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CHAPTER 1 INTRODUCTION 

 

1.1 Overview of Phnom Penh  

Phnom Penh 

Phnom Penh is the capital and most populous city in Cambodia. It has been the 

national capital since French colonization of Cambodia, and has grown to become the 

nation's economic, industrial, and cultural center. Situated on the banks of the Tonle 

Sap, Mekong, and Bassac Rivers, Phnom Penh is home to more than 2 million people, 

approximately 14% of the Cambodian population (PPCA Annual Report, 2020).  

 

Figure 1 Map of Cambodia and Location of Phnom Penh 

 
Source: Cambodiahom.com 
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https://en.wikipedia.org/wiki/Bassac_River
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Geography 

Phnom Penh is in the south-central region of Cambodia, and is fully surrounded 

by Kandal Province. The municipality is on the banks of the Tonlé Sap, Mekong, 

and Bassac Rivers. These rivers provide freshwater and other natural resources to the 

city. Phnom Penh and the surrounding areas consist of a typical flood plain area for 

Cambodia. Although Phnom Penh is at 11.89 metres above the river, monsoon season 

flooding is a problem, and the river sometimes overflows its banks. The city, at 11.55°N 

104.91667°E (11°33' North, 104°55' East), covers an area of 679 square kilometres 

with some 11,401 hectares  in the municipality (central urban area) and 26,106 ha of 

roads. The agricultural land in the municipality amounts to 34.685 km2 with some 

1.476 km2 under irrigation (PPCA, 2020). 

 

Figure 2 Phnom Penh Metropolitan Area 

 

Source: Phnom Penh Capital Administration (PPCA), 2020 

 

Climate 

Phnom Penh has a tropical wet and dry climate. The climate is hot year-round 

with only minor variations. Temperatures typically range from 22 to 35 °C (72 to 95 °F) 

and weather is subject to the tropical monsoons. The southwest monsoon blows inland 

https://en.wikipedia.org/wiki/Kandal_Province
https://en.wikipedia.org/wiki/Tonl%C3%A9_Sap
https://en.wikipedia.org/wiki/Mekong
https://en.wikipedia.org/wiki/Bassac_River
https://geohack.toolforge.org/geohack.php?pagename=Phnom_Penh&params=11.55_N_104.91667_E_
https://geohack.toolforge.org/geohack.php?pagename=Phnom_Penh&params=11.55_N_104.91667_E_
https://en.wikipedia.org/wiki/Irrigation
https://en.wikipedia.org/wiki/Tropical_wet_and_dry_climate
https://en.wikipedia.org/wiki/Monsoon
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bringing moisture-laden winds from the Gulf of Thailand and Indian Ocean from May 

to November. The northeast monsoon ushers in the dry season, which lasts from 

December to April. The city has two distinct seasons like the entire Cambodia. The 

rainy season, which runs from May to November, sees high temperatures 

accompanied by high humidity. The dry season lasts from December to April, when 

overnight temperatures can drop to 22 °C (72 °F). 

 

Administration 

Phnom Penh is a municipality of 679 square-kilometre area with a government 

status equal to that of Cambodia’s provinces. The municipality is divided into 14 

administrative divisions called khans (districts). The Khans (districts) are sub-divided 

into 105 sangkats (quarters), and further sub-divided into 

953 phums (villages). All Khans (districts) are under the governance of the Phnom 

Penh Municipality. Dangkao, Meanchey, Porsenchey, Sen Sok and Russei Keo are 

considered the outskirts of the city. 

The municipality is governed by the governor (mayor) who acts as the top 

executive of the city as well as overseeing the Municipal Military Police, Municipal 

Police, and Bureau of Urban Affairs. Below the governor is the vice governors. The 

chief of cabinet heads the cabinet consisting of deputy chiefs of cabinet who in turn 

are in charge of the 27 administrative departments. Every khan (district) also has a 

chief.  

 

Table 1 List of Administrative Sections and Population of Phnom Penh 
Metropolitan 

ISO 

Code 

Section (Khan) Number of 

Quarters 

Number of 

Villages 

Population % of 

population 

1201 Chamkar Mon 5 40 70,772 3.23% 

1202 Daun Penh 11 134 155,069 7.08% 

1203 Prampi Makara 8 66 71,092 3.24% 

1204 Toul Lork 10 143 145,570 6.65% 

1205 Dang Kao 12 81 159,772 7.30% 

1206 Mean Chey 7 59 248,464 11.35% 

1207 Russey Keo 7 30 274,861 12.55% 

1208 Sen Sok 6 47 182,903 8.35% 

https://en.wikipedia.org/wiki/Gulf_of_Thailand
https://en.wikipedia.org/wiki/Indian_Ocean
https://en.wikipedia.org/wiki/Municipality
https://en.wikipedia.org/wiki/Administrative_divisions_of_Cambodia
https://en.wikipedia.org/wiki/Sangkat
https://en.wikipedia.org/wiki/Administrative_divisions_of_Cambodia
https://en.wikipedia.org/wiki/Dangkao_District
https://en.wikipedia.org/wiki/Meanchey
https://en.wikipedia.org/wiki/Porsenchey
https://en.wikipedia.org/wiki/Sen_Sok
https://en.wikipedia.org/wiki/Russei_Keo_District
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1209 Pou Senchey 7 75 226,971 10.36% 

1210 Chroy Changvar 5 22 159,233 7.27% 

1211 Prek Pnov 5 59 188,190 8.60% 

1212 Chbar Ampov 8 49 164,379 7.50% 

1213 Boeng Keng Kang 7 55 66,658 3.04% 

1214 Kam Boul 7 99 75,526 3.45% 

Total 14 105 959 
2,189,460 100% 

Source: PPCA Annual Report of 2020 

 

Figure 3 Breakdown of Population by Khan/District 

 

Source: Phnom Penh Capital Administration (PPCA), 2020 

 

Demographics 

As of 2020, Phnom Penh had a population of 2,189,460, with a total population 

density of 3,224 inhabitants per square kilometre in a 679 square kilometres city 

area. The natural population owth rate of the city is 3.16% (PPCA report, 2020). The 

city area has grown fourfold since 1979, and the metropolitan area will continue to 

expand in order to support the city's growing population and economy (PPCA annual 

report, 2020). 
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Table 2 Phnom Penh Population Projection by year 

 

Source: National Institute of Statistics (NIS, 2020) 

  

Meanwhile, various plans or organizations have provided different population 

projections and forecasts as shown in Figure 4. The most recent population projection 

conducted for the JICA Phnom Penh Urban Transport Master Plan 2035 (JICA-

PPUTMP 2035) for Phnom Penh illustrates the population to reach 2.86 million by 

2035. 
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Figure 4 Population Projection of Phnom Penh 

 

Source: JICA-PPUTMP, 2035 

 

Economy 

Phnom Penh is Cambodia's economic centre as it accounts for a large portion of 

the Cambodian economy. Double-digit economic growth rates in recent years have 

triggered an economic boom in Phnom Penh, with new hotels, restaurants, schools, 

bars, high rises and residential buildings growing rapidly the city. 

The economy is based on commercial interests such as garments, trading, and 

small and medium enterprises. In the past few years, the property/real estates 

business has been booming, with rapidly increasing real estate prices. Tourism is also 

a major contributor in the capital as more shopping and commercial centres open, 

making Phnom Penh one of the major tourist destinations in South East Asia along 

with Siem Reap and Sihanoukville. According to the World Travel and Tourism 

Council, tourism made up 19.2 percent (US$2,053 million) of Cambodia's GDP in 2009 

and accounts for 13.7 percent of total employment. One of the most popular areas in 

Phnom Penh for tourists is Sisowath Quay, alongside the Tonle Sap River. Sisowath 

Quay is a five-kilometre strip of road that includes restaurants, bars, and hotels.  

The US$ 2.6 billion new urban development, Camko City ( a new satellite city) 

is meant to bolster the city landscape. The Bureau of Urban Affairs of Phnom Penh 

Municipality has planned to expand and construct new infrastructure to accommodate 

the growing population and economy. High rise buildings will be constructed at the 

entrance of the city and near the lakes and riverbanks. Furthermore, new roads, 

canals, and a railway system will be used to connect Camko City and Phnom Penh. 

Since there has been no available data on the Gross Regional Domestic 

Product Trend (GRDP) of Phnom Penh metropolitan area, instead this present study 

used the Cambodian National Economic Growth as projected by the Ministry of 

Economy and Finance as illustrated in figure 5 below: 

https://en.wikipedia.org/wiki/Siem_Reap
https://en.wikipedia.org/wiki/Sihanoukville_(city)
https://en.wikipedia.org/wiki/Sisowath_Quay
https://en.wikipedia.org/wiki/Camko_City
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Figure 5 Cambodia National GDP Growth Rate 

 

Source: Ministry of Economy and Finance (MEF), Cambodia 

 

1.2 Phnom Penh Master Plans 

1.2.1 Phnom Penh Master Plan on Land Use 2035 

Council of Ministers approved new master plan for managing urban development in 

Phnom Penh over the next 20 years in December 2015. The plan aims to deal with 

population growth and continued construction boom. The plan’s vision for Phnom Penh 

for 2035 is “Phnom Penh is a competitive political, economic, business and cultural 

centre of Cambodia with sustainable and equitable development”. 

Phnom Penh Municipal Master Plan articulated 3 overarching goals to materialize the 

vision: 

(1) To set the land use direction to ensure its potential for efficiency, 

sustainability, and equity that will contribute to Cambodia’s 

socioeconomic development, food security, and clean environment 

(2) To set the development direction for Phnom Penh, balancing with the 

development of other smaller cities and provincial towns 

(3) To empower the city’s identity and develop its competitiveness with other 

cities in the region, which will provide Phnom Penh with more technical 

and financial access. 

The plan 2035 sets out 5 strategies for the development, improvement, and expansion 

of Phnom Penh so that the city will respond to the need of growing urban population 

and challenges. 

 

Table 3 Strategies for the Plan 2035 

Strategy 1 Phnom Penh to become a core centre for development 

Strategy 2 Phnom Penh to become an international standard city 
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Strategy 3: Development of a reserve (retaining and arranging for future 

use) for the development of necessity physical infrastructure 

Strategy 4 Urban planning for Phnom Penh to become a metropolitan 

city (is composed of several cities) 

Strategy 5 Development of a special area for cultural heritage and city’s 

view 

    

Prioritized actions under the Phnom Penh Municipal Master Plan on Land Use 2035 

are indicative of:  

Action Plan 1: Dissemination of the Master Plan on Land Use 2035 

Action Plan 2: Potential projects that need to take immediate actions 

Action Plan 3: Rules and Regulations for Urbanization 

Action Plan 4: Continue the Current Development Projects and Public 

Investments 

 

Table 4 Prioritized actions under the Phnom Penh Master Plan on Land Use 
2035 

Action Plan Actions 

Action plan 1: 

Dissemination of the Master 

Plan on Land Use 2035 

 

• Organize workshops to disseminate the Master Plan 

to technical working groups, investors, and 

Cambodian people as a whole 

• Make the Master Plan available for the public 

through Phnom Penh Capital Administration 

(PPCA)’s website 

Action Plan 2: Potential 

projects that need to take 

immediate actions 

• Set regulation and zoning reserve for enlargement 

of road, railway, and urban sewage system 

• Create zoning for railway station reserve specifically 

for merchandise, and zoning for a big dry port at 

Samroung Porsen Chey area 

• Approve the railway projects to connect Phnom 

Penh to Ho Chi Minh city 

• Increase the size of the runways of the Phnom Penh 

International Airport 

• Build a dam and concrete shores of the Bassac river 

• Standardize buildings in some areas such as Chbar 

Ampov, Boeung Kroper (Crocodile lack), Boeung 

Pong Peay and area in front of Tonle Bassac and 

Boeung Kok 

• Identify a new site for waste dumping, improve the 

current waste dumping site at Dangkor area by 

investing in waste recycle factories, and to design a 

garden along waste dumping site in Mean Chey 

area 

• Identify eco zone in Preak Phnov 
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• Promote the conversation and improvement of 

historical centres 

Action Plan 3: Rules and 

Regulations for 

Urbanization 

• Create map and zoning of land use in Phnom Penh 

• Develop plan to expand the city to the Northern and 

Western areas 

• Install the water treatment basin at Cheung Ek Lake 

• Create mapping of public area improvement (lake, 

canal, road, railway, airport, and green areas) 

• Create mapping of the priority areas for 

development 

• Standardize the height of buildings 

• Create mapping of the historical and heritage 

buildings in Phnom Penh 

• Create mapping and master planning of a particular 

view area, maintain trees and design of landscape 

viewing areas with publicly installed tools at the end 

of Chroy Changva area. 

Action Plan 4: Continue 

the Current Development 

Projects and Public 

Investments 

• Develop and build satellite cities such as Koh Pich, 

Chroy Changva, Camko 

• Continue the development of Olympic satellite city in 

the north of Phnom Penh 

• Continue the development of Boeng Kok area and 

roads within the area. 

• Continue the development of dry port and Asian 

stations at Samroung area in Porsen Chey district 

• Continue the development of ring roads within the 

city (connect from Rousey Keo to Sen Sok and To 

Porsen Chey) 

• Build roads along national roads (national roads 

No.1,2,3,4, and 5) to reduce the traffic congestion at 

city’s entry points 

• Build flyovers at big roundabouts 

• Build roads in peri-urban area (peri -prefix-around or 

about) 

• Build waste-water treatment basin at Choeng Ek 

area and installation of sewages system in Phnom 

Penh 

• Strengthen the implementation of Circulation 03 S.R 

on the Resolution of Temporary Buildings on Public 

Land, which were used illegally, in the city centres 

and urban areas. 

