Cost is for diesel powered
version.

Articulated
single deck

MB, Volvo, Scania,
King Long

60/70/130

18.75

2.55

Diesel,
LPG, CNG

8.1-9.4

Cost is for diesel powered
version.

Articulated
low floor
single deck

MB, Volvo, Scania,
King Long

60/70/130

18.75

2.55

Diesel,
LPG, CNG,
hybrid

9.5-12.0

Cost is for diesel powered
version.

Note: 1) All products are capable of meeting Euro IV emission standards
2) All costs include air-conditioning
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‘Coaster’ type midi-bus

‘Solo’ type low floor midi-bus

Standard single deck bus

Low floor single deck bus
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2.5

Financial Viability
Again, at this preliminary level of strategy development, it is important to generate a
realistic assessment of operating costs and revenues, in order to provide confidence
in the affordability of the broad proposals and to provide an indication to potential
sponsors and operators of the order of revenues (or revenues plus other financial
support) that might be needed to cover costs.

2.5.1

Estimated operating costs
It is important to ensure that any estimate of bus operating costs includes all
elements of the cost involved. To do this the present consultants have used local
values of fixed and variable cost items to estimate an approximate bus operating cost
per hour for the different types of vehicle that might be used in Davao City. The
calculations have been based on a scenario which involves 220 buses (200 in
operation and 20 spare). Capital costs are as outlined in Section 2.4, and are spread
over the operational life of the vehicle. Other significant assumptions are as follows:
• operating hours per bus per day: An operating day of 16 hours is assumed,
equivalent to 5,840 hours per bus per year.
• spare buses: An allowance has been made for spare buses to cover peaks in
demand, perturbations such as traffic delays or breakdowns, and replacements
during routine fleet maintenance or repair. Without the benefit of more detailed
data it is usual to assume that the number of additional buses required will be
10% of the number of scheduled operational vehicles.
• charge for garage and other premises: It is necessary to take into account the
cost of providing garages and other operational premises, as these are real costs
that need to be included in the overall operating cost of a vehicle. However,
where an existing operator operates a new service or a consortium of operators
is formed to operate a service, the operator may be able to provide the new
service using existing garage resources, and thus not incur the full costs
associated with the provision of new premises.
Based on these calculations, it is estimated that operating costs for the fleet of 220
buses (in Davao) could be in the range of P850-P1,150 per bus hour for standard
buses and P430-P540 for ‘Coaster’ types. The variability in operating costs arises
largely from different approaches to funding fleet purchase. For the purpose of this
strategic overview a mid-range cost has been taken for each vehicle type of P1,000
and P485 respectively.
These values represent the minimum revenue that needs to be secured from
passengers, and other sources, to cover operating costs.

2.5.2

Estimated fare revenues
The consultants have also made a broad, strategic level, estimate of the revenues
that might accrue to bus services in the city. Analysis of the passenger load surveys
carried out earlier in 2013 (see report on Review of Existing Public Transport) shows
that the average seat occupancy, spread over the whole day, is likely to be of the
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order of 60% of full load 5. Other statistics derived from the same survey series are
that the average length of a public transport ‘ride’ is 6.9km and that each seat is used
about 3.1 times in the course of an average hour. At present, a 6.9km journey by
jeepney or Filcab costs around P12 6. Overall then, a bus with 20 seats might, on
average, be expected to attract revenue amounting to some P445 per hour, and a
bus capable of carrying 90 passengers might attract revenue amounting to P2,010
per hour.
When compared with the range of operating costs outlined above, it is clear that the
financial operating margins of smaller vehicles on feeder routes are likely to be very
small, while much higher farebox ratios 7 are expected on core routes operated by
larger buses. This only serves to reinforce the assertions made earlier that larger
buses are more economical than smaller buses, and should be used wherever
possible.
It also highlights the need for effective route planning and cost
management of the services operated, as well as the financial and economic burden
being placed on the public transport network by the narrow road widths found in
many of Davao City’s newer suburbs.
These concerns need not deter the introduction of this smaller type of vehicle, since it
is clear that the financial performance of the bus network as an integrated whole is
likely to be positive. It does, however, mean that a mechanism will be needed to
allow operators of the feeder network to be compensated by the operators of larger
buses on the core network, for the services they provide (assuming that these
networks are operated by different operators).
2.5.3

Other factors affecting financial viability
The above analysis has utilised current average values for costs and revenues based
on assumed ideal operating conditions. In reality, however, a much wider range of
factors may come into play, which might impact on financial viability. These factors
include:
•

•

5

6

7

the impact on operating efficiency of severe and chronic road traffic congestion,
and the need to provide effective bus priority measures that would reduce
operating costs for a given level of service;
reduced network revenue performance during any initial transition period in
which existing modes are being phased out;
This is a natural consequence of the variation of passenger volumes by time of day
and imbalances between the peak and non-peak directions of travel, especially
when buses are operated at the same fixed interval throughout the day; it does not
necessarily indicate an oversupply of capacity.
It is noted that the fare applicable to an equivalent journey by ‘regular aircon’ bus
would be P10.7 and by ‘aircon deluxe’ bus would be P11.4. However, it is noted
that these bus fares have not increased since December 2008, although
affordability, as measured by regional GDP per capita, is likely to have risen at
least 15% over the same period.
‘Farebox ratio’ is the ratio between fare revenue and operating cost.
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the need to consider temporary financial support for services that are provided
early in the implementation period of new developments (such as new subdivisions), when the number of passengers available might be reduced;
the impact on revenues of revised (higher) fare scales that reflected the
enhanced quality, reliability and comfort introduced by a conventional bus
service; or of fare scales not keeping pace with operating costs; and
the impact on revenues of concessionary fares for the elderly, PWDs and
students.

Many of these factors involve wider transport policy and network management
actions, which should be the primary responsibility of the office of Davao City
government that deals with such matters – in coordination with the regional office of
the Department of Public Works and Highways (DPWH), where national roads are
involved.
2.6

Towards a Mass Transit System
Past studies have suggested that some form of ‘mass transit’ system may be
required in Davao, involving either Bus Rapid Transit (BRT) or even Light Rail Transit
(LRT) technology. However, the latter has been eliminated from further consideration
because of its high cost and the fact that nowhere in Davao are passenger volumes
anywhere near large enough to warrant the cost of implementing such high-capacity
systems, even allowing for growth over the next 5 to 10 years. (Existing passenger
volumes have been set out in Table 5, above, and Annex B sets out the comparative
system characteristic upon which this judgement was made). Furthermore, suitable
alignments are not currently available and the planned pattern of land use is not
compatible with such an intensive form of mass transit. The consultants have thus
limited their analysis to bus-based systems.
The term ‘bus rapid transit’ (or BRT) is often used in the context of public transport
reform, where it is advocated as a lower cost alternative to rail-based rapid transit
schemes, such as street trams or segregated light rail. The term has been applied to
a very wide range of bus based projects from highly prioritised conventional bus
corridors to fully prioritised and segregated alignments, either elevated or at grade.
Equally, the type of bus used in BRT systems can vary considerably. The majority of
BRT schemes worldwide generally use high capacity versions of standard production
buses, for example 19 metre length articulated buses with a crush load capacity of up
to 150 passengers. A small number of schemes use very high capacity buses (up to
300 capacity) that by virtue of their size and relatively poor manoeuvrability are
confined to a segregated alignment. These schemes can be more difficult to
integrate with other forms of transport, and in a number of cases have been
superimposed on an urban area in a manner that is not well integrate with existing
transport provision.
In Davao, as in most other cities, BRT (or LRT) systems alone cannot provide all the
public transport services that are required; they have to be integrated with a wider
public transport network which includes an array of feeder services to bring
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passengers to the main system alignment. In terms of the type of hierarchical
network outlined earlier, some form of BRT treatment may be appropriate for all or
part of the core network. However, the system of feeder and local transport services
described would still be required as an integrated part of the whole network.
Another major consideration for BRT systems is the way that the operating right-ofway is constructed and managed. At the higher end of provision, there may be a
segregated right-of-way, equipped with a guideway and exclusive signalised control
at all intersections. At the lower end, buses may be separated from other traffic only
by pavement markings, and priority at intersections, while still required, is not
necessarily provided exclusively for buses.
Having examined the situation in Davao in some detail, the consultants consider that
the most appropriate solution for the ‘core’ routes (at least within the next 5 to 10
years) would involve bus services that operate on the existing carriageway but are
provided with a high level of priority, to create efficient and attractive operating
conditions, and that use high capacity conventional buses (90 passenger capacity),
which represent a step change in service quality compared with present provision.
The carriageway layout for such
a system would involve buses
operating on a separate outer
(kerbside) lane on the existing
carriageway, specially reserved
for their operation, together with
enhanced priority at signalised
intersections.
While such a
system might still be referred to
as ‘BRT’ in many countries,
notably in the USA and Europe,
it is here referred to as a ‘highly prioritised bus system’ [HPBS] to distinguish it from
the more highly segregated type of BRT systems.
The decision to utilise the existing roadway, rather than creating a separate right of
way for bus operations, is based on the existing right-of-way width that is generally
available in Davao. The examples shown below compare a segregated busway in
the UK, which requires at least a 25-metre right-of-way, with the existing crosssection of part of J.P.Laurel Avenue, a typical 4-lane street along the proposed core
bus network, with available right-of-way width of only about 15-16 metres in places
(in other parts of the city centre, the available right-of-way width is even less).
Widening the right-of-way to accommodate the enhanced cross-section is not
considered feasible either, because there is extensive frontage access along many of
the city’s main roads, which is likely to be difficult to acquire (or whose wholesale
removal would be highly disruptive to associated business interests). Thus, it has
been concluded that it would be very difficult to accommodate this kind of at-grade
segregated guideway in the streets of Davao City.
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Segregated busway
(guideway) in the UK: 25m
ROW required

