[image: image1.wmf]Technical Advisory Committee

representing all stakeholders

Project Steering Committee

Chair: DoT

Members: DEaT, DME,

UNDP, National Treasury

Pool of Contracts/ Coordination of Outputs/Activities

Project Management Unit

Executing Agency

DoT

GEF Implementing Agency

Services to execution

UNDP

[image: image2.jpg]=7

@

)




[image: image3.jpg]



[image: image4.jpg]


[image: image5.emf]
UNITED NATIONS DEVELOPMENT PROGRAMME

REPUBLIC OF SOUTH AFRICA

Sustainable Public Transport and Sport, a 2010 Opportunity 

PIMS 3276, Project ID: 00055675

	Summary:  

This full-size UNDP/GEF project aims to mitigate greenhouse gas emissions through the promotion of sustainable urban passenger transportation in the venue cities of the 2010 FIFA World Cup. Thus the project will also contribute to climate stabilization by reducing or avoiding CO2 emissions in the order of 423,000 tonnes of CO2 (over a 10-year period). The indirect CO2 emission reduction due to replication is an estimated 2 million tCO2 -equiv over a ten year period The project will contribute to increasing use of sustainable transport modes by increasing the annual number of person trips on sustainable transport modes promoted under the project by 20%. The legacy of apartheid in South Africa has resulted in a dispersed pattern of land use, with lower-income residents living far from the town centres and other employment nodes in either townships or ex-homelands. On the other hand, it created excellent urban road networks, especially to serve the wealthier suburbs. The combination of these two factors has created a powerful momentum for increasing car use by middle and higher-income groups. As incomes amongst all races rise in South Africa, private car use is anticipated to likewise rise.

The South African Department of Transport (DoT) intends to use the 2010 FIFA World Cup planning window as a catalyst for change to achieve fundamental, appropriate improvements to the South African public transport system. The proposed project will address the policy, institutional, financial, information and operational barriers to provide an effective, sustainable and environment-friendly urban public transport system, planned and regulated at local levels of government. Thus, the practical demonstration of urban transport improvement measures will be showcased in the selected venue cities of the World Cup. The total budget is an estimated US$ 339.466 million with a GEF contribution of 10.973 million.

The project outcomes are: (1) Implementation of transport system improvements in seven 2010 venue cities (in Johannesburg, N. Mandela Bay, Mbombela, Polokwane, Mangaung, Rustenberg and Cape Town); (2) Strengthened capacity and increased knowledge to plan, manage and implement sustainable transportation option and (3) Monitoring, learning, adaptive feedback and evaluation 
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SECTION A.  ELABORATION OF THE NARRATIVE

1. Situation analysis

1. This chapter provides an overview of the significance of the “Sustainable Public Transport, a 2010 Opportunity” project in the South African and global context, which is followed by an analysis of the baseline situation and identification of key stakeholders.

1.1 Context and global significance


Geographical and socio-economic context

2. In South Africa the public transport system provides low levels of service, and is mainly used by lower-income groups. 

3. One of the most serious legacies of apartheid is a dispersed pattern of land use, with lower-income residents living far from the town centres and other employment nodes in either townships or ex-homelands. The result was long daily commuting for the black poor. In the post-apartheid 1990s, the trend of urban sprawl has continued as new low-cost housing is sited on the cheapest land, usually far from the employment centres.

4. In the apartheid era, many subsidised rail transit and bus routes were designed to connect the urban centres with outlying black townships and homelands, while in the urban centres intra-city separate ‘white-only’ and ‘black-only’ bus services were operated by local authorities and well into the 1980s both services were well-patronised. However, the rail transit and scheduled bus services (both government and privately owned) have declined rapidly since the early 1980s. Ridership in rail transit and bus services has dropped with 80% and 30% respectively, despite the continuing large subsidies
. The gap has been filled by the deregulated and informal services by minibus vehicles, usually owned by black South Africans, which increased from 50,000 in 1979 to 250,000 in 2000, as compared with the total of 11,000 buses (city, provincial and subsidised private) that provide scheduled services.

5. Real Gross Domestic Product (GDP) and GDP per capita have grown consistently in the post-apartheid era as shown in the following graphs. 

In recent years South Africa’s real gross domestic product expanded at an annualised rate of 4 ½ %  in 2004, 5% in 2005 and 4 ½% in 2006.  The sustained increase in real gross domestic product can mainly be attributed to growth in the real value added by the secondary and tertiary sectors of the economy.  The Government’s medium term economic projections anticipate a continuation of this trend  with GDP rising at rates of 4.4%, 4.8% and 5.3% over the three years from 2007 to 2009.

6. [image: image6.jpg]


In contrast to the poor public transport service, the apartheid system created excellent urban road networks, especially to serve the wealthier suburbs. As incomes amongst all races rise in South Africa, private car ownership and use has increased significantly over the last decade and is anticipated to continue to rise in the future. The trend in increasing use of private transport, at the expense of public transport is shown for Johannesburg in the figure opposite.  Thus, the combination of declining public transportation and an excellent road infrastructure has created a powerful momentum for private car use by the middle and higher-income classes. The current public transportation system was designed to serve the historic land-use and urban transportation patterns mentioned above, and does not meet customer needs in terms of travel time, level of choice, quality of service and cost, while public transportation planning, operation and regulation can be characterized as poor in many South African cities.

7. The South African Department of Transport (DoT) intends to use the 2010 FIFA World Cup planning window as a catalyst for change to achieve fundamental, appropriate improvements to the South African public transport system. The practical demonstration of these urban transport improvement measures will be linked to substantial changes in the transport services in selected venue cities of the 2010 FIFA World Cup.
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The DoT proposes the use of GEF funds to assist implementation of sustainable transportation systems not only to serve the transport requirements of the World Cup events, but also to leave a lasting legacy of enhanced sustainable transport behind after the events, thus contributing to a long-term mitigation of greenhouse gas emissions from the transport sector. The intervention strategy of the project will be to address the respective policy, institutional, financial, information and operational barriers and to provide an effective, sustainable and environment-friendly urban public transport system, which is planned and regulated at local levels of government. The central focus of the main project will therefore be to support the provision of public transport services and non-motorised transport infrastructure, with specific focus to be given to the establishment of PPP structures for the operation of the system, in selected 2010 host cities. Furthermore, the project will work with other 2010 host cities and selected municipalities across the country to influence transportation policies, to build institutional and individual capacities and to raise awareness.

Global environmental context

9. South Africa is already a high emitter of greenhouse gases compared to other developing countries. According to the Initial National Communications, CO2 emissions due to fossil fuel consumption and production were about 250 million tonnes of CO2 (tCO2) and 287 million tCO2 in 1994, of which 31 million and 42 million tCO2 from the transport sector in 1990 and 2004 respectively.

10. The automotive industry remains a pillar of economic development. According to a study by the Pew Center (2002)
, greenhouse gas emissions from passenger transportation would increase by 82% by 2020 (as compared with the base year 2000) based on the current trends of shifting towards personal car use and private minibuses
 and ineffective housing and land-use planning. The same report calculates that with the government playing an active role in enhancing public transportation emissions could actually decrease with 12% by 2020, despite the increase in passenger-kilometres travelled
. The Initial National Communications estimate that promoting the use of public transportation and mode switching from private car use could potentially reduce emissions from passenger vehicles by 25%, about 75 million tonnes of CO2, between 2000 and 2030.
1.2 Institutional, sectoral and policy context

11. The combined effect of de facto privatization in public transport and the apartheid legacy is inflated travel demand, growing use of private vehicles and the use of high-carbon fuels. The challenge is to devise policies and strategies to redirect these behaviours and investments towards a more sustainable transportation system. The South African government priority for concepts of sustainable transport (defined as public transport and non-motorised transport) is most clearly stated in a series of policy documents and action plans:

· The “White Paper on National Transport Policy” (1996) aims to achieve sustainable development in the transport sector by minimising the energy usage and environmental impact of the transport sector. The White Paper promotes the use of more energy efficient and less polluting modes of transport.

· The policy vision set out in the White Paper was extended into a long-term strategy documented in “Moving South Africa” (1999). Regarding urban passenger transportation, the strategy focuses on three strategic actions, namely (1) densification of high-volume corridors and nodes for passenger transport to achieve economics of scope, (2) optimization of the modal economics through investments in public transportation to support the corridors and (3) improved efficiency and performance of transport operators, in particular minibus taxis. 

· In August 2000, the “National Land Transport Transition Act” (NLTTA) was promulgated (Act 22). This Act describes the measures required to transform and restructure the land transport system. It also advocates conducting public awareness programmes to foster energy awareness amongst the users of land transport systems.

· The “National Land Transport Strategic Framework 2006” (NLTSF), based on requirements of the NLTTA, governs passenger transport in South Africa. The NLTSF prioritizes public transport, promotes non-motorized transport, a demand-driven integrated transport planning, land-use restructuring, coordination of institutional responsibilities and a better performance of minibus taxi and bus operators.

· To ensure the operational success as well as longer-term improvements resulting from investments towards the 2010 FIFA World Cup, the “Transport Action Plan for 2010” (2006) emphasises improvements in commuter rail service and systems, improvements in coordinated and integrated transport planning and stricter road traffic enforcement to be able to cater for the needs of an estimated 3 million FIFA World Cup ticket holders. In cooperation with the National Treasury, the Department of Transport (DoT) has set aside around US$500 million in the Public Transport Infrastructure and Systems Fund (PTIF) for public transport and non-motorized transport infrastructure and systems with priority to venues supporting the 2010 soccer events.

· A draft “Strategy to Accelerate Public Transport Implementation via a Win-Win-Win partnership between Government, Existing Operators and Labour” has been formulated to transform public transport service away from the current operator-controlled commuter-based unimodal routes to user-oriented fully integrated mass rapid transport networks. 

12. The project concept also links into a growing array of local transportation planning requirements, including the establishment and updating of local Integrated Transport Plans (ITPs) as part of the overall Integrated Development Plans (IDPs), both required by law.  These documents are developed at municipal and provincial levels by the relevant authorities, and require extensive public consultation. Changes to the transportation system in selected venue cities will be implemented in accordance with the Integrated Transport Plans in the cities where these improvements will be made. The NLTTA also makes provision for the establishment of "Transport Authorities", legal entities that address all modes and sectors of transport requirements in a metropolitan area, and integrate all considerations, including safety, security, environmental impact, and in future such opportunities as carbon finance as a revenue stream or financial liability.

1.3 Baseline and barrier analysis

Problem description and barrier analysis

13. Historic land-use patterns that have developed as a result of apartheid era racial segregation of residential areas, have resulted in dispersed pattern of land use, with lower-income, primarily black residents living very far from the town centres and other employment nodes in either townships or ex-homelands. On the other hand, it created excellent urban road networks, especially to serve the wealthier, primarily white, suburbs. While congestion problems become more noticeable, there is an excellent infrastructure for the country’s urban drivers, and urban suburbs have approximately 75-80% of their road spending needs met
.
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14. The combination of these two factors has created a powerful momentum for increasing car use by middle and higher-income groups.  Many, commuters, especially in lower-income groups, will still lack basic access to an affordable (public) transport system. To illustrate this, the average public transport trip in South Africa is 20 km, which is 9 km longer than the average trip in developing Asian countries; so the South African commuter spends almost 40% more travelling time than their Asian counterparts. Reducing trip distance would not only save time, but have a dramatic impact on the passenger’s fare expenditure.

15. The current public transportation system does not meet customer needs in terms of travel time, level of choice, quality of service and cost. More than 63% of the working population rely on public or non-motorised transportation. However, when customers were interviewed in the Moving South Africa surveys, almost 50% expressed dissatisfaction with travel times and only 10% had a choice between travel modes (walking, minibus taxi, bus, commuter rail and car).

16. The Department of Transport (DoT) recognises the fundamental role of smoothly functioning transportation system for the success of a large international event such as the 2010 FIFA World Cup. Travel demand profiles anticipate approximately 3 million local and international ticket holders. In addition to highly focused spectator travel surges, the venue cities selected will be faced with the requirements of general transportation management for the duration of the games.

17. Designed to serve the historic land-use and urban transportation patterns mentioned above, public transportation planning, operation and regulation has been poor up to now, especially at the local levels of government. If not improved, land-use and transportation planning will exacerbate the poor public transport services in the years to come. Part of the problem derives from:

· Current land-use and development initiatives are exacerbating the legacy of apartheid planning, by locating new houses in places where land prices are lowest, far from the major business centres (and thus far from rail and road networks);

· Unclear institutional arrangements regarding transportation and land-use planning and fragmented public transport operational planning within and across municipal boundaries;

· Lack of financial sustainability of the public transportation sector. Currently commuter rail, bus and taxi expenditures are all spending well below the levels needed to maintain and upgrade their assets, while the current subsidies are ineffective. Minibus taxis do not receive any subsidy; commuter rail and longer-distance buses are subsidised but offer limited off-peak service, while 20% of the bus subsidies go to higher-income suburbs. Facing uncertainty, efforts to restructure public transportation are met by opposition from minibus taxi operators.