• Improve the economic ability of potential sectors 

such as construction, textile, fishery, plantations, 

transportation and tourism, food industry, service, 

electronic, packaging, mechanic installation, and 

vocational trainings. 

Source: Phnom Penh Master Plan on Land Use 2035 
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1.2.2 Phnom Penh Urban Transport Master Plan 2014-2035 

Phnom Penh Capital Administration (PPCA), with the JICA assistance, 

developed the Phnom Penh Urban Transport Master Plan 2035 to cope with the current 

and future transport problems. The Urban Transport Master Plan 2035 aims to 

maintain the people-environment-friendly urban conditions and vitalize the urban 

activities in Phnom Penh. The mission of the Urban Transport Master Plan 2035 is two-

fold: 

• To shift from a private-oriented urban transport system to a well-

balanced system of public and private transport through a combination 

of road, public transport and traffic management for improving the 

mobility of citizens, and  

• To materialize the urban potential of Phnom Penh city 

 

Phnom Penh Transport Master Plan 2035 proposes 5 strategies: 

Strategy 1: Formulation of people and environmentally friendly urban 

transport system with high mobility for the citizens 

Strategy 2: Formulation of physical framework of the city and creation of 

seamless connection between major cities in the Great Sub-

Mekong regions 

Strategy 3: Maximum use of existing transport spaces including 

underground and elevated spaces in the city-centre 

Strategy 4: Efficient traffic flow for commodity 

Strategy 5: Environmental / social consideration and establishing 

appropriate transport-related organizations are the 

fundamental concept of the master plan. 

 

Table 5 Proposed Phnom Penh Urban Transport Master Plan 2035 

(1) Public Transport 

System 

 

 

1. Increase of transport modes to improve the urban mobility 

2. Introduction to trunk public transportation system 

3. Broad integration of public transport modes and related 

countermeasures such as seamless transfer between modes 

by developing mode interchange area and restructuring the 

paratransit as the feeder of public transports. 

4. Integration with land use plan 

5. Linkage with tourism development 

(2) Road System (Road 

Network) 

 

 

 

1. Radial and Ring Trunk Road Network System 

2. Road development plan strengthening east-west (trunk 

roads) and north-south (Hanoi and Hun Sen Blvd) corridors 

(3) Traffic Management 

Measures – to support 

1. Various measures for increasing the attractiveness and 

comfort of the public transport system such as convenient 

mode interchange areas (terminal, station and bus stop). 
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road and public 

transport system 

2. Various traffic management measures such as intersection 

improvement, traffic signal upgrading and introduction of one-

way system 

3. Parking policies and measures 

4. Pedestrian environment development 

5. Restructuring of paratransit such as motodop (moto taxi), 

motorumok (tuk tuk) and cyclo. 

6. Introduction of traffic demand management including 

mobility management such as park & ride system traffic 

demand, and driver’s education 

(4) Freight Transport 1. Inter-Regional Freight Transport System 

2. Urban Logistics System 

3. Freight Transport System in Urban Centre 

 

1.2.3 Phnom Penh Sustainable City Plan 2018-2030 

The Phnom Penh Sustainable City Plan serves as a road map for Cambodian 

policymakers, local administrators, and national and international development 

partners to pursue urban green growth, which is defined as addressing climate change 

while also pursuing economic development, poverty alleviation, and social inclusion. 

The Sustainable City Plan 2018-2030’s vision is “By 2030, Phnom Penh will 

become a clean, green and competitive city, offering a safe and quality lifestyle to its 

residents”. 

To achieve the vision above, the following overall goals are targeted:  

• De-couple economic growth from environmental impacts  

• Increase social inclusion, reduce poverty levels, and improve urban 

welfare 

• Provide urban resilience for all citizens to natural, climatic and other 

risks 

• Ensure urban competitiveness and attractiveness to businesses. 

Concerning the transport sector, the city plan 2018-2030 sets forth the 

succeeding objectives: 

• Reduce transport sector greenhouse gas emissions (percentage 

reduction over current baseline) 

• Bus-based public transportation system in place, covering key 

transportation corridors in the city (percentage of total modal share) 

• Reduce traffic accidents (percentage of reduction vs. current yearly 

baseline) 

• Reduce traffic congestion (increase in average vehicle speed vs. 

current baseline) 
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Figure 6 Development Visions for Phnom Penh 

 

Source: Phnom Penh Sustainable City Plan 2018-2030 

 

1.3 Study objectives 

Like other industries across the entire Cambodia, the outbreak of COVID-19 has 

had a profound impact on mobility and urban transport systems. In this context, 

UNESCAP is extending capacity building support to Asian cities for assessment of 

impact of COVID-19 on passenger transport and sustainability of urban passenger 

transport under UNESCAP Technical Cooperation Project on “Strengthening capacity 

of transport policymakers to respond to the impacts of COVID-19 on mobility and plan 

resilient, sustainable and inclusive passenger transport systems in selected Asian 

countries” including Phnom Penh capital city.  

The main objectives of this current paper are: 

(1) To perceive the condition of Phnom Penh Urban Transport prior to Covid-19 

and at the present time (the period of Covid-19 pandemic outbreak) 

(2) To assess the impacts of COVID-19 on and the overall performance of 

sustainable urban transport services for Cambodia’s Phnom Penh Capital City 

utilizing the SUTI framework. 
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(3) To initiate evidence-based policy measures in response to the impacts of 

COVID-19, and 

(4) to improve overall sustainability, resilience and inclusiveness of urban 

passenger transport systems and services in Phnom Penh. 

 

1.4 Project Area 

The project covers the entire Phnom Penh Capital Administration with the land 
coverage of 679 km2.  

 

1.5 Assessment Framework 

UNESCAP (2020) claims that the Sustainable Urban Transport Indicator 

Framework (SUTI) is a quantitative tool for member states and cities of the Asia Pacific 

region to compare their performance on sustainable urban transport systems and 

policies with peers. The tool helps to identify additional policies and strategies required 

to improve the urban transport systems and services. The framework comprises 10 

indicators in system, economic, environmental, and social domains. The results from 

the analysis of the framework will be used in assessing the transport sector’s 

contribution towards the Sustainable Development Goals (SDGs). The 10 SUTI 

indicators are indicative in the table below: 

 

Table 6 The framework of 10 SUTI indicators 

Indicator Description 

1 Extent to which transport plans cover public transport, intermodal facilities 

and infrastructure for active modes 

2 Modal share of active and public transport in commuting 

3 Convenient access to public transport service 

4 Public transport quality and reliability 

5 Traffic fatalities per 100,000 inhabitants 

6 Affordability – travel costs as share of income 

7 Operational costs of the public transport system 

8 Investment in public transportation systems 

9 Air quality (pm10) 

10 Greenhouse gas emissions from transport 

Source: UNESCAP Assessment Guideline, 2020 
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CHAPTER 2 URBAN STRUCTURES, TRANSPORT 

INFRASTRUCTURE, AND LAND TRANSPORT  
 

The JICA-Phnom Penh Urban Transport Master Plan 2035 hereinafter referred 

to as “JICA-PPUTMP 2035” formulated by JICA in cooperation with Phnom Penh 

Capital Administration (PPCA), aimed at maintaining the people-and environment-

friendly urban transportation system while vitalizing economic activities in Phnom Penh 

Capital City. The plan 2035 also stresses out its mission to shift from a private-oriented 

urban transport system to a well-balanced system of public and private transport with 

a combination of road, public transport and traffic management for sustaining the urban 

vitality and minimizing the urban transport demand of the estimated 3 million people in 

Phnom Penh Capital City in 2035. 

 

2.1 Urban Structures 

2.1.1 Land Use and Urbanization in Phnom Penh 

The metropolitan region of Phnom Penh spreads to the west, north, and south 

along National Roads (NR) No.5, No. 4 and No.1 respectively, as illustrated in figure 7 

The figure depicts the present urban expansion of Phnom Penh capital city. The urban 

area’s radius is approximately 10 km in the west, 5 km in the south, 2 km in the north 

(JICA-PPUTMP, 2035). 

 

Figure 7 Phnom Penh Urbanization Directions 

 
Source: JICA-PPUTMP, 2035 

 

As can be seen in the figure below, according to JICA-PPUTMP 2035, 

administrative, banking, business, and commerce operations of cities are centered in 

the areas of Khans 7 Makara and Daun Penh along Monivong Boulevard, the highly 
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dense area (orange coloured area). The areas between the inner ring road or ring road 

1 (IRR or RR1) and RR3, have a medium population density and are functioned as 

residential areas (yellow area between RR1 and RR3). Urban districts with shop-

houses are built along key arterial routes between the inner ring road (RR1) and the 

middle ring road or ring road 2 (RR2), although there are still some unoccupied in the 

back, resulting in low population density overall. The suburban area on the edges of 

RR 2 is not particularly densely populated, although there are numerous factories to 

the west. 

 The present wave of urbanization can be broken down into two categories: the 

first is urban expansion along major roadways or key arterial roads, where the 

urbanized region expands to the west, north, and south, respectively, along national 

highways (national roads/arterial roads) No. 4, 5, and 1. The other is built-up area 

extension, in which existing urbanized areas are expanded to the lands behind them, 

particularly the area in the west. 

 

Figure 8 Current Urbanization Directions and Ring Roads 

Source: JICA-PPUTMP 2035 

 

2.1.2 Future Structure of Phnom Penh Capital City 

2.1.2.1 Urban Vision  

As the Capital City and the centre of culture, diplomacy, economy, commerce, 

industry, and employment of the country, Phnom Penh is strategically located in terms 

of (i) the confluence of 3 main rivers namely Mekong, Tonle Sap, and Bassac rivers; 

(ii) the junction of Asian Highways such as Indochina Southern Corridor, Central 

Corridor, and Growth Corridor; and (iii) the convergence of regional industries, for 

instance Sihanouk Ville Port, Phnom Penh Port, Kampong Chhnang New Air Port, and 

Agro-industrial Zone in the east bank of Mekong river. All these 3 strategic locations 

are the main drivers to accumulate economic activities (JICA-PPUTMP, 2035).  

 PPCC, on the other hand, is Cambodia's largest city, with a population of 

2,189,460 (PPCA, 2020). Urbanization is expanding; the city's population is growing; 
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high-rise buildings are being rapidly built in the downtown area; and traffic congestion 

is becoming more prevalent as a result of the increase in privately-owned vehicles in 

accordance with population growth and economic prosperity. These issues would be 

uncertain. 

As such, JICA-PPUTMP 2035 has set forth the statement of vision: “PHNOM 

PENH – SMART, MID-MEKONG CAPITAL CITY – IS THE ECONOMIC HUB AND CENTER OF 

POPULATION IN CAMBODIA, PEOPLE FRIENDLINESS AND ENVIRONMENT FRIENDLINESS”. 

  

2.1.2.2 Urban Structure in 2020 

(i) Land Use and Density 

As indicated in Figure 9 below, land use and density can be portrayed as below: 

▪ Inside of IRR (Inner Ring Road) or RR1: high and mid-density mixed land use 

▪ Outside of IRR: mid-density at private development areas and the area along 

NR No.4, the other low-density area. 

▪ Industrial areas: located along Veng Sreng Road, NR4 and RR3 

▪ Other: Green and farmland, water body, vacant land etc. 

 

Figure 9 Urban Structure in 2020 

Source: PPUTMP 2035 

 

(ii) Urban Centres 

Figure 9 above illustrates the urban centres as follows: 

▪ Urban centres: Boueng kok, Monivong, and Diamond City 

▪ Eight Sub-centres: Chbar Ampov, Grand Phnom Penh, Camko City, Chak 

Angrae Krom, Stueng Mean Chey, Cheung Aek, Kandal, Krang Thnong, 

▪ Production (industrial) centres: Chaom Chau, RR3. 
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(iii) Transport Network 

Major transport nodes: Phnom Penh International Airport, Phnom Penh Port,  

New Phnom Penh Port 
 

Major transport corridor: o North-South Transport Corridor including 3 sub-

corridors which support the urban institutional, 

business, and commercial activities 

o East-West Transport Corridor including 3 sub-

corridors which support the urban industrial and 

commodity activities 

o Ring Transport corridor (Grand Phnom Penh – 

Stueng Mean Chey) supports the urban 

connectivity. 

