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PREFACE

It is with great pleasure that 1 present this report entitled the Arterial Road
System Development Study in Jakarta Metropolitan Arca to the Government of the

Republic of Indonesia,

This report embodies the result of a tﬁansportation masterplan study which was
carried out in the Jakarta Metropolitan Area from Novefnber 11, 1984 to July 19,
1987 by a Jabanese study team commissioned by the Japan International Coopcratibn
Agency following the request of the Government of Indonesia to the Government of

Japan.
The study team headed by Mr. Nobuwaka Yamakawa, Pacific Consultants
' International Co., Ltd. had a series of close discussions with the officials concerned of

the Government of Indonesia and conducted a wide scope of field survey,

1 hope that this report will be useful as a basic reference for the development

of the road systen,

I wish to cxpress my deep appreciation to the officials concerned of the

Government of Indonesia for their close cooperation extended to the Japanese team.

September 1987

5’7! | //577,?:

Keisuke Arita
President
Japan International Cooperation Agency
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PERSPECTIVE VIEW OF MEDIUM/MASS TRANSPORTATION CORRIDOR
{Joint Right-of-Way of Busway and Arterial Street)



"INTRODUCTION

JAKARTA ME_,TRO_POLITA_N 'AREA' =

The hkalta Metropolltan Area that wis eovered by ‘the Alterlal Road System )
Developmett Study” (ARSDS) is-the arca within a 30 km radius from Monas Tlus area

includes Jakarta and the four sub- reglonal centers of Tangerang/Batu Ceper Beka31/
_Tambun Serponu and Depok ' : o

" The Jakarta Metlopohtan Alea |s charaetermed by remarkable urban growth alld_--"
the close consiection “of mutual actmtles thhm an alea of one day ] trlp length:
~ In DKI Jakarta, the capltal elty of Indonesia, and also in the suuoundtng areas, the"_.:
eoneentrat;on "of population and . economm activities have been” fiicreasing, resultmg“'-
in ‘traffic problems which cannot be solved by ‘only looking at DKl Jakarta, In -

consideration 'of - infer-regional traffic and mtraleglonal traffic - in ‘the Jakarta
Metropolitan Area, the sitnation makes it neeess'\ry 1o estabhsh a Mettopohtan
Transportatton System .

- BACKGROUND

_ Dlreetlons for the Jabotabek Reglons long tetm deve]opment have been shaped'_:
through the’ various development planning studles -on. this region: s1nee 1967 -Among - -
the other plannmg studies, the Jabotabek ’\'Ietropolttan Development Plan: (JMDP)_J _
‘played the most ‘Crucial role in establishing the existing development ob|eet1ves s

The JMDP- study was -undertaken in accordance with’ Pres;dentaal Instruction No. 13,

1976, which .calls for the related agencies 1o dd)ust and eoordmate then deveIopment

plannmg throuc,hout the Jabotabek Region.

“The authonzed DKI Jakarta Strueture Plan 2005 and the . current Jdbotabek-_. '.

Development Plan 2005 have been- estabhshed with some revision in Ime with the
JMDP study. These documents suggest prmclples to guide regional/urban development

and transportation development. . The Arterial Road System Development. Study in

the Jakarta Metropolitan Area (ARSDS) was undertaken in coor(tmanon with .the
existing development ob]ectlves and transportatlon sector guidélines. .

On theé other hand the transportatlon development plannmg studles on ratlways
tollways arterial roads, bus systems, etc., have been 1ndependently carried” out.
" Moreover these transportation studies were not well coordmated w1th the 1eglonal'-

and urban development studies.

Short term traffic rnanagement and road transport development studies for DKI:' o
Jakarta were conducted. by the Jakarta Urban Ttansport Project and other short'

term pmjects

In this confext, the Arterial Road System De'-\.'elopm‘ent"Stady 'in{ the. "Jakar'tai B

Metropohtan Area (ARSDS) was undertaken ‘to prepare ‘a strategte long term

arterial road and street - system development plan: from both a eomprehenswe

transportation planning viewpoint and a regtonal/urban development v1ewpomt

STUDY OBYICTIVES

Theﬁ:Main'_:‘ol;)jeetive of the ARSDS- is to establish an Arterial Road and Street

-De've:lopment Plan and strategies to achieve the cxisting development objectives by

strengthemng the - existing DKI’ ‘Structure Plan 2005 and the current Jabotabek

- _Development Plan 2005
: _' In more specn“m terms, the obJectwes of the ARSDS are as follows:

L "To strengthen the trafflc and transpo;tatlou data base for d1ffe1ent transportatlon

_ 'pldnmng programs by conductlng a'full scale persen trip SUIVeY.

2. - 'To estabhsh an, arteual road and strect network in 2005 in" coordination w1th

~ the prefened urban system in the Jakarta Metmpohtan Area by strengthenlng-
'the extstlng development plans.

3. -'To, formulate an’ mtegratecl tran's'portation detieloprnent strategy to eoor(linate

each fransportation’ system developmient ‘within ai integrated transportation
' system and to coordi_nate transportation development with Urban'development.

4. To tormulate an m]plementat:on program ot the prlonty pro;eets for artenal

‘road- and street development according to the recommended transportatzon
development strategy

-5 ,To identify -other important development projects related to arterial road and

street ‘development.

STUDY APPROACH

The approaeli of the ARSDS is charact_erized 'by the following .four principles.

1. The Study is based on the analyses of the present conditions, not only of
-transportation  but also ‘of socio- economlcs and urban structure, in the
Jakarta Metropohtan Area,

2. The present traffic and transportation analyses are based on the full scale person
‘trip  survey - 1985, which allows ‘a comprehensive approach to the whole
transportation system, in addition 'to. the traffic counting survey, travel speed
suwey- and ln\rentory of transportation facilities,

3. i"The Study is de51gned to deal w1tl1 transportatlon development within the urban
. development context, because transportation development cannot be separated
from urban development espemally in a metropohtan area where the urban

" structure is to be changed

4.__4 The strategies ' recommended by the ARSDS delineate the measures lo be
. taken in the process by wlneh eh‘mge is to be achieved. The sirategies should
_ 'be actlon ortented

" The study appr'o_ael_l described above is shown in the following figure.
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RECOMMENDATION

One of the pohcy solutlons Ior the urban tianspoztatlon pxoblexm of a megalopohs' .
from an urban planning point of view, is to change the urban. structure from one w]uch" :
allows “almost all of - the. traffic to concent:ate toone’ (,entlal arca, .to one wim,hi-
d1sperses traffic -to cenfers of the multi nuuleus pattun Moreovm 'molher solutlolf
-reinforcing the sclution by the multi nucleus system “is to estabhsh Merlmm/M'lss' :
.Transportatmn C 0111d0rs CONNEC ting centers so as fo convert the urban structure trom

‘one which depends ‘on individual tlamport modbs to onf, which.. dept,nds on
medmm/masstransport modes o : '

The fo_lloWing are the major reédn_uﬁe.llda,tions of the ARSDS.

1) - The edst-west urban axis should be established.in adcfition to'the existing strong

'n(')rth'—sou'th axis hist‘oricﬁily in order to achiev'é the develO‘pmcnt objectivcs.

2) A ldrge scale transportation mfmstmctme is 1equned to estabi:sh the gast- west
urban 1x1s which would induce the east and west area dwelopment

3) The trdnsportatlon to estal)hsh the edst- wcst u;b'm axis shou}d have a high

transport Speed service, which is relatwely compentlve to esustmg tmnsponatlon
systems

4} The transpmtat}on to LStathh the east-west urban axis should bt a m&.dmm/nmss_
transp_onatloﬂ system,  in consideration of transport eftlcn,n_cy, energy’

consumption and air poltution. Th_e axis should bea rapid bus system operated
on_ an exclusive busway at the initial stage, because of the-investment efficiency
in the east and west growing areas. - A joint busway and arterial street right- of-way

is suitable to induce development along the corridor. The. corridor should be

designed to be convertible into another gmdeway system with a larger transpoxt
_capac1ty and higher speed. :

5) The nojth s"outh axis, which is congested with excc.sSive traffic deiha’nd should
be undertaken to inciease the transportation capacity by exammmg measures
such as a arterlal street, tollway, medlum/mass translt system : :

6) The direct access to the existing Central Area {rom actwlty Lenters (mcludmg

_sub—centers and secondary centers) in the suburban areas should be secured
to induce development outwards from the Central Area This ‘is a key to -

encourage sub centers (East, West T&ngerang and Bekam) and secondary centers

7y  Basic - transportation netwmk to fmm the megﬂopolxs such as' Jakarta

Metropolitan Area should be provided with the progress of suburban housing .

development, which should be deveiopcd to form an urban unit. - The basic
network should be a guideline for collector and local streetsin Urban Units. -

i)

RECOMMENDED ACTIONS IN THE NEXT FIVE-YEAR PERIOD

Based on the A'RSDS"i’t is "hi;},hl'y-recommcnded that full advantage be taken of the

chance to review the existing DK1 Structure Plan, which is supposed to be done every

five years, in order to strengthen its transportation sector plan and to take foltowing
actions without delay in the next fivesyear period:

1) Feasibility Study of the whole medium/mass transportation corridor development
“program in otder to decide the alignment, and to start the development control to
secutdthe 1'ight-of-way ' '

2} Feasnblhty Study on the north-south Lomcim (BIok~M — Kota) devnlopmcnt
and parking facility development in the Central Area. " The reinforcing facility
: to be examined are artend! road, tollroad, busway. mut]um/mass transportation
moda etc. :

'3) Centrat Area De\'rél(')pmélit Pkat.mi.ng Study including activity ceater development/

) r_éde\'/élbpment, parking plan, station plaza plan, tratfic management plan, arterial
road plan,ete., which are essential for the provision of direct access to the Central
- Aiea from activity centers in the sub-urban area,

4} Feasibi.lit.y '“Study for ﬂie present traffic problem oriented program such as
existing arterial roads in the Central Area,

5) Fmsﬂ)]hty Siudy for the .major &stenal C.tm'vts dnd pr;mary roads in order to
establish the multl nucleus system.