· Little awareness of and attention to sustainable transportation amongst transport planners and regulators, particularly in the smaller municipalities, and insufficient knowledge of ‘international best practices’ in urban transportation, general transport management and road infrastructure and of its integration with urban land-use planning.
· Insufficient public awareness of public and non-motorized transportation options and on the environmental implications of private vehicle use.

Baseline scenario

18. The Transport 2010 Action Plan is the articulation of the DoT’s vision for the transport sector in 2010 with a particular eye to the peak in transport demand to accommodate the 2010 World Cup, focussing heavily on investments in public transport systems and infrastructure, services and non-motorized transport. To date, ZAR 3.7 billion (US$500 million) have been set aside in the Public Transport Infrastructure and Systems Fund (PITF) for public and non-motorized transport systems with a priority to the 9 venues supporting the 2010 World Cup with more rounds of PTIF funding to come.

The nine 2010 FIFA World Cup venues are as follows and are shown in figure 1 below:
Figure 1: Map of 2010 FIFA World Cup venues
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City of Cape Town Metropolitan Municipality (Greenpoint Stadium)

· City of Johannesburg Metropolitan Municipality (2 venues: FNB and Ellis Park Stadium)

· City of Tshwane (Pretoria) Metropolitan Municipality (Loftus Stadium)

· eThekwini (Durban) Metropolitan Municipality (Kings park Stadium)

· Mangaung (Bloemfontein) Local Municipality (Vodacom Park)

· Mbombela (Nelspruit) Local Municipality 

· Polokwane Municipality (new stadium to be built)

· Nelson Mandela (Port Elisabeth) Metropolitan Municipality (new stadium to be built)

· Rustenburg Local Municipality (Royal Bakofeng Stadium)

19. According to the Moving South Africa study (1999), some 13% of the urban population has no affordable basic access to the motorised transport they need (and is expected to grow to 28% in 2020 if nothing is done to address their needs), while an additional 20-30% do have access but are ‘captive’ to expensive options, limited choice and relative high income expenditure on transportation. According to a survey performed for the Moving South Africa study, 35% of the urban population can afford a car, but will be only willing to use public transport if it meets their goal of convenience, higher speed and greater choice
. This segment is expected to grow to 40% by the year 2020. 

20. The South African Department of Transport (DoT) intends to use the excitement and focus of the 2010 FIFA World Cup planning window as a catalyst for change to achieve fundamental, appropriate improvements to the South African public transport system. In the short run, quality transportation facilities and management are an ‘invisible’ but critical success factor to the 2010 World Cup which will have to cater for some 3 million ticket holders. Thus, the venue cities will have to accelerate the implementation of their Integrated Transportation Plans (ITPs), including key public transport, non-motorised transport and transportation management projects. In the longer run, these newly integrated transportation systems will form the foundation (the first-phase improvement) for the expansion of sustainable transportation networks in South African cities.
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An initial institutional barrier and gap analysis, carried out during the PDF B phase of the project
, shows that significant institutional, staffing, financing and planning barriers can be found in the smaller venue cities, in particular in Mangaung, Mbombela, Polokwane and Rustenburg. A summary of the level of barriers to sustainable transportation in the venue cities is given in  the table below:

22. Thus, while the commitment of the national Government to improve urban passenger transportation is strong, a number of institutional, awareness and planning barriers inhibit the proper and timely implementation of the public transport action plans, especially at the local levels of government. If these barriers are not removed rapidly, some of the venue cities will not be able to fast-track their key transportation management projects, infrastructural investments and operational improvements to overlap with the 2010 spectator travel needs and instead ‘quick-fix’ solutions would have to be found in the form of hired private taxis, minibuses and buses, in other words the usual non-public transport options. The larger cities may be able to implement their accelerated transportation plans but they will also face some of the constraints mentioned above and this may lead to choosing for second-best public transport options rather than going for the best options available according to international experience and practice. Thus, the opportunity of showcasing the benefits of truly integrated sustainable transportation systems will be partly lost. 

23. Without a targeted project intervention supported by GEF, large gaps in planning capacity, especially at the local level, and other institutional barriers will remain, thus hampering the formulation and implementation of the public transportation plans. Thus, the above-described vicious circle of reduction in public transport quality and accessibility, of increase in car use and car population and of increasing spatial dispersal of housing in peri-urban areas, will only partly be broken by the South Africa’s transport investment as preparation for 2010. 

24. This baseline course of action will not only have substantial implications for local communities and the national economy, but will lead to negative global environmental impacts, as the transportation system will continue to rely on low-occupancy modes.  The consequences in terms of greenhouse gas (GHG) emissions to the atmosphere are calculated in Section B, dealing with the incremental cost and logical framework analysis. Apart from the climate change impact, the baseline course of action will have adverse impacts in the longer run, in socio-economic terms (reduced access to employment and basic services in the centres, less social integration and higher spending of the poor on transportation cost) and environmental terms (increased congestion and urban pollution) 

1.4 Stakeholder analysis

25. The immediate beneficiaries of the project will be the users of the improved transportation systems, and secondly national government, local government and partner institutions, private transport companies who will benefit from improved planning and implementation capability.

26. The main stakeholders involved in the project are identified in the matrix below:

	Category
	Institution/organization
	Branch/Department

	National Government
	Department of Transport
	Chief Directorate: Integrated Transport Planning

Chief Directorate: 2010 World Cup

Chief Directorate: Public Transport Strategy and Monitoring

	
	Department of Environmental Affairs and Tourism.
	Chief Directorate: Air Quality Management & Climate Change

	
	Department of Mineral and Energy Affairs
	Directorate: Energy efficiency and environment

	
	Department of Local and Provincial Government


	Chief Directorate: Systems and Capacity Building

	
	Department of Sport and recreation South Africa
	

	
	National Treasury
	

	
	Office of the Presidency
	Project Management unit for 2010

	Provincial Government 
	Eastern Cape 
	Department of Roads and Transport

	
	Free State
	Department of Public Works, Roads and Transport

	
	Gauteng 
	Department of Public Transport, Roads and Works

	
	Kwa Zulu Natal  
	Department of Transport

	
	Limpopo 
	Department of Roads and Transport

	
	Mpumalanga
	Department of Roads and Transport

	
	Northwest
	Department of Transport, Roads and Community Safety

	
	Western Cape 
	Department of Transport and Public Works

	Local Government
	City of Cape Town Metropolitan Municipality
	Transport Planning

	
	City of Johannesburg Metropolitan Municipality
	Transportation Planning and Management

	
	City of Tshwane Metropolitan Municipality
	Transport Development

	
	eThekwini Metropolitan Municipality
	eThekwini Transport Authority

	
	Mangaung Local Municipality
	

	
	Mbombela Local Municipality
	

	
	Nelson Mandela Metropolitan Municipality
	Infrastructure and Engineering Business Unit

	
	Polokwane Local Municipality
	

	
	Rustenburg Local Municipality
	

	NGO’s and other associated institutions
	Local Organising Committee for the 2010 World Cup

Green Goal 2010 Committee 

South African Football Association

South African Cities Network

	Academic Institutions
	University of Pretoria

University of Cape Town

	Unions and associations
	SATAWU, FEDUSA, SAMWU, COSATU and TGWU

Minibus taxi associations

	Funding agencies
	UNDP/GEF, AFDB, DBSA


2. Project strategy

2.1 Project rationale and conformity

GEF alternative scenario and project implementation strategy

27. The GEF-supported alternative would be to provide an effective, sustainable and environment-friendly urban public transport system, planned and regulated at local levels of government. To make this vision reality, the intervention strategy of the project is designed around the following two components:
I.
Transport system improvements 

II.
Institutional strengthening and capacity building 

28. Under the first component, transport system improvements, the planning of a number of municipal projects will be supported by GEF:

A)
Improvement of public transport (high-impact mode-shift projects):

· Rea Vaya Bus Rapid Transit (BRT) system, Johannesburg

· Khulani Corridor Public Transport System, Nelson Mandela Bay (Port Elisabeth)

B)
Road management (transport system efficiency improvements):

· High-Occupancy Vehicle (HOV) lane, Mbombela (Nelspruit)

C)
Non-motorized transport
· Polokwane

· Mangaung (Bloemfontein)

· Rustenberg

D)
Travel Demand Management
· Cape Town

29. These above-mentioned subprojects have been presented by the municipalities to the Public Transport Infrastructure and Systems Fund (PTIF) for financing. However, various barriers exist that may result in deficiencies in the design and operational characteristics of the above-mentioned subproject and/or in delays implementation. If well-functioning transport improvements cannot be ‘showcased’ at the 2010 soccer events, this important opportunity for sustainable transport promotion will be lost. Barriers include insufficient knowledge regarding international best practices, lack of specific capacity for the implementation of PTIF-approved projects, only partial funding by the PTIF and fragmented public transport planning across municipal boundaries. Another barrier is formed by the opposition by minibus operators to the proposed restructured public transport operations.

30. The proposed GEF intervention consists of providing targeted technical assistance in the design and implementation of the above-mentioned transport system improvement activities to overcome barriers, such as:

· Additional transport demand analysis and feasibility analysis 

· Formulation of business and operational plans

· Development of PPP structures for the operation of the selected systems

· Communications with and training of existing minibus and other public transport operators

· Marketing, media campaigns and awareness creation to achieve the acceptance and support from the public transport and road users

· Proper linkages with municipal urban transport and land-use plans

· Detailed traffic engineering and infrastructure planning.

· The analysis of the institutional barriers and gaps, performed in the PDF B phase, shows that significant barriers exist in the smaller venue cities in terms of institutional, staff and planning capacity to implement transport system improvements.  Technical assistance and capacity development will be provided to the four smaller venue cities of Rustenburg, Mbombela, Polokwane and Mangaung to facilitate implementation of the transport systems improvements proposed in those cities and to assist in the elaboration and implementation of the Integrated Transport Plans (ITPs).
· Travel demand management
31. The second component, strengthened capacity and increased knowledge, addresses the institutional barrier and gaps in capacity and awareness. In addition to the institutional barriers described in the preceding paragraph constraints are also experienced with respect to the general undersupply of transportation engineers and planners in the country. The main focus of the GEF-supported activities here will be to increase the knowledge and technical capacity of transportation professionals through training on sustainable transportation engineering and planning and increase the work-related experience of junior transport professionales in the GEF-supported sustainable transport projects of the first component.

32. Insufficient attention is given to sustainable transportation, especially in the smaller municipalities and there is insufficient knowledge about sustainable transport options and international best practices. With GEF support, an awareness and basic capacity building programme will be organized for transport practitioners in which recognized international experts will present information and training on topics related to sustainable transport, such as cycle lanes, pedestrianisation, travel demand management, BRT system planning design, congestion relief, stakeholder relations and public awareness, environmental issues as well as on transport planning for mega-sporting events. Attendance will be national and provincial transport and city planners, city planners and civil engineers from the venue cities and from other municipalities. 

33. Sustainable transportation has not received sufficient attention in South Africa. Worldwide, there are various examples of the successful implementation of sustainable transportation options, such as bus rapid transit (BRT) systems, including Bogotá (Colombia), Curitiba (Brazil) and Seoul (South Korea). Apart from the lack of local examples, one contributing factor is the lack of access to knowledge and information in this regard. If any search of the Worldwide Web is undertaken, an abundance of websites becomes available that provides a wealth of information, but is not structured or geared towards transfer and assimilation of knowledge and applied learning processes. With GEF support, the project aims at developing a web-based structure and learning tool in which international and national knowledge with regards to sustainable transportation can be stored and used by transport practitioners.

34. The third component, monitoring, learning, adaptive feedback and evaluation concerns the monitoring, learning and dissemination activities of the project’s results and impacts. This includes baseline and end-of-project studies, evaluations and documentation of experiences and lessons learned.

Policy conformity

35. The project fits into the GEF Focal Area of Climate Change. It addresses “Operational Programme 11, Sustainable Transport”. The project will be designed to complement the priorities and development objectives of the Government at national and local level. In particular, the project will focus on the “GEF Strategic Objective, “Facilitate Market Transformation for Sustainable Mobility”, emphasising public transportation (buses and taxi buses), non-motorised transport (such as bicycles and pedestrian lanes), travel demand management and policy measures (public transport planning, operation and investment).

