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1. PROJECTBACKGROUND

1.1 Introduction

Traffic congestion has cost the economy quite heavily in terms of the
slowdown in the movement of goods and delivery of services, increased
vehicle operating costs, and otherwise productive man-hours consumed as
travel time, which may be quantified.

The daily strain on the quality of life of the urban populace, including the
labor force, students, and other regular commuters, may be difficult to
quantify but they cannot be ignored. Moreover, the negative impact of
traffic congestion on public health and the environment is expected to
translate to economic costs in the long run.

There is an imperative therefore to establish the economic impacts of traffic
congestion in Metro Manila. More specifically, to quantify these impacts in
monetary terms.

1.2 Objectives

The study aims to generate a monetary estimate of the impact of traffic
congestion n Metro Manila on the economy. Specifically, the project aims
to:

1) Estimate average value of time for various workers as classified by income
and type of work;

2) Estimate average daily cost for each type of trip as classified by trip
purpose;

3) Estimate average delay cost for business-related trucks and UV trips for
each type of product or service; and

4) Develop a methodology for determination of economic costs for a certain level
of congestion

1.3 Scope and Limitations

The study relied mainly on existing data gathered under MMUTIS. As such,
no primary data collection activity or survey was undertaken. Considerable
effort was, however, exercised in utilizing the utmost detail of the MMUTIS
data.

While the MMUTIS project, on the one hand, provides a comprehensive
collection of transportation data including the conduct of the 1996
Household Information Survey, several constraints and limitations are still
inherent on the existing data structure towards the objectives of this study.
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2. THE STUDY AREA

2.1 Growing Metropolitan Area

Figure 1 shows the map of the study area. The Metropolitan Manila Area,
or the so-called National Capital Region (NCR) consists of 17 cities and
municipalities, namely Manila, Pasay, Quezon, Makati, Mandaluyong,
Caloocan, Marikina, Paranaque, Pasig, San Juan, Valenzuela, Malabon,
Navotas, Pateros, Muntinlupa, Las Pinas, and Taguig. Several
municipalities in the adjacent provinces of Cavite, Laguna, Rizal and
Bulacan are also included in the study area.

Metro Manila, with an area of about 636 square kilometers, has been
constantly growing rapidly. Its population of less than 2 million in 1950 has
increased to 5.9 million in 1980 and 9.5 million in 1995. The effect of the
rapid urbanization of the metropolis spilled over to the adjoining
municipalities - with areas of about 3,670 square kilometers.

The actual urban area today has reached about 800 square kilometers, far
exceeding the administrative area of Metro Manila and the total population
of the metropolitan area is considered to be 14.4 million as of 1995,
inclusive of the 4.9 million population in adjoining areas.
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Figure 1.
Map of the Study Area



Table 1.
Population of the Study Area
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Population: 000 (%) Growth Rate: %/ yr.
Area 1980 1990 1995 80-90 90-95 80-95

Metro Manila 5,926 7,929 9,454 2.9 3.6 3.1
(70.9) (67.7) (65.8)

Adjoining Area 2,434 3,773 4,914 4.5 5.4 4.8
(29.1) (32.3) (34.2)

Study Area 8,360 11,703 14,368 3.4 4.2 3.7
(100.0) (100.0) (100.0)

Philippines 48,098 60,703 68,614 2.4 2.5 2.4
% of Study Area to RP 17.4 19.3 20.9
Source: MMUTIS Draft Final Report, 1999

Table 1 above shows the population of the study area. In 1995, Metro Manila and
adjoining areas consist more than 20% of the country's population and still
increasing. It is worthwhile to note that while the population of Metro Manila is
growing, the population of the adjoining or sprawl area has been increasing at a
faster rate.

The JICA-Assisted Metro Manila Transportation Integration Study (MMUTIS)
conducted in 1996-1999 projects that the population increase will further continue
and reach 25 million by year 2015. This means that in just the next two decades
alone, the metropolitan region would have to accommodate an increment of 11
million people: 3.5 million in Metro Manila and 7.5 million in the adjoining
municipalities.

