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ABSTRACT 

 
 

Motorization in urban areas contributes several problems such as congestion, 
accidents, gas emissions, noises, and infrastructure breakage. Meanwhile, most of the 
developing countries cannot overcome such growth activities, as well as in Jakarta, 
where public transportation system and service are still inadequate. During the new 
leadership, Jakarta government are going to reform several policies to address the 
transportation issues in Jakarta, as it affects travelers’ behaviour either directly or 
indirectly. Vice Governor of Jakarta revealed a plan to remove fuel subsidy particularly 
in Jakarta area which can create sustainable transport policy that is important to 
maintain our environment.  

This study is intended to understand and investigate how fuel subsidy removal policy 
scenarios (25%, 50%, and 100%) in Jakarta affects travellers’ behaviour and analyse 
such policy to support sustainable transport by using qualitative research methodology. 
The investigation is conducted within interviews and questionnaires to workers in 
Jakarta, which includes ranking scale question for traveller response options.  

The result shows that 50% of the respondents are not affected with fuel subsidy 
removal and will only response to fuel price increasing at IDR 31.400 for gasoline price 
and IDR 26 300 for ADO (Auto Diesel Oil) per litre to make them consider about 
shifting mode. Moreover, respondent's response of such policy shows a tendency of 
change the travel mode choices into more efficient private vehicle. Therefore, fuel 
policy need to evaluate further of higher taxes as an extension step to continue fuel 
subsidy removal policy. Further, it might need an implementation of sustainable notion 
in transport planning within combination of pull and push measures policy both locally 
and nationally.  

Keywords: sustainable transport, transport policy, fuel subsidy removal, fuel policy 
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1. Introduction 

1.1. Background  

Over thirty years, travel activities and urbanization has evolved in line with the 

economic growth which is followed by the increasing number of motorization 

in many countries. In which, the motorization in urban areas causes many 

problems, such as congestion, accidents, gas emissions, noises, and 

infrastructure breakage. The impacts of transportation are the second 

contributor to environmental issues both locally and globally as climate change. 

This claim is expected as the amount of private vehicle ownership in developing 

countries raise continuously while the energy resource is still highly reliant on 

fossil-fuel and without any consideration about fuel efficiency. Thus, the 

transportation appears to be unsustainable resulting from impact of climate 

change and the use of energy resources that are not renewable injudiciously (Van 

Wee. in Gärling, Ettema & Friman 2014, p. 69). 

Many researchers have been conducted by several actors’ collaborations in 

transportation to determine the travel behaviour of different points of view, 

such as government agencies, policy makers, transport operators, researchers 

and user groups,. Therefore, they can create innovations in urban mobility in 

order to handle problems that exist in urban areas within sustainable transport 

system and environmental friendly (Tyrinopoulos & Antoniou 2013). Reducing 

such transportation problems has been made through several attempts in 

developed countries, for instance, restrictions, pricing method, infrastructure 

and land use planning, public transport policies, marketing, communications, 

and information technology. The aforementioned schemes can perform 

significant changes in transport volume, split capital, technology, and efficient 

use of vehicles (Van Wee. in Gärling, Ettema & Friman 2014, p. 69).  

However, most of developing countries can not overwhelm the growth activities 

in travel needs (Taylor & Prabnasak 2008), result in insufficient public 

transportation system and service to support such travel activity properly. Thus, 

people tends to travel with their private vehicles and unenthusiastic to use public 

transport (Susilo et al. 2007). The same problem also occurs in Jakarta, the 

Indonesian capital, which has not been able to decipher the congestion problem 

due to the imbalance between the ratio of the number of vehicles and the 

number of roads. Although Jakarta regional government has taken several steps 

earlier in overcoming the bottleneck problem, such as imposing traffic demand 



4 

management with three-in-one policy (in which a car must carry at least three 

passengers during peak hour) on certain roads and build a BRT system. 

Nonetheless there are still many users of private vehicles inevitably change the 

intention of mode choice and to switch into more sustainable transportation 

such as walking, cycling, or public transport.  

Jakarta, as a capital city, is supported by other counties, i.e. Bogor, Depok, 

Tangerang, and Bekasi. This region, becomes a large-scale metropolitan area 

with a population of 28 million people. Jabodetabek, as this area commonly 

known, shows a rapid development in the ownership of private vehicles 

throughout the past decade, both cars and motorcycles. Growth of cars 

population has doubled during the year 2000-2010, and also in such period, the 

number of motorcycles increased 4.6-times. The rapid growth of motorcycles 

ownership in society could emerge, as this mode of transport give easiness to 

escape from congestion in the road and its affordable price (Yagi et al 2013). 

The high interest of such mode makes congestion in Jakarta is getting serious 

by the time. Losses incurred by traffic jam are evaluated more wasted time, fuel 

costs, and health costs. Strategies to overcome the congestion situation in town 

should be immediately taken, through the development of a sustainable 

transport system with the accessibility and environmental friendly. 

During the new leadership, Jakarta government are going to reform several 

policies to address the transportation issues in Jakarta. By December 2013, Vice 

Governor of Jakarta revealed plans to carry out the elimination of subsidized 

fuel (BBM) in Jakarta area in order to reduce the number of private vehicle users 

(Antara 2013). This proposal strategy might be essential considering among the 

33 provinces in Indonesia, Jakarta becomes a province with the highest intake 

of subsidized fuel within 38 percent of total fuel energy consumption (BPH 

Migas 2012). In addition, as fuel pricing policy might emerge a number of 

problems, thus, it raises awareness of the need for changes in fuel pricing policy 

and formulation of reform planning in Indonesia. The changes and reform 

planning should be done gradually as long term pricing policy framework and 

taking the existing condition into account both short-term and long-term.  

There have been several researchers about fuel price during 1990s, yet, mostly 

focused on elasticity which is determined to be inelastic for short term. For 

instance, Goodwin et al. (2004) revised several empirical studies in the meantime 

from 1990 around the world and stated findings that an increasing fuel price 

around 10 % will reduce 1% in vehicle miles travelled and 2.5% in fuel 

consumption. In addition, the same study also stated that the same percentage 
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of increasing fuel price will produce 1.5% increase in fuel efficiency of vehicles 

and reduce less than 1% in net vehicle ownership. He assumed that the results 

of the increasing in fuel price will trigger private vehicles' users for more efficient 

use of fuel through technical improvements to their vehicles and change their 

driving behaviour. This evidence explains the reason of why when fuel prices 

increased, the decreasing number on fuel consumption tends to be larger than 

the decrease in traffic volume. 

Moreover, government policies relating to the fuel price has also been 

implemented in Taiwan, where the local government is taking steps in an effort 

to encourage residents switching their behaviour to become public transport 

users and reduce the use of private vehicles that become an obstacle in transport 

system development in Taiwan. Chang and Lai (2013) conducted a study to 

develop an approach of how fuel price policy affects the reduction in the use of 

private vehicles in Taiwan.  

This paper sheds light on an investigation particular impact on the choice of 

Responses to Fuel Subsidizes Removal as Sustainable Transport Policy (Case Study: 

Workers in Jakarta) in either could encourage citizens in using public transport. 

In this thesis, several scenarios of fuel subsidy removal (25 %, 50 %, and 100%) 

are simulated to participants, then, it can be analyzed in which scenario fuel 

subsidy removal will mostly affect travel behaviour. Besides, since a lot of 

people residing in Bogor, Depok, Tangerang and Bekasi go to work in Jakarta 

as a commuter, therefore, the study of the traveller behaviour from outside 

Jakarta is also necessary, since the fuel subsidy removal is only scheduled in 

Jakarta province. 

1.2. Research Problem 

One of the activities generating the trip is working in which the use of transport 

is required as a complementary and supporting activities. Many factors influence 

the selection of one mode of travel, such as the costs associated with 

transportation or time pressure (Eriksson 2008). In Jakarta, as a big city, in order 

to support the activities of working, many people tend to use private vehicle as 

its efficiency and easiness. As each individual meet the needs of its transport by 

private vehicle, thus, congestion in Jakarta apparently still become a scourge for 

the capital area in Indonesia, which also causes damages in environmental.  

The same phenomenon also occurs in the United Kingdom (UK). Kingham et 

al. (2001) found that more than 85 % of employees traveling to work by car in 
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two observed companies. He discovered the facts in which only a small 

percentage of respondents who indicate that the increase in fuel prices to £ 1 

litre will encourage them to change the mode of transportation. While, half of 

the respondents indicated a desire to shift their mode choice only if the price of 

fuel rose £ 10 per litre. This action might be because the company is facilitating 

their employee to work by providing car and free fuel. Therefore, if the 

government wants to attempt to suppress the personal use by the elimination 

of the fuel subsidy, it will be necessary to integrate other policies, such as 

persuade the company to court order their car facility or improve the services 

of other alternative modes (Kingham et al . 2001) 

It is also expressed by Goodwin et al. (2004), in which the price increase will 

have an impact on the efficiency of its use by the users of private vehicles. 

Graham and Glaister (2004) conducted a study related with fuel price elasticity 

to car trips and car-km. They found that due to the rising of fuel prices, the 

immediate consumer tends to modify the number of trips, but over time they 

make even more significant alterations to their distance trip. 

Jakarta government, under the leadership of a new governor, is trying to 

formulate an integrated transport policy to outline the problems and an attempt 

to change the individual's choice of private car users to public transport users. 

One of these efforts is the fuel subsidy removal policy in the Jakarta area which 

also can result in significant savings in national budget. It was proposed by Vice 

Governor considering the amount of subsidized fuel consumption by residents 

which is not in line with sustainable transportation scheme. In 2014, the 

Indonesian state budget spends of Rp 131.2 trillion (U.S. $ 11.528 billion) for 

fuel (State Budget 2014). Globally, energy subsidies reached about $ 544 billion 

in 2012 (IEA, 2013). The cost of subsidies for fuel places a heavy load on the 

limited public resources. Fuel subsidy policy affects the sustainable development 

policy as spending such amount on fossil-fuel subsidies give lost opportunity 

for development, in terms of social spending for any other sectors of society 

(Merrill 2014), including sustainable transport. Therefore, in order to improve 

such strategy efforts, it is necessary to identify related how effective these 

policies will influence individuals to choose the mode of transport. 

1.3. Research Objective 

This study actually has two basic objectives. First, the expectation through this 

thesis is also to find whether the removal fuel subsidy policy effectively influence 

their shifting mode to sustainable transport, as this policy can directly support 
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sustainable transport with the subsidy reform such as Jakarta’s public transport 

system or others. Second, this thesis would like to analyse and give an 

understanding how Fuel Subsidy Removal policy in Jakarta affects travellers’ 

behaviour. Further expectancy through the analysis in this thesis is aiming to 

find another supporting policies to establish sustainable and integrated public 

transport within current fuel policy plan through lesson learn from another 

country who implemented fuel policy. 

1.4. Research Question 

As the questions about this thesis are:  

a. Will the fuel policy act as transport policy effectively influence traveller 
shifting mode to sustainable public transport? 

b. How the removal fuel subsidy policy in Jakarta region will affect society, 
culture, attitude, and behaviour in their travel mode choice? 

1.5. Scope  

Scope of this thesis is to analyse the strategic policy of eliminating subsidies in 

Jakarta, which is one of the efforts to achieve sustainable transport and 

integrated transport. The author is limited by the distance to understand and 

analyse Jakarta region. Nevertheless, the authors have direct experience of 

feeling what the real condition of transportation in Jakarta and conduct a study 

using online interviews and questionnaire survey. Scopes are needed in order to 

make this thesis more focused that are: 

1. this thesis was conducted in Jakarta,  
2. this thesis involves only land transportation modes which are motorcycle, private 

car, public transport (BRT, Commuter Line, local bus), bicycle, and walking, 
3. the sample of this thesis is only working people in Jakarta. 
 

1.6. Thesis structure 

Chapter 1: Introduction.  

This chapter consists of background, research problem, research objectives, 

research questions and scope. Introduction part describes about general topic 

of this thesis.  

Chapter 2: Methodological Discussion  

This chapter presents the methodology which is used for the research consists 

of the research design in order how to collect and analyse data.  
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Chapter 3: Theoretical Framework  

This chapter describes the previous research in other country and also defines 

several theories related with sustainable transportation, transport policy, and 

travel behaviour especially with fuel policy to support the analysis 

Chapter 4: Empirical Study  

This chapter is collecting data and form strategic thinking of how fuel policy 

contribute in achieving sustainable public transport.  

Chapter 5: Discussion  

This chapter would discuss theories and results in empirical study to produce 

findings and understanding within analysis the case study. 

