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1 INTRODUCTION
This report covers the various aspects of the Integrated Transport Plan (ITP) 2005 for eThekwini Municipality.

“The ITP which is prepared in terms of the National Land Transport Transition Act 2000 focuses on the period
2004/05 to 2009/10 within the context of long term transport planning for the Municipality.

eThekwini Mun1c1pa11ty covers approximately 2 300km? and is home to some 3,7
million people, just over one third of the population of KwaZulu-Natal. It is by far
the largest of the two metropolitan councils in the province and accounts for 60%
of economic activity within the province.

Apart from this introduction the ITP consists of 14 sections as described below.
, These are supported by appendices on CD

Section 2:Transport Vision and Goals

This section sets out the ETA's Transport Mission Statement and Transport Goals
within the context of the National and Provincial Transport Visions and in particur ) Section 2
lar eThekwini's IDP Vision.

TThis section also describes each of the five brimary focus areas in the ITP these being: —
* Public transport

* Freight

* Safety
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* Roads
« Traffic management and control
‘Section 3: The IDP Spatial Framework, Long Term Trends and Key City Projects

This section looks at the growth and spatial distribution of population and employment along with the perspectives of
the key sectors including: — ‘

« Economic development sector

* Housing sector

* Environmental sector

* The ABM's

« The parastatals involved in transport in the Municipality

Section 3 also looks at the public transport framework, focussing on the high priority network in support of efficient
land use within a defined urban edge for the Municipality.

In considering future development this section highlights a member of key city projects and major events that will
impact on planning over the short to medium term.

Section 4; Transport Demand Management (TDM)

TDM is the over-arching strategy in the ITP for influencing and managing the demand for travel by private and public
transport. ' '

Section 4 reflects on transport growth trends and the basis for targeting a future modal split that will ensure a viable,
sustainable transport system for eThekwini Municipality.

To achieve this target various TDM measures are reviewed in the vcategbries of: —
¢ Private transport measures

* Public transport measures

» Land use development and management measures

* Policy and institutional measures

Within this context, this section sets out a transport management strategy for the City and looks at certain key perfor-
mance indicators.

Section 5: Public Transport

This section addresses the full range of plans that form a part of the Public Transport Plan (PTP) required in terms of
the NLTTA 2000. This includes: —

* Public Transport Policy
* Current Public Transport Record (CPTR)
* Operating Licence Strategy (OLS)

It also documents an assessment of the current public transport system and outlines the latest proposals for restructur-
ing eThekwini's public transport system based on the analysis in the project: Fundamental Restructuring of Durban's
Public Transport System (completed in Year 2000).

Within this context Section 5 sets out a range of implementation strategies and identifies various KPTI's for monitoring
progress in achieving the public transport goals.

Section 6: Major Road Projects

This section looks at a policy on roads and a programme for implementing roads that address the IDP development
imperatives of meeting peoples’ needs and growing the economy.

The projects are grouped in five categories; these being: —

« Accessibility '

* Freight

* Safety improvements, elimination of bottlenecks and economic development
* Public transport

« Capacity

Section 7:Road Safety

This section reviews the current status of road safety in eThekwini in seven different categories of road user groups. It
looks at road safety from the perspective of education, engineering and enforcement and sets out the strategies that
comprise a Road Safety Plan in terms of three key thrusts, these being: —

* Getting the basics right
* Road safety management areas

* Focussed area wide strategies

Section 3

Section 4

Section 5

Section 6

Section 7
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A comprehensive action programme is set out covering a wide range of sectors.

The documentation also includes a 5 year calendar, of initiatives, events and activities along with a basis for evaluat-
ing success. Institutional arrangements and a funding analysis are also evaluated.

‘Section 8: Freight

This section looks at the current freight systems and activities in the eThekwini Municipal area. An analysis is made
of the current levels of activity and an assessment of future generators of freight.

Probicms and issues are highlighted and freight plan projects are identified along with a way forward to complete a
comprehensive freight plan.

Section 9: Traffic Management and Control

This section looks at the development of urban traffic control in eThekwini Municipality and the progress in the
development of an integrated database for purposes of traffic management, analysis and solutions.

Section 10: Rural Transport Strategy

This section highlights the rural transport issues and the basis for atural transport strategy in the process of develop-
ment.

Section 11: Special Projects

This section looks at the phased development of a People Mover System which is a tourist-focussed public transport
system and service for Durban's CBD. ' :

Section 12: Funding Strategy

This section looks at current funding issues, the historical pattern of funding, the potential to generate funds from
existing sources and potential to develop new funding locally and from external sources.

Section 13:Implementation Plan

This section consolidates all projects and initiatives from the various sections of the ITP into a prioritised set of bud-
geted projects focussing on a 5 year implementation plan in the categories of: —

* Public Transport

- *Road Safety

* Freight

* Traffic Management

* Roads

Section 14: Monitoring and KPI's

This section comprises a listing of the KPT's that have been identified for monitoring different aspects of the ITP, as
further documented in relevant sections of the Plan. :

Section 15: Consultation, Marketing, Communication

This section will be prepared once results of the internal and external stakeholders consultation processes are com-
plete. ' , N , :
2 TRANSPORT VISION AND GOALS :

i The ETA's transport mission statement creates the framework for the setting of goals and the
development of policy for the various components of the ITP. The mission statement has
been developed within the context of the national and provincial visions for transport.

Transport has a major influence on development. At the same time it is impacted by develop-
ment and land use. Consequently, the ETA's vision for transport recognises the imperatives of
the IDP vision and sets a framework for goals and related policy which will have a positive
impact on social and economic development and activities in the municipal area.

2.1 National and Provincial DOT Transport Visions
The national visions are as follows:

NDOT Vision for Transport:

“Provide safe, reliable, effective, efficient, and fully
integrated transport operations and infrastructure which
will best meet the needs of freight and passenger .
customers at improving levels of service and cost in a
Jfashion which supports government strategies for
economic and social development whilst being
environmentally and economically sustainable

Section 8

Section 9
Section 10
Section 11
Segtion 12

Section 13

IDP Vision

NDOT Vision
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NDOT Vision for Public Transport:

"Promote a safe, reliable, effective, efficient, co-ordinated,
integrated and environmentally friendly land passenger
transport system in South Africa urban and rural areas,

and the southern African Region, managed in an
accountable manner to ensure that people experience
improving levels of mobility and accessibility”

The KZNDOT vision for transport is ''Prosperity through Mobility"'. The related mission statement reads ‘as

follows:
KZNDOT Mission Statement for Transport: »

"We will provide the public with a safe, integrated,
regulated, affordable and accessible transportation
system, and ensure that, in delivering on our mandate, we
meet the developmental needs of our province, and we
will promote transparent and accountable government,
plan in accordance with the needs of our customers, and
ensure effective, efficient and transparent delivery of
services through co-operative governance and the
appropriate involvement of the public through regular and

accurate reporting.”.

Key issues and concerns for transport that emerge from these statements are the need for transport systems and
services that meet the needs of the end user and are: —

* safe

* reliable

. éffective

» efficient

+ affordable

» integrated

Further, such systems and services need to: —

« improve quality of life for all

* support government strategies for social and economic development
« improve levels of accessibility and mobility

* be economically and environmentally. sustainable

* make provision for community participation

Collectively, these perspectives on transport glve direction to local authority vision, goals and policy for transport

Further direction is provided by the eThekwini IDP vision as sét out in the followmg section.
2.2 eThekwini IDP Vision & City Development Strategy

2.2.1 IDP Vision
The following is eThekwini's IDP vision statement: —

IDP Vision for eThekwini:

By 2020, eThekwini Municipality will enjoy the reputation
of being Africa’s most caring and liveable city, where all
citizens live in harmony. This Vision will be achieved by
growing its economy and meeting peoples needs so that

all citizens enjoy a high quality of life with equal
" opportunities, in a city that they are truly proud of.

KZNDOT
vision

Key issues
For transport

System and
service
requirements

The ways in which transport can contribute to a high quality of life in terms of the broad objectives of the

IDP vision are: —

. 1. Meet people's needs through: —

« Increased access to opportunity for poorer communities through provision of an efficient and effec-

tive public transport system that is reliable, convenient, safe and affordable.
2. Grow the economy through: —
« dependable public trahsport supporting a stable workforce for industry
» creating opportunities for growth within the transport industry
3. Build people skills and technoldgy by: —
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« providing assistance and creating opportunities for SMME's to participate in various aspects of the

transport industry '

* applying effective technology for security, good communications to passengers, operating safety
and efficiency ’

2.2.2 South African Cities Network City Development Strategy
South African Cities Network (SACN) has developed and adopted a City Development Strategy
with four primary programmes as shown in the following diagram.

Productive
City
Inclusive

Clty . ' City . SA Cities Network

- "Development. -
L - Strategy - -
. Well- SRR o Sustainable
governed : City
This framework provides a context for the development of transportation policy and system strategy which lends sup-
port to the eThekwini IDP vision set out above. :

The following description relates transportation to each of these four programmes highlighting the major role trans-
port can play in the development of a dynamic, well-balanced city. '

Transportation and the Productive City )

It is almost universally accepted that transport has played a predominant role in the economic development of all
modern civilisations. Production and consumption on the scale and tempo of today would be inconceivable without a
well developed and operated transport system forming a vital link in supply chain management logistics. The

provision of safe, effective, efficient and affordable transport is the cornerstone of sustainable economic and social
development. Conversely, it has been observed that an underdeveloped or poorly maintained transport system acts as
a serious constraint on economic growth. '

* Efficient transport is an essential component in the production and distribution process. Increased transport effi-
ciency contributes directly towards lower production costs which encourages more consumption and production.

« It facilitates domestic competition and makes exports more attractive in the world of competitive globalisation.

* An effective transport system can thérefore increase the commercial and labour market efficiency of a city, and help
provide an attractive platform for investors, and thereby grow the economy and create jobs.

* Productivity of the workforce, which is an area of possible competitive advantage, is negatively impacted on by
unduly long travel times due to poor transport planning and infrastructure.

» Mobility is critical for people to access jobs.

Transportation and the Inclusive City

Accessibility is a basic, daily need for almost all the residents of a city. A transportation system provides access to
business, social and recreational opportunities, which is fundamental to experiencing a good quality of life. This is
especially important for the poor and the fight against poverty.

* An efficient public transport system enables the poor to access job opportunities, at a reasonable cost and within sea- -

sonable travel time which is an.important aspect of addressing poverty reduction.

» Transport imposes a daily cost on the poor. It has been estimated that in developing Africa, the poor can spend up to
30% of their income on transport alone. This results in less money for essential items such as food, clothing, educa-
tion and medical treatment.

* Due to high transport costs, the poor only travel out of necessity, resulting in social sectusion. This is particularly
damaging, as social relations are often a safety net for the very poor in many societies.

As much as public transporfn_eeds to respond to land use with an efficient system, land use needs to support efficient
public transport. In particular the urban poor need to be as close as possible to work opportunities thereby reducing
time and cost of transport for this most frequent travel need. - :

Accessibility for the physically challenged is another dimension of transport inclusivity that needs tb be addressed
holistically. - .

