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Proposed Vietnam IDA-GEF Hanoi Urban Transport Development Project
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	:
	Vietnam
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	Hanoi Urban Transport Development  
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	OP11: Promoting Environmentally Sustainable Transport 

	Country Eligibility
	:
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Financing:
	:
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	Executing Agency
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	PC Hanoi

	GEF Implementing Agency
	:
	The World Bank
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Summary

1. Hanoi’s People’s Committee (HPC) has asked IDA to co-finance a project that plans to support reform of the city’s bus system and support the city’s efforts to establish a system of high-speed segregated bus-ways on key existing and new transport corridors.  This note describes a proposal to seek Global Environment Facility (GEF) grant co-financing for the project under the GEF’s Operational Program 11 (Promotion of Environmentally Sustainable Transport) that increases the potential local and global environmental benefits of the city’s strategy by:

· Ensuring and accelerating a modal shift away from personal motorized vehicles to bus transport; by generating support for the implementation of the planned IDA-supported bus rapid transit system (removing public perception and education barriers), by promoting a quicker, bigger shift to buses through enhancing the attractiveness of the service (speed, quality) offered by the bus system, and by facilitating the operation of low-emission vehicles on the system.

· Assisting development of an urban transport policy that is environmentally-sustainable from a global perspective; which promotes public transport by developing a parking policy, policies discouraging ownership and use of motorized vehicles, and by enhancing the capacity of planning and enforcement institutions; 
· Assisting development of an environmentally sustainable urban development strategy that promotes integration of transport and land-use planning; and
· Assisting in the development of a strategy to encourage and sustain bicycle use and walking and activities that make these activities safer and more convenient.

2. From a local and global environmental perspective, an IDA-GEF transport operation in Hanoi provides the rare opportunity for transport planners to be ahead of the curve.  Rather than fighting the tough (and often losing) battle against the automobile once it is ubiquitous in an urban infrastructure that favors (and often requires) a car, in Hanoi there exists an opportunity to work with the Peoples’ Committee to create a sustainable, public transport-oriented city by coordinating urban transport infrastructure investments, the city’s development strategy, and its transport policy before widespread adoption of the automobile.  It also provides a rare opportunity to avoid the gradual extinction of bicycle use before all non-motorized movement has been pushed aside by growing motorization – as has happened in many developing countries before the GEF OP11 objective was formulated and GEF transport funding was available.

Urban Context and Policy Framework

3. Vietnam will urbanize rapidly over the next 30 years, with about 1 million people will be added annually to Vietnam’s urban areas to the year 2020. Vietnam is a leader in urban heritage preservation, evidenced by Hanoi. The two largest cities in Vietnam, Hanoi and HCMC, are experiencing increased traffic congestion. Both cities have very high population densities in their cores. Road networks are limited in capacity. Bottlenecks are particularly severe at the edges of central business districts, as well there are serious bottlenecks in suburban and peri-urban areas where modern industrial economies are being built on essentially rural infrastructure. Public transport is not well developed in all cities.  

4. Hanoi is growing rapidly: the official population of 2.8 million (1.6m urban) is expected to grow at 2.2% through 2010 with GDP growth expected to continue at about 10% as in recent years.  Infrastructure and basic services, particularly in transport, are struggling to keep up.  The urban road network is relatively limited (7% of the land area), and congestion is widespread.  

5. Presently, automobile ownership and use levels are still relatively low, though motorcycles play a very significant role.  In 2001 there were only 100,000 four wheelers in Hanoi compared with 1.5 – 1.6 million motorcycles and a rather smaller number of bicycles. Motorcycles account for about 60% of the traffic (all vehicular trips) and bicycles about 30%.  Although car ownership is mostly official and company, forecasts suggest that by 2010 per capita incomes will reach the threshold at which rapid automobile-based motorization is likely to occur.  

6. The Hanoi People’s Committee (HPC) views increasing congestion and high road accident rates associated with mixed traffic (autos, motorcycles, buses and non-motorized) as the city’s most significant short-term problem, and fears that the situation will worsen as income increases lead to higher auto use.  The HPC views public transport (PT) to be key to its urban transport strategy: HPC Resolution 13 calls for a 25% PT share of all vehicular trips by 2005 (and over 50% by 2015), up from 3.8% in 2001 (while desirable these goals remain very ambitious and successful implementation of the proposed IDA and GEF projects will be key to obtaining them).  There has been significant growth in bus (the key PT mode) ridership and operations in the last 2 years ( ridership has increased from 1.2 million/month in 2001 to about 10 million/month in early 2003 ( as a result of supplementing new buses with an innovative combination of operational (new routes, better schedule adherence) and fare policy (comprehensive tickets) changes.

7. All buses are operated by a public company, Transerco, formed 18 months ago through the consolidation of three existing SOE operators. In the last year, Transerco’s fleet has been expanded with the addition of about 350 new Daewoo buses and about 50 older Renaults. There are plans to acquire more buses to bring the fleet up to a total strength of about 800 vehicles.

Rationale and plans for a new Hanoi urban transport initiative

8. Despite the recent upsurge in bus ridership, the city recognizes the limits to the potential for PT growth in the current environment. Without reallocation of scarce road space to give priority to public transport, traffic congestion will preclude the running of additional buses, raising their speeds, and improving their finances.   And subsidies (operational and capital) for the public sector bus company have  grown to unsustainable levels.
9. The HPC is therefore looking to reform the bus system: Decision 34 of the HPC adopted in February 2003 called for provisions to permit at least 2 non-governmental companies to enter the bus transport sector.  Also, the HPC is planning to implement pilot bus priority schemes at three (3) key intersections in 2003 using funds from a EU funded initiative (Asia-Urbs).  

10. In addition, as the city continues to grow, the HPC is looking to develop and implement a wider urbanization policy including investments in road infrastructure and a strategy for urban development.