Chapter 6: Conclusion 

Make a conclusion all of research process and enlighten about contribution of 

this thesis within recommendations for future transport policy in Jakarta.  
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2. Research Methodlogy 

 

2.1. Research Design 

The research is employing a qualitative method by correlating theories and data 

collection as a holistic methodological approach using data and analysis 

triangulations. Since policy issuance are usually challenging to measure in a 

quantitative way (Starke 2013), thus, qualitative methods are used to measure of 

the sort phenomena and infer intensive analysis of case studies. In qualitative 

research, the researcher wants to find the answers of questions about the social 

experience deeper and gives a sense to the conclusions of the circumstances 

(Denzin and Lincoln, 1998). They involve the use and collection of a variety of 

empirical materials such as case studies, individual experiences, biography, 

records, observation, historical texts, and visual interaction (Denzin & Lincoln, 

1994). Contrarily, quantitative research is more focused on the measurement 

and analysis of the existing association of each variable with causal, not the 

process. (Denzin and Lincoln, 1998). However, as Lieberman (2005) identified 

that scrutinizing policy diffusion at best is by bringing together cross-case 

analysis in within-case process tracing and counterfactuals which can generate 

high complementary outcome. Thus, in order to strengthen this thesis’s result, 

the author used triangulation qualitative-quantitative approaches as validity 

measures among multiple and different sources of information.  

Moreover, according to Yin (2009), case study is a special research methodology 

to investigate the situation that hardly to identify the variables and its results. 

Because fuel policy in Indonesia is not ready yet performed, therefore, case 

study research in Jakarta can be a preliminary case study to define how this 

policy will affect society in their travel mode choice. In general, this thesis based 

on literature reviews and comparative studies in other country about how fuel 

policy initiation and impact to support sustainable transport. This study is set 

off with problem identification and collecting theory (multi-case study) in many 

country related to fuel policy, then collecting data both primary and secondary, 

and analyze the data with triangulation methodology approach (shown in Fig 

2.1). The result of data analysis, findings and comparison research would be 

analyzed how fuel policy related to supporting sustainable and integrated 

transport policy development in Jakarta, and how travelers response for such 

policy in their mode choice preference toward sustainable transport.  
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The fuel subsidy policy issues are closely related to sustainable transport policy, 

therefore, the author adopt some important theories and find its correlation 

with the empirical study. Theories will be used are about Sustainable Transport, 

Transport Policy, Travel Behavior, and Fuel Policy. Additional theory also will be 

involved in this study about fuel policy form other cities and become multi-case 

study review a comparison benchmark. While, the empirical studies of this thesis 

are assembled from data collection of responses to fuel policy as public policy 

in Jakarta. The author wants to analyze whether such policy can be well 

implemented in society and how to manage the public policy with reflection 

from other countries that have done the sustainable transport policy.  

 

 
 

Figure 2. 1 Research Design Map 

 

The original usage of 'triangulation' is for validity tool for convergence 

comparison multiple and various data source (Creswell & Miller, 2000). The idea 

behind this first concept of triangulation is that by pulling data from different 

sources for validity. If the data from the sources that are mutually supportive 

contrast, the conclusions obtained have a level of confidence more than ever. 

Conversely, if, in fact, the different results obtained from the study of these two 
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sources, it requires a special analysis of the validity. In addition, the difference 

will usually indicate the need for further investigation involving other data 

sources, however, chose to fight the effects of particular threats to validity 

(Hammersley in Bergman 2008). There are five types of triangulation that 

categorized as methodological, investigator, theoretical, analysis and data 

triangulation (Denzin, 1978; Kimchi, Polivka, & Stevenson; 1991; in Hussein, 

2009). 

2.2. Research Method 

Yin (2003) stated that research utilizing case studies are quite challenging due to 

the complexity of the research design encompassing method-covering the logic 

of design, data collection techniques, and specific methods to data analysis. A 

good case study should be able to collect and analyze enough data, which then 

becomes an interesting report. This strategy research is commonly applied in 

various situations on an individual, group, organization phenomena, social, and 

political. The author conducts a case study research, as its complexity and 

sensitivity, fuel policy has a closely relation with transport policy that becomes 

social and political issues. 

The author observed the object in depth case studies by gathering data and 

supporting theory that leads to an understanding of this case and to answer 

research questions through the literature review. Careful interpretation of the 

question in the beginning is needed to search for documentation and help 

determining the method of analysis used in this study. This thesis is explanation 

case study because of the possibility to examine multi case study, particularly in 

Jakarta and any other city with their fuel pricing policy, either subsidy policy or 

taxation. 

2.3. Data Collection 

Once researchers solve the manufacturing stage study design, data collection is 

needed further is one of the important stages in the research activities. In this 

thesis, the author will use primary data and secondary data source. Primary data 

is collected by interviews and questionnaires from worker in Jakarta, while 

secondary data in this thesis consists of information material provided by 

archival record, service science literatures, articles and books, as well as of 

documents from Jakarta Regional and National Government reports. In case 

study methods, there are six sources commonly used as evidence; which are 

documentation, archival records, interviews, direct observations, participant-
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observation, and physical artifacts (Yin, 2003). This thesis employs multiple 

sources of data as data triangulation, which are interviews, questionnaires, 

documents and archival records.  

2.3.1. Primary Data 

The primary data of this thesis is obtained from interview survey with 

questioners in order to gather their response toward fuel subsidy removal policy 

in Jakarta. First, the interview is conducted to worker respondents who owns 

automobile and motorcycle. Such as Yin (2003) states that the interview 

appeared as one of the most significant sources of case studies used for 

gathering deeper information from the respondents. Case study interview with 

an open-ended question can produce more information from respondents 

about the facts their opinion about the case. Additional data can also be 

obtained at the time of the respondents added their own insights that might be 

useful for further investigation. There are two important criteria for conduct 

survey research and data collection that is targeting the right individuals and 

achieve high response rates. In addition, it is preferable to obtain information 

and receive a quick response, and, therefore, the author did an online interview 

strategy. 

2.3.2. Interview 

Today, as a digital era is spread used, the author will use e- mail interviews, which 

are commonly used by researcher.  Participants were invited to respond to 

interview questions, both in the body of an e - mail or word document - 

processed, and asked to return the completed answers to the researcher. Often 

the interviews will take place over a period and questions sent in stages, so that 

the interviewee is not overwhelmed with a long list of questions at the beginning 

of the process. A distinct advantage of the e - mail interview is that the 

interviewee can answer interview questions entirely at their own convenience. 

There is no time limit, and this can be very valuable when the participants are 

in different time zones. The lack of restrictions while also allowing both the 

interviewer and interviewee to spend time considering the questions and their 

answers, and perhaps composing, recomposing edit the question and responses. 

Responses can be immediate and relatively rapid exchange of questions and 

answers can be achieved (O'Connor 2008). In addition, real-time chat is also 

used for an online interview. This online interview allows the user to chat in real 

time one - to - one or group (Mann and Stewart 2003). Thus, this thesis will also 

use this interview method using social media on Facebook. Using purposive 



13 

sampling as dominant strategy in qualitative research and to gather in depth 

information-rich (Patton, 1990), hence, the interview is conducted to 19 

persons, with 7 as car users and 12 motorcycle users. Qualitative interviewing 

utilizes open-ended questions that allow for individual variations, with a list of 

questions or general topics is made for interview guide or "schedule". The 

interview is ended with those 19 persons as the emergence of similarities and 

regularities in data gathered already. 

2.3.3. Questionnaire Survey 

A survey was conducted by online survey in April to May 2014 for workers in 

Jakarta, altogether, 179 respondents; which are 135 private vehicle users and 44 

non-private vehicle users. Data collection was conducted for workers in Jakarta 

who lives in Jakarta or surrounded city, i.e. Bogor, Tangerang, Bekasi and 

Depok.The number of workers in February 2013 recorded about 5.16 million 

people with composition of workers who live in Jakarta is around 4.65 million 

people (BPS 2013). The number of total sample (replication) has been chosen 

by using the formula from Krejcie & Morgan (1970): 

 

𝑛 =
𝑋2. 𝑁. 𝑃. (1 − 𝑃)

𝑑2(𝑁 − 1) + 𝑋2. 𝑃(1 − 𝑃)
 

n  = Sample size 

N  = Population size 

P  = Population proportion  

d  = the degree of accuracy expressed as a proportion 

X2  = the table value of chi-square for 1 degree of freedom at the 

desired confidence level 

In this thesis, the attribute of such formula is, i.e. population size (N) as workers 

in Jakarta is around 5,16 million people, population proportion (P) assumed to 

be 0.50, the degree of accuracy (d) expressed as a proportion 0.1, and the table 

value of chi-square (X2) for 1 degree of freedom at the desired confidence level 

is 3.841. 

Therefore, the sample would be: 

 

𝑛 =
(3,841).(5,16.106).0,5.(1−0,5)

0,12((5,16.106)−1)+ 3,841.0,5(1−0,5)
 = 96,023 = 100  

http://scholar.lib.vt.edu/ejournals/JTE/v9n1/hoepfl.html#patton
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Hence, the number of total sample is around 100, it means that 179 respondents 

is valid as the number of total sample, and 135 respondents using private vehicle 

is also valid as a sample. 

Essentially, there are four different modes realistic for the commuter; i.e. car, 

motorcycle, train (Commuter Line) and bus. Survey with questionnaires is 

conducted after interviewed done, and the questions will be adaptable based on 

interview result. The questionnaire survey consists of 26 questions aiming to 

capture how traveler will response the fuel subsidy removal policy in Jakarta. It 

also aims to find possible additional or complementary policy, attitudes toward 

the fuel subsidy removal, which we assume contribute to changed travel 

behavior. In addition, there will be three scenarios of how fuel subsidy will be 

implemented (25%, 50%, or 100% removal) which proposes six stated 

preference options about how traveler will give a response, and the respondents 

are asked to rank from 1 to six based on their primary consideration.  

2.3.4. Secondary Data 

The secondary data is literature review, documents, and archival records about 

supporting data that obtained from library, e-library and internet investigating 

related to is supporting fuel policy as energy policy and public policy, 

sustainability, the growth private vehicle, etc. Some data was cited to be an 

empirical study and some theories or previous finding were developed to be 

multi-case study from other country fitted with empirical data fuel policy. The 

data was collected from documents, such as formal studies or evaluations of the 

same "site", online articles appearing in the mass media. Archival records taking 

the form of government records, such as organizational charts and budgets, and 

survey data. In this thesis, the secondary data are obtained from the institution 

or organizations associated with the research object such as Jakarta Province 

Government, Department of Transportation (Dishub), TransJakarta Busway, 

MRT Jakarta, PT. KA Commuter Jabodetabek (PT. KCJ), Ministry of Finance 

and supporting journal related through the official website and other search 

engine (Google Scholar, Ebscohost, Scopus, and ScienceDirect).  

2.4. Data Analysis 

According to Yin (2003), research with both qualitative and quantitative data 

analysis may be of interest to advanced students and scholars and can produce 

considerable benefits. The qualitative data in this thesis is used to explain the 
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critical information obtained from the case study interviews and the results 

compared with theories of multiple case studies in other country within similar 

case. Meanwhile, quantitative data is considered as background information for 

the validation of the present invention from the analysis of both quantitative 

and qualitative data (see Figure 2.2). Both types of data can be very complex, 

demanding analytic techniques go well beyond simple calculation. 

 

 

Figure 2. 2 Flowchart of Data and Method Triangulation 

 

Qualitative analysis is challenging as the researchers need to place and examine 

the raw data material into logical thinking; thus, they can declare their 

interpretation based on such data. In this thesis, the analysis begins with the 

identification of open coding from interview data. During open coding stage, 

the researcher identifies all of the words phrases or events occur from interview 

and categorizes them into the conceptual categories in order to acquire an 

understanding of the phenomenon of fuel policy. Every exposed phenomenon 

from this interview coding are employed as a basic question in a questionnaire 

survey. The research wants to compare and triangulate both qualitative and 

quantitative data in order to understand more about such phenomenon. 

Particularly, the analysis of questionnaire survey will then consist of analytic 

techniques in pattern matching, explanation-building, and cross-case synthesis 

of the evidence gathered against the pattern initially set using cross tab analysis 

with pivot table in Microsoft Excel. Further, after the data gathered produce a 

new evidences, then, they will be triangulated with secondary data to support 

them as a finding in this thesis. 
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2.5. Trustworthiness  

According to Lincoln and Guba, the notion of trustworthiness is to ‘persuade 

his or her audiences that the research findings of an inquiry are worth paying 

attention to’ (1985, p. 290). They proposed four issues of trustworthiness i.e. 

confirmability, transferability, dependability, and credibility. This thesis will use 

transferability as trustworthiness also within thick description by comparing 

findings from sample to multicase-study in other country. Meanwhile, 

dependability is used to assess as reliability with inquiry audit method by 

reviewing the process of integrating data collection, data analysis, and theoretical 

framework; with the result of research consistency with other research (external 

audit). 