Road safety in urban areas is also a major concern. South African cities have a very poor accident record, with a high
proportion of accidents involving pedestrians and children. Obviously, this has direct and major impact on quality of
life. ’

Transportation and the Sustainable City

Transport can be a large consumer of economic resources, typically in the form of high transport subsidies and mas-
sive investrnent in infrastructure. The transport sector therefore has a responsibility to provide sufficient transport to
reduce subsidies and to maximise the use of existing infrastructure.

Also, spatially efficient land-use patterns, that support public transport and minimise congestion are critical to long-
term sustainability. :

Development

The inclusive
City
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Transportation also has a significant impact on the environment, which has implications for socio-economic sustain-
ability and quality of life experienced by residents of a city across all income levels. The Sustainable

* Atmospheric pollution: The transport sector isa major user of non-renewable fossil fuels and one of the hlghest City
sources of greenhouse gas emissions. Other emissions include lead, carbon monoxide and other oxides, which are all
détrimental to health and therefore quality of life. :

» Noise: Traffic generated nose pollution, although not at ievels to be considered a hazard, does considerably reduce
quality of life. '

» Severance: Heavily trafficked roads in particular are dangerous and difficult to cross, causing community severance.

» Excessive land requirements for new roads can be the result of low utilisation of inefficient public transport with asso-
ciated traffic congestion. The consequential effect of such land requirements is a loss of open space and a negative
impact on the natural resource base.

Taking these problems into consideration, there is a strong case to be made for developing and sustaining an efficient
public transport system. In doing so there is also a strong case to be made for promoting public transport over private
transport in developing transport system solutions and ensuring all forms of transport infrastructure are econormcally
justifiable and socially and environmentally acceptable

Transportation and the Well-governed City
Local government faces huge developmental challenges, placing great demand on urban governance and manage-

“ment. Good governance demands inclusion and representation from all groups in society, and requires accountability, -The Well-
transparency and integrity in defining and pursuing goals. governed City

Two issues are critical from a transport point of view: —

» First, the provision of basic access to allow all sectors of society, especially the poor and marginalised, to participate in
the democratic processes. An effective, affordable Public Transport system is of particular importance;

» Secondly, the transport sector needs capacity to fulfil its public responsibilities in terms of knowledge, skills and
resources.

2.3 The ETA's Transport Mission Statement . -
Within the context of the national and provincial visions for transport and eThekwini's IDP vision the fol-
lowing.is the ETA's mission statement for transport. Prior to establishment of the eThekwini Transport
Authority, Council was only responsible for fixed transport infrastructure. With the establishment of the
ETA this responsibility now extends to the provision, management and control of all of the following: —

* Transport infrastructure
* Public transport services
* Modes and fleet

The following mission statement recognises and responds to this wider role and responsibility for transport.

ETA’s Transport Mission Station:

“To provide and manage a world-class transport system ' ETA’s transport
with a public transport focus, providing high levels of mission statement
mobility and accessibility for the movement of people and
goods in a safe, sustanable and affordable manner”.

2.4 The ETA's Transport Goals
The extension of ETA's vision into goals for transport has identified five basic goals which directly sup-
port the main thrust of eThekwini's IDP. They are the following:

Goal 1: Effective Transport

* Needs driven

* Promotes PT over private transport

» Increases mobility and accessibility

« Targets effective use of transport subsidies

*» Recognises needs of the poor and supports poverty alleviation

Goal 2: Efficient Trahsport '

» Improves transport system cost efficiency

* Integrates transport systems

* Regulates public transport and optimises role/posmomng of modes

* Integrates land use and transport activities )

Goal 3: Sustainable Transport ETA transport
* Financially ' ’ : goals'

¢ Environmentally
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* Technologically

* Adequate skills & resources

* Adequate maintenance
Goal 4: Safe & Secure Transport

* Provides safe infrastructure and operating environment for all modes of transport (including non-motorised transport) and
all passengers

* Ensures adequate regulation and levels of enforcement on services moving goods and people

« Promotes public transport passenger security systems and services

Goal 5: Black Empowerment

* Provides for participation in contracts

* Encourages and creates investment opportunities

* Promotes and provides training and support

Key Focus Areas in the Integrated Transport Strategy

251

25.2

Over-arching Strategy

Transport Demand Management (TDM) is the fundamental transport strategy that over-arches and
gives a context to the five driving strategies in the ITP. It focuses on reducing overall demand for
road space whilst maximising the effective utilisation and efficient operation of road infrastructure
for purposes of private and public transport use. It also places an emphasis on strategies which
will support and encourage use of public transport. Notwithstanding the importance of- public
transport the transport demand management strategies described in Section 4 of the ITP support a
range of both public transport and roads strategies which are needed if a balanced, effective and
efficient transport system is to be provided in the Municipal area.

Key Focus Areas
The five key focus areas described below have been identified as the cornerstones of the ITP.

Public Transport :

Public transport is one of the fundamental influences on economic and social well-being in the
municipal area. Poorer communities and a large segment of the workforce are entirely dependent
on public transport.

Against this background, rapidly escalating costs accompanied by deteriorating service levels and

- standards of safety and security have characterised the public transport sector for many years.

However, the focus of national policy, which is the framework for local government policy, is on

.turning this whole situation around in the context of prioritising public fransport over private

transport, The Public Transport Plan (PTP), which is a component of the ITP, highlights the multi-
modal, integrated approach being adopted in the eThekwini municipal area to address the. many
issues in this sector of transport.

Freight

A key component of the ITP is a Freight Strategy, which is closely related to the Roads Strategy
for the municipal area. Mobility to move safely through the City and accessibility to the economic
activity centres is essential to the economic vitality of the City. Attractiveness for business
investors is also heavily influenced by the level of mobility and accessibility to key commercial
and industrial development areas in the City.

Safety

The ETA's Road Safety Plan, which is another key component of the ITP, is a comprehensive and
fully integrated plan. It addresses all aspects of Engineering, Enforcement and Education on an
integrated basis in an effort to dramatically reduce the social and economic costs of acmdents
Key aspects of the Plan will be incorporated into the ITP.

Roads

The provision of an adequate road network comprising major to minor roads is a'key aspect of the
ITP. It is a critical component of each of the above strategies, needed to ensure successful econom-
ic and social development in the municipal area. In the eThekwini area 80% of public transport
uses the road network. At the same time the majority of freight movement is road-based in the
municipal area. Consequently, for such services to operate efficiently and effectively, there must
be an adequate well maintained road network forming part of the overall transport system.

Traffic Management and Control :

Traffic management and control systems and strategies maximise the effective use of existing
road infrastructure. This is one of the ITP imperatives and an essential aspect of any comprehen
sive TP. In addition to minimising congestion and delay to road users in all categories, these
strategies can support TDM and public transport strategies through prioritisation of public trans-
port in areas where high impact can be achieved. Selected control strategies can also be imple-
mented in incident management which is complimentary to the road safety strategy.

‘Transport
Demand
Management
Strategy

Public
Transport

Freight

Safety

Roads
strategy

Traffic
Management
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3

IDP SPATIAL FRAMEWORK, LONG TERM TRENDS AND KEY CITY PROJECTS

3.1

Spatial Framework

- 3.1.2

Currently the City does not have a fully developed Spatial Development
Framework. However a draft spatial framework plan has been compiled (Section
3.4) and key issues have been identified in terms of the IDP which give direction
to key components of the transport system, in particular the public transport sys-
tem. . ‘

This is further supported by programmes being developed by various planning
departments in eThekwini Municipality as well as input from parastatals impact-
ing on the transport needs within the municipal area. (Section 3.5)

Key Nodes and Corridors
The IDP supports a municipal system of development nodes and corridors that are highly accessi-
ble to pubhc transport. The implication of achieving widespread community accessibility in this
manner is the need to increase development densities along the corridors within the limits of
known carrying capacity and encourage multi-purpose development at the key transport nodes in
the public transport system.

Figure 3.1 shows the ex1st1ng public transport system along with the key public transport nodes, as
well as hlghhghtmg the major routes and corridors within the urban edge defined in Section 3.1.2.
Of the major routes and corridors, the north-south coastal corridor is the only major corridor. It
extends from Isipingo in the south to the northern residential areas of KwaMashu, Ntuzuma,
Inanda and Phoenix in the north. Bridge City (Link City) is.the proposed, future major transport
node at the northern end of this public transport corridor, where a future extension of the existing
rail line from Duffs Road will terminate and interface with road based public transport.

At the very centre of the corridor is the CBD and to the south of the CBD an elongated highly
developed industrialised area known as the South Durban Basin (SDB). Extending north from the
CBD there is also a narrow but intensely developed band of commercial/light industrial develop-
ment along Umgeni-North Coast Road: This coastal corridor from south to north contains a high
proportion of the formal employment in the municipal area.

" Apart from Isipingo, Bridge City and the CBD the only other major development/ transport node

in the municipal area is the Pinetown CBD. This is the hub of transport activity to the north and
west.

In addition to the coastal corridor, as shown in Figure 3.1, there are major public transport routes
in an east-west direction and a number of development/transport nodes of lesser significance.

The Urban Edge and ngh Priority Public Transport Network

The IDP recognises the socio-economic efficiencies of a compact city and council policy clearly
supports and encourages a development focus within a boundary referred to as the Urban Edge
which makes best use of the existing infrastructure.

This IDP strategy also supports a high priority. public transport network (HPPTN) within the
Urban Edge (Figure 3.2), and the national government's policy to promote public transport. In
support of this strategy it is recognised by the transport, land use and development planners that

" densification of residential and employment generatmg development along the corridors and

major routes, along with mixed socio-economic services and development at transport nodes, will
increase accessibility and reduce the cost of mobility for a large segment of the urban population.

3.2 Long Term Demographic Trends

The extent and location of growth in population and employment opportunities, together with other trip
attracting opportunities impacts on the transport system requirements for the municipal area. The trans-
portation system and in particular the public transport system can support, through an adequate response,

the land use development pattern or discourage through an inadequate response. It is important therefore .

that Council's development priorities are clearly articulated and long term development trends understood.

Public transport
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Exisﬁng Public Transport System
Key Major Routes and Nodes
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3.21 Population and Employment Growth and Distribution

The statistics and graphs in this section are extracted from the report "Towards an Integrated
Transport Plan — May 2004". :

Table 3.1 shows the estimated population and employment growth over approximately twenty
years for the most likely growth scenario. -

"Table 3.1 Population and Employment (1000's)

Most Likely Scenario (Years 2001 and 2020)

Year 2001 Year 2020 Growth
Population - 3063 3700 +21%
Employment 762 1015 +33%

Previous projections for population from 2001 to 2020 have shown a net decrease in the
Municipality largely due to the impact of AIDS. Current projections as shown in the above table
and by the dashed line on the graph below indicate a net expected growth largely due to in migra-
tion. '

* Previous projections have shown a small net
decrease in population in the Municipality
4000 000~ largely due to the impact of AIDS.

POPULATION TREND

* Current projections for 2020 as shown by the
dotted line indicate a net growth largely due to
in migration.

3000 000]

2000000: )
‘e Residential areas that are expanding include

Hillcrest, Cato Manor and Welbedacht to the
north and Lovue/KwaMakhuta to the south.