 

Regional Corridor:  o Growth Corridor and Indochina Central Corridor: 

Sihanoukville – NR4 – PPCC – NR6 

o Indochina Southern Corridor: NRI – PPCC – NR5 

Mode Interchange Area:  Both ends and intersection of major transport 
corridors 

 

2.1.2.3 Urban Structure in 2035 

Foreseeing the continuation of the current trend of urban expansion along roads, the 

progress of large-scale private urban development projects, and the degree of 

involvement of PPCA in controlling/managing urban development will play an important 

role in the future urban structure in 2035. The PPUTMP project team has identified 

three typical future land use prospects based on this consideration as bellows: 

• Alternative 1: trend-based case (current trend of urban expansion shall be 

maintained) 

• Alternative 2: Private-oriented case (large-scale private urban development 

projects proceed and can lead to new urbanizing areas) 

• Alternative 3: Public-Private case (public sector leads urban development with 

private collaboration) 

To make assessment on the above 3 alternatives, the PPUTMP project team mapped 

out 6 criteria as such (1) impacts on environment, (2) impacts on traffic and transport, 

(3) cost, (4) roles of public sector, (5) project risk, and (6) impacts on housing supply 

for low- and middle-income families in the suburban areas. As a result, alternative 3 is 

selected as most preferable future urban structure to be realized. 
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(i) Urban Area (approximately 210 Km2) 

The public sector shall lead urban development by providing the infrastructure and 

utilities at north-western area of Phnom Penh Capital City (PPCC). Major directions 

of urban expansion from 2020 to 2035 are set forth as follows: 

▪ Large public investment will be made for constructing transport network and 

utilities at the north-east area to guide private investment of housing and real 

estate development. This area will form new urbanized areas 

▪ Urban area in 2020 continues to expand mainly to the west direction (NR4) 

▪ Urban area in 2020 expands built-up areas to the areas behind from roadside; 

and  

▪ Logistics and industrial complex will be formulated by government initiatives 

where existing factories and warehouses in downtown area shall be relocated 

to. The area is around the intersection of RR3 and railway southern line. 

(ii) Land Use and Density 

▪ Inside of IRR (RR1): high and mid-density mixed land use 

▪ Outside of IRR (RR1): mid-density at private development areas and the area 

along NR4, the other areas with low density 

▪ Industrial areas: along Veng Sreng Road, NR4 and RR 3 

▪ Industrial areas at RR2/NR1 and RR3/NR6 

▪ Other main aears outside of RR3: green and farmland, water body, vacant 

land etc. 

(iii) Urban Centres 

▪ Urban Centres: Boueng Kok, Mivong, Diamond City 

▪ Nine Sub-centres: Chhbar Ampov, Chak Angrae Krom, Kandal, Stueng Mean 

Chey, Cheung Aek, Phleung Chhesh Rotech, Krang Thnong, Grand Phnom 

Penh, Camko City 

▪ Production Centre (Industrial): Chaom Chau, RR3 

▪ Two Production sub-centres: Preaek Aeng, Bak Kaeng 

(iv) Transport Network 

▪ Major Transport Nodes: Phnom Penh Port, New Phnom Port, International 

Airport (Planned new international airport located in Kampong Chhnang) 

▪ Major Corridors: 

o North-South Transport Corridor including 5 sub-corridors 

  supports the urban institutional, business and commercial  

  activities 

o East-West Transport Corridor including 3 sub-corridors  

 supports the urban industrial and commodity activities 

o New Urban Sub-Centre Transport Corridor (Urban Centre- 

 Krang Thnong) supports the urban activities in the new urban  

 sub-centre 

o Ring Tranport Corridor (Grand Phnom Penh – Stueng  

 Mean Chey) supports the urban connectivity 
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▪ Regional Corridors:  

o Growth Corridor and Indochina Central Corridor:  

   Sihanoukville _ NR4 – PPCC – NR6 

o Indochina Southern Corridor: NR1 – PPCC – NR6 

▪ Mode Interchange area: Both ends and intersection of major transport 

corridors 

 

Figure 10 Urban Structure in 2035 

 
Source: JICA-PPUTMP, 2035 

 

2.2 Transport Infrastructures 

2.2.1 Urban Road Network Systems 

The Road network system in Phnom Penh City has been crucial in contribution to 

the city growth and a key driver in local economic progress. However, Phnom Penh’s 

Road networks are insufficient since they do not provide effective connectivity to 

suburban areas (e.g., western districts) and increase the travel distance for individuals 
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who do not live in “Borey” neighbourhoods to access public facilities and services the 

capital. It was also noticeable that some road designs had a negative impact on vehicle 

mobility. To enhance traffic flow in some busy urban locations, several two-way roads 

with large traffic volumes have been recommended to be converted to one-way streets. 

 

Figure 11 Road Network of Phnom Penh City 

 
Source: JICA-PPUTMP-2035 

 

In Phnom Penh, arterial, collector, and local roads make up the road network. 

According to the Department of Public Works and Transport, Phnom Penh’s Road 

network had 1,379 kilometres of total road length as of June 2012, covering an area of 

10,370 square kilometres (JICA-PPUTMP, 2035). 

The arterial, collector, and local roads accounted for 212 km (15%), 283 km (21%), 

and 884 km (64%), respectively. The arterial roads are typically 30 m in width, i.e., 18 

m for the carriageway (roadway, lane) and 12 m for the sidewalk. The typical width of 

the arterial roads in the urban areas is 18 m, usually divided into 4 lanes for 4-wheeled 

vehicles and 2 lanes for motorcycles. However, the roadside is often used for parking 

vehicles or hawkers or commercial goods. Meanwhile, in the suburban areas, most 

arterial roads are -2 lane, except for NR4 and NR1. 

The road network patterns in the city demonstrate significantly different 

characteristics of street networks in the central and peripheral districts. Many primary 

and secondary roads are disrupted due to topographical conditions such as rivers. The 

roads are not well connected due to the low density of streets, particularly in the 

suburban areas (Yen et al.,2019 as cited by UNDP, 2021).  
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Figure 12 The road networks in the inner districts (left) and in the suburban 
districts (right). Red dots represent the notes and cul-de-sacs, and the light 

green represents the edges (UNDP, 2021) 

 
 

The street density and connectivity between the inner and outside districts are 

depicted in figure 12. The central city has orthogonal street patterns, whereas the 

periphery has dispersed patterns with a high number of cul-de-sacs. The lack of 

conformity with the transportation master plan, which turns suburban streets into 

isolated streets with poor connections to the inner city, is a prevalent pattern that 

characterizes street development in suburban areas. 

The influence of private real estate developers leads to disconnected isolated 

streets between central and periphery areas, resulting in unplanned patterns that 

cause connectivity inconsistency. Because of these unique qualities, the one-way 

street approach may not be effective in reducing traffic congestion in those areas. 

 

2.2.2 Ring Roads 

Ring roads are built with the purpose of connecting major mobility corridors (NR 1, 

2, 3, 4, and 5), helping ease traffic congestion in the city centre and encouraging more 

development in the peripheral districts of the city. Also, their role in providing access 

from and to industrial and commercial sites near or within city boundaries for heavy 

goods or vehicles is essential. The ring roads connect one corridor to another, for 

instance, connecting between NR1 to NR2. 

Figure 13 illustrates the development of ring roads for Phnom Penh (JICA-

PPUTMP, 2035). The second ring road, which stretches 16.67 kilometres in two lanes 

from Russian Blvd to NR2 and passes through the districts of Dangkor, Sensok, and 

Meanchey on its way south to Takmao, is now open (underway). The ring road No.3 

was started for construction in 2019, with a total length of about 53 km, it connects NR 

1, 2, 3, 4 and heads to NR 5. This ring road stretches across Kandal province for 38 

km and Phnom Penh for 15 km with the road width of 27 m in the urban area and 25 

m in the suburban area, using Chinese government loan (UNDP, 2021). 
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The remaining part, so as to ensure a 360-degree connection around the city 

center, consists of the link between the western and the eastern parts across (passing 

through) the Mekong River, currently met (fulfilled) by the ferry services. 

 

Figure 13 The Development Plan of Ring Roads in Phnom Penh (JICA-PPUTMP, 
2035) 

 
Source: JICA-PPUTMP-2035 (2014) 

 

2.2.3 Bridges 

Another discussion of the current state of road transport infrastructure concerns 

bridges and ferries. Phnom Penh’s urban centre is linked by Chroy Changva bridge 

(Japan bridge) in the north and Preah Monivong bridge in the southeast. Meanwhile, 

the suburban area is connected by Prek Pnov bridge in the north and Takhmao bridge 

crossing Tonle Bassak river in the southeast. Besides these bridges, there is one 

bridge under construction, connecting inner Koh Pich city to the eastern part of Phnom 

Penh, crossing Bassac River too. 

As such further development of bridges to link the city to the eastern districts are 

crucial to enhance the urban connectivity and mitigate traffic congestion. 

 

Figure 14 The connection between Phnom Penh and surrounding areas via 
brides 

 
Source: UNDP (2021) 



ASSESSMENT OF URBAN TRANSPORT AND IMPACTS OF COVID-19 ON MOBILITY FOR PHNOM PENH CITY 

23 

 

2.2.4 Sidewalks 

Standard sidewalks have been designed and built for several major streets in 

Phnom Penh. However, these standard sidewalks are mostly broken and do not 

provide a network of sidewalks covering the entire urban area. Sidewalks are 

undoubtedly public land, but there is a lack of government enforcement to realize the 

purpose of constructing and maintaining sidewalks. Currently, most sidewalks in the 

city are mainly being used for parking and business activities. These activities have 

obstructed pedestrians from using sidewalks, forcing them to walk on traffic lanes 

instead. 

 

Figure 15 Vendors’ tables and chairs line the sidewalk on Phnom Penh’s Preah 
Sihanouk Blvd 

 
Source: The Phnom Penh Post (2021) 

 

According to UNDP (2021), sidewalks, and open public spaces within Phnom Penh 

cover only 16.4% of total space within the city. Streets and sidewalks cover 14.3%, 

which is quite low compared with Singapore (21.6%), but comparable to Bangkok 

(15.9%) and Manila (15.2%). The 2.1% of open public space in Phnom Penh (e.g., 

parks, places to exercise and for civic participation), is well below the international 

standard of 10%. 

 

2.2.5 Parking 

The demand for parking space in the city by far exceeds the supply (UNDP, 2021). 

According to JICA-PPUTMP (2035), there is a shortage of parking spaces for 

motorcycles and cars in Phnom Penh. Roadsides and sidewalks have become parking 

spaces, which result in traffic flow disruption and safety concerns. There is no accurate 

data regarding numbers and spaces available for vehicle parking in the city. According 

to Phnom Penh Post (2019) as cited by UNDP (2021), Phnom Penh Municipality 

emphasized that there are 12 parking lots in the city with a total area of 937,328 square 

metre. Also, newly developed underground parking lots comprise 41,670 m2 of parking 



ASSESSMENT OF URBAN TRANSPORT AND IMPACTS OF COVID-19 ON MOBILITY FOR PHNOM PENH CITY 

24 

 

space. However, these parking spaces do not correspond to the current numbers of 

about 2.4 million motorized vehicles (MPWT, 2020). 

 

Figure 16 Underground Parking Lot on Phnom Penh’s Monivong Blvd 

 
Source: The Consultant (2021) 

 

2.3 LAND TRANSPORT 

2.3.1. National Road Safety Committee (NRSC) 

 National Road Safety Committee (NRSC) has been jointly created by the Ministry 

of Public Works and Transport, the Ministry of Interior, and the Ministry of Health, with 

technical and financial support of Handicap International (HI). NRSC is chaired by 

Samdech Krolahom Sar Kheng, Deputy Prime Minister, Minister of Interior, and Vice 

Chaired by H.E. Sun Chanthol, Senior Minister, Minister of Public Works and Transport 

(MPWT). The General Department of Land Transport of MPWT is the secretariat of the 

NRSC. 

 The objectives of NRSC are to: (i) provide education and awareness; (ii) 

strengthen road traffic laws and regulations; (iii) take care of vulnerable road users; (iv) 

strengthen road safety engineering; (v) strengthen effectiveness of first aid and 

emergency medical services; (vi) strengthen driver training, vehicle inspection, and 

registration; (vii) strengthen data management and road crush research; and (viii) 

strengthen management of passengers and goods transport services. 

 

Table 7 The objectives and action plans of NRSC 

The objectives of NRSC are to: NRSC Action Plans (AP) 2011-2020 

▪ provide education and awareness ▪ AP 1: Road Safety Management 
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▪ strengthen road traffic laws and 

regulations 

▪ take care of vulnerable road users 

▪ strengthen road safety engineering 

▪ strengthen effectiveness of first aid 

and emergency medical services 

▪ strengthen driver training, vehicle 

inspection, and registration 

▪ strengthen data management and 

road crush research 

▪ strengthen management of 

passengers and goods transport 

services 
 

▪ AP 2: Safe Road Infrastructure 

▪ AP 3: Safe Vehicles 

▪ AP 4: Safe Road User’s Behaviour 

▪ AP 5: Emergency Medical System 

▪ AP 6: Law Amendment and 

Enforcement 

▪ AP 7: Driving License 

 

2.3.2. Present State of Vehicle Registration 

 According to MPWT (2020), the number of registered vehicles has been 

increasing at an average rate of double digits each year across the nation. Up to 2020, 

there are 5,850,427 registered vehicles in total, with average annual increase of 11%, 

consisting of 4,974,486 motorbikes, and 875,941 motor vehicles (615,133 light 

vehicles and 260,808 heavy vehicles). Meanwhile, regarding automobiles, 44.3% of 

the total automobiles have more-than-10-year lifespan. The number of motorcycles 

dominates the largest share of registered vehicles, accounted about 85% of all 

registrations (MPWT, 2020). 

 In Phnom Penh, MPWT (2020) shows that there have been 2,403,495 registered 

vehicles with average growth rate of around 10% per annum, which is equivalent to 

41% of total registered vehicles nationwide. Of all the vehicles, there are 1,876,957 

motorcycles (about 78%), 412,835 light cars (17.17%), and 113,703 trucks/buses 

(4.73%). 

