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Transportation is an important part of people's lives, including access to connect one route
to another. This study aims to obtain the existing conditions and level of service of public
transportation on the Salabenda-Pasar Anyar route. The research method uses a
quantitative method. The indicators used in the evaluation refer to applicable regulations.
The performance of existing public transportation, namely: load factor does not meet the
standard provisions of less than 70%, speed also does not meet the standard provisions of
25 km/hour, travel time results meet the standard provisions of 1-1.5 minutes, waiting time
results meet the standard provisions of 5-10 minutes but on Saturdays it does not meet the
standard provisions of 5-10 minutes, and headway results have met the standard 1-
12minutes. The level of public transportation service on the research route with the
characteristics of respondents based on female gender is 56.5%, age 20-30 years is 54.50%,
last education is senior high school is 49.75%, and based on occupation, namely
students/college students are 32%, more use public transportation route Salabenda-Pasar

Anyar.

1. INTRODUCTION

The rapid urbanization of cities worldwide has led to
increasing challenges in transportation planning and
management. The City of Bogor, Indonesia, is no exception,
experiencing significant population growth and urban
expansion that have placed immense pressure on its transport
network.

Urban modeling serves as a crucial tool in understanding
and optimizing the city’s transportation systems to ensure
efficiency, accessibility, and sustainability. This study focuses
on analyzing the transport network in Bogor through urban
modeling techniques to determine the most suitable transport
model for the city’s evolving needs [1, 2].

By integrating spatial analysis, traffic flow data, and
predictive modeling, this research aims to provide insights into
how various transport models perform under different urban
conditions. The findings will contribute to the development of
policies and strategies that enhance mobility, reduce
congestion, and improve the overall quality of life for residents
[3, 4].

The transportation system, which is the current state of the
transportation network, is essential to identify the main factors
contributing to congestion, inefficiency, and accessibility
issues. In addition, this analysis will provide a basis for
comparing different transportation models by highlighting the
strengths and weaknesses of the existing system [4].
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Transportation services in smart cities aim to offer
maximum availability, efficiency, and personalization, while
enabling seamless interaction between the system and
passengers. This results in a more convenient, reliable, and
user-focused travel experience [5, 6].

The underlying components of data-driven smart
sustainable cities include advanced technologies like 10T, big
data analytics, Al, and cloud computing, integrated into urban
infrastructure. These components enable real-time data
collection, analysis, and decision-making to improve services
such as transportation, energy, waste management, and public
safety. Using a case study approach, cities can apply
theoretical frameworks to practical scenarios, identifying best
practices and challenges. This helps in creating sustainable
solutions tailored to specific urban needs. The goal is to
enhance efficiency, reduce environmental impact, and
improve citizens’ quality of life by making data a central
element of urban planning and governance [7, 8].

Using open data and deep learning, researchers can assess
walkability by analyzing patterns in transportation activities
and infrastructure. Open data sources, such as GPS traces,
traffic flows, land use, and pedestrian counts, provide rich
insights into how people move within urban areas. Deep
learning models can identify key features-like sidewalk
availability, intersection density, and proximity to transit—
that influence walkability. These models can also predict areas
with poor pedestrian accessibility or safety concerns. By
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combining data and Al, cities can enhance transportation
workability, plan more walkable environments, and promote
sustainable, health-friendly mobility options for all urban
residents [9-11].

The implementation of urban public transportation involves
three perspectives: users of transportation services
(passengers), operators, and the government as a regulator.
The review from the standpoint of transportation service users
is accessibility, short waiting times, and affordable fares. One
way to maintain balance is to periodically evaluate the
performance of the route network, route performance and
transportation [ 12-14].

Another crucial objective of this research is to analyze and
compare different transport models to determine the most
effective solution for Bogor’s urban mobility challenges.
Various transport models, including bus rapid transit (BRT),
light rail transit (LRT), and demand-responsive transport
systems, will be evaluated based on key performance
indicators such as cost-effectiveness, environmental impact,
passenger capacity, and integration with existing
infrastructure [15-17].

This evaluation will be conducted using geographic
information systems (GIS), traffic simulation models, and
real-time mobility data to gain a comprehensive picture of the
transportation system [18, 19].

The performance of public passenger transportation
services is listed below.

1) Load Factor. The equation can be calculated using Eq. (1)
below.

LF = (JP/C) x 100 (1)
with:
LF = load factor (%),
JP = number of passengers per public vehicle,
C = passenger capacity per public vehicle.
2) Travel Time. It can be calculated using Eq. (2) below.
W =t/s 2)

with:
W = travel time (minutes/km),
t = public transport travel time (minutes),
s = distance of public transport route (km).