Baseline (without GEF support) Course of Action

11. Hanoi has asked the IDA to support its urban transport agenda with a lending operation.  Hence the proposed IDA Hanoi Urban Transport Development Project (HUTDP), has been added to the World Bank’s agreed lending program at the Government of Vietnam’s request.  An identification mission was conducted in June 2003 and a Project Concept review meeting will be held in September 2003.  The project is currently scheduled for presentation to the Bank’s Board in FY05.
12. The objective of the IDA project is to assist Hanoi in developing a sustainable urban transport system, consistent with its stated priority to develop public transport, that facilitates continued economic development and accessibility for all users.  Current plans for this project include the establishment of high capacity busways on the major corridors of the city, development of a comprehensive urban transport policy that provides priority to public transit, investments in road infrastructure that facilitate growth and further development of public transport, and technical assistance aimed at strengthening the capacity of the city’s transport planning, implementation, operation and enforcement institutions.

13. Though the detailed project components are still under discussion, three (3) components are proposed for this project:

· A bus transport component. (US$35 million ) This component would: (i) assist Hanoi to reorganize the existing bus system consistent with Decision 34 of the Hanoi PC; (ii) develop bus-ways and bus priority on a selection of new and existing roads in Hanoi; (iii) develop maintenance facilities and, secure ticketing systems; and (iv) other institutional strengthening measures related to the bus system.  

· A road infrastructure component.  (US$70 million) It has been agreed that the project will include a significant investment in road infrastructure that support public transport and urbanization. Decisions on the final list of road investments to be financed by the Project will be made during preparation.  
· Institutional strengthening.(~US20 million)  This component covers studies, other technical assistance, and equipment related to vehicular emission and noise control, parking, road safety, traffic control and street and sidewalk management.

14. Officials in Hanoi have started deliberating on the reform process in line with Decision 34 of the HPC.  The department of Transport and Public Works has established a task force to provide recommendations on how to proceed.   

15. Though Hanoi has shown a commendable level of initial commitment to the busways (the city has obtained a grant from the EU funded Asia-Urbs initiative to implement pilot bus priority schemes at selected intersections in 2003), this crucial project component is still subject to critical barriers.  The most significant barrier is the risk that the political will to implement segregated busways will dissipate when the city is faced with the inevitable initial opposition from motorcyclists (and the few auto users) to the busways. As currently envisioned, physical infrastructure will be built to reserve current shared-use lanes (mostly motorcycles and buses) for the exclusive use of buses.  This barrier is likely to pose a significant constraint, unless it is addressed through a well-conceived public outreach and education campaign.

16. Further, it is likely that conventional cost-benefit analysis will preclude the possibility of including some technical features (priority at intersections, complete bus segregation on mid-volume routes, high quality bus stops, high-quality information to passengers) that international experience has shown to be critical in achieving a successful ‘rail-like’ bus service that attracts the crucial middle-class consumers who have the choice of (i.e. can afford) private motorized vehicles.

17. The Public Private Infrastructure Advisory Facility (PPIAF) has provided a grant of US$250,000 to assist Hanoi with the bus reorganization process.  Consultants for the work to be undertaken under the PPIAF grant are being procured.  Hanoi is also applying for a PHRD grant (in October 2003) to assist in the preparation of HUTDP.

18. The French Aid agency (AFD) has expressed interest in co-financing the project with investments up to E25 million for: (i) PT infrastructure; and (ii) providing pedestrian accessibility in the city center.
Objectives of the GEF Alternative Project

19. GEF co-financing would facilitate three incremental activities:  

· Activity 1 – Busways - would further the goal of establishing a clean, efficient and reliable public transport system by financing incremental features that increase the attractiveness of the proposed busways, provide incentives for the use of low-emission buses, and finance an extensive public outreach program to facilitate public acceptability of the proposed changes to the bus transport system.

· Activity 2 – integrated sustainable urban development and transport plan/ policy -  would develop and implement integrated and sustainable urban development and urban transport policies and plans for Hanoi.

· Activity 3- non-motorized modes - would aim to improve the environment for non-motorized modes and pedestrians, particularly focusing on issues related to safety and convenience.

20. The World Bank and GEF are involved in several similar transport projects in Latin America (Lima, Mexico City, Santiago, Bogotá, Cartagena, Barranquilla and other medium-sized cites in Colombia) which will yield important and relevant lessons for this project.

Table 1: Estimated Project Cost and Tentative Financing Plan (US million)

	Component
	WB Financing
	GEF
	Hanoi City
	Total

	1. Bus Transport
	20
	7
	7
	35

	2. Road Infrastructure
	50
	0
	20
	70

	3. Institutional Strengthening
	15
	3
	2
	20

	Total Project Cost
	85
	10
	29
	125


Consistency with the GEF’s Environmentally Sustainable Transport Program 

21. The proposed GEF components are fully consistent with the objectives of the GEF Operational Program on Transport, and include activities that address four OP11 priorities: (i) promoting modal shifts to public transport; (ii) integrated transport and urban planning; (iii) transport demand-management; and (iv) promotion of non-motorized transport.  

22. Further, GEF financing can play a fundamental role in aligning the focus of the city’s efforts in these realms with global environmental concerns.  At present, the city’s focus on issues such as a modal shift to public transport, or planning and policy, is driven largely by local development and social concerns - congestion, equity and efficiency.  Though such a focus is broadly compatible with GEF objectives, without additional incentives (such as those provided by a GEF grant co-financing to supplement the IDA co-financing) the city will not take the key steps needed to achieve potential global environment benefits.  And there are significant barriers even to achieving Hanoi’s objectives unless additional funds are available for essential activities that the city is presently reluctant to finance.  For example:

· Though the leaders in Hanoi are committed to the concept of busways, much work is needed to educate the public about the benefits of busways (and to respond to the inevitable opposition from disgruntled motorcyclists (and the few, but influential car users) who will see their current common-use lanes being converted to exclusive bus-only lanes).  Though Hanoi leadership understands the need for this public outreach effort in concept, they are reluctant to finance it, either from their own resources or from the Credit.  Without a systematic outreach effort, there is a significant risk that the busways that are planned under the IDA operation will not be fully implemented if there is significant initial opposition. The GEF can provide vital resources to aid this outreach and education effort and thus ensure full implementation of the busways component. 