 

Table 8 The number of registered vehicles in 2020 in Phnom Penh 

No. Vehicle Type Percentage 

1 Motorcycle 1,876,957 78% 

2 Light car 412,835 17.17% 

3 Truck/bus 113,703 4.73% 

Total 2,403,495 100% 

 Source: MPWT (2020) 

 

2.3.3 Urban Public Transport in Phnom Penh 

 Like other Asian developing cities, Phnom Penh challenges serious traffic related 

issues such as traffic congestion, traffic accidents, and air pollution. These issues have 
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increased travel time and cost, slowed down economic activities, and impacted 

environment and human health. To address the problems, the government has 

considered several alternative modes of mass transit systems (e.g., AGT, BRT, 

Tramway, Public bus), but only a public bus service has been introduced in the city so 

far. 

 

2.3.4 Evolution of Public Bus Service in Phnom Penh 

 The first one-month public bus service in Phnom Penh was piloted by Phnom 

Penh Capital City and Japan International Cooperation Agency (JICA-PPUTMP 2035). 

23 minibuses (29 seats) were operated along 2 major roads, with the total length of 

about 17 km. Two flat fares were implemented: (i) KHR 500 (about USD 0.12, as 

exchange rate of 2021) for the first days and the last 8 days, and KHR 800 (about USD 

0.20). The daily average numbers of bus users were 4,687 for KHR 500 fare and 2,738 

for KHR 800 fare. However, the bus was shut down later after a one-month period, 

mainly due to financial reasons. 

 In February 2014, Phnom Penh Capital Administration (PPCA) and JICA again 

tried the public bus service for one month. A fleet of 10 air-conditioned buses (35 seats) 

was operated along Monivong Blvd with total length of 7.5 km. With a flat fare of KHR 

1,500 (about USD 0.37, as exchange rate of February 2014), the average number of 

daily bus users was 1,546. The bus fare in 2014 was higher than that in 2001 due to 

the increased gasoline price and the users’ most acceptable fare level. In September 

2014, the bus service was extended, and the servicing route was expanded from one 

to three routes, with a total length of 51.5 km, using a total fleet of 43 buses. Since 

October 2014, a fare discount policy has been applied. The bus service is free for 

specific groups of bus users including students, children, and disabled people. With 

this fare policy, the average number of daily bus users for all three bus lines has 

enormously increased from about 2,500 to more than 6,000, but about 40.0% of them 

are free riders (CBA, 2020). Other routes have been increased over the next few years. 

The public bus services continue because the government showed a stronger support 

for public bus as necessary for the development of Phnom Penh. 
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Figure 17 Phnom Penh Bus Route Map 2020 

 
 
Source: Phnom Penh City Bus Authority (CBA, 2020) 

 

2.3.5 Current Situation of City Bus 

As of 2019, Phnom Penh public buses are run on 13 routes in the city, using a 

fleet of over 200 buses. The bus services are available from 5:30 to 20:30 daily. The 

bus headway ranges from 5 minutes to 20 minutes depending on bus operating routes. 

On average, approximately 30,000 passengers are using public buses daily among 

which up to 60% were identified as free passengers (CBA, 2020). 

 

Figure 18 Official Apps and Fare Collecting System for City Bus in Phnom Penh 

 

  

 

 

 

 

 

 

 
 

Source: City Bus Authority (CBA, 2020) 

StopsNearMe 
app 
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The fare for boarding public buses is KHR 1,500 (USD 0.37) per trip. This fare 

is flat, and passengers are required to buy a new ticket when transferring from one bus 

to the other. Passengers can pay by scanning QR code, scanning IC, or putting fare 

into the fare collecting box, available on board. During the early stage of the bus 

services, there were two persons on the bus – a driver and a ticket conductor who sold 

and validated the ticket and fare. Now, paying for the bus fare is automated via 

smartphone or IC, and only the driver onboard does validation of the fare or ticket. 

Figure 18 displays the fare collecting system and mobile apps for public bus 

services in Phnom Penh city. A free fare policy applies to particular groups of 

passengers. As of 2018, senior citizens who are over 70 years old, children under one-

meter tall, disabled persons, monks, teachers, students and factory workers (until 

September 2019) could travel free, upon confirmation of their identity with student 

cards, teacher cards or working cards. 

The public bus services have also been upgraded with mobile applications such 

as “StopsNearMe” and “City Bus Official” apps. The apps provide limited information 

about the bus stops, available routes, and the real-time locations of buses running in 

Phnom Penh. With one’s current location on a smartphone, he/she can easily decide 

which bus stop is the nearest and which bus lines to transfer to in order to arrive at a 

specific destination. 

 

2.3.6 Difficulties and Challenges 

 Several documents have reported insufficient infrastructure and facilities to 

support smooth operations of city bus services in Phnom Penh. For example, most of 

the bus stops are on roadsides that have been labelled as “Bus Stop” with lane 

markings and a station pole falls behind global standard (UNDP, 2021). Even later, 

more bus stops have been improved, providing them with shelters and seats, but are 

still inadequate with regard to convincing citizens of a widespread use especially for 

paying customers. There are no specific paratransit stations for intermodal 

passengers.  

According to Sum et al. (2019), it would require more than 200 buses with the 

headway of every 15 minutes to fulfil the demand for public bus services in the 

suburban areas. However, because suburban areas have lower population density, 

the bus service would run at a bigger loss if it provided longer rides to such less 

profitable places. 

Further, the buses are operated at a slow speed in the mixed traffic. The general 

traffic volume along Monivong Blvd has increased by more than 34% since 2000 and 

the average operating speed of the bus was also observed to decrease from 13.9 kph 

in 2001 to 9.9 kph in 2014 (JICA-UTMP 2035). 

Moreover, the walking environment as a means to access bus stops remains 

poor. Many sidewalks are occupied by parking cars and business activities along the 

city streets. 
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2.3.7 Public Bus Corridors 

 There had been a discussion by JICA and Phnom Penh City Administration 

(PPCA) about how to improve bus services in the city such as speed improvement. 

One of the strategies had been proposed to construct and use bus priority lanes. JICA 

and PPCA had completed converting a segment of bus route #4, between Central 

Market and Steung Meanhey intersection (about 5 km) prior to COVID-19 pandemic 

outbreak. Among all 13 operating bus routes, bus route #4 (4A, 4B, and 4C) had the 

highest number of passengers, more than 7,000 passengers per day. However, such 

crucial effort to launch operation has never been materialized up to present due to the 

suspended city bus operations in resulting from the pandemic disease. 
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CHAPTER 3 DATA COLLECTION, DERIVATION AND ANALYSIS 

FOR THE SUTI FRAMEWORK 
 

3.1 The Structure of SUTI Framework 

The Sustainable Urban Transport Indicator Framework (SUTI Framework) is an 

important, quantitative tool for the cities of the Asia-Pacific region to make comparison 

of their performance on sustainable urban transport systems and policies with peers. 

The instrument contributes to identify and set forth policies and strategies to enhance 

the urban transportation systems and devices. The framework is composed of 10 

indicators which cover systematic, economic, social, and environmental domains. The 

results from the SUTI assessment will help the transport sector, then toward the 

Sustainable Development Goals (SDGs). The ten SUTI are tabled below:  

 

Table 9 The 10 Sustainable Urban Transport Indicators 

Indicators Description 

1 Extent to which transport plans cover public transport, intermodal 

facilities and infrastructure for active modes 

2 Modal share of active and public transport in commuting 

3 Convenient access to public transport service 

4 Public transport quality and reliability 

5 Traffic fatalities per 100,000 inhabitants 

6 Affordability-travel costs as share of income 

7 Operational costs of the public transport system 

8 Investment in public transportation system 

9 Air quality  

10 Greenhouse gas emissions from transport 

Source: UNESCAP Guideline, 2020 

 

3.2 Data Collection and Derivation 

 The following demonstrate some discussions on data collection, derivation and 

analysis: 

 

INDICATOR 1: Extent to which transport plans cover public transport, intermodal 

facilities and infrastructure for active modes 

In order to produce the data for this indicator, there were 3 main master plans to be 

reviewed and analysed, namely (i) Phnom Penh Master Plan on Land Use 2035, (ii) 

Phnom Penh Sustainable City Plan 2018-2030, and (iii) Phnom Penh Urban Transport 
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Master Plan 2014-2035 (JICA-PPUTMP, 2035). The scores given on this part is mostly 

based on the information articulated in JICA-PPUTMP, 2035. 

A panel consisting of urban transport experts were assigned to go through, assess, 

and give scores reviewing the above 3 master plans, based on 4 aspects given by 

UNESCAP below. Currently, the panel members are working for the General 

Department of Land Transport (GDLT), the Ministry of Public Works and Transport. 

The panel members are: 

(1) Mr. Kak Yuthavonn, Deputy Chief Office, Land Transport Department and 

Assistant to Director General, GDLT 

(2) Mr. Y Song, Deputy Chief Office, Urban Public Transport Department and 

Assistant to Director General, GDLT 

(3) Mr. Kim Panhaseth, Official, Urban Public Transport Department 

(4) Mr. Chea Monykoran, Deputy Director, Land Transport Department and 

National Consultant on Urban Transportation 

The average of the given values by the panel are considered as the values of the 

coverage of the four aspects namely: (1) walking networks, (2) cycling networks, (3) 

intermodal transfer facilities, and (4) public transport modes in the Phnom Penh 

transportation plans and policies. According to CBA report (2020), some specific 

achievements in response to the goals and targets set out for short- and medium-term 

plan of the JICA-PPUTMP, 2035 are: 

• The improvement and instalment of 100 signalized intersections across 

Phnom Penh have been successfully competed since 2017 

• Some sections of sidewalks have been improved along the trunk roads 

including near the 100 signalized intersections upgrading project between 

2017-2018 

• JICA-PPUTMP, 2035’s target is set to complete 10 bus routes by 2020 

(medium term period), instead CBA has accomplished 13 bus routes in 

2020which is certainly beyond the target. 

• Moreover, just prior to Covid-19 disease breakout, CBA had completed the 

project of construction to launch one priority bus line which covers the route 

from Central Market to Stueng Meachey with the distance of more than 4 

km, as this line has the largest passengers, about 7000 passengers per day 

• And CBA completed the project of improvement of existing railway line from 

Central station to Phnom Penh international airport and water transport from 

Takmao (in the south) to Prek Pnov (in the north) 

Based on the review of the achievements above made by CBA, the scores can be 

provided as below: 
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Table 10 Scoring for Indicator 1 

Aspects Explanation Score 

1. Walking networks • 3 master plans have been set out with clear goals and 

targets, but no clear budget allocation and funding 

sources 

• Some sections of sidewalks have been improved along 

the trunk roads as well as the ones near the 100 

signalized intersections upgrading project between 

2017-2018 

 

2 

2. Cycling networks • Clear goals and target, but no obvious budget 

allocation and financing sources 

• Little attention has been paid toward cycling networks 

2 

3. Intermodal 

transfer facilities 

• Clear goals and target, but no obvious budget 

allocation and financing sources 

• Little attention has been paid 

2 

4. Public transport • 3 master plans with clear goals and targets, no clear 

budget allocating and funding sources 

• accomplished 13 bus routes in 2020 beyond the target 

• completed the construction and introduction of one 

priority bus line with 4-km distance 

• completed the improvement project of existing railway 

line and water transport 

3 

Total 
9 

Source: UNESCAP, 2020 

 

Table 11 Final derived value for Indicator 1 

Aspect  Value Year Comments 

Indicator 1 9 2020 The obtained value is hinged on 3 Phnom 

Penh Master Plans, particularly Phnom Penh 

Urban Transport Master Plan 2035. Scoring 

conducted by 4 staff of General Department of 

Land Transport. 

 

INDICATOR 2: Modal share of active and public transport in commuting 

According to UNESCAP (2020), investigating modal split is a useful indicator in 

providing for more sustainable urban transport solutions. Active and public transport 

modes may be considered as more sustainable transport compared to individual 

motorized transport. As such, the indicator focuses on increasing the share of these 

modes. The modal split is most critical for commuting, as this kind of travelling puts the 



ASSESSMENT OF URBAN TRANSPORT AND IMPACTS OF COVID-19 ON MOBILITY FOR PHNOM PENH CITY 

33 

 

most stress on the urban transport system and the environment. In consequence, the 

indicator has its focus on commuting. 

However, in Cambodia there is limited report on comprehensive modal split 

study or analysis, if existing, there are various methods and purposes. However, a 

UNDP report on Transforming Urban Mobility in Phnom Penh (2021) has shown the 

traffic count surveys recently conducted on Russian Federation Blvd and National 

Road No. 6 in Phnom Penh to make comparison between the one conducted by JICA’s 

study in mid-2012 and another one conducted by the UNDP study in end-2019, 

concentrating on vehicles passing the survey locations, not people, and the trip 

purposes were mixed such as trips for education, office, commerce, and others. 

The estimated travel demand for 2020 was calculated from the UNDP report 

(2021). All the modes were categorized into 3 sections, as defined in the SUTI 

guideline by UNESCAP (UNESCAP, 2020). The percentage of modal share was 

calculated from the grand total of all categories. 

The UNDP survey result revealed the end-2019 traffic count surveys with traffic 

volume of 135,400 vehicles at the location of Russian Blvd and 54,838 vehicles at the 

location of national road 6. 