J.P.Laurel Avenue,
Davao: Available ROW
15-16m

Furthermore, the option of elevating the guideway would be just as difficult for
different reasons:
• the absence of a central median over much of Davao’s main road network,
meaning that the guideway’s supporting piers would need to encroach into the
traffic lanes below;
• uncertainty about the provision of an elevated guideway over existing river
bridges, where the roadway is already grade-separated and where new flyovers
are planned;
• similar conflicts with existing pedestrian bridges and extensive overhead utility
cables;
• the need to provide access stairways and pedestrian bridges at elevated bus
stops, and the general lack of space available for such provision at ground level;
• the adverse visual intrusion introduced by continuous elevated structures in
relatively narrow city street environments; and
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• concerns that elevating the guideway in this way would increase the capital cost
involved (estimated to be double that of an at-grade facility), making the overall
investment in public transport less viable economically.
However, it should be recognised that the option of operating the core bus network
on part of the existing carriageway will not be an easy option either. At the very least
it will involve:
• agreement to re-allocate part of the carriageway for the exclusive use of buses,
in places leaving only one lane in each direction open for other traffic – albeit that
vehicles accessing frontages and side roads will need to be permitted to cross
the bus lane, as required;
• revising traffic signal plans at most intersections along the route, to reflect a
changed traffic mix and to provide maximum priority to bus operations; and
• initiating significant, and ongoing, enforcement efforts aimed at controlling onstreet parking and other frontage activities that could potentially interfere with
smooth bus operations.
Finally, it is important to recognised that nothing in what is being proposed in this
strategy document, in terms of the provision of core public transport services, would
preclude the system being upgraded to a more intense form of BRT at a later date,
using larger vehicles or more segregated infrastructure. Indeed, being able to
demonstrate an existing capability in operating an integrated urban public transport
network, together with known and measurable passenger volumes, would be a
positive advantage in attracting investment for such a project.
Experience elsewhere indicates that unless these challenges can be dealt with
appropriately, any attempt to improve public transport services will not be able to
meet its full potential, and may even become unsustainable. These matters are
discussed further in Section 3 of this report.
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3

Supporting Infrastructure and Facilities

3.1

General
In addition to the public transport fleet, and the services they provide, there are a
number of infrastructure and other facilities that will need to be provided in order to
ensure that the public transport system can operate effectively. The purpose of this
section of the report is not to describe these in detail – that can be a matter for
subsequent feasibility and design – but merely to point out the scope and scale of
what might be required so that they can be included as an integral part of the
comprehensive public transport strategy, supporting and contributing to service
integration, sustainability and accessibility across the public transport network. In
many cases, the actions required will present very real challenges to both local and
national government officials and, to some extent, transport operators. However,
they should not be set aside because they are too difficult to implement.
The facilities and measures involved have already been analysed and discussed in
some detail, both earlier in this report and in previous reports in this series. They
include both ‘hard’ (physical) and ‘soft’ (non-physical’) elements, such as:
•
•
•
•
•

bus stops and associated pedestrian infrastructure;
bus terminals and turn-round points for vehicles;
transport integration facilities;
management of transport corridors, including provision of priority arrangements;
other facilities such as fare collection systems, passenger information and
marketing arrangements; and
• garages and workshop arrangements for the public transport fleet.

3.2

Public Transport Passenger and Pedestrian Facilities
As has been stated in the previous section of this report, one of the reforms that is
proposed is that public transport vehicles would be required to stop at designated
locations, so as to allow loading and unloading to be accomplished safely and with
less disruption to the general flow of traffic. Such locations should normally be
paved, of adequate width, and connected to nearby developments by clear, paved
pedestrian walkways (e.g. sidewalks). However, the design of stops will need to be
different in different parts of the network, with a hierarchy of stop types being utilised
similar to that relating to the routes themselves.
Along core network corridors, where large buses are in use and several routes may
run together, stops will need to be larger (perhaps as long as 30m, in order to
accommodate up to two buses, or 45m, to accommodate three buses), or arranged in
clusters so that passenger interchange between routes can take place more
effectively. Along most of these route sections, especially those that have urbanised
frontages the aim should be to provide continuous kerbing and sidewalks so as to
protect pedestrians from moving vehicles.
On the feeder network, however, and in areas that are more remote from the main
urban area, stops can be smaller and of a more simple design (although they should
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still be connected to nearby origins and destinations by clear, paved pedestrian
walkways, and sidewalks should be provided for all urbanised frontages).
Waiting sheds should be provided at all
stops, extending over the full length of the
stop. It is also considered good practice to
provide stops in pairs, on opposite sides of
the road, so that a return journey can be
made from a similar location to the inward
journey, and to provide pedestrian
crossings near each stop so that public
transport passengers can cross the road
safely. Such crossings should normally be
at-grade but along busy roads, and roads
more than four lanes wide, they may need to take the form of pedestrian bridges.
The provision of sidewalks and the location of bus stops will be among the biggest
challenges for the implementation of the public transport reforms that are being
advocated. In urban areas, bus stops are normally spaced between 400 and 600
meters apart, meaning that a bus stop should always be accessible to passengers
within 200 to 300 meters along these corridors. Along some parts of the feeder
network, where development is less urbanised at present, stops can obviously be
more widely spaced, although there should be an ongoing process of reviewing and
infilling bus stops as developments take place. Bearing in mind that bus stops should
provide as much convenience as possible to passengers, the following guidelines
should be followed in their location:
• existing locations that are currently used as public transport stops, including
those equipped with laybys and/or good quality waiting sheds;
• near buildings and facilities which attract/generate large numbers of people
(shopping malls, markets, commercial centres, schools, hospitals, government
offices and other public buildings, condominium developments, business parks,
employment places, airport, transport terminals, etc.);
• near sub-division entrances and major side roads leading to residential,
commercial or industrial areas;
• near existing pedestrian footbridges or pedestrian underpasses.
The general safety of bus stops, and the need to minimise interference with the flow
of other traffic, will also need to be considered.
The major difficulty with following such guidelines will be the general lack of
opportunities to locate such facilities where they are needed. Many of the main road
frontages in Davao have limited space available for sidewalks, as well as drive-in
frontage parking and other frontage activities that both impede the movement of
pedestrians and make the provision of fixed bus stop infrastructure highly
problematical. These situations will often need to be resolved on a case by case
basis by city and barangay officials in negotiation with frontage owners.
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The total length of the roads utilised by core bus routes is estimated to be around
85kms and for the feeder routes around 370kms, meaning that around 170 pairs of
bus stops might be required for the former and up to 740 for the latter.
Very rough unit costs for the provision of these facilities have been obtained from
various sources, including the Office of the City Engineer, DPWH and the MMDA in
Manila. These have been used to estimate an overall order of magnitude cost for the
provision of the required public transport passenger and pedestrian facilities (see
Table 7).
Table 7: Estimated Cost of Pedestrian and Passenger Infrastructure
Item

Specification

Quantity

Unit Cost
(PhP)

Total
Amount
(PhP
mill.)

Core network
(inner area):
- sidewalks

w/ kerb; 1.5m wide;
both sides

90% x 45,000m
x 2 x 1.5m =
121,500 sq.m.

2,000
per sq.m.

243.0

- bus stops
(per pair)

2 x 30m waiting
sheds; at-grade
crossing 15m long
x 3m wide)

90 No.

1,237,500

111.4

2 x 300m x 1.5m
sidewalk w/ kerb;
2 x 15m waiting
sheds; at-grade
crossing 15m long
x 3m wide)

80 No.

2,425,500

194.0

2 x 200m x 1.5m
sidewalk w/ kerb;
2 x 7m waiting
sheds; at-grade
crossing 7m long x
3m wide)

740 No.

1,491,900

1,104.0

Core network
(outer area):
- bus stops
(incl. sidewalks;
per pair)

Feeder network:
- bus stops
(incl. sidewalks;
per pair)

Note: Core inner area extends between Ulas and Panacan (all alternative routes;
approx. 45km);
No allowance for new pedestrian bridges, or for requirements in the city centre.
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The total cost for this type of infrastructure is therefore estimated to be around
PhP550 million ($14 million) for the core network and PhP1,100 million ($28 million)
for the feeder network. As indicated previously, the costs associated with the feeder
network can be phased in gradually as existing services are replaced by bus
operations. These very preliminary costs will obviously need to be refined and
confirmed by subsequent feasibility studies and final designs.
3.3

Terminals
Terminals are locations where public transport vehicles from one or more routes can
layover 8 at the end of their respective routes, where crew facilities can be provided
and where passengers can safely and conveniently interchange between routes, if
necessary. They should be of an appropriate design and size that allows segregation
between passengers and moving buses.
Clearly, in a network as diverse as that being proposed for Davao City, there will
need to be a range of terminal types.