3) Speed. The formula used in calculating the operating speed
is in Eq. (3) below.
V=5 3)
with:
V = public transport operating speed (vehicles/hours),

S = public transport route distance (km),
t = public transport travel time (hours).

4) Headway value calculation can be expressed in Eq. (4)
below.

Headway = 60/F 4)
with:

H = headway (minutes),

F = frequency (vehicles/minutes).
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5) Waiting Time. The formula for calculating the average
waiting time for public transportation is in Eq. (5) below.
Wt=0.5xH ()
with:
Wt = average waiting time (minutes),
H = headway (minutes).

6) Questionnaire method by taking data samples based on the
Slovin formula, namely:

n=N/(1+Ne’) (6)

with:
n = number of samples,
N = number of populations,
e = error tolerance limit = ¢ = 0.05.

1.1 Standards for assessment of public transportation
service performance indicators

Based on regulation, public transportation service
performance standards have been set. Public transportation

service standard indicators are shown in Table 1 below.

Table 1. Public transportation service standard indicators

Terms
70%

No. Criteria
1. Load factor
Travel speed

- Congested area

10-20 km/hour

2 Special lane area (Busway) 15-18 km/hour
- Less dense area 25 km/hour

3. Headway 1-12 minutes

4. Travel time 1-1.5 minutes
Waiting time (max)

5. - Average time 5-10 minutes

- Maximum time 10-20 minutes

Sufficient capacity can be interpreted as the number of
transportation facilities and infrastructure being available to
meet the demand of service users. The performance of this
capacity can be measured based on appropriate indicators
according to the characteristics of each mode of transportation,
including the comparison of the number of transportation
facilities with the number of residents using transportation,
between facilities and infrastructure, between passengers per
kilometer or with the available capacity [20, 21].

Minimum Service Standards for Public Motorized Vehicle
Transportation on Routes are requirements for organizing
public motorized vehicle transportation on routes regarding
the type and quality of services that are the rights of every user
of transportation services. The minimum service standards as
referred to above are: Security, Safety, Comfort, Affordability,
Equity, Regularity [22, 23].

Evaluating urban transportation accessibility involves a
systematic review of key access dimensions-such as spatial,
temporal, individual, and economic accessibility, and their
corresponding indicators, like travel time, cost, coverage, and
connectivity. These dimensions help assess how easily people
can reach destinations using public transit. In analyzing factors
that influence the choice of regional transit for commuting,
advanced Revealed Preference-Stated Preference (RP-SP)



choice models are applied. These models combine real-world
travel behavior (RP) with hypothetical scenarios (SP) to better
understand commuter decision-making. Variables such as
service frequency, travel time, cost, comfort, and reliability are
incorporated to predict transit preferences more accurately.
This approach supports better planning and policy-making for
enhancing public transit use and improving regional
accessibility [24, 25].

Simulation techniques and scenario-based modeling will be
employed to test the feasibility of these transport models under
different urban development patterns and policy interventions.
The comparison will help policymakers and urban planners
identify a model that aligns with Bogor’s growth trajectory
while promoting sustainable and inclusive urban mobility.

By addressing these objectives, this study will offer
valuable insights into Bogor’s transport system and its future
development. The findings will help in formulating data-
driven policies and investment strategies that align with the
city’s long-term mobility goals. As urbanization continues to
reshape Bogor’s landscape, adopting an optimal transport
model will be instrumental in fostering economic growth,
reducing environmental impact, and enhancing the overall
efficiency of the city’s transportation network.

One of the public transportation routes in Bogor is the
Salabenda-Pasar Anyar/17route, which operates from 05:00
AM-10:00 PM. For the Salabenda-Pasar Anyar/17route, the
road routes passed by the public transportation route
Salabenda-Pasar Anyar/17 include, Salabenda, JI. KH. Sholeh
Iskandar, Kebon Pedes, JI. Pemuda, JI. Heulang, JI. Jend. A
Yani, JI. Jend Sudirman, J1. Sawo jajar, JI. Dewi Sartika, and
Pasar Anyar. This study was conducted to analyze the network
and services using the reference. The objectives of this study
are: 1) to obtain the existing conditions of public transportation
services on the Salabenda-Pasar Anyar/17route, 2) to obtain
the level of public transportation services on the Salabenda-
Pasar Anyar/17route.