 

Table 12 Travel modes 

Travel 

mode/trip 

purpose 

Mode share (%) on 

Russian Blvd 

Mode share (%) on 

National Road No.6 

Average mode share 

between the two locations 

(%) 

Motorcycle 62.6 57.4 60 

Passenger 

car 

22.4 29.4 25.9 

Bajaj 11 8.2 9.6 

Remork 2.8 2.8 2.8 

Minibus/bus 1.00 2.1 1.55 

Others 0.2 0.1 0.15 

Source: Derived from UNDP report (2021) 

 

Due to the constraint of the data obtaining, this present paper would choose to 

get the data shown in 2019 above to derive value for indicator 2. This assessment uses 

the average between the two locations of surveys in 2019 in Phnom Penh city. 

Another challenge in utilizing the assumed calculation is that active 

transportation modes were not included which can be presumably claimed as a 

drawback by the study team. However, as illustrated in the previous chapters, the city 

people prefer using their own motorcycles or even motorized vehicles, even for short 

trips resulting from sidewalk facilities or roadsides occupied illegally by cars and street 

vending activities to avoid possible traffic accidents due to roadway uses. As such, the 

figure of non-motorized transport modes is insignificant and can be negligible as they 

(walking and bicycling) are so few in Phnom Penh. 
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Table 13 Mode share of active and public transport in commuting 

PURPOSE COMMUTING (Education 

and Work) 

LEISURE, 

BUSINESS, AND 

OTHERS 

MODE Modal Share Subtotals   

a. Scheduled bus and minibus 1.55    

b. Train, metro, tram 00    

c. Ferry 00    

d. Informal Public Transport (Fixed 

route, fare, access to all) 

0000    

e. Other public 00    

f.    Public Transport   1.55   

g. Walking 00    

h. Bicycle 00    

i. Active Transport  00   

J.   Motorcycle 60    

K.  Passenger car 25.90    

L.  Paratransit, taxi, truck, and others 12.45    

M. Individual motorized  98.35   

N. Total   100.00   

O. Public and Active  1.55   

Q. Modal Share of Active and Public 

Transport (%) 

 1.55%   

  

 Additionally, JICA team who conducted study for JICA-PPUTMP 2035 project 

confirmed that the average number of trips per person per day in Phnom Penh was 

estimated to be 2.041 and this figure took into accounts all trips but excluded soft 

modes (JICA, 2014). Meanwhile, UNDP (2021) found out that the total trips of 

2,189,640 population in Phnom Penh was 1,879,000,000 trips in 2019. This means 

that the trips per person per day was 2.35. These figures are in line with YUTRA’s 

confirmation that the average trip rate in most of the Asian nation cities ranges from 

2.0 to 2.5. 

 Meanwhile, the trip share of city bus in the table above was 1.55% of total trips 

in 2019 in Phnom Penh. At the same, the Project for Improvement of Public Bus 

Operation in Phnom Penh (PiBO) of CBA and JICA experts has set forth to reach the 

goal of 2%- modal share or about 70,000 bus riders to be realized a day. Based on 

these two figures (city bus trip share=1.55% and the set goal of 2% of PiBO), it may 

be hypothesised that the trip share of the city bus, equivalent to 1.55% was justifiable.  

 However, as guided by the UNESCAP (2020), indicator 2’s normalized values in 

minimum are 10 and maximum is 90. Accordingly, the value of indicator 2 is assumed 

to be 11 to make its value within the acceptable range. 
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Table 14 Final value of indicator 2 

Indicator Value Year Comments 

Modal share of active and 

public transport in commuting 

(%) 

11 2019 

Derived from UNDP report, 

2021 

 

INDICATOR 3: Convenient access to public transport service. 

Access to public transport service is a key requirement for equitable access in 

a sustainable city. Convenient access to sustainable transport modes is the main 

indicator adopted by the United Nations Social and Economic Council and the United 

Nations Statistical Commission for monitoring SDG target 11.2: “By 2030, provide 

access to safe, affordable, and sustainable transport systems for all”. Proportion of the 

population that has convenient access to public transport, defined as living 500 meters 

or less from a public transport stop with minimum 20-minute service. Public transport 

is a shared passenger transport service available to the general public, excluding taxis, 

carpools, hired buses, and paratransit. 

In deriving the value of indicator 3, convenient access to public transport 

services in Phnom Penh, was first to get the number of bus stops. The annual CBA 

report (2020) displayed 625 bus stops in total across Phnom Penh city, of which there 

were 177 with shelters. Meanwhile, the annual report of PPCA (2020) showed that 

there were 2,189,640 population and the population density was 3,224 persons per 

square kilometre (PPCA, 2020). 

 

Table 15 The value of indicator 3 

Number of Bus stop/ 

shelters (total stops in 

PP) 

Coverage area 

within 500 m radius 

(km2) 

Population 

density 

(inhabitants/km2) 

Inhabitants in 

PP 

625 491 3,075 1,582,984 

Total population   2,189,640 

% Within 500 m 

buffers 

  
72.3% 

 

Table 16 Final Value for Indicator 3 

Indicator 3 Value Year Comments 

Convenient access to 

public transport services 
72.3% 2020 

The data is based on the information 

during meeting with CBA in 2021. 

 

INDICATOR 4: Public transport quality and reliability 

Providing high quality service in urban public transport is significant for attracting 

passengers and limiting individual motorized transport in the long term. High share in 

public transport modes supports urban sustainability including the economy. 
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Both objective and subjective indicators can be used to measure public 

transport quality and reliability. The user’s positive subjective experience of the service 

is critical for people’s desire to choose public transport. Monitoring the subjective user 

satisfaction is therefore becoming a widespread approach among urban public 

transport companies in the world using satisfaction surveys. Reliability and 

predictability are important aspects of the perceived quality of the public transport. 

UNESACP (2021) defines indicator 4 as the degree to which passengers of the 

public transport system are satisfied with the quality of service while using the different 

modes of public transport. Also, UNESCAP refers the public transport quality and 

reliability as the aspects of frequency of the service, punctuality, comfort and 

cleanliness, safety of vehicles, convenient location of bus stops, information 

availability, personal courtesy, and fare level. The percentage of commuter’s overall 

satisfaction concerning all these dimensions would showcase the degree of reliability 

and quality of public transports in Phnom Penh capital. 

To get the final value to be embedded for the SUTI framework assessment, the 

present study used the result of the empirical survey online conducted in June 2021, 

using the questionnaire as guided by UNESCAP. The 480 respondents’ ages ranged 

from 15 to 60 years.  There are 3 main reasons that the survey for Phnom Penh city 

bus services was conducted online: (i) it was due to the prolonged Covid-19 disease 

and in respects to the government restriction measures; (ii) the city bus service and 

operation were closed due to the  severe conditions of COVID-19 pandemic in Phnom 

Penh and comply adherently with the government regulations and measures  and (iii) 

there were lack of previous survey results which were close to the UNESCAP’s 

guideline in terms of dimensions due to different purposes. 

 

Table 17 User perception survey 

Dimension 

Dissatisfied Neither Satisfied 

RESP 
AVS 

score 

SATISF 

(%) 
Very   Partly Nor Partly   Very 

1 2 3 4 5 6 7 

Frequency of the 

service 
74 84 80 62 102 68 10 480 3.58 37.5 

Punctuality (delay) 101 74 89 67 84 50 15 480 3.35 31.04 

Comfort and 

cleanliness of 

vehicles 

23 35 62 71 89 126 74 480 4.75 60.2 

Safety of vehicles 15 27 59 101 80 129 69 480 4.8 57.91 

Convenience of 

stops/stations 
32 51 77 69 150 98 3 480 4.16 52.29 

Availability of 

information 
21 40 35 52 181 145 6 480 4.64 69.16 

Personnel courtesy 100 65 72 33 89 97 24 480 3.26 43.75 

Fare level 46 74 38 87 124 90 21 480 4.1 48.95 

Responses 412 450 512 542 899 803 222 3,840 4.08 50.1 
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The table above shows that the aspects of punctuality got the lowest percentage 

(31.04%) and followed by the frequency of service (37.5%). This is in line with the 

confirmation by the CBA during the meeting, as the poor road network, illegal roadside 

occupation, illegal parking on road shoulders, bad behaviour of road users, and many 

more bring on congestions which made the city bus delay and could not adhere to the 

set timeline or roster headway. All these are usually complained by bus users. As a 

result, city people do not have higher reliability on the city bus in terms of its punctuality 

and service frequency. 

The table also illustrates the highest score, availability of information (69.16%). 

It is coincided with the progressive reports of JICA (2019) and annual CBA (2019) that 

CBA with the assistance from JICA the public bus services have been upgraded with 

mobile applications such as “StopsNearMe” and “City Bus Official” apps. The apps 

provide the information about the bus stops, available routes, and the real-time 

locations of buses moving on streets in Phnom Penh city. With one’s current location 

on a smartphone, a bus user can easily decide which bus stop is the nearest and which 

bus lines to transfer to in order to arrive at a desired destination. Regarding the aspect 

of comfort and cleanliness of vehicles (60.2%), the score reflected the report of CBA 

that the Chinese and Japanese governments donated brand new buses of 181 and 80 

respectively in 2018. These new buses have contributed to improving the public 

transport service and expanding its network. 

Moreover, on May 2018, JICA/CBA conducted a survey to gain public 

perception and customer satisfaction on city bus service aimed to design strategic 

action plans and policies for city bus service improvements. 600 respondents (300 on-

board/ at bus stops and 300 at markets, schools, public offices, and private firms) were 

selected to give scores for 14 aspects on a Likert scale ranging between 1 and 4, which 

1 was referred as poor; 2 was fair; 3 was good; and 4 was excellent. As the limited 

information regarding the JICA/CBA survey, the present assessment used the final 

scores, then averaged them and finally converted the averaged into percentages to 

compare with the current survey as suggested by UNESCAP. The 14 aspects will be 

demonstrated in the table below. 

 

Table 18 Results of public perception and customer satisfaction 

No. Dimension 

On-

board 

Public 

places average converted to % 

1 payment method 2.78 2.12 2.45 61.25 

2 transfer 2.07 1.76 1.92 47.88 

3 cleanliness 2.8 2.52 2.66 66.50 

4 appearance 2.9 2.82 2.86 71.50 

5 Vehicle 2.69 2.76 2.73 68.13 

6 Information 2.18 1.57 1.88 46.88 

7 Stop condition 1.77 1.42 1.60 39.88 

8 Stop location 2.15 1.94 2.05 51.13 

9 Courtesy 2.69 2.34 2.52 62.88 
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10 Comfort 2.87 2.58 2.73 68.13 

11 Speed 2.58 2.14 2.36 59.00 

12 Frequency 2.23 1.77 2.00 50.00 

13 

Reliability 

(schedule) 
2.14 1.75 1.95 48.63 

14 Route 2.16 1.91 2.04 50.88 

 Responses   2.11 52.84 

Source: Derived from JICA/CBA survey for city bus satisfaction 

 

By comparing the results of the 2 different surveys, it can be concluded that the 

final scores on overall responses are very similar; the final score of the present study 

was 50.1%, meanwhile the final score of the JICA/CBA was 52.84%. However, the 

present paper uses the present survey result conducted by the team as follows: 

 

Table 19 Final Score for Indicator 4 

Indicator 4 Value Year Comments 

Public Transport Quality 

and Reliability (%) 50.1 2020 

based on the survey conducted online in 

June 2021 by the assessment team using 

UNESCAP guideline. 

 

INDICATOR 5: Traffic facilities per 100,000 inhabitants 

 National Road Safety Committee (NRSC) has been jointly created by the Ministry 

of Public Works and Transport, the Ministry of Interior, and the Ministry of Health, with 

technical and financial support of Handicap International (HI). NRSC is chaired by 

Samdech Krolahom Sar Kheng, Deputy Prime Minister, Minister of Interior, and Vice 

Chaired by H.E. Sun Chanthol, Senior Minister, Minister of Public Works and Transport 

(MPWT). The General Department of Land Transport of MPWT is the secretariat of the 

NRSC. 

 The objectives of NRSC are to: (i) provide education and awareness; (ii) 

strengthen road traffic laws and regulations; (iii) take care of vulnerable road users; (iv) 

strengthen road safety engineering; (v) strengthen effectiveness of first aid and 

emergency medical services; (vi) strengthen driver training, vehicle inspection, and 

registration; (vii) strengthen data management and road crush research; and (viii) 

strengthen management of passengers and goods transport services. 

 

Table 20 The number of casualties by transport type and year 

Number  of 

casualties 

by 

transport 

type  

2018 

Tota

l 

2019 

Fatalit

y 

Seriou

s 

Injury 

Sligh

t 

Injur

y 

No 

injur

y 

Unknow

n 

Fatalit

y 

Seriou

s 

Injury 

Sligh

t 

Injur

y 

No 

injur

y 

Unknow

n 

Motorbike 207 581 467 3 5 1263 294 856 572 4 1726 

Bicycle 4 7 27 0 0 38 3 8 22 0 33 

Tricycle 0 0 1 0 0 1 0 0 0 0 0 
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Motor 

tricycle 

1 15 23 0 0 39 5 33 33 0 71 

Passenger 

vehicle 

7 35 26 1 2 71 11 48 42 0 101 

Goods 

vehicle 

5 17 5 0 0 27 7 10 4 0 21 

Agricultura

l vehicle 

0 1 2 0 0 3 3 1 1 0 5 

Pedestrian 14 27 151 2 1 195 32 49 122 0 203 

Other 1 0 0 0 0 1 1 1 2 0 4 

Unknown 0 3 14 0 0 17 0 1 8 0 9 

Total 239 686 716 6 8 1655 356 1007 806 4 2173 

Source: National Road Safety Committee (2020) 

 

The table below depicts the data of traffic accidents taken place in Phnom Penh 

in 2018 and 2019 compiled by NRSC. It shows that the traffic accidents occurred 670 

cases and 1,170 cases in 2018 and 2019 respectively, which increased 500 cases 

(74.62%). Of the 670 cases in 2018 caused 1,655 accidents in total, resulting in 239 

fatalities. As for 2019, of the cases of 1,170 brought on traffic accidents of 2,173, 

resulting in 356 fatalities. In short, the total traffic accidents impacted people of 1,655 

in 2018 and of 2,173 in 2019 which increased 31.29 % between the two years. 