3.3.1

Core routes
For the core routes, the main terminals envisaged were shown on Figure 1 as being
at Toril, Calinan, Ulas, CBD (Roxas Avenue), Panacan and Bunawan. These
terminals will need to accommodate both core and feeder services and some, at Ulas
and Panacan for example, may also need to accommodate regional bus services.
The number of buses of each type that may need to be catered for at each location is
indicated in Table 8. These are derived from the information contained in Annex A.
Where all of these buses cannot be accommodated on one site (or in one location), it
may be necessary to create ‘cluster’ stops nearby to cater for through services.
Table 8: Number of Buses at Each Terminal (per hour)
Terminal

8

Service Type
Core –
through
(total 2-way)

Core –
terminating

Feeder –
terminating)

Regional –
if not
terminating
(total 2-way)

Toril

0

30

116

-

Calinan

0

24

84

-

Ulas

108

36

70

39

CBD (Roxas)

132

48

97

-

Panacan

48

66

12

54

Bunawan

0

24

52

-

Layover time is required at the end of routes to allow services to recover from
variations in running time caused by traffic delays along the route, and to allow
drivers and conductors to take a break. The time involved should be kept as short
as possible (say, around 5 minutes) to avoid accumulating too many buses at one
time.
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Specific sites and locations for these major terminals have not been researched in
detail, but clearly more work will be required at a later project stage to identify sites,
prepare preliminary designs and estimate the implementation costs involved.
Passenger handling at these terminals will also need to be considered carefully to
ensure that transfers between services at these locations can be accomplished safely
and efficiently.
3.3.2

Feeder routes
One end of each feeder route will normally interface with the core bus network, either
at one of the above terminals or at another point on the network. The other main
transfer points that can be identified from Annex A are at Mintal, Matina (Centre
Point), Ma-a Road/MacArthur Highway (NCCC Mall), Buhangin (C.P.Garcia) and
Tibungco. These will again need to be designed appropriately so that passenger
transfer can take place safely and efficiently.
The turn-round points at the outer ends of feeder routes can be accomplished on- or
off-street, as appropriate, in much the same way as with the present jeepney routes.
Again, excessive waiting times at these points should be avoided; so there should
only be one or two vehicles waiting at any time.

3.4

Park and Ride Facilities
Many city transport systems provide areas adjacent to public transport routes where
car drivers can leave their vehicles, rather than driving them into the city centre
where parking might be restricted or expensive. In the system that is being proposed
in this strategy for Davao, such parking areas could be provided in conjunction with
the main terminals at Ulas and Panacan, but may also be provided at any other
strategic location where demand for such a facility exists and a suitable plot could be
made available.
Having said that, park and ride schemes tend to be more successful where:
• there are clearly established parking policies in place in the city centre, including
a parking charge regime which covers private as well as public spaces; and
• public transport services are prioritised to create a further incentive for their use.
The interests of city centre residents also have to be considered when creating city
centre parking zones, to ensure that access to residential and commercial properties
are not unduly restricted.

3.5

Other Integration Facilities
As discussed earlier, the ability to bring passengers from local areas to stops on the
core or feeder routes is an essential feature of any urban transport system. Although
this feature can already be observed to be in operation in many parts of the city, it will
need to be re-emphasised as part of the public transport reform process. The
objective should be sure that passengers are confident that their journey can be
accomplished successfully by ensuring that interchange between modes is made as
safe and convenient possible and that assistance is on hand, if required, at every
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stage. To achieve this, the interchange points concerned will need to be equipped
with appropriate facilities. These might include:
• safe and well lit waiting areas for local transport vehicles (including motorised
tricycles and e-trikes);
• similarly safe and well lit taxi stands;
• secure places to park motorcycles and/or store bicycles;
• bicycle hire scheme pick-up drop-off points;
• facilities for purchasing tickets (especially where an electronic ticketing system is
in operation); and
• other forms of passenger information and assistance.
3.6

Transport Corridor Management
As has been noted in previous project reports in this series, there is currently little or
no coordinated management of public transport corridors, and this leads to unreliable
operating conditions for public transport vehicles and an unacceptable environment
for the movement of passengers and pedestrians. Quite apart from the passenger
and pedestrian facilities that have been described above, there is a need to actively
manage all elements of such corridors, in order to achieve optimal public transport
operating conditions. This includes the following:

3.6.1

Frontage management
Road frontages are not consistent, often being used for parking or other commercial
activity in front of commercial establishments, or by informal traders in other
locations. A much greater effort, involving a combination of planning regulations,
building permits and mobile enforcement teams from the city administration, is
required to make the significant improvements necessary. Formal and informal
action by barangay councils, as well as voluntary actions by frontagers themselves
could also make a significant difference. Improvements might be made initially along
the core routes and in other areas where frontage activity is having an adverse
impact on public transport operations but, eventually, the objective should be to
create optimal operating conditions throughout the whole public transport network.

3.6.2

Elimination of on-street parking
Similarly, the presence of on-street parking (including taxi waiting areas) can be a
significant disruption to the free flow of traffic, including public transport vehicles.
Consequently, it is desirable to eliminate on-street parking from all public transport
routes, as far as possible. This, too, will require consultations and negotiations with
frontagers, appropriate signage and road markings, and enforcement by mobile
patrols. In addition, where the city authorities have an aspiration to create paid
parking zones on city streets, these should be located well away from public transport
routes.

3.6.3

Management of traffic flow
General management of the traffic flow along the city’s main road network is perhaps
the most conspicuous form of corridor management at the present time. However, if
significant public transport improvements are to become a reality, the emphasis will
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need to be on the effective management of public transport vehicle (and passenger)
flows, rather than on the movement of private vehicles. This will require a change of
emphasis by the city’s Traffic Management Control Board (TMCB) and Traffic
Management Center (TMC), as well as re-orientation of traffic enforcers on the street.
3.6.4

Management of intersections
Road intersections, especially those that are signalised, represent a significant
constraint to traffic flow, and are often the main source of delay to all vehicle types. It
is therefore essential that these locations continue to be well managed and that,
wherever possible, action is taken to ensure that public transport vehicles are able to
operate reliably and without incurring such delays (see also Para. 3.6.5 below).
The move to the use of larger public transport vehicles will mean that the timing of all
signalised intersections along public transport routes will need to be reviewed and
revised, especially in the core network where nearly half of all traffic consists of such
vehicles.
Where grade-separation is introduced at intersections, in an attempt to reduce
congestion, the result is often to provide advantages to private transport and
commercial vehicles, which cannot be fully exploited by public transport vehicles. In
these locations, efforts must be made to ensure that public transport operations along
the residual ground-level roadway are not neglected.

3.6.5

Public transport priority measures
As has been noted already, continuous priority for public transport vehicles, using a
separate right of way and absolute priority at intersections, is unlikely to be
achievable in Davao, except on a very small part of the network – and this is the
normal situation for many established cities.
The most likely scenario, at least in the short- to medium-term, is that the vehicles
involved will continue to operate on existing streets over much of the route network.
However, because of the increased size of these vehicles and their anticipated
frequency, and in order to minimise the disruptive impact of general traffic delays on
the reliability and economic viability of public transport operations, it will be highly
desirable to arrange priority for public transport vehicles at locations where the worst
delays are likely to occur.
Along the core network, this will mean creating continuous bus priority lanes along all
routes between Ulas and Panacan, and also arranging priority at selected congestion
points along the outer sections towards Toril, Calinan and Bunawan. Some of the
difficulties involved in reallocating road space in this way, both in terms of
implementation and enforcement, have already been mentioned in Section 2.6, page
29. Preliminary estimates, based on recent traffic counts, indicate that this would be
possible without unduly affecting residual traffic flow but, clearly, more detailed
studies would be required prior to implementing such a scheme. Annex C sets out
the preliminary analysis, on the basis that taxis are also allowed to use the priority
lanes. It also indicates that while only 44% of the vehicular flow is made up of public
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transport vehicles (of which as many as 16% are taxis), these carry 78% of the
passengers (including 7% by taxi).
Initially, at least, it is not recommended that cyclists should be allowed to use these
bus priority lanes, because they often do not mix well with the larger bus types 9.
At signalised intersections along this part of the network, it will also be necessary to
introduce priority measures for public transport vehicles by implementing some form
of ‘transit signal priority’ (TSP) system. This most often involves extending the green
time when a public transport is present on a signalised approach. If such facilities
are designed carefully, they can reduce delays for public transport vehicles without
significantly increasing delays for other vehicles. In practice, intersection layouts may
need to be amended, and modifications to the existing traffic signal equipment are
also likely to be required 10.
Similar measures will also be required at a limited number of locations along feeder
routes, where delays are likely to occur on a regular basis. It is not envisaged, for
example that continuous bus lanes will be appropriate on these routes.
The cost of implementing these priority measures has not yet been assessed. It will
need to cover road markings and signages, as well as modifications to intersection
layouts and traffic signal installations.
3.7

Fare Collection Systems
On the present jeepney and Filcab services fares are collected and retained by the
driver, and there is no requirement for a ticket to be issued. However, for bus
services LTFRB’s ‘Revised Terms and Conditions of Certificate of Public
Convenience’, issued in 2011, states that:
‘Operators shall issue tickets/receipts to passengers in accordance with the
requirements of the Bureau of Internal Revenue (BIR). In issuing the said
tickets/receipts, the exact amount of fare collected, point of embarkation and
destination shall be clearly indicated’.
It is assumed that this requirement will be applied to the reformed public transport
services being proposed in this report.
Fare collection mechanisms that are widely in use in other similar situations include:
• On-bus ticket machines: These electronic ticket machines are operated by the
bus driver in accepting fares. They also have a wider role in providing
information on passenger boarding and alighting patterns and recording the fare
revenue taken.