_6Y Budgcta_ry Study of_tr.ansport secior.



IMPLEMENTATION PROGRAM

The implementation- programs rcco_n'inicndéd in :_thé:"étli'dy_ “are _'éé!_e_cté'd_ from',itl_l_e .
viewpoint of future urban'fornmtioz_l and fransportation development strategies. They -

are classified into-7 programs by program nature a

are shown in the following table,

COST OF PROGRAMS

nd each implementation schedule

PROGRAM -

 BSTIMATED PROJECT COST (x 10 Rp)

| PELITA IV PELITA V. PELITA VI PELITA VI  TOTAL

Mass Transportation Corridor _ S _ Ceaia T T
Development Program i 159,471 226,352 209,737 . . 595560
Major Arte_rial Sireet o - C - o S0
Development Program 63342 . 44,827 132,788 240,957
Arterial Street - o _ o R
Development Program 113,855 94,486 . 110,073 . S— 318414
in the Newly_Urbanizing Area _ ' . _ :
Presént Traffic Problem Oriented S e ' : SRR
Program 37,959 - 274307 42,188 - 354,454 _
East—West Connection Improvement R | g o ' _. s
Program — S= 38,363 - — -38,363
North—South Axis S LIPS
Strengthening Program - SRR - 40,685 40,685
Freewéy Development Program 164,-5@(.)' _ 1.;50(.),58'9 o = ,-I_-,-6655,08§
Total - 215876 528264 461,803 383210 . 1588433

- (380,376)  (2,028'853)

(461,803)  (383210) (37253522)

Note: Figuresin{ ) show total costs and without { ) for those of ech'us'ive'_freeway :

The details of each program are shown. by the 5

following tables and a figure.

_year development period‘i_n' the



1

PROJECT LIST OF MEDIUM/M/\SS TRANSPORTATION CORRIDOR DEVELOPMENT
PROGRAM : . .
o o N e 1 Implem‘enta’tion Canstruction
No - Nante/Logation . N&nc;f L?II(}:%]?)I - -, Period “Cost
— L - (Pelita) (< 10° Rp)
Al Ex-Kemayoran — West Center 6 139 " 88 910
A2 Tn. Abang - West Center - 6 160 v 70 561
A3 West Center — Tangerang Ring 6 303 Vi 110,571
A4 -East Center —Bekasi Ring 6 203 Vi 115,781
. AS  Tangerang South — Tanah Abang 6 19.3 VII 98,464
A6 Bekasi South — Ex-Kemayoran 6 - 27.0 v 129% 273 :
Total - : 595',560
2. PROJECT LIST OF MAJOR.ARTERIAL STREET DEVELOPMENT PROGRAM
: _ B - Implementation.  Constriction
No -Name/Location Nfén(z,f_ I’fﬁiﬁ'{ Period - - Cost
: : o A (Pelita) (x 10¢ Rp)
Bl Pesmg Keba}'oran Baru 5 9.6 v 63 342
B2  Tangerang MTC Supplemental Link 4 94 Vi 21,200 -
B3  Bekasi MTC Supplemental Link 4 7.1 \U N 23,627
B4  Ancol — Cilincing -6 -103 Vii 53,007
B5  Cilincing — Pulo Gadung Lor 4 6.4 -VH 23,707 -
B6 Pondok Gede.— Fatmawati 4 159 -VIT 40,659
B7 BlokM - Cilandak 6 54 VII 15,325
Total - 240,957
3 PROJECT LIST OF ARTERIAL STREET DEVELOPMENT PROGRAM IN THE
NEWLY URBAN\Z1NG AREA
: Implementation Construction
No Narme/Location N&n(;f L’?Ei?)l : Period Cost.. -
(Pelita) . (x 10%Rp)
Cl - East Center Related Street 4 6.7 v 9,177
' (Kembangan — Kupuh 1) .
. (2 East Center Related Street 4 3.7 jAY 9,867
(Meruya Udik — Rawatiga Suku) S
€3  West Center Related Street 4 72 I\ 25,750
{Pulo Gadung -~ Rawadomba) -
C4  West Center Related Street 4 30 v 33,555
(Rawa Terate — Ujung Kranjang 1)
C5  West Center Related Street 4 5.8 v 23,289
' " (Klender — Bojong) _ _
C6  West Center Related Street 4 23 v 12,217
.+ (Gedung 2 — Cilungu 2) ' , R
C7 ‘Bugell —1legok -~ . - 4 6.5 v 12,207
C8 = Jakarta — Kampung Kelapa 1 2 78 - -V 10,655
(9 - Konfrakan — Donkel 2 2 07 A% 11,811
10 ‘Bekast — Tambun - 2 70 A 11,158
C11 Rawapajang — Rawa Banteng 2 8.6 v 9,400
“C12 Teluk Betung — Ps. Bondo 4 99 v 27,351
Ci3 Tambun — Tambun South 2 49 v 11,921 -
Ci4 Ciledug — Meruya Udik 2 59 VI . 16,844 - .-
€15 Pondok Acen - Juraganan 2 63 - VI 13,001 .
Cl16 Cipondoh ™ Cipadu 2 63 Vi 8,595
C17 Kebaren — Bantenan 2 - 64 VI - 8,529 -
C18 Kali Malang —Kp. Asem 4 7.3 VI 16,412 -
C19 Malaka 3 — Pondok Meloh 2 - 84 VI - 12,695
C20 Kp.Guning —Kebantenan 1= 2 30 VI 12,073 -
C21 . Rangkalanwsmgin -~ Pekayon 2 2 70 VI 13,941 .
. €22 Pondok Gede - Pondok Bend 2 4.1 - VI 7,983
Total e

o o31s4o4

)

4 PROJECT LIST OF PRESENT TRAFFIC PROBLEM ORIENTED PROGRAM

’ i o . Implementation Consiruction
No . . Name/Location N&.nc;f Lgé%tl})] Period Cost

: S . : - (Pelita) (x 10° Rp)
D1 Pondok Pinang — Pejompongan 4 5.2 Iv 8,960
D2 - Ragunan -- Buncit Raya 6 4.6 v 2,923
D3 Ps.Minggo - Depok 46 204 v 23291
D4 Kali Malang 4 4.7 4% 2,785
D5 . Kota.— Jembatan Dua 6 2.3 v 13,642
D6 - Ex- Kemayoran Cikini . 46 14.6 v 14,988
D7 - Pejagaran — Pondok Baru 6" 1.6 \i 77446
D8 - Rawatingasuku — Tanah Abang 4 31 v 34352
D9 -Pejompongan — Karet Kubur: 4 1.7 v 5489
D10 Blok M- Kota 8 135 v 128,390
D11 Cikini — Menteng Patbatu 6 34 VI 18,198
D12 Outer Ring Road — Senayan C.C 4 7.0 VI 23,990
354 454

~Total _ _ | . T

- B PROJECT LIST OF EAST-WEST CONNECTION IMPROVEMENT PROGRAM

ImpIementation

' Construction
. : No. tl :
No Name/Location fan%f Lgéfn)l Period Cost
_ S (Pelita) (x 10° Rp)
El  Ex-Kemayoran — J.ILU.T. N-§S Link 4 4.1 Vi 14,636
E2  Cikini - Slipi - 46 48 VI 2727
Total - _ R 38,363
6 PROJECT LIST OF NORTH-SOUTH AXIS STRENGTHENING PROGRAM .
' Implementation  Construction
No NamefLocation .N;;rﬁf L?IT(‘?]% . Period Cost
. B : S (Pelita) (x 10° Rp)
Fi  Cikini — Kampung Bandan 4 4.6 il 25,612
F2  Senen — Jatinegara — Cililitan -~ 6-8 69 VL 15,073
Total | R - 40,685
7 PROJECT LIST OF FREEWAY DEVELOPMENT PRQGRAM
. No.of Length Implemgn_tation Construction
- No * Name/Location _ Lane  (Km) Period Cost
U _ . (Pelita) {x 10° Rp)
Gl TIUT.SW Arc 6+6/8 70 v 164,500
© (akarta LC. - Sec.13)
G2 JIUT NSLink - 648 13.0 s 420,600
(Tg. Priok 1.C. -- Jakarta [.C) ' _
G3. - Jakarta Harbour Road - 4 19.0 539,900
G4 '_Néftitcrﬁ EXte_ntion of SW Arc 6 C 4.3 Y 85,000
G5 Jakarta Outer Ring Road . 4+ 594 455089
Total N } - - 1,665,089
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A ANALYSIS OF URBAN PROBIL.EMS _
A1 EXISTING TRANSPORTATION PROBLEMS : ROADS AND STREETS

Almost all of the urban travellers in' the Jakarta Metropolitan Area
depend on roads and streets, since the existing railway cannot attract
more than 17 of the total transport demand.