2.2 Project Objectives, Outcomes and outputs /activities 

Project goal and objective

36. In line with the before-mentioned project implementation strategy, the project has the following objectives:

· The goal is to reduce greenhouse gases (GHG) from urban transportation in South African cities through the promotion of a long-term modal shift to more efficient and less polluting forms of transport

· The objective is the promotion of a safe, reliable, efficient, coordinated and integrated urban passenger system in South Africa, managed in an accountable way to ensure that people experience improving levels of mobility and accessibility.

Outcome 1
Implementation of transport system improvements in seven 2010 venue cities 

Total Cost: US$ 335.825 million; Co-Financing: US$ 326.230 million; GEF Request: US$ 9.595 million
Main outputs and activities:
Output 1.1
Restructured public transport systems (high-impact mode-shift projects) have been supported and are implemented

1.1.1) Rea Vaya Bus Rapid Transit (BRT) system in Johannesburg:
37. 
The existing Johannesburg Strategic Public Transport Network (SPTN) will be upgraded into high-quality public transportation using BRT systems that have rail-like performance competitive with car usage using road-based technologies. This initiative is known as Rea Vaya. The principal redesign changes will consist of (a) constructing median busways rather than kerbside bus lanes; (b) closed median stations with pre-board fare collection and verification, (c) larger bus vehicles to better match supply to demand and (d) a centralised control centre using vehicle control technology.

38. 
In addition to the north-south and east-west corridors that are mentioned in the city’s Integrated Transport Plan (ITP), seven other routes have been selected to be restructured as SPTN/BRT routes in the first phase of the project (2007-2010) at a total length of 94 kilometres (see Figure 2). In addition, the plan includes an extensive effort to integrate with an array of other services, including feeder vehicles (the length of feeder routes may actually be two or four times larger than the length of the trunk corridors; some 250 km in the first phase), metered taxis, pedestrian corridors, bicycle and private cars as well as integration with the Gautrain and SARCC/Metrorail services. More corridors will follow in the second phase (2010-2013) of the Rea Vaya plan to eventually encompass all of the major arterial or SPTN routes in Johannesburg, placing over 85% of Johannesburg’s population within 500 metres of a trunk or feeder corridor. The development of park-and –ride facilities will allow private car users to easily hop over to public transport for their city travelling needs. The system will also be an important part of the public transport system serving the two venue stadiums of Johannesburg. Estimated morning peak period ridership on each route is shown in the table below.

	Route
	Length (km)
	Peak ridership 

(2006 AM Peak 3 hrs, both directions)

	Lenasia-Highgate-Sunninghill
	50.65
	13,000

	Dobsonville-Troyeville
	23.67
	30,000

	Regina Mundi-CBD
	22.63
	16,000

	CBD-Sandton
	12.35
	8,000

	Sandton-Alexandra
	6.17
	10,000

	Randburg-CBD
	19.55
	5,000

	Nasrec-Ellis Park (2010 WC Only)
	12.28
	1,000


39. 
The projected infrastructure cost for the first phase of Rea Vaya is about ZAR 2 billion (US$ 248 million). Financing will come from a number of sources. Existing funds (ZAR 840 million; US$ 112 million) are provided through the PTIF and the City of Johannesburg. Additional funding is likely to come by 2008 from new PTIF rounds, other government funds, Development Bank of South Africa, donors, commercial development of properties near stations and congestion charging and fees. The project will be developed on a PPP basis. The private operators will be responsible for purchasing the vehicles, but fare collection equipment will be purchased using public funds. Possible private finance will be investigated to supplement the PTIF and City funds available for infrastructure.  The Rea Vaya is scheduled to be inaugurated two months before the 2010 World Cup (in June 2010) after having had one year of tested operation. 

40. 
Apart from the infrastructural hardware and related design, another important aspect is the ‘software’, i.e., the planning of the project and development of a business model. Under current conditions, many minibuses drive recklessly and provide poor customer service due to the incentive of income based on the number of passengers collected. In the new system, operators will be paid by vehicle-kilometres travelled. The BRT system will be subsidy-free, i.e., it will return a satisfactory profit to private operators based on tariffs that maybe equal or somewhat higher than fares charged in existing services. In practice, the efficiencies gained in developing a unified tariff network and dedicated infrastructure will actually result in overall lower fares to the customers that are now forced to pay multiple fares for a single destination since several transfers are required. For the operators, improved operating efficiencies and higher profits will enable the minibus taxi industry, Metrobus and other bus companies to compete on a level playing field, but uncertainty about the future may create fierce opposition by existing minibus operators.
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One main reason for GEF intervention is to develop a business model that will have support from the minibus taxi industry. Their support will be crucial and here GEF-supported consultants and staff can act as independent mediators between the minibus taxi operators and the metropolitan municipality. The estimated planning cost for Phase I of the Rea Vaya system is about ZAR 26 million (US$ 3.67 million), which is proposed to be financed by GEF, with the DoT committing personnel and office space to support these activities. GEF assistance with development of PPP structures as part of the business model will also significantly improve the probability of financial viability of the system. Another reason for GEF support is that, with so many projects going on (Gautrain, 2010 stadiums, national commuter rail plan) the capacity in Johannesburg to implement (sustainable) transport projects is already stretched to the limit. 

42. Activities:

· Additional analysis of transportation demand in corridors and feeder services

· Formulation and implementation of an operational plan including the analysis of operating cost and revenues, selection of routes and scheduling of feeder and trunk service operations, introduction of a combined mode ticket system and the establishment of passenger security patrols as well as signage planning.
· Formulation and implementation of business models and PPP structures that includes a (financial) agreement with existing bus and minibus operators and, defines fare levels for feeder and trunk services, preparing the framework and performance standards for negotiated contracts between the operators and the City of Johannesburg as well as facilitating the establishment of new public transport entities

· Training of and communications with minibus and taxi operators

· Formulation and implementation of both a marketing & public awareness and social safeguarding plan to maximize ridership by overcoming the negative perceptions regarding public transport
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Support the formulation of the infrastructure plan and detailed engineering.

1.1.2)
Khulani Corridor Public Transportation System in Nelson Mandela Bay 

43. The national transport policy on corridor development focuses on high-density mixed land-use as this caters for maximum use of public transport. The public transport plan of Nelson Mandela Bay (Port Elisabeth) defines such corridors along which trunk bus lines or a BRT is proposed as the backbone of public transport. One of the most important corridors is Khulani, which has been chosen as the first phase (2007-2010) of restructuring the public transport system. The corridor consists of two major routes crossing at the Korsten modal exchange that will form the basis for a BRT system (see Figure 3). In general the routes are characterised by uncontrolled loading and off-loading of passengers in through-traffics lanes causing congestion and by high accident rates. Projected morning peak peak period ridership in the first year of operation on each section of the system are shown in the table below. 

	Route / section
	Length (km)
	Peak ridership 

(2010 AM Peak 3 hrs, both directions)

	Motherwell – Njoli Square
	9.7
	8700

	Njoli Square – Sheya Kulati / N2
	5.0
	12900

	Kempston Rd – N2 – Standford Rd
	3.0
	5000

	Standford Rd – Cleary – Korsten
	7.0
	3700

	Langenhoven Dve – Greenacres – Korsten
	1.8
	4500

	Harrower Rd – Govan Mbeki Ave
	2.5
	2800

	Govan Mbeki Ave – Russell Rd
	1.8
	3600


44. The operation will be similar to that experienced with other BRT corridors in other parts of the world, i.e., there will the upgrading of current public transport system that competes with private vehicles for road space to BRT systems (to exclusive BRT median lanes), including the construction of walkways and pedestrian bridges, upgrading of modal interchanges and upgrading of public transport feeder roads. The size of the vehicles to be operated along the corridor would depend on the passenger demand, but could e.g. mean the use of larger buses on the trunk routes and minibus on the feeder routes as part of an integrated system. It is the intention to introduce scheduled bus services provided by contracts with new operating entities in which the existing bus and minibus operators will be offered shares and positions.

45. Total cost of the detailed design and construction is an estimated US$ 56 million.  The municipality obtained ZAR 398 million (US$ 56 million) from the PTIF. Currently, some ZAR 120 million is being spent to upgrade the public transport facilities. 

46. As with the Johannesburg BRT system, opposition from minibus taxi operators may pose a problem. The current plans focus very much on design of the infrastructure rather than the ‘software’ issue of developing a sound business model that has all the stakeholders on board. GEF funding of US$ 2.585 million will therefore be needed to formulate the needed operational and business plan (that includes negotiations with existing bus and minibus taxi operators and facilitates the formalization and/or establishment of new public transport operating entities) as well as general marketing and public awareness creation. GEF funds will also be crucial for the final detailed design of the BRT system so that construction is finished in time for the 2010 World Cup. The DoT will commit resources such as personnel and office space to support these activities.
47. Activities:

· Formulation and implementation of an operation plan, including the analysis of operating cost and revenues, selection of routes and scheduling of feeder and trunk service operations, introduction of a combined mode ticket system and the establishment of passenger security patrols as well as signage planning 

· Business plan formulation and PPP structure, that includes a (financial) agreement with existing bus and minibus operators and, defines fare levels for feeder and trunk services, preparing the framework and performance standards for negotiated contracts between the operators and the Municipality as well as facilitating the establishment of new public transport entities

· Detailed system design (specification of bus vehicles, preparation of tender and contract documents for the construction of the BRT system, plan and design all necessary road signs and markings)

· Facilitation of marketing and public information (general awareness on public transportation as well as specific information, such as route maps, timetables;, discussion with groups of stakeholders on project design) as well as a social safeguarding plan (to maximize ridership by offering a transport alternative that the general public regards as safe)
Output 1.2
Road management and transport system efficiency improvements have been supported and are implemented

1.2.1)
High-occupancy vehicle (HOV) lanes on the R40 in Mbombela (Nelspruit) 
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The central portion of the R40 in Nelspruit, especially the intersection with the N4 highway, is operating close to capacity. At the intersection, peak hour total vehicles volumes are about 5,000-6,000. Over 75% of all public and private trips to the 2010 FIFA World Cup will have to use this section of the R40 to access the stadium. Over the years to come, trips will grow with an average 4-5% annually resulting in lengthy queues and long delays on all approaches. One reason is the emphasis in the municipal Integrated Development Plan (IDP) on the Mbombela-White River Corridor (R40) as a subregion of future commercial and light industrial development. 

49. In order to encourage modal shift towards public transport, improve the operational efficiency of public transport vehicles through reduced travel time and stops and reduce congestion in the corridor, the municipality proposes to construct one exclusive high-occupancy vehicle (HOV) lane per direction at the outer lane sides of the R40 (from the D725 in the vicinity of the Provincial Government offices and Riverside shopping Mall  to the Technikon, see Figure 4) The project will also include signage and monitoring systems, localised rehabilitation, bus/taxi lay byes and a marketing strategy and awareness campaign. The HOV lanes would accommodate all public transport vehicles and vehicles carrying three or more persons. The main benefits will be (a) accessibility improvement for public transport at both the north-south (R40) corridor as well as the east-west (N4) corridor, (b) environmental improvement as a result of a decrease in vehicle emissions resulting from the extra capacity for HOVs, a more efficient traffic flow (decrease of public vehicles weaving through the private vehicle traffic) and of increased public transport use and (c) more socioeconomic development as a result of improved accessibility as well as the decrease in operating cost of public transportation. For example, it has been estimated that the average vehicular delay of over 5 minutes at the R40/N4 intersection in 2010 can be reduced to less than half a minute with HOV improvement. Without HOV development, Nelspruit centre would become ‘gridlocked’ in future.

50. The project will be implemented in two phases; a first phase (2007-2009, the yellow line in Figure 4) costing ZAR 82 million (US$ 11 million) and a second phase that will be completed after 2010 (the green and blue lines). Mbombela has been granted ZAR 72 million (US$ 10.3 million) by the PTIF, and has committed resources from the Municipality and Province amounting to US$ 933,000. However, some essential planning aspects have not been considered so far, such as linking the HOV lanes with the public transport and urban planning, stakeholder involvement and organising awareness campaigns, which will complement and affect the detailed planning and design of the HOV lanes. GEF funds are applied for these planning functions at a budget of US$ 1.043 million) and the corresponding activities are detailed below. The Municipality (US$ 933,000) and DoT will commit resources such as personnel and office space to support these activities (US$ 48,000).
51. Activities:

· Assistance with law enforcement planning, training and monitoring to ensure that the HOV lane is safely and correctly used. In particular an enforcement plan will be developed to ensure that only eligible HOV’s use the lane.

· Technical assistance and capacity development through secondment of a Transportation Engineer to work within the Mbombela Municipality to manage the project and assist with formulation and implementation of the ITP.  The seconded transportation engineer will also be required to assist with raising the profile of sustainable transport options within the municipality by liaison with technical and political officials in other departments.  The transportation engineer will also assist in integrating transportation planning within Mbombela with planning of the Mpumalanga Provincial Government.  