9

Cyclists (and motorcyclists) are allowed to use bus lanes in many developed cities
where there is history of such shared facilities. However, it is not recommended
for Davao at the present time.
10
Preliminary enquiries have revealed that such an adjustment to the existing traffic
signal system in Davao City is feasible
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• Conductors: On larger vehicles, where it would be unreasonable for the driver to
operate the vehicle alone, conductors are often employed to collect fares, assist
passengers and generally ensure that dwell times at stops are kept to a
minimum. They will usually be equipped with portable electronic ticket machines,
similar to those used by the driver on smaller vehicles.
• Off-bus pre-payment points: These enable passengers to pre-purchase public
transport tickets prior to boarding the bus. The use of this method of fare
collection speeds up passenger boarding, reduces dwell times at stops, and
improves general journey time and vehicle speed. It can either take the form of
an electronic point of sale or a cashier in a stall, located anywhere that is
convenient to passengers (bus terminals, local shops, malls, government offices,
etc.). Where use is made of re-loadable smartcards (stored value cards) to
make payments, card readers on buses can still record information on passenger
movements as well as recording the fare charged.
The last of these is most often used in conjunction with integrated fare systems,
which allow passengers to move seamlessly across the network, changing between
services without the need to purchase additional tickets. This is an essential
integrating feature of modern public transport systems and is recommended for
implementation in Davao in the longer term. For the moment, however, such
systems do not meet the requirements of either the LTFRB or the BIR, which is
perhaps the reason why no such systems are currently in operation anywhere in the
Philippines at the present time. They also need a back-office facility (often a third
party) to apportion revenues across the different operators (assuming that there is
more than one operator involved).
3.8

Marketing and Presentation
Because public transport is viewed as a public service, it is sometimes forgotten that
for the operators themselves it is a business that needs to provide a commercial
return. As such, the product that it provides can be the subject of promotional
marketing, just like any other product. It is also often in the interest of public
authorities to encourage the use of public transport services to promote public policy
objectives (such as sustainability and reducing traffic congestion).
How a public transport service is presented to, and viewed by, the travelling public is
therefore often critical to its success. In developing or reforming a public transport
system it is therefore often considered desirable to introduce the concept of
‘branding’ to the services provided. This is intended to give the impression of a
unified or integrated system that has coordinated standards and a single customer
interface – even though, in reality, the system is operated by a number of separate
entities. This is in marked contrast to the existing system, which often gives the
impression of being uncoordinated, where quality of service is not uniform, and where
it is difficult to ensure that individual operators are accountable for their actions.
Common elements of such ‘branding’ include:
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• the colours and logos used on the vehicle fleet (possibly with variations by route
and/or service area);
• co-ordinated publication of publicity materials and timetables; and
• co-ordinated operating rules and standards.
In practice, it is usual for such co-ordination to be imposed (through appropriate
contractual arrangements) by an overall network manager – in this case, most likely,
the Davao City government (LGU).
3.9

Passenger Information
Another related feature of modern public transport systems is the amount of
information that is available to passengers. In the past this often consisted of printed
timetables, fare tables and route maps posted at stops or available in leaflet form.
Today, it is more common to find visual displays that can be updated in real-time to
indicate the arrival time of the next vehicle, or internet-based systems that can
provide similar information through mobile phones or wi-fi networks. The objective is
to give passengers all the information they require before embarking on a journey,
and then instilling confidence in the reliability of the service during the journey itself.
Systems that track the location of individual public transport vehicles can also be
used by operators and regulators to monitor network performance and identify (and
hopefully remedy) unforeseen delays, through appropriate control room facilities.
There is no reason, in principle, why such a system could not be linked to the existing
Public Safety Command Center, for example.
The proposed strategy is to take a phased approach to the introduction of such
improvements, as they become necessary, affordable and relevant, rather than to
introduce too many interventions at the same time.
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4

Service Procurement and Regulatory Arrangements

4.1

General
From the foregoing discussion, it is clear that a new type of arrangement is needed
for the provision of public transport services in Davao City to overcome the
shortcomings that have been highlighted earlier, namely:
•
•
•
•
•
•
•
•

inadequate network coverage;
a lack of service planning linked to land use developments;
a complicated and overlapping route structures, all converging on the city centre;
a fragmented transport industry, with a large number of operators not acting in a
coordinated way;
use of inappropriate vehicle types on heavily trafficked public transport corridors;
lack of integration between services provided;
unreliable service provision; and
general lack of accountability to the travelling public.

In all of this, there is widespread recognition that public transport services are
currently being planned and delivered by the private sector, with the public sector
merely responding to requests, rather than taking a pro-active approach to service
provision. What is required to re-dress this situation is a form of ‘public-private
partnership’ (PPP), in which the public sector is responsible for setting overall
transport policy, planning network coverage, specifying service levels and operating
standards, and providing adequate supporting infrastructure (including frontage and
traffic management), and the private sector is responsible for providing and operating
the vehicle fleet to meet those objectives. This section of the report begins to set out,
at a strategic level, the options that are available for such reforms and how such
arrangements might work in practice. The objective at this stage is to provide a basis
for discussion between stakeholders, following which proposals are expected to be
amended and agreed prior to their inclusion in a Draft Final Report.
4.2

Options and Recommendations
It should go without saying that maintaining the status quo is not a viable option, nor
are minor adjustments to the current public transport services considered to be
adequate to address the serious issues that have been raised. Four other options
have therefore been considered for possible inclusion in the public transport reform
program. These have been developed on the basis that they could be introduced
relatively quickly, within the existing Philippine legal framework – although the legal
basis of some of them is still being reviewed. Options that would require major
changes to primary legislation have not been considered because they would almost
certainly take too long to accomplish.
The four options considered are as follows:

4.2.1

Build-Operate-Transfer (BOT)
Under this type of arrangement, a concession would be granted for a transport
operator to construct transport infrastructure (along the existing road network or a
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separate right of way) and operate a fleet of vehicles to a pre-determined level of
service for a fixed number of years, under existing Philippine BOT Law 11, following
competitive bidding. Fare revenues, at rates agreed in the concession, would be
retained by the operator. Concessions would probably need to extent for at least 15
years and possibly as long as 30 years, and such arrangements would need to be
implemented through a national government agency (in this case DOTC), which
would also need to fund any subsidy required. Franchises for such operations are
understood to be granted automatically. There are, however, a number of concerns
with this approach:
• it is more relevant to projects with a high infrastructure content, and may not be
applicable to the type of reformed public transport that is appropriate in Davao;
• the involvement of the LGU would be limited to consultation about initial network
design (although this would almost certainly be handled by consultants employed
by DOTC) and ongoing management of the physical network;
• there may be only limited scope for flexibility in accommodating changing land
use and population trends, because of the need for a ‘fixed’ project under the
BOT Law;
• if the concession only covers part of the city, integration with the remaining public
transport network might be difficult; a dual level of service provision might
develop, which is considered undesirable in a city such as Davao; on the other
hand, a concession covering the whole city may be outside the scope of the BOT
Law.
4.2.2

Separate provision of infrastructure and operations
Under this arrangement, any infrastructure required would be provided by the public
sector, using conventional government contracting arrangements, and operation of
public transport services would be arranged separately. This is the model that is
being followed in Cebu, for example, where it is intended that infrastructure will be
provided by national government (DOTC), and that the DOTC will then let a separate
contract for the operation of public transport services. (In this case, funding
assistance is being provided by the World Bank, through a loan to DOTC). These
transport services would include a number of associated feeder routes that are
essential to the successful operation of the main operating corridor. As with the
previous option, a franchise for such services will be granted directly by DOTC.
Since the 1990s, Cebu City has involved itself in public transport planning through
the adoption of a City Travel Line Ordinance 12, which allows it to issue Travel Line
Certificates (TLCs) to transport operators, in addition to the more general LTFRB
11

12

Revised Implementing Rules and Regulations of R.A. No. 6957, “An Act
Authorizing the Financing, Construction, Operation and Maintenance of
Infrastructure Projects by the Private Sector and for Other Purposes”, as
Amended by Republic Act No. 7718.
The latest version is Ordinance No. 2000: “An Ordinance Regulating the Operation
of Public Utility Jeepneys (PUJs) Within the City of Cebu, as Amended”, dated
2004
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franchise requirements. Such TLCs specify route structures and the authorised
number of units, which are enforceable by virtue of the Ordinance, but still do appear
to contain any requirements regarding service times or the level of service that is to
be provided. If the arrangements that are currently being considered for Cebu are
put in place, it is understood that TLCs will only be applicable to residual services (i.e.
those outside the scope of the new corridor arrangements). If this is the case, the
city government’s role in planning and managing the overall public transport network
may be severely diminished. This is not the type of arrangement that most
stakeholders have envisaged for Davao – where a more pro-active approach by the
city government is advocated.
4.2.3

Active LGU involvement in network planning and management
This procurement model emphasises the role of the LGU as manager of all public
transport services within its jurisdiction – an objective that has already been
enshrined in the proposed Davao City Comprehensive Transport and Traffic Code
(yet to be fully approved) which states that a newly created City Transport and Traffic
Management Office (CCTMO) ‘shall be the sole transport and traffic management
authority’ within the city.
With this scenario, significant improvements to public transport and pedestrian
infrastructure would still be required, and it is assumed that these will be provided
through conventional government contracting arrangements, as in the second option
above.
Detailed public transport network and service planning – which could be much more
flexible than with previous options – would become the direct responsibility of the city
government (through its CTTMO), as would day-to-day network management,
monitoring and enforcement activities. The resulting plans would still need to be
subject to review and endorsement by the DOTC’s Planning Service (in its role as
overseer of national transport policy), after which franchises would be issued by
LTFRB, acting on the terms of the DOTC endorsement and using existing
procedures. There would thus be no scope for selection of operators by the LGU, or
for competitive tendering of routes. Ideally, there would only be one operator per
route, in order to maximise the ability to deliver a fixed level of service. However,
there seems no way to guarantee this with existing franchising procedures. One way
of mitigating this may be by stipulating the minimum number of units assigned to
each franchise 13.
To overcome this and other shortcomings in the existing franchising system,
consideration has also been given to the use of Travel Line Certificates, backed by a
corresponding City Ordinance, to impose conditions on operators, including service
times and the level of service to be provided. This would also provide another way of
guiding and limiting the types of operator that would be allowed on the network.