1000 000

TOTAL POPULATION MILLIONS

o]

1996 2001 2005 - 2010
YEAR

2020

Whilst the most recent debate on population projections suggests in-migration may result in a
21% increase in the population, most of this increase will be in'the very low income group and
have limited impact on propensity for peak period travel which is predominantly employment
related. In particular, any such increase will have limited if any impact on the short term ITP pro-
gramme. :

Historically from a locational perspective the bulk of formal employment in the municipal area
has been located along the coastal corridor from Isipingo in the south to the northern end of North
Coast Road in the north, where it crosses the N2 freeway. The exception is the major employment
node, Pinetown-New Germany approximately 20 kilometres west of the CBD. This hub of indus-

trial/commercial activity currently accounts for some 65 000 jobs, 8% of the jobs in the municipal

area.

As regards the future, considerable employment
Employment growth is predicted for all income groups over
' the next 15 years. As shown in the graph the
anticipated growth will be highest in the low
income group.

1200 00O

1 000 000

Based on land use fnodelling, it is estimated
that some 250 000 jobs, representing a net

800 000

600 000

EMPLOYMENT

ed throughout the municipal area in the cate-
gories of General Commercial, General
Industrial and Light Industrial.

400 000

200 000

1996 2005 2010 2020
YEAR '

Il Low Income Group BB Medium Income Group [l High Income Grou

Although estimates used in the transportation modelling show a significant decline in employment
in the established commercial and industrial areas along the coastal corridor, over the past 10
years, estimates of future employment indicate that most of this loss of employment in this corri-
dor will be recovered by year 2020 assuming active, successful interventions by eThekwini
Municipality. However, this growth will not result in any net growth above 1996 levels of
employment. This erosion of employment development along the historically, intensely developed
North-South Coastal Corridor and has the potential to dilute the effectiveness of an efficient pub-
lic transport system serving this corridor. ‘

In recent years the trend has been characterised by a move of commercial development from the
Durban central area to the Berea, west of the CBD and to the Umbhlanga area to the north. Further,
there has been a deterioration and move away - from the South Durban Basin to the

increase of 33% over this period, will be locat- -

Population

Employment
growth

Coastal
corridor
employment



4282

Die Provinsiale Koerant van KwaZulu—Natal

4 Januarie 2006
Pinetown/Westmead- industrial area and the Efﬁngham, Avoca industrial areas north of the
Umgeni River. It should be noted that the ABM programme has been tasked with addressing
issues in the South Durban Basin.
The following graph shows where future employment growth is expected. Clearly areas to the
west and north feature as growth areas, whilst central, w1th the exception of the Point and the
south do not.
EMPLOYMENT GROWTH AREAS
80000, - - et e e e e e e '
70_000' N I 1996
- E Il 2005
2
% M 2010
R B . : i ‘.2020
O agint Eifingham Springficid/Umhianga  Mount  Hillcrest & Shongweni  Sibaya [ Mercy
AéEA
To the west, considerable employment growth is expected in the Pinetown/New Germany,
Shongweni area, Hillcrest and surrounds and to a lesser degree at Botha's Hill and Hammersdale. G h
Relative to growth in these areas however major employment growth is predicted to the north at “l)th t‘:
La Mercy, Umhlanga, Effingham and Mount Edgecombe. the wes
In particular, growth around the proposed King Shaka (La Mercy) international airport and the
adjacent iDube Transport, scheduled for operation by Year 2010 will attract considerable employ-
ment activity both during the construction and operational phases.
3.3 Key Development PrOJects with the Clty )
There are currently six key City projects in various stages of planning and development that will have a
major impact on the pattern and extent of travel demand in the municipal area. They are: —
(1) The new King Shaka international airport and associated changes possible at the existing airport
(2) The iDube Tradeport adjacent to King Shaka airport ’
(3) The Point Development 7
(4) The Upgraded/Expanded Port
(5) The 2010 World Cup
(6) The ICC Expansion
These are discussed briefly below.
3.3.1 King Shaka International Airport
' This development will reinforce eThekwini's position as a major tourist destmatlon in South
Africa and will be essential in support of this City's role as one of the 2010 World Cup venues. It
is also considered essential to the successful functioning of the iDube Tradeport which.will focus
on strategic commodities importing/exporting by airfreight.
The Airport and Tradeport are located on a site of some 2040 hectares on the west side of.the N2
Freeway approximately 28 kilometres north of Durban harbour and CBD. The site is easily acces-
sible by rail and road.
3.3.2  The iDube Tradeport /IDZ
This development is located on the west side of King Shaka International Airport and will com-
prise the following: — .
» a Trade Zone focussed on a world class export environment for tenants, operators and service iDube
Transport
_providers :
+ an Organic Farming and Training Centre for a new developing industry in growth and export of
various perishable products
« a commercial centre for retail outlets, hotels, conference facilities etc.
The Tradeport will function with state-of-the-art communication systems and networking facilities
which provide the producers and distributors with e-commerce, trade, order fulfilment, freight
tracking along with business to business, and business to commerce facilities.
3.3.3 The Point Development
‘The development of uShaka Marine World as a world class tourist attraction is a catalyst to the The Point
i

redevelopment of the Point area into an all day hub of activity for tourists and local residents.
Office and commercial retail as well as residential development will form key elements of this
project which will become a major trip generator as well as trip attractor in the central area.
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3.34 The Upgraded and Expanded Port '
The Port is a major generator of transport activity in the City. Currently most transport to and
from the Port is road — based. As a ‘clean’ cargo port it has five profiles; these being, break cargo,
liquid bulk and general cargo, car terminal and ship repairs. Containerisation is a major feature of The Port
the port operations which is currently being upgraded and expanded to accommodate the consider-
able expected growth. Demand also exists to increase the car terminal capac1ty by approx1mately
100% although road capacity and mix of activity on the road system servmg this terminal is an -
unresolved issue. -
Port expansion also includes widening of the harbour mouth to accommodate 10 000 TEU vessels
. which will also impact on the trucking and handling requirements in the harbour.
3.3.5 The 2010 World Cup :
As one the host cities, eThekwini will develop a well structured response to the various anticipat- The World Cup
ed transport needs of locals and visitors who will be a part of this major event, either as partici- 2010
pants or spectators. Beyond the event itself the tourism opportunities and associated needs will be
incorporated into this planning,
3.3.6 ICC Expansion
The pending expansion of ICC facilities to accommodate growing demand is recognised as an
important key city project which will contribute to the re-vitalisation of the CBD. _
Although not a major generator in its own right, the importance of high levels of accessibility is
seen as a major key factor to the on-going success of this centre.
3.4 The Overall Planning Environment »
Based on input from the Corporate Policy and Planning Units, this section gives an overview of key
aspects of a spatial framework for the eThekwini Municipal Area. It also provides a context to the input
received from the various planning divisions within the city and planning perspectives from selectéd
parastatals operating within the City, which impact on transport needs for the municipal area. -
Figure 3.3 shows the arcas that comprise the eThekwini municipal area, defined as: —
* The urban core
* The urban periphery
* The rural/peri-urban area _
Within the municipality there are five separate area based management (ABM) programmes which geo-
graphically cover a large part of the municipal area. As shown in figure 3.4 they are: —
* The CBD — the main commercial centre
’ ABMs

* South Durban Basin — a highly industrialised elongated zone within the coastal corridor, south of the
CBD

* The Inanda-Ntuzuma-KwaMashu (INK) residential areas
» The Cato Manor residential area
» Rural areas on the City's periphery

The intent of the ABM programme is to enhance service delivery while addressing social and spatial
inequities specific to the uniqueness of each area.

Collectively, the programmes of these districts, respond at local level to the development‘ imperatives
expressed in e€Thekwini's IDP and the City's economic development framework giving 1nput to a spatial
development framework over a large part of the municipal area.

Figure 3.3 also shows various investment and economic development nodes and corridors that include
inter alia; tourism, organic and muti growing centres, and the iDube Transport logistics platform adjacent
to the proposed King Shaka international airport.



4284 The Provincial Gazette of KwaZulu—Natal . 4 January 2006

Prtaisde

STRUCTURING ELEMENTS
ol Hgh Fricety Pultic Tarvpor| Hetvark
Rural PerinRaRy soranary s rancs
Urban Periphanfra wata raies
Urban Core

aoa

INVESTRENT RODES

INVESTMENPNE P BRI stment noos
INVESTMENIPLINES investment note
High Priority-Publia FrSiest P Hetwork
= —  Puli Uiten
Secondary feeder Ul;?tﬁes
Rural feeder rou|t'2=s_
v m— LNUCHY

Bunay
INVESTMENT-NQRES roxs
Major econmlicwgs?r?lent node
Mixed inve: e'ﬁ'é“.ia’&'e
Rural inve g%%'ﬁe

CHgatic Famming

O@O0

Peri Urban
_ Urban edgn Nuti Faring

-

Organic Farming

:, Unicity Boundary
...~ National Roads
y [J commercial
} ] Industrial
DRAFT ﬁ Tourism
July 2004 u

Source: Corporate Policy Unit Multi Farming

Figure 3.3:
. Planning and Development Focus
- : eThekwini Municipality



4 Januarie 2006 Die Provinsiale Koerant van KwaZulu—Natal , : 4285 !
i
|
i
|

== == = Urban Ed
= Metro Boundary
:- ' TE T l: ABM's

_ Figure 3.4:
Area-based Management (ABN) Areas
eThekwini Municipaly



IGazethi YesiFundazwe saKwaZulu-Natali . 4XKuMasingana 2006

. ‘Apart from these strategic new development initiatives the IDP focuses strongly on

enced varying degrees of degeneration and migration to other parts of the City.

Within the urban edge, densification is promoted to make best use of available infra-
structure capacity and minimise the cost of bulk services.

Support for densification along the routes in the high prlonty public transport network
further supports the concept of improved cost efficient service to the community with
a particular focus on the poorer community.

Cluster development at nodal points of transport activity further strengthens the effi-
ciency of transport in both the urban and rural areas of the city. In particular, the clus-
tering at rural nodes of social service and economic activity, apart from tourism and

agriculture based activities, significantly improves accessibility for isolated and marginalised rural residents,

35

The pending development of the new international airport and associated iDube Tradeport increases the
need for connectivity from the west to the north. This reinforces the decision to proceed with MR577
which will be an important commercial as well as public transport service route.

The following section flags other issues and-identifies other opportunities in terms of pro_]ects and pro-

- grammes identified by the various planning sectors for input to the SDF.

" Inter — Sectoral Perspectives and Assessment

This section gives a brief overview of the focus of the various development and service sectors that
impact on and are affected by transport in the municipal area. Within this context various projects that

_form a part of the ITP have been identified along with issues and concerns that impact on the integrated

land-use / transport strategy for the eThekwini area.

3.5.1 - Economic Development Sector
The short to medium term goals of this sector are to achiéve economic growth and equity through
economic empowerment, ‘with the primary driver bemg job creation. In the short term a key com-
ponent of the economic development programme is to develop support programmes for a number
of sectors including inter alia: — the film industry, tourism, the car manufacturing industry, tex-
tiles, footwear and logistics based industries, particularly, those focussed on access to international
markets using air freight transport.

Whilst certain industries such as the fabric industry are experiencing serious negative growth
requiring the development of new niche markets, other new opportunities around the comparative
logistical advantages created by the iDube Tradeport, ad_]acent to the proposed King Shaka
International Airport, are being explored In this regard organic agriculture for export markets is
expected to be a significant new economic sector.

Apart from agriculture and perishable products, locational opportunities are being created at
iDube for industries requiring logistical advantage through airfreight access to international
imports and export markets. This may result in some re-positioning from existing industrial areas
such as the South Durban Basin (SDB) which is currently close to the existing reg1onal airport.