· GEF can provide incremental financing to fund features of the busway (such as real-time information, comfortable and attractive bus stops etc.) that Hanoi authorities would not consider to be justifiable expenses, but international experience has shown to be critical to attract ‘choice-based’ (rather than captive) passengers to bus service.  

· GEF financing can provide incremental incentives for Hanoi to consider using buses with lower-emission characteristics then they otherwise would.

· To obtain emission benefits, it is vital that the city design a comprehensive sustainable urban transport policy.  Though the city has solicited IDA involvement in many elements of such a policy (such as traffic management, parking, vehicle use policy etc.), it has shown little interest in using Credit proceeds to finance a comprehensive study that addresses these issues in a coordinated manner.  Linking a GEF co-financed strategic urban development, land use and transport plan to an action plan financed by the IDA project could significantly leverage the effects of GEF financing. 

· Thus far the HPC has not focused on non-motorized modes (pedestrians, bicycling) as part of the IDA Credit.  Though we will continue to engage Hanoi on such issues (Hanoi has expressed interest in a safety subcomponent in the IDA operation that provides an opportunity), incremental incentives from GEF (in infrastructure, studies and policy development) can play a vital role to stem what is presently a gradual reduction of non-motorized transport from the city.

23. In addition, this projects holds great promise as a much-needed demonstration of sustainable transport solutions, particularly busways, in Asia.  A range of Asian cities in China, the Indian subcontinent, and elsewhere are undergoing rapid growth and faster motorization. Most of these cities have not yet come to grips with the urban transport implications of these changes and are responding with ad-hoc, often unsustainable solutions: extensive road building, some mass transit investments without a sound fiscal and institutional basis, and erosion (sometimes planned) of non-motorized modes. A functioning successful demonstration is key to widespread appreciation and adoption of more systematic, sustainable urban transport policy among these cities. As a rapidly expanding economy with significant and growing international tourism, Hanoi has the potential to serve as an important showcase in this respect.  

24. Moreover, as stated earlier, adding GEF co-financing of the World Bank/IDA project would make the project more environmentally friendly and thereby help to mobilize additional French (ADF) sustainable transport co-financing.  Thus the GEF financing would play a “catalytic role and leverage additional financing from other sources” such as “multi-lateral sector co-financing” (World Bank financed HUTDP, AFD) as required in the GEF Operational Program on Transport.

Proposed GEF Co-financed Project Components

25. Specific activities that GEF funding would co-finance could include:

· Planning and design of the bus rapid transit system.

· Assisting in the implementation of reform of bus services as a follow-up to the recommendations/conclusions of the PPIAF work. 

· Assisting in the implementation of a public outreach and education campaign related to the changes in the bus transport system.

· Comprehensive analysis of an environmentally friendly urban transport policy in Hanoi with recommendations related to use and ownership restrictions, parking policy etc.

· Capacity enhancement of parking enforcement in the form of presentations/studies that illustrate philosophy underlying parking enforcement regimes internationally. 

· Capacity enhancement of land development (land-use planning) office to facilitate integration of land-use and transport policies and plans.

· Promotion of (and if appropriate/possible implementation of) Transport Demand Management measures to reduce motorcycle and auto use in the central city. 

· Encourage non-motorized modes of transport.

· Improve bicycle and pedestrian safety and convenience along transport corridors.

· Baseline analysis of travel demand and emission characteristics (so that global environmental benefits can be accurately measured).

· Continuing analysis of actual carbon emissions over project implementation – refined estimates of carbon benefits.

· Monitoring and evaluation of effectiveness of GEF-supported measures.

Sustainability

26. Sustainability is the key theme underlying the configuration of  the operation:  

· The institutional and physical interventions in the bus system have been conceived to ensure sustainability of recent increases in bus usage by addressing the key limitations of the current paradigm for bus operations: a fast increasing fiscal burden and capacity limitations related to shared-use road space.  

· Similarly, sustainability is the key principle aligning the otherwise disparate  elements of an urban transport policy.  

· Finally, the city has asked for support for its safety agenda, which is directly related to the sustainability of non-motorized travel by bicycles and pedestrians. 

Country-driven-ness

27. As has been described in earlier sections, the key components of both the IDA project and the proposed GEF co-financed operation have originated from the city of Hanoi:

· The city started looking for ways to implement bus priority (with the Asia-Urbs project) and institutional change (with decision 34 of the PC) to make the bus transport more efficient and financially sustainable before they asked the IDA to get involved with a new operation.  

· Hanoi has asked the IDA for support for different elements of a comprehensive urban transport policy:  parking, traffic management, safety and public transport development.  

Replicability

28. As discussed earlier, the proposed project’s demonstration effect and potential for replicability in other Vietnamese and Asian cities is a key feature of it. Replication within the country will be promoted by briefing the managers of other major Vietnamese cities on the project; by keeping them appraised of its progress and impacts, and through the production of public information announcements and materials. Replication outside the country will be promoted through publications, exhibits at major transport fora and by promoting study tours to Hanoi by senior urban development and transport planners from other Asian cities.   

Stakeholder involvement

29. As a complex urban transport project, the proposed operation potentially affects all residents of Hanoi.  As currently configured, the project would result in decreased mobility for specific, articulate elements of the public:  vehicle owners who will find a portion of the existing road space reserved exclusively for buses on some routes, parking enforcement and charges that increases cost of use, and traffic management measures that decrease speed.  Also, Transerco, the current operator of a growing bus system, will find its role being diluted.  Undoubtedly, to succeed, the proposed project will need to overcome the inevitable skepticism and criticism of some of the negatively impacted constituents.