13

This mechanism might also serve to encourage individual operators to form larger
(cooperative) operating units

August 2013

Page 42

TA-8195 PHI: DAVAO SUSTAINABLE URBAN TRANSPORT PROJECT

Comprehensive
Public Transport
Strategy

Davao City officials have expressed concern about this, on the grounds that it might
appear to challenge the authority of the LTFRB. Another possibility considered is the
use of the Business Permit system to further regulate public transport operators.
This, too, has been rejected by City officials.
Fare revenue would be retained by each operator, as at present, with no means of
re-distributing revenues between profitable and less profitable routes.
While this option might address many of the concerns with the current system of
public transport service procurement, it does not by any means address them all.
4.2.4

LGU involvement in operations
In addition to taking a leading role in public transport network and service planning,
network management, monitoring and enforcement, this option envisages the LGU
becoming involved in actual operations.
Initially, consideration was given to the LGU being recognised as the sole ‘operator’
of city public transport services – the so-called ‘super franchise’ scenario.
Subsequently, though, this approach was found to be impractical because an
operator, by law, has to be the owner of all the vehicles referred to in the franchise,
and the drivers would become City employees.
An alternative arrangement, which would meet the same objectives, would be the
creation of a Joint Venture (JV) partnership between the City government and one or
more private sector transport operators (or investors), with the City being the majority
shareholder 14. Such an arrangement would provide more flexibility in assigning
vehicles to routes than with the existing arrangement and would, in theory at least,
provide more control over the specification of the services provided. Fare revenues
would be retained by the JV partnership (as operator). This arrangement would allow
maximum flexibility in cross-subsidising service, while ensuring that new service
provision is kept within affordable limits.
However, it should be recognised that this option, with all its potential benefits, can
only be a temporary solution – put in place to effect a reform process – since the
normal policy in the Philippines is that transport services should be provided by the
private sector, not the public sector. If this option is adopted, therefore, it must be
accompanied by an appropriate ‘exit strategy’ in which the LGU franchise is handed
over to an appropriate private sector entity within a pre-defined time period.

4.3

Summary of Options
The main characteristics, advantages and disadvantages of each of the above public
transport service procurement options are summarised in Table 9. In the case of
Davao City, the last of the options listed is currently preferred, provided that the City
government is able to make the appropriate level of commitment, and an appropriate

14

Such a joint venture partnership will have a legal personality distinct and separate
from the city of Davao and the private investor.
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exit strategy is in place. Failing that, the third option would appear to provide the next
best approach.
Both of these options are based on the notion – expressed by many stakeholders –
that the local city government should be more involved in the planning and delivery of
public transport services. Both options will require the development of appropriate
local institutional arrangements and significant human resource capacity, as well as
the sustained application of planning procedures and enforcement effort over an
extended period of time. However, the second will also need separate resources to
establish and sustain an appropriate joint venture arrangement.
Further discussions are still ongoing with regard to the extent of the LGU’s
commitment in this respect, and the consultants are also undertaking a legal review
of the options to ensure that they can be accommodated within the Philippine legal
system. The results of these further deliberations will be presented in a later report.
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Table 9: Summary of Service Procurement Options
Issue/
Consideration

Existing
Arrangement

Options (City operations only)
BOT

Separate
infrastructure and
operations

Active LGU
involvement
(network
management)

Active LGU
involvement
(network
management, and
operations)

Network coverage

No mechanism for
extension; planning
depends on
providers’ perception
of viability

Focuses on core
corridor(s) only, with
limited number of
feeder routes; not a
whole network
solution

-as BOT-

Fully specified by
LGU, subject to
DOTC endorsement

Fully specified by
LGU, subject to
DOTC endorsement

Integration with
land use

No reliable
mechanism

Limited to core
corridor(s) only; fixed
provision, not
adaptable to future
requirements

-as BOT-

Fully under LGU
control, subject to
DOTC endorsement

Fully under LGU
control, subject to
DOTC endorsement

LGU involvement

Negligible

Likely to be limited to
passive consultation;
implementation by
national government
(DOTC)

Leadership of all
aspects of network
policy, planning and
management

Leadership of all
aspects of network
policy, planning and
management,
together with
involvement in
operations
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Likely to be limited to
residual network
only; infrastructure
likely to be provided
through national
government
resources
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Issue/
Consideration

Existing
Arrangement

Options (City operations only)
BOT

Separate
infrastructure and
operations

Active LGU
involvement
(network
management)

Active LGU
involvement
(network
management, and
operations)

Industry structure/
consolidation

Fragmented

Core corridor(s) and
some feeders only

-as BOT-

Limited possibilities
only; may still result
in multiple operators
along a given route

Maximum
opportunity; LGU
able to select
operators

Route restructuring

Some rationalisation
possible

Targets core
corridor(s) and some
feeders only

-as BOT-

Fully under LGU
control, subject to
DOTC endorsement

Fully under LGU
control, subject to
DOTC endorsement

Integration
between services

None

Not guaranteed
across the whole
network

-as BOT-

Not easily
controllable between
multiple operators

Enables closer LGU
control

Franchising

By LTFRB following
planning
endorsement by
DOTC

Direct from DOTC
for BOT scheme;
remainder from
LTFRB

By LTFRB, following
endorsement of LGU
plans by DOTC;
LGU liaises with
LTFRB regarding
implementation

LGU forms a JV
partnership with
private sector
operators/investors;
JV partnership
applies to LTFRB
and is granted route
franchises
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Operating franchise
direct from DOTC,
for core corridor(s),
feeders; remainder
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Issue/
Consideration

Existing
Arrangement

Options (City operations only)
BOT

Separate
infrastructure and
operations

Active LGU
involvement
(network
management)

Active LGU
involvement
(network
management, and
operations)

Operating
standards (safety,
etc.)

Regulated by LTFRB Specified in BOT
franchise; very
contract
limited enforcement

Specified in
respective
franchises

LTFRB franchise
Terms and
Conditions apply to
individual operators

LTFRB franchise
Terms and
Conditions apply to
JV partnership

Service delivery
standards (times,
frequencies, etc.)

Not specified or
enforceable

Specified in
operators contract
with DOTC

Not formally
specified or
enforceable; LGU
encourages
cooperative working
between operators

Arranged through JV
partnership

Sustainability

Questionable in
medium- to longterm (marginal
finances, vehicle
replacement and
age)

Fixed operating
period, but no
guarantee of actual
sustainability

Subject to revenue
risks

Not guaranteed;
subject to revenue
risk if LGU
requirements exceed
commercial viability

Not fully guaranteed,
but risks controllable
through JV
partnership

Flexibility

Procedures in place
to amend, renew
franchises, at
operators’ request

Fixed operation;
difficult to amend

Conditions built into
operating contract

Existing LTFRB
procedures,
managed by LGU

Existing LTFRB
procedures,
managed by LGU

August 2013

- ditto-

Page 47

Comprehensive Public
Transport Strategy

TA-8195 PHI: DAVAO SUSTAINABLE URBAN TRANSPORT PROJECT

Issue/
Consideration

Existing
Arrangement

Options (City operations only)
BOT

Separate
infrastructure and
operations

Active LGU
involvement
(network
management)

Active LGU
involvement
(network
management, and
operations)

Operations

Arranged wholly by
service providers

Core corridor(s) and
some feeders by
BOT operator;
remainder requires
other arrangements

Core corridor(s)
operators procured
by DOTC through
competitive
tendering

Arranged wholly by
service providers, to
LGU network
requirements

Arranged through JV
partnership

Fares

Fares set by LTFRB;
no integrated fares

Fares for BOT
scheme set in BOT
contract; remainder
by LTFRB; fare
integration across
whole network
difficult

As specified in
operator’s contract

LTFRB fare scales,
or as directed by
DOTC in planning
endorsement

LTFRB fare scales,
or as directed by
DOTC in planning
endorsement

Finances

Revenue reverts to
individual providers
to cover operating
costs and support
livelihood

Revenue for BOT
scheme retained by
BOT operator

As specified in
operator’s contract

Revenues retained
by individual
operators; no
opportunity to crosssubsidise services

All revenues revert
to JV partnership;
maximum
opportunity to crosssubsidise services
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Issue/
Consideration

Overall suitability

August 2013

Existing
Arrangement

No longer fit for
purpose in Davao
City; recommend
reform

Options (City operations only)
BOT

Separate
infrastructure and
operations

Active LGU
involvement
(network
management)

Active LGU
involvement
(network
management, and
operations)

BOT Law more
suited to provision of
infrastructure

Not a whole network
solution; does not
encourage ongoing
LGU involvement

Encourages LGU
involvement in all
aspects of network
policy, planning and
management; but
provides only limited
control over choice
of operators;
flexibility only
possible through
franchise
amendment; no
opportunity to crosssubsidise services

Enables LGU to
control all aspects of
network policy,
planning, and
management, as
well as greater
control over
operations; provides
maximum flexibility
in fleet deployment
and opportunities to
cross-subsidise
services. Preferred
option, but should
include agreed exit
strategy
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5

Institutional and Organisational Arrangements

5.1

General
None of the technical and administrative reforms discussed so far in this report have
any meaning unless they can be implemented.
Furthermore, many of the
recommended reforms cannot be implemented as a ‘one-off’ project, but must be
accomplished by the consistent implementation of ongoing policies, procedures and
programs over a period of several years. Given that Davao is a Charter City with
around 1.5 million inhabitants, coordination of such activities should logically be the
prime responsibility of local government, supported by national government agencies
and by appropriate private sector partners. The remainder of this section sets out a
framework for the appropriate institutional and organisational arrangements.
Such a framework is illustrated in Figure 2, which indicates the range of stakeholders
involved and the scale of the inter-agency working that will be required – both within
the city government and with national government agencies.
Figure 2: Organisational Framework

It is anticipated that many of the tasks involved will be undertaken by relevant
divisions within a newly formed CTTMO, when established, or nominated staff of
existing city offices and divisions, in the interim. However, it should be recognised
that there are still many details to work out, and the outcome for public transport
reform will only be meaningful if there is effective coordination across all CTTMO
divisions.
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Similarly, there will still be a need for liaison and coordination, at the working level,
between CTTMO and other involved city offices and departments (notably: City
Planning and Development Office, for land use planning and zoning; City Engineers
Office, for implementation of infrastructure projects and programs; and Davao City
Overland Transport Terminal, for interfaces with regional transportation services).
Working level liaison and coordination will also need to be maintained with national
government agencies, through their respective regional offices (notably: DOTC
(Planning Division), LTO, LTFRB and DPWH).
5.2

Relevant City Legislation
Over the past few years the city government has developed policies and legislation
that place a greater emphasis on the co-ordinated management of transport issues
within the city administration.