“To some extent the new airport, tradeport and IDZ will create growing attraction for related

employment growth opportunities to the north. This could also exacerbate the issue of industrial/

employment migration from existing industrial areas in the north-south corridor, in particular the
SDB. This impact could however be offset to the extent that new industrial sectors are being
developed which require new skills, create employment and open new markets.

Spatlal and transport issues related to the economic development programme are the following.
In the short term: —
(i) the South Durban Basin (SDB) road network is congested.

- (ii) - poor service infrastructure in the-SDB is resulting in migration to other areas, reducing the
cost-effectiveness of public transport in the north-south transport corridor and necessitating
investment in transport infrastructure in other areas. It should be noted that the ABM pro-
gramme has been tasked with addressing issues in the South Durban Basin.

(iii) rail freight service is not cost competitive. It is unreliable and inefficient resulting in unnec-
essary road freight movement which adds to road congestion and the cost of road infrastruc-
ture:

(iv) the new International airport will require a dedicated high quality public transport service to
connect Durban CBD to the airport. .

(v) the iDube Tradeport will require an effective public transport service focussed on the needs
of PT dependent workers.

3.5.2 Housing Sector
This key development sector has a major impact on the need for and location of transport and in
itself is greatly 1mpacted by the provision of transport infrastructure and services.

A major challenge exists for the housing sector to address the backlog in the mun1c1pal area. Against
an increasing housing backlog the Municipal Housing Department is programmmg 16 000 new and

reviving the central area and South Durban Basin which in recent years have experi-

Densification
within
urban edge

HPPTN
densification

Cluster
development

Spatial and
transport issues

Housing
perspectives



4 January 2006

The Provincial Gazette of KwaZulu—Natal

4287

353

upgraded housing units per year. However, apart from the.extent of the backlog there are location
issues which are inclined to perpetuate the problem of large numbers of people being located in parts
of the municipal area not easily served by cost-efficient, affordable pubhc transport.

Of the 200 000 families currently living in informal settlements approximately 20% live outside
the City's urban edge. Although relocation to more accessible areas my make economic sense, it is
not acceptable to many of the families. Where greenfield sites are considered part of the solution,
land cost is also an issue.

Although a 15 year Housing Plan does exist and within that a 5 year plan spatially located on GIS,
there is an identified need for other sectors, most specifically transport and economic development
sectors, to give input to preferred locations in particular for greenfield sites. Although most vacant
land is in the north of the City most low income employment opportunities are to the south.
Currently some 120 000 greenfield sites (6000 ha of vacant land) are needed over the next 12 to
15 years and clearly these anomalies need to be addressed in a way which will support economic
development and affordable transport for the poorer communities.

Clearly cost of land is a major issue and in this regard some creative approaches are needed which
take into consideration not only the cost of providing land but the on-going costs of servicing the

- community in a municipal context.

Although the cost of land may be lower further away from well located areas, the combined costs
of providing bulk infrastructure and community facilities may be higher which could result in the
City undertaking financially unviable projects. Is order to ensure that this does not occur, a strate-
gic planning team evaluates all new housing projects in terms of location. A costs surfaces model
has also been developed to determine the bulk mfrastructure cost implications of proposed devel-
opments.

The National Department of Housing as well as the City's IDP advocate the development of sus-
tainable human settlements in well located areas. It is also reassuring to note that the National
Department of Housing is looking at ways to cover the high cost of land which will be funded
separately from the housing subsidy as well as new policies promoting medium density housing.
In order to create these viable and sustainable housing projects close to economic opportunities,
public transport, and existing services and facilities there needs to be political and community
support for developing a range of housing typologies which result in higher densities — a shift
away from the conventional detached housing on a single stand scenario currently being rolled
out.

While there are plans to pilot types of projects in appropropriate areas of the City, it would be use-
ful to undertake a pilot project where selected sites that support the High Priority Public Transport
Network can be evaluated in terms of cost/benefit analyses which consider the travelling needs of
the community and the appropriately adjusted subsidisation of land, and if necessary, housing.

The Environmental Sector
This sector has highlighted a number of genenc issues that need to be recogmsed in the develop-
ment of the ITP. These are: —

. development densification and rural development/accessibility iss‘ues impacting on urban sprawl
« protection of open space ‘

* development density thresholds and protection of catchment areas

* use of appropriate modes

* energy efficiency

« pollution reduction

» safe transport of hazardous materials )

* extension of pubﬁc transport to attract medium and high income residents in the longer term

In spatial terms, the protection of open space and rural catchment areas are important. In promot-
ing rural accessibility and rural development it is important that difficult to serve urban sprawl

should not be further encouraged to the detriment of promoting development within the urban
edge identified in the IDP. Whilst densification of development which supports public transport

and leads to economies of scale that can enhance environmental management capabilities is

encouraged it needs to avoid upper catchment areas.

In this same context the need for transport centres following main drainage courses needs to be

minimised. From an environmental perspective the promotion of public transport over private

transport is strongly supported as well as the use of modes which reduce the number of vehicles
needed. In particular the use of rail is supported for both public transport and the movement of
freight.
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In the context of movement of hazardous materials environmental management supports the Drai
development of a freight strategy which identifies hazardous chemical routes taking due consider- -prainage
ation of the adjacent land use and. activities. course
In the context of developing an energy policy the ITP promotes use of clean fuels and reduced
levels of emissions as well as improved traffic management and increasing use of public transport Energy
across all income sectors which will reduce congestion and air pollution. policy &

354

In this regard the need to develop a 'carbon model' was identified as a priority project. Such a pro-
ject would take the form of a pilot project which would: —

* calibrate an appropriate traffic model for benchmarking and monitoring carbon emissions in line
with managing greenhouse gases and climate disruption.

The model is a first crucial step in the process of reducing carbon emissions in eThekwini
Municipality. Working from the benchmark it would become possible to test various transport
strategies in terms of their impact on carbon emissions. In addition the model would allow moni-
toring of progress in achievement of any targets established for reductions.

This has several benefits for eThekwini Municipality and South Africa as a whole. In the near
future South Africa is expected to become a signatory to the Kyoto protocol under the UNFCCC
which addresses matters of carbon emission reductions in the international community. Initiation
of a carbon emissions reduction process in eThekwini could therefore attract national support.
Further, international ‘carbon’ finance may be possible from countries who, unable to make their
own targets, can offset their commitments in terms of participation in the efforts to another coun-
try such as South Africa.

The CBDITRUMP Area Based Management District
This ABM comprises the area also known as the Inner Thekwini Regeneration and Urban

.Management Programme (ITRUMP) area which is recognised as one of the main economic activi-

ty centres in the municipal area. Apart from employing approximately 123 000 people including
12 000 in the informal sector, this area contains. the primary tourist activity centre in the City,
attracting national and international tourists throughout the year. Notwithstanding, this ABM dis-

‘trict is challenged with the need firstly, to regenerate the inner city which has in parts experienced

a significant reduction in investor confidence and associated migration of commercial office and
retail activities towards the north and to a lesser degree the west. :

Secondly, there is the need to address major social issues, which negatively impact on the local
economy. The associated challenge is to establish an alternative, safe and vibrant inner city which
the City's residents are proud of.

The ITRUMP project team's response has identified six strateg1es to address these challenges;
these being: —

(i) increase economic activity

(i) reduce poverty and social isolation

(iii) make the inner city more viable

(iv) develop effective and sustainable urban management
(v) improve safety and security

(vi) undertake institutional development

Inner city congestion, accessibility, adequate infrastructure as well as safety and security are all
transport related issues that impact on programmes needed to give effect to some of these strate-
gies. These issues need to be addressed within the context of the I
TP integrated with the planning imperatives for this area of the city.

Congestion generated by public transport vehicles needs to be addressed in the context of rational-
isation of public transport services and infrastructure. In particular the use of taxi ranks and asso-
ciated, functional holding areas needs resolution. A public transport distribution system serving
the CBD and integrated with public transport services to/from the CBD is also essential for
improved accessibility.

Improved pedestrian circulation and accessibility to public transport ranks and services is also

 essential for upgrading public transport service in this district.

Safety and security in and around public transport ranks also needs attention as a component of
upgrading and rationalising public transport service in this area.

A key private transport issue is freight delivery and the appropriate management and control of
kerbside space. This issue needs to ultimately be addressed as one of the detailed aspects of the
freight strategy plan.

The current road system defining approaches to the CBD used by private and public transport

vehicles results in relatively high speed traffic through heavily pedestrianised areas, in particular
in the Warwick Avenue precinct. This together with localised congestion requires a review of the
road system to and through the area.

Over-arching all of these required initiatives is the need for a comprehensive approach to enforce-
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3.5.6

ment of public I:ransport equipment and operatlng safety standards as well as- adequate security at
public transport facilities. :

In response to these issues the CBD/ITRUMP planning.team have identified the need for the fol-
lowing programmes: —

(i) an efficient multi-modal public transport system focussed on maximising the accessibility
of the inner city

(i) . the development of 'corridors of excellence' focussed on gateways and key routes through
the city. Such routes would require effective public transport and accessibility to adjacent
land use.

(iii) support for and development of mixed land use which will improve security in the CBD and
establish higher thresholds of activity in support of public transport and higher order facili-
ties.

Within the context of an efficient multi-modal public transport system there is the need to address
pedestrian mobility and safety which could also be a part of the Safety Plan in the ITP.

The South Durban Basin (SDB) ABM District

This is a highly industrialised mixed land use zone along the coastal corridor south from Durban
CBD. It includes the port to the north and extends some six kilometres south of the airport to
include Umbogentwini. It is bounded on the east by the Bluff and on the west by the M4 and N2
freeways.

This area is the City's largest manufacturing node and next to Durban CBD/Berea the second
largeést employment area in the city. It is also home to some 100 000 people many of whom are
located near the industrialised areas.

In recent years, industry relocating from this area to the Pinetown/New Germany area and to
industrialised areas north of the central area has been a considerable cause for concern. In

“response the IDP has highlighted the need to regenerate the SDB as one of the key strategies to

strengthen the municipal economy.

Planners responsible for the South Durban Basin ABM have identified a number of transport
issues that impact on both the business and residents communities in the area. Deterioration ef
existing infrastructure, congestion, conflicting needs of the residential and industrial communities
and lack of adequate roads and public transport infrastructure are all seen as havmg a negative
impact on the area.

The extent and nature of road freight transport operation is also seen as an unresolved issue effect-
ing this area in terms of environmental impact, degradation of residential areas and congestion in
industrial areas. A key aspect of this problem is the dependency on road transport for freight
movement. Rail which is often seen to be functionally inefficient and economically unaffordable
is nevertheless considered important in resolving many of the capacity and congestion problems
impacting on this area, both within and outside of the port precinct.

In this regard, planners want to encourage increased use of rail by encouraging a more efficient
inter-modal system of freight transport and any other initiative that would make rail a more attrac-
tive frelght movement option. :

The Port as one of the key economic precincts in the SDB is considered a major contributor to the
attractiveness of the SDB for many industries. In this regard, the connect1v1ty between the Port
and the industrialised area to the south is considered poor and in need of rationalisation and
upgrading.

In response to these issues the South Durban Basin planning team have identified funding require-
ments for the following programmes: —

(i)  As part of a strategy for Precinct Re-design and Upgrade, traffic and transport improvements
comprising new and upgraded facilities including public transport infrastructure.