Congestion of roads and streets is already severe in degree and has
daily duration. in. the Central Area and regional corridors as shown . in
Fig. 3, Moreover, congestion prevails on some streets in the suburban
areas despite the low level of private automobile ownership (40 cars
per thousand inhabitants, 1985). '

Contributing to this road and street congestion is network fault,
excessive traffic concentration to limited number of wide streets,
mixed traffic and the low proportion of the urban area devoted to roads
and streets (only 3,5% of Jakarta, 1982 and 2.0% for arterial road,

The extreme shortage of roads and streets cannot compose an

1985).
network and cannot enable the differentiation of road/street

adequate

hierarchy and functions such as artery, collector and local.

The past transportation development relying mainly on road and street
development could not keep up with the increased traffic demand in
Jakarta. If the existing trend of urban sprawl and car orientation is
not changed, it will be impossible to provide enough roads and streets
with adequate levels of service to meet the car traffic demand, which
is - rapidly increasing due to the increase of population, incomes and
the urban expansion.

EXTSTING ROAD AND STREET NETWORK

The basic regional road network in the Jabotabek area has been con-
structed up to the 1900's under the stromg control of rivers and ground
Most of the roads in the area are located on hilly - land
The rivers eriginating in the southern

conditions, _
with good ground conditions.

mountain range flow towards the north,
expansion of Jakarta city towards the south,

forced the

east-west connection has remained without a direct
main frame of the street network in DKI Jakarta was constructed in the
1960's. The network basically forms a radial and ring pattern with
Although the streets in the north-
the streets in the east-west

wide streets of more than 8 lanes.
south direction are well developed,
direction lack continuity.

terms of connection.

The absolute guantity of arterial streets is insufficient. The total
length of arterial streets/roads in DKI Jakarta in 1985 was 621 km and
1,352 km’. The estimated road ratio for the arterial

The area was

streets of 2,0% in DKI Jakarta is extremely low.
dense street networks are seen in Banteng, Menteng and Kebayoran
The remaining aress are mostly short of streets.

PROGRESS OF ROAD/STREET NETWORK DEVELOPMENT

The development of the street network has progressed slowly " compared
Two regional freeways have recently been
several streets/roads have been improvedkby new con-
struction and read widening since the 1960's as shown in Fig, 1, But
compared with the road/street network in the DKI Master Plan 1965-1983,
few planned roads/streets have been achieved,

with the rapid urbanization.
constructed and

The freeway system has been constructed systematically according to the
the improvement of streets have not been
but have been improved against the actual

plans. On the other hand,
systematically approached,
problems.

MOTORIZATION

Motorization in

registered motor vehicles was 488,719
The growth rate in these 10 years was 10.1%Z p.a.,
growth rate of 3.82 p.a.. The
number of repistered buses for private use indicates a remarkably high

1,284,615 in 1985.

vhich is higher than the. population

growth,

Bottlenecks are seen in many places.
the existing street network in DKI Jakarta does not form a network in

DKI Jakarta has progressed rapidly.

These physical constraints
Thus, the
connection. The

Thus,

The only sufficiently
Baru,

The number of
in 1975 and this grew to

Fig. 1
EXISTING ROADS IN DKI JAKARTA
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Fig. 2 PRESENT TRAFFIC FLOWS ON STREETS IN THE JAKARTA METROPOLITAN AREA

ARSDS TRAFFIC COUNTING SU.R'VEY SEPT. & OCT.,, 1985
JLU.T PROJECT PART V, 1984 '

ARSDS TRAFFIC COUNTING SURVEY IN BOTABEK MAY 1086

HUNDRE_DS VEHICLES

THE FIGURES ARE THE TRAFFIC VOLUMES OF 4-WHEEL
VEHICLES FOR A CONTINUOUS 16 HOURS (6:00 — 22:00)
EXCEPT FOR THE FIGURES WITH *»»

THE FIGURES WITH «« ARE THE TRAFFIC VOLUMES OF
4WHEEL VEHICLES FOR A CONTINUOUS 14 HOURS.
(6:00 ~ 20:00}

Fig. 3
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SOURCE _
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A.2 EXISTING TRANSPORTATION PROBLEMS: BUS AND RAILWAY

Although bus trips account for about 50% of all trips made by motorized

resulting in more congestion on the roads and streets,

transport, because of the following there are no reliable public Table 1 CHANGE IN MODAL COMPOSITION OF PERSON TRIPS: 1972 — 1985

transport modes at present in the Jakarta Metropolitan Area:

- The conventional bus services lack reliability for bus passengers in JMATS 1972 ARSDS 1985
terms of  punctuality and unstable operation. Bus operations are _ e _ e e e e e et e
adversely affected by street congestion, Public Transport:

R . . . Railway 1.2% 0.32

~ The coverage of the existing railway system is limited. The Bus 59.6% 50.9%
conditions of railway facilities and services {mixed train operation, Taxi. Baiai 0.2% 5.87
frequent services, punctual/stable operation, comfort, lack of Sub Totai Jal 61.0% 57.0%
station plaza and feeder service, etc.) are insufficient for wurban/
suburban railway services. Moreover, the landuse along the railway Private Transport:
lines was formed with no relation to the railway, thereby making it " Private Car 24.3% 22 .8%
difficult for the existing railway to attract more passengers. Motorcycle 14.72 20.2%

These deficiencies of public transportation encourage the more affluent Sub TOtﬁi _____________ SQL?%__ . fﬁ;?% _______

people to use automobiles and motorcycles as shown in Table 1, Total 100.0%

100.07%

BUS TRANSPORTATION RATLWAY TRANSPORTATION
Bus is the most significant mede of public transportation in DKI The rtailway metwork in the Jakarta Metropolitan Area consists of the
Jakarta. More than 3,500 thousand person trips were made by Jakarta Central Line, Western Line, Eastern Line and Tanjung Priok Line in
residents using buses on a typical weekday in 1985. These bus trips Jakarta, and the four radial routes of Tangerang, Merak, Bogor and
account for about 507% of all the trips made by motorized modes of Bekasi Lines as outlined in Fig. 4.
transportation. .
Railway is a transpertation mode operating on a separated right-of-way,
COVERAGE OF BUS SERVICE Thus railway has the potential to serve as a reliable public
transportation mode. Since the railway system was originally developed
The large bus and micro bus service coverage areas are spread out to for goods movement to the port in Jakarta and for region-wide passenger
most parts of the urban and suburban areas in DKI Jakarta, except for movements, it has been unsuitable for an urban railway system in the
the fringe areas with few inhabitants. However, some districts in the progress of urbanization. The condition of railway facilities has
suburban area and urban kampung area are not completely covered by grown even worse due to the lack of maintepmance. Recent railway
bus service; thus, some passengers are obliged to walk long distances Ilmprovements have been made for a suburban railway.
or use becaksfojeks to access the bus Troute streets. This low .
accessibility to bus routes is caused by the poor quality and guantity At the present time railway carries only 0.7% of the passengers by mass
of arterial and collector streets. transit din DKI Jakarta, but it carries 12.1% of the mass transit
passengers between Jakarta and Botabek.
In spite of the fact that major person trip flows are concentrated to .
the Central Area, passengers cannot directly access the Central Area However, the railway network cannot provide sufficient capacity for
from some parts of the suburban area, especially from the southern commuter Service in consequence of the wmobilization of middle/long

distance trains and cargo trains:  Large investment is necessary for

suburban area,
rehabilitation of damaged facilities.

Tt

PROBLFMS FOR BUS PASSENGERS

Up to now the existing railway systém has not been able to be  utilized

Nerw

DEPOT

[LEGEND

T RAILWAY LINE
STATION

WORASHROP © MENAKRIRAT

WORKSHOP / DEPOT

TANAN ARELMG, BUK!T DURI
JATENEGARA, XOTA 7 GVOAKG.
MLNESARA RND TG, PRIGK

The present bus services lack reliability for bus passengers as a as an urban railway. There are two reasons vhy the existing railway
primary public transport mode in terms of poor punctuality and unstable system is imadequate for urban tfansportation.. First of all, the
operations. Travel time by buses is longer than by modes of private railway facilities themselves cannot provide urban railway tranasporta-
transportation, because some bus passengers must transit at bus tion with a high quality of service, such as a loop line operation with
terminals and also because the operating bus speed is slow. There are high frequency. Secondly, the connection with other transportation
two reasons for this low speed operation. modes is insufficient due to the lack of firm feeder systems and inter—

change facilities, such as station plazas, access streets and so on.