5.2.1

Comprehensive Transport and Traffic Code
In August 2012, the Davao City Council (Sangguniang Panlungsod) enacted an
Ordinance for the Comprehensive Transport and Traffic Code of Davao City (No.
0334-12, Series of 2012), which seeks to bring responsibility for the city’s
involvement in the transport system under a new Traffic and Transport Management
Board (TTMB), with its own City Traffic and Transport Management Office (CTTMO).
Further details of the arrangements proposed were set out in an earlier report
(Review of Urban and Transport Plans). Although these do not address all the public
transport-related issues identified by this project, they represent a very important step
in establishing routine working procedures that will be one of the main means of
implementing the proposed public transport reforms.
However, there is currently some confusion about the status and effectivity of this
document, because it was not signed by the City Mayor at the time and Implementing
Rules and Regulations (IRR) have not been published.

5.2.2

Interim City Transport and Traffic Management Office
On 25 June 2013, the Office of the outgoing City Mayor issued Executive Order 09,
Series of 2013 to:
‘organize and constitute a skeletal force or an Interim City Transport and Traffic
Management Office to efficiently maintain and transfer the operations currently
performed by various existing offices and personnel, with functions relating to
transportation and traffic, within the present structure of City Government (e.g. the
Traffic Management Centre, the Traffic Management and Control Board, the
Transportation Regulatory Division of the Office of the City Legal Officer, the
Motorized Tricycle-for-Hire Franchising and Regulatory Board, and etc.)’
According to this Executive Order, the Interim CTTMO is to be headed by Head of
the TMC, and resourced from:
• the Office of the City Administrator (2)
• the TMC (3)
• Office of the City Planning and Development Office (2)
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• Office of the City Engineer (2)
• Office of the City Legal Officer (2)
• Human Resources Management Office (1)
with personnel being designated by the City Mayor.
There are three points to note here:
• firstly, this is intended to be a transitioning organisation, and it is still not known
what the structure of the final organisation is likely to be; in particular it is noted
that the former Traffic Management and Control Board (TMCB) has yet to be reconstituted, following the recent change of administration;
• secondly, there is no acknowledgement that the additional tasks required to plan,
regulate and manage public transport operations in the city will be incorporated
into the functions of the emerging organisation; and
• thirdly, it is not clear, at the time of writing, exactly how the new city
administration (which took office on 1 July) will respond to this Executive Order.
The organisational outline given in the remainder of this section therefore deals only
with recommendations relating to the tasks involved, rather than the precise form of
the organisation within which they are undertaken. They are also subject to revision
and amendment following further discussion with city officials.
5.2.3

City Council Resolution No. 16, Series of 2013
On 10 July 2013, the incoming City Council (17th Sangguniang Panlungsod) adopted
a Resolution, proposed by the Chairman of the SP Committee on Transportation and
Communications, to ‘conduct a study on the sustainable public transport in Davao
City and an inquiry on the issues and concerns of the actors in the transport sector’.
Although this does not have a direct impact on the formation of this Comprehensive
Public Transport Strategy, it does indicate the willingness of the City Council, at least,
to engage with the issues involved. The consultants therefore continue to work
closely with this committee, providing information to its public hearings and technical
support to its staff.

5.3

Range of Tasks to be Undertaken
The range of tasks that need to be undertaken, in the context of a reformed (and
reforming) public transport system, is also indicated in Figure 2. These include:

5.3.1

Public transport planning
Within the city administration, the public transport planning task will include the
following activities:
• advising on all policies related to the development of the city’s public transport
services;
• devising public transport network standards and securing acceptance of
overarching standards for public transport delivery (including, for example,
accessibility standards or safety and reliability standards);
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• ensuring that existing developed areas of the city are adequately served by
public transport services, and that such services are also extended to new land
use developments as they come on stream;
• in coordination with the CPDO, liaising with land use developers to ensure that
appropriate public transport facilities are provided in conjunction with all new
developments;
• receiving information from barangay councils, local councillors, civil society
groups and members of the travelling public regarding transport service
requirements;
• ongoing, strategic planning of public transport routes and levels of service
(frequencies, etc.), including proposals for new public transport services or
appropriate changes to existing service provision;
• preliminary investigation and planning, at the strategic level, of all facilities and
systems required to support public transport operations, including programming
and budget preparation;
• conducting and commissioning public transport research and studies, including
ongoing surveys to monitor public transport passenger demand; and
• liaison with other partners to ensure that policies and delivery mechanisms have
their support, that funding contributions can be made available, and that delivery
priorities are supported.
This activity requires planners to take an holistic view of the development of transport
plans, informing the setting of transport policy and giving life to policies and
objectives. It implies an established process of dialogue and inter-departmental
working within the city government, and both formal and informal working
arrangements with other agencies and organisations that are partners in the transport
planning process.
5.3.2

Public transport service procurement, regulation and monitoring
This activity covers the actual commissioning of public transport services identified by
the public transport planning team. The exact requirements will depend on the
method selected for the procurement of services. At the very least it will require a
close working relationship with the LTFRB to ensure that public transport services are
put into effect in line with planned intentions.
If some sort of Travel Line Certificates, or similar regulatory requirements, are to be
put in place, it would also involve all the administrative work that needs to be
undertaken to prepare and issue such documents, including final specification of their
terms and conditions, in line with the relevant City ordinances.
For the Joint Venture approach it may also involve:
•
•
•
•

establishing the JV partnership;
identifying and appointing JV partners;
agreeing and issuing service specifications to JV operators;
receiving and analysing operator returns relating to revenue, patronage and
service provision conformity;
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• receiving and, as appropriate, acting upon service complaints from the public;
• through a sampling framework, monitoring the delivery of public transport
services to ensure that service levels and performance criteria are met;
• agreeing ‘minor’ variations to routes and services and negotiating these through
the normal franchising procedures with LTFRB;
• liaising with relevant City offices and authorities to ensure that infrastructure
defects and constraints are remedied; and
• administering any prepaid ticket schemes, involving revenue distribution or
redistribution.
5.3.3

Supporting infrastructure and facilities
This task will involve the detailed design and implementation of the full range of
supporting infrastructure outlined in Chapter 3, in accordance with plans and
programs prepared by others 15. This will primarily involve the CEO, in collaboration
with DPWH (and/or DOTC):
•
•
•
•
•

preparing designs and contract documentation;
pre-qualifying contractors;
administering tender processes;
awarding contracts; and
supervising and certifying works.

Following implementation, routine and periodic maintenance functions will also be
required.
5.3.4

Corridor management, operations and enforcement
It is intended that this set of tasks would encompass all the routine, in-field activities
associated with public transport operations. This might include:
• frontage and traffic management along public transport corridors, including
clearance of unwanted activities from sidewalks, regulation of frontage and onstreet parking, ensuring that designated bus lanes are kept clear of obstructions,
and general management of moving traffic;
• management of intersections, as required;
• regulation and management of terminals and interchanges, including the
provision of passenger assistance, where required; and
• enforcement related to the operation of public transport services, in line with the
relevant city ordinances.
As with present enforcement activities, separate enforcement teams will need to be
assigned to each sector of city public transport operations and, along the core public
transport routes in particular, significant mobile enforcement resources are likely to
be required.
15

In Davao, it has been the practice for CDPO to coordinate the projects and
programs of other departments, and to prepare the appropriate budgets. There is
no reason why this should not continue alongside the detailed program
preparation activities outlined here.
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Stakeholder liaison
One of the functions that is likely to be required within the CTTMO is that of liaison
with the various stakeholders – both those within the city government and those
outside. In preparing this comprehensive public transport strategy, the consultants
have noted that some of these are being consulted on a regular basis, while others
are not. It is therefore suggested that a separate task is created specifically for this
purpose. This might coordinate communications and routine meetings between the
CTTMO and:
• the Transport and Traffic Management Board (or whichever supervisory body is
assigned to the CTTMO); as proposed in the Comprehensive Transport and
Traffic Code, this would also be the main mechanism for engaging and
managing relationships with internal and external government stakeholders;
• operating partners and transport providers (both city and regional), providing
briefings and background information about changes in policy, legislation and
planning objectives, as well as discussing topical issues related to infrastructure
needs and operational constraints and concerns, and reviewing the achievement
of performance targets; operating partners should likewise be required to
develop and operationalise mechanisms for effectively and regularly
disseminating information to, and soliciting feedback from, passengers;
• the Committee on Transportation and Communication of the Sangguniang
Panlungsod 16, providing information and participating in inquiries and public
hearings; and
• individual civil society groups, including schools, colleges, business groups, and
other non-government organisations with an interest in the operation of a
successful public transport system.
In addition, it is recommended that the CTTMO, under the direction of the CTTMB
and the Committee on Transportation and Communication, convenes an annual
Transport Forum. This would facilitate reporting by government/regulators on the
transport situation, and provide an opportunity for feedback and sharing of issues and
concerns among the various stakeholders involved, with a view to identifying policyoriented or programming solutions.