The purpose of this study is to assess the current
transportation network in Bogor by assessing its efficiency,
connectivity, and capacity. The city's road infrastructure,
public  transportation  system, and  non-motorized
transportation options will be examined to identify existing
bottlenecks, underutilized routes, and areas in need of
infrastructure improvements.

2. LITERATURE REVIEW

Connectivity and distance between the epicenter and the
destination are important determinants of transmission risk.
Strong preventive measures should be taken in cities with
shorter distances and more frequent public transport
connectivity with the epicenter to contain the COVID-19
epidemic. Reducing outdoor activities by not traveling by
public transport breaks the spread of COVID-19 [26].

Redesigning urban streets to accommodate and integrate
different modes of transport to ensure individuals can move
actively and healthily. Investment in pedestrian, cyclist and
public transport infrastructure and services can support active
transport. New technologies such as electric vehicles and gas-
powered public transport are being developed to reduce the
impact of fossil fuel use as part of public transport
development [27].

The performance of urban passenger public transportation
focuses on the level of service. The results of the study showed
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that public transportation operates from 06:00 AM to 5:00 PM
with an average of 7-8 trips per day per vehicle, and is able to
transport 9-10 passengers per trip. The average waiting time
for route A is 3 minutes, while for route B it reaches 9 minutes.
This study recommends increasing the frequency of trips and
increasing the number of public transportation fleets to reduce
passenger waiting time, as well as improving services, namely
comfort and safety as an effort to attract more users [28].

Transportation safety in this study is very important,
especially the Malioboro area is a very busy route, so that city
service efforts for road users must be a top priority. In addition,
pedestrian rights achieve accessibility, comfort and security.
In the future, the government will also provide a sense of
security for its users, in this case pedestrians. The level of user
satisfaction in this area is very important, but because the
condition of this area is increasingly crowded and busy, the
level is still at Adequate capacity. The hope of the Yogyakarta
City government will continue to improve the service to a
better stage. Pedestrian paths are always improved because
this area is a vital object [29].

3. RESEARCH METHODOLOGY
3.1 Place and time

This research was conducted on the Salabenda-Pasar
Anyar/17route. The research time was one day at (06:00 AM-
6:00 PM).

Quantitative methods with a public transport performance
analysis approach are more suitable because they can provide
objective and measurable results. Quantitative indicators such
as load factor, trip frequency, waiting time, headway, average
speed, and passenger occupancy rate allow for a more
systematic evaluation of public transport operational
efficiency. Quantitative data also facilitates comparisons
between periods or regions, so that performance trends can be
analyzed more accurately.

Population is an important factor in improving public
transport performance, as assessed by transport experts.
Population growth in urban areas increases the need for
efficient, reliable, and affordable transport services. Experts
argue that high population density tends to increase demand
for public transport, which in turn encourages operators to
improve service quality, such as increasing the number of
fleets, reducing waiting times, and improving passenger
facilities.

3.2 Research methods

The research method includes a literature study, secondary
data collection such as load factor and headway, and primary
data from regulations, interviews, and public transportation
observations. Data analysis was conducted using a Likert scale
to measure perceptions, then processed with SPSS version 26
to test reliability, validity, and relationships between variables.
Conclusions were obtained based on data evaluation against
regulatory standards and user satisfaction levels, resulting in
recommendations for improving public transportation
services.

In Figure 1 below, the research flowchart is described as
follows: with the research plan starting, then the literature
study and continuing with data collection and conducting an
initial survey. Data collection is carried out using primary data



and secondary data. All data will be processed using interview
results with a Likert scale and processing data using SPSS and
after all are obtained, conclusions are drawn and finally

finished.
| Identification of problem |
T
| Literature study |
+
‘ Survey and data collection ‘
I
+ +
Primary data Secondary data
1. Load factor h
%‘ ngbx:dm 1. Bogor city road network
4' Travel tim, 2. Public tranzpertation route parmit data
s “’,:l‘im h::e 3. Minister of Transportation Dacrea 2002
8 SR 4. Regulation of the Minister of Transportation 2013

Data Analysis
1. Linkert scale
2 SPSS version 26

‘ Concluzion ‘

Figure 1. Research flowchart

4. RESULTS AND DISCUSSION

Data analysis to determine the existing condition of public
transportation services for the Salabenda-Pasar Anyar/17route
was conducted with a one-day survey as follows:

Results of the survey data during the study:

The static load factor graph is shown in Figure 2 below.