1} Bus operations directly suffers from traffic congestion on the ) i _ )
streets There is another aspect for the low utilization of the railway systen.

2) Bus &rews operate according to thelr best interests and wait z long Ir is not a problem of the railway system itself, but the problem
time at bus terminals and stop at any place to cellect passengers concerns urbgn structure,

Since a fixed bus fare is implemented for one ride bus, trapsit results
in a high total transportation cost.

Fig.4 EXISTING RAILWAY NETWORK inN
JAKARTA METROPOLITAN AREA



A3 EXISTING TRANSPORTATION PROBLEMS :

TRAVEL BEHAVIOR OF PEOPLE

The ARSDS Person Trip Survey shows clearly that differénces in income
level significantly influence. the choice of transport more in
Higher income groups make more trips, longer trips, less walking trips
and "depend on private transport modes to a higher degree. While the
high income group prefers private passenger cars, - the lower income

group, who can not afford dutomoblles, uses motorcycles as a mode of
private transport. As a representative mode of public transport, the
conventional bus system, which provides a low level of service at

Ik

is mostly used by the lower middle and low income "‘groups.
that the share of public
decreasing. If the

present,
is obvious from the modal composition trend
transport with low levels of service have been
service level of public transportation is not improved,

Jakarta,

an increase in-

fhe

utilization of private passenger cars and motorcycles can not be

avoided as income levels rise.

DIFFERENCE IN TRAVEL BEHAVIOR BY TNCOME LEVEL

The higher income group has more motlve to travel, The number of tr1ps E22§F

per person’ per day of the hlghEI income group is hlgher than that of ’

the lower income group, especially for private matters tri ps,- 85 shown HIGH

in Fig. 5. Moreover, the average trip length of the high income level

is also lomger than that of the lower income group as shown in Table 2,

That is, the lower income group travels less frequently, and even when L HIDDLE

they do go out, they do not or cannot travel far, .

! | ' L MIDDLE

"The choice of transport mode differs remarkably by the income level of .
households as shown in Fig, 6. ~The higher the income level is, the i
higher is the degree of dependence on private cars. Of all trips by the Low ]5
high income group, 64.2Z are made by private car.:On the other hand, a ;
public transpert mode is used more by persons belonging to lower income f

I S e e S A
2 B2 840608 10712 1.4 1.6 1.8 2822 24

groups. On foot etc. trips are also made more by lower income groups.

While 57.9% of the low income group trips are made on foot etc., only -

15.1%2 of the high income group trips are made on foot ekc. Most  of E§§ : mmm -

those trips are made by pupils and students. Motorcycles are well used TO WORK -%CHOOL BUSINESS TE ING |m____llﬂ£

by the upper and lower middle income group as a private transport mode.
The travel desire of the low income group is hiphly restricted by the
low availability of transport means according to the economic situation

as shown in Fig. 7,

TREND IN MODAL COMPOSITION
The modél
Table 1 of the previous section.

change indicates that people have
convenient and reliable transport,

Table 2 TRIP LENGTH AND INTRA-ZONAL TRIP RATE QF "TO
WORK"” AND “TQ SCHOOL" TRIPS BY INCOME GROUP

composition of public transport in all modes
transport has decreased from 61.0% in 1972 to 57.0% in- 1985 as shown in
To the contrary, the share of private
transport has increased, especially in the share of motorcycles,
has increased, especially from 14.7% in 1972 to

which
20.0% in 1985, This -
preferred private transport, as a 'ﬂﬁg

to publlc transport.

INCOME LEVEL

of motorized

SOURCE : ARSDS ESTIMATE,

Fig.5 NUMBER OF TRIPS PER PERSON PER DAY BY

19B5

U MIBDLE |

) "Trip Length (km) Intra-Zonal L HIDDLE
Trip Purpose Income Group Trip Rate
Average Hedian {Z)
. ; Ll === Es f{"f‘ 517//// ///59 ?7/////
To Work High 5.98 6.47 13
’ Upper-Middle 8.05 6.17 15
Lower-Middle 7.02 4.99 23 L
Low 5.58 3,19 - 34 R
To School High 4,536 3.05 38
Upper-Middle 3,47 1.76 50 _ =l A W%
Lower-Middle 2.65 1.39 62 MASS TRANSIT PRIUVATE CAR MOTQRCYCLE  ON FOOT ETC
Low 2.14 1.21 70 )
Source: ARSDS Home Visit Survey, 1985 SOURGE + ARSOS HOME VISIT SURVEY, - 1985

Note

: 1) Trips made by registered Jakarta residents
2} Intra-zonal trip rate is caleulated based on small zones

Fig. 6

MODAL COMPOSITION BY INCOME GROUP

a o 40 &o ) 120
. B
HIGH
L. 11 DDLE o4 7
L. MIDDLE 54.8
LW )
ONE CAR OR MORE MOTORCYCLE ONLY  NOT AVAILABLE
. ) SOURCE ' ARSDS HOME WwISIT SURVEY, 1085
Fig. 7 AVAILABILITY OF MOTOR VEHICLE BY
fNCOME LEVEL
Table 3 NUMBER OF PERSON TRIPS BY JAKARTA RESIDENTS
: BY ‘MODE OF TRANSPORT AND INCOME GROUP
UNIT: 1,000 PERSON TRIPS
MASS . PRIVATE ~ M, CYCLE  ON FOOT L' MODE
TRANSPORT VEHICLE . . ETC.F © g’fz ’rﬁgr?:]sipsom
HIGH 107 422 41 104 674
U. MIDDLE 494 635 231 573 1,933
1. MIDDLE 1,401 576 669 2,201 4,847
Low 1,525 134 424 3,383 5,666
TOTAL 3,527 1,967 1,365 6,261 13,120
SOURCE: ARSDS ESTIMATE, 1985



' o : bi PE |
PERSON TRIPS RELATED TO JAKARTA Table 4 TY‘IEISC(:)}-‘I\“L TU?E"E?(I;}IJE\I\;ATSSS TO JAKARTA ON A

Ahout 14 milli?al person trips related -to-D}‘(I Jz?karta were made on & Classification of _ Approz. Number of Parcent
typical weekday in 1985, A general classification of all person-trips Major Person Trip Flow Daily Trips (x 1000)

related to Jakarta is shown in Table 4, Of all ‘the trips related. to
DKI Jakarta, internal trips account for 91.3%, and the external . trips,

Internal Person Trips:

A N . . by Jakarta Residents 12,722 90,7
with onc end inside and the other end outside of Jakarta, comprise b; nonfja:ﬂrislﬂesidents 70 0.5
§.2%, The through trips are not quite significant, accounting for only Total of Internal Person Trips 12,792 . G1.2
£ tl tri f
0.5% of all the trips External Person Trips:
5 ’ by Jakarta Residents 392 2.8
The breakdown of the external trips is : Jakarta -~ Botabek 008,000 by non-Jakarta Residents 749 5.4
trips; Jakarta - Outside of Jabotabek 533,000 trips, “To work" trips Total of Externsl Persen Trips 1141 8.2
from Botabek to Jakarta account Tor only 76,000 t}rj.ps. Thus, the Through Porson Trips:
present person hovement between Jakarta and Botabek is not very large. by Jakarta Residents 6 0.1
. . by non-Jakarts Residents &9 0.5 RSO3 ESTMATE, 983
. . R - SORERE £, BOURCE 1 &F STMATE,
The total number of trips made by Jakarta residents amounts to Total of Through Person Trips 73 0.6 R ! s ESTWATE, BRE — = =
13,121,000 trips per day, and the total number of Jakarta resideats is Grand Total — All Person Trips 14,008 ©100.0 Fig. 10 TRIP PURPOSE COMPOSITION Fig. 11 TRI!P PURPOSE COMPOSITION
7,829,000 persons., Thus, the number of trips per person per day is - OF ALL TRIPS OF TRIFS BY MOTORIZED
1.68 Sottrce: ARSDS estimate based on ARSDS Heme Visit Survey, 1985 - TRANSPORT
T : . : ARSDS Cordon Line Survey, 1985 )
TRIP ATTRACTION , : : Table 5 PERSON TRIPS MADE 8Y JAKARTA RESIDENTS BY TRANSPORT

MODE AND TRIP PURPOSE

Trip attraction is extremely concentrated in . the Central Area,
accounting for about 25% of the total attracted trips in DKI Jakarte as