Confirmability is a test of the inquiry’s findings whether those are well 

supported by the data gathered; while credibility is an evaluation about how 

good categories and themes cover data. The author is using multiple 

triangulation that are data and analysis triangulation as credibility and 

confirmability method of trustworthiness. Different types of data sources 

employed in data triangulation method for validation purposes, both interviews 

(qualitative) and the questionnaire (quantitative). As the study uses qualitative 

and quantitative data, the research will require both method together in order 

to achieve validation in a single paradigm. 

2.6. Limitations 

This thesis has a several limitations. This study was primarily limited by its small 

size as the study case conducted in Jakarta, while the author is located in Sweden. 

Thus, the only way to make the survey is by online survey. The sample size could 

have been expanded by adding a large sample size, yet, it would need extra time 

to survey more participants. Moreover, as fuel subsidy removal policy is not yet 

implemented, this thesis actually need to support Vice Governor statement by 

interview as he proposed the idea at first time on December 2013. However, 

the author did not have an access to provide any interview with Vice Governor 

yet. 
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3. Theoretical Framework 

 

In this chapter, there will be an elaboration of theoretical background from 

related study about fuel policy, travel behaviour, and multicase-study in several 

country who employ fuel policy in their country as an attribute of transport 

policy. Fuel policy is generally known as energy policy, which essentially 

contributes in transportation as most of transport vehicle fleet is using fossil 

fuel. Therefore, this thesis also involves sustainable issue as part of discussion 

theory, since fossil fuel is concerned as a big issue around the globe nowadays. 

3.1.  Sustainable Transport 

Today, in urban cities, an increasing number of private vehicles become a 

priority problem causing congestion. Therefore, various strategies undertaken 

to reduce congestion and the burden of the transport sector on the environment 

by facilitating active travel (walking and cycling) and public transport (Tillema 

et al., 2010 in De Vos & Witlox 2013). Motorization shows two conflicting 

representations. First, it shows by its technological and economic development. 

On the other hand, un-sustainable within inefficient resources employment and 

produces environmental pollution (Han 2010). Balancing these two opposing 

symbols could be in three measures of transport policy implementation, e.g. 

technology development, policy management (pricing and financing), and 

transport and land use integration (Greene and Wegener 1997). Technological 

improvement is exacted to reduce gas emission and manage the effectiveness in 

resource use. While, management policies will reduce the traffic volume, private 

vehicle usage and enhance public transport service. 

  

Recent years, many articles, reports, and publications were contributing a great 

consideration in sustainable issues. The notion of sustainability is embedded to 

develop responsiveness as most of human activities causing significant impacts 

to environmental. In such case, sustainability need to manage integrated analysis 

and planning from any sectors, authorities and clusters to forestall and manage 

problems before the crises getting worse. Sustainable has to reveal an integrated 

form that is not merely by faster travel with new vehicles or more mileage, but 

rather than found valuable and balanced transport systems which accommodate 

comfort and safety, save cost, or diminish the need for travel (Litman and 

Burwell 2006). 
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Sustainable development is the hurdle of delivering efficiency and quality 

management where the service innovation is required (Sebhatu 2011a). Sebhatu 

(2010) stated that, through Sustainable Service Dominant Logic, value-based co-

creation of elementary logic framework can be used to create sustainable value-

based services. Sebhatu & Enquist (2007) stated that the sustainable value 

creation needs extra adherence in order to make an innovative leap towards 

sustainable value. The careful commissioning and the conscious communication 

between change agents will perform precise solutions to the environmental 

problems. 

Transportation infrastructure and congestion are important issues at any stake 

of social and ecological sustainability. Therefore, sustainability needs to analyze 

and innovate in environmental, economic, and social systems; which interact at 

various space-based. Sebhatu et al. (2011a) proposed the innovation formula 

based on sustainability and value-configuration spaces into five stages, namely: 

(1) ‘establishing reliability of single transportation modes’, (2) ‘integration of the 

mode of transport’, (3) ‘regional integration’, (4) ‘service extension’, and (5) 

‘individual mobility’. Each stage contributes distinct value creation possibilities 

and demands specific value network activities. Expanding the thought of 

sustainability, value creation and value network in value-configuration space 

context gives a guideline to define resource integration (Sebhatu et al. 2011b). 

In line with the sustainable thinking, public transport also have to employ 

sustainable in environmental, eco-efficiency and social among all stakeholders 

and create a value network (Hart, 2007). The potential sustainable travel results 

by allowing the coordination of transport actions in the context of land 

development. The combination of land use and transportation lies at the heart 

of the strategy. The transport network presents the key to urban formation. It 

is also based on achieving a high level of sustainable approachability by 

providing high quality walking and cycling path (Curtis 2008). 

3.2. Transport Policies 

Policy makers have implemented most effort as barriers at reducing the need of 

travel to achieve sustainable transport towards technological, economic, and 

planning interventions. For most of the available options, policy orientation 

toward sustainability is well-known in recent times, yet, in fact it is still in heavy 

progress (Banister 2003). As private vehicle consumes more in non-renewable 

resources than any other transport forms, therefore, most public policy concern 

on to give an action on private vehicle reduction directly. 
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Governments across the world have noticed that managing transportation has 

an important role in combating climate change related to greenhouse gas 

emissions problems. To a certain point, they wrestle to provide solutions on 

how to mitigate these impacts by regulating private vehicle trips to be more 

effective, efficient, and in a way that is politically defensible (Banister 2005).  

Goldman and Gorham (2006) investigate the sustainable urban transport can be 

strongly achieved if sustainable transport policy considers of broader systems in 

transportation. As well, Nidumolu et al. (2009), in their research, stress that 

sustainability is a matter about innovations in a dynamic context. They stated, 

in term of sustainable development, company or organization needs to manage 

the utilization of existing resources with technology innovation that can 

challenge the "conventional wisdom". Tyrinopoulos & Antoniou (2013) 

identified four stage of innovation: New Mobility, City Logistics, Intelligent 

System Management, and Livability.  

Transport policy is often considered as differentiating factor between countries 

in controlling private vehicle usages. In Western European, transport and land 

use policies discourage their citizens to use private vehicles through high taxes, 

reduction in the supply of parking, fewer urban roads, speed limits and traffic 

calming. (Pucher and Kurth, 1995; in Buehler, 2010). For example, Buehler 

(2010) present a comparison study and discovered that Germans tend to travel 

by transit, bicycle, and foot as driving more expensive and time consuming; 

while Americans are more likely to use cars. He found that the transport policy 

plays a role in forming patterns of travel behavior in the population of these 

countries, even after controlling for socioeconomic and demographic factors 

and patterns of spatial development. Transport policies also create other mode 

choices by enhancing quality and attractiveness. For example, public transit 

supply is generally less cost, reliable, convenience and good quality in Western 

Europe; and also there are safe walking and cycling path provided for 

pedestrians and cyclists (Buehler 2010). 

3.2.1. Role of Scenarios in Policy Development 

Since policy objectives and priorities are dynamic, then it is necessary to identify 

how powerful and flexible such policies and proposals to withstand change. 

Thus, policy scenarios are necessary to use in term of analyzing their future 

possibilities, implications, roles and influence as a policy. Stead & Banister 

(2003) formulated comprehensive scenario construction that enables new 

perspectives which are shown in the current situation, some future alternatives 
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and a description of results that may correlate the existing situations with future 

ones. There are six stages in this comprehensive scenario building, i.e. 

identifying key issues, making projections of key issues, generating policy 

targets, generating images of the future, identifying policy options, and 

generating policy packages. 

3.2.2. Transport Policy Measures  

Transport policy measures can be employed to achieve a reduction of the 

negative effects of private vehicles usages, through the changes of travel 

behavior. Such transport policy measure commonly implemented in four types, 

i.e. legal policies, economic policies, measures changing the physical context, 

and informational/educational measures (Errikson 2008). Besides, acceptability 

of transport policy measures has to be predicted well, as public’s might response 

the transport policy measures negatively or positively. Steg et al. (2005, 2006 in 

Errikson 2008) found that pull measures tend to be more acceptable than push 

measures.  

3.3. Fuel Policy 

Fuel policy, which was originally designed for economic purposes, also gave a 

positive impact on the environment. Such policy is important for the 

environment, because more than 50 % of the total carbon emissions comes 

from vehicle fuel (Sterner 2007). In 2007, European Commission introduced 

new standards for transport fuels within responsibility from EU members to 

combat climate change and air pollution effectively (European Commission 

2007). Moreover, Banister (2003) argued that there are three main reasons why 

transportation sector should decrease its reliance on fossil fuel and become 

more sustainable, i.e. energy policy (transport is almost entirely oil dependent), 

environmental protection (transports share of global and local pollutants), and 

economic competitiveness (as economy become dependent on transport as its 

key facilitator on global process). 

Some researchers have discussed and analyze fuel consumption and travel 

demand. Goodwin (1992) found that variations in petrol prices typically have a 

more significant effect on fuel consumption than the level of traffic. He predicts 

that the increase 10% of fuel price will affect vehicle travel decreasing around 

1,5 % and fuel consumption 2,7 %  in the short term; due to the shifting mode 

to more fuel efficient vehicles, in multi-vehicle house-holds and reduce speeds. 

While, in the long run, travel vehicle diminishes 7% or more, due to purchasing 
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of more fuel-efficient vehicles. He also updated his previous survey of gas price 

elasticity to the progress task done in the 1980s and 1990s. Though a following 

decade, Goodwin et al. (2004) further concluded that the increase in the price 

of petrol is expected to encourage increased automobile fuel efficiency, while 

discouraging the desire of vehicle ownership.  

Some researchers shown strong evidence that gasoline consumption is very 

affected by the price and income, thus, it becomes crucial policy implications 

(Hensher & Zhengli 2010). Sterner (2007) estimates that the gasoline demand 

continues to grow, therefore; fuel policy can effectively limit this request, such 

as gasoline tax. He also stated that in the short-term, the positive effect on the 

environment is not significant, but high resistance occurs. This issue makes 

policy makers hesitate, because of such fuel policy only give politicians a small 

chance for re-election, as significant environmental effects of this policy may be 

perceived in the long term. 

3.3.1. Subsidy Removal Policy 

Fossil fuel subsidies are one of the vital policies to policy-makers and public 

opinion, thus, it is important to define the policy carefully, where its application 

contributes directly to climate change. In 2012, the consumption of fossil fuel 

subsidies around the world alone reached about $ 544 billion. The Organisation 

for Economic Co-operation and Development (OECD) predicted that by 

removing fuel subsidies by 2020, there will be the reduction in GHG emissions 

around 10 % by 2050, which could significantly contribute to limit global 

warming issue (Burniaux & Chateau 2011). 

There are three important stages to design the successful implementation of the 

fuel subsidy reform, i.e., information campaign, a comprehensive reform plan, 

and gradual reform and sequenced (IMF 2013 in Anand et. al 2013). Subsidy 

reform must be preceded by a public information campaign which emphasizes 

that the regressive benefits of fuel subsidy are much gained by the higher-

income groups. Then, a comprehensive reform plan is developed and 

communicated to the public by identifying a vision for creating more efficient 

sector and key public expenditure to be financed by the resulting fiscal space. 

Finally, the subsidy reform will lead to an increase in fuel prices that should be 

done gradually to allow time for consumers to improve their energy efficiency 

and thereby reduce the adverse impact of a future round of price increases. Fuel 

subsidy policy affects the sustainable development policy as spending such 
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amount on fossil-fuel subsidies give lost opportunity for development, in terms 

of social spending for any other sectors of society (Merrill 2014).  

There are several countries successfully implement the reform of fuel subsidy 

policy, e.g. Brazil, Philippine, and Turkey. Brazil government adopted a gradual 

approach to eliminating fuel subsidies, thus, resistance of opposes group can be 

reduced. The reforms are gradually implemented which started in 1990, 1996, 

1998, and 2001. Philippines start the liberalization of energy prices as part of a 

broader deregulation of the energy sector in 1996 with a strong political will, 

planning, and building an effective consensus.  The government highlighted the 

benefits of reform carefully before implementing the reform. Turkey initiated 

energy sector deregulation and price liberalization program in the early 1990s. 

Fuel pricing mechanism automatically adopted in 1998, with responsibility for 

implementation was transferred to the Energy Market Regulatory Authority 

independent in 2003. Subsequently, fuel taxes have gradually been increased. 

Most successful reformations in some states are generated the alteration of 

subsidy budget primarily into public services (IMF 2013 in Anand et. al 2013). 