· Public transport planning – Both the use of HOV lanes and existing public transport can be optimised by bundling routes, proper locating of stops, optimisation of schedules as well as intensive involvement and training of public transport operators. Building in a road safety component and pedestrian facilities in the design phase of the HOV lanes increase the ability to reach public transport stops and can have a great impact on the use of public transportation. 

· Both a social safeguarding and a marketing plan will be developed and implemented to market the benefits and correct usage of HOV lanes among the public and road users, involving advertising, media coverage, and by stakeholder engagement through public meetings and focussed meetings (with minibus and bus taxi operators).

Output 1.3
Non-motorized transport projects have been supported and are implemented in three venue cities

52. Non-motorised transport is poorly used in South African Urban areas, and in contrast to many developing and developed countries cannot be considered as a baseline condition in the South African context.  The GEF assistance will be utilised in three venue cities to support ongoing DoT initiatives to increase the attractiveness of NMT through provision of facilities and awareness creation programmes.

1.3.1)
Polokwane Non-motorised Transport (NMT) project

53. Polokwane Local Municipality with a high proportion of captive public transport users, reliant on buses, minibus taxis and walking as the main mode of transport. The project aims at constructing a system of cycle paths and walkways along 55.5 kilometres within different areas of Polokwane including previously disadvantaged communities as well as the city centre. The initiative will also have parking and public facility upgrades and improved security and public safety by installing lighting, community policing and cameras. The nature of the project also provides perfect opportunities for service delivery by small and medium enterprises as well as black economic empowerment companies to be involved in the planning, design and implementation of the NMT project. The project will help to alleviate transport problems within the city such as the high level of incidences due to vehicle-pedestrian conflicts. The bicycle and pedestrian routes will link the proposed 2010 soccer stadium with the town centre, residential and tourism areas (see Figure 5).

54. Total estimated cost of the infrastructure project are about US$ 4.1 million for the period 2006-2009 and was granted ZAR 28 million (US$ 4.1 million) by the PTIF. The funds will cover all engineering, construction and implementation. Apart from this construction work, more detailed planning, implementation support and supervision of construction needs to be done that takes into account the needs of end-users and that clearly links the NMT design with public transport and spatial planning. For these activities GEF support of US$ 615,280 is requested, with the Municipality and DoT committing personnel and office space to support these activities (US$ 48,000).
55. Activities:

Lack of technical capacity within the Polokwane municipality mandates inclusion of various activities within the project scope that would normally be considered baseline activities by the GEF. Activities proposed for inclusion in the Rustenberg NMT project comprise:

· Assistance with detailed planning and design to ensure that the project meets all social and environmental objectives, taking into account the location of existing public transportation routes and goes in parallel with existing urban strategies in Polokwane

· Signal setting and signage planning (to avoid conflicts between users of cycle paths and walkways with the motorised traffic)

· Marketing and awareness plan and campaign that includes a public participation process to cover the needs of all users (disabled, cyclists, joggers, people with strollers, etc.),  marketing the benefits and correct usage of bikeways and walkways (by means of advertising, media coverage, public meetings and stakeholder meetings) as well as social safeguarding (compliance with regulations, safety perceptions of users). 

· Technical assistance and capacity development through secondment of a Transportation Engineer to work within the Polokwane Municipality to manage the project and assist with implementation of the ITP. The seconded transportation engineer will also be required to assist with raising the profile of sustainable transport options within the municipality by liaison with technical and political officials in other departments.  The transportation engineer will also assist with integration of transportation planning within Polokwane with planning of the Capricorn District Council and the Limpopo Provincial Government.  

[image: image16.emf]1.3.2)
Non-motorised Transport (NMT) project in Mangaung (Bloemfontein)

56. The Mangaung Municipality has proposed to construct a 3.8 km cycle path and walkway along Ft. Hare/Mashisa St. between Church St. and Moshoeshoe St. (see Figure 6). This will link the low-income residential area of Mangaung with the central business district (CBD) and the industrial area as well as linking the two stadiums (the soccer stadium and the exercise stadium) that will be used in the 2010 World Cup. The proposed bikeway and walkway are an integral part of the Integrated Transport Plan (ITP, still in draft) and it ties up with another approved project, namely the Mangaung Activity Corridor (see Figure 6). Under the NMT project, the existing route (with narrow and sometimes unpaved sidewalks) will be widened to a surfaced road with 2 lanes in each direction with a dedicated 2-metre wide cycle lane and a 1.6-metre wide pedestrian lane, including proper (wheelchair-friendly) pedestrian and bicycle crossing as well as sufficient public lighting. During construction opportunities will be created for small and medium (SME) as well as black economic empowerment enterprises (BEE).  The NMT system will have a recreational, tourist as well as a commuter travelling function.

57. The total cost of the project is an estimated US$ 0.6 million, excluding cost of expropriation and of relocation of services).  Funding currently is limited to ZAR 240,000 per year at which pace it would take years to finish the project. Since PTIF funding is only partly available for this project, GEF funds are required to enable the construction of the NMT system to be finalised before the 2010 World Cup. The required GEF contribution is about US$ 957,200 for detailed design and cost analysis, community participation and business model development and construction works and supervision with the municipality committing own funding of US $128,000 and the Municipality and DoT allocating personnel and office space to support the GEF planning activities (US$ 47,800).

58. Activities:

Lack of technical capacity within the Mangaung municipality mandates inclusion of various activities within the project scope that would normally be considered baseline activities by the GEF. Activities proposed for inclusion in the Mangaung NMT corridor development comprise:

· More detailed design, cost analysis and surveying, including business case and model development
· Awareness creation and community participation in project design
· Technical assistance and capacity development through secondment of a Transportation Engineer to work within the Mangaung Municipality to manage the project and assist with implementation of the ITP. The seconded transportation engineer will also be required to assist with raising the profile of sustainable transport options within the municipality by liaison with technical and political officials in other departments.  The transportation engineer will also assist with integration of transportation planning within Mangaung with planning of the Motheo District Council and the Free State Provincial Government.  

· Construction and supervision of construction

1.3.3)
Non-motorised Transport (NMT) project in Rustenburg

59. The Rustenburg Municipality has proposed to develop a network of approximately 10 km of cycle paths and pedestrian walkways linking the Phokeng Shopping Mall and Main Taxi Rank with schools in the vicinity and the Phokeng Civic Centre. This network will also serve as spectator access routes between proposed transport drop-off points and the Royal Bafokeng Stadium during the 2010 World Cup. Figure 7 shows the conceptual layout of the network in red lines. 
60. The proposed cycle paths and walkways will be consistent with the Integrated Transport Plan currently under preparation.  Under this project, the existing unpaved sidewalks will be paved with concrete blocks to provide a cycle lane and a pedestrian lane, including proper (wheelchair-friendly) pedestrian and bicycle crossing points.  Shade trees will be planted along the route. The widths of cycle and pedestrian lanes will be defined during the design stage based on the principle of remaining within the existing road reserve with no expropriation of private property. Desired minimum widths are 1.5m for both pedestrian and cycle facilities.
61. During construction opportunities will be created for small and medium (SME) as well as black-economic-empowerment enterprises (BEE) through use of labour-intensive concrete block paving.  The NMT system will serve a combination of scholars travelling to school, public transport commuters wishing to access the taxi rank and spectators attending matches at the stadium.
62. Total estimated cost of the project is about US$ 2.1 million for the period 2006-2009, which will be supported with funds from the PTIF (for construction and construction supervision). Apart from this construction work, more detailed planning and design, implementation support and capacity development through secondment of a Transport Planner needs to be done. For these activities GEF support is requested of US$ 476,240 is requested, with the DoT and Municipality committing personnel and office space to support these activities in addition to PTIF funding of US$ 2.1 million. 


63. Activities:

Lack of technical capacity within the Rustenberg municipality mandates inclusion of various activities within the project scope that would normally be considered baseline activities by the GEF. Activities proposed for inclusion in the Phokeng NMT network project comprise:

· Stakeholder involvement (community participation and liaison with Schools and Department of Education to define routes and standards).

· Topographical survey

· Detailed design, cost estimates and preparation of tender documentation

· Technical assistance and capacity development through secondment of a Transportation Engineer to work within the Rustenburg Municipality to manage the project and assist with formulation and implementation of the ITP. · The seconded transportation engineer will also be required to assist with raising the profile of sustainable transport options within the municipality by liaison with technical and political officials in other departments.  The transportation engineer will also assist with integration of transportation planning within Rustenberg with planning of the Bojanala District Council and the North West Provincial Government.  Due to the close proximity of Rustenberg to Gauteng the Transportation Planner will also liaise and co-ordinate activities with relevant officials from the Gauteng Provincial Government.
Output 1.4
Travel Demand Management projects have been supported in Cape Town and are implemented

64. The City of Cape Town is fast approaching a major cross road where the existing transportation infrastructure will not be able to effectively meet the commuting and business needs of its citizens, specifically the transportation services to and from the CBD. To address this, one element that the City is focussing on is the optimum use of its current facilities and to influence travel behaviour accordingly. In the process the City is working towards a sustainable transport system to achieve more desirable transport, social, economic and environmental objectives. The specific objective of TDM in the City of Cape Town is to promote a diversity of sustainable travel modes and practices that will influence the choices made by commuters in order to reduce the overall number of trips, minimise travel time and optimise travel cost, specifically during peak times. The essence of the TDM objective is to reduce the use of single occupant vehicles, increase the use of public transport and NMT and to develop land use activities that will support the use of alternative modes. 

65. The City of Cape Town has performed a detailed investigation into Travel Demand Management (TDM), and identified six TDM measures (as specified in the City’s ITP of 2006) for implementation in the short-term. The TDM programmes identified were:  

· Promote Higher Vehicle Occupancies. This will be done through the development of a car-pooling information desk, a car-pooling website and the establishment of supporting HOV infrastructure.

· Implement Park-and-Ride facilities. Several stations along the Southern and Monte Vista rail line were identified at which safe and secure park-and-ride facilities will be established in conjunction with a marketing campaign.

· Roll out programmes for Large Employers to encourage alternative transport options. As part of a pilot project, at least three large employers will be identified who will be prepared to take part in a programme to encourage employees to use more efficient modes of transport.

· Develop supporting Policies and Tax incentives. City Management will be encouraged to actively pursue changes in legislation that inhibit car-pooling and ride sharing. Several tax incentives should be investigated to entice large employers to encourage their employees to travel less and if they do, in modes other than single occupant vehicles. The City should also investigate legislation to force employers in the City to annually report on the trip making characteristics of their employees.

· Market TDM and Public Transport. The TDM programme must be accompanied by an aggressive marketing strategy that will not only focus on TDM but also on public transport.

· Develop a Congestion Pricing Strategy and focus on ITS applications to inform drivers. The City should develop a congestion pricing strategy, but should initially focus on applying ITS strategies to maximise the capacity of the current road network.

66. Of the six projects described above, three pilot projects are proposed for financial assistance under the GEF supported project, namely:

· Park-and-Ride. 

· Programmes for Large Employers

· Promotion of higher occupancy vehicles

67. The objectives of the Park-and-Ride programme are as follows:

· Increasing the availability of alternatives to driving alone by providing travellers with the opportunity to transfer from low occupancy modes to high occupancy modes.

· Provide accessible, safe and secure parking at stations and to market and inform the travelling public about the various travel options in an effort to reduce the number of single occupancy vehicles during the commute periods.

· Offering a convenient, safe meeting point and parking location for car-poolers and vanpoolers, to facilitate pool formation, and to support ridesharing in locations where sufficient demand might not otherwise occur for ridesharing to a common destination.

· Reducing vehicle-kilometres of travel (VKMT) and possibly pollutant emissions. 

· Encouragement of high-occupancy travel mode use and reduction in distances driven alone, as long as severe indirectness of travel does not result, can help reduce system VKMT.

· Utilising existing spare capacity both in terms of public transport capacity and parking area capacity.

· Identification of possible expansion options of existing parking areas and possible integration with other land uses.

68. The location of Park-‘n-Ride stations on the Southern and Monte Vista lines is shown in the following figure 8:

69. Similar to many other TDM strategies, a successful Large Employer Programme (LEP) will benefit individual commuters and the City of Cape Town in many ways, including less stressful commutes, financial savings to individuals, lower levels of congestion and increased public transport ridership. The specific objectives of this LEP are as follows:

· Making large employers aware of their responsibilities to the environment and towards the effective functioning of the City.

· Assisting large employers to develop in-house TDM programmes.

· Increasing the availability of alternatives to driving alone by providing employees of large companies with options to use higher occupancy modes.

· Reducing vehicle-kilometres of travel (VKMT) and possibly pollutant emissions.