Static load factor graph
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Figure 2. Static load factor graph

Based on Figure 2 above, the results of the static load factor
analysis of public transportation on the Salabenda-Pasar
Anyar/17route, the lowest static load factor was in the morning
return period of 22.14% and the highest was in the afternoon
departure period of 38.89%, and the static load factor values
obtained for the morning, afternoon, evening departure and
return periods did not meet the load factor standard of less than
70%. The dynamic load factor graph is shown in Figure 3
below.
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Dynamic load factor graph
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Figure 3. Dynamic load factor graph

Based on Figure 3 above, the results of the dynamic load
factor analysis of public transportation on the Salabenda-Pasar
Anyar/17route, the lowest dynamic load factor was in the
afternoon departure period of 64.29% and the highest was in
the morning departure period of 121.43%, and the dynamic
load factor values obtained for the morning, afternoon,
evening departure and return periods met the load factor
standard of more than 70%, but in the afternoon departure
period did not meet the load factor standard of less than 70%.
The Monday headway graph is shown in Figure 4 below.

Headway graph
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Figure 4. Headway graph
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Figure 5. Speed graph

Based on Figure 4 above, the results of the headway analysis
of public transportation on the Salabenda-Pasar
Anyar/17route, the longest headway in the morning period was
2.43 minutes and the fastest in the afternoon period was 1.71
minutes, and the headway values obtained for the morning,
afternoon, evening departure and return periods met the
standard headway requirements of 1-12 minutes.

The speed graph is shown in Figure 5.

Based on Figure 5, the results of the analysis of the speed of



public transportation on the Salabenda-Pasar Anyar/17route,
the slowest speed in the morning return period was 6.82
km/hour and the fastest in the afternoon departure period was
16.00 km/hour, and the speed values obtained for the morning,
afternoon, afternoon departure and return periods did not meet
the speed standard of less than 25 km/hour.

The travel time graph is shown in Figure 6 below.

Travel time graph
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Figure 6. Travel time graph

Based on Figure 6 above, the results of the analysis of travel
time of public transportation on the Salabenda-Pasar
Anyar/17route, the longest travel time in the morning return
period is 8.80 minutes and the fastest in the afternoon
departure period is 3.75 minutes and the travel time values
obtained for the morning, afternoon, evening departure and
return periods meet the standard travel time requirements of 1-
1.5 minutes.

The waiting time graph is shown in Figure 7 below.

Waiting Time Graph
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Figure 7. Waiting time graph

Based on Figure 7 above, the results of the analysis of public
transportation waiting time for the Salabenda-Pasar
Anyar/17route, the longest waiting time in the morning return
period was 8.50minutes and the fastest in the afternoon return
period was 3.57 minutes and the waiting time values obtained
for the morning, afternoon, evening departure and return
periods met the standard waiting time requirements of 5-
10minutes.

4.1 Public transportation service level

This data analysis was generated from a questionnaire on
the level of satisfaction and level of importance in the
operational, comfort, security, safety, and equality aspects for
users of public transportation for the Salabenda-Pasar
Anyar/17route, which was used to determine the number of
respondents needed as a sample. The population of Bogor City
was 1,098,000 people. To get the number of respondents or
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samples, it can be calculated using Eq. (6), as follows:

n = 1,098,000/(1,098,000).(0.005)*+1)
=400 samples

Based on the calculation above, the number of respondents
needed is 400 respondents will be used as samples.

Analysis of the characteristics of respondents using public
transportation on the Salabenda-Pasar Anyar/17route based on
gender, age, last education, and occupation, as follows.

4.2 Respondent characteristics based on gender
The characteristics of respondents based on gender in terms
of satisfaction level and level of importance are shown in

Table 2 below.

Table 2. Respondent characteristics based on gender

No. Gender Respondens Percentage
1 Male 174 43.50%
2 Female 226 56.50%
Total 400 100.00%

Based on Table 2 above, the results of the analysis of
respondent characteristics based on gender, female
respondents, 56.50%, use public transportation on the
Salabenda-Pasar Anyar/17 route more than male respondents,
43.50%.

4.3 Respondent characteristics based on age

Respondent characteristics based on age regarding
satisfaction levels and levels of importance are shown in Table
3 below.

Table 3. Respondent characteristics based on age

No. Age Respondens Percentage

1 <15 15 3.75%

2 15-20 55 13.75%

3 20-30 218 54.50%

4 30-40 65 16.25%

5 40-50 42 10.50%

6 >50 5 1.25%
Total 400 100.00%

Based on Table 3 above, the results of the analysis of
respondent characteristics based on age, respondents aged <15
years were 3.75%, respondents aged 20-30 years were
54.50%, aged 30-40years were 16.25%, and aged 15-20years
were 13.75%, using public transportation on the Salabenda-
Pasar Anyar/17route more and respondents aged >50 years
were at least 1.25%.