16

This is one of the standing committees of the Sangguniang Panlungsod, the City’s
legislative body. It conducts inquiries and public hearings in aid of legislation and
thus engages a variety of transport stakeholders. It can therefore be a support
mechanism for liaising with and engaging stakeholders in support of continuing
transport reforms.
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6

Other Implementation Issues

6.1

Phased Implementation
As indicated earlier, the public transport reforms set out in this report will need to be
broken down into a series of managed projects and introduced over a number of
years. This report does not deal with the detail of this phased implementation – that
will need to be addressed by future detailed public transport plans and feasibility
studies. Nevertheless, it is considered relevant at this stage to list some of the
projects and programs that might be involved:
• implementation of core network infrastructure: all infrastructure required to
operate the core bus network, including lane markings, sidewalks, stops, the
introduction of TSP at signalised intersections, and interchange facilities at key
locations;
• design and construction of terminals: suitable sites will need to be identified, and
land acquired, cleared and developed;
• introduction of core bus services: commencement of these should be
synchronised with infrastructure to ensure that the latter does not lie idle for
longer than necessary;
• revisions to existing jeepney/Filcab services: including removal of portions of the
existing routes that overlap with the core network, rationalisation of route
structures, and extension of routes as necessary;
• creation of new routes, as required; replacing MTH services where necessary
and re-allocating motorised tricycles to local service areas;
• introduction of feeder network infrastructure: primarily bus stops and access
facilities, but also including upgrading of the associated road network to paved
surfaces and uniform standards;
• progressive introduction of feeder bus services to replace jeepneys and Filcabs;
and
• re-organisation of City Centre circulating routes.
It is envisaged that work on the feeder network would be carried out on an area-byarea basis, following careful study (by, or on behalf of, the appropriate city
government unit, in liaison with barangays) of the requirements and the implications
(both social and economic).
The four broad areas might be:
•
•
•
•

Toril;
Calinan/Mintal;
Matina/Ma-a; and
Buhangin/Bunawan

with the City Centre routes forming a fifth area.
In these areas, it is also envisaged that buses would be introduced, progressively, to
replace jeepney services, as road networks are upgraded and the level and type of
development appears to be appropriate. This will be a matter for the relevant unit(s)
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within CCTMO to progress, based on regular reviews of the situation along each
route.
Where they do not already exist, mechanisms will also have to be developed for
adjusting existing franchises, either at the end of their respective periods of effectivity
or part-way through a franchise.
Bearing in mind that almost every existing jeepney and Filcab route uses part of the
‘core’ public transport network, the scale of the adjustments that may be necessary to
existing routes are set out in Table 10.
Table 10: Scale of Adjustment Required to Jeepney and Filcab Franchises
Cluster

No. of Routes

No. of
Franchises

No. of Units

A: West of Davao River
(Toril, Calinan)

70

2,879

3,172

B: North-East
(Bunawan)

19

1,728

1,812

C: North
(Buhangin, Cabantian, etc.)

24

947

1,021

D: City Centre
(circulatory)

18

1,170

1,273

There will then be the question of how long such a transition should and would take.
If the chosen methodology is to adjust existing 5-year franchises as they expire, then
the whole process may take as long as 5-10 years. In the meantime, the core route
network will need to operate with a mixture of vehicle types, which may not be an
easy option to manage.
If the process is to be accelerated, the scale and pace of the social support
mechanisms described below would almost certainly need to be increased to enable
this to happen effectively. The pace of change that could be accommodated by the
transport industry would also have to be taken into account. The need for 330 new
vehicles on the core routes (albeit spread over 5 possible routes), for example, can
probably not be satisfied all at once, since such investments, commissioning, and
staff recruitment and training would need to be spread over a longer period.
Similarly, the time needed to procure and commission changes to the feeder routes
and city centre routes (estimated to involve a further 1,000 units in all) would also
need to be taken into account.
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6.2

Social Impacts

6.2.1

General
It is well known from experience elsewhere that public transport reforms can and do
lead to improved social conditions for many residents. Such improvements include
improved mobility, and improved accessibility to education, markets and employment.
They are particularly relevant to poorer families, who cannot afford their own
transportation, and women and children who are often left without transportation
when the only vehicle available is otherwise in use – but, in fact, in a modern city,
public transportation should be available to all citizens if serious traffic congestion,
and the consequent lack of mobility, is to be avoided and economic viability is to be
sustained. It has already been noted in previous reports that more than 400,000
people – or one third of the residents of the planned urbanised area of Davao City –
live in barangays that are without proper public transport services.
Nevertheless, implementation of public transport reforms can also have negative
impacts. These are most likely to occur in the initial stages of reform, during the
transition between existing conditions and the reformed outcome. They will affect
both transport users and transport providers.

6.2.2

Transport users
For transport users any negative effects (or disadvantages) should be mitigated by
good system design and operational management. The creation of a proposed
Transport Forum should also provide a mechanism for ensuring that transport
services are kept up to date and relevant to the needs of citizens.
Special consideration will also need to be given to the transport requirements of
vulnerable members of society, including persons with disability (PWDs). This will
cover access modes, infrastructure design and the design of public transport vehicles
themselves. Although the relevant legislation is in place, this matter will need
constant vigilance and attention to detail throughout the design, implementation and
subsequent operational stages, and is even then only likely to achieve a completely
satisfactory conclusion after many years.

6.2.3

Transport providers
The second major area of social impact is likely to be on existing transport providers
– notably jeepney, Filcab and MTH drivers and operators – whose services need to
be rationalised and reformed. This will almost certainly result in a reduced number of
drivers, as well as the need to review and re-shape existing businesses. The overall
public transport reform program will therefore need to include both mitigation
measures and support programs for all those likely to be affected, including:
• redeployment to other parts of the city’s transport sector: It has been estimated,
for example, that each large bus might need at least five people to support its
operation (drivers, conductors, cleaners, mechanics, office staff, customer
service staff, etc.) and each small bus at least three people; this amounts to
around 5,000 people, compared to the 7,500 drivers involved in the existing
operations;
• associated training and re-training programs;
• assistance to find jobs in other sectors;
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• business support advice programs for those whose businesses are affected, but
will still continue to operate; and
• as a last resort, financial compensation packages to those whose livelihood or
businesses cannot be sustained by any other means.
These impacts and programs will need to be addressed in more detail during later
stages of individual project preparation.
6.3

Capacity Development Programs
Capacity development, in all its forms, is a key feature of the ongoing public transport
reform process. To this end, the Capacity Development Program needs to be
oriented towards building human and organisational resources among target groups
in Davao City, in support of the Comprehensive Public Transport Strategy (CPTS)
and its associated public transport reform program.
In addition to the kinds of support that are outlined above for transport providers, the
most obvious capacity development needs are for city officials, and others, to be able
to:
• implement (or organise the implementation of) proposed public transport
reforms; and
• thereafter, continue to update and operate the public transport system on a
routine basis.
Capacity development in these areas is likely to be closely associated with the list of
tasks to be undertaken by the CTTMO and other city officials, as set out in Chapter 5.
Since these tasks are not fully agreed at present, the following description of the
requirements can only be an outline.
Other groups will also need to participate in these capacity development activities –
most notably transport providers, where they need to understand and operate new or
revised procedures.

6.3.1

Capacity development objectives
The objectives of the proposed Capacity Development Program will be to enable the
participants to:
• fully understand the Comprehensive Public Transport Strategy, its rationale
(policy environment, etc.), benefits and scope; and identify the areas in the
existing transport and traffic policies and programs in Davao that will be
impacted by the CPTS, and the means by which these can be addressed;
• develop or strengthen the technical abilities (knowledge and skills) of key
transport offices to operationalise or implement the reforms being proposed in
the CPTS; and
• install or enhance systems that would support the maintenance and sustainability
of the enhanced public transport system that is advocated by the CPTS.