TRIP ENDS PER HECTARE TRIP PURPOSE

shown in Fig. 8. Major person trip flows terminate in the Central Area MODE OF -
from the suburban area, as well as from the urban area as shown in m 50 - TRANSPORT TO NOME  TO WORK TO SCHOOL BUSINESS PRIVATE SHOPPING  TOTAL
Fig, 9, Kebayoran and Tanjumg Priok are other districts with a _ RAILWAY 8,643 6,862 1,476 807 2.928 145 20,861
potential to attract trips from their surrounding area. e 400 - 499 a14 329 71 39 14.0 0.7 100.0
299 - 209 0.1 0.3 0.1 0.1 0.2 0.0 0.2
TRIP DISTRIBUTION ' BUS 1645397  T28,604 560085 92440 344746 159,594 3,530,867
203 - 299 466 206 159 26 9.8 45 160.0
As shown in Fig. 9, major person trip flows are seen in the area 120 - 199 274 39 T 259 6.1 5.4 186 6.9
surrounded by the S-W arc and N-S5 link of the Intra Urban TOllWﬂ)’ and TAXI/BAJAL 191,769 41,335 40,220 13,339 77,222 36,858 401,293
its circumference area, which consisted of zonmes No.l, 2, 3, 8, and 1. i - g 47.8 103 10.0 A5 19.2 02 100.0
3.2 1.9 1.2 24 5.6 4.3 a1
i PRIVATE 476,140 332,506 116,218 196,003 239,205 51,847 1,411,918
TRIP PURPOSE COMPOSITION CAR 33.7 ns 8.2 13.9 16.9 3.7 1000
_ SOURCE 7.9 15.5 54 34.1 17.4 6.0 108
Trip purpose composition is shown in Fig. 10. "To work" trips and ansos HOME WErT SURNEY (385 TRUCK 45078 51,909 4370 50,951 15,096 4,128 171,5%
"To school" trips are the largest two trips except "To home", ARSDS CORDON LINE SURVEY , 4955 PICK-UP 6.3 303 2.5 299 3 2.4 100.0
accounting for 16.4%7 and 16.5% respectively of.all tt‘xe trips made. by ) ] 048 24 0.2 8.9 1 0.5 13
the Jakarta residents by all transport modes dincluding non-motorized ‘ Fig. 8 TRiP ATTRACTION IN DKI JAKARTA, 1985 MOTORCYCLE 557,169 410444 74917 134868 181,103 43,255 1401757
transport. e - S
[T T , S 39.7 29.3 5.3 9.6 12.9 31 100.0
Of all the trips by motorized transport modes, "to work" trips amount - Fig.9 “PERSON TRIP FLOWS IN JAKARTA ' e ' : 9.3 19.1 3.5 23.5 13.2 5.0 10.7
to 22.6%, whereas "to school™ trips account for omly 11,5% as shown in ; METROPOLITAN AREA, 1985 . T BECAK 457961 111,970 125194  2L,140 101,117 105015 922,349
Fig. 11. : _ Vi L . _ . o BICYCLE 49.7 12.1 136 23 1.0 114 106.0
g s ' SEEErL I 76 52 5.8 3.7 7.4 12.2 7.0
ON FOOT 2,611,342 462,266 1,239,136 64,074 410,746 457330 5,250,893
TRANSPORT MODF, 49.3 8.8 236 12 1.8 8.7 100.0
Sipnifi 1 . 407 of all th o by Jak dent: a 43.6 215 57.3 11.2 29.9 53.2 40.0
Oigggott.:ant y, about " of a the trips by Jakarta residents are made UNENOWN 2,445 1,050 1,172 279 1,681 569 7,296
. } 33.5 144 - 16.1 3.8 230 9.2 1000
About 507 of all the trips made by motorized transport modes are made - f 0.0 0.0 0.1 0.0 0.1 0. 0.1
by buses. This indicates the h_igh degree of dependence of the Jakarta TOTAL 6,001,944 2,146,890 2,162,789 574,452 1,373,843 858,842 13,118,750
residents on buses for their personal travel needs. On the contrary, - 45.8 16.4 6.5 4.4 0.5 6.5 160.0
railway is a quite unimportant transport mode at present, which 100.0 100.0 106.0 100.0 100.0 100.0 100.0
accounts for only 0.3% of all the trips made by motorized transport. Wwanca 00a000
. WIRA-ZONAL YRIPS 16, .
Next, of all trips made by motorized transport modes, 14,2% are wade by m—_— E SOURCE : ARSDS ESTIMATE 1985
private passenger cars, 6.1% by mini buses fm: private use, and 20.2% = il } NOTE :UPPER ... PLRSON TRIPS
by motorcycles. These statistics clearly indicate that not only v MIDDLE ... PERCENT OF ALL THE TRIPS OF EACH MODE OF TRANSPORT
private passenger cars, but also motorcycles are significant as modes wors : Leos Tt waga Trs. LOWER ... PERCENT OF ALL THE TRIPS OF EACH TRiP PURPOSE
of private transport for the Jakarta residents,. ARE OWTTED )(" Slryaf g
et & S
Saver, r.:ggg.u LrE ’ ') £ ?:‘:i:?:tﬂf\";\;:\%gzumu ARED, ESTIMATE 1985




A4 EXISTING SOCIO-ECONOMIC AND URBAN STRUCTURE PROBLEMS

W

The exessive concentration and rapid increase of population and
economic activities to DKI Jdkarta causes various urban problems not
only in transportation, but also in the socio-economic activities of
people and the urban environment. ' :

The Cell System (road network), wurban sprawl (housing) and ribbon
development (commerce and business) are the major characteristics of
the existing urban structure in the Jakarta Metropolitan Area, and
these cause various demerits, not only in transportation, but also in
other activities.

At present Jakarta has an urban structure_which is, ?n spite of traffic
congestion, convenient for car users. This convenience for car usage
and the deficiencies of urban public transportation encourage the more
affluent people to use automobiles and motorcycles. The urban sprawl
results in additional investment to strengthen the capacity of existing
roads, and this causes additional ‘urban sprawl and investment,
Moreover, because the landuse formed by urban sprawl is dispersed, Lhe
provision of urban infrastructure cannot be efficient.

In this sense, the transportation problems are closely related to the
socio-economic and urban structure problems. The analysis of urban
problems ~ prove it 1is impossible to provide encugh transportation
facilities in the Jakarta Metropolitan Area, with an adequate level of
service to meel traffic demand, by transportation sector planning
alone. Therefore, the transportation development plan should be made
in consideration of urban development to achieve the regional and urban

development objectives.

EXISTING SOCIO-ECONOMIC PROBLEMSik ReciON

Indonesia's average growth rate of population is about 2.0% p.a.. DKI
Jakarta has maintained a population growth at about 4,0% in the last 25
Botabek region also recorded a similar population growth Same

EXISTING PROBLEMS OF URBAN STRUCTURE

It was pointed out from the socio-economic side that the concentration
of employment and population in Jakarta is still dominant,
time that urbanization is vigorously taking place

The Cell System 1is the street network usually found in rural areas
where- each village forms a cell and is connected by a simple street
network. Because working places and houses are situated close
together, big commuting traffic does not occur, and traffic demands are
small, The following is noted of this Cell System street network:

but at the
in Botabek

rate since 1971,

RAPID URBANIZATION IN PROGRESS

In the 1970's the urbanization started throughout the.country and the
urban population occupied about one-forth of the total population at a
growth rate of 5.3% p.a..

In the Botabek region the urban population grew at 18.0% p.a., with a
high population growth in the suburban area beyond the boundary of DKI
Jakarta and a population decrease in the central area of DKI Jakarta.

The urbanization began to spread south of DKI Jakarta in.the 1970's as
peaple sought a better living environment. The increase in the urbap
population was largely to the south, but the increasing rates of urban
population to the east and west of DKI Jakarta were almost the same as
that to the south.

INSUFFICIENT EMPLOYMENT OPPORTUNITIES

According to the 1971 and 1980 census data, the unemployment rate
improved significantly, However, the employment situation was
comprised of many temporary workers.

Unemployment rates were remarkably high in the young age group less
than 25 years of age.

The increased labor force was mainly absorbed by the informal sector,
The creation of job opportunities in the formal sector were not satis—
factorily realized even in the relatively favorable conditions of
economic development in the 1970's.

The major industrial sectors which created job opportunities were the
governmeni:/services sector, manufacturing sector and trading sector,
Among others, a rate of employment growth was notably high in the
manufacturing sector in the 1970's.

surrounding DKI Jakarta.

This process can be seen physically in the following two spontaneous
urban development forms:

~ Housing
Suburbanization in the form of loose spreading sprawl.

~ Commerce, Business and Service -

Ribbon development along hoth large and small arterial streets with

facilities of corresponding sizes. The existing primary centers are
all concentrated inside of the Jakarta Intra Urban Tollway.

The above are the result of spontaneous urban development and these
cause the following demerits:

- Traffic concentration toward the Central Area of Jakarta cannot be
reduced

The housing development in the form of loose spreading sprawl
requires inefficient investment for imfrastructure in the suburban

area

business and service facilities have limited

— The comEmerce,
because they have to be located in narvow

accumulation capacity, .
width along streets

Ribbon development of commerce, business and service facilities
create congestions and jams because of the mixture of access and
through traffic, and prevent, as a result, their own growth

Their development does  not correspond with mass transportation
development and accordingly a multified effect such as among the
accumulation ~of activity centers and mass transportation development

cannot be expected

Therefore this type of development.cannot become a potential and
incentive element, or pole, to induce planned urban development in
such a case as the development toward the east and west

These spontaneous urban developments are also fostered by the existing
street network of the Jakarta Me;ropolitan Area, which the ARSDS team

defines as a Cell System.