30. Proposals built on widespread and comprehensive stakeholder participation will be essential to manage this  skepticism successfully. The IDA task team and Hanoi have already agreed for the need for an extensive public outreach campaign to accompany the IDA and GEF co-financed operations.  Details are discussed in paragraphs 18, 21, 24 and 29.
Link to the World Bank’s Country Assistance Strategy (CAS) [2003-2006]

31. The project supports all three CAS objectives:  it supports (i) high growth through a transition to a market economy as well as (ii) adoption of a modern public administration, legal and governance system by supporting reform of the bus system, and (iii) an equitable, socially inclusive and sustainable pattern of growth: in the development of a sustainable high-quality public transport system that provides accessibility to all users, and facilitates environmentally sustainable development when complemented by a comprehensive urban transport policy that promotes a shift away from motor vehicles.  

Proposed GEF Project Development Facility (PDF B) and Co-financed Preparation Activities

32. Preparation work for the IDA project is beginning.  Hanoi PC has mobilized its own funds to conduct initial feasibility studies of selected project components.  Some preliminary planning work for the busways has begun.  Much needs to be done by way of preparation for the proposed IDA-GEF operation. Table 1 describes the key studies that need to be conducted and identifies expected sources of funding.

Table 2:  Preparation of Proposed Hanoi Urban Transport Project 

	Activity
	Funds available/ Expected budget

	Hanoi PC funds
1. Road component infrastructure feasibility study

2. Other possible studies related to components other than road infrastructure and public transport.   

3. Year 1 detailed designs and tender documents

PPIAF  (IDA executed: consultant selection started in August 2003)

4. Bus system reorganization study (including travel demand based on existing data)

GEF PDF B

5. Busway Feasibility Study and Bus System Diagnosis

6. Study Tour for busways

7. Design and initial implementation of public outreach strategy for busways

8. Preparing non-motorized component of GEF operation 

PHRD Funds (application due October 2003:  consultant selection will start once funds are available)

9. Environmental Impact Statement and Resettlement Policy Framework, Environment Mangement Plan and Resettlement Action Plan

10. Economic Analysis

11. Project Implementation Plan

12. Implementation of public outreach strategy

13. Detailed Design and Bidding Document
	As appropriate

US$250,000

US$350,000

US$200,000

US$50,000

US$50,000
US$50,000

US$1350,000

US$250,000

US$ 150,000 US$ 100,000

US$250,000

US$ 600,000


33. A GEF PDF-B grant of US$350,000 is requested to co-finance preparation of some of the GEF-specific aspects of the project and the project proposal.  In particular, GEF support is requested for three preparation activities related to the bus-way component of the project.  Two of the activities are aimed at reducing the risks of project implementation by focusing on ways to build support for the project across the city.

34. Fostering commitment.  Though the Hanoi city leadership (the PC, Police, and relevant city departments) has shown a strong commitment to busways thus far, there remains a need to deepen and broaden the support for the project across the city: though a reorganized bus company(ies) operating on a high-quality segregated and partially segregated system of busways would provide large and significant benefits in Hanoi, it would be normal for any plans Hanoi develops to initially attract negative reactions from certain segments of the population. Since segregated busways/bus-only streets would take away some of the road space currently available to motor-cycle/auto users, some of those users would likely question the benefits of reserving lanes for buses.  At such times it is essential that senior officials are unwavering in their support of public transport, particularly because such negative reactions are usually followed by overall acceptance and approval once the benefits are actually produced.  The task team is working with the PC on several actions towards this end.  GEF support is requested for three related activities:

· Study tour of successful busways for Hanoi leadership.  It is difficult for the political leadership to offer sustained support to an idea in the face of opposition, unless they are completely clear on what they are being asked to support.  Questions of the suitability of busways/particular busway designs to Hanoi will arise.  The appropriateness of reserving space on relatively narrow streets will also arise.  It is imperative that key leaders of the city have a clear concept of the potential of busways and an understanding of how they operate.  There is no substitute for first-hand knowledge.  It is very important that the leadership witnesses the successful busway systems of South America (such as those in Curitiba and Sao Paulo in Brazil, Bogota in Colombia, and Quito in Ecuador).  
· Public awareness campaign.  Given the issues identified above, a sustained public awareness, education and outreach campaign preceding/accompanying implementation will be needed.  The GEF financing, together with anticipated PHRD funds and local funds from Hanoi will be used to design and implement such a strategy.  
35. Support is also requested to start:
·  Two other studies related to preparation of the bus component.  One is a feasibility study for the busway component that focuses on operational and design issues that would maximize the potential benefits of the concept (a draft TOR still awaiting detailed input from Hanoi is included as an Annex).  The second is a diagnosis of the operations of the current bus transport system;

· One study related to the preparation of the non-motorized transport component.  A strategy to encourage and sustain bicycle use and walking which is quickly being replaced by motorized vehicles like motorcycles and cars will be developed. This component will also harmonize various modes of transport to improve transport activities safer and more convenient.  
Timetable

36. Entry into the GEF pipeline and PDF-B approval will be requested in October 2003. During the course of further project preparation, the final project cost and activities for which GEF incremental cost financing will be requested would be finalized. The PDF-B studies will be completed in about twelve to fifteen months and it is hoped that the project will be presented to the GEF Council in early FY05.   

	Duration of PDF - B
	

	ACTIVITIES
	PROJECT - MONTHS

	Completion of project activities
	        6                 12              18              

	1. Busway Feasibility Study and Bus System Diagnosis
	.................................... (15 months)

	2. Study Tour for busways
	...... (4 months)

	3. Design and initial implementation of public outreach strategy for busways
	............... (8 months)

	4. Preparing non-motorized component of GEF operation
	............... ( 8 months)

	
	


Annex.  DRAFT TERMS OF REFERENCE FOR FEASIBILITY STUDY INTO BUS PRIORITY MEASURES

Introduction

1 The Hanoi People’s Committee propose to seek a loan from the International Development Authority/World Bank (IDA/WB) and the Global Environmental Facility (GEF) to co-finance a program of measures aimed at improving transport in the City of Hanoi (the proposed Hanoi Urban Transport Development Project).  The program is under development but could include, inter alia, investment in roads, investment in bus priority and other physical measures to assist bus operations together with bus reorganisation, technical assistance studies and training to support the investment components.