(i) As part of a strategy for enhancement of the existing infrastructure platform, to. redesign and
upgrade key transport infrastructure focussed on the continued improvement of primary
transport infrastructure of major roads and intersections. :

(iii) Askpart of a strategy for developing new infrastructure, to improve transpoﬁ linkages by pro-
viding additional capacity and separating residential and industrial traffic.

Although no specific projects are identified within these programes, they clearlyprovide a context
for aessing transport issues in the area.

The Inanda-Ntuzuma-KwaMashu (INK) ABM District

This -is” recognised as eThekwini's biggest residential cluster. Located on the- northem urban
periphery within the urban edge defined by the IDP, this residential area comprises mostly. low
quality housing and informal settlements characterised by: —

» limited basic service infrastructure

* inadequate and limited social and recreational facilities and amenities
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* levels of economic activity
* high levels of unemployment
Traffic and road safety issues are considered amongst the key issues faced by this area.
Addressrng transport and related issues has been identified as one of the main strategies to be developed
in: —
« improving living conditions for INK residents
* enhancing human capacity/potential of residents
In broad terms the transport issues identified included: —
' * poor accessibility both geographically and in respect of access to economic, educatronal social Transport
and recreational opportunities Issues
* poor standards of safety in transport systems as well as personal security when using these sys-
tems
* increasing traffic congestion
« the need for seamless/integrated transport systems incorporating integrated fare structures
* investment in rail including an extension of the ex1stmg system to the future Bndge C1ty devel- -
opment node
« improved regulation of the taxi industry
» targeted public transport subsidies that could encourage increased development densities along
major public transport routes in the INK area
» provision of adequate public transport ranks and related infrastructure at development nodes and
focal points within the INK area. ‘
In addressing the transport issues the planners have identified a key strategy of improving access within
INK and to Municipal area destinations. Estimated budgets have been compiled for three programmes
identified as a part of the strategy; these being: — _ ,
(i) Improved transport infrastructure which includes repairs and upgrades to the road -and rail M
networks supported by an effective maintenance programme AB
L . . . . ) . programmes
(it) Improved public transport services through the co-ordinated implementation of the public :
transport plan which provides improved access throughout the municipal area
(iii) Improved access to social services (health, welfare, education), administrative (home affairs
etc) and recreational facilities (community halls, sports facilities)
Specific projects of interest identified by the planners include: — ,
e Taxi rank with informal trading facilities to complement exxstlng wholesale traders at the
eMtshebeni node in Inanda
« Improved access roads to the Bridge City development node in support of proposed hospital and
the regional magistrates offices and municipal office
» Strong support for MR577 scheduled for completion in 2010 but highlighting the need to inte-
grate this major arterial with adjacent land use through effective linkages with the local road net-
work at the eastern end of the arterial
3.5.7 The Cato Manor ABM District
This district located 6 kilometres west of Durban's centre, covers some 2000 hectares and is home v
to some 90 000 people.
Cato Manor
Only half of this hilly landscape is developable and although some formal housing exists for the ABM
full range of low to high income groups many continue to live in informal settlements. perspectives
A number of social and recreational facilities have been developed during the 10 years (1993 to
2003) when this area was being planned and developed with support from international funding Cato Manor
under the control of the Cato Manor Development Association. The area also has well developed - ABM
service infrastructure including major roads and stormwater reticulation. perspectives
The opportunity to redevelop this large area close to the city centre fits well with IDP principles
for densification and efficient use of infrastructure and scarce development resources. In the
vision statement for Cato Manor, public transport is seen to be the major mode of transport for
residents. In this context the services provided must be integrated into an effective municipal pub- Public transport

lic transport system that ensures accessibility to residential, economic, social and community
opportunities. Current perceptions are that this has not been achieved and that local area transport
needs are not being met by public transport operators. The need for internal community mobility
as well as reasonable service to significant external destinations such as the Pavillion are not being
met. -

Improved access to the regional road system is seen as important to the development of Cato
Manor. Whilst planners would like to see access onto the N3 this is technically not possible.

as major mode
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Access to the N2 south of the N2/N3 systems interchange at Booth Road remains the only possi-
ble solution although some technical problems exist as regards interchange spacing and in terms
of current programming this project is not expected to be implemented in the short term period.

The Cato Manor planning team have identified and developed provisional budgets for three pro-
grammes to address some of the issues identified. These are: —

i) to promote the N2/Booth Road interchange in order to 1mprove access throughout the munici-

- pal area via the regional road network

(ii) to develop a programme of community-based infrastructure maintenance which could include
aspects of road and public transport infrastructure maintenance

(iii) to develop additional public transport facilities

The Rural ABM District
This incliudes all the rural parts of the eThekwini Mumc1pal area that fall outside the urban edge
defined in the IDP.

There are in effect two large separate areas; one in the north-west and the other in the south-west.
Together these areas comprise 36% of the municipal area but accommodate only a small- percent-
age of the populatlon

The terrain is generally rugged and hilly and the population widely dispersed. There is very limit-
ed employment in the area; unemployment is high and most employed residents travel to the peri-
urban and highly developed parts of the municipal area. Consequently, trips to work are often long
and service often limited due to the dispersed population pattern.’

Access to economic and social opportunity is recognised by the rural planners as a fundamental
issue for rural residents. Agricultural survival strategies and tourism development are seen as
important economic opportunities for these areas that require improvement in road access.

Rural investment nodes identified in the IDP and social service nodes form part of a hierarchical
development node system that will become part of the four local area development plans for the

sub-regions in the Rural ABM. These nodes will also need to become focal points of rural trans-

port which will support the activities located at these development nodes.

Although no specific locations have been identified the Rural ABM planners have raised concern
over the lack of north-south road linkages in the rural areas.. This apparent lack of connectivity is
seen as negatively impacting on accessibility to these areas and the potential to increase economic
and social development opportunities. Responding to this need must be carefully planned if the
sensitive ecology of the east-west drainage catchment system in this area is to be protected.

In determining transport needs and priorities in the rural areas it is clear that local communities
must play a major role. Further in recognising the need to apply different standards to difficult cat-
egories of roads in the Municipal area, there is the need to reach agreement on what these stan-
dards should be and how they impact on the potential for rural residents to play a major role in
maintaining these facilities.

In the area of public transport the planners have flagged the need to ensure reasonable standards
for roads used by public transport vehicles and provision of ranks at key locations as well as lay-
byes along the roads with shelter for the passengers.

The main strategy of the ABM programme in respect of transport is to improve access to centres

.of economic opportunity.

Support programmes with provisional budget estimates have been identified. These are: —

(i) Road improvements focussed on improving community access within and beyond rural areas
through the rehabilitation and upgrading of existing roads and construction of new connec-
tions.

(i1) Formahsatlon of public transport facilities to improve safety and efficiency and to function
more effectlvely as locations for trading activities and other services to meet local demand

(iii) A rural transport strategy which is being developed at present.

Further, the planners would like to see a focus on public transport access, as a first priority, by
extending public transport systems to all rural areas. This to be followed by formalisation of trans-
port stops at nodes and along public transport routes.

The Port Authorlty

Durban Harbour is recognised as a major traffic generator in, the municipal area with most of the
land-side activity being road freight transport. Although the hintérland of Gauteng and over-bor-
der destinations account for 60 — 70 % of freight movement to/from the port, very little of this

movement is by rail.

This is seen as a key issue requiring strategic intervention at national level, as the achievable
capacity on the road system could become a constraining influence on development of the Port.

As noted under key pI'O_]eCtS the port is known as a clean cargo port handling general cargo, break
bulk cargo, and liquid bulk. It is a major point of export for motor vehicles and also handles ship
repairs.
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Although development proposals for upgrading the capacity of the port remain within the foot-
print of the port the impact on external transport infrastructure is significant.

Projected growth in all cargo handling aspects of port activity suggest the need for additional road
capacity and rail service. Some of these projected transport system requirements may not be
achievable in the context of competing demands from other activities in the area. In particular the
projected demand for doubling the car terminal and plans to move general purpose cargo to the
Point side of the harbour would load additional traffic on Shepstone Road in the Point. The ability
of the local road system to handle the competing needs of the Port along with the growing demand
from uShaka Marine World and various residential and commercial developments associated with
the re-development of the Point is questionable. This is a fundamental issue currently facing
eThekwini and the Port Authority.

With the positioning of general cargo to Point side berths the use of rail on the Victoria
Embankment line will increase. It will be necessary to consider how this will impact on access to
the new marina.

The issue of security and the potential to close Maydon Road has been raised by the Port
Authority. The effect of restricted access could be an issue that would require investigation on the
extent of the impact.

Currently additional road capacity to the Port is being developed by the construction of Khangela
Bridge connecting Bayhead Road to Sydney Road. This will significantly reduce congestion on
South Coast Road and provide easy access from Bayhead to the M7 (Edwin Swales Drive) which
connects to the N2. The Sydney Road route towards the north is also a less congested, higher
capacity arterial road than South Coast Road.

Airports Company South Africa (ACSA)

The current regional airport on the coast approximately 15 kilometres south of Durban CBD is
also a diversion airport for Johannesburg International Airport. As such it must have the capability
of serving any international aircraft flying into South Africa until such time as the new King
Shaka International Airport is operational. Depending on the development programme for the new
airport this may require a runway extension of the existing airport of some 600 metres.

At the same time passenger growth of approximately 9% per annum indicates the current terminal
buildings could reach capacity by Year 2007.

The demand for parking also suggests the need for additional capacity; and plans are in progress
for, the development of a 1500 multi-storey carpark which may be built on a phased basis taking
into consideration the timing of the development of the new international airport.

ACSA also has considerable property holdings around the airport. Some of this has been devel-
oped but large tracts of land are still available for development. Apart from land located on both
sides of the N2 freeway the airport site itself becomes available for some alternative form of
development once relocation to King Shaka has taken place. Considerable debate on a wide range
of optional uses for this land has already taken place; however, there are no clear indications of
what land uses should be planned for at this point in time. Clearly whatever use is made of this
land will have a significant impact on land use and transport needs in the municipal area and will
need to be carefully integrated into long term planning for the city.

In the short term, a new logistics platform on a 2.4 hectare site on the east side of the runway is
under consideration by Mondi and could become operational in 2006. Currently access is via
Avenue East into Refinery Road and Fibres Road. This road would be inadequate to accommodate
the 40 000kg axle load vehicles and alternative/modified access to this site will be needed.

3.6 Spatlal Model and Key Points of Integratlon

3.6.1

Background

The eThekwini Transport Authority has identified the need for upgraded and expanded transport
infrastructure and services based on accessibility and mobility needs, capacity requirements as
well as safety issues and problem locations.

The ETA has recognised that mobility needs differ widely across the broad spectrum of stakehold-
er groups that depend on transport in some form or other. These groups include inter alia: —

* Low to high income commuters

* Special needs travellers-in all groups

* Long distance traveller

* Various categories of commercial and industrial
» Tourists ' v

« Emergency services

* Other

The specific needs of the various groups differ for different periods of the day, days of the week and sea-
sons of the year, and in some instances, the needs of one group conflict with another.
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Notwithstanding, the ETA approach is to interpret and prioritise the need for transport infrastructure based .

on demand, taking into consideration, in so far as possible, the needs for all user groups. In so doing pub-
lic transport commuter needs are prioritised over private transport commuter needs in line with national
policy. Road capacity deficiency locations and bottlenecks that have a serious negative impact on mobility
and accessibility to and from key commercial and industrial areas and activity centres are also targeted.
This is essential if infrastructure is to be maintained at levels which ensure economic activity in key areas
of the City does not deteriorate, to the overall detriment of the city.

