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8 TRAVEL DEMAND MANAGEMENT 
Travel Demand Management (TDM) refers to various transport strategies that encourage 
efficient, sustainable transport. The aim of TDM is to reduce the number of vehicle trips and 
trip times, while still supporting the person trip demand. TDM strategies give priority to the 
use of public transport, while simultaneously applying constraints on the use of private 
vehicles. The benefits of TDM include reduced congestion on roads, the promotion of public 
transport and a reduction of the environmental impact of transport activities through the 
decrease in fossil fuel usage and consequently vehicle emissions. Additionally, because 
TDM reduces private vehicle trip demand on particular routes at certain times, traffic volume 
decreases and expensive infrastructure upgrades to increase the physical capacity of 
highways can be postponed or negated. 

8.1 Typical TDM Strategies 
Various TDM approaches are available that influence travel behaviour, including: 
 

 Physical infrastructure measures: construct bus lanes, decrease parking; 
 Voluntary measures: encourage travel changes through incentives and 

awareness campaigns promoting for example flexi-time and ridesharing; 
 Regulatory measures: force changes in travel behaviour through policy; 
 Pricing measures: increase private vehicle travel costs through road user 

charging and parking pricing; and 
 Intelligent Transport Systems: ITS can provide information on congestion and 

alternative modes of transport. 
 
These strategies influence commuters to change their travel behaviour, such as the decision 
to make a trip, mode choice, trip timing and vehicle occupancy. Most TDM programmes 
incorporate a combination of strategies that are particularly suited to the population and area 
in which they are being implemented. TDM programmes can be implemented for a wide 
range of areas, for example an entire city, a specific corridor, a small local area such as a 
commercial zone, or a single building. The most effective TDM programmes, however focus 
on smaller areas and are employer-based, that is they target specific businesses with the 
aim of employers encouraging TDM programme execution.  
 
The availability of alternative transport options, such as public transport, non-motorised 
transport (NMT) and ridesharing possibilities, are essential for the effective implementation of 
TDM strategies. TDM itself does not provide for the implementation of public transport or 
NMT systems, but it is vital that effective and attractive alternative transport modes exist for 
TDM to be successful in changing travel behaviour to favour these modes.  

8.2 TDM Proposals for NMBM 
Nelson Mandela Bay is well positioned to make use of TDM because of the Integrated Rapid 
Public Transport Network (IPTS) that will be operational in NMBM. A TDM programme in 
conjunction with the IPTS project will encourage additional ridership of the public transport 
system by stimulating the transfer of commuters from private vehicles to public transport. 
 
The previous update of the CITP for NMBM, dated July 2008, indicated that the only TDM 
measures that were to be considered by NMBM included the provision of separated median 
bus lanes and the removal of on-street parking for private vehicles along busy arterial roads. 
These measures would indeed influence trip behaviour by making public transport more 
efficient and decreasing the convenience of private vehicle use. However, additional TDM 
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strategies should be considered for wide-spread implementation throughout NMBM in order 
to significantly reduce demand on the arterial road network and promote public transport use.  
 
This section broadly identifies various TDM strategies that could successfully be 
implemented in NMBM, but a more extensive investigation into TDM implementation and 
operation is proposed if TDM is to have a significant influence on travel behaviour in NMBM. 

8.2.1 PRECINCTS SUITED TO TDM INTERVENTIONS 
As discussed previously, the most effective TDM programmes focus on small local areas 
such as a commercial zone or single building, and are employer-based, targeting 
businesses. Additionally, TDM should be focussed in commercial areas where single 
occupant private vehicle use accounts for the majority of vehicle trips and a public transport 
system is or will be operational in the immediate vicinity, as these areas represent the 
greatest potential for the influence of TDM. According to these conditions, the following 
commercial zones are positioned to particularly benefit from intensive TDM programmes: 
 

 Newton Park; 
 Walmer; 
 Port Elizabeth CBD; 
 Greenacres and Cape Road; 
 Uitenhage CBD; and 
 Alexander Park Industrial Area (including VW factory, south of Uitenhage). 

 
The implementation of TDM measures in these areas will aid in alleviating recurring 
congestion, associated with the morning and afternoon peak periods, on the roads linking 
residential areas to the commercial zones earmarked for TDM implementation. A number of 
these roads currently experience unacceptable levels of service (LOS), of LOS E or less. 
They are extracted from Table 7-3 and presented below. A description of LOS is presented in 
Table 7-2 of this document.  
 