Consequently, Metro Manila and its immediate environs will be feeling the
pressure of the further increase in population. All the more, traffic congestion is
expected to take a heavier toll on the economy.

2.2 Increasing Motorization

Motorization has increased rapidly. Table 2 shows the number of
registered vehicles in Metro Manila during the period 1980-1995. The
number of registered vehicles, both private and for-hire, has increase at an
average rate of about 6% per year. The increase in private utility vehicle,
private trailer, and for-hire motorcycles (or tricycles) was especially high. It
is worthy to note that more than 40% of all vehicles registered vehicles in
the Philippines are concentrated in Metro Manila.

It cannot be denied that motorization is proceeding at an alarming rate in
Metro Manila though still low compared to other countries. The growing use
of the private car has been an experience of most advanced and newly-
industrializing countries. There has been a general consensus among
transport experts that the use of private car be minimized in favor of more
economically and environment-efficient modes. The problem here in the
Philippines is even more complicated by the seemingly lack of efficient
alternative public transport modes and weak government policies on car
ownership.
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Table 3.
Car Ownership Structure
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Table 2.
Number of Registered Vehicles in Metro Manila

Class Vehicle Type 1980 1990 1995 Growth rate: %/ yr.
(1980-1995)

Private Motorcycles 36,854 50,159 73,014 4.7
Cars 218,964 297,094 410,814 4.3
Utility Vehicle 36,770 223,976 368,002 16.6
Buses - 918 491 -
Trucks! Trailers 97,590 51,351 76,060 -1.6
Sub-total 390,178 623,498 928,381 5.9

For-Hire Motorcycles 4,801 16,418 34,478 14
Taxis 10,125 1,715 21,702 5.2
Cars 1,461 8,150 5,601 9.4

Utility Vehicle" 27,202 27,659 53,362 4.6
Buses 3,578 4,329 7,824 5.4
Trucks! Trailers 8,797 3,009 4,344 -12.5
Sub-total 55,964 61,280 127,331 5.6
Total 446,142 684,778 1,055,712 5.9

Source: LTO
11 A utility vehicles is a small van-type vehicles commonly used for either delivery of
commodities or as passenger shuttle (g. school bus, company bus, etc.)

The percentage of car-owning households in Metro Manila has jumped
from 10% in 1980 to 20% in 1996, however, it is slightly lower in adjoining
provinces as shown in Table 3. On the other hand, the number of cars is
expected to increase sharply in the future to an increase in the income
level and population.

Figure 2 shows the structure of car ownership by income level from the
MMUTIS Person-Trip Survey in 1996. It is apparent that there is a parallel
increase in car ownership in relation to household income, that is that
higher the household income, the higher the car-owning rate becomes.

Item Metro Manila Adjoining
Areas

1980 1996 1996
% of car-owning 9.5 19.7 16.9
households

1 car n.a. 14.9 n.a.
2 cars n.a. 2.7 n.a.
3 cars or more n.a. 1.1 n.a.

Average no. of cars 1.4 1.3 1.2
per car-owning household
% of multiple car-owning 19.0 20.1 13.3
household"

Source: MMUTIS Person-Trip Survey, 1996
11 % to total car-owning households
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Figure 2.
Car Ownership by Income Level

Source: MMUTIS Person-Trip Survey

2.3 Existing Road Network

Figure 2 below shows the primary radial and circumferential road network
of Metro Manila. The road network consists of ten (10) radial and five (5)
circumferential roads. A sixth circumferential road is also being planned.
Circumferential Road 4 (C4), the Epifanio de los Santos Avenue (EDSA),
has six lanes per direction including two (2) priority bus lanes and absorbs
a traffic volume of more than 100 thousand vehicles per day.

This radial and circumferential road system has been the long-standing
model for road development in the metropolis spring from the historical
development of Manila City during the Spanish colonial rule. The system
functionally emanates from the old city center of Binondo and Escolta
which were then the main activity centers of the day. During that time, the
city was functional mono-centric.