- Flow of goods and persons are mixed

-~ Both access and through traffic use

- Separation according to speed dif-
ference is not practiced

the same roads

It is therefore necessary to pass
other villages when going from onme
village to another

As. far as the town remains small and working places and houses are
located close together, it is an efficient street network and suitable
for compact urban formationm.

But in proportion, as the town develops and expands, the following
problems emerge: '

- Differentiated traffic management becomes impossible between goods
and persons and betveen access and through traffics

- Tt produces traffic congestions and jams, and therefore reduces
mobility and accessibility

-~ It be;omes inéapahle of coping with the expanded . commuter traffic
resulting from the dissociation between working and housing places

— Development of planned. landuse becomes difficult because of the
undifferentiated = street functions, and it is, therefore, apt to
induce spontaneous landuse

- Th? parallel increase in population and traffic volume thereby makes
this system more and more inadequate to cope with the demands because
of its inflexibility toward urban growth and change

Considering these various demerits brought. on by spontaneous urban
development forms and the Cell System street network, the ARSPS team
finds it necessary to decentralize employment and population in a more
planned efficient development: form.



B REVIEW OF EXISTING DEVELOPMENT PLANS

review of the éxisting development plans related to the One

urban functions from DKI Jakarta.

—~ The establishment of the major role of mass tranSportation

Through the _

Jakarta - Metropolltan Area, the two following important directions to megalopolis,

solve the future urban problems were identified in the development urban

objectives, : concentrate
: o _ centers of

—~ The decentralization of urban settlement, economic activities and reinforcing

mass
urban

structure

of the policy solutions for the urban transportation problems of a

~is to change the

from -an urban planning point of view,
traffic to

from one which allows almost all of the
to one central area, to one which disperses traffic to
the multi nucleus pattern. Moreover, another. solution
the solution by the multi nucleus system, is to establish

transportation corridors connecting centers so as to convert the
structure from one which depends on individual transport modes,
to one which depends on mass transport modes.

MAJOR PLANS RELATED TO THE JAKARTA METROPOLITAN AREA

There are at present three plans related to the regional development in
the Jakarta Metropolivan Area. These are as follows:

National Level: The Fourth Five-Year Natlonal Development Plan
g of Indonesia {Repelita IV)

Regional Level: Jabotabek Development Plan, 2005

Local Level DKI Structure Plan, 2005

As described in the "Qutline of State Policy" on regional development
published by the Ministry of Home Affairs, these development plans
compliment each other in that the upper level plan provides a guideline
for the next lower plan.

PLANNING HISTORY OF JABOTABEK

The current DXI Structure Plan 2005 and the Jabotabek Development Plan’

2005 have been established based on several planning studies conducted
since 1967. Some important pOllClES recommended in these past studies
have been inherited, wlth some revision, into the current pOllClEb

The significant proposals such as the east and west development, the

restraint areas for development, etc., were made based on an ecological
study in the Jabotabek Metropolitan Development Plan, 1980. The mono-
centric city structure without sub-centers was abandoned "when the
existing DKI Jakarta Structure Plan 2005 was authorized in 1984. The
conventional bus system is considered to be the major mode of public
transportation in the future. The future road network has basically
remained similay to that in the Jakarta Master Plan, 1965-1985.

DEVELOPMENT OBJECTIVES AND PRIME POLICY

The development : 6Bjec£ives defined” in the ekisting Jabotabek
Development Plan {Structure Plan) were reviewed in the previous chapter
and are accepted by the Study Team as follows:

i} Fronomic growth and the improvement of the standards of living

ii) - .Creation of sufficient employment opportunities -

111)_Equ1tﬂble distribution of income among the people and throughout
the Tegion

To achieve these objectives, the decentralization of urban settlements,
economic activities and other urban functions from DKI Jakarta is
considered as a most vital planning issue. The decentralization policy
was also accepted in this study as the prime policy for regional and
urban development,

REVIEW OF DEVELOPMENT STRATEGIES

The regional and urban development strategies to achieve ~ the
development goals and objectives were received through the analysis of

" the -existing urban problems and the futuré prospect of the region. The

review  identified weak points of the existing development strategies
proposed in the Jabotabek Development Plan 2005 and the DKI Jakarta
Structure Plan 2005 The major weak points are as follows:

- The sub centers in the suburban areas of DKI Jakarta and in Botabek
are considered to develOp independently, making little use of the
existing growth potential of the Central Area of DKI Jakarta, This
is not only unlikely, but, if possidble, a huge investment would be
requlred to encourage such development.

- Ho atrong 1ncent1ves are given to decentrallze the existing urban
- functions and activities from the Central Ares of DKl Jakarta.

- An insufficient provision of urban infrastructure is considered to be
able to supply enough land to accommodate. the 1ncreased population in
the east and west areas.

GENERAL TRANSPORTATIOR DEVELOPMENT POLICY

In the Jabotabek Development Plan 2005 and the DKI Jakarta Structure
Plan, the following three directions of transportation improvement are
described:

should be
considering
population-

role of medium/mass transpertation

established to attract the higher income population,

there will be an increase in the high and middle income
resulting from future growths in incomes

1) The predominant

2) More vrational use must be made of the existing and future transpor—
tation. Rational use must be made of the streets to increase the
persomn carrying capacity of streets by restraining private auto-
mobile use and by giving priority to bus services

3) Trangportation investment should be more efficient in the long
perspective, This implies that the preferred development for
dealing with traffic should be indeced in a long perspective

NEEDS TO REVIEW TRANSPORTATION DEVELOPMENT POLICY AND PLAN

The ARSDS agrees with the general transportation development policy
described above. However, the transportation metworks proposed in the
Jabotabek Development Plan 2005 and in the DKI Jakarta Structure . Plan
2005 will not achieve the development objectives, especially for the

decentralization of job opportunities away from the Central Area of DKI

Jakarte and for the inducement of housing development in the preferred

zone. The reasons for this are as follows:

~ No medium/mass transportation with high speed services is planned
except for the modernized existing railway system, which will not
have enough coverage over all the major development areag within the
metropolitan area

-~ ‘The street network planned is insufficient from the viewpoint of
inducing development of activity centers and housing in the suburban
areas, and also in terms that moest of the public transportation
users will still have to rely on conventional bus services operated
on arterial streets '

The transportation development policy has to be reviewed, but it cannot
be considered separately from the discussion of urban development.
Therefore, transportation development will be discussed together with
considerations on urban development in the planning study.



Table 6 POPULATION FRAMEWORKS {N JABOTABEK

Unit: 1,000 Persons

Census Proiected Population by . Amnual-
Population Jabotabek Developmeat  Growth
1980 Plan 2005 Rate ()
JABOTABEK 11,916 23,500 2.8% p.a.
{100.0%) - (100,02}
DKI JAKARTA 6,503 12,000 2.5% p.a.
(54.67) (51.1%)
BOTABEK 5,413 “11,500 3.1Z p.a.
{45.4%) (48.97)
- BOGOR (Kab. + Kdy.) 2,741 4,870 2.37 p.a.
(23.0%) (20.7%)
- TANGERANG (Kab.) 1,529 3,730 3.6% p.a.
(12,8%) (15.9%)
- BEKASI (Kab.) 1,143 2,900 3.8% p.a.
(9.6%) (12.3%)
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C FUTURE PROSPECT AND REGIONAL DEVELOPMENT PATTERN
C.1 HREGIONAL DEVELOPMENT PATTERN

Considering that the rapid increase - of population and: economic
activities in the Jakarta Metropolitan Area are caused by Jakarta's
existing atbtractiveness and advantages in business, " employment and
education opportunities, formation of the Jakarta Metropolitan Area
within a 30 km radius is recommended, where high mobility is secured
between outlying activity centers and the Central Area of Jakarta.

This regional development strategy intends to make the best use of the
existing
decentralize urban settlements, economic activities and urban functions
Jakarta. The development of self-sustainable cities outside of
the metropolitan area with a higher level of independance Erom Jakarta
is encouraged for Balaraja, Cikarang and Bogor.

from

urban accumulation and potentials of Jakarta in order to

POPULATION _ : ALTERNATIVE REGIONAL DEVELOPMENT PATTERNS

Assuming the population will grow at the past trend of 4.0% p.a., it .

will reach 17 million in 2005 with a population density of 260 persons Based on the prime policy of decentralizatien of urban settlements and
/ha. It is not likely that DKI Jakarta can afford to prepare infra- economic activities from DKT Jakarta, alternative regional development
structure and other wurban facilities required for a population of 17 patterrns are compared as follows:

million.

1) Concentrated Growth with Urban Expansion
The popularion of DKI Jakarta is rapidly increasing because of ‘the
attractiveness of its business, employment and education opportunities.
The present rapid wrbanization in the outskirts of DKI Jakarta is
considered as the spill over of the population that is attracted by DKI

Jakarta.