Establishing connectivity of the road network to link areas of greatest need to well resourced areas has
also highlighted various project needs particularly in the peri-urban and rural areas.

A comprehensive Road Freight Plan is currently being developed in phases. This plan will assist in estab-
lishing some of the project priorities. The Road Safety Plan has also identified projects in this ITP and
assisted in establishing priorities that acknowledge the importance of addressing safety issues and prob-
lem locations in both the private and public transport systems.

EMME?2, the transportation planning model used by the ETA for modelling current and future travel
demand, creates the framework for identifying and testing transport requirements, for both the pnvate and
public transport systems.

The level of demand that defines the need for transport system capacity invariably occurs in the peak peri-
od with the am peak being the critical period. In this regard the current and future levels and location of
population and employment provide essential planning inputs for the modelling of demand and the plan-
ning of transport infrastructure and service requirements. Categories of employment and income levels
affecting car ownership and trip making propensity have also provided input to this process.

3..6.2 Key Aspects of Demographic Input to Transport Modelling
~ Demographic information used in the transport modelling process was taken from the Policy
Unit's model. At the time of preparation, various departments in eThekwini Municipality partici-
pated in the process and there was basw consensus on the levels and location pattern of future
population and employment

Whilst recognising the issues around the migration of commercial and industrial employment
activity from Durban CBD and the South Durban Basin respectively, the land use framework also
acknowledged the pressures and trend for future development to the north in the areas of
Umblanga, Effingham, Mount Edgecombe, Springfield and La Mercy, and to a lesser degree to
the west, in particular the Shongweni area.

The land use model which had a ten year horizon to 2010 was extrapolated to a twenty year hori-
zon (2020) for transportation planning purposes. During the course of preparation of the current
transport plans for the ITP the projections were refined to further reflect the trend, in particular the
impact of the proposed international airport at La Mercy and iDube Tradeport on travel demand to
the north. :

Having quantified the trend development pattern the transport planning process also recognised
the need to reduce the trend peak hour demand for private transport to ensure a transport system
which would be sustainable into the future. This has been effected ‘through various Transport
Demand Management (TDM) measures and public transport system improvements discussed in
other sections of the ITP.

4  TRANSPORT DEMAND MANAGEMENT

4.1

4.2

Background
Transport Demand Management (TDM) may be described as a system of actions and interventions used to
alleviate traffic congestion-related problems through improved management of vehicle trip demand.-

In.the South African context this translates into a variety of 'carrot' and
| 'stick' interventions focussed broadly on increasing the use of public trans-
port in the peak and decreasing the use of private transport.

Clearly the type, extent and severity of actions faken at any point in time
needs to be considered against the severity of the problems being
addressed.

Growth Trends and Target Modal Split

4.2.1 Growth Trend

Current estimates place the trend growth in peak period person trips between 2005 and 2020 at
22%. This translates into a 50% increase in trips by car and a 3% decrease in trips by public trans-
port. .

Considering current levels of congestion, accommodating a 50% increase in private motor vehi-
cles on the road system is unacceptable and unaffordable in both financial and environmental
terms.
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4.2.2

Implications of 'Do Nothing' ‘
In the event no actions are taken to address the trend of increased use of private transport and
decreased use of public transport a number of services problems will result; these being: —

« a progressive deterioration in all forms of transport services throughout the city, including public
transport, freight transport and private transport.

* Road congestion affecting all forms of transport.

* Road based public transport will become increasingly costly and inefficient as sprawling land
use patterns continue to dilute the effectiveness of public transport.

« The demand for road capacity will exceed affordability of providing addtional road space.

A significant reduction in accessibility and mobility for the public
* e Reduced accessibility for freight movement with the concommitant effect of increased cost for

commercial and industrial activities and reduced attractiveness for commercml/mdustnal devel—
opment in eThekwini.

Overall these and other consequences of a 'do nothmg approach to the current trend will have 51gn1ﬁcant
negative implications on key components of the IDP vision, these being: —

423

» Providing a high quality of life
* Meeting peoplés needs

» Growing the economy

Target Modal Split

“The extent of the peak hour within the peak period is affected by increasing levels of congesnon

which cause a spreadmg of the peak traffic demand. This is a natural phenomenon which in the
eThekwini area is expected to result in approximately half of the peak two hour traffic occurring
in the peak hour by year 2020. By implication this also means that the heaviest traffic demand will
also extend well beyond a one hour period.

Any further reduction in peak travel can only take place with a change i in modal split encouraged
by the use of TDM measures. The White Paper on National Transport Policy published in 1996
advocated a modal split to public transport of 80:20 (public: pnvate) Based on screenline surveys,
the estimated current modal split in the mun1c1pal area overall is 52:48 in the two hour peak peri-
od.

This represents the aggregation of lower income areas such as Umlazi with a modal split as high
as 94:6 through to high income areas with a very low modal split to public transport.

Rccogmsmg the current trend of declining use of public transport a more realistic target of revers-
ing the trend and achieving a positive growth in public transport has been set. Table 4.1 highlights
the implications of reversing the trend modal split in year 2020 of 42:58 (public: private) to 55:45,
an improvement in the currént modal split of 52:48.

Table 4.1 Trend versus Target Modal Split
(AM Peak 2 Hours — Years 2005 and 2020)
(Person Trips — 1000's)

Year 2005 Year 2020

Trips by Car:

- Trend 333 © 498

- Target - , 384

- Difference -114
Trips by Public Transport (PT):

- Trend : 366 ' 355

- Target 469

- Difference o +114
Modat Split (PT:Car):

- Trend 52:48 - 4258

- Target 5545

Impact of
“Do Nothin”

Spreading of
peak

Current

- modal split

Targef modal
split
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Trips by Public Transport

| ETarget OTrend |

2005 2010 2020

Year

Figure 4.1: Person Trips by Public Transport (1000's)
Peak Period (2 Hours) — Years 2005 to 2020 Trend vs Target

During the period 2005 to 2020 the 'target' modal split will result in estimated peak period growth in per-
son trips by public transport of 103 000 as opposed to the ‘trend' decrease of 11 000.

The significant growth of 28% in public transport demand will need to be taken up by the restructured
public transport system which is described in Section 5 of the ITP. :

Trips by Public Transport

| [ Target OTrend |

355—

2005 . 2010 2020

Year

Figure 4.2: Private Cars on Road System (1000's)

Peak Hour — Years 2005 to 2020

Trend vs Target

As shown in Figure 4.2, the demand for private transport by car in the peak hour translates into a 'target’
growth in cars of 31 000 as opposed to the ‘trend’ demand for an additional 100 000 cars.

4.3 Modal Split Monitoring

Modelled figures for total trips by mode throughout the municipal area
are useful for establishing overall targets. However, for monitoring
purposes measured modal split across cordons or screenlines is more
effective. For this purpose the five kilometre screenline which inter-
cepts the major roads in the municipal network is used.

Currently, in the peak two hour period, theré are approximately 193
000 person trips inbound across the cordon and 87 000 outbound. The
overall modal split is the same in both. directions 54%:46%
(public:private). The breakdown by mode however differs slightly as
shown below: —

Table 4.2 AM Peak Period Modal Split — Year 2004 5 Kilometré Cordon}(Inboun‘d & Outbound)

Mode % Person Trips by Mode
Inbound Outbound

Taxi 30% 32%

Bus 18% 15%

Rail 6% 7%
Sub-Total Public Transport 54% 54%
Private 46% 46%

"All Vehicles 100% 100% -

Target
" increase in PT

Target
growth in cars
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The five year change in modal split is shown below, however, as rail ﬁgﬁres_were not available for the ;
cordon in 1999, rail passengers have been assumed as constant from year 1999 to 2004.

Table 4.3 AM Peak Period Person Trips/Modal Split
Comparison 1999 vs 2004 :
5 Kilometre Cordon Inbound
Mode v ‘ Person Trips (1000's) / Modal Split
a Year 1999 Year 2004
Taxi "~ 56 (29%) 57 (30%)
Bus 45 (23%) 35 (18%)
Rail(1) 12 (6%) 12 (6%)
Private 83 (42%) ‘ 89 (46%)
196 (100%) 193 (100%)
Note (1) Rail trips not available for Year 1999 therefore aséumed the same as 2004
44 TDM Measures

Apart from TDM measures which are needed to reduce the demand for private transport there is a range .

of concomitant measures needed to retain current public transport ridership whilst attracting new riders
from the private transport group. Certain measures are also needed to manage the extent and location of

-demand for freight transport movement. In many instances issues of system efficiency, effectiveness,

safety, affordability and sustainability under-score the need for effective TDM measures. This section
considers various types of interventions and measures, the objective of each and the applicability of each
in the short, medium and long term. In the following tables the short term period is defined as 1-5 years,
medium term 6-10 years and long term 11-20 years. Many of the measures will be introduced on a phased
basis and often extend over more than one period. In each case the first period of introduction is shown in
the table. )

The measures are tabulated in four main categories, these being: —

(1) Private transport, which includes congestion reduction and parking measures

(2) Public transport, which also embraces the development of non-motorised transport
(3) Land-use development and management
(4) Policy and institutional, which relates to one or more of the other'categories.

In many instances individual strategies could be allocated to more then one category however for simplic-
ity they have been restricted to one only.

4.4.1 Private Transport Measures »
Table 4.4 contains measures used to improve system performance, reduce need to travel particu-
larly during peak periods and various restrictive measures which would result in-a reduction in
travel by private transport.

The restrictive interventions are directed towards active discouragement of the use of private cars.
If such interventions are not to be unduly restrictive they must be accompanied by provision of
attractive public transport alternatives as discussed in 4.4.2 Public Transport Measures.

4.4.2 Public Transport Measures
Table 4.5 contains a range of measures directed towards improving the public transport system
and services in order to provide a more attractive service to current riders and to encourage exist-
ing private motorists to use public transport. Generally, attracting the private motorists onto public
transport would also require a variety of disincentives directed at the motorist such as those identi-
fied under the private transport measures.
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44.3

4.4.4

Table 4.4 Private Tréinsport Measures

The public transport measures-include physical infrastructure projects for public transport priority, - -

fleet upgrades for all modes to acceptable standards, safety and security measures and the effec-
tive promotion of public transport across all income groups.

In recognition of the need for a holistic approach to public transport a range of measures focussed’

on providing where practical, an adequate system for non-motorised transport (pedestrian and
cycling) have also been integrated. :

Selectively and effectively integrated with measures in the other categories, these public transport

initiatives introduced at the appropriate time, have potential for a significant impact on the reduc-
tion of the trend growth in demand for private transport. Further, such initiatives begin to give
effect to the overall transport policy of prioritising public transport over private transport.

Land Use Development and Management Measures

Land use plays a key role in the location and demand for various forms of transport Table 4.6
identifies measures which in effect are land use planning and development guidelines encouraging
and supporting efficient transport in a city, with the focus on public transport.