The urban development of Metro Manila, however, has metamorphosed
into a multi-nuclear metropolis with many urban sub-centers springing at
the end-of-city boundary like Caloocan, Cubao, Ortigas, and Makati due to
congestion in the old city center, lower land prices and the availability of
road capacity by C4.

Presently, the total length of roads is at 3,425.3 kilometers. Of these, 47%
are city roads, 28% national roads, 17% municipal roads, 8% barangay
roads, and a miniscule 0.1% private roads. It can be said that private roads
(though limited in quantity) which are almost always located inside
exclusive villages provide strategic access routes within the network.
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Figure 3.
Metro Manila's Road Network

Quite recently, there has been a shift in road development paradigm for
Metro Manila from a radial-circumferential orientation to a rectangular grid
pattern with strong north-and-south axis. It is recognized that the future
direction of urban development will proceed in a north-south fashion. This
is due to geographical constraints.

2.4 Transportation Demand

Transport demand generally increases with population and economic
growth. Surveys conducted in 1996 by MMUTIS revealed a total of 30.3
million person-trips a day within the greater metropolitan region. This is
broken down into 24.6 million motorized trips and 6.3 million pedestrian
trips. Within Metro Manila, the growth in travel demand since 1970 is quite
dramatic - from less that seven million motorized trips a day to 10.6 million
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in 1980 and 17.5 million in 1996. It was also revealed that the average
number of daily trips by a person above four years old is 2.3.

Approximately 98% of the total travel demand in Metro Manila are met by
road-based transportation, while public transportation usage is still high at
78% of all trips (public and semi-public).

Table 4.
Traffic Demand by Mode of Transportation, 1996

Class Vehicle Type Person Trips Average. Vehicle Trips
No. (000) % Occupancy No. % vehicle %PCUU

(000)
Private Motorcycle 125 0.7 1.1 114 3.2 1.6

Car/Jeep+UV" 3,289 18.5 2.5 1,316 37.0 37.2
Truck 422 2.4 2.1 201 5.7 11.4
Sub-total 3,836 21.6 - 1,630 45.8 50.2

Semi- Taxi 862 4.9 2.2 392 11.0 11.1
Public HOVTaxi 226 1.3 4.7 48 1.4 1.4

Private Bus 440 2.5 22.3 20 0.0 1.1
Sub-total 1,528 8.6 - 460 12.9 13.6

Public Tricycle 2,373 13.4 2.5 949 26.7 13.4
Jeepney 6,952 39.1 15.1 460 12.9 19.5
Bus 2,653 14.9 46.5 57 1.6 3.2
LRT 409 2.3 - - - -
PNR 6 0.0 - - - -
Sub-total 12,394 69.8 - 1,466 41.2 36.2

Total 17,758 100.0 - 3,556 100.0 100.0
Source: MMUTIS Person-Tnp Survey, 1996
11 UV - Utility Vehicle
2J PCU - Passenger Car Unit: conversion of different size of vehicles in terms of car size for

comparison

The public transport sector is heavily dependent on the Jeepney which
comprises 39.1 percent of the total trips. While buses serve 14.9 percent of
the total transportation demand, buses ply along limited intra-city routes.
Specific corridors where buses ply include EDSA, Quezon Avenue,and
Espana.

It is observed that the share of LRT and PNR stands at a miniscule level of
about 2.3 percent with the share of PNR being less than 0.1 percent. Data
on the newly-operational MRT is still not available presently but
observations suggest that MRT ridership may be around 10% of capacity.

It may be noted that tricycle comprises a significant portion of the
transportation demand. The tricycle provide a quick alternative to short-
distance trips though it usually costs more that a jeepney ride. Also,
tricycles are almost available even at late night hours.

In terms of vehicle share, public and private modes stands at around 50
percent each. Although the private mode comprises only about 22 percent
of the total transport demand, it comprises 46 percent of the total vehicles



on the road. Thus, clearly a gap exists with a high level of private cars on
the road.
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There is a need, therefore, to introduce more efficient alternative public
transport modes to curb the increasing number of private cars.
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