2 Recent improvements to the quality and capacity of the Hanoi bus system have been a major success but the efficiency of operation of existing bus services, the expansion of those services and the introduction of new services are increasingly inhibited by traffic congestion and general on-road operating conditions.  The Hanoi authorities are seeking to improve bus operations through bus priority to improve operational efficiency, to ensure effective use of the fleet and to provide a better service as an attractive alternative to private transport.  

3 The Hanoi People’s Committee intends to appoint internationally qualified consultants under these terms of reference (TOR) to carry out a feasibility study into bus priority on major corridors.
Background

4 After a period of severe decline in standards of service and bus use, in the last two years, bus services in Hanoi have seen a strong revival.  The Hanoi authorities recognize that efficient and high quality public transport is necessary as part of a balanced transport strategy and, in particular, to provide an attractive alternative to the use of private modes.

5 Thus the Hanoi authorities created a bus operating company, TRANSERCO, which took over existing bus operations from four existing companies.  Bus routes have been rationalised, a conventional system of bus stops has been introduced
 and an attractive bus fare structure (flat fare with large discounts for monthly passes) have been introduced.  Since 2001, TRANSERCO has expanded the fleet of operational buses from about 262 and the fleet is now targeted for about 700 buses by end 2003; patronage has grown from 15.6m per year in 2001 to 150m (targeted for 2003).  However, while buses maintain a reasonable commercial speed at this time of about 20 kph, TRANSERCO’s operations are under increasing pressure from traffic congestion.  Furthermore, as TRANSERCO is in receipt of considerable subsidy from Hanoi authorities and thus all measures must be taken to ensure that such speeds are at least maintained in the future and thus bus operating costs are kept as low as possible consistent with the provision of an attractive service.  Hanoi authorities are also aware that unrestrained growth in the use of private transport objectives of the bus priority measures are:

a) to protect buses from the influence of traffic congestion and thus make a significant impact on bus journey times and reliability such that buses may operate more efficiently, reduce operating costs and thus reduce the need for subsidy;

b) to ensure that buses offer a rapid, reliable service on a consistent basis at all times of the day and for all days of the week such that buses form an attractive alternative to the use of private modes; and

c) to form the backbone of a comprehensive bus mass transit system over the medium term.

6 While the Study will concentrate on identifying the physical and traffic operational measures to achieve the bus performance objectives, the Hanoi authorities fully recognises that a high quality bus service comprises more that just highway priority infrastructure for buses.  A high quality bus services includes high quality buses, efficient and user friendly fare collection, passenger security, routes to/from stops, courteous staff and so forth.  Detailed proposals for these aspects will not form part of the present Study but the consultants general views on these aspects should be defined to assist the Hanoi authorities in the development of a Bus Organization Program which will proceed in parallel with the Study of bus priority measures.

Co-ordination with other studies 

7 The Hanoi authorities are undertaking at least two other parallel studies which will inter-act and which must be co-ordinated with the Bus Priority Study.  The first is a study financed under the PPIAF initiative whose outputs will include recommendations regarding re-organization of the bus sector including improvement and rationalization of bus routes, participation of the private companies in the supply and operation of bus services and so on.  The second is a feasibility study for proposed road infrastructure components proposed as a part of the IDA financed Hanoi Urban Transport Development Project.

8 The present Feasibility Study of Bus Priority Measures (the Study) will take inputs from, and co-ordinate closely, with the PPIAF Bus Sector Reorganization Study (the PPIAF Study).  In particular, the Study will obtain estimates of travel demand from the PPIAF Study .

Time Horizon and Location of the Study

9 The Study will prepare a phased program for the introduction of bus priority.  Details will be determined by the Study itself but the type of program envisaged is:

a) Phase 1 – will comprise a bus priority program on the 4 corridors which are currently carrying significant bus passenger demand – namely Roads 32, 1, 5 and 6 together with the central area which inter-connects the corridors.  Phase 1 is essentially a short term program which will respond to immediate and urgent needs.  It is anticipated that the bus priority measures would be financed from, and implemented within the period of, the proposed IDA/WB-GEF project and thus would commence implementation in about 2005 and would be targeted for completion in 2008.  It is accepted that bus routes, types of service etc may change on these corridors over time but it is anticipated that within the foreseeable future, the corridors will always carry high bus passenger demand.  It is also stressed that if other locations where buses are severely delayed are identified during the Study, improvement measures may be included in the Phase 1;

b) Phase 2 – a bus program on other corridors would be identified and developed to respond to the proposals and results of the bus re-organization and demand study (the PPIAF Study) which is being out in parallel with the present bus riority Study.  Phase 2 is a medium term program but depending on the results of the PPIAF Study, the New Roads Study (see item10. c) below) and the present Study, some bus priority measures may be implemented with financing from the IDA/WB-GEF proposed project; and 

c) New Roads Bus Priority Program – the IDA/WB-GEF proposed project is likely to include the construction of new major urban roads such as sections of the Ring Road 2 and the Hanoi authorities are likely to construct other similar roads with the period of the IDA/WB proposed project.  The Study will develop standards for bus priority measures suitable for inclusion as part of the new road designs and will co-ordinate with road designers to ensure that satisfactory measures are included in the final designs.

Scope of Work

10 The current Study is likely to include the following tasks:

a) Task 1 – Travel demand assessment;

b) Task 2 - Identification of problems and opportunities along Phase 1 corridors and preparation of outline concepts for bus priority measures to be discussed (in the form of a Concept Working Paper) with Hanoi authorities and IDA/WB before proceeding to subsequent tasks;

c) Task 3 - Scheme identification, planning and evaluation to “Feasibility Level” for Phase 1;

d) Task 4 – Program identification Phase 2;

e) Task 5 – Preparation of standards and bus priority inputs to design of new roads program;

f) Task 6 – Preparation of an implementation schedule and strategy; 

g) Task 7 - Preparation of terms of reference for final design of Phase 1; and

h) Task 8 – Final Report.