Policy and Institutional Measures

Table 4.7 identifies several measures which address the key issues of appropriate institutional -

arrangements, regulation of transport, pricing, cost recovery and preservation of valuable transport

assets.

Implementation Timing

TDM Measure

Description

Objectives

Implementation Timing
Short Med Long
Term Term Term -

Area Traffic Control

system

The use of computerised signal
control systems to manage traffic
flows

To optimise traffic flows through signal
systems and minimize congestion and

-related pollution and cost inefficiencies

Intelligent Transportation

Systems

Use of information technologies
to provide the driver with real
time information and/or
instructions to avoid problem

To improve system performance, reduce -
congestion and unnecessary travel

locations etc y
Alternative work Compressed work week (CWW)  To reduce demand for travel in peak .
schedules and flexitime  and staggered shifts, starting/ periods and in particular the peak hour

ending outside of peak periods

and/or allowing employees to

work flexitime \f
Telework Use of telecommunicationsasa  To reduce need for travel for work and
(Telecommuting, substitute for physical travel business purposes both in and out of
distance learning, peak periods
tele-shopping, etc) v _
Ridesharing Ways to support and encourage  To reduce private vehicles on the road

carpooling and vanpooling system in peak periods 3
Vehicle use restrictions Regulatory strategies to limit To limit use of private transport in

private vehicle travel at a selected areas of the city in particular

particular time and place during peak periods v
Limited road Allow traffic to increase and To encourage peak spreading, use of
development congestion to grow in selected -public transport and reduction in trend

areas growth of public transport in selected areas v
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. Area access taxation .. . Drivers entering defined...... ... ... To limit private transport use in defined ...
restricted areas of city pay an areas of city whilst raising funding for
access tax ' transport system, preferably public
transport v
Road pricing Congestion pricing, value To recover cost of road infrastructure
pricing, road tolls and HOT from the users A
lanes- v
Distance-based pricing Charge insurance, road use fees, To reduce use of private transport
emission charges and taxes '
based on a vehicle's kilometres v
Fuel taxes Increase fue] taxes To fund roads and public transport and
reduce demand for private transport vy
Parking management Methods for more efficient use To make best use of available facilities
of parking ‘ V
Parking cost, pricing Parking facility cost recovery To prepare a comprehensive parking
and revenue plarining ~ pricing and revenue generation revenue programme, considering cost :
planning of providing facilities ) V
Parking taxation Drivers wanting the right to To limit private transport demand for
: park in defined restricted areas parking in defined areas of city whilst
of city pay applicable tax for raising funding for transport system;
that area ‘ preferably public transport )
" Shared parking Shared parking facilities among ~ To maximise utilization of facilities
: : multiple users v
Table 4.5: Public Transport Measures
- TDM Measure Description Qbjectives Implementation Timing
o : ~ Short Med . Long
Term Term Term
HOV (High occupancy  Priority measures focused on To reduce public transport (PT) travel
vehicle) priority public transport vehicles times and give PT noticeable advantage

_ thereby encouraging use of public transport '\/

Re-routing around To identify points of congestion ~ To reduce travel times without reducing §SSS
congested areas along PT routes and identify _accessibility

alternative routing where

pfactical if priority facilities

cannot be introduced V
Optimised configuration  Rationalise location and use of To reduce congestion by reducing
of public transport ranks  ranks in congested areas of the ~ unnecessary loading/holding as well as
and holding areas city movement of PT vehicles in congested

areas \/

Provision for non- Plan and implement localized, To minimize the cost of transport for the
motorised transport safe and effective walking and urban poor where possible and provide

cycling facilities integrated into  flexibility in transport options

other modes of public transport

where justified by current and 1

atent demand and where

physically practical )




and mobility needs can be
effectively met

commercial access and mobility needs can

be met by safe, cost effective transport
Systems

4 January 2006 - The Provincial Gazette of KwaZulu—Natal 4299
-~ Non-motorised facility - - - - ractices-for managing and.---. . ... —.To.ensure facilities provided-are well. .. .. e
management maintaining non-motorised maintained and remain safe attractive
facilities such as walkways, options to the user
sidewalks and cycle paths W
Upgrade of PT system Ensure availability of the To provide a cost efficient, attractive
appropriate mode of public PT system which will retain the support
transport for an efficient, user  of current ridership and encourage new
attractive PT system riders from the current private transport
' o group - )
Upgrade of PT fleet Investment in fleet to ensure To provide a safe, efficient and attractive
. . all modes (rail, bus, taxi) public transport service
operate with equipment to
_ defined standards v
Park & Ride facilities Park 'n ride facilities at key To encourage private motorists to change
locations inter-faced with to prioritised public transport through
prioritised public transport congested areas where use of private
services through congested areas  transport may be discouraged by a variety
of measures vy
Address security Improved personal safety for To increase the attractiveness and sense
concerns walking, cycling, and public of security on all public transport modes
' transport throughout the city \/
Road space reallocation ~ Roadway design and To encburﬁge design and management
' management practices practice which Improves the efficiency
of PT operations v
Promotion of public Package and market public To raise the profile of public transport
transport transport and develop effective and public awareness of PT benefits and
user information systems achievements as well as increasing user-
' friendliness of PT V
Area Traffic Control The use of compﬁten'sed signal ~ To mjnimisevdelay for PT vehicles
system control systems to manage
' traffic flows incl. possible _
_ priority treatment of PT )
Intelligent Use of information technologies  To improve PT system performance
Transportation Systems  to provide the PT drivers with
real time information and/or
- instructions to avoid problem
locations etc )
Table 4.6: Land Use Developmenf Management Measures
TDM Measure Description Objectives Implementation Timing
. Short Med  Long
_ Term Term Term
Location Efficient Locate different categories of To ensure people access, with emphasis
Development development where accessibility — on public transport, as well as freight and
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_ Development ... . Incentives for densification at ____ To increase convenience, effectiveness and N ,
densification in support identified public transport Nodes cost efficiency of public transport system
of public transport’ and along priority corridors ,\/
Public transport Residential development on To reduce cost of travel and cost of
dependent development subsidised land closer to major providing effective, efficient public
closer to major trip employment areas, and highly transport
attractors ) accessible to public transport _ Y
Car free districts and elected areas and times of To humanise selected key areas of city
pedestrianised streets Sminimal private vehicle use and reduce negative impact of private
: : transport on these areas v
Table 4.7 Policy and Institutional Measures
TDM Measure Description Objectives Implementation Timing
‘ Short Med Long
Term Term Term
Prioritising Policy which prioritises public To encourage use of public transport and
appropriate transport in the transportation minimize the negative impact of transport

transportation measures

system and TDM measures
which minimize the negative
impact of private transport on
the urban environment

on the city whilst ensuring mobility and
accessibility for all stake-holder groups

Regulatory reform
!

Policy changes to encourage
regulated competition,
innovation, safety and
efficiency in transport systems

To regulate all categories of transport
services to increase accessibility to safe,
cost-efficient, environmentally sensitive,
sustainable transport systems and services

and services for all stake-holder groups ¥
Institutional reforms Development and support of To provide structures that can promote and
o appropriate institutional deliver sustainable, efficient transport
structures and processes systems and services meeting the needs
of all stake-holder groups '
Comprehensive Policy changes that result in To promote user pays principles whilst
market reforms more efficient and fair increasing transport affordability and
- transportation pricing accessibility to the poor and ensuring :
cost efficient freight transport )
Asset management Policies and programmes to To maximise utility of existing assets that
preserve valuable assets support effective, efficient sustainable
transport
4.5 ' eThekwini's Transport Management Strategy

The ETA's TDM strategy compnses a series of projects defined within the context of various possible
measures that could be implemented in the short, medium and long terms (section 4.4).

Although the transportation planning process has identified a range of short to long term projects in the
various aspects of public and private transportation, the ETA's TDM strategy focuses on those projects
that should be initiated in the short term period, years 1 to 5. These form a part of the prioritised imple-

mentation programme in the ITP.

The following projects comprise the TDM strategy for the eThekwini area:

1

The current contract for upgrade and expansion of the area traffic control ~ system .(ATC) which
provides real time traffic control in central Durban. This system optimises traffic flows and reduces
congestion and related pollution.

A parking investigation to consider more efficient use of available parking facilities and develop a
comprehensive parking revenue/cost recovery programme, taking into consideration the cost of pro-
viding and maintaining facilities.

An 1nvest1gatlpn to identify congestion locations along the public transport routes and evaluation of
possible options for bypassing the location or introducing some form of PT priority measure to over-
come the congestion or reduce the impact thereof.

A pilot study for introducing and monitoring the impact of upgraded public transport security at
selected rank (s).

CBD prioritised public transport distribution system. This system introduced on a phased basis

" would interface with the various major bus, rail and taxi services to the CBD. Public transport priori-_

ty lanes and priority intersection control using SCOOT would also be accompanied by CCTV linked
monitoring and enforcement.

A pilot project for a cycling 'system' from Clermont to New Germany/Pmetown comprising cycle
paths/routes and terminal infrastructure.

ATC
uptrade

Parking
investigation

PT congestion
alleviation

Pilot: PT rank
security

PT priority
distribution in

the CBD

ATC
uptrade
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4.6

~7——Phased-implementation-of -taxi -and-bus-rank rationalisation-in-Durban's -Warwick -Avenue-area; — Warwick Ave

developing towards a partial or total consolidation of bus and taxi activity in a multi-level Berea sta-
tion transport interchange.

8  Modemisation of bus/taxi fleet. Modern reliable buses are required in all new bus service contracts.
In future expanded aréas of the public transport system will be provided in terms of service con-
tracts. As this happens not only buses but also any taxis providing service within these contracts will
have to meet certain fleet standard specifications. Apart from the requirement of contracts for mod-
em, safe equipment the implementation of the Taxi Re-capitalisation programme will result in the
progressive modernisation of the taxi fleet. These processes will undoubtedly result i in fleet moderni-
sation on an ongoing basis commencing in the short term.

9  Rail system and service upgrade. This is at the heart of eThekwini's public transport strategy and

could extend from the short term through to the long term programme. As a part of the TDM strate-

gy the ETA will continue to pursue investment in the rail system and infrastructure either through
national funding or some form of concession agreement.

10 Co-ordinated, rntegrated feeder services to rail. This will consist of a pilot project to initiate a taxi
and/or bus feeder service to rail combined with integrated ticketing and appropriate station upgrade
if required. This pilot location will be selected from one of the following: —

.+ one of the Umlazi stations
¢ KwaMashu/ Ntuzuma to-one 'of the KwaMashu spur line stations
* Maydon Wharf/Bayhead/Island View to Congella station
* Jacobs/Clairwood to Montclair station '
« Prospecton to Isipingo station '

11  Although not a project as such, policy has been developed for this first ITP giving priority to public
tranport in the planning and development of the transportation system and in support of appropriate
TDM measures to minimise the negative impact of private transport on the environment.

Completion of pilot projects will undoubtedly give rise to other projects with some of these being incor-

- porated into the TDM strategy at a later stage in the planning process.

Congestron Momtormg

Whilst various types of TDM measures are effective in reducmg congestion, questions arise around the
level at which congestion is unacceptable possibly-requiring various types of TDM measures or further
investment in public transport or roads infrastructure.

Further questions related to the above are: —
« What criteria or indices should be used to measure congestion?