This alternative expands
The population framework of 12 million in the DKT Jakarta Structure the wurban area outside
Plan 2005, dmplies that DKI Jakarta cannot afford to prepare wurban of Jakarta, but the
infrastructure . and services required for a population of more than 12 major economic activi-
million and that the population spill-over from DKI Jakarta should be ties would still be lo-
sertled outside of DKI Jakarta. cated in the centers of

DKI Jakarta.

Therefore, the wurban structure planning should nct be corfined within
the DKI Jakarta boundary, but should be extended with the wmost suitable
development measures to the preferable urban development area beyond
the boundary.

2) Formulation of Self-Sustainable Cities Outside Jakarta

ECOROMIC ACTIVITIES

The economic potentials of DKI Jakarta can not be compared with other

regions. There exist many advantages in  business and job

opportunities, easier access to supporting industries, services,

i i i ] these advantages .

information, _communication and s0 on, Because of S ges, This alternative aims at

people and industries will continue to concentrate to TDKI Jakarta. formulatin celf-sus

However, such a continuous trend of concentration will surely corrupt tainable gcities with

social stability, economic efficiency and urban environments. relatively higher levels
. . . . of  independence fr

The past development of industries along the regional corriders were other Citfes om

due to the good accessibility to Jakarta, which was provided by the )

regional roads and tollways., The Botabek region does not have its own

independent advantages in this respect, outside of beinpg adjacent to

Jakarta,

The existing accumulations of urban facilities and economic activities
in the Botabek region are too poor to induce the economic development 3)

needed to achieve the decentralization of job opportunities from DKI Formation of Jakarta Metropolitan Area

Jakarta. Therefore a strategic plam utilizing the economic potentials OKI daxerto
of DKI Jakarta will be an important matter for promoting economic { d ~
activities in the Botabek region. ) agmgu{
. . i \
It is essential for such a megalopolis as Jakarta to have the basic " . . . N
industries required to create a sufficient number of formal jobs to %s;;ﬁiigfznét;;e 3lzs_at
accommodate ‘the increasing population., Although the jobs in the Metro Olitﬁn Are 3_:;;3
manufacturing sector increased notably in the 1970's, Jskarta has pre- o 50P . radiﬁg Wi T;“
dominantly relied on ° the trade/service and government sectors for metropolitan aréa hae
employment creation. Since the formal job supply by the trade/service one mgtro olit cent 5
and government sectors is considered to be insufficient in the future, and seVergl gn Cin er
the development of the manufacturing industry is a key to solve this sub centers.

problem,

Bekasi
s~

Likarang

The First Alterpative depends much on Jakarta's development potentials
ant takes advantage of the integration of wrban facilities and
functions. =~ This pattern -is a trend type model and it ‘is likely to
promote a highly dense population in the existing wrban area and an
urban sprawl with insufficient infrastructures. Therefore an exceeding
amount of burden is put on the existing facilities and consequently the
urban and natural environments will deteriorate.

The Second Alternative aims at decentralizing Jakarta's increasing
population to sub-regional centers around DKI Jakarta. These core
cities are planned to be self-sustainable providing both settlement and
economic activities within the city areas. Conseguently, it is not a
requirement to secure high mobility between Jakarta and these self-
sustainable cities to form this development pattern., This alternative
does not aim at utilizing the existing growth potentials of DKI
Jakarta.

The Third Alternative aims at formulating a metropolitan area within a
30 km radius {one hour travel time), where high mobility is securéd
between outlying activity centers and the Central Area of Jakarta.
This alternative intends to make the best use of the existing wurban
accumulations and potentials of Jakarta in order to decentralize urban
settlements, economic activities and urban functions from Jakarta. The
development of self-sustainable cities with a higher level of
independence from Jakarta are encouraged outside of the metropolitan
area.

SELECTED REGIONAL DEVELOPMENT PATTERN

The Third Alternative, Formation of Jakarta Metropolitan Area, was
selected - based on the basic criteria of "Efficiency"”, "Equity" and
"Envivonment”". The most important point din the selection 1is the
possibility of decentralizing urban settlements, economic activities
and urban functions from Jakarta. If this prime policy of decentrali-
zation is not achieved, almost all of the development objectives cannot
be achieved.

The first alternative is the existing trend, which cannot solve the
existing -various urban problems, much less the future probiems. The
second alternative is too idealistic and optimistic in the formulation
of self-sustainable cities, which in general require huge public
investments in advance for urban infrastructure and services, since
self-sustainable c¢ities first need both employment and residences
within the cities. The government cannot create enough jobs by itself
and attract private companies without good incentives, Moreover this
formulation of self-sustainable cities is too difficult under the
direct area of influence of DKI Jakarta within a 30 km radius of
Jakarta. '

What are the good incentives for decentralization for economic activi-
ties and residents? The Third Altenative provides answers this
question.



C.2 REGIONAL DEVELOPMENT SCENARIO

In a perspective longer than 40 yeérs, the regicnal development
scenario can be categorizéd inte the two following ways:

1) Formation of the Jakarta Metropolitan Area within a 30 km radius by
developing the Fast-West Axis to induce development of activity
centers and housing, In this context, the Tangerang, the Bekasi,
the Bast and the West centers are placed as the growth centers.

2) Reformation of the Jabotabek Regional Structure within a 50 km
radius- by promoting the development of high level self-sustainable
core cities outside of the 30 km radius.

The first one should be tackeled from now on and the second one should
follow the first one in the future, as shown in Fig. 13.

In the distant future, the Jabotabek Regidn will face the selection of

the regional development policy in the context of national development,

At present Indonesia adopts the decentfalization_policy for not only
Jakarta but also for large cities throughout the country because the
cbuntry is composed of many islands and the population is derived fro:
many tribes with different values. Hovever if Indonesia emphasizes th
urban development ~throughout the country, the potential of the belt
area in the regional corridors can be utilized by promoting the Ladder
Pattern Development as schematically shown in Fig. 14,
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D PLANNING STUDY
D.1 STRATEGIC URBAN STRUCTURE

change is required

action:

In order to achieve the development objectives, an urban structural
so as to put the following prime

— Decentralization of urban settlements,

functions from Jakarta
-~ Establishment of the major role of mass transportation

policies into

economic activities and urban

- Multi Corridor System ¢

- Urban Unit System 4P Cell System

— Multi Nucleus System <4-——--—~—— L. Monocentric Structure without

The strategic urban structure equipped with the following three systems
is recommended against the existing urban structure:

~-Existing Urban Structure

Sub Centers

RECOMMENDED STRATEGIC URBAN SYSTEMS

Considering hovw to concretize the Jakarta Metropolitan System develop-
ment following the development objectives and basic criteria, the ARSDS
Team proposes the strategic wurban structure equipped with the
following three systems:

— Multi Nucleus System
— Multi Corridor System
— Urban Unit System

MULTI NUCLEUS SYSTEM

The decentralization of  urban settlements, economic activities and
urban functions is understood as the prime policy for the Jakarta
Meiropolitan System. In the recommended regional developnient strate-
gies, the commercial and business sector is considered to play the
major role in establishing the Jakarta Metropolitan Area by ‘decen-
tralization of their activities.

In the present situatiom, however, the mono-cemtric concentration is
still dominant, and the ribbon development of commerce, business,
service and administrative functions along large streets in the highly
urbanized area is increasing this concentration, which causes the
traffic congestion not only in the Central Area, but also on the radial
streets in the suburbam areas. ’

The decentralized economic activities and urban functions from the
Central Area are recommended to be accommodated and concentrated in
some of the activity centers in the suburban areas to achieve the
following: :

~ To reduce the mono-centric concentration of economic activities in
the Central Area

~ To relieve the traffic problems, such as congestion concerning the
functional concentration in the Central Area

- To efficiently provide infrastructure to support the activities of
centers

- To accommodate the social and public service facilities for the
increased population in the hinterland of each activity center

In this sense, the urban structure consisting of  the metropolitan
center in the Central Area and several activity centers in the suburban
areas, the so-called Multi Nucleus System, should be formed to promote
the prime policy of decentralization, In order to establish the Multi
Nucleuws System, activity center development ‘should be emphasized. On
the other hand, the conventional ribbon development is considered as
supplementary,

MULTI CORRIDOR SYSTEM

The basic problem with the existing road and street network in develop-
ing the Multi Nucleus System in the Jakarta Metropoiitan Area is the
lack of arterial streets and their Cell System network,

Because this Cell System is still the basic street network in the
Jakarta Metropolitam Area, there are many different traffic congestions
and jams, especially around activity centers. This forms obstacies for
the growth of activity centers. ’

In order to efficiently induce the Multi Nucleus System, the Multi
Corridor System, consisting of multiple transportation corridors such
as major arterial streets, minor arterial streets, regional roads,
medium/mass transportation, etc., is required with the following
functions:

— The system gives the outlying activity centers direct accessibilities
to the Central Area

— In order to promote activity centers, the system gives
ties between activity centers and their hinterlands

- The system enables installation of mass transportation om the
separated right-of-way _

— The system achieves differentiation of street Cfunctions, such as
goods and person movement, individual and mass transportation, local
and through traffic, etc.