Task 1 – Assembly of Demand Projections

11 The planning and design of the bus priority system require passenger demand projections which in turn depend on economic growth, policy towards management of private modes, the type of bus service to be offered etc.  Indeed, travel demand involves complex inter-actions between land use development, economic activity/growth, transport policies (such as parking or restraint policies) and the level, type and cost of transport services available to potential users.  However a full scale “land-use-transportation-study” is a medium term goal and is likely to be undertaken during the proposed HUTDP.  Nevertheless, for this study (and the parallel feasibility study for road infrastructure), some assessment of demand is needed immediately.  A pragmatic approach needs to be taken.

12 This study is required to make a broad assessment of travel demand for the period up to 2010 based on existing data, knowledge of current and proposed land use, past studies and “calibration” counts of various modes on site.  Attachment 1 (Annex 5a) sets out the known past and current data and studies.  The consultant’s attention is drawn to the study “Hanoi Public Transport Development Plan 2002-2005”; the study made broad estimates of public transport demand.  A methodology along these lines would be acceptable for this study until the more precise demand study can be carried out; it will be necessary to (i) update the planning parameters, (ii) update the forecasts of vehicle ownership, (ii) update the policy aspects which govern modal choice, (iv) utilise the current travel surveys which have been processed by TRAMOC to assess trip rates and to some extent demand patterns, (v) make realistic assumptions over the attractiveness of public (bus) transport under consideration, (vi) make realistic assumptions regarding the policies affecting modal split such as fares, car access limitations which are under consideration by Hanoi authorities and (vii) refine the demand estimates from city wide predictions to provide assessments on the main travel corridors (centred around the main radial roads) as far as possible.  The Hanoi authorities are aware of the approximate nature of a demand estimate made on this basis but there is an urgent need to make progress.

13 The Study will make travel demand assessments under various development, growth, transport policy scenarios for the area under the jurisdiction of the City of Hanoi (including a scenario with possible proposed development areas north of the Song Hong).  Furthermore, urban public transport in Hanoi is greatly influenced by its inter-connection with provincial bus services and the demand assessment must account for such demands. 

14 The primary output will be an assessment of public transport travel demand by broad corridor that can be used as a basis for dimensioning bus priority program (bus flows, stops, terminals, etc).  Additionally to ensure consistency with other on-going/proposed studies in Hanoi, it is proposed that full demand and modal splits are assessed on the corridors. 

Task 2 - Identification of Problems and Opportunities along Phase 1 corridors

15 The Study will assemble the data necessary for the planning and identification of schemes along the 4 Phase 1 corridors.  This will include but will not be limited to:

· existing passenger flows

· existing bus performance/journey times (the TRANSERCO TACHO system enables data on end-to-end bus performance to be abstracted)

· base mapping

· consultation with involved agencies (TRAMOC, TRANSERCO etc)

· traffic data

· loading-servicing demands and requirements along the route

· physical inventory – (cross sections, accesses, major passenger generators, constraints (width and structural such as bridges, rail crossings etc))

· estimates of future bus and bus passenger flows from Task 1

16 Based on a review of these data, the Study will prepare a Concept Working Paper which will set out the general principles for the Phase 1 program.  It will be for the Study to define the bus priority measures and the form of bus priority will be considered on a scheme-by-scheme basis.  However, any measure or combination of measures to give buses priority may be considered and Attachment 1 sets out some general directions and guidelines for the type of interventions which are likely to be considered as acceptable concepts; these may include, but not be limited to:  

· busways, bus lanes (with or contra flow), 

· bus-and-access only streets, 

· junction priority through signals,

· bus gates/traffic diversions, 

· selective new construction for buses-only, 

· traffic metering with bus lane queue overtaking, 

· revised traffic circulation etc.  

17 It is also noted that an important part of the bus passenger market is the transport of passengers to/from provincial bus terminals, on the periphery of the city, to/from the city.  The Study should consider measures to assist buses access to/from the terminals, to improve the terminals for buses and passengers and to expand the terminals as necessary as part of an integrated bus improvement program.  Such interventions may, if justified be included as part of the program.

18 The Working Paper will be presented for comment by the Hanoi authorities and by the IDA/WB and will establish the directions of development of the next stages of the work.  However, the consultants will proceed in parallel with subsequent Tasks.

Task 3 - Scheme identification, planning and evaluation to “Feasibility Level” for Phase 1

19 Based on the suggested concepts as agreed with the Hanoi authorities and IDA/WB, the Study will develop schemes to feasibility level.  The basic outputs are those conventionally included in feasibility studies for transport facilities and will include:

a) physical arrangements - scheme plans at a scale of 1:1000 should prepared to demonstrate the basic layouts proposed for the 4 corridors (Note: all available mapping will be made available to the consultant but general on-site checking-updating of maps by inspection will be needed);

b) operations – the Study will define the traffic operational necessary for the scheme to operate as planned.  This will include

traffic analysis for the proposed traffic arrangements at critical points, notably at intersections, interactions of busway and intersections etc (Note: all available traffic counts will be made available to the consultant but additional counts, surveys are likely to be needed to update existing data and to provide adequate data for the feasibility study to be carried out); 

assessment of bus way and bus stop capacity to enable the scheme to be dimensioned (length of stops, size of stops etc)

busway/bus lane characteristics including but not limited to form of bus traffic-segregation, need for bus-bus overtaking at stops, dimensions of passenger facilities/stops/terminals, access arrangement for passengers/ to/from stops, traffic-bus controls at junctions, periods of operation (if less than 24 hours proposed), 

definition of access/servicing arrangements which shows how frontage and other access problems will be resolved

c) impacts – assessment will be made of journey times, capacity for the proposals

d) cost estimates - the Study will assess the costs of the scheme divided into the usual categories

design

construction

equipment

physical contingencies

sub total

supervision

sub total

price contingencies

total

e) economic evaluation – assessment of impacts on buses, bus passengers, other traffic etc (each should be identified separately);

f) other - any other essential measures (pedestrian measures, environmental protection measures etc) necessary for success of the demonstration project and next steps for implementation