· Encouragement of high-occupancy travel mode use and reduction in distances driven alone, as long as severe indirectness of travel does not result, can help reduce system VKMT.

· Developing partnerships between the City and large employers in an effort to kerb congestion and impacts on the environment.

70. The LEP will be pursued for at least five large employers and specifically the Provincial Government Western Cape,   City of Cape Town and three private sector companies who have indicated their willingness to part5iciapte in the programme, namely BP, Caltex and Shell.  

71. There are a number of key factors that need to change that would significantly impact the increase of High Occupancy Vehicles (HOVs) in Cape Town. Three strategies can be identified as critical and include: 

· Improvement of public transport levels of service

· Enforcement and extension of current Bus Mass Transport (BMT) lanes and converting them to include other HOVs.

· Encourage HOV in the form of carpooling and ridesharing in Cape Town.

72. Public transport improvements are accepted as a given, particularly in light of the 2010 FIFA World Cup. While BMT expansion and enforcement is also currently being explored as another public transport facilities.  It was therefore decided that the initial pilot project should logically focus on encouraging HOV usage in the form of carpooling and ridesharing. Specific areas to achieve this would be to:

· Inform citizens of HOV and the merits thereof.

· Provide a supporting mechanism that offers potential riders with a point of contact should they have queries on HOV mode options.

· Develop suitable information and marketing material on HOV and carpooling.

· Provide a mechanism to bring together potential ridesharers to form new carpooling schemes.

· Identify various employers that could promote HOV programmes (covered in the LEP pilot project’s business plan).

· Lobby national DoT to change legislation to encourage carpooling.

73. The specific objectives of the High Occupancy Vehicle (HOV) programme are as follows:

· An improvement in the current average vehicle occupancy from current 1.5 persons per vehicle (excluding public transport vehicles). This could be undertaken annually, but it is unlikely that significant changes would occur within 1 year.

· Increasing the number of carpools in Cape Town.

· Increasing the number of registered members in a Cape Town carpooling database.

· Increasing the number of suitable vehicles in HOV lanes

74. The total cost of the infrastructure pilot projects comprising the proposed TDM project in Cape Town is around US$ 4.8 million with PTIF granting ZAR 30 million (US$ 4.3 million). The required GEF contribution is US$ 247,000 with cash funding by the DoT of US$ 4.25 million and by the City of Cape Town of US$ 570,000 with DoT allocating personnel and office space to support the GEF planning activities.

75. Activities:

· Establish a High Occupancy Vehicle Programme by planning and establishing an information desk and ride-sharing data-base. These actions will be supported by preparation and distribution of marketing material and lobbying the national DoT for changes in car-pooling legislation.

· Awareness creation and involvement of car owners and other stakeholders regarding park ‘n ride, car-pooling and ridesharing
· Implementation of Park and ride facilities at five locations, consisting of the following activities:

· Planning, design and construction of minor civil works to improve the parking areas, sidewalks and walkways but mostly to install signage and line markings.

· Design and construction of shelters and sheltered walkways where necessary.

· Design and installation of lighting in the parking area and along sidewalks and walkways.

· Preparation and letting of contracts to provide security at the areas.

·  Discussions with the South African Rail Commuter Corporation (SARCC) to inform them about the initiative and to garner support and possible improvements at the stations.

· Launching and maintain an advertisement campaign.

· Monitoring and measuring of operations.

· Activities related to implementation of the Large Employer Programme (LEP) will involve the following activities:

· Confirming the identification and buy-in from at least the three large private employers and Provincial and Local Government to participate in the pilot programme.

· Identify a LEP manager in each of the large employers. 

· Develop a LEP for the City and for the Province and present to the City Council and Provincial Legislature for approval.

· Develop a LEP for each private company in association with the employees of the company or at least with the management of the company.

· Conduct an employee survey at each of the companies/organisations to determine the base line conditions for future reference.

· Roll out the various LEP’s and assist the project coordinator in each company/organisation.

· Monitor the pilot programmes on a four monthly basis. and report to Council

· Prepare a final report after a year of implementation for presentation to the City Council and to be used for an extension of the programme.

· Advertisement and Marketing of Programme.

· The Project Management Unit will support the TRANsformation for Sustainable and Integrated Transport in the urban environment (TRAN:SIT) Programme  initiative of the City of Cape Town to implement sustainable transportation systems through a number of actions related to the programme.  These will include:

· Identify Sustainable Transport Training opportunities nationally & internationally for CoCT transport staff and other cities

· Prepare and hold 2 day seminar on sustainable transport linked to the course presented by the Urban Transport Research Group of the University of Cape Town 

· Extended training, mentoring and assistance  for the newly appointed TRAN:SIT Advisor

· Incorporation of officials from the venue cities into TRAN:SIT Network Meetings to be held on a regular basis and printing of a brochure "Introduction to Sustainable Transport & the socio-econo-enviro case for it", for dissemination to the  network.

· Review City of Cape Towns Integrated Transport Plan through a sustainability lens and identification of inter-sphere co-ordination problems in the region by an international expert.

Outcome 2
Strengthened capacity and increased knowledge to plan, manage and implement sustainable transportation options


Total Cost: US$ 1.118 million; Co-Financing: US$ 0.127 million; GEF Request: US$ 0.991 million 

Main outputs and activities:

Output 2.1
Technical capacity in sustainable transport has been strengthened
76. A large number of stakeholders (as listed in part 1.4 of Section A) are crucial in decisions on sustainable transportation. For these stakeholders an awareness raising and basic capacity building programme will be designed and implemented. International renowned transport planning experts will be invited to expose ‘best practices’ and experiences in other cities in the world. In addition, the international expert(s) will visit at least the four small venue cities (see Outcome 1) for one-on-one discussions and advice to project managers and transport planners in these cities (to economize, the international experts may also provide input into the technical training programme mentioned under Output 2.1). The programme will provide a forum for multi-stakeholder dialogue were South African decision-makers, planners and other stakeholders can interact and exchange experiences on ongoing sustainable transportation activities in South Africa. Third, the activity will serve as information dissemination tool regarding experiences and progress in the subprojects of the venue cities as presented in this proposal.
77. The financial commitments for this output are US$ 483,948 from GEF for training and other activities and US$ 82,500 as counterpart financing (paying the salaries while on study leave and limited overhead costs).

78. Activities:

· Identification and selection of candidates for technical training 
· The selected candidates will follow the technical trainings that are organised in cooperation with the universities (dividing trainings more or less equally between the Northern and Southern Schools in Transportation Engineering and Planning)
· Placing of young professionals as consultant with the projects supported by GEF under Outcome 1
· Financial control of payments to beneficiaries, monitoring of progress and arrangements on termination of training periods. 
Output 2.2 
Increased information and knowledge about sustainable transportation options amongst local and national decision-makers and transport and urban planners 

79. Two activities are proposed under this output, workshops and development of a web-based knowledge resource.  

A) A large number of stakeholders (as listed in the part on ‘stakeholder involvement’)   are crucial in decisions on sustainable transportation. For these stakeholders an awareness raising and basic capacity building programme will be designed and implemented. International renowned transport planning experts will be invited to expose ‘best practices’ and experiences in other cities in the world. In addition, the international expert(s) will visit at least the four small venue cities (see Outcome 1) for one-on-one discussions and advice to project managers and transport planners in these cities (to economize, the international experts may also provide input into the technical training programme mentioned under Output 2.1). The programme will provide a forum for multi-stakeholder dialogue were South African decision-makers, planners and other stakeholders can interact and exchange experiences on ongoing sustainable transportation activities in South Africa. Third, the activity will serve as information dissemination tool regarding experiences and progress in the subprojects of the venue cities as presented in this proposal.
B) A number of websites, books, magazines, reports regarding sustainable transportation will be reviewed by a Consultant. Supplemented with interviews with experienced practitioners, a web-based structure is developed containing knowledge from the above-mentioned sources, structured in a logical way in categories, folders, etc. Feedback is given by transport officials and planners in the four venue cities, academics and planners in other cities on the usefulness and relevance of information and knowledge stored. The Consultant will then develop the structure into an applied learning tool, distinguishing between levels of complexity and target groups (basic, intermediary, advanced) and to document successful methodologies and experiences regarding the implementation of sustainable transport projects in South Africa and elsewhere. A promotional campaign will be developed to advertise the body of knowledge to practitioners in national and local government, academia, consultants and other organizations.

80. The financial commitments for this output are:

A) Improved dialogue and knowledge dissemination:  US$ 280,656 from GEF (fees and travel cost of international experts to lead and present at workshops) and US$ 24,000 as in-kind contribution from DoT covering venue and catering cost.

B) Web-based knowledge resource:  US$ 226,496 from GEF and US$ 20,000 as in-kind contribution from DoT (overhead and support).

81. Activities:

· Improved dialogue and knowledge dissemination through workshops on topics related to land-use planning and sustainable transportation (improved public transportation, road and traffic management, non-motorized transport by means of walking and cycling, spatial planning, travel demand management, PPP structuring of operations, media campaigns and awareness) as well as on organizing transport plans for mega-sporting events
 

· Activities required to develop the web-based knowledge resource are:

i) Undertake literature search and definition of categories of knowledge in consultation with experienced practitioners

ii) Undertake research to the use of state of the art existing web-based knowledge networking techniques

iii) Development into applied learning system

iv) Evaluation and feedback from practitioners, including transport planners, officials and managers based in the venue cities

v) Capturing successful methodologies regarding sustainable transportation

vi) Promotional campaign regarding the web-based knowledge resource and learning tool

vii) Integration into permanent host organisation

Outcome 3: 
Monitoring, learning, adaptive feedback and evaluation

Total cost and GEF request: US$ 0.275 million
Output 3.1: 
Monitoring and evaluation tools formulated and implemented

82. Activities:
Fine-tuning of the logical framework and project impacts with indicators and verifiers to gather project-relevant information, including baseline and end-of-project studies, mid-term and final evaluation studies. Refinement of project information and documentation on experiences and lessons learnt of the project
.  Development of case studies on sustainable transport in South Africa and dissemination to stakeholders at national and local level (see also section 3.E ‘Monitoring and evaluation’).The financial commitments for this output are US$ 275,000 from GEF.
2.3 Project Indicators, Risks and Assumptions 

83. Key indicators of success for the project include those listed below:
Environmental:

· Air quality improvement as measured by levels of PM, SOx, NOx, and CO in the corridors

· 
Reduction in GHG emissions associated with modal shifts and higher transport  system efficiency at an estimated 423,000  tCO2  over a ten-year project lifespan

· 
Reductions in ambient noise levels in the corridors

Transportation:

· 
Compliance with the construction schedule (by 2010) of 94 km of BRT in Johannesburg, of the  Khulani Corridor BRT in Nelson Mandela Bay, 9 km  of HOV lanes in Mbombela,  55.5 km and 3.8 of cycle paths and walkways in Polokwane and Mangaung respectively.

· 
Private-public partnerships developed and working contracts in place for the operation of the system in Johannesburg and Port Elisabeth.

· 
Mode shift: Percentage of vehicle trips per vehicle type (Amount of passengers and travellers using the new BRT vehicles, High Occupancy Vehicles and NMT) facilities and drivers using the HOV lanes

· 
Modal efficiency: Vehicle occupancy per vehicle type in the corridor and average occupancy in the corridor.

· 
Mobility: Average peak period commuter; Reduced travel time (including access and waiting time) on in the corridor, measured separately for mixed traffic flow and BRT / HOV lanes and reduced waiting time at intersections

· 
Safety: Number of road traffic collisions in the corridor, classified as fatal, serious injury, minor injury or damage only.

· 
Increased share of BRT in public transportation (reducing the share of minibus taxis)

· 
Increased modal of share of public transport in passenger transportation
Socio-economic and financial:

· 
Formalization and recapitalisation of the private minibus sector; 

· 
Profitability of Public Transport Operations: Financial performance of the public transport facilities operations and services offered

· 
Financial sustainability: Public Transport subsidy payments to operators for services in the corridor

· 
Social equity: Number of low-income households within 500 m of the improved transport system and fare per km of the transport system

Capacity building, awareness creation and knowledge dissemination:

· 
Integrated transport plans are in place in all venue cities

· 
Key professionals from national and local governments, private sector, academia and NGOs have acquired increased knowledge and information on planning, design and implementation of sustainable transportation systems and transport planning for mega-sporting events through courses and workshops. on different aspects of sustainable transportation and transport planning for mega-sporting events, including from design to operation, including public-private partnerships 

· 
Strengthened institutional and manpower capacity of smaller venue municipalities to plan and manage sustainable transportation initiatives

· 
Increased awareness and acceptance by travellers of public transport and NMT options. 