 

Table 21 The data of traffic accidents in Phnom Penh in 2018 and 2019 

Number of Casualties by 

years 

2018 2019 Change (%) 

Cases 670 1170 74.62% 

Fatality 239 356 48.95% 

Serious injury 686 1007 46.79% 

Slight injury 716 806 12.56% 

No injury 6 4 -33.33% 

Unknown 8 0 -100% 

Total 1,655 2,173 31.29% 

Source: National Road Safety Committee (NRSC. 2020) 

 

The present study uses year 2019. According to the above table, the traffic 

accidents were 1,170 which impacted 2,173 road users, of which brought on fatalities 

of 356 people. Meanwhile, the population in Phnom Penh in 2019 was 2,129,371. The 

fatality rate within 100,000 population can be derived from the following formula: 

FRi = (Fi x100,000) / Ii 

Where: 

FRi – the fatality rate per 100,000 inhabitants in year i 

Fi – the number of total fatalities in year I (356) 

Ii - the number of total inhabitants in year i (2,129,371) 

Fatalities 356  

Inhabitants  2,129,371 

Fatalities/100,000 inhabitants ≈ 17  
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 However, due to the guideline of UNESCAP (2020), the value of indicator 5 

ranges between 10 (minimum) and 0 (maximum), therefore this present assessment 

decides to take the value of 10 to make the score within the acceptable range. 

 

Table 22 Final value of indicator 5 

Indictor 5 Value Year Comments 

Traffic fatalities per 

100,000 in 

habitants 

9 2019 Based on the data of NRSC in 2019 

and UNESCAP guideline 2020. 

 

INDICATOR 6: Affordability-travel costs as part of income 

It can be commonly understood that studying the affordability of transport 

services, fare system, is indispensable when formulating any public transport policy 

and strategies. Particularly, in developing world, well monitoring and comprehending 

public transport cost or expenditure patterns are very crucial as they can make policy 

makers and strategists develop and implement more effective and efficient transport 

strategies which are more responded to low-income and mobility-constrained people. 

According to CBA (2021), prior to the explosion of Covid-19 disease, generally 

a Phnom Penh citizen commuted 2 trips a day with the city bus. In similarity, JICA team 

who conducted study for JICA-PPUTMP 2035 project confirmed that the average 

number of trips per person per day in Phnom Penh was estimated to be 2.041 and this 

figure took into accounts all trips but excluded soft modes (JICA, 2014). Moreover, 

some studies and experience from various countries, in particular from YUTRA of 

Myanmar confirms that the average trip rate in most of the Asian nation cities ranges 

from 2.0 to 2.5. This figure suggests that the mobility of people in Phnom Penh stays 

on the lower end of the spectrum.  

Meanwhile, CBA raises out that the flat fare of Phnom Penh city bus is KHR 

1,500 or USD 0.37 (as of 2019). At the same time, according to the ministerial circular 

No. 465 of the Ministry of Labour and Vocation Training of Cambodia in 2019, the 

minimum salary for Cambodian workers was 182 US dollars (rate: USD 1= KHR 

4,100).  Therefore, indicator 6 can be calculated as follows: 

 The cost on a single trip in 2019 was USD 0.37, and a person took 2 trips a day 

s illustrated above. Consequently, monthly transport costs per bus user in 2019 was 

USD 22.2. 

 

Table 23 Cost of public transportation in 2019 

 Description Amount 

Monthly cost on public transport (USD) 22.2 

Minimum wage, 2019 (USD) 182 

Affordability – travel costs as part of income (%) 12.20 

(Exchange rate was KHR 4,100 per USD 1) 
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Table 24 Final value of indicator 6 

Indicator Value Year Comments 

Affordability travel cost as 

part of income 

12.20 2019 The derivation was based on CBA 

report and Ministry of Labour and 

Vocational Training. 

 

INDICATOR 7: Operational costs of the public transport system 

The operational costs of the public transport system are crucial for the ability of 

a city to provide affordable, efficient and competitive support services. The operational 

costs are compared to the revenue generated from fares to reflect the financial 

sustainability of the public transport service. This indicator relates the provision of 

access to safe, affordable, accessible, and sustainable transport system for all as set 

in SDG target 11.2 (UNESCAP, 2020).  

The ratio of fare revenue to operating costs for public transport systems is called 

Fare Box Ratio.  

The Project Monitoring Sheet of the Project for Improvement of Public Bus 

Operation in Phnom Penh (PiBO), version 4 (term: January 2019-May 2019) of JICA 

revealed CBA’s annual fare revenue of KHR 4,202 million (approximately USD 

1,024,788) and annual operational expense of KHR 31,677 million (approximately USD 

7,726,097.56) in 2018 (conversion rate at KHR 4,100 per USD 1 as of 2020).  

In addition, it is important to take note that the annual report of Phnom Penh 

Capital Administration for 2019 (2019 PPCA Report) showed total 8,265,107 

passengers of which 2,790,433 were ticket-paying passengers and 5,474,674 were 

non-payment/free passengers. So, the rate of fare-paying passengers was only 

33.76% of total passengers. The no-paying/free passengers are passengers who are 

differently abled users, aged users, students, monks, and factory workers as instructed 

by the head of the government. When the number of paying passengers converted into 

amount at USD 0.37 fare per single trip, the amount is very close to the fare revenue 

as reported in the project monitoring sheet above. However, it is to be notified that the 

2019 PPCA report did not reveal the annual operational cost. 

Therefore, this present assessment utilizes the data from the progressive report 

of PiBO project. Moreover, there is only one city bus available operated in Phnom Penh 

city, consequently the market share can be assumed to be 100%. 

 

Table 25 Fare box ratio - indicator 7 

Service Market shares  

(%) 

Revenues Transport Operating 

Expenses 

Fare box 

ratio 

CBA 100% USD 

1,024,788 

USD 7,726,097.56 13.26% 

(Conversion rate at USD 1= KHR 4,100) 
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However, as guided by the UNESCAP (2020), indicator 7’s normalized values 

in minimum are 22 and maximum is 100. Accordingly, the value of indicator 7 is 

assumed to be 23 to make its value within the acceptable range. 

 

Table 26 Final Value for Indicator 7 

Indicator Value Year Comments 

Operational costs of the 

public transport system (%) 

 

23 2018 
Based on the data of PiBO project 

of JICA/CBA in 2018 

 

INDICATOR 8: Investment in public transport systems 

 Investment in public transport is a relevant indicator to monitor efforts to promote 

sustainable urban mobility and help shift passengers from individual to public modes. 

In general, it is considered more sustainable to direct investment towards public 

transport rather than incremental extensions of the road network for individual 

transport. 

 According to Cambodia’s Finance Laws from 2017 through 2020, the Royal 

Government of Cambodia allocated the national budgets for the sector of public works 

and transport with the capital amounts of USD 493.39 million, USD 505.57 million, USD 

513 million, and USD 568 million for 2017, 2018, 2019 and 2020, respectively at the 

annual average growth rate of about 5 % in consistence with annual average growth 

rate of GDP at around 7%.   

 Concerning the annual investment amounts for the public transport facilities in 

Phnom Penh, there is no source to obtain the data and even CBA, itself, does not have 

any clue for the information. However, CBA management team, in the meeting with the 

present study team, confirmed that it followed the targets as set out in the JICA-

PPUTMP 2035. As such, the current study decided to opt the estimated costs on public 

transport facilities project plans from the JICA-PPUTMP 2035. Based on this, the total 

project cost of the 2035 plan for the next 22 years is about USD 4,564 million. Of this 

amount, 2,470 million USD (54%), 2,041 million USD (45%), and 53 million USD (1%) 

are earmarked for public transport facilities, road, and traffic management sector, 

respectively. Therefore, this annual average amount reserved for public transport 

facilities in Phnom Penh from 2017 through 2020 is about USD 112 million.  

 

Table 27 Annual investment for public transport facilities in Phnom Penh 

Investments in (in million 

USD) 
2017 2018 2019 2020 Average 

Public transport facilities 112 112 112 112 112 

Public works and Transport 

nationwide 

 

493.39 

 

505.57 

 

513 568 520 
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Share (%) 22.7% 22.15% 21.83% 19.71% 21.53% 

(Conversion rate of US $1 is equal to 4100 Khmer riels) 

 

Table 28 Final value for indicator 8 

Indicator Value Year Comments 

Investment in public 

transport systems 21.53% 
2017-

2020 

Based on the JICA-PPUTMP 2035 

and the Ministry of Economy and 

Finance 

 

INDICATOR 9: Air quality (PM10 or PM2.5) 

 Air pollution including particulate matter (PM) poses health risks for humans. 

More than 80% of people living in urban areas that monitor air pollution are exposed 

to air quality levels that exceed the WHO limit values (UNESCAP, 2020). 

 PM has been adopted by the United Nations Social and Economic Council and 

the UN Statistical Commission as an indicator to monitor SDG Target 11.6 “By 2030, 

reduce the adverse per capita environment impact of cities, including by paying special 

attention to air quality and municipal and other waste management”.  

 Traffic is a major source of air pollution in cities causing significant health 

problems as well as impairing visibility and affecting ecosystems and agriculture. Motor 

vehicles are among the main contributors to PM pollution. 

 The UN Habitat mentions PM concentration as a useful indicator for estimating 

effects of sustainable transport policies in cities. 

 Air pollution comprises a range of components including particulate matter. The 

smaller the particulates are, the greater the risk for human health. The World Health 

Organization (WHO) has defined air quality standards for two sizes of particulate 

matter to indicate levels of potential health risks. PM10 contains particulates with 

diameter up to 10 micrometres and PM2.5 has particulates with diameter up to 2 

micrometres. The WHO limits the values of PM as follows: 

PM2.5: 10 µg/m3 annual mean and 25 µg/m3 24-hour mean 

PM10: 20 µg/m3 annual mean and 50 µg/m3 24-hour mean 

The limits are differentiated between short term (24-hour mean) and long term 

(annual mean). According to WHO, the annual mean concentration is the best indicator 

for PM-related health effects. The concentration of particulate matter is continuously 

monitored at stations in many cities around the world including Cambodia. The 

measurements are compared to the standards to assess the risks for human health 

and if necessary. 

Indicator 9 is based on monitoring of the annual mean concentration of PM10 

in cities. Before only PM10 was monitored. Over the last decade or so attention has 

shifted more towards monitoring PM2.5 due to its more significant health relation. 

However, both components are considered indicative of health risks, and there are still 

more monitoring stations reporting PM10 concentrations than PM2.5. 
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In Phnom Penh Capital City of Cambodia, the Ministry of Environment has only 

PM2.5 in their annual reports for 2019. According to the UNESCAP Guideline (2020), 

concentrations of PM2.5 and PM10 are highly correlated.  

Figure 19 Air Quality (PM2.5) at all 13 Monitoring Stations in Phnom Penh in 2019 

 
Source: Ministry of Environment, Cambodia (2019) 

 

 The above table depicts the PM2.5 values from 13 air quality monitoring stations 

in various locations across Phnom Penh. The values of PM2.5 range from 15 (lowest) 

to 45 (highest). However, UNESCAP requires PM10, hence conversion factor is 

needed. On the other hand, as confirmed by UNESCAP, conversion factor is different 

due to specific countries and characteristics of them. This is also echoed by Dr. Kok 

Sothea, lecturer at the Environment Department of Royal University of Phnom Penh. 

According to Dr. Kok Sothea, the conversion factor for developing countries is 0.50. 

Therefore, this present study uses the conversion factor of 0.50 for calculation of PM10 

for indicator 9 in Phnom Penh. 

 As reported by Dr. Kok Sothea, the formula for conversion of PM2.5 to PM10 is: 

PM2.5 = Conversion Factor x PM10; therefore, PM10 = PM2.5 / Conversion Factor 

Where: Conversion Factor in the present study is 0.50 as recommended by Dr. Kok 

Sothea.  

Pursuant to figure 19 and the formula above, the annual mean of PM10 (µg/m3) for 

year 2019 can be derived as below: 

 

Table 29 Annual mean of PM2.5 in 2019 

Annual mean of PM2.5 in 

2019 (µg/m3) 
Conversion factor 

Annual mean of PM10 in 

2019 (µg/m3) 
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23 0.5 46 

21 0.5 42 

15 0.5 30 

25 0.5 50 

19 0.5 38 

24 0.5 48 

21 0.5 42 

45 0.5 90 

20 0.5 40 

19 0.5 38 

Annual Average 47.08 

 

Location Annual mean PM10 
Total city 

population 

Phnom Penh 47.08 2,189,640 (2019) 

Population weighted 

concentration 
47.08 

 

Table 30 Final value for indicator 9 

Indicator Value Year Comments 

Air Quality (PM10) 

47.08 2019 

Based on the Ministry of 

Environment of 

Cambodia and PPCA. 