Litman (2008) stated that in the presence of fuel subsidy, then it should 

thoroughly consider about the possibility of inflation or such policy will lose 

their value. Anand (2013) evaluate the implications and identify potential issues 

of fuel subsidy reform in India. He found that allowing full pass through the 

fuel subsidy reform of higher global oil prices to the Indian economy will cause 

inflation in the short term. However, Parikh et. al (2012 in Anand 2013) found 

that such short-term inflation is quickly inverted. When committing substantial 

hikes in fuel prices, subsidy reform should be executed gradually in order to 

overcome the impact on inflation. 

Moreover, United Nations (UN) has made efforts to encourage international 

dialogue on Fossil Fuel Subsidy Reform since a couple of decades ago. First, in 

1992, a programme of Action for Sustainable Development governments 

approves voluntary action to reform the subsidy environment. In 2012, UN held 

Conference on Sustainable Development where several states give their 

commitment states that there has been made to phase out “inefficient fossil fuel 

subsidies that encourage wasteful consumption and undermine sustainable 

development” were reaffirmed (paragraph 225, UNCSD 2012 in Adolf et. al 

2014). The phase out notion is not firstly occur in UN conference, but in 

September 2009, G20 Leaders Summit has already committed to affirmative 

dealings. 
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3.3.2. Fuel Policy in United Kingdom (UK) 

Being a part in modern economic life, commuting becomes time-consuming 

and increasingly expensive activity with 78% of commuter kilometres travelled 

by buses or cars. Moreover, since the domination of home-work trips in United 

Kingdom are dominated of motorists, work-travel activity has also become 

highly energy intensive. Such energy issue is not only as concerning in economic 

and environmental costs, but also from an energy security perspective (Lovelace 

& Philips 2014). 

Goodwin et. al (2004) investigated the price and income elasticity to transport 

activity. The price effect is estimated to provide a dynamic effect. They 

predicted that if the real price of fuel rose by 10 % and remained at that level, 

the traffic volume and the volume of fuel consumption will show the decline 

both for long-term and short-term. Though both attributes showed a 

resemblance result with declines, but the rate of decline in the volume of fuel 

consumption is greater than the traffic volume, i.e. 2.5 to 1 % (short term) and 

6 % to 3 % (long term). This result may be due to price increases trigger more 

efficient use of fuel (technical improvements of vehicles and driving style). 

Therefore, fuel consumed declines more than vehicle travel because motorists 

gain more fuel-efficient vehicles and drive carefully.  

More results of the same growing price are, i.e. the efficiency of fuel use 

progressed by about 1.5 % short-term, and about 4 % for the long term. The 

total number of private vehicles ownership fell by less than 1 % in the short 

term and around 2.5 % in the long term. While, relating to income effects, 

Godwin et al. (2004) argued that the increasing of income may lead car owners 

into the car market. In addition the rising income can also affect inefficiency of 

the use of fuel. Such choices can also raise the numbers of multiple cars per 

driver (e.g. ‘sports’ vehicles) in wealthy countries while, in poorer 

countries/households, it may be more correlated with the first acquisition of 

cars by non-workers who typically use them less. 

Graham and Glaister (2004) analyse price elasticity and established the result 

that growth in fuel prices influences more on fuel consumption than on the 

number of kilometres driven. Car trips showed a small response to fuel price 

changes in the long run than car-km, due to alterations in mode choice, 

destination choice and land-use location. They argued that people tends to make 

fewer trips, but travel much shorter distances. Rising income significantly cause 

a high elasticity of car ownership, which give the ability for households to own 
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cars. Next, once the car acquired in household, it is not easy discharge it, even 

if the economic crisis. Car ownership is heavily associated to behavior and 

resistance to change. Meanwhile, car trip is indicated to be more affected by car 

purchase costs than by fuel prices. As once cars are employed, the variable costs 

for their use are also increasing. Moreover, car ownership is more sensitive to 

car purchase costs than to fuel prices. In general, the results are suggestions that 

influencing car use by policy measures is easier than influencing car ownership. 

Car use react more vigorously and more instantly to prices and is less resistance 

to change (Dargay 2007). 

Moreover, Kingham et al. (2001) conducted a study at two companies and found 

that more than 85 % of employees traveling to work by car. He discovered the 

facts in which only a small percentage of respondents who indicate that the 

increase in fuel prices to £ 1 litre will encourage them to change the mode of 

transportation. While, half of the respondents indicated a desire to shift their 

mode choice only if the price of fuel rose £ 10 per litre. Further, he also arugued 

that this action might be because the company is facilitating their employee to 

work by providing car and free fuel. Therefore, if the government wants to 

attempt to suppress the personal use by the elimination of the fuel subsidy, it 

will be necessary to integrate other policies, such as persuade the company to 

remove their policy of car facility and improve the alternative services modes 

(Kingham et al . 2001) 

3.3.3. Fuel Policy in Australia 

There are countries who support low fuel price policies through subsidies and 

reducing tax, which tend to oppose other planning objectives. Nevertheless 

these policies are harmful to consumers and economy, especially in the long 

term, like they increase total fuel consumption and vehicle travel. Litman (2011) 

identifies responses that maximize transport management system efficiency may 

affect people to prefer fuel efficient vehicles and revenue-neutral tax shifts. 

These investigations indicate that a 10% fuel price increase typically reduce 4-

6% long-term vehicle fuel consumption, increase 3-4%  long-term fuel 

efficiency, and reduce 1-3% in vehicle mileage. Considering Win-Win 

Transportation Solutions is one of policy strategy, where market changes and 

increase overall transport system efficiency (Litman 2007), e.g. a carbon tax, 

mileage-based fare charge, transit and rideshare Improvements, land use 

development, or walking and cycling improvement. Specifically, carbon tax 
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within increasing fuel tax gradually and predictably is the most efficient energy 

conservation and emission reduction strategy (Litman 2011). 

Australia's population is about 20 million people with 66% of the population 

live in cities, and the number of motor vehicles amounted to 13.2 million 

vehicles. Total oil production in Australia is about 0.74 million barrels per day, 

with 80% of Australia's liquid oil used in transportation road. Such amount of 

oil consumption is are the lowest gasoline tax in the OECD, except North 

America. In Australia, there are some policies that are more likely for supporting 

car users than those who use more sustainable modes of transport. There are 

some scenarios investigated that show how oil demand's growth would be like 

after oil post-peak (see Fig. 3.1). It is important to carefully think about 

mitigation and adaption in managing fuel policies as there will be many partial 

solutions. Some policies could perform quickly (tax changes), yet, other options 

will require major funds and effort (Robinson et. al 2005). 

 

 
Figure 3. 1 Post-Peak scenarios, filling the gulf between demand trends and forecast supply 

(Robinson et. al 2005) 

Governments need to conduct a national communications program to make 

people aware of the effects related to the oil consumption and its impact on 

reducing the vulnerability of oil. Robinson et. al (2005) compose a list of 

Government Policy and Action Possibilities which can be given to demonstrate 

to the public related to a variety of management options available related to the 

use of oil, i.e. 1) delivering knowledge related to problem and the effect on 

society, 2) engaged the community to be actively involved, 3) examine all tax 

subsidies and cost-push auto-dependency, 4) renew policies that encourage the 

use of more fuel-efficient, 5) application of Smart-Card policy in which each 

person would receive an allocation quantity of fuel sufficient for a simple trip 

with a basic price. If the fuel consumption exceeds the applicable tax increase 

per liter as excess usage, 6) analysis of car dependency and cheaper alternative 
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solution based on technologies, 7) financing urban structure and transport in 

less development area, with the construction of rail, bike paths and public 

transportation; thus, there will be a much better investment than urban roads.  

3.3.4. Fuel Policy in United States of America (US) 

Boomberg (2007) conduct a study in Austin, Texas and investigate about how 

travelers respond to gas prices spike in September 2005 within a survey of over 

500 residents. He examined the responds during and after the spike and found 

that respondents tend to react by managing their travel as a result of high prices. 

Eltony (1993) conduct other research related to the change of fuel in Canada 

and found three changes in behavior: driving fewer miles, buying fewer cars, 

and buying more fuel efficient vehicles. He concluded that the results of the 

simulation based on the data from 1969 to 1988 for 75%, 15%, and 10% short-

term response to an increase in domestic fuel prices. Boomberg (2007) find 

similarities with Eltony study, it seems that travelers are most likely to respond 

by reducing their overall driving caused 75% reduction in short-term gasoline 

demand for the reduction of vehicle miles traveled. Such reduction may be 

achieved by changing modes, trip chaining, and driving style. Moreover, land 

use also gives influence response more than other factors, such as income, 

education, average gas expenditures, and the average amount of driving. These 

respondents likely encountered it easier to apply other modes like walking or 

biking, or trip chain, since they lived in denser communities with limited 

functionally separated land use (Bomberg 2007). 

3.4. Travel Behaviour 

People make decisions on their mode choice by considering how much, when 

and how their travel becomes their best option. Many factors affect such 

decision, such as prices, time, choices of destination, comfort, risk, status 

impacts, travel mode, and route (Litman 2011, Eriksson 2011). Schwanen and 

Mokhtarian (2005) proposed variety of personal factors that attained influence 

such preference: personality traits, travel related attitudes, lifestyle 

characteristics, and the affinity for travel. Specifically, for car trips as one of 

mode choice, Buehler (2010) found this mode has a relative attractiveness 

compared to other modes depends on travel distance, transport for a specific 

trip, socioeconomic, demographic characteristics, individual preference, 

transport policies and spatial development patterns (see Fig 3.2) 
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Figure 3. 2 Expected relationships between explanatory factors and car use (Buehler 2010) 

Similarly, Litman (2011) categorized several key factors that affect travel 

demand, i.e. demographic and tastes, economic activity, quality of transport 

options, geography and land use patterns, demand management strategies, and. 

Buehler (2010) explained that socioeconomic and demographic factors are 

mattered, since most international research identify such characteristics as key 

critical factors for differences in car use between developed and developing 

countries. People’s income also determines travel behaviour. For example, 

within the increasing incomes, owning and operating a car becomes affordable. 

Moreover, if walking and cycling facilities are poor, while driving is faster and 

more affordable than public transport; people tend to own more cars (Buehler 

2010, Litman 2011). Spatial development patterns particularly offer different 

modes of transport within various opportunities and barriers, which form 

altered time travel and convenience. Thus, individuals can influence the relative 

cost and availability of mode of transport by their choice of residential location. 

For instance, individuals might prefer walking and cycling in dense and mixed-

use areas and tend to reduce car travel distance due to slower speeds and higher 

time cost (Buehler 2010).   

Integrating transport and land use policies are usually referred as explaining 

factors for international differences in travel mode choice, since they form 

various expenses, time cost, and convenience (Schwanen and Mokhtarian 2005). 

In Western European countries, for instance, car user have to face inconvenient 

policies, such as higher taxes, higher parking cost and limited supply, fewer 

urban roads, lower speed limits, and traffic calming of neighbourhoods. Besides, 

such countries also provide alternative transport modes which are affordable, 
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faster, and more attractive. For instance, they provide a high supply of public 

transit that is offering safety, reliable, less time-consuming, and cheap; and also 

better facility in walking and cycling path. Therefore, policy options from local, 

state, or federal levels have to be carefully managed as they influence the relative 

competitiveness of modes of transport (Buehler 2010). 

These critical factors are interdependent of each other influencing car use, or 

mode choice generally. The interaction of socioeconomic and demographic 

factors, spatial development patterns, transport policies, and attitudes plausibly 

produce different travel behaviour in each country (Buehler 2010). Cultural 

preferences, social norms, and individual attitudes may influence car use 

regardless of other factors. For example, in Sacramento, California, Flamm 

(2009) found that individuals with pro-environmental attitudes drive fewer 

kilometres per day. In addition, attitude factors likely to consider environmental 

concerns attitudes, beliefs, values, and personal norms, yet, in fact travellers 

have a tendency to choose their travel behaviour based on their habit instead of 

attitude (Eriksson 2008). 

3.5. Summary of Theoretical Framework 

Several theoretical backgrounds are combined to support this thesis, i.e. fuel 

policy, transport policy, and sustainable transport, travel behaviour (see Figure 

3.3). Transport policy measures can be employed, as such sustainable strategy, 

to achieve a reduction of the negative effects of private vehicles usages, through 

the changes of travel behavior. Fuel policy, which was originally designed for 

economic purposes, also gave a positive impact on the environment. Fossil fuel 

subsidies are one of the vital policies to policy-makers and public opinion, so it 

is important to define the policy carefully, where its application contributes 

directly to climate change. This thesis will integrated fuel policy from several 

countries, i.e. UK, US, and Australia; and particularly add fuel subsidy removal 

theory. Transport and fuel policy are integrated together to produce sustainable 

development in transport system, in order to deliver efficiency and quality 

management where the service innovation is required. People make decisions 

on their mode choice by considering how much, when and how their travel 

becomes their best option. If existing policies are in accordance with the 

direction of sustainability and support traveler’s needs, it would change travel 

behavior become sustainable as well.  