4.4 Respondent characteristics based on last education

The characteristics of respondents based on last education
regarding the level of satisfaction and level of importance are
shown in Table 4.

Based on Table 4, the results of the analysis of respondent
characteristics based on last education, respondents with last
education of elementary school were 3.50%, junior high
school were 7.75%, senior high school were 49.75% and
D4/S1 were 36.75%, more used public transportation of
Salabenda-PasarAnyar/17route and masters were 2.00% and



respondents with last education of doctorate were at least
0.25%.

Table 4. Respondent characteristics based on last education

No. Last Education Respondens Percentage

1 Elementary School 14 3.50%

2 Junior High School 31 7.75%

3 Senior High School 199 49.75%

4 D4/S1 147 36.75%

5 Masters 8 2.00%

6 Doctorate 1 0.25%
Total 400 100.00%

4.5 Respondent characteristics based on occupation

The characteristics of respondents based on occupation
regarding the level of satisfaction and level of importance are
shown in Table 5.

Based on Table 5, the results of the analysis of respondents'
responses to the level of satisfaction on operational aspects,
the respondents' responses on the indicator of public
transportation operating hours were 62.3%, stopping time at
each location was 59.5% and public transportation waiting
time was 45.5% of respondents stated that they were not
satisfied, and on the indicator of fares was 54.4%, public
transportation travel time was 46.5% of respondents stated that
they were satisfied.

Table 5. Respondent characteristics based on occupation

No. Occupation Respondens  Percentage
1 Civil Servant 18 4.50%
2 Retired Civil Servant 4 1.00%
3 Private Employee/BUMN 91 22.75%

Businessman/Self-
4 Employed 74 18.50%
5 Student 128 32.00%
6 Housewife 34 8.50%
7 Teacher/Lecturer 33 8.25%
8 Other 18 4.50%
Total 400 100.00%

Based on the analysis of respondents' responses to the level
of importance in operational aspects, the respondents'
responses to the indicators of public transportation waiting
time were 82.8%, public transportation travel time was 82.8%,
fares were 82.0%, stopping time at each place was 81.0%, and
public transportation operating hours were 79.0% of
respondents stated that it was important.

Satisfaction level, level of importance in comfort aspects
Based on the analysis of respondents' responses to the level of
satisfaction on the comfort aspect, the respondents' responses
on the cleanliness facility indicator (trash can) were 69.3%,
complementary facilities (no smoking, etc.) were 64.3%,
officer/driver service was 61.8%, and seating comfort was
47.5% of respondents stated that they were not satisfied and
on the number of seats indicator, 50.3% of respondents stated
that they were satisfied.

Based on the analysis of respondents' responses to the level
of importance of the comfort aspect, the respondents'
responses to the number of seats indicator were 81.5%,
cleanliness facilities (trash cans) were 79.8%, comfort of seats
were 79.5%, service of officers/drivers was 79.5%, and
complementary facilities (no smoking, etc.) 76.0% of
respondents stated that it was important.
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4.6 Level of satisfaction and level of importance of the
security aspect

Based on the analysis of respondents' responses to the level
of satisfaction on the security aspect, the respondents'
responses to the vehicle identity indicator (public
transportation license plate) were 59.0%, and lighting was
57.0%.

Based on the analysis of respondents' responses to the level
of importance in the security aspect, the respondents'
responses to the vehicle identity indicator (public
transportation license plate) were 75.0%, and 74.8% of
respondents stated that lighting was important.

4.7 Level of satisfaction and level of importance in the
safety aspect

Based on the analysis of respondents' responses to the level
of satisfaction on the safety aspect, the respondents' responses
to the health facility indicator (P3K) were 69.0%, and safety
equipment (glass breakers, fire extinguishers, etc.) were 67.5%
of respondents who stated they were dissatisfied.

Based on the analysis of respondents' responses to the level
of importance in the safety aspect, the respondents’ responses
to the health facility indicator (P3K) were 75.5%, and safety
equipment (glass breakers, fire extinguishers, etc.) were 73.8%
of respondents stated that it was important.

4.8 Level of satisfaction and level of importance in the
equality aspect

Based on the analysis of respondents' responses to the level
of satisfaction on the equality aspect, the respondents'
responses on the priority seating indicator were 68.3% of
respondents who stated they were dissatisfied and 21.0% of
respondents who stated they were satisfied.