 

INDICATOR 10: Greenhouse gas emissions (CO2eq tons/year) 

CO2 emissions from transport sector are an essential part of greenhouse gases 

which results in global warming and climate change. 

Man-made emissions and other greenhouse gasses are causing global 

warming and climate change. Transport shares worldwide around one quarter of the 

global energy related CO2 emissions. A major proportion of this contribution is emitted 

in cities. 

The greenhouse gas emissions of indicator 10 refers to CO2 equivalent 

emissions from transport by urban residents per annum per capita (ton CO2 equivalent 

emitted/capita/year). 

As of 2020, the number of vehicles registered in Cambodia in total is 5,718,650 

of this number, there are 2,403,495 registered vehicles in Phnom Penh, which is 

around 42% of total registered vehicles across the country (MPWT, 2021). 

 Meanwhile, in accordance with the National Energy Efficiency Policy 2021-2030 

(MME, 2021), in 2018, transport sector in Cambodia consumed fuel energy of 1,910 

Ktoe (Kiloton of Oil Equivalent) which is approximately 27% of total consumption in the 

country. However, the figure did not reflect different types of fuel. Moreover, due to 

Open Development Cambodia (ODC), Cambodian people have been utilizing fuels as 
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an important source for transportation and the fuels consumed are gasoline and diesel 

in majority.   

 For simplification of deriving indicator 9, the study team do calculation as below: 

(1) Total energy consumption in oil equivalent in 2019 = 1,910 ktoe = 1,910,100 toe  

= 14,000,300 barrels = 2,226,047,700 litres 

Where: 

1 ktoe = 1000 toe 

1 toe = 7.33 barrels 

1 barrel = 159 litre 

(2) Since there is no figure or source of the separated amounts of gasoline and 

diesel fuels available from the National Energy Efficiency Policy 2021-2030, this 

present study chose to average the CO2 emission factor between the gasoline 

as the following: 

1 litre of gasoline = 2.272 kg/l of co2 

1 litre of diesel = 2.676 kg/l of co2 

As such, the average CO2 emission factor is 2.474 kg/l of CO2 

([(2.272+2.676)/2]) 

Then, the total amount of CO2 emissions from land transport sector in 2019 across the 

country = (2.474 kg/l x 2,226,047,700 litres) = 5,507,242,010 kg /year or 5,507,242 

CO2 tons / year 

(3) As the density of motorized vehicle population in Phnom Penh city is much large 

compared other provinces/cities nationwide, so the weighted method is 

recommended to be applied in order to ensure justification in the present 

assessment as below: 

Motor vehicle population nationwide in 2019 = 5,718,650 

Motor vehicle population in Phnom Penh in 2019 = 2,403,495 (about 42% of 

total vehicles registered across the country) 

Therefore, the amount of CO2 emissions from the motor vehicles in Phnom 

Penh in 2019 was [5,507,242 CO2 tons x 42%] = 2,313,042 tons of CO2/ year 

(4) At the same time, in 2019, there were 1,189,640 population in Phnom Penh. 

Consequently, CO2 emissions per capita in 2019 in Phnom Penh was 1.94 tons 

of CO2. 

 

Table 31 Final value for indicator 10 

Indicator Value Year Comments 

CO2 emissions 

for transport 

(CO2 

emission/capita) 

1.94 2019 

Based on the data from the ministries of 

Mines and Energy and Public Works and 

Transport (2019) 
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3.3 SUTI Result 

 The SUTI score for Phnom Penh capital city is determined by the geometric mean 

of the given 10 indicators as illustrated above. The final result scored 32.88. The 

summary of SUTI score is depicted in table 32. 

Table 32 The SUTI Score for Phnom Penh capital city 

Nos. Indicators 
Natural 

Units 
Weights 

Range 
Input 

Value 
Normalization 

Min. Max. Phnom 

Penh 

1 Extent to which 

transport plans 

cover public 

transport, 

intermodal 

facilities and 

infrastructure 

for active 

modes 

0 - 16 

scale 
0.1 0 16 9 56.25 

2 Modal share of 

active and 

public transport 

in commuting 

% of trips 0.1 10 90 11 10 

3 Convenient 

access to public 

transport 

service 

% of 

population 
0.1 20 100 72.3 65.38 

4 Public transport 

quality and 

reliability 

% satisfied 0.1 30 95 50.1 30.92 

5 Traffic fatalities 

per 100.000 

inhabitants 

Number of 

fatalities 
0.1 10 0 9 10 

6 Affordability – 

travel costs as 

share of income 

% of 

income 
0.1 35 3.5 12.2 73.02 

7 Operational 

costs of the 

public transport 

system 

Cost 

recovery 

ratio 

0.1 22 175 23 22.00 

8 Investment in 

public 

transportation 

systems 

% of total 

investment 
0.1 0 50 21.53 44 

9 Air quality 

(pm10) 
μg/m3 0.1 75 10 47.08 73.57 
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10 Greenhouse 

gas emissions 

from transport 

Tons/cap 0.1 2.75 0 1.94 30.91 

 
MUST SUM TO 1 1.0 

Result 

Geometric Mean 
33.60 

 

Figure 20 Spider diagram for Phnom Penh 

 
  

Based on table 32 and figure 20 above, the overall score of SUTI framework 

using geometric method was 33.60. This score is quite low and reflected the 

performance of existing public urban transport system in Phnom Penh. 

 Regarding individual indicators within the framework, indicators 2 and 5 shared 

the values and they were given the lowest score (10) among the peers. This is 

consistent with the target planned in the JICA-UTMP 2035 and the figures shown in 

the annual report of National Road Safety Committee (NRSC). Then, they were 

followed by indicator 7 (22) and indicator 4 (30.92). These were in parallel with the 

annual reports of CBA and JICA. 

 Meanwhile, the highest score went to indicator 9 (73.57) and followed by indicator 

6 (73.02). Then, indicator 9 was 65.38. 
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CHAPTER 4 SUTI RESULTS AND INTERPRETATIONS 
 

4.1 SUTI Scores and Interpretations 

 The SUTI score for Phnom Penh capital city is determined by the geometric 

mean of the given 10 indicators as illustrated in chapter 5. The score is 43.02. The 

summary of SUTI score is shown in table 33. 

 

Table 33 The SUTI Score for Phnom Penh capital city 

Nos. Indicators 
Natural 

Units 
Weights 

Range 
Input 

Value 
Normalization 

Min. Max. Phnom 

Penh 

1 Extent to which 

transport plans 

cover public 

transport, 

intermodal 

facilities and 

infrastructure 

for active 

modes 

0 - 16 

scale 
0.1 0 16 9 56.25 

2 Modal share of 

active and 

public transport 

in commuting 

% of trips 0.1 10 90 11 10 

3 Convenient 

access to public 

transport 

service 

% of 

population 
0.1 20 100 72.3 65.38 

4 Public transport 

quality and 

reliability 

% satisfied 0.1 30 95 50.1 30.92 

5 Traffic fatalities 

per 100.000 

inhabitants 

Number of 

fatalities 
0.1 10 0 9 10 

6 Affordability – 

travel costs as 

share of income 

% of 

income 
0.1 35 3.5 12.2 73.02 

7 Operational 

costs of the 

public transport 

system 

Cost 

recovery 

ratio 

0.1 22 175 23 22.00 
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8 Investment in 

public 

transportation 

systems 

% of total 

investment 
0.1 0 50 21.53 44 

9 Air quality 

(pm10) 
μg/m3 0.1 75 10 47.08 73.57 

10 Greenhouse 

gas emissions 

from transport 

Tons/cap 0.1 2.75 0 1.94 30.91 

 
MUST SUM TO 1 1.0 

Result 

Geometric Mean 
33.60 

 

As revealed in the table above, the  geometric mean of normalized SUTI values 

is 33.6. This value is deemed below the average. However, if compared to other 

countries’ cities in the region it can be considered lower than moderate. However, in 

reality such low value did not necessarily attribute to the CBA performance alone, 

indeed it was definitely resulted from various organizations and stakeholders as clearly 

illustrated in terms of 10 SUTI indicators in the present assessment. Even though, it 

certainly reflected the common efforts and commitments of CBA, relevant 

organizations and stakeholders who have made over the last 5 years in developing 

and improving public urban transport system in the city. 

In overall, based on the table and spider diagram, there are 4 indicators having 

the normalized values over average, such as indicator 9 (73.57), indicator 6 (73.02), 

indicator 3 (65.38), and indicator 1 (56.25). Meanwhile, there are 6 indicators carrying 

the normalized scores below mean value, namely indicator 2 (10), indicator 5 (10), 

indicator 7 (22), indicator 10 (30.91), indicator 4 (30.92), and indicator 8 (44). 

Concerning the highest normalized values of SUTI, indicator 5 got the highest 

score (74.29) which showed the efforts by relevant organizations to mitigate the fatality 

rate of traffic accidents using various tools and measures such street and transport 

facility improvement and awareness outreach campaigns. The second highest is 

indicator 9 (air quality) which is reflected the air quality in Cambodia is less serious 

compared to its neighbouring countries. Meanwhile, the areas which caused concerns 

and needed to be strongly improved are indicator 2 and indicator 7. As discussed in 

the previous chapters, public transport services in general have not fulfilled and 

satisfied the city population as it has not had the on-the street priority for bus operation, 

and this can result in poor performance in terms of punctuality and reliability. Similarly, 

in regard with indicator 9, as raised in the previous chapters the number of bus 

ridership without fare payment exceeded the number of bus ridership with fare 

payment. Consequently, box ratio is very small. 
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Spider Diagram: 

Figure 21 The performance of Phnom Penh public transport system in spider 
diagram  

 
 

 

 

4.2 Perspectives on SUTI framework 

 The framework illustrates the weaknesses and strengths of Phnom Penh city bus 

system. The framework shows that in order to realize a sustainable transport system 

in a city, all the indicators must be coordinated in terms of performance. 

 However, the framework has not demonstrated the sign of gradual improvement 

in making efforts to develop a public transport system in a specific city over time. 
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CHAPTER 5 CONCLUSIONS, IMPLICATIONS AND POSSIBLE 

MEASURES 
 

5.1 Conclusions and Implications  

1. The derived values of SUTI indicators reflect the existing public transport 

conditions in Phnom Penh, but it is responsible by several organizations 

2. In Phnom Penh, city commuters mainly use private transport modes, especially 

motorcycles 

3. The accessibility to city bus services is relatively good in inner urban areas, but 

moderate in the suburban areas 

4. Bus transport system of Phnom Penh is, the only public bus transport system 

currently available in Cambodia, not as good as that of some cities in the region 

due to its shortcomings in terms of frequency and punctuality of the service, and 

the quality in general. Typically, commuters in Phnom Penh  

5. The fatality rate resulting from traffic accidents is decreasing yearly, however it 

is relatively high compared to other cities in the region, especially higher than 

the range set by UNESCAP. 

6. The fares of city bus transportation are moderate compared to people’s incomes 

and are affordable for most of bus commuters. 

7. The fare box recovery ratio is very low when compared to the expenses. So, the 

government has to provide subsidies in order to compensate for such 

differences or any losses. (Indicator 7) 

8.  Indicator 7 is much out of the range which is set as a sustainably run transport 

system. This can be referred that the city bus operation in Phnom Penh is 

inefficient and financially unsustainable. The fare revenue could compensate 

only less than 50% of the operational costs. Therefore, the subsidy from the 

government is inevitable in order to make the operation continues. 

9. With a large number of individual transport vehicles, of which many are old or 

obsolete, the air pollution and GHG emissions are very serious in Phnom Penh 

capital city, and this can be expressed in the values of indicators 9 and 10. 

10. All stakeholders, particularly Phnom Penh City Administration, City Bus 

Authority and the Ministry of Public Works and Transport are required to 

concentrate and make efforts to follow the master plan in order to accomplish 

the targets as scheduled to improve city public transport, hence the sustainable 

public transport system development in Phnom Penh. 
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5.2 Suggestions and Measures to be taken 

1. The results of the SUTI framework confirmed the strengths and weaknesses 

of Phnom Penh urban transport system and demonstrated to have a 

sustainable transport system in any city, all parts of the system must have the 

same and coordinated approaches and directions. 

2. The levels of various economic development of each country, particularly 

specific cities should be considered as this can make proper comparisons 

among cities within the same categories. 

3. All indicators of SUTI framework are conceptually combined to make up a 

sustainable urban transport system development framework. However, they 

are under the responsibilities of different organizations. As a result, their 

development rates are inconsistent and uncompromised. 

4. There should be follow-up projects in the next three years to see the progress 

of each city. 