 



29 

 

 

Figure 3. 3 Theoretical Framework 
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4. Empirical Study 

 

The empirical study chapter will present about the overview of Jakarta 

transportation from literature review, documents, and archival records related 

fuel policy and transport policy in Jakarta as secondary data. Then, this chapter 

also shows primary data from analysis result both for interview data and 

questionnaire survey. 

4.1. The Overview of Existing Transportation in Jakarta   

Transportation problems in Jakarta are getting worse, which is predicted 

become total gridlock in 2014, if there is no significant action to solve such 

problem (Susantono et. al 2011). Congestion, as the main issue in transport, 

occurs due to several reasons, i.e. ineffective in using road space, a limited 

number of adequate public transportation and lack of discipline in traffic. In 

addition, Jakarta as the capital city is also surrounded by other cities which are 

contributing several trips in Jakarta, i.e. Bogor, Depok, Tangerang, and Bekasi, 

viz. Jabodetabek. The congestion problem will directly create new problems, 

such as increased travel time, high transportation costs, wasted fuel 

consumption, and declining productivity in societies.  

Susantono et al. (2011) conduct a study with assumptions that the number of 

motor vehicles per plant is growing faster than the length of the road in Jakarta. 

Thus, losses caused by congestion will rise in Jakarta. By the end of 2012, it is 

recorded that the number of private vehicles reaches 14,682,582 units (Jakarta 

Province Government 2014). Growth in the number of private vehicles is 

approximately 10 percent for car and 15 percent for motorcycle per year. One 

possible factor that causes the high growth of motorcycles in Jabodetabek area 

is the easiness of getting loan for motorcycle purchases. Such increasing number 

of motor vehicles will affect travel patterns in the Jabodetabek area. Figure 4.1 

shows the proportion of use transport mode choices by the traveler for working 

trip from home to working place or vice versa. Though, the growth of the road 

length is less than 1 percent per year. Traffic congestion cannot be solved by 

simply adding am extension pathway, neither through the construction and 

widening of roads or construction of new toll roads.  

Therefore, Jakarta transportation planning needs to be reorganized within 

surrounded city by rearranging the simultaneous policy through the network 

setup and integration of the urban transport trajectory, limiting private vehicles 
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usages, as well as the formulation of urban transportation policy direction 

(Susantono et. al 2011). The comprehensive planning should involve 

infrastructure and transportation facilities development, such as public 

transportation empowerment that fulfills sort of criterias, e.g. effective, efficient, 

convenient, and affordable. For instance, MRT construction planning should be 

well connected with other modes as an integrated transportation system. Thus, 

private vehicle users are encouraged to shift their travel behaviour into public 

transport or MRT users. As without any shifting of private vehicle users into 

public transportation, the congestion in Jakarta will never be solved. 

 

 
Figure 4. 1 Proportion of Modes Transport Usages for Working Travel in Jabodetabek  

(Susantono et. al 2011) 

4.2. Jakarta’s Transport Policy 

Jakarta has a policy about macro transport master-plan in order to handle 

transport system and traffic congestion, which is established in the Regional 

Regulation of Jakarta Province No. 103/2007 (see Figure 4.2). This policy is 

designated to improve the efficiency and effectiveness of mobility, thus, it will 

simultaneously give a positive impacts, i.e. reducing pollution, operational cost, 

and improving transportation system. To date, the new Government has 

renewed the policy and targeted to generate an efficient, integrated, and 

comprehensive road network and system; thus, 60% (sixty percent) of residents 

targeted will travel by public transport and increase the average speed of 35 

km/hour at minimum. 



32 

 
Figure 4. 2 Strategy of Jakarta Transportation Masterplan Based on Regulation Peraturan 

Daerah No. 12/2003 and Peraturan Gubernur No. 103/2007  

(Dishub, 2010) 

4.2.1. Public Transport in Jakarta 

One of the purposes of the city government in Jakarta Transportation Master 

Plan is reducing congestion in Jakarta to develop into public transport which is 

used to be a backbone of mobility travel in urban city. Public transport 

development in Jakarta Masterplan is divided into several kinds of modes, i.e. 

BRT TransJakarta, Commuter Line, and MRT/Subway.  

BRT System “TransJakarta”  

During his leadership, Sutiyoso, Governor of Jakarta period 2002-2007, made 

collaboration with the Institute for Transportation & Development Policy 

(ITDP) to establish TransJakarta as the first BRT system in Indonesia. The 

notion of development Bus Rapid Transit (BRT) in Jakarta came in 2001 

inspired by the TransMilenio in Bogota, Colombia. The first TransJakarta 

Corridor was established on January 15, 2004 with its vision to become a fast, 

safe, efficient, humane and comfortable public transportation with international 

standards. At the beginning, TransJakarta'a management systems are provided 

by The Provincial Government of Jakarta while the operating and supporting 

systems were performed together by coordination of Provincial Government of 
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Jakarta and operators. Such coordination is stated in a contract that is different 

within various operators in the different corridors. In 2014, Transjakarta 

Busway has reformed their institutional form from Public Service Agency into 

the State Owned Enterprises in order to carry out the services more responsive 

and professional (Kompas 2014). This institutional reform occurs due to 

inefficiency issues in managing Transjakarta Busway at the most fields, such as 

technical infrastructure, operation, management, legal and institutional aspect. 

TransJakarta Busway is operated with its own priorities and equipped with stop 

& high deck bus. TransJakarta is planning to run 15 and currently it has already 

had 12 operating corridors, while the rest three corridors would be treated as 

elevated corridor. Moreover, in order to improve public transport services in 

Jakarta, there is also feeder busway operated to provide integrated public 

transport services. For instance, TransJakarta Busway are integrated with other 

transport modes (e.g. busway feeder, local bus, etc.) to connect the passenger 

with the centres of activity. This strategy is used, thus, those people who are 

using private vehicles (private cars and motorcycles) would shift their preference 

mode to TransJakarta Busway using feeder busway as a complementary facility 

mode. There has been a development of Integrated Busway Feeder System to 

integrate public area, bus station, central activities area, and residences, which 

has been launched on September, 28, 2013 in 3 routes (Dishub, 2013).  

Furthermore, Busway Integrated Border Transportation (APTB) is also 

operated to provide an integrated public transport services for the buffer zone 

to Jakarta and vice versa. Some important instrument is engaging regular bus 

transit (Kopaja AC) to support the implementation of APTB policy. During 

2012 - 2013, there is a planning to build 18 routes, yet, currently only 9 APTB 

routes operate, i.e. Tangerang – Tomang, Ciputat – Kota, Bgor – Blok M, Bogor 

– Rawamangun, Cibinong – Grogol, Cileungsi – Blok M, Bekasi – Pulo Gadung, 

Bekasi – Tanah Abang, Bekasi, and Hotel Indonesia. For further service, there 

will be “direct service” to combine such modes with TransJakarta both in 

ticketing service and infrastructure facility, thus commuters from outside Jakarta 

can easily travel to the city without using their private vehicles. Supporting such 

systems will need some efforts to improve TransJakarta infrastructure, such as 

shelter extension, overtaking lane, u-turn flyover/underpass, and dedicated 

underpass. 

There are also other policies of development of BRT systems that is already 

implemented and still being planned. For instance, as many motorcycle and car 

users break the rules by using busway priority lane, thus, Busway Lane 
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Sterilization policy is applied within enforcement, monitoring, instalment 

busway separators, and regulation to keep priority lane for busway only. In 

addition, policy related information technology is also applied through 

construction of Bus Tracking System (BTS), which has been connected within 

3 corridors. There is common complaint from customer due to unreliability of 

TransJakarta and Gas Re-fuelling System is taken into account for such excuse 

as it impacts in inefficiency of busway operation. For instance, limited CNG 

station to supply only 894 refuelling, while existing CNG bus using are 579 

buses which actually requires 1180 refuelling, and it also has to provide CNG 

fuel for other bus operator taxi, paratransit. Therefore, there is a planning to 

add more CNG stations through coordination involving related several 

institution, i.e. Ministry of Energy and Natural Resources, Ministry of the State 

Owned Company, Provincial Government of Jakarta, National Gas Company 

(State Owned Company), Pertamina (State Owned Company). In addition, 

TransJakarta also improves services within add new busway and replace single 

articulated bus into the bus. In 2013, total number of CNG buses which operate 

around 579 bus units, including 381 single units and 198 articulated bus. At the 

end of the year 2013, the total fleet targeted was about 1123 units of the fleet 

procurement plan of approximately 610 units of Local Government Budgets 

and Investment Auction. 

Train and Commuter Line 

Commuter Line, as the most reliable mass transport system whose visions are 

to bring commuter rail services, becomes a primary mode choice in Jakarta and 

surrounding areas. In line with such vision, Commuter Line has revitalized their 

route to improve services, such as increasing frequency, improving the 

infrastructure, providing integrated facilities with other transport modes, 

supporting park + ride facilities, and modernization services. In May 2014, 

Jabodetabek KRL users will be given the ease of use of e - ticketing for KRL in 

term of modernization services, as PT KCJ (operator) has been cooperating 

with the four National Bank to support e-ticketing, e.g. BNI with e - money, 

with BRIZZI BRI, Mandiri with Tap - Cash, BCA with FlazzCard (Jakarta 

Province Government 2014).  

Moreover, in 2014, Ministry of Transportation allocates Rp1, 22 trillion Public 

Service Obligation fund (PSO) to PT KAI and amounted to Rp 641, 45 billion 

specially for Commuter Line, thus, the capacity and service will increase. As well 

as in fleet improvement 20 trains of 150 imported train from Japan since 
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November 2013 has completed certification testing in the Directorate General 

of Railways Ministry of Transportation. Further, in the early stages, Commuter 

Line also improve the infrastructure through prepare the platform around the 

Bogor - Jakarta Cross station to support a new series of 10 trains. 

MRT 

Construction of MRT system is a priority program which has been contained in 

the long-term plan and medium-term plan of Jakarta Provincial Government 

with its commitment to reduce traffic congestion, stimulate and accelerate the 

economic growth of Jakarta. The physical construction are divided into 2 stages; 

i.e. Lebak Bulus - Hotel Indonesia for the first stage and Kampung Badan - 

Bundaran HI for a second stage. The first stage has started since 2012 to build 

15.5 km track way with 13 stations (7 elevated stations and 6 underground 

stations). The planning operation of this track in 2016 with estimation about 

340,000 passengers per day. The second stage will build a track way along 22.7 

km before the first stage operation. This track is targeted to operate at the latest 

of 2020 with an estimated number of 400,000 passengers per day (Jakarta 

Province Government 2014). 

4.3. Fuel Policy 

4.3.1. Fuel Subsidy in Indonesia 

Fuel subsidy system in Indonesia considered no longer sustainable as since 2004, 

Indonesia was not counted as a net oil-exporting country anymore and in 

particular, such system tended to encourage overconsumption and inefficient 

use of fuel. Moreover, fuel subsidy scheme contort the efficient allocation of 

resources that indicate totally different things with sustainable notion (Widodo 

et. al 2012).  Energy subsidies allocated from the central government budget 

channelled through the company for the supply and distribution of gasoline, 

thus, the price become affordable for the community. State budget for increased 

spending on energy subsidies in the 2008-2013 timeframe of Rp223 trillion in 

2008 and became Rp299, 8 trillion in the revised budget, in 2013. Meanwhile, 

subsidized fuel volume consumption in recent years tended to increase. Initially 

in 2008, the realization of subsidized fuel consumption reached 38.2 million 

kilolitres; in 2012 reached 43.3 million kilolitres, and in 2013 reached 48.0 

million kilolitres. Actually, within the increasing trend of fuel subsidy, the 

Government has made some policy measures, i.e. 1) restriction and limitation 

for subsidized fuel user category and volume consumption; and 2) control the 
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use of subsidized fuel through a closed distribution system and the gradual 

improvement of regulation.  