The diagram of the level of importance of the equality
aspect is shown in Figure 8 below.

Graph of Level of interest in the aspect of equality

_80.0% 70.8% % very unimportant
X
o 60.0% % unimportant
‘§40'0% 17.5% % important
0
8 20.0% SOl 100%
5 1.8% .
S 00% || % very important

Priority seating indicators

Figure 8. Diagram of the level of importance in the aspect of
equality

The questionnaire was tested for validity and reliability of
the questionnaire for the level of satisfaction and level of
importance in the operational, comfort, security, safety, and
equality aspects as follows.

4.9 Validity test

The results of the questionnaire validity test for the level of
satisfaction and level of importance in the operational,
comfort, security, safety, and equality aspects by calculating
the calculated » value in the SPSS program for all Indicators
(operational, comfort, security, equality), reaicutated, Fiavle With



all valid.

Based on the analysis of the calculated r value in the SPSS
program, the questionnaire on the level of satisfaction and
level of importance in the operational, comfort, security,
safety, and equality aspects has an average calculated ryae of
0.673 and 0.722 which is greater than 0.098 rupie value with
400 respondents at a significance level of 5% so that the
questionnaire is declared valid in the validity test.

The results of the questionnaire reliability test on the level
of satisfaction and level of importance in the operational,
comfort, security, safety, and equality aspects by calculating
the Cronbach alpha value in the SPSS program are shown in
Tables 6 and 7 below.

Table 6. Results of the questionnaire reliability test on the
level of satisfaction

Terms
0.6

Cronbach Alpha
0.934

Description
Reliable

Table 7. Results of the questionnaire reliability test on the
level of importance

Cronbach Alpha
0.947

Terms
0.6

Description
Reliable

Based on the Cronbach Alpha analysis in the SPSS Program
Versions-26, the questionnaire on the level of satisfaction and
level of importance in the operational, comfort, security,
safety, and equality aspects has a Cronbach Alpha 0f0.934 and
0.947 which is greater than 0.6 so that the questionnaire is
declared reliable in the reliability test.

Load factors that do not meet the standard provisions of less
than 70% can be caused by the low number of passengers
using public transportation compared to the available capacity.
This can happen because of competition with other modes of
transportation, such as online motorcycle taxis and private
vehicles that are more flexible and comfortable. In addition,
routes that are less effective or do not meet the needs of the
community can also reduce the number of passengers. Speeds
that do not meet the standard of 25 km/hours are most likely
caused by dense traffic conditions, especially during rush hour
or on certain roads that experience congestion. Other factors
are poor road conditions, frequent stops to pick up or drop off
passengers outside official stops, and inconsistent driver
behavior in maintaining vehicle speed. Waiting times on
Saturdays that do not meet the standard provisions of 5-10
minutes can be caused by changes in people's travel patterns
on weekends. On weekdays, demand for public transportation
is more stable due to the mobility of workers and students.
However, on Saturdays, travel patterns are more varied with
recreational and shopping activities that cause an imbalance
between fleet supply and demand.

5. CONCLUSION

This study concludes that the performance of existing public
transportation is: load factor does not meet the standard
provisions of less than 70%, speed also does not meet the
standard provisions of 25 km/hours, travel time results meet
the standard provisions of 1-1.5 minute, waiting time results
meet the standard provisions of 5-10 minutes but on Saturdays
it does not meet the standard provisions of 5-10 minutes, and
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headway results have met the standard of 1-12 minutes.

For policymakers, the results of public transportation
performance calculations indicate the need for evaluation and
improvement in the transportation system. Low load factors
indicate that public transportation is less popular, so strategies
are needed to increase attractiveness, such as fleet
rejuvenation, increased comfort, and integration with other
modes. Speeds that do not meet standards indicate the need for
better traffic management, such as special public
transportation lanes or more efficient route management.
Inconsistent waiting times, especially on weekends, require
adjustments to operational schedules to be more flexible.
Policies must be data-based and tailored to user needs.

6. RECOMMENDATIONS

Technological advances such as automation, artificial
intelligence, and electric transportation are also changing the
way work is done in various sectors. Future jobs will be more
demanding in data analysis, technology management, and
environmental sustainability. Therefore, the criteria for
assessing the performance of these sectors need to be
expanded to include new and increasingly relevant aspects, so
that workforce development strategies and policies can be
more adaptive to changing times.
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