20 Alternatives (extent, configuration, etc) which respond to the constraints and opportunities for bus priority should be considered and a comparative evaluation presented.  In this context, it is noted that centre-of-the-road busways/bus lanes are considered most likely to be operationally successful in Hanoi (particularly to remove buses from the friction effects associated with kerbside activities, “slow” moving vehicles etc) but the Study will consider the merits of alternative arrangements and will recommend the best alternative.  It is noted that buses offer great flexibility and that variations in cross section and configuration along a route may be considered;

21 A Draft Phase 1 Program report, covering the items set out in the foregoing paragraphs will be prepared so that the Hanoi authorities and the IDA/WB may review and comment as the subsequent Tasks 3-6 proceed.
Task 4 – Program identification Phase 2

22 The Study will review the status and current results of Task 1 and other Hanoi longer term development plans (such as the proposed development areas north of the Red River) and will make an assessment of the bus priority programs beyond 2005 to meet demand and to comply with the proposals being developed for the reorganization of the bus system.  It is accepted that at this stage until the scope of the reorganization program has been defined further, the TOR are not precise.  However, the aim is to (i) identify the city-wide, strategic bus priority program (ii) to identify the next stages for bus priority necessary to sustain the reorganization which are not included in Phase 1 and (iii) to place an order of magnitude cost on Phase 2.  It is not anticipated that schemes within the program will be developed in detail but they will be defined at the level of Phase 1(the Concept Working Paper  - Task 2).

Task 5 – Preparation of standards and bus priority inputs to design of new roads program bus priority 

23 Task 3 will have identified the roads/corridors where major bus priority is required in the future.  This task, Task 4, will define the bus priority standards and configuration to be included on major roads (such as R2 and R3) to be constructed in the immediate term both under the proposed IDA/WB project and with other resources.  The standards will define busway configuration, bus stops, passenger access etc and feasibility and design will be undertaken as part of the road development program.

Task 6 – Preparation of an implementation schedule and strategy

24 The Study will prepare a detailed implementation schedule for the recommended Phase 1 program and an outline program for Phase 2.  The schedule will define the period for the implementation of works and will also include time periods for the next stages of scheme development including detailed design, approvals at various stages, IDA/WB processing, consultation etc.

Task 7 - Preparation of a Terms of Reference Brief for the Final Design of Phase 1 Program

25 Based on the findings of the foregoing Tasks, the Study will prepare the terms of reference for the appointment of consultants to carry out the final design for the Phase 1 program.  The TOR should instruct consultants to complete the designs (including all contract documentation) to a level where bids may be sought under procedures acceptable to IDA/WB for international competitive bidding.

Task 8 - Final Report

26 The Study will prepare a Final Report which details the findings and recommendations Tasks 1 - 7.  The Final Report should contain an Executive Summary for presentation o the Hanoi People’s Committee.

Consultation with Traffic Police and TRANSERCO
27 Enforcement – while any busway/bus priority in Hanoi should be planned and designed to be as self enforcing as possible, mainly through the use of physical bus-traffic separation, this will not always be possible and Traffic Police enforcement will be required.  The consultant should consult the Traffic Police on a regular basis to ensure that schemes are planned and designed in a form which meets Police requirements.

28 TRANSERCO – at this stage, TRANSERCO are the only bus operator.  The consultants should seek regular consultation with TRANSERCO to ensure bus operational aspects are fully included in the proposed programs.

Study Administration, Management and Schedule

29 Hanoi Agencies:

a) The PIU, TUPWS will be responsible for Study administrative processes (consultant procurement, contracting and contract management).

b) TRAMOC will be the “counterpart” agency and every effort should be made by the consultant to involve and integrate TRAMOCD staff into the Study process.

30 Reporting - reports under the Study are as follows:

a) Concept Working Paper (in effect, this is an Inception Report and will set out the course of action for the development of the Phase 1 program)

b) A Phase 1 Draft Feasibility Report – this will define the Phase 1 program and will thus define the investment proposed for inclusion in the HUTDP; the draft will be submitted to the People’s Committee and to the IDA/WB such that guidance can be given on finalising the Program;

c) A Draft Final Report (for Phases 1, 2 and 3 Programs)

d) A Final Report following comments from the Hanoi authorities and IDA/WB on the draft Final Report

e) Monthly Progress Reports – which will outline in a concise manner progress to date and will highlight any policy decisions needed from the PIU and/or TRAMOC;

f) Working Papers – informal working papers will be produced an “as needs” basis to ensure that Study procedures, data sources etc are recorded.

31 All reports will be prepared in both electronic and hard copy format.

32 Study location - the Study will be carried out in Hanoi.

33 Consultants Proposals – the format of the consultant’s proposals is set out in the accompanying letter of invitation.  Selected key points are:

a) the consultant’s proposal will include the conventional elements of (i) a Study appreciation, (ii) comments on the TOR, (iii) an outline methodology and the (iv) the proposed profession team;

b) it will be for the consultant to define the professional team necessary to fulfil the TOR but it is evident from the TOR that the team should be able to demonstrate experience in:

· planning and design of bus priority infrastructure and management measures in major cities

· bus system planning 

· transportation planning 

· traffic management planning and design

· road/infrastructure planning, design, cost estimation, etc

· transport economics and project evaluation

c) the consultant’s financial proposals shall include all costs for professional staff necessary for the completion of the assignment including costs of remuneration, accommodation, subsistence, international travel, insurances and all others;

d)  the consultant’s financial proposals shall include all ancillary costs necessary for the completion of the assignment including costs of production of plans and drawings (and thus draughting and/or CAD staff and equipment), office equipment (such as PC’s and ancillary equipment), accommodation, local transport, local support (such as interpretation and translation services), report production, communications, costs of local surveys, insurances, local taxation and all others;