· 
Perception of the public transport system has improved 

· 
Functioning web-based knowledge resource and learning tool

· 
Progress of project activities is monitored, lessons learned are documented and disseminated

84. Important project assumptions are:

· The first phases of the BRT system, HOV lanes and NMT  systems can be constructed as planned before the 2010 World Cup events (so that they at least connect with the stadiums in the venue cities)

· Co-financing from PTIF and other sources can be secured (in time) for the design and construction of the above-mentioned transport system improvements as well as from GEF to fund the activities to provide assistance to the proposed improvements

· Legal feasibility of the proposed systems; regulations for construction and tendering are in place; the required environmental impact assessments and approval by the relevant authorities can be achieved in time

· Public acceptance of the proposed BRT and NMT systems

· Negotiations with existing transport operators can be concluded successfully during the project; confirmed commitment by all stakeholders can be arranged 

· Good law enforcement regarding the use of HOV lanes by buses and vehicles that carry more than 2-3 passengers only

85. During the project design stage, project risks have been closely analysed and mitigation strategies have been incorporated. While the project is purposefully designed to minimize these risks, some issues are not entirely within the project’s control but may affect project implementation. These risks are listed below.

Market and financial:

· 
Private sector (in particular the minibus taxi sector) will may not be interested in participating in sustainable transport improvement projects if not financially sustainable (most BRT systems are targeted to be operated on a no-subsidy basis) or if not guaranteed participation in the new transport systems; 

· 
Public acceptability of new systems on the other hand the public may not accept the new systems if the tariffs are deemed too high

· 
Finance for the construction of the transport improvement projects cannot be achieved in time to be able to finalize the construction before the 2010 event; thus conventional ‘quick-fix’ solutions (e.g. hiring more minibus taxis to transport spectators to and from the events) are cheaper, but less optimal sustainable transport options are chosen

Policy and social

· 
Lack of political leadership and political will to implement significant changes to the urban transportation system is one of the major risks facing the high-impact mode shift projects. Some local governments may be less politically committed to sustainable transport options and not provide sufficient support and motivation for implementation. 

	Risk
	Severity
	Mitigation strategies

	Market and financial
	
	

	Financial sustainability for private sector
	M
	Baseline: Infrastructure financed by public sector grant. Private sector responsible for operating costs.

	
	
	Alternative: 

Feasibility assessments of selected viable routes

Risk sharing through Public Private Partnerships

	Public acceptance of tariffs
	L
	Baseline: Unchanged rate/km where possible

User preference surveys

	
	
	Alternative: User preference surveys

	Timely availability of construction finance
	M
	Baseline: DoT funding via PTIF

Additional loan sources (AFD, DBSA)

	
	
	Alternative: 

Additional loan sources (AFD, DBSA)

Mobilisation of private sector funding

	Policy and Social
	
	

	Lack of political will / leadership
	S
	Baseline: Varied degree of support between cities

	
	
	Alternative: 

Higher profile through international funding

Active engagement through project

	Institutional inertia
	M
	Baseline: Limited or no mitigation

	
	
	Alternative: 

Regular monitoring and reporting

Technical assistance and capacity building

	Opposition from existing operators
	S
	Baseline: Active engagement in Nelson Mandela Bay and Jhb

	
	
	Alternative: 

Structured plan of engagement

Assistance with development of operating entities

Development of business model

	Public opposition to reallocation of road-space
	M
	Baseline: Limited or no mitigation

	
	
	Alternative: Project specific public awareness

	Low usage of new systems
	M
	Baseline: Limited public awareness Project specific awareness creation programmes (project activity)

	
	
	Alternative: Higher level of project specific awareness creation and marketing programmes

	Reduced interest after 2010
	L
	Baseline: Ongoing focus and funding from DoT 

	
	
	Alternative: Demonstrated success of project interventions

	Institutional
	
	

	Lack of technical capacity to implement projects
	S
	Capacity enhancement and technical assistance Baseline: Limited assistance from DoT(project activity)

	
	
	Alternative: Capacity enhancement and technical assistance

	Lengthy procurement process
	S
	Baseline: No mitigation

	
	
	Alternative: Limited procurement through UNDP

	Funds may become available too late to perform desired level of planning
	S
	Baseline: No mitigation

Alternative: Advance from GEF prior to formal approval



Risk Rating: L - Low; M – Medium; S – Substantial

· 
Institutional inertia where the process of obtaining positive record of decision of relevant provincial authorities regarding project approval, project implementation and environmental impacts and other legal requirements takes too long

· 
Opposition from key stakeholders (particularly existing minibus taxi and bus associations) may result in unrest if no agreements can be reached regarding surrender of operating permits on routes identified for implementation of improved systems or if they lose in tendering procedures and are not incorporated into the new operating entity that will provide services in the project corridor.

· 
Public acceptance may be poor of projects that reallocate road space from private vehicle use to public transport.  This may result in lack of compliance regarding use of facilities such as HOV lanes.

· 
Ridership of new transport systems such as BRT may be low due to inadequate public awareness and lack of information regarding the operation and benefits of the new system.

· 
National government loses interest in sustainable transportation options once the 2010 World Cup has been held.

Institutional

· 
As identified during the analysis all venue cities suffer a severe shortage of technical capacity for transportation planning and project implementation. This has potential to add significant delays to the implementation process

· 
Public sector procurement processes are lengthy and in some cases may result in a procurement period of up to a year for appointment of Consulting and Construction services. 

· 
The time frame for planning, design and implementation of the sustainable transport interventions envisaged under this project is very tight if the systems are to be fully operational by mid-2010.  Government funding from the third allocation of the PTIF will be available from April 2007.  GEF funding may only be available from third quarter 2007.

The above risks have been rated according to perceived severity, and mitigating strategies have been developed as shown in the table below.  Overall the Project Risk Rating can be categorised as Medium, although substantial institutional risks are present, particularly the risk of delay to availability of funding.

2.4 Expected global, national and local benefits

86. The total CO2 reduction directly attributable to the proposed GEF initiative is 423,000 tonnes of CO2 equivalent over ten years. The indirect CO2 emission reduction due to replication is an estimated 2 million tCO2-equivalent over a ten-year period.

2.5 Country ownership: country eligibility and country drivenness

87. South Africa is a signatory to the (UNFCCC) and ratified it in 1997. It is expected that one of the outcomes of this project will be transport-linked mitigation options that can be situated within the existing national level development plan and priorities.

88. The South African government priority for concepts of sustainable transport (defined public transport and non-motorised transport) is most clearly stated in a series of policy documents including “Moving South Africa”, the “White Paper on Energy”, the “National Land Transport Transition Act” (NLTTA), the “National Land Transport Strategic Framework”, the “Transport Action Plan for 2010” and the draft “Strategy to Accelerate Public Transport Implementation via a Win-Win-Win partnership between Government, Existing Operators and Labour”. A short description of these documents is given in paragraph 1.2. The project concept also links into a growing array of transportation planning requirements, including the establishment and updating of a local and provincial Integrated Transport Plan (ITP), one aspect of municipal Integrated Development Plans (IDPs), also required by law.

89. South Africa is very excited to be awarded the opportunity to host the FIFA World Cup in 2010. The Government has made it clear that it will take its lead role in the preparation of this event very seriously, particularly given the substantial legal guarantees that FIFA requires. The events offer a showcase of South Africa as a tourist destination, and a measure of South African industry capabilities. There is an unprecedented drive to take up this challenge, to succeed in realising these opportunities, and to use the World Cup Events to focus delivery in many sectors, including sustainable transport and environmental management. The Department of of Transport (DoT) has embarked on a phased project to significantly improve public transport and coordinate planning for all layers of transportation services, infrastructure and management that will serve the 2010 FIFA World Cup and beyond.  DoT recognises the fundamental role of smoothly working transportation services for the success of such a large event.  DoT has been and will continue to communicate its plans for establishing a public transport legacy through the GoSA World Cup Co-ordination Committee, chaired by the Office of the Presidency.

90. The UNDP is the GEF Implementing Agency for this project. The Country Cooperation Framework (CCF), within which UNDP plans and implements its development cooperation intervention, has currently been defined for 2007-2009. It includes ‘environment and development’ and ‘local governance’ as focal areas of attention. With respect to these areas, UNDP South Africa’s objective is “to promote innovative legislation and action to protect the environment while contributing to the eradication of poverty in partnership with all levels of government, civil society and the private sector” and “poverty reduction by local governance”.
91. Currently, UNDP-South Africa is supporting the Department of Environmental Affairs and Tourism (DEAT) and other national stakeholders in policy development and capacity building in the areas of:
· Environmental planning and coordination (e.g. “Greening the WSSD initiative” to translate the Summit’s thinking into local action);

· In the area of climate change, UNDP/GEF is supporting a number of renewable energy and capacity building projects; and

· Community empowerment for sustainable development.

2.6 Sustainability and replicability

92. Institutional sustainability – The project will support the improvement of existing public transport services and the management thereof.  Local government officials responsible for transport and environmental management will use the project as a strong platform for engagement, monitoring and evaluation, thereby building their capacity and knowledge in a very practical ‘learning-by-doing’ way. Improved transport system efficiency will improve mobility Public Transport users.  In this context the project will compliment South Africa's plans to formalize and recapitalise the minibus taxi sector and contribute to more sustainable financial footing for the existing public city bus services. The three Non-motorised transport projects will explicitly serve low-income users through improved mobility and improved accessibility to conventional motorised public transport services.

93. Through the study and internship initiative, and through the workshops and information sharing platforms, the project will have also increased the country’s expertise and capacity on sustainable public transport and its implementation. Increased awareness resulting from the supported projects will hopefully generate a paradigm shift in people perception of public transport, with analogue projects being repeated throughout the country proving a legacy after 2010.

94. The proposed Transportation System Improvements are not proposed in isolation in terms of the 2010 events, but arise from the existing long-term Integrated Transportation Plans (ITPs) of the venue cities. The GEF project will fast-track elements of ITPs, enhance it with a strong and very high profile example, and allow the cities to spend scarce financial and human resources on public transport infrastructure enhancements that will serve the public transport needs of the venue cities both before and after the 2010 World Cup.

95. Financial Sustainability - The financial sustainability is closely linked to the public and private institutions and companies who are operating the public transport system. The project will contribute significantly to the financial sustainability of public transport services in the venue cities through implementation of Public Private Partnerships providing high quality public transport systems capable of running without an operating subsidy. In principle, the public and private companies that will operate the bus systems will do so in a financially sustainable way. The public transport will operate on improved and potentially dedicated busways, and with considerable enhanced infrastructure in terms of stations, stops, and inter-modal interchanges and commuter information.

96. The financial sustainability of the projects beyond 2010 will depend largely on the new tariff structure in the proposed BRT systems and ridership in bus transit systems. Particularly for the current, mostly lower-income groups, the updated public transport infrastructure will deliver a significant impact in terms of improved mobility. Will the client be prepared to pay higher tariffs? The BRT tariffs may actually be higher than fares in the existing minibus services. However, many customers are now forced to take several minibuses and thus pay multiple fares. The basic concept of the new public transport system is that the tariff paid for the unified network will be lower than the multiple fares the customer has to pay now.
97. In the end, the sustainability of the projects lies in increased ridership.The improved performance of the public transport system will attract additional users, which will help to make the system more profitable.  The middle and higher-income group that can afford cars can be divided in the so-called ‘stubborn’ and ‘selective’ customers. The first group will only use cars, opting out of public transportation, no matter what the service is. However, demonstration of high-quality public transport may persuade the ‘selective’ customers to use public transport, if it meets their requirements of performance, speed and convenience.

Replicability

98. The project’s key asset in terms of replicability is its relatively straightforward setup in which public transport infrastructure, and non-motorised transport (NMT) measures offer long term climate change mitigation opportunities. Over one million people will experience the proposed transport system changes during the 2010 World Cup.  The experience itself will "train" spectators to plan on using public transport or NMT, and in many instances will provide the first opportunity for many South Africans to experience public transport.  Once experienced, accepting the imposition of exclusive public transport access becomes familiar.  Thus, the project goes beyond the 2010 experience to support more extensive sustainable transport infrastructure as well as road management and travel demand management measures in South African cities. Communications and public awareness budget are an integral part of the project, "selling" the need for sustainable transportation and explaining its advantages for the commuter and documenting its use.  The Department of Transport (DoT) expects these two features of profile and communications to be the catalyst of a ripple effect in South Africa and Southern Africa.

99. The project is envisaged to provide examples for implementation of PPP structures and business models for implementation and operation of public transport systems, which may be replicated in other South African urban areas, depending on their population, layout and infrastructure and financing availability conditions. The replicability of each category of  project supported interventions in other South African cities is shown in the table below:

	Metropolitan areas
	Pop (mill)
	Intervention of this type can be replicated in this city?