6.3.2

Target participants
Success in implementing the CPTS depends on the effective performance of the
various transport industry players in their respective roles. The entities that are
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directly involved in the implementation of the CPTS – the ‘stakeholders’ – have been
referred to earlier in this report (Sections 1.3 and 5.3, for example):
• City Officials (Executive Officers and SP Committee): It is anticipated that the
proposed City Transport and Traffic Management Board (CTTMB) will be a multistakeholder body, with representation from concerned national agencies, Davao
City executive officers, public transport providers, business and civil society.
Each concerned agency represented in the CTTMB is expected to mobilise its
agency to implement the CPTS and monitor the progress of implementation. For
the purposes of this project, representatives from the Davao City Sangguniang
Panlungsod and the DOTC will be invited to join the Board during the Capacity
Development activities.
• City Technical Staff: Under the Comprehensive Transport and Traffic Code of
Davao City the proposed City Transport and Traffic Management Office
(CTTMO), under the direct supervision and control of the City Mayor, is expected
to be the sole transport and traffic management authority in the City. It will also
serve as the secretariat of the CTTMB and will need to coordinate at the working
level with the Office of the City Planning and Development Coordinator (CPDO)
and the City Engineer’s Office (CEO). Under the CPTS, the Davao City
government, through the CTTMO, would be responsible for planning, procuring
and regulating public transport services, in coordination with DOTC and LTFRB.
It would also be responsible for ensuring that all required supporting
infrastructure is in place and is properly managed and maintained. EO No. 9,
series of 2013 was issued in June creating an Interim CTTMO.
• Public Transport Providers: Entities and individuals operating different types of
public transport service. Because there are currently several thousand holders
of public transport franchises, it would be impractical to involve all of them in
capacity development activities. The approach will therefore be to involve a few
representatives from each of the various transport federations, with these core
groups then being responsible for passing on the knowledge gained to their
members.
• Public Transport Users: This includes a variety of interest groups, including
executive committee members of the City Development Council, representatives
of Persons with Disability (PWDs), cycling groups, civil society and business
groups.
These stakeholders thus form the target groups for a capacity development program
that aims to ensure that they are well equipped to begin to undertake their identified
roles in the implementation of the CPTS. However, while all groups need to
appreciate as fully as possible the implications of the various public transport reforms
that are being proposed, it is the city officials, at all levels, who are currently
considered to be in greatest need of increased policy development support and
analytical skills.
Further information on the types of capacity development envisaged, and the extent
to which capacity development has already taken place will be included in a
subsequent report.
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Annex A: Outline Public Transport Service Patterns
Route
From

To

Vehicle type
(no. of pax)

Route length
(km; 1-way)

Route time
(mins; 1-way)
**

Service
headway
(mins)

Route
capacity
(pax/hr;
1-way)

No. of
vehicles
required***

(A)

(B)

(C)

(D)

(A*60/D)

(2*(C+5)/D)

Via

Core Services
Toril

Panacan

Bankerohan &
JP Laurel

Large bus (90)

28.0

84

2.0

2,700

89

Bunawan

Ulas

R Castillo &
Bolton Br.

Large bus (90)

32.3

97

2.5

2,160

82

Ulas

Panacan

Bankerohan &
JP Laurel

Large bus (90)

20.6

62

5.0

1,080

27

Panacan

CBD (Roxas)

CP Garcia,
Buhangin &
Dacudao

Large bus (90)

12.1

36

2.5

2,160

33

Calinan

CBD (Roxas)

Ulas & Bolton
Bridge

Large bus (90)

28.7

86

2.5

2,160

73
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Route
From

To

Vehicle type
(no. of pax)

Route length
(km; 1-way)

Route time
(mins; 1-way)
**

Service
headway
(mins)

Route
capacity
(pax/hr;
1-way)

No. of
vehicles
required***

(A)

(B)

(C)

(D)

(A*60/D)

(2*(C+5)/D)

Via

Feeder Services
Mintal

Ulas

Catalunan
Grande

Small bus (20)

8.6

26

1.2

1,000

51

Toril

Ulas

Libby Road

Small bus (20)

9.6

29

3.0

400

22

Bunawan

CBD (Roxas)

Cabantian,
Angliongto,
JP Laurel &
Cabaguio

Small bus (20)

27.7

83

1.5

800

117

Buhangin
(CP Garcia)

CBD (Roxas)

El Rio Vista &
JP Laurel

Small bus (20)

6.2

19

5.0

240

10

Tamugan

Calinan

Small bus (20)

17.2

52

5.0

240

23

Saloy

Calinan

Small bus (20)

13.5

41

5.0

240

18

Carmen/Baguio
District

Calinan

Small bus (20)

16.5

50

5.0

240

22

Tamayong

Calinan

Small bus (20)

11.5

34

5.0

240

16

Sirib

Calinan

Small bus (20)

10.8

32

5.0

240

15
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Route
From

To

Vehicle type
(no. of pax)

Route length
(km; 1-way)

Route time
(mins; 1-way)
**

Service
headway
(mins)

Route
capacity
(pax/hr;
1-way)

No. of
vehicles
required***

(A)

(B)

(C)

(D)

(A*60/D)

(2*(C+5)/D)

*

39.7

119

5.0

-

-

Via

Marahan

Calinan

Manuel Guanga

Mintal

Small bus (20)

9.4

28

5.0

240

13

Bago Oshiro

Mintal

Small bus (20)

2.8

8

5.0

240

5

Taglono

Toril

Small bus (20)

11.4

34

5.0

240

16

Tungkalan

Toril

Small bus (20)

11.6

35

5.0

240

16

Daliaon

Toril

Small bus (20)

12.8

39

5.0

240

17

Manambulan

Toril

Small bus (20)

10.5

32

5.0

240

15

Baracatan

Toril

Small bus (20)

15.3

46

5.0

240

20

Bayabas

Toril

Marapangi

Small bus (20)

7.4

22

5.0

240

11

Eden

Toril

Catigan

Small bus (20)

16.1

48

5.0

240

21

Kilate

Toril

Bato

Small bus (20)

8.4

25

5.0

240

12

San Isidro

Bunawan

Small bus (20)

4.2

13

5.0

240

7

Gatungan
(Mahayag)

Tibungco

Small bus (20)

8.3

25

5.0

240

12
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Route
From

To

Vehicle type
(no. of pax)

Route length
(km; 1-way)

Route time
(mins; 1-way)
**

Service
headway
(mins)

Route
capacity
(pax/hr;
1-way)

No. of
vehicles
required***

(A)

(B)

(C)

(D)

(A*60/D)

(2*(C+5)/D)

Via

Callawa

Panacan

Acacia,
Cabantian Rd
& Mudiang

Small bus (20)

26.7

80

5.0

240

34

Matina
(Center Point)

Cabantian

CP Garcia

Small bus (20)

14.4

43

2.0

600

48

Mandug

Buhangin
(CP Garcia)

Mandug Rd

Small bus (20)

7.3

22

1.0

1,200

54

Waan

MacArthur
Highway

Ma-a Road

Small bus (20)

8.3

25

5.0

240

12

New Valencia

MacArthur
Highway

Ma-a Road

Small bus (20)

17.7

53

5.0

240

23

Ma-a

CBD (Roxas)

Ma-a Road &
Bankerohan

Large bus (90)

7.9

24

4.0

1,350

14

Matina Biao

Matina
(Center Point)

Matina Pangi
Road

Small bus (20)

3.6

11

5.0

240

6

Langub

Matina
(Center Point)

CP Garcia

Small bus (20)

9.3

28

5.0

240

13
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Route
From

To

Matina
(Center Point)

CBD (Roxas)

Calinan-Mintal Loop

Vehicle type
(no. of pax)

Route length
(km; 1-way)

Route time
(mins; 1-way)
**

Service
headway
(mins)

Route
capacity
(pax/hr;
1-way)

No. of
vehicles
required***

(A)

(B)

(C)

(D)

(A*60/D)

(2*(C+5)/D)

Ecoland,
Sandawa &
Bankerohan

Large bus (90)

9.2

28

2.0

2,700

33

Balengaeng,
Tacunan,
Biao, Biao
Escuela,
Talandang,
Biao Joaquin,
Talomo River

Small bus (20)

35.2

106

5.0

240

44

Via

Total large

47

Spare

5

Total small

692

Spare

70

Note: Excludes City Centre circulation routes (approx. 250 small vehicles, including spares)
* Rural route; excluded from analysis
** Assumes 20kph average travel speed (including dwell times at stops)
*** Allows 5 minutes turn round time at each end of the route
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Annex B: Urban Transport System Characteristics
System type

ROW type/ min. width
(m)

Priority type

Stop spacing
(m)

Typical vehicle size
(pax) & system capacity
(pax/hr/dir)

Indicative
cost ($m/km)

Conventional bus

Existing road; mostly
mixed traffic

None or partial

300-500m

20-60 / bus

Infra: <0.5

2,400-7,200

Buses: 0.8

Highly prioritised
bus

Existing road;
segregated outer lane
(15m)

Non-exclusive;
TSP at
intersections

400-600m

60-90 / bus

Infra: <0.5

7,200-10,800

Buses: 0.8

BRT

Fully segregated ROW
in centre lane; at-grade
or elevated (25m)

Exclusive; TSP at
intersections

500-700m

90-150 / bus

8-75

Segregated rail ROW;
usually elevated (35m)

Full

1000m +

LRT
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Annex C: Peak Hour Capacity Analysis (with and without bus priority lanes)
Location

No. of vehicles

Mid-block
capacity

V/C [general
traffic lane(s)]

No. of passengers

Private

Public

Taxi

Other

Before

After

Before

After

Private

Public

Taxi

Ulas-Matina

698

446

134

128

2150

1500

0.70

0.61

1370

5246

230

Bankerohan Br.

1290

622

438

83

2600

1500

0.94

0.92

1974

7851

806

Bolton Br.

608

307

279

92

2150

1500

0.60

0.47

1824

3499

569

JP Laurel
(Insular)

517

233

140

73

2150

1500

0.45

0.39

920

1972

276

R Castillo
(Insular)

197

185

115

66

2150

1500

0.26

0.18

378

1583

219

Insular-Sasa

714

418

255

139

2150

1500

0.71

0.57

1298

3555

495

Sasa-Panacan

178

213

34

132

2150

1500

0.26

0.21

386

2041

83

Total %

48%

28%

16%

8%

22%

71%

7%

Note: 1) All vehicle and passenger volumes are 1-way in the highest hour, derived from surveys carried out in May 2013
2) ‘Public’ includes all jeepneys, Filcabs and motorised tricycles for hire, but excludes regional buses
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