34 Consultants Inputs - it will be for the consultant to define the inputs to the Study but to assist the consultant, it has been estimated that the Study will require a professional staff input of  ……………………… staff months

35 Study Schedule - the Study schedule is as follows:

	ACTIVITY
	TARGET
	RESPONSIBILITY

	Prepare draft TOR
	Send to Hanoi – 14 July
	IDA/WB

	Hanoi Authorities review draft TOR and send comments to IDA/WB
	End July 2003
	Hanoi authorities 

	Period for appointment of consultants

· Agree short list

· Seek proposals

· Evaluate proposals

· Select

· Obtain approvals

· Sign contract
	X
	Hanoi authorities with assistance from IDA/WB

	Mobilization
	X+1
	Consultants

	Study commences
	X+1
	-------------

	Output on Concept Working Paper (Task 2)
	X+1+2
	Consultants

	Comments on Concept Working Paper (Task 2)
	X+1+2
	Hanoi authorities and IDA/WB

	Output on Task 3 (Feasibility Phase 1)
	X+5
	Consultants

	Comments on Task 3 (Feasibility Phase 1)
	X+5+1
	Hanoi authorities and IDA/WB

	Monthly progress reports and working papers
	Periodic
	Consultants

	Draft Final Report
	X+6
	Consultants

	Comments on Draft Final Report
	X+6+1
	Hanoi authorities and IDA/WB

	Final Report 
	X+6+1+2
	Consultants


HANOI URBAN TRANSPORT PROJECT

PROJECT PREPARATION

DRAFT TERMS OF REFERENCE FOR FEASIBILITY STUDY INTO BUS PRIORITY MEASURES

ATTACHMENT 1:  

Available travel demand data

Previous and on-going studies and surveys which include travel data and assessments of travel characteristics 

1 The Master Plan of Urban transport for Hanoi, Yachiro/Katahira, JICA, 1997;
2 Hanoi Urban Railway Feasibility Study, Dorsch/MVA/VRICCC, 2000;

3 10,000 household interview surveys are on-going through the Rail PIU of MOT and are being carried out by TEDI, 2003;

4 Hanoi Master Plan, which included updates of study a) above using traffic/screen line counts, TEDI, 2003;

5 6,000 household interviews surveys in Hanoi are also in progress by TEDI or TESSI/Transport University and are on-going with data under analysis;

6 The Hanoi Public Transport Development Plan 2002-2005, TRAMOC/Asia Urbs, 2001

7 Household Interview Survey for 500 households, TRAMOC/Asia Urbs on-going (analysis near completed), 2003

8 Bus User Panel – Yearly interviews with 500 travellers, TRAMOC/Asia Urbs, 2002/03;

9 Bus User Questionnaire with 150 travellers, TRAMOC/Asia Urbs, 2002/03, 

10 Bus Passenger Counts on Corridor 32, TRAMOC/Asia Urbs, 2002/03; 

11 Vehicle – mode counts on 3 corridors, TRAMOC/Asia Urbs, 2002/03;

12 Bus Pass User Questionnaire, TRANSERCO, 2002/03; and
Bus Journey Times from TRACHS analysis, TRANSERCO on-going;

ATTACHMENT 2

The following aspects are included to guide consultants as to the type of measures which should be considered:

36 General - bus priority measures should enable buses to operate efficiently on an end-to-end basis of their routes.  Generally it is anticipated that this will be achieved through segregated, or at least partly segregated, bus lanes.  In locations where road space is constrained or where widening cannot be achieved at an acceptable cost or within an acceptable time frame, other measures may be considered such as bus-access only streets, bus gates/traffic diversion to alternative routes etc.  Where essential, reductions may be made in road traffic capacity with the aim of improving “people” capacity.

37 Bus-traffic separation - generally, physical separation of buses and other traffic (motorised and non motorised) should be sought to reduce enforcement effort; however, it is essential that schemes are safe and do not introduce accident hazards to either vehicles or pedestrians; thus any scheme under the proposed project will require a safety audit by an independent designer as part of the preparation process

38 Types of measure - the form of bus priority will be considered on a scheme-by-scheme basis.  Any measure or combination of measures to give buses priority may be considered including but not limited to: 

· busways, bus lanes (with or contra flow), 

· bus-and-access only streets, 

· junction priority through signals,

· bus gates/traffic diversions, 

· selective new construction for buses-only, 

· traffic metering with bus lane queue overtaking, 

· revised traffic circulation etc.  

39 Form of busways/bus lanes – Although a full range of bus priority measures must be considered, segregated or part segregated lanes are most likely to be main instrument and given the intense road side activity in Hanoi, the need to service frontage premises and the lack of side streets for loading/unloading and the large number of  two wheeled vehicles, it is likely that some form of segregated centre-of-the road bus lanes are likely to be most viable.  If such a configuration is proposed, then the Study must include all necessary measures to ensure 

a) safe passenger access to/from bus stops (traffic signals at island bus stop platforms, bus or bus stop platforms associated with intersections signals or (in special cases such s new multi lane semi- expressways), grade separation of passengers and other measures such guard railing to channelise people to crossings etc

b) efficient traffic operation of intersections – it is noted that a number of major intersections along the Phase 1 corridors are largely uncontrolled semi-gyratories; if bus lanes are to be introduced, traffic controls must be included at these and similar junctions

40 Access-parking - proposals must be made for frontage access and servicing and for kerbside parking (it is likely that strict controls will be required for the latter) as integral parts of the bus priority design;

41 Widening - road widening (either from existing medians, from existing verges or by expropriation of frontages) can be considered; however, any proposals must be realistic and economically viable – it is most likely to be used to remove specific constraints at points or over short sections rather than lengthy widening; any proposal involving expropriation must take into account the guidelines established for resettlement and relocation agreed for application on IDA/WB projects; the PIU of TUPWS will provide necessary guidance and advice.







� Bus routes itineraries and frequencies are set out in the attached bus map and bus passenger handbook included as part of these TOR.