	
	
	BRT
	HOV
	NMT

	Johannesburg
	3.295
	Yes, Project
	Yes
	Yes

	eThekwini
	3.162
	Yes
	Yes
	Yes

	Cape Town
	2.969
	Yes
	Yes
	Yes

	Ekurhuleni
	2.528
	Yes
	Yes
	Yes

	Tshwane
	2.040
	Yes
	Yes
	Yes

	Nelson Mandela Bay
	1.100
	Yes,Project
	Yes
	Yes

	Buffalo City
	0.765
	No
	Yes
	Yes

	Mangaung
	0.705
	No
	Yes
	Yes, Project

	Msunduzi
	0.565
	No
	Yes
	Yes


100. After 2010, the project’s unique feature (the government’s commitment to improve transport services in time for a high-profile event) may disappear. However, having demonstrated that sustainable transport options can be cost-effective and attractive will motivate national, provincial and municipal authorities to make commitments in sustainable transport options.
101. The project offers a demonstrable example of how sustainable transport can be implemented, and a tangible opportunity to quantify the benefits of such an investment in terms of reduced time delays, accident incidents and avoidance costs, local and global emissions and their externality costs, improved security, empowerment, and many other benefits. This articulation of benefits as part of the project implementation will be of enormous value to policy makers as they can craft additional tools and measures to manage the urban environment and provide sustainable transport services and infrastructure. South Africa is also a leader on the continent. Given the high visibility of the World Cup across Africa, the demonstration of a well-functioning public transportation system and other sustainable transportation measures are likely to provide a best-practice model, thereby influencing a climate change benefit of lasting impact well beyond the reach of a once-off project. 

102. The project will include a component on dissemination of experiences and the lessons learned to interested parties in other parts of the continent. Lessons will be extracted from that body of experience and through an aggressive communication and outreach plan. Relevant and cost effective climate and pollution mitigation measures will be demonstrated, and the cost-effective nature of the interventions and will be highlighted to encourage implementation of similar initiatives in other areas. It is hoped that within South Africa, cities and venue owners will quickly learn about the replicable elements and start including these elements in their own plans. To facilitate such learning, the project during its final stage will invite transport authorities and owners of venues to visit the transportation system improvements in the selected host cities. 

103. In order to capture the experiences and impacts of the project, key performance indicators with respect to its objectives and outputs will be specified and a comprehensive monitoring and evaluation system will accompany the intervention. These indicators will facilitate monitoring of the progress of national and local authorities in implementing sustainable urban passenger transportation and will help to identify what works, what doesn’t and why. 

3. Management Arrangements 

3.1 Links with other initiatives

104. The proposed project will build on ongoing efforts by the Department of Transport, which is the responsible national ministry for providing safe, reliable, effective and integrated freight and passenger transport operations and infrastructure. The provincial governments are responsible for coordination at the provincial levels, such as inter-urban and rural transportation. At the local level, district and municipal authorities are responsible for the execution and implementation (within the framework of provincial and national legislation and policy). All the efforts at the various levels of government provide financing for sustainable transportation that will exceed even the largest possible GEF contribution, but this UNDP/GEF full-size projects acts as a catalyst to jump on the moving train of the 2010 World Cup and realise visible sustainable transport services in time before the 2010 events, offering unique opportunities for long-lasting climate change benefits and for the mobility of people of lesser income with a high potential for replication in South Africa and in other African countries
3.2 
Project management

105. This proposed full-size project would be executed by the Department of Transport (DoT), following UNDP guidelines for nationally executed projects.  The Executing agency will sign the grant agreement with UNDP and will be accountable to UNDP for the disbursement of funds and the achievement of the project goals, according to the approved work plan. In particular, the Executing Agency will be responsible for the following functions: (i) coordinating activities to ensure the delivery of agreed outcomes; (ii) certifying expenditures in line with approved budgets and work-plans; (iii) facilitating, monitoring and reporting on the procurement of inputs and delivery of outputs; (iv) coordinating interventions financed by GEF/ UNDP with other parallel interventions; (v) approval of Terms of Reference for consultants and tender documents for sub-contracted inputs; and (vi) reporting to UNDP on project delivery and impact.

106. The project structure will consist of a Project Management Unit (PMU) within the DoT and a Project Steering Committee (PSC), optionally with a separate Technical Advisory Committee feeding into the PSC. 

107. In addition, UNDP will provide support services in the area of recruitment, procurement, financial and technical services. An MOU between the parts will be agreed and signed by both entities, DoT and UNDP.

108. Co-ordination between local, provincial and national authorities active in transport service and infrastructure provision for the FIFA 2010 World Cup will be the responsibility of the 2010 Transport Task Team of the South African National DoT. The Project management unit (PMU) will be part of this Task Team.  The PMU will provide secretariat, coordination and overall management functions and tasks related to the different outputs and to provide support to the 2010 Transport Task Team of the DoT.  The PMU Project Manager will report to the Director of the 2010 Transport Task Team of the DoT, who will act as the National Project Director. The Project Manager will also present regular progress reports to the Project Director Project Steering Committee (PSC). The PMU will consist of a Project Manager, Project Assistant and one DoT counterpart staff.
109. Furthermore the project manager will convene regular meetings between DoT and UNDP, in order to monitor project progress and identify and resolve any bottlenecks and improve the quality of interventions. In these meetings, DoT and UNDP review and authorize the financial and progress reports, as well as update work plans prepared by the project manager. In order to create transfer of capacity, the DoT will assign some of its appropriately skilled personnel to the project management unit.
110. Project operational co-ordination and oversight will be provided by the Project Steering Committee (PSC), composed of DME, DEAT, UNDP, National Treasury and other stakeholders such as the South African Cities Network and 2010 Green Goal. The PSC will meet quarterly with the objective of monitoring project progress, coordinating institutional roles, and securing any information required for the project. The PSC shall facilitate co-ordination between local, provincial and national spheres of government through timely identification of bottlenecks and problems caused by lack of such co-ordination.  The PSC will identify appropriate channels of communication, and relevant officials from the PSC will be tasked with resolving such issues as they occur. The PSC is chaired by the project manager. During the first meeting of the PSC, the creation of a formal reporting/feedback arrangement will be proposed for the explicit provision of opportunities for a range of industry stakeholders to be involved in the project throughout the various stages of its implementation. This arrangement will have to guarantee full transparency at the national level. The PSC will potentially establish an advisory board (technical advisory committee) that could function as a platform to present and share ideas as well as to solicit specific inputs from its members that are envisaged to come from different sections within the stakeholder community.

111. As the GEF implementing agency for this project, UNDP will monitor all activities and outputs. UNDP will ensure that the activities are being conducted in co-ordination with the government and other stakeholders. UNDP will be ultimately accountable to GEF for project delivery and responsible for supervising project implementation. UNDP will provide technical backstopping services and monitor adherence to the work plan. The project will comply with UNDP’s monitoring, evaluation and reporting requirements, as spelled out in the UNDP User Guide. Quarterly progress reports will be submitted to UNDP by the executing agency, providing a brief summary of the status of activities and output delivery, explaining variances from the work plan, and presenting work-plans for each successive quarter for review and endorsement. The Quarterly progress reports will provide a basis for managing disbursements. An Annual Project Report (APR) will be prepared at the end of each year, summarizing and evaluating work in progress in more detail, and will be reviewed by the Project Steering Committee, which shall make recommendations to the executing agency and UNDP regarding the subsequent scheduling of project activities. A Terminal Report will be prepared upon project completion and reviewed at the final PSC meeting for the project. Section IV, Part VIII on Monitoring and Evaluation outlines the reporting requirements further.

112. The Government will provide the Resident Representative with certified periodic financial statements, and with an annual audit of the financial statements relating to the status of UNDP (including GEF) funds according to the established procedures set out in the User Guide and Finance Manual. The Audit will be conducted by the legally recognized auditor of the Government, or by a commercial auditor engaged by the Government.

113. In order to accord proper acknowledgement to GEF for providing funding, a GEF logo should appear on all relevant GEF project publications, including among others, project hardware and vehicles purchased with GEF funds. Any citation on publications regarding projects funded by GEF should also accord proper acknowledgment to GEF. The UNDP logo should be more prominent - and separated a bit from the GEF logo if possible, as UN visibility is important for security purposes.

4. MOnitoring and evaluation plan

114. Project monitoring and evaluation (M&E) will be conducted in accordance with established GEF procedures as well as following new UNDP procedures in the ATLAS system.  Project M&E provided by the project team, supported by UNDP, i.e., the UNDP Country Office (CO) The Logical Framework Matrix in Section B provides performance and impact indicators for project implementation along with their corresponding means of verification. These will form the basis on which the project's Monitoring and Evaluation system will be built throughout the 4-year implementation period (2007-2011).

115. The principle components of the Monitoring and Evaluation Plan will include: (1) establishing monitoring responsibilities and events, (2) project reporting and (3) independent evaluations. The project's Monitoring and Evaluation Plan will be presented and finalized at the Project's Inception Report following a collective fine-tuning of indicators, means of verification, and the full definition of project staff M&E responsibilities.


Monitoring responsibilities and events

116. A detailed schedule of project review meetings will be developed by the project management, in consultation with project implementation partners and stakeholder representatives and incorporated in the Project Inception Report. Such a schedule will include: (i) tentative time frames for Steering and Advisory Committee Meetings and (ii) project related Monitoring and Evaluation (M&E) activities. 
117. Day-to-day monitoring of implementation progress will be the responsibility of the Project Manager based on the project's Annual Work plan (Strategic Planning Matrix) and its indicators. The PMU will inform the UNDP CO and DoT of any delays or difficulties faced during implementation so that the appropriate support or corrective measures can be adopted in a timely and remedial fashion.

118. Periodic monitoring of implementation progress will be undertaken by the Project Steering Committee (PSC) through quarterly meetings with DoT and UNDP (or more or less frequently as deemed necessary). This will allow parties to take stock and to troubleshoot any problems pertaining to the project in a timely fashion to ensure smooth implementation of project activities. 

119. UNDP Country Office and the UNDP-GEF Regional Coordination Unit (RCU) are responsible for monitoring the project on a continuous basis and can conduct, as appropriate, visits to the project and field sites to assess first hand project progress. Any other member of the Project Steering Committee can also accompany, as decided by the Committee. A Field Visit Report will be prepared by the CO and circulated no less than one month after the visit to the project team, all PSC members and UNDP-GEF.

120. Annual Monitoring will occur through the Annual Project Report (APR/PIR).  The APR/PIR will highlight policy issues and recommendations for the decision of the PSC participants.  The CTA also informs the project participants of any agreement reached by stakeholders during the APR/PIR preparation on how to resolve operational issues. Separate reviews of each project component may also be conducted if necessary.  

Project reporting; learning and knowledge sharing

121. The Project Manager will be responsible for the preparation and submission of the following reports that form part of the monitoring process. Items (a), (b), (c) and (f) are mandatory and strictly related to monitoring, while (d) and (e) have a broader function and the frequency and nature is project-specific to be defined throughout implementation.

a) Inception Report (IR). A Project Inception Report will be prepared immediately following the Inception Workshop. It will include a detailed First Year/Annual Work Plan (AWP) divided in quarterly time-frames detailing the activities and progress indicators that will guide implementation during the first year of the project. This AWP would also include the dates of specific field visits and support missions from UNDP CO or RCU staff or Technical Advisors. The Report will also include the detailed project budget for the first full year of implementation, prepared on the basis of the Annual Work Plan, and including any monitoring and evaluation requirements to effectively measure project performance during the targeted 12 months time-frame. The Inception Report will include a more detailed narrative on the institutional roles, responsibilities, coordinating actions and feedback mechanisms of project related (co-financing) partners.  In addition, a section will be included on progress to date on project establishment and start-up activities and an update of any changed external conditions that may effect project implementation. When finalized the report will be circulated to project counterparts who will be given a period of one calendar month in which to respond with comments or queries.  Prior to this circulation of the Inception Report, the UNDP Country Office and UNDP-GEF’s Regional Coordinating Unit will review the document.

b) Annual Project Report (APR). The APR is a UNDP and GEF requirement to facilitate central oversight, monitoring and project management. It is a self-assessment report by project management to the CO, providing inputs to the CO reporting process, as well as forming a key input to the UNDP/GEF M&E Unit, which analyzes the APRs by focal area, theme and region for common issues/results and lessons. 

c)  Quarterly Reports: The Project Management Unit reports on a quarterly basis to the Executing Agency and the UNDP Country Office on the financial and substantive progress of the project. In the case that a report is rejected, the UNDP Country Office and the PSC jointly define adequate measures to address the concerns and define a way forward.  A reporting routine will be established with the following cut-off dates: 31. March, 30 June, 30 September and 31 December.  
d) Project technical and thematic reports.  As deemed necessary by the PMU and/or when called for by UNDP(-GEF) or the PSC, the project team will prepare Thematic Reports, focusing on specific issues or areas of activity or Technical Reports, detailed documents covering specific areas of analysis or scientific specializations within the overall project. If requested by UNDP or PSC, the request for a project report will be provided to the project team in written form by UNDP, clearly state the issue or activities that need to be reported on and allow reasonable timeframes for their preparation by the project team..  These reports can be used as a form of lessons learnt exercise, specific oversight in key areas, or as troubleshooting exercises to evaluate and overcome obstacles and difficulties encountered.  Two specific technical reports linked with monitoring are the baseline and end-of-project impact studies (as mentioned in the table on the next page).

e) Project Publications. Project Publications will form a key method of crystallizing and disseminating the results and achievements of the Project and its lessons learnt
. These publications are informational texts on the activities and achievements of the Project, in the form of journal articles, multimedia publications, etc.  These publications can be based on Technical Reports or may be summaries or compilations of a series of Technical Reports and other research.  The project team will determine if any of the Project or Technical Reports merit formal publication, and will also (in consultation with UNDP, the government and other relevant stakeholder groups) plan and produce these Publications in a consistent and recognizable format. Project resources will need to be defined and allocated for these activities as appropriate and in a manner commensurate with the project's budget.


f) Project Terminal Report. During the last three months of the project the project team will prepare the Project Terminal Report.  This comprehensive report will summarize all activities, achievements and outputs, objectives met (or not achieved!) of the Project, as well as lessons learnt and structures and systems implemented. It will also lay out recommendations for any further steps that need to be taken to ensure sustainability and replicability of the Project’s activities.