5. Need specific urban transport master plan with actionable plans 

6. Need clearly defined implementation and monitoring mechanisms 

7. Need budget allocations 

8. Support soft transport modes (walking, pedestrians,) 

9. Need improvement on public transport accessibility, quality, reliability, and 

punctuality 

10. Need various incentive and regulatory measures to improve urban transport 

system such as limitation of individual cars, exclusive urban transport 

lanes/routes 

11. Need to improve transport safety through upgraded technology and 

educations 

12. Need to prohibit the cars with right hand wheeler 

13. Personnel courtesy (ethics) and safety of drivers or road users are needed 

14. Cost recovery ratio of City Bus Authority operation is very low. In order to 

make the bus operation sustainable, the government and stakeholders need 

to engage entities relevant with public transport service 

15. Investment for public transportation is required and imperative. 

16. Due to dramatic increase of vehicle population, unpaved roads, increasing 

number of vehicles with diesel engines, traffic congestion, and other road & 

transport related issues are creating air pollution and GHG emission, the 

government needs to take actions to protect the health impacts of the citizens 

from environmental pollutions including poor air quality and GHG emissions. 
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CHAPTER 6 GENDER, RENEWABLE ENERGY AND IMPACTS 

OF COVID-19 

6.1 Gender and inclusiveness in Phnom Penh city public transport 

The Global Sustainable Development Goals (SDGs) identified Gender Equality 

and Women’s Empowerment as one of the 17 Goals and stated that it was an effective 

means to end poverty, protect the planet and ensure that all people enjoy peace and 

prosperity by 2030. Sustainable Development Goal 5 (SDG 5) was established to 

“achieve gender equality and empower all women and girls no later than 2030” through 

ending all forms of discrimination against women and girls. Promoting gender equality 

and empowering women is a critical step towards speeding up sustainable 

development that all state members could take action on. A significant step to 

achieving gender equality is ending all forms of discrimination of women by 

empowering women through education, employment and political representation, as 

well as by ensuring women’s access to reproductive health services. In response to 

SDG 5, the Royal Government of Cambodia has recognized that sustainable 

development and good governance depend on women taking part in all sectors 

(Parliament Institute of Cambodia, 2019). Therefore, building the capacity of women 

to be more competitive and innovative in the job market to promote the well-being of 

women and girls is a fundamental step.  

However, no recent demographic data exists on gender related statistics of 

male and female distribution in Phnom Penh. According to the reports of the National 

Institute of Statistics, Ministry of Planning Phnom Penh, Cambodia (2018), the national 

figures given for urban gender parity are quite stable, indicating almost an equal 

distribution from 2008 till 2016. A more precise age, occupation, income/asset 

distribution specific to Phnom Penh would be needed to assess specific gender related 

vulnerabilities.  

 The lack of gender-disaggregated data limits the understanding of gendered 

aspects of urban mobility and the capacity to design relevant mobility policies for 

increased gender equality. The knowledge and technical availabilities in hands would 

be beneficial if we want to measure inclusiveness and access associated with low-

income users of public transport. 

 Phnom Penh has recently been paying more attention to the specific needs and 

vulnerabilities of girls and women. Phnom Penh municipality, the private sector, and 

international development agencies have been conducting a series of rapid research. 

They piloted project responses to allow vulnerable groups access to new services to 

increase safety and security issues such as mobile phone alert or real time tracking 

systems. All actors also have an increased awareness of the specific needs women or 

men have and the different mobility experience they get depending on their gender. 
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The risk of sexual abuse or physical violence, and the latent insecurity at different time 

of the day restricts travels and use of specific transport modes. 

However, women play important roles in Cambodian society, they usually take 

extra domestic responsibilities in families. In terms of transportation accessibility, men 

are likely to gain more access to privately-owned vehicles, and this, thus, leaves 

women with unfixed/unscheduled public transport options, in case of without being 

dropped by their spouses. 

On public transport, women are not typically viewed as physically vulnerable. 

So, they often give up seats to the group of special needs of people. However, 

according to the report of CBA (2021), any sexual misdemeanours and sicknesses 

were not reported. However, they are safe to travel alone on public transport. 

According to CBA (2020), no sexual misdemeanours and sicknesses were reported in 

2020. 

 In 2017, the government set out the free fare policy to be applied to particular 

groups of passengers. As of 2018, senior citizens who are over 70 years old, children 

under one-meter tall, disabled persons, monks, teachers, students and factory workers 

(until September 2019) could travel free, upon confirmation of their identity with student 

cards, teacher cards or working cards. According to CBA (2020), approximately 60% 

of bus passengers in 2020 were no-paying passengers. 

According to CBA, Phnom Penh city bus services lacks a lot of facilities. The 

walkways heading to bus stops are not well designed, using the existing ones and the 

ramps for children, elderly, and differently abled people to get on the buses are not 

developed, The platforms are not levelled due to the existing unparalleled/unequal 

street conditions and some inundating/flooding parts of Phnom Penh during raining 

season (CBA, 2021), so the bus stairs are higher and do not accommodate 

wheelchairs and are not friendly-users, especially differently abled people. Priority 

seats on buses for disabled, elderly, children, and pregnant women are not designated, 

except for the newly-donated-by China buses.  

 

6.2 Renewable Energy 

 According to CBA, all more than 200 buses consume diesel. CBA would prefer 

using electric or hybrid buses if they could afford as it can help reduce their operational 

expansion. However, they are considering turning to use higher advance technology 

to operate their services in the future. 

 

6.3 Impacts of COVID-19 

6.3.1 General Situation of COVID-19 in Cambodia 

 The outbreak of Covid-19 was reported in China in late 2019.  On January 30th, 

2020, WHO declared it an international concern for public health emergencies. Covid-

19 pandemic has affected the global economy. And the escalation of the crisis is 
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affecting developing countries, not only to health emergencies, but also to the 

devastating social and economic development of those countries. Likewise, all ASEAN 

member countries are being affected economically and socially by the pandemic. While 

the outbreak is global, it disrupts supply chains and hinders demand and the flow of 

trade and investment, leading to disruptions in all areas of economic activities, 

including Cambodia.  

In Cambodia, the first case of Covid-19 disease and the first imported case was 

detected in Sihanoukville, on January 27th, 2020. And Cambodia reported its first 

official death from COVID-19 on March 11th, 2021. The Covid-19 disease has 

threatened seriously economic activities in various areas of Cambodia’s development, 

while tourism, manufacturing for exports and construction are seen as the hardest hit. 

In fact, when combined, the three sectors contributed more than 70% of Cambodia’s 

economic growth and created about 39.5% of total employment in 2019. 

 

6.3.2 Public health response measures by the government and authorities  

 The first step the Royal Government of Cambodia took to fight Covid-19 was to 

establish an inter-ministerial committee in early 2020. In collaboration with the Ministry 

of Health, this committee is responsible for all issues related to Covid-19 in the 

Kingdom. As recommended by WHO, social distancing is the most effective front-line 

measure to control the spread of Covid-19 while vaccinations are in progress. 

Instructions and guidelines for Covid-19 protection include preventive measures, 

hygienic practices, maintaining social distance, quarantine, and other foreign travel 

measures have been issued by the inter-ministerial committee for the fight against 

Covid-19 and have been made public. Moreover, the government has made efforts to 

expand the scope of the social distance by closing schools, postponing exams, and 

closing all educational institutions by March 16th, 2020. 

 

6.3.3 Number of Covid-19 cases and death in Cambodia 

According to WHO, as of September 2021 there have been total tests of 

2,058,880, detected cases of 113,475, and death cases of 2,406 across the country. 

Meanwhile, nationwide, there are 225 hospitals admitting Covid-19 patients, 13,782 

public hospital beds, and 116 hospitals with experience in Covid-19 case management. 

 

Table 34 The number of Covid-19 test, cases, and death in Cambodia 

 Number 

Tests 2,058,880 

Cases  113,475 

Deaths 2,406 

Source: World Health Organization 



ASSESSMENT OF URBAN TRANSPORT AND IMPACTS OF COVID-19 ON MOBILITY FOR PHNOM PENH CITY 

57 

 

6.3.4 Number of Vaccinated Cambodians 

According to the Ministry of Health, Cambodia, as of 20 September 2021, 

Cambodia has administered at least one dose of Covid-19 vaccines to 12.05 million 

people, or 75.3 % of the kingdom's 16-million population. Of them, 10.3 million, or 64.4 

%, have been fully vaccinated with both required shots, and 830,814, or 5.2 per cent, 

have received a booster dose. 

 

Table 35 The number of vaccinated Cambodians 

Dose 
Dose Receiver in 

million 

Dose Receiver (%) compared to total 

population (about 16 million) 

1st dose 12.05 75.3% 

2nd dose 10.3 64.4% 

3rd dose/booster 830,814 5.2% 

Source: Ministry of Health, Cambodia (2021) 

 

Meanwhile, some 98.27 % of 10 million target adults, 88 % of nearly 2 million 

target adolescents aged from 12 to under 18, and 25.94 % of almost 1.9 million 

target children aged from six to under 12 have taken at least one vaccine dose.  

 

Table 36 The number of vaccinated Cambodians according to age categories 

Age categories 
Number in 

million 

Number 

Vaccinated in 

million 

Vaccinated 

in % 

Target adults 10 9.827 98.27 

Target adolescents (aged 

from 12 to under 18) 
2 1.76 88 

Target children (aged from 6 

to under 12) 
1.9 492,860 25.94 

Source: Ministry of Health, Cambodia (2021) 

 

6.4 Phnom Penh Public Bus Conditions before and after COVID-19 

6.4.1 The general Situation of Phnom Penh City Bus before COVID-19 

outbreak 

Under the collaboration between JICA and Phnom Penh Municipal, in 2014 City 

Bus Authority (CBA) was established and operated its initial 3-bus lines and 57 buses, 

aiming: (i) to facilitate  safe, secure, and comfortable transportations of  capital 

population; (ii) to mitigate traffic congestions, accidents, and environment pollution in 

the city; (iii) to facilitate  the cost on using personal transport means, save budget, and 

reduce the impact of well-being of the people; and (iv) to contribute to the poverty 
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reduction of people through providing public transport services with affordable fare, 

safety, and comfortability. 

 

Figure 22 The map of 3 bus routes, using 57 buses from 2014-2017 

 
Source: Phnom Penh City Bus Authority, CBA (2020) 

  

During the period of 2017-2018 (2nd stage), CBA expanded its operation due to 

the increased travelling demands in the capital and the fulfilment of its commitments 

to public bus services as planned. For this period, the bus operation routes and running 

buses were increased from 3 and 57 in the first stage (2014-2017) to 8 and 155, 

respectively. 

 

Figure 23 The map of 8 bus routes, using 155 buses from 2017-2018 

 
Source: CBA (2020) 
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 During the 3rd stage (2018-2020), CBA expanded its operation by increasing the 

bus routes up to 13, which was beyond its planned 10 bus routes by 2020. Meanwhile, 

the operating buses also expanded up to 235. 

 

Figure 24 The map of 13 bus routes, using 235 buses from 2018-2020 (before 
COVID-19) 

 
Source: CBA (2020) 

  

6.4.2 City Bus Ridership before Covid-19 outbreak 

 The table shows the city bus ridership, with fare payment and without fare 

payment from 2015 to the first quarter of year 2020, just prior to the governments and 

local authorities’ directives and instructions to take measures to close certain public 

places and institutions and lock down some parts of the city from March and April of 

2020. 

 As seen, the ridership rapidly increased from 2015 to 2019. Meanwhile, the 

number of bus users with fare payment had surpassed its counterpart (without fare 

payment) from 2015 through 2017, but the bus user number had turned to exceed its 

counterpart (with fare payment) from 2018 up due to the government’s policy which 

was preferred to some specific groups as illustrated in the previous chapters. 

 

Table 37 Disinfection of Vehicle during COVID-19 

Year 
Total 

ridership 

Ridership with fare Ridership without fare 

number % Number % 

2015 1,566,342 1,342,651 85.71 223,691 14.28 

2016 2,361,515 1,457,977 61.73 903,538 38.26 

2017 3,192,019 1,765,682 55.31 1,426,337 44.68 

2018 5,601,264 2,260,475 40.35 3,340,789 59.66 

2019 8,265,107 2,790,433 33.76 5,474,674 66.23 

2020 (first 3 months) 2,170,911 645,863 29.75 1,525,048 70.25 

Source: CBA and JICA (2020) 
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6.4.3 COVID-19 Impacts and responsive measures on Public Transport in 

Phnom Penh  

  JICA and Phnom Penh Capital Administration (PPCA) have embarked on a four-

year technical cooperation to enhance the operation and management of the city bus 

system, which was fully opened to the public in late 2014. Called “The Project for 

Improvement of Public Bus Operation in Phnom Penh” (PiBO), the initiative has been 

in place since January 2017.  

In line with PiBO, Japan provided 80 buses in 2018 to the City Bus Authority 

(CBA) under Japanese Grant Aid. With the new fleet, CBA expanded its service 

network from three lines in 2016 to 13 lines in 2018, covering the majority of Phnom 

Penh. This also helped to increase ridership from 7,000 passengers per day in 2017 

to around 30,000 in 2019.  

However, since the beginning of year 2020, the city bus operation and PiBO 

project have been significantly impacted by the Covid-19 out-break. PPCA and CBA 

announced the temporary suspension of bus services on March 26th, 2020as part of 

the measures to prevent the spread of the virus. As a consequence, several ongoing 

PiBO activities, including pilot projects and city bus operations, have been suspended 

up to present. 

Despite the suspension of services and further challenges caused by the Covid-

19 crisis, JICA’s PiBO team and the CBA are working together to develop an operation 

and recovery plan that includes mitigation, preparedness, response and recovery. 

These measures are to ensure the safety of passengers during the outbreak and in the 

post-pandemic period. Some of the initiatives include the regular cleaning and 

disinfection of vehicles and equipment, social distancing on buses and training in 

hygiene and prevention measures, as well as the provision of preventative equipment. 

Some of the actions taken have been disseminated through the media and via CBA’s 

Facebook page to help maintain passenger trust in public transport both during and 

after the Covid-19 pandemic.  

In line with the operation and recovery plan, and the installation of preventive 

equipment, the city’s bus operations are expected to resume soon in the future.  
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Figure 25 The Project for Improvement of Public Bus Operation in Phnom Penh 
(PiBO) 
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