accessibili-

The ARSDS Team proposes the Multi Corridor System as a strategic system
which would reinforce and overcome the existing Cell System network,
induce dynamism to form the Multi Nucleus System, and provide the open
flexibility necessary for population growth and urban expansion toward
the year 2005 and thereafter.
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URBAN UNIT SYSTEM

At present, with some exceptions such as in Menteng, Kebayoran Baru,
Banteng, etc., the urban areas are not composed of urban units enclosed
by arterial streets., The residential areas in the Central Area are
occupied by urban kampungs that are not provided with adequate
collector streets. In the suburban areas, housing complexes are
developed relying omn existing rural roads. These trends are the result
of, and help perpetuate, the lack of planned urban infrastructures,
such as cellector streets, open space, public facilities, etc. More-
over, the loose development spreads in the suburban areas, and
consequently efficient land utilization cannot be achieved. Commercial
and business areas in the Central Area take the form of ribbor along
large streets, but do not take the block form because the pitch of
arterial streets is too long to form a block for commercial and
business activities. ’

The adoption of the urban unit system, by providing enough arterial
streets to shorten the pitch, is required to achieve the following:

- To give a development framework to improve the environment by the
urban unit

- To give a guideline for housing development by the urban wunit, in

order to achieve a high utilization of land

To enable the systematic approach to the provision of collector and

local streets by the urban unit

- To eliminate through vraffic from the urban unit

- To facilitste a block-wise developmenl in activity center areas

An urban unit is composed of following two different systems:

- Bxternal System: Arterial streets surrounding the urban unit
- Internal System: Collector and local streets being surrounded by
arterial streets

IN THE CENTRAL AREA IN THE SUB-URBAN AREA

Fig. 16 URBAN UNIT SYSTEM



D.2 URBAN DEVELOPMENT STRATEGY

form the strategic

These three
interrelation,

The following three physical key developments are effective measures to

~ Activity Center Development
~ Arterial Street Development
- Mass Transportation Development

and these interrelated developments compose the
development strategy to establish the Jakarta Metropolitan Area.

urban

gsouthern

functions,
Central Area in the long run

in order to induce activity cente
developments in the axis

urban structure combined with the Multi Nucleus
System, the Multi Corridor System and the Urban Unit System: -
' transportation
centers,
developments are required to be carried out 1in close which allows

and

RECOMMENDED URBAN DEVELOPMENT STRATEGY

Formation of the east-west development axis, consisting of the mass

‘streets connecting  activity

arterial
r developments and housing

and major

Establishment of the east-west transportation in the = Central Area,

the decentralization of economic activities and urban
which enables up-grading of urban functions in  the

Encouragement of compact development around activity centers in the
limited development zone,

by keeping the Lransportation

petwork to the zone as the Cell System

RECOMMENDED URBAN DEVELOPMENT STRATEGY

The following urban development strategy for the Jakarta Metropolitan
Area is recommended:

- Formation of the east-west development axis, consisting of the mass
transportation and major arterial streets connecting - activity
centers, in order vo induce activity center development and housing
develepments in the axis

—~ Establishment of east-west tramsportation in the Central Area, which
allows the decentralization of economic activities and urban
functions, and which enables up-grading of urban functions in the
Central Area in the long rum

- Encouragement of compact development around activity centers in the
southern limited development zone by keeping the transportation
network to the zome as the Cell System

By reviewing the strategic urban systems described in the previous
section more concretely and physically in the Jakarta Metropolitan
Area, the ARSDS Team came to following three physical key development
issues which are effective incentives for urban development:

— Activity Center Development
- Arterial Street Development
~ Medium/Mass Transportation Development

These three developments are required to be carried out in close inter~
relation in order to form the strategic urban structure combined with
the Multi Nucleus System, Multi Corridor System and Urban Unit System.
These interrelated developments compose the urban development strategy
to establish the Jskarta Metropolitan Area,

ACTIVITY CENTER DEVELOPMENT

close attention should be paid in the

For activity center development,
itself and the urban

following .ways to both the activity center
infrastructure supporting it:

~ Adequate allocation of activity centers in the mpulti nucleus form in
consideration of their areas of influence

- Supply of sufficient land to accommodate work places, urban functioss
and urban infrastructure in activity centers

centers of urban

- Encouragement of the allocation in activity
facilities,

functions such as government offices, high education
large hospitals, recreation facilities, etc.

- Allocation of work places and urban functions within walking distance
to promote the usage of medium/mess tramsportation in consideration
of pedestriams in activity centers

- Encouragement of block development to achieve high land utilization

— Provision of direct accessibilities from the activity centers to the
Central Area through medium/mass transportation and major arterial
streets in order to encourage activity center development

— Provision " of arterial streets around activity centers to form wurban
units for the center area and to  serve the residential areas
surrounding activity centers

ARTERTAL STREET DEVELOPMENT

The development of arterial street must be coordinated with the
following guidelines and related developments:

~ Provision of major arterial streets with direct accessibilities o

the Central Area from Activity centers in the suburban areas in order
to encourage activity center development

12—

Provision of major and minor arterial streets connecting activity
centers with their hinterlands in order teo promete housing develop-
ment in the suburbam areas

Provision of arterial streets accessing to the medivm/mass trans-

portation to promote its usage

Increase the density of arterial streets to form urban units which
facilitate systematic preparation of collector street

MEDIUM/MASS TRANSPORTATION DEVELOPMENT

The medium/mass transportation should have a separated right-of-way in

order ‘to play

the major role in providing adequate transportation

services in a megalopolis such as the Jakarta Metropolitan Area, The

medivm/mass
form of a corrider. In this sense, the axis development in

on the separated right-of-way takes the
the Multi

transportation

Corridor System is svitable to induce the activity centers in the Multi

Nucleus Sysrem.

The Medium/Mass Transportation Corridor should be

provided in coordination with the following related developments:

To conmect several activity centers on the Medium/Mass Transportation
Corridor te the Central Area in order to induce activity center

development

To have a joint right-of-wdy of medium/mass transportation and
arterial streets in order to strengthen the ability of inducing urban
development along the corridor

To provide adequate transfer facilities such as station plazas

To provide arterial streets acéessing to the medivm/mass transporta-
tion corridors in order to form urban units and to induce housing
developments relying on the medium/mass trapsportation



METROPOLITAN CENTERS

The Metropolitan Centers are the activity centers whose accumulations
of admipistration, commérce and business have wider influences beyond
the mere local service to the whole Jakarta Metropolitan -Area and
Indoresia. Two centers which are in this category are: :

- Kota {(mainly commerce and ‘bisiness functions)
- HMonas (mainly public administration functions)

Xota has played the central role in the historical development - of
Jakarta. The commercial and business functions are still concentrated
mostly in Kota and its influence is" still expanding, Today the
accumulation is not confined around Glodok alone, but expands along Jl.
Gajah Mada/Hayam Wuruk and -JL.  Mangga Besar. The former Lokasari is
planned to be re-developed as a mew commerce and business area in
future.

The area around Monas has the function of nation wide administration
with concentrated governmental facilities. Mixed in with them are also
quite a few private business facilities, To the east of Monas, in
Banteng, many new buildings are being built at the moment.

SUB CENTERS -

The _ARSDS téam_propdses the following eight Sub Centers according to

“their administrative functions, such as Walikota and Kabupaten Offices,

the  city hierarchy in the Jabotabek Development Plan. 2005 and. the
existing and future commercial and business accumulations,

- New Fast Center (Jakarta — Tinmur)

= New West Center (Jakarta - Barat)

- Blek M (Jakarta - Selatan)
- Tanjung Prick (Jakarta - Utara)

- Tangerang o
- Bekasi:

- Serpong

~ Depok

In order to support the'décentréliza;ion polity of the working places,
it dis important to enrich the administrative,. commercial and business
facilities. By developing the public facilities with cultural,

educational,” social, wmedical and recredtional functions, sufficient

local service for the demand of the residents should also be achieved
in the suburban area and the Botabek Region. - Sufficient land space for
their long term prospect should be provided from  the beginning. By

developing multi-use activity centers vhich can fulfill various demands:

of the residents, trip concentration to -Jakarta, other than cosmuting
teips, can be reduced.

SECONDARY CENTERS

The ARSDS team proposes the following;éigﬁteen Secondary Centers - which

should reinforce the Metropolitan Centers in the Central Avea agd Fhe
Sib  Centers in  the suburban area and Botabek Region. by primarily
providing commercial and business ‘services.

~ Senen - — Pondok Gede ~ Cileungsi

— Tanah Abang - South Bekasi - Tambun

-  Manggarai —  Kebon.Jeruk ~ -'— Ciputat

- Jatinegara - Jati Dwung ~ Bantar Gebang
~ Pondok Bambu - North Legok

— Pasar Minggu — North Serpong

—~ Pulogadung - Cileduk

The - Secondary Centers above are based on the criteria of equity, in
that the residents living in every T.S.Z. should be given sufficient
local services. According to the T.5.Z. and the population forecast
for 2005, the Secondary Centers are designed to serve around half a
miliion to one million people. Furthermore, the design of the Sub and
Secondary Centers are based on the idea that the maximum distance

between the centers should not exceed 5 km. =
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