122. Results from the project will be disseminated through a number of existing information sharing networks and forums.  The project will participate, as relevant and appropriate, in UNDP and GEF sponsored knowledge networks, organized for staff working on activities that share common characteristics. The project will identify, analyze, and share lessons learned that might be beneficial in the design and implementation of similar future projects. Identifying and analyzing lessons learned is an on- going process and communicating such lessons is a requirement to be delivered not less frequently than once every 12 months. UNDP/GEF shall provide a format and assist the project team in categorizing, documenting and reporting on lessons learned. To this end a percentage of project resources will need to be allocated for these activities.

Independent evaluation

123. The project will be subjected to at least two independent external evaluations as follows:

Mid-term Evaluation

124. An independent Mid-Term Evaluation will be undertaken at the end of the second year of implementation. The Mid-Term Evaluation will determine progress being made towards the achievement of outcomes and will identify course correction if needed. It will focus on the effectiveness, efficiency and timeliness of project implementation, will highlight issues requiring decisions and actions and will present initial lessons learned about project design, implementation and management. Findings of this review will be incorporated as recommendations for enhanced implementation during the final half of the project’s term.  The organization, terms of reference and timing of the mid-term evaluation will be decided after consultation between the parties to the project document. The Terms of Reference for this Mid-term evaluation will be prepared by the UNDP CO, based on guidance from the UNDP-GEF RCU.

Final Evaluation

125. An independent Final Evaluation will take place three months prior to the project’s termination date and will focus on the same issues as the mid-term evaluation and, in addition, will also look at impact and sustainability of results, including the contribution to capacity development and the achievement of global environmental goals. The Final Evaluation should also provide recommendations for follow-up activities. The Terms of Reference for this Final Evaluation will be prepared by the UNDP CO, based on guidance from the UNDP-GEF RCU.

Audit Clause
126. The Government will provide the Resident Representative with certified periodic financial statements, and with an annual audit of the financial statements relating to the status of UNDP (including GEF) funds according to the procedures set out in the UNDP Policies and Procedures Manual (PPM) and the UNDP Finance Manual.  The Audit will be conducted by the legally recognized auditor of the Government, or by a commercial auditor engaged by the Government.

5. Legal context and other agreements 

127. This programme document shall be the instrument referred to as such in Article 1 of the Standard Basic Assistance Agreement between the Government of South Africa and the UNDP. The host country executing agency shall, for the purpose of the Standard Basic Assistance Agreement, refer to the Government co-operating agency described in that Agreement. As support to the executing agency, the UNDP country office will provide support services for some of the activities of the project as identified and agreed upon by all parties, especially in the following areas:

· Identification and recruitment of personnel/experts to undertake specific activities under the project;

· Identification and facilitation of training services; and

· Procurement of goods and services.

128. The country office will be provided a lump sum budget directly from UNDP/GEF headquarters in New York for the provision of all the identified and agreed upon services. This lump sum budget will be negotiated separately between UNDP/GEF headquarters and UNDP South Africa.

129. The following types of revisions may be made to this Project Document with the signature of the UNDP Resident Representative of the country office only, provided that he/she is assured that the other signatories of the project document have no objection to the proposed changes:

· Revisions in, or in addition to, any of the annexes of the project document;

· Revisions which do not involve significant changes in the immediate outcomes, outputs or activities of the programme, but are caused by the re-arrangement of inputs already agreed upon or by cost increases due to inflation; and

· Mandatory annual revisions, which re-phase the delivery of agreed programme inputs, or reflect increased expenditure or other costs due to inflation or take into account agency expenditure flexibility.
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Box � SEQ Box \* ARABIC �1�	Sustainable transportation options





This box describes the menu of options that can be implemented in South Africa and that will have a significant impact towards reducing greenhouse gas emissions, referred to in this document as ‘sustainable transportation’ options.





Spatial and land-use planning





Current trends towards urban sprawl should be discouraged. More efficient urban land use patterns have to be promoted by housing both settlements and commercial activities (mixed-use zoning) along transportation corridors (typically located some 20 km from an urban centre), complemented by transportation investments in these corridors, including infrastructure (such as busways) to facilitate express transit bus services and paving feeder roads for servicing into corridors. Current developments and facilities should be equipped to support transport alternatives other than private car use.





Improving the public transportation system





The public transport system needs to be restructured to ensure better integration of rail and bus services through intermodal transfers and multimodal facilities and the optimal deployment of transportation modes based on levels of demand and distance. On one hand this requires infrastructure investments in dedicated bus lanes and bus rapid transit (BRT) systems. 





On the other hand, the performance and sustainability of the public transit operations should be enhanced through innovative public-private partnerships for commuter rail, well-planned bids for bus and minibus services and active regulation and strict enforcement of permits and routes. Competitive bidding is an effective way of improving service levels while reducing both cost and subsidies. The current subsidy system is based on operator cost and amount of service and provides no incentive to keep maintenance cost down and thus operators retain buses beyond their life. The government is now replacing this cost-based subsidy system with competitive bidding for concession contracts. Regarding minibuses, the government has embarked on formalization of the minibus sector, including replacement of older vehicles, registering associations and operators as well as enforcing permits and traffic rules. Facing uncertainty however, these efforts are being met with resistance from the existing minibus operators.





Road management





Public transit services can be promoted by road space management measures, such as separate lanes for high-occupancy vehicles (HOV) and giving priority in road space to alternative modes (public transport, walking, cycling). Other measures are traffic signal optimisation, traffic speed reduction and vehicle use and area restrictions.





Non-motorised transportation (NMT)





Physical/infrastructural measures include the building of pathways, expanded sidewalks and footbridges, bicycle lanes and bridges. Other measures are pedestrian and bicycle safety improvements





Travel demand management





Public transport can be promoted by imposing disincentives for private car use through road pricing and tolls, area pricing and restrictions, parking prices and management, while at the same time, providing incentives for the use of public transportation and NMT (for example transit and ride-sharing subsidies; incentives for pedestrian and cycling commuters), particularly for lower-income groups. Voluntary measures include flexitime work, telecommuting and staggered work/school hours (reducing the number of trips and avoiding rush hour) and ridesharing (increasing vehicle occupancy). Fuel pricing will affect mode use too.











Degree of barriers to sustainable transportation in the 9 venue cities
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�
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�
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++�
+�
++�
�
Tshwane�
0�
++�
0�
+�
�
Source: Sustainable Public Transport and Sport, a 2010 Opportunity, Components 1 & 3, prepared by Stewart Scott International (2006)


Key: 0: slight or no barrier; +: moderate barrier; ++: significant barrier





Figure 2	Seven routes that will be selected in the phase 1 of the Rea Vaya BRT-based network for Johannesburg





Figure 3	Trunk bus corridors with BRT in N. Mandela Bay by 2010





Figure 4	Location of the HOV lanes on the R40 in Mbombela





Proposed 2010 Stadium-


The Peter Mokaba Stadium





Figure 5	Map of planned bikeways and walkways around Polokwane





Figure 6: Map of planned Mangaung bikeway and walkway








Figure 7: Map of planned Rustenburg NMT network








Figure 8: Cape Town 
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	Transport Budget 





Type of M&E activity�
Responsible Parties�
Budget US$


�
Time frame�
�
Inception Workshop and Inception Report�
Project Manager


UNDP Country Office (CO)


UNDP Regional Coordinating Unit (RCU)�
5,000�
Within first two months of project start up�
�
Annual work plan�
Project Management Unit (PMU)


UNDP CO�
0�
Annually, first SPM immediately following approval of Phase II �
�
Measurement of Means of Verification for Project Purpose Indicators – Baseline & end-of-project impact studies�
PMU


Hired consultant�
140,000�
Start and end of project. �
�
Measurement of Means of Verification for Project Progress and Performance (measured annually) �
Oversight by UNDP-GEF RCU and Project Manager


Counterpart organizations in the field or hired consultants on an as-needed basis�
To be determined as part of the Annual Work Plans. Indicative cost US$ 10,000�
Annually prior to APR/PIR and to the definition of annual work plans  �
�
APR-PIR�
PMU


UNDP-CO


UNDP-GEF�
0�
Annually �
�
Steering Committee Meetings�
Project Manager


UNDP CO�
0�
Following Project IW and held regularly�
�
Technical and project reports�
PMU


Hired consultants �
15,000�
To be determined by Project Team and UNDP-CO�
�
Mid-Term Evaluation �
PMU


UNDP-CO


UNDP-GEF RCU


External Consultants (i.e. evaluation team)�
25,000�
Half a year before end of Phase I�
�
Final External Evaluation�
PMU


UNDP-CO


UNDP-GEF RCU


External Consultants (i.e. evaluation team)�
30,000�
At the end of project implementation�
�
Terminal Report�
PMU


UNDP-CO�
0�
At least one month before the project’s end�
�
Lessons learned�
PMU


UNDP-GEF RCU (suggested formats for documenting best practices, etc)�
 15,000 �
Yearly�
�
Audit   �
UNDP-CO


PMU�
 5,000 �
Yearly�
�
Visits to field sites (UNDP staff travel costs to be charged to IA fees)�
UNDP CO


UNDP-GEF RCU (as appropriate)


Government representatives�
30,000 �
Yearly�
�
TOTAL indicative COST 


Excluding project team staff time and UNDP staff and travel expenses.�
 US$ 275,000�
�
�










































� 	Subsidies for scheduled bus services actually doubled from ZAR 800 million to ZAR 1500 million during 92/93-96/97. Source: Transportation in Developing Countries, Greenhouse Gas Scenarios for South Africa (Pew Center, 2000).


� 	Transportation in Developing Countries, Greenhouse Gas Scenarios for South Africa, Pew Center on Global Climate Change (2002)


� 	In this baseline scenario, private cars and minibuses increase their share of total passenger-kilometres from 51% in 2000 to 59% in 2020. While public transport’s share decreases from 49 to 41%, minibus taxis retain 60% of the public transit modal share. Passenger-kilometres travelled increase with 90% from 211 billion passenger-kilometres.


� 	Implying implementation of the sustainable transportation options, such as given in Chapter 2 of Section D, together with higher fuel taxes, road safety measures and substitution with cleaner fuels. In this alternative scenario, the modal share of private vehicles and public transit in 2020 remains the same as in 2000 at about 48 and 52%, respectively, but the share of minibuses in the public sector decreases from 65% in 2000 to 56% in 2020. Total passenger-kilometres increase about 54% between 2000 and 2020.


� 	Moving South Africa (Department of Transport, 1999)


� 	Some 15% of the respondents indicated that they would never use public transportation, because cost is a minor issue and urban road network in cities and adjacent suburbs is excellent


� 	See Chapter 3 of Section D of this document


� 	In relation with the other issues surrounding mega-sporting events, such as the overall event plan and critical paths, staffing, licensing, security, accommodation, media, sponsors, marketing, suppliers, insurance and permits, contingency planning, etc.


� 	Part of this activity was initiated  under the PDF B, resulting in the current revised project document


� 	The document ‘Productive Uses of Renewable Energy (PURE) in Guatemala’, elaborated in the PDF B startup phase is attached as Section D.
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