However, the use of subsidized fuel is still high. Particularly in Jakarta, the use 

of subsidized fuel up to 3 million kilolitres/year and spend around 12 trillion 

rupiahs to finance the fuel subsidy. In Indonesia, the state budget for mass 

transit is still much smaller than the fuel subsidy. Therefore, the fuel subsidy 

policy encourage people to drive more with their private vehicle, which cause 

terrible effect in traffic conditions in Jakarta. Land transportation consumes 

88% of all total fuel consumption, while the rest are consumed by the air 

transport sector (4%), marine transportation (7%) and rail (1%) (Prayudyanto 

et. al 2013). As we can see from Figure 4.3, the total consumption of fuel is 

increasing by the time from 2008 to 2013. Meanwhile, there is a fluctuation of 

fuel subsidy budget in Indonesia within the same period, depends on 

International Crude Price deviation to subsidized fuel price (see Figure 4.4). 

 

 
Figure 4. 3 Progress of Fuel Subsidy Budget & Fuel Consumption  

(Source: Ministry of Finance 2014) 

 

 
Figure 4. 4 Progress of Subsidized Fuel Price and ICP Price  

(Source: Ministry of Finance 2014) 

2008 2009 2010 2011 2012 2013

Fuel Subsidy Budget 139.11 45.04 52.6 165.16 137.38 193.82
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In the period 2008-2013, the government has adjusted fuel prices by 5 (five) 

times. Even in 2008, the government changed the price up to 3 times and once 

in 2009, i.e. in May 2008, in the beginning of December 2008, mid-December 

2008, and mid-January 2009. Changes last, at the end of June 2013, the 

government adjusts prices of subsidized fuel from Rp4.500 become Rp 6,500 

per litre (see Figure 4.4). Related to such price increases, inflation had increased 

in the period 2008 to 2009, however, it does not last long and instantly recovered 

by the end of 2009 (see Figure 4.5). The same thing are also emerged on the fuel 

price hike in July 2013 from Rp 4500 become Rp 6500, where inflation increased 

due to rising fuel prices. However, as in Chart 4.6, the situation returns to 

normal within one-year recovery in July 2014. 

 
Figure 4. 5 Inflation during 2008 – 2009 

(Source : Bank Indonesia, 2014) 

 
Figure 4. 6 Inflation during 2013-2014 

(Source : Bank Indonesia, 2014) 
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The government should work hard to improve the welfare of the community, 

especially to fix most of the transport sector to generate economic value. One 

effort that can be taken is to allocate transportation subsidies for public 

transportation, since the fuel subsidy is increasingly burden the national budget. 

In early 2011, an effort to limit the volume of subsidized fuel selling has been 

done, for example by stopping subsidies for private car owners, while mass 

transit, industrial, etc. still receive subsidies. However, in reality, there are many 

private cars using subsidized fuel. Referring to Figure 4.7, we can see the 

progress of vehicle ownership in Jakarta is steadily increase, compared to fuel 

price fluctuation. 

 

 
Figure 4. 7 Progress of Subsidized Fuel Price and Vehicles in Jakarta (Source: Ministry of 

Finance 2014; Susantono et. al 2011) 

The increase in fuel prices has historically led to inflation, hoarding, and slow 

growth that may hurt the economy directly. It can trigger social and political 

turmoil that large and violent. Indonesian citizen always responds negatively to 

the elimination of fuel subsidies plan, as a symbol of public distrust against the 

government policy, associated with corruption and inefficiency (Bacon & 

Kojima, 2006 in Widodo et al, 2012).  As the removal of fuel subsidy may affect 

the Indonesian economy, thus, fuel subsidy reduction program should be 

"scheduled" and "gradual", and not "big-bang" total (Widodo et al, 2012). 

4.4. Research Results 

In the following section we will present and analyse the results of our survey 

study. The survey is divided into two form, 1) Interview form which is analysed 

with qualitative method using coding formula; and 2) Questionnaire survey that 
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is analysed by quantitative method using descriptive statistic and crosstab 

formula. The sample characteristics of workers in Jakarta from Questionnaire 

survey, will be followed by the analysis of responses to Fuel Subsidy Removal 

policy planning from several stated preference options. 

4.4.1. Interview Results 

From interviews with 19 workers in Jakarta, 7 car users and 12 motorcycle 

riders, it was found that they tend to use their private vehicle as a primary mode 

choice for various reasons, i.e. time efficiency, high mobility, comfortable, cost 

efficiency, flexibility, good accessibility, and their bad experience using public 

transport (see Figure 4. 8). 

 
 

Figure 4. 8 Criteria of Private Vehicles Preference Instead of Public Transport 

Particularly, the reason of bad experience using public transport emerged in 

interviews, as Public Transport service in their opinion is unreliable, 

uncomfortable both in bus and shelter, unsafe, unsecure, and costly. Hereabouts 

are some excerpts from interviewee related to such bad experience: 

 
 “No viable and time of departure and arrival are unpredictable and not as efficient personal 
vehicles” 
 
“I ever once tried busway to go home at 10pm. That way the last bus and I saw the driver sleeping 
while driving. Oh My God. Busway in harmony long wait. Half an hour waiting for the bus. 
Overcrowded, uncomfortable. Scary many rape cases” 
 
“…Public transport is not very friendly for those who have a baby.” 
 
“Travelling with public transportation is not safe; many pickpockets, harassment, many street 
buskers. It is better to use your own vehicle. The pedestrian bridge is also dark, lots of beggars. 
I’m so afraid to use the busway, especially at night. Also, bus stop for kopaja is neglected and the 
roof leaked” 
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Cost Efficiency
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Criteria of Preferencing Private Vehicles Instead of Public 
Transport
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“Using public transportation requires a greater cost than using a motorcycle or private vehicles 
and public transport are inefficient because they have to wait a long time…” 
 
“Unfortunately I observed that transport feeder just reaches the central point only. While 
suburban area is not served by public transport facilities, like in my neighborhood. We need to 
get to the central point within 15-minute biking with motorcycle from home.” 

 

Considering fuel subsidy removal issues, the respondents were asked about how 

often they use subsidized fuel, and it found that 13 persons of 19 interviewee 

always use subsidized fuel for their private vehicle. As can be seen from Figure 

4.9, there are four reasons explained by respondents of their preference using 

subsidized fuel. Most frequent answer of those reasons, about 43%, is cost 

efficiency offered by such fuel price. This is not a surprising finding considering 

the low charge of subsidized fuel price. Other reasons occurs in the interviews 

are vehicle specification, no prohibition rule, and the distrust of the 

government’s policy related to subsidy.  

 
 

Figure 4. 9 Reason of Using Subsidized Fuel 

When asked what they think about the effectiveness of fuel subsidy removal 

policy, once again, they do not trust this Governments Policy will be effectively 

implemented. One participant stated, “The problem is not solely from this, but 

also the government less stringent in terms of private vehicle ownership taxes 

and no restrictions on it. Governments’ regulation of the entry of such vehicles 

is weak, tend to be more in favor of the seller” while another said, “While users 

of luxury cars and well-paid people may not be affected, although the removal 

of subsidies are set, they will definitely keep using the car”. Here are some other 

quotations from interviewee response to the government policy of fuel subsidy 

removal. 

 
 “…if the construction is not too centralized in Jakarta, then there should be equitable 
distribution of development, thus, urbanization in Jakarta will be reduced” 
 

43%

14%

36%

7%

Why do people choose Subsidized Fuel?
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“Difficult, because the transportation jakarta it consists of many parties involved. What's more, 
if you talk about jabodetabek that each region has the interest / policies on their own. Not to 
mention the limitations of land / space for the development of public transport. And the most 
chronic and difficult to correct is land use system in our country is not well organized. It becomes 
hard to fulfill people needs of flexibleand high accessibility of public transport” 
 
“… when there is an increase in fuel so prices also rise. Then, the company usualy will have 
initiative to rise their employees’ salary. The congestion occurs because public transpot does not 
well arranged. While government policies in industrial sector, on the contrary, lead consumer to 
have private vehicle” 

 

Overall, there are various reasons and suggestions for implementing fuel subsidy 

removal, i.e. less restriction of private vehicle ownership tax, decentralized 

development which can reduce urbanization, and government need to 

coordinate policies with other regions and institutions. 

4.4.2. Questionnaire Survey Results 

A survey of workers in Jakarta was conducted in April to May 2014, altogether, 

179 respondents. Those respondents are divided into two groups, i.e. 135 

private vehicle users and 44 non-private vehicle users. Modus range of age in 

this sample, about 74% respondents, is 25 - 34 years old. The household income 

rate, around 34,08 % of sample, is between Rp 5.001.000 to Rp 10.000.000 at 

the most. The sample share of gender are dominated with men, which is around 

69,4 % males and 30,6 % females. Table 4.1 below summarizes other sample 

demographic characteristics of workers in Jakarta. Between the samples there 

are top three common jobs, i.e. 38,55 % civil servant, 34,64 % of private 

employee, and 15,64 % State-Owned Enterprise employees. As we can see from 

the table, most of respondents also reported that they only live alone in their 

household in their residence. While other significant data shown are that 

household members consists of 4 people within only one person (39 %) or 2 

persons (32,4 %) who contribute to their household income.  

Table 4. 1 Demographic Characteristic 
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Similarly with the interview results, the questionnaire survey also shows 

significant number of respondents that feel their preference choice is because 

of its time efficiency (see Figure 4.10). Other reasons of their choices in travel 

modes are also showing a resemblance between interview results, i.e. cost 

efficiency, comfortable, and safety. 

 
 

Figure 4. 10 Attribute Reason of Preference Mode Choice 

Another questions to respondents are travel time and cost. It is found that the 

average travel time 32.1 minutes and 18,5 % of respondents’ travel time is 

around 11 to 20 minutes. Meanwhile a higher proportion of the respondents in 

Total Member
Working 

Member

Civil Servant 38.55% One 27.93% 39.11%

Stated-Owned Enterprise 

Employee
15.64% Two 10.06% 32.40%

Private Employee 34.64% Three 13.41% 10.61%

Enterpreneur 1.12% Four 26.26% 8.94%

Outsourcing 6.70% ≥ Five 22.35% 8.94%

Part Time Job 0.56% 1.68%

Other 2.79% 13.97%

18-24 yeras old 17.32% 28.49%

25-34 yeras old 72.07% 34.08%

35-44 yeras old 7.26% 21.79%

45-54 yeras old 2.79%

55-64 yeras old 0.56%

High School 2.23%

Diploma (D1/D3) 8.94%

Bachelor Degree (S1/D4) 74.86%

Master Degree (S2) 13.97%

Rp 500.000 - Rp1.000.000

Rp 1.001.000 - Rp2.500.000

Rp 2.501.000 - Rp5.000.000

Rp 5.001.000 - Rp10.000.000

≥ Rp 10.000.000

Type

Percentage

Household 

Member

Demographic 

Charecteristic
Type Percentage

Occupation

Age

Education

Demographic 

Charecteristic

Household 

Income

72.60%

51.40%

15.10%

29.10%

10.60%

Fast Cheap Safety Comfortable Other
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travel cost is between Rp 201.000 – Rp 400.000 each month (see Figure 4.11 

and Figure 4.12). 

 

 
 

Figure 4. 11 Travel Time to Working Place 

 

 
 

Figure 4. 12 Travel Expense to Working Place 

 

 
 

Figure 4. 13 Frequency of Using Public Transport 

According to the respondents, they are not usually using public transport in 

travel to work. It can be seen from Figure 4.13, only 22,2 % of respondents 
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using Public Transport as their primary choice, while the other only use that for 

once a month (36,3 %), every 6 months (25,2 %), and never use (16,3 %). 

Relating to the question about frequency time using Public Transport, the 

respondents are also asked about their travel time to reach bus stop or shelter 

as it might influence their preference mode choice. The average travel time to 

get to bus top or station is 9,5 minutes. The answer appears most is that 

respondents’ travel time within more than 5 to 10 minutes (32%) to get the 

nearest shelter or station, and the second most frequent answer is that they take 

more than 15 minutes (26 %) to get such stops (see Figure 4.14). 

 
 

 
 

Figure 4. 14 Travel Time to Get Bus Stop/Shelter/Station 
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Figure 4. 15 Combination Mode 

Being asked about the opinion related to the effectiveness of Fuel Subsidy 

Removal policy, around 27 percent of respondents are neutral. Even though the 

equal proportion, around 21,79 %, are choosing “agree” and “disagree”, yet, 

there is 41,34 % respondents choose ‘agree’ or ‘strongly agree’ with the 

effectiveness of implementing such policy in Jakarta. Beside the effectiveness 

opinion, respondents also questioned about expectation of Fuel Subsidy 

Reform to Public Transport in Jakarta, and it is found about 84,92 % 

respondents answer with ‘agree’ or ‘strongly agree’ (see Figure 4.16). 