* What levels of congestion should be acceptable for different parts of the city (urban/rural) takrng into
- consideration dependency on internal road freight movements.

» What should targets and related policy be in regard to congestlon for these various conditions mcludmg

issues related to greenhouse gases and carbon emissions.

These questions formed the basis of an investigation conducted by eThekwini Municipality of internation-
al and South African practice.

Whilst various criteria were identified in research and by respondents no benchmark values were given

with the exception of one major city in South Africa identifying level of service (LOS) D as their basis for

_considering an upgrade of existing facilities.

eThekwini Municipality currently conduct a regular comprehensive programme of traffic counts as well .
as travel time surveys. Using this data the Municipality monitors LOS, volume/capacity (V/C) and travel
time on different elements of the major road network and to a lesser degree the minor road system.
Currently eThekwini also use LOS D as the basis for an acceptable level of congestion in peak conditions.

5 PUBLIC TRANSPORT

This section of the ITP addresses matters of public transport based on the Public Transport Plan
for eThekwini Municipality, which is a self-contained separate document.

It contains the following ztspects of the PTP: —
« Public Transport Policy
* The headline results of the recently completed Current Public Transport Record (CPTR).

* Summary results of the Operating Licence Strategy (OLS) which comprises service and
licence changes responsive to current supply and demand requirements, taking into considera-
tion the longer term public transport system strategy.

* The longer term public transport strategy and associated 1mp1ementat10n plan which reflects the Mumc1pa11ty s
policies for public transport.

* The key performance indicators (KPT's) related to each of the public transport goals for monitoring perfor-
mance on the delivery of the PTP.

taxi/bus rank
rationalisation

Bus/taxi fleet
“modernation

Rail system
upgrade

Integrated
feeders to rail

Policy
supporting
public
transport

Investigation
of current
local practice
and o/s

eThekwini
approach

Content
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- 5.1 _ Public Transport Policy
Public transport policy is documented within the context of the overall goals for transport in eThekw1n1
Municipality, as set out in Section 5.2. They are the following: —
1. Effective Transport
2.  Efficient Transport '
. Overall
3. Sustainable Transport tranport
4. Safe & Secure Transport goals
5. Black Empowerment
5.1.1 Policy for Effective Publlc Transport

This policy is based on promoting public transport over private transport and developing a system

with services which are customer-focused and needs-driven. Recognising the differences between

the needs of urban and rural areas, different standards of service will be used to provide appropri-

ate, affordable levels of access to opportunity for different segments of the community.

Within this context, ETA's public transport policy is the following: — ) .

No.1 ~ To identify and prioritise accessibility and mobility needs in terms of market seg- Accessibility
ments, based on categories defined in NDOT's Moving South Afrrca (MSA) & mobility
Report. needs

In keeping with international best practice to promote the upliftment of the urban poor by increas-

ing tnelr accessibility to economic and social opportunity, through improved public transport, the PT over

ETA's policy is: — private

- No.2 To promote public transport over private transport. transport

No.3 .To provide an affordable, sustainable PT system in response to the prioritised ‘ )
needs of the market segments, acknowledging the importance of accessibility to Affordable
social, economic, educational and recreational opportunities, but recognising it is standards

_ unaffordable to provide the same level of service to users in urban and rural areas.

In the rural areas-access to employment, the transport needs of learners, and access to health facil-

ities will be prioritised.

For public transport to be needs-driven and customer-focused it must effectively place the com--

muter at the centre of public transport policy.

In this regard the ETA's policy is: — ‘

No.4 To support and develop the capacity of the existing and future consultation struc- ' Passeng_er
tures and enable them to articulate the needs of the different passenger groups for Service
incorporation into a Passenger Service Charter. Charter

No.5 To implement accessible public transport for Special Needs passengers through a Special Needs
combination of specialised services (eg. dial-a-ride) and universally accessible Groups &
mainstream services where appropriate, subjéct to resource constraints. Universally

To give effect to this the ETA will give direction to the SARCC on a programme for fleet upgrad- accesfilble

ing as well as upgrading of rail stations and fleet to full acce551b111ty standards within these corri- corricors

dors.

No.6 To ensure that where appropriate new bus contracts have a minimum percent of ) .
fleet designed for special needs access, and all new fixed infrastructure is fully ~ Rail Stations
accessible. :

Effective public transport must operate to acceptable standards in every aspect of its performance. Special Need

Such standards defined by the ETA with input from the Community in terms of the passenger ser- peci F?le i

vice charter (refer No. 4 above) must be subscribed to and.enforceable on the operators providing - ee

the public transport services.

In this regard it is the ETA's policy: — _

No.7 - " To manage all modes of public transport service, within a Quality Service Charter S
which addresses, inter alia, matters of reliability, differentiated levels of service Qual'lty
(coverage, hours of service, frequency) convenience and comfort, standards of Service
operation, fare structures, communication and information services, vehicle age Charter
and servicing requirements and code of conduct for operator/driver behaviour.

No.8 To support formalisation and re-capitalisation of the taxi industry and to apply var- Taxi Re-cap
ious fleet age criteria to all future contracts (subsidised and unsubsidised) for all and age
‘modes of road-based public transport vehicles. criteria

51.2 Pollcy for Efficient Public Transport

Efficiericy in public transport has many dimensions. It encompasses amongst others: —
» system and service efficiency which 1mpacts on reliability and quality of service to the users

* cost efficiency which is necessary for sustainability.
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* mode efficiency which requires the appropriate use of each mode, which may require some form

of regulation and integration of services provided by the various modes in the system.

« Efficient inter-action of the transport/land use system which requ1res the two components to be
complementary and mutually supportive. :

For efficient public transport regulation of the modes in the system along with better standards of
equipment and better systems of management of the overall public transport system are needed. In
this regard, the policy of the ETA is: —

Ne. 9

_ To introduce regulation of all public l:ransport services on a phased basis.’
No. 10

to the Transport Authority, including rail and bus contracts on a phased basis.

No. 11 To influence the roll-out of the Taxi Re-cap Programme in eThekwini

Municipality once the programme has been finalised by NDOT.

Where new public transport operator licences are being issued there is a need to ensure existing
operators in over-traded areas are given preferential consideration. In thlS regard ETA pohcy is
the following: —

No. 12
or operators adversely impacted by planned service alterations, when allocating
new licences for new services introduced either through service changes resulting
from restructuring or service requirements for a new development.

Duplication of ‘services, particularly subsidised services, leads to inefficienicies and unnecessary
subsidy expenditure. The following is the the ETA's policy in this regard: —

No. 13 To remove duplicate, subsidised services in dlrect competition. No new license
applications will be approved where duplication exists except for the selected, pre-
ferred mode mix.

No.14 To allow for duplication where differentiated services are being offered.

As regards deﬁning the role of each mode in the public transport system, the ETA's policy is: —

No.15 To position the modes within an integrated system on the basis of functionality
and on the basis of the most cost-effective mode for corridor capacity require-

ments, using the following indicative guidelines: —

* rail: greater than 20 000 one Way passengers per day
« bus: 500-30 000 ( standard and 35 seater buses)
* taxi: should not be used for major corridors or long distance line-haul routes

but rather for short distance routes and/or feeder type services

No.16 To fac111tate public transport operator empowerment enabling operators to reposi-

tion in the industry and participate in tendered contracts.

In terms of economic efficiency, the public transport system must operate with economic load fac-
tors, providing a sustainable system with an acceptable level of service for different periods of the
day and days of the week.

In this regard the ETA's policy is: —

No.17 To reduce system costs and subsidy while providing an acceptable level of service
to all sectors of the community.
No.18 To recognise the need for subsidy but to change the basis for subsidy from opera—

tor and system-deficit subsidy to targeted user-side subsidy which does not support
and entrench long distance trips but addresses basic social needs of various groups
in selected locations.

It is acknowledged that in the longer term subsidies need to be on a more equitable basis and
available for all modes.

Notes: Any changes to the current subsidy system would need to be phased in with full consulta-
tion to minimise negative impacts during the process. -

In respect of integration and co-ordination the ETA's policy is: —

No.19 To promote integration and co-ordination between all modes on a system-wide

basis to achieve: —
* economies of scale
» reduced costs »
» increased load factors _
With regards to integration of land use and ttansportation, the ETA's policy is: —

No. 20 To promote infilling and densification along public transport corridors and major

public transport routes within acceptable environmental limits.

To support the devolution of transport functions for all modes of public transport

Preferential consideration will be given to existing operators in over-traded areas -

Regulation

Devolution

7 ReE-cap
roll-out

Aloocation
new licenses

Service
Duplication

Role of
models

Empowerment

Sustainable
system

Sustainable

system

PT Service
integration
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No.21 To direct employment opportunities, mixed land use and high-density residential

- development into the high-utilisation publictransport corridors; amd modes:

No.22 To discourage urban sprawl where public transport services are inadecjuate, includ-

- ing careful evaluation of any major trip-generating development outside the urban
edge.

No.23 ‘To promote Durban CBD and the South Durban Basin as two dominant nodes of
transport in the strategic North-South Corridor.

No.24 To encourage re-development around stations and major mode interchanges in the
form of major trip generating land use and informal and emerging economic activi-
ties.

No.25 To steer public investment for secondary schools, hospitals, clinics, police stations

and various essential social services towards development nodes along significant
transport corridors. ‘

5.1.3 Policy for Sustainable Public Transport

The goal of sustainability is also multi-facetted and the ETA recognises the need for the public

~ transport system to be: — -

« financially sustainable

* technically sustainable

* socially sustainable

« environmentally sustainable

 sustainable in terms of access to adequate skills resources
* maintainable within the above considerations

* sustainable in terms of complimentary and self-reinforcing support between the public transport
system and land use which assists in creating a stable investment environment

‘Policy 17 under Public Transport Efficiency applies equally to the goal of sustainability.

Additional policy in respect of financial and economic sustainability is: —

No.26 To identify and promote private-public partnerships in matters related to the provi-
sion, operation, maintenance and monitoring of public transport systems, service
and related facilities. .

The ETA's policy to address the limitations of current funding, and the limitations of current legis-

lation which restrict their ability to develop adequate dedicated funding are: — —

No.27 To apply user-pays principles where appropriate.
No.28 To support the most efficient mechanisms for raising funds.

The following policy applies in respect of expenditure on capital works and maintenance of the
public transport system: —

No.29 To ensure capital works expenditure programmes do not compromise maintenance
standards, by identifying and programming cycles of fleet and system recapitalisa-
tion and maintenance.

No.30 To rationalise roles and responsibilities of institutional and administrative struc-
tures involved in funding of capital works and maintenance in order to reduce
administrative costs.

Access to adequate skills resources for the planning and execution of the ETA's programme is an
essential element of sustainability. In this regard the ETA's policy is: —

No.31 To support the broader IDP initiatives in capacity building and training, ensuring
~ the requirements of transport are adequately met.

Social sustainability is supported by the following policy: —

No.32 To ensure the user cost for services provided is affordable, within defined limits,
for all sectors of the Community. In this regard, the intention is for the relevant
authority to only approve applications for justifiable fare increases, for any mode,
after due consultation.

No.33 To involve the community through user forums in considering various aspects of
service provision.

Environmental sustainability has a number of aspects relevant to the ETA's public transport policy;
these being: —

* the negative impact of transport on the physical environment which on a daily basis
affects quality of life

* the longer term impact on atmospheric pollution
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