 

  
 

Figure 4. 16 Public Opinion of Fuel Subsidy Policy 
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Only 5% and 9 % reported responding to scenario of 25 % 50 % removal, while 

the rest 36 % are treated with scenario of 100 % removal. Meanwhile, the 

commuter from outside Jakarta area (Bogor, Depok, Tangerang, and Bekasi) are 

also showing the same pattern; with 43 % of respondents not affected with any 

scenarios and another 43% are only affected with the full removal of subsidy 

scenario. Further questions are asked whether to know at what price the 

respondents will give any response to fuel policy. It found that they are 

concerned mostly to shift their travel behaviour, §only if the price of fuel price 

are above Rp 10.000/litre (see Figure 4.19). The average rate for fuel price that 

might be considered to change it is around Rp 31.400 for premium price and 

Rp 26 300 for ADO each liter. 

 

 
 

Figure 4. 17 Frequency of Subsidized Fuel Consumption 

 

 
Figure 4. 18 Respondents Choice of Fuel Subsidy Scenario 
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Figure 4. 19 Possible Influential Fuel Price 
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Figure 4. 20 Responses to Fuel Policy 

 

 

 
 

Figure 4. 21 Commuter Responses to Fuel Policy 

 

As the three aforementioned scenario is not really affected the respondents, 

thus, this thesis supports another analysis using crosstab formula within 

household’s income variable and fuel price preference (see Figure 4.22). The 

finding shows that those with households’ income from 2,5 million rupiah, 

mostly only affected by the price over Rp 10.000/litre. Meanwhile, for 

592610

429

331

459

412

Stated Preference Responses

Responses to Fuel Policy

Remain at the current residence, with the shift to more
sustainable modes of transport (public transport, walking,
cycling)
Remain at the current residence, with the shift to private
vehicles with fuel efficient (smaller engine cars, motorcycles,
electrical car)
Remain at the current residence, with shopping around to
areas outside the policy for the best price of gasoline

Move to the other areas outside settlement policy, without any
changes of their mode choice of private vehicles

Move to residential location in the vicinity of the work area,
without any changes of their mode choice of private vehicles

Move to residential location in the vicinity of the work area,
with the shift to more sustainable modes of transport (public
transport, walking, cycling)

261

595

422

325

452

401

Commuter Responses
Remain at the current residence, with the
shift to more sustainable modes of transport
(public transport, walking, cycling)

Remain at the current residence, with the
shift to private vehicles with fuel efficient
(smaller engine cars, motorcycles, electrical
car)
Remain at the current residence, with
shopping around to areas outside the policy
for the best price of gasoline

Move to the other areas outside settlement
policy, without any changes of their mode
choice of private vehicles

Move to residential location in the vicinity of
the work area, without any changes of their
mode choice of private vehicles

Move to residential location in the vicinity of
the work area, with the shift to more
sustainable modes of transport (public
transport, walking, cycling)



49 

respondents with households’ income from 5 million to 10 million rupiah are 

mostly affected within third scenario, yet, a significant number of respondents 

in this range also shown their response only for fuel price around Rp 20.000 to 

Rp 30.000 per litre. It illustrates that perhaps income might influence their 

response to fuel policy. 

 

 
 

Figure 4. 22 Relationship between Households’ Income and Influential Fuel Price 
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Research Results 

The results are presenting from two kinds of survey, i.e. interview and 

questionnaire survey that is analysed by quantitative method using descriptive 

statistic and crosstab formula. Interview results shows various reasons and 

suggestions for implementing fuel subsidy removal, i.e. less restriction of private 

vehicle ownership tax, decentralized development which can reduce 

urbanization, and government need to coordinate policies with other regions 

and institutions. Questionnaire survey results shows that only 50% of the 

respondents say that they are not affected with such policy in every scenario. 

Meanwhile, the average rate for fuel price that might be considered to change it 

is around Rp 31.400 for premium price and Rp 26 300 for ADO each liter. 

Regarding to those responses, respondents tend to choose remaining at the 

current residence, but followed by the changes of their travel mode choices to 

more efficient private vehicle (highest score) or shifting into sustainable 

transport, such as using public transport, walking, and cycling (second highest 

score). Another evidence is that perhaps income might influence their response 

to fuel policy. 
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5. DISCUSSION 

 

In this chapter, the main findings of research are summarized in order to address 

explanations of two research questions. It is about the effectiveness of fuel 

policy to influence travelers’ shifting mode to sustainable public transport and 

how the removal fuel subsidy policy in Jakarta region will affect society, culture, 

attitude, and behavior in their travel mode choice. The findings in Chapter 4 will 

be discussed with a theoretical background From Chapter 3 in order to find the 

possible answer of such research questions. This chapter will describe several 

limitations and suggestions for further research, and also recommendations for 

the policy maker in transportation. 

 

5.1. The Importance of Removing Subsidized Fuel in Indonesia 

Many issues need to be considered when enhancing links between sustainable 

public transport policy and fuel policy, especially fuel subsidy removal policy. 

Fuel policies can obliquely reduce the number of trips of private vehicle users, 

as the result of making efficiency of fuel expense (Goodwin et. Al 2004). At the 

end of June 2013, the government adjusts prices of subsidized fuel from Rp 

4.500 become Rp 6,500 per litre. Even tough, government rose the price, this 

price is still considered as low charge of fuel price, as International Crude Price 

(ICP) shows a big gap to subsidized fuel price in Indonesia. The subsidy for 

those fuel price is progressively grown even bigger by the time and more 

convoluted state budget, yet, fuel subsidy scheme also discords with sustainable 

notion (Widodo et. al 2012). Moreover, United Nations (UN) has made efforts 

to encourage international dialogue on Fossil Fuel Subsidy Reform to commit 

the phase out of “inefficient fossil fuel subsidies that encourage wasteful 

consumption and undermine sustainable development” were reaffirmed (Adolf 

et. al 2014, p.11). 

Actually, within the increasing trend of fuel subsidy, the Government has made 

some policy measures, i.e. 1) restriction and limitation for subsidized fuel user 

category and volume consumption; and 2) control the use of subsidized fuel 

through a closed distribution system and the gradual improvement of regulation. 

However, the use of subsidized fuel is still high, which is shown in 2008, the 

fuel consumption reached 38.2 million kilolitres; and in 2013 reached 48.0 

million kilolitres. Particularly in Jakarta, the use of subsidized fuel up to 3 million 

kilolitres/year and spend around 12 trillion rupiahs to finance the fuel subsidy. 
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In Indonesia, the state budget for mass transit is still much smaller than the fuel 

subsidy. Therefore, the fuel subsidy policy encourage people to drive more with 

their private vehicle, which cause terrible effect in traffic conditions in Jakarta. 

It is proven from questionnaire survey, it found that 48 % of respondents are 

using subsidized fuel for the whole consumption. The same evidence is also 

convinced by interview result, which is 13 persons of 19 interviewee always use 

subsidized fuel for their private vehicle. There are four reasons explained by 

respondents of their preference using subsidized fuel. Most frequent answer of 

those reasons, about 43%, is cost efficiency offered by such fuel price. Other 

reasons occurs in the interviews are vehicle specification, no prohibition rule, 

and the distrust of the government’s policy related to subsidy. Accordingly, 

rather than wasting a big portion of National Budget only become wastage at 

traffic jam in Jakarta, produce more pollution and giving no beneficial through 

fuel subsidy; Government should reform the budget into other valuable sector, 

such as public transport improvement.  

The increase in fuel prices had historically led to inflation, hoarding, and slow 

growth that may hurt economic directly. As presented by Litman (2008), which 

also states that the presence of fuel subsidy, then the state should surely consider 

about the possibility of inflation. Indonesia had experienced inflation related to 

fuel price hike during period 2008-2009. However, it did not last long and 

instantly recovered in late 2009. The same evidence also appears in July, when 

the fuel price rose from Rp 4500 to Rp 6500. The inflation increased due to 

rising fuel prices. However, the situation returned to normal within one year of 

recovery in July 2014 experienced similar thing in India, when the Indian 

government sought the abolition of fuel subsidies. Anand (2013) found that 

allowing full pass through of fuel subsidy reform in world oil prices higher for 

the Indian economy will cause inflation in the short term. However, Parikh et. 

al (2012, Anand 2013) found that short-term inflation is quickly reversed.  

Moreover, the government policy to increase fuel prices or remove fuel 

subsidies tends to trigger social and political turmoil that brings high violence. 

Indonesian citizen always responds negatively to the removal of fuel subsidy 

plan, as a symbol of distrust towards government policies, associated with 

corruption and inefficiency. Therefore,  the elimination of the fuel subsidy 

policy should be on "scheduled" and "gradual" programme, and not "big-bang" 

total. Additionally, when conducting a substantial increase in fuel prices, subsidy 

reform should be done gradually to overcome the effects of inflation (Anand, 

2013). 
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5.2. Effectiveness of Fuel Policy in Influencing Travel Mode Choice 

The studies present in this thesis are primarily focused on fuel subsidy removal 

policy and public transport in general. As the first research question is asking 

about how this policy will effectively influence traveler mode choice, thus, it is 

necessary to ask respondents about their current mode choice go to the working 

place. There 6 modes choices occurs from questionnaire survey, i.e walking, 

public transport, car-pooling, motorcycle, car, and combination. Motorcycle 

become the most preference, 46,9 % of respondents choice. The same matter 

was also found by Susantono et. al (2011) in his study, where the original in 2002 

was dominated by a bus user, then, in 2010 motorcycles as favourable mode to 

go to the office. As the increasing number of private vehicle users, thus, the 

reason of their preference mode choice is being asked. From the questionnaire 

survey, there is significant number of respondents choose their preference 

choice is because of its time efficiency, and other reasons are cost efficiency, 

comfortable, and safety. Such time efficiency is proved by the average proven 

travel time from the questionnaire survey which is around 32, 1 minutes. This 

travel time can be time categorized as short amount of travel time for the Jakarta 

area, as it is frequently affected by traffic jams. While, the cost efficient visible 

from the majority of respondent expressed their travel expenses in a month are 

ranged between Rp 201,000 - Rp 400,000. Similarly, the interviews result also 

found that travelers tend to use their private vehicle as a primary mode choice 

for various reasons, i.e. time efficiency, high mobility, comfortable, cost 

efficiency, flexibility, good accessibility, and also their bad experience using 

public transport. 

5.2.1. Bad experience of using public transportation 

Particularly, the reason of bad experience using public transport emerged in 

interviews, as Public Transport service in their opinion is unreliable, 

uncomfortable both in bus and shelter, unsafe, unsecure, and costly. According 

to the respondents, they are not usually using public transport in travel to work, 

which is only 22,2 % of respondents using Public Transport regularly (minimum 

twice a week), while the other only use that for once a month (36,3 %), every 6 

months (25,2 %), and never use (16,3 %). From the questionnaire, the average 

travel time to get to bus top or station is 9,5 minutes. Such travel time implies 

of how far the distance to reach the nearest public transport stop. This can be 

one reason of their reluctance to use public transport. The same idea have been 

proposed by Buehler (2010) and Litman (2011) that if walking and cycling 
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facilities are poor, while driving is faster and more affordable than public 

transport; people tend to own more cars.  

In reality, development of public transport in Jakarta is already included in 

Jakarta Transportation Master Plan in order to reduce congestion in Jakarta, 

which is divided into several kind of modes, i.e. BRT TransJakarta, Commuter 

Line, and MRT/Subway. Particularly in Transjakarta Busway, this institution has 

reformed become State Owned Enterprises in order to carry out the services 

more responsive and professional. To date, TransJakarta has already had 12 

operating corridors and plans to build 3 elevated corridor in order to increase 

the reliability.  Other improvements to increase the reliability have also been 

done, such as launching Busway Lane Sterilization, Bus Tracking System (BTS), 

Integrated Busway Feeder System and Busway Integrated Border 

Transportation (APTB), and also planning of “direct service” to combine such 

modes with TransJakarta both in ticketing service and infrastructure facility. 

However, this facilitation is still inadequate, as currently busway feeder only 

supply 3 route operations and APTB only serves 9 routes, while policy related 

information technology is also applied through construction of Bus Tracking 

System (BTS), which has been connected within 3 corridors. Hence, for further 

service in order to cover all commuters in Jabodetabek, Transjakarta will need 

some efforts to improve TransJakarta infrastructure for "direct service" 

planning and add more fleets for all service, i.e busway, feeder, and APTB.  

There are also other issue that need to be considered, it is gas fuel for busway 

fleet. It is actually good as TransJakarta become environmental friendly and 

sustainable by using this type of fuel, rather than fossil fuel. However, they 

encounter obstructions in its implementation since it impacts in inefficiency of 

busway operation. For instance, limited CNG station to supply only 894 

refuelling, while existing CNG bus using are 579 buses which actually requires 

1180 refuelling, and it also has to provide CNG fuel for other bus operator taxi, 

paratransit. Therefore, Government of Indonesia has to coordinate involving 

related institution to build more CNG stations.  

Forty nine percents of participants choose Commuter Line as favourable 

combination as it predicates as most reliable mode. It is not exaggerate since 

Commuter line has revitalized their route to improve services, such as increasing 

frequency, improving the infrastructure, providing integrated facilities with 

other transport modes, supporting park + ride facilities, modernization services, 

and e - ticketing for KRL. Meanwhile, MRT system, as a priority program of 

Jakarta Provincial Government to reduce traffic congestion, is still under 
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construction and need to be realized faster to create more integrated public 

transport. 

5.2.2. Public Opinion of Fuel Subsidy Policy 

When asked abouth the opinion of the effectiveness in fuel subsidy removal 

policy, interview result shows that respondents do not trust this Governments 

policy will be effectively implemented. They think that less restriction of private 

vehicle ownership tax, equitable development that urbanization in Jakarta will 

be reduced, and government need to coordinate policies with other regions and 

institutions to make this fuel policy become effective. Contrary, public opinion 

from questionnaire representations related to such effectiveness policy, show 

that 41,34 % respondents are convinced with the effectiveness of such policy in 

Jakarta. It might be cause of their expectation of Fuel Subsidy Budget Reform 

to Public Transport in Jakarta which is around 84,92 % respondents answer 

with ‘agree’ or ‘strongly agree’.  

5.2.3. Fuel Subsidy Removal policy proposal 

The findings of the studies reported in Chapters 4 provided several evidences, 

for instance, from 3 scenarios of Fuel Subsidy Removal policy proposal (25 %, 

50 % and 100 %), 50% of the respondents say that they are not affected with 

such policy in every scenario. Only 5% and 9 % reported responding to scenario 

of 25 % 50 % removal, while the rest 36 % are treated with scenario of 100 % 

removal. Furthermore, for those who is not affected by every scenarios, were 

asked in term of what price the respondents will give any response to fuel policy. 

It found that the average rate for fuel price is around Rp 31.400 for premium 

price and Rp 26 300 for ADO each liter to make them consider about shifting 

mode. Some respondents even show that they only want to change their 

preference of using private vehicle if the fuel price is Rp 100.000.  

Some researchers shown strong evidence that gasoline consumption is very 

affected by the price and income (Hensher & Zhengli 2010), thus, we conduct 

a cross tab analysis with using these two variables. From the analysis using 

crosstab formula within household’s income variable and fuel price preference 

shows that those with households’ income from 2,5 million rupiah, mostly only 

affected by the price over Rp 10.000/litre. In addition, some respondents with 

5 million to 10 million rupiah households’ income are mostly affected within 

third scenario, and some other only response for fuel price around Rp 20.000 

to Rp 30.000 per litre. It illustrates that perhaps income might influence their 
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response to fuel policy. Relating to income effects, Godwin et al. (2004) argued 

that the increasing of income may lead car owners into the car market. In 

addition the rising income can also affect inefficiency of the use of fuel. Such 

choices can also raise the numbers of multiple cars per driver (e.g. ‘sports’ 

vehicles) in wealthy countries while, in poorer countries/households, it may be 

more correlated with the first acquisition of cars by non-workers who typically 

use them less.  

Litman (2011) also found that people’s income determines travel behaviour. For 

example, within the increasing incomes, owning and operating a car becomes 

affordable. In this thesis, the result shows that fuel subsidy removal policy is not 

effectively affect those with high income households, thus, this policy will need 

to be supported by another policy since most of the travellers still have high 

income to cover fuel price even without any subsidy on it. For instance, their 

company should arrange supporting police to force them not driving their 

private vehicle to the working place. However, as Sterner (2007) stated that this 

issue makes policy makers hesitate since it only gives politicians a small chance 

for re-election, thus, they should think carefully and eager to make a good 

integrated policy. 

5.3. Removal Fuel Subsidy Policy Implications 

Referring to behavioural questions in questionnaire survey, it shows that 

respondents tend to change their travel mode choices into more efficient private 

vehicle. The same evidence is found by Goodwin (1992) in his research that he 

found that in the short term there will be a shifting mode to more fuel efficient 

vehicles, in multi-vehicle house-holds and reduce speeds. Though a following 

decade, Goodwin et al. (2004) further concluded that the increase in the price 

of petrol is expected to encourage increased automobile fuel efficiency, while 

discouraging the desire of vehicle ownership. In Austin, Boomberg (2007) also 

found that respondents tend to react by managing their travel as a result of high 

prices. Eltony (1993) conduct other research related to the change of fuel in 

Canada and found three changes in behavior: driving fewer miles, buying fewer 

cars, and buying more fuel efficient vehicles. Sustainable issue are also mattered, 

as it comes out from the second highest score is their preferences to shift into 

sustainable transport, such as using public transport, walking, and cycling.  

People make decisions on their mode choice by considering how much, when 

and how their travel becomes their best option based on prices, time, choice of 

destination, comfort, risk, status impacts, travel mode, and route (Litman 2011, 
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Eriksson 2011). Moreover, Schwanen and Mokhtarian (2005) proposed variety 

of personal factors that attained influence such preference: personality traits, 

travel related attitudes, lifestyle characteristics, and the affinity for travel. The 

interaction of socioeconomic and demographic factors, cultural preferences, 

social norms, spatial development patterns, transport policies, and attitudes 

plausibly produce different travel behavior in each country (Buehler 2010). In 

addition, attitude factors likely to consider environmental concerns attitudes, 

beliefs, values, and personal norms, yet, in fact travellers have a tendency to 

choose their travel behaviour based on their habit instead of attitude (Eriksson 

2008).  

In early 2011, an effort to limit the volume of subsidized fuel selling has been 

done, for example by stopping subsidies for private car owners, while mass 

transit and industrial sectors still receive subsidies. However, in reality, there are 

many private cars using subsidized fuel. Although fuel prices fluctuate, yet, the 

vehicle growth rate rose steadily and did not decrease, thus it is not enough to 

suppress the growth number of vehicles. Referring to Figure 4.5, we can see the 

progress of vehicle ownership in Jakarta is steadily increase, compared to fuel 

price fluctuation. 

These results can also be compared with those for car ownership reported in 

UK, (Goodwin et. al 2004) the investigation of price and income elasticity to 

transport activity. The price effect is estimated to provide a dynamic effect, 

which trigger more in efficiency of fuel consumption through technical 

improvements of vehicles and driving style. Graham and Glaister (2004) found 

that rising income significantly cause a high elasticity of car ownership, which 

give the ability for households to own cars. Next, once the car acquired in 

household, it is not easy prone of even if the economic crisis. In general, the 

fuel policy can only influence car use, but cannot instantly change car ownership.  

In Australia, Litman (2011) identifies responses that maximize transport 

management system efficiency may affect people to prefer fuel efficient vehicles 

and revenue-neutral tax shifts. It is important to carefully think about mitigation 

and adaption in managing fuel policies as there will be many partial solutions. 

According to Robinson et. al (2005), using the pricing policy will have effect 

only slightly (see Figure 3.1). To achieve the reduction of fever greater trend 

requires a greater thing than the pricing/taxing or transport choice, but a more 

mature city design, and even the elimination of fuel sales.  
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Therefore, the government should work hard to improve the welfare of the 

community, especially to fix most of the transport sector to generate economic 

value. One effort that can be taken is to allocate transportation subsidies for 

public transportation, since the fuel subsidy is increasingly burden the national 

budget. In order to make successful implementation of the fuel subsidy reform, 

government should provide three important stages, i.e. public information 

campaign, a comprehensive reform plan, and gradual reform and sequenced. 

The stages can be followed by more detailed policy of fuel used in Australia 

(Robinson et. Al 2005) , i.e. 1) delivering knowledge, 2) engaged the community 

to be actively involved, 3) examine all tax subsidies and cost-push auto-

dependency, 4) renew policies that encourage the use of more fuel-efficient, 5) 

application of Smart-Card policy in which each person only receive an allocation 

for a simple trip and the applicable tax increase per liter as excess usage, 6) 

analysis of car dependency and cheaper alternative solution based on 

technologies, 7) financing urban structure and transport in less development 

area, with the construction of rail, bike paths and public transportation. 

5.4. Managerial Implications of Transport Policy 

Policy makers have to implemented sustainable transport in broader system 

(Goldman and Gorham 2006) towards innovations (Nidumolu et al. 2009) and 

value configuration Sebhatu et al. (2011a), which can be form in five stages, 

namely: (1) ‘establishing reliability of single transportation modes’, (2) 

‘integration of the mode of transport’, (3) ‘regional integration’, (4) ‘service 

extension’, and (5) ‘individual mobility’. It is necessary to create such innovation 

into pull measures policy (Eriksson 2008) combined with push measures policy; 

and identify first how powerful and flexible such with policy scenarios (Stead & 

Banister 2003).  

Government needs to generate transportation planning within sustainable 

paradigm, therefore, it should carefully manage and reorganize policy options 

from locally and nationally. The planning should involve infrastructure, 

transportation facilities, and coordination with land development. Transport 

facilities development have to provide a high supply of public transit that is 

offering safety, reliable, less time-consuming, and cheap; and also better facility 

in walking and cycling path. Meanwhile, other policies should be considered by 

the government to create inconvenient policies for car users, such as higher 

taxes, higher parking cost and limited supply, fewer urban roads, lower speed 
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limits, and traffic calming of neighbourhoods. Higher taxes for fuel can be 

implemented as a continuation of fuel subsidy removal policy. 
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6. CONCLUSSIONS 

 

This study is aimed to understand and analyse how Fuel Subsidy Removal policy 

in Jakarta affects travelers’ behaviour and analyse such policy to support 

sustainable transport. Many issues need to be considered when enhancing links 

between sustainable public transport policy and fuel policy, especially fuel 

subsidy removal policy. Fuel subsidy policy encourages people to drive more 

with their private vehicle. It is proven with evidence of 48 % of respondents 

from survey and 13  out of 19 interviewees are always using subsidized fuel as 

its cheap price.  

Motorcycle become the most preference, 46,9 % of respondents choice. From 

the questionnaire survey, there is significant number of respondents choose 

their preference choice is because of its time efficiency, and other reasons are 

cost efficiency, comfortable, and safety. Particularly, the reason of bad 

experience using public transport emerged in interviews, as Public Transport 

service in their opinion is unreliable, uncomfortable both in bus and shelter, 

unsafe, unsecure, and costly. Frequency of Using Public Transport, According 

to the respondents, they are not usually using public transport in travel to work. 

Actually, development of public transport in Jakarta is already included in 

Jakarta Transportation Master Plan in order to reduce congestion in Jakarta, 

which is divided into several kinds of modes, i.e. BRT TransJakarta, Commuter 

Line, and MRT/Subway. However, Government needs to improve several 

inadequate facilitations immediately, such as busway feeder only supply 3 route 

operations and APTB only serves 9 routes. Another issue that need to be 

considered, Government of Indonesia has to coordinate involving related 

institution to build more CNG stations to supply more gas fuel and increase 

efficiency of busway operation.  

Meanwhile, 41,34 % of respondents are convinced with the effectiveness of 

such policy in Jakarta, which is around 84,92 % of them expect the reform of 

Fuel Subsidy Budget to Public Transport in Jakarta. Moreover, 50% of the 

respondents are not affected with fuel subsidy removal and will only response 

to fuel price increasing at Rp 31.400 for premium price and Rp 26 300 for ADO 

each liter to make them consider about shifting mode. As gasoline consumption 

is very affected by the price and income, thus, we conduct a cross tab analysis 

with using these two variables and found that perhaps income has an influence 

of their response to fuel policy.  
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Referring to behavioural questions in questionnaire survey, it shows that 

respondents tend to change their travel mode choices into more efficient private 

vehicle. Therefore, the government should work hard to improve the welfare of 

the community, especially to fix most of the transport sector to generate 

economic value. One effort that can be taken is to allocate transportation 

subsidies for public transportation, since the fuel subsidy is increasingly burden 

the national budget.  

This thesis also suggests the implementation of sustainable transport planning 

in broader system towards innovations and value configuration within 

combination of pull and push measures policy both locally and nationally. 

Further, it should also involve coordination with land development. Particularly, 

improvement for fuel policy can be added higher taxes for fuel to continue fuel 

subsidy removal policy. 

 

Future Research 

Since, this thesis is about fuel subsidy removal which is in fact not yet 

implemented, the author suggests for the future research is to conduct a study 

about travel behaviour and influencing attributes relating this policy when it has 

already been implemented. The research can analyse both of time periods, short 

term and long term, as travel behaviour may differ in a certain time. Further, 

besides the travel behaviour, it can be also supports by elasticity of fuel price 

during that period of time. 
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