 Main Road, Walmer  
 William Moffett Expressway, Walmer 
 Buffelsfontein Road, Walmer 
 Heugh Road, Walmer 

 
Additionally, a number of intersections experience congestion during peak hour traffic, as 
listed in Table 7-4. The congested intersections that will benefit from TDM programmes in the 
above stated areas, include: 
 

 Intersections of Cape Road with Bramlin Street, William Moffett Expressway,; 
 Intersection of Burt Drive and Third Avenue; 
 Intersection of Disa Avenue and Newton Street; 
 Intersection of Caledon Street and Church Street (Uitenhage); 
 Intersection of Durban Street and Cuyler Street (Uitenhage); 

8.2.2 TDM STRATEGY PROPOSALS FOR NMBM 
A number of TDM strategies could be implemented in NMBM, each with varying practicality, 
success rates, installation periods and costs. An investigation into TDM was conducted for 
the City of Cape Town in 2006 for inclusion in the ITP for the City. Six TDM strategies were 
identified for implementation. 1 These TDM applications have been prioritised in terms of 
practicality of implementation and provide a good platform for the development of a 
widespread TDM programme for implementation in NMB. 
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a) Park and Ride 
b) Programmes for Large Employers 
c) Marketing and Education 
d) Policies and Tax Incentives 
e) High occupancy vehicle (HOV) Promotion 
f) Congestion Pricing and ITS Programmes 

 
A description of the above listed strategies and the potential to implement them in NMBM is 
discussed in the following paragraphs.  
 
(a)  Park and Ride 
Park and ride lots are facilities usually provided at public transport stations, that allow 
commuters to travel to public transport opportunities (such as rail and bus services) or 
carpool meeting points, by private vehicle and then leave the vehicle in a safe parking area 
until the commuter returns at the end of the work day. Safe and conveniently located park 
and ride facilities can encourage commuters to convert from private vehicle usage to public 
transport and car pools if these services are available. The effectiveness of park and ride is 
therefore dependant on an attractive and effective public transport system. Additionally, 
factors such as the distance that commuters must travel to the park and ride, apparent safety 
of the facility, congestion levels, as well as visibility and marketing strategies of the park and 
ride, greatly influence the success of park and ride facilities. It is important to study the 
necessary and desired extent of park and ride facilities in NMBM so that they can be planned 
together with the IPTS stations that are currently being developed in NMBM. The provision of 
adequate, safe, visible and well advertised park and rides can increase public transport 
usage and provide a platform for ridesharing and carpooling.  
 
The costs associated with park and ride facilities include land procurement costs, facility 
construction costs, annual maintenance and security costs, as well as the cost of an ongoing 
marketing campaign. It is therefore impossible to produce a cost estimate or time frame for 
the implementation of park and ride as a TDM measure until a comprehensive study has 
been done by NMBM to determine the extent of park and ride provision.  
 
(b)  Programmes for Large Employers 
Large Employer Programmes (LEPs) are TDM strategies that focus on large organisations 
with numerous employees. LEPs are generally very successful because specific TDM 
measures can be implemented that meet the particular needs of a certain demographic of 
commuters and worksite characteristics. The following list summarises LEP strategies: 
 

 Financial incentives for employees (for example public transport allowances or 
parking benefits for employees using a carpool) 

 Rideshare matching within the company 
 Company subsidy of a public transport (bus or taxi) service that caters only to 

employees of the company 
 Alternative working hours (such as flexi-time or compressed work week 

schedules) 
 Telecommuting, where employees work at home and use telecommunications 

such as internet and email 
 Marketing and promotion of TDM within the company 
 Promoting NMT by providing bicycle parking facilities, showers and change 

rooms 
 Provision of a company vehicle for business travel during office hours to avoid 

the need for employees to drive to work 
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An LEP must be developed for NMBM as well as for each specific organisation involved in 
the programme through consultation with the employees. Consultants that prepared the 
business plan for the role-out of an LEP in the City of Cape Town estimated that the LEP 
preparation process would take approximately nine to ten months. It was suggested that a 
period of 12 months then be allowed for supporting the implementation of the LEPs and 
monitoring the progress of the programmes. The consultants estimated that this entire 
process would cost R570 000 in 2011 current value (R350 000 in 2006).4 The known 
success of LEPs in conjunction with their relative low cost and quick implementation time 
make LEPs a viable TDM strategy for NMBM in the short term. 
 
(c)  Marketing and Education 
Marketing is used to persuade people to utilise TDM strategies and public transport by 
changing perceptions of public transport and providing awareness of the benefits of 
alternative travel options. Marketing and education are therefore essential components of 
TDM. Marketing material and media that should be included in the TDM marketing strategy 
include flyers or brochures, television and radio advertisements, roadside billboards and a 
TDM website and call centre.  
Marketing of TDM should be considered as an ongoing activity. Additionally, specific 
marketing assignments and informational material should be developed for each TDM action, 
especially when a new TDM strategy is launched. The budget for TDM marketing can only be 
estimated when a TDM programme is developed and a marketing plan has been prepared. 
 
(d)  Tax and Financial Incentives and Policies  
Incentives such as financial payouts or increased costs, tax deductions and legislation can 
influence people to implement TDM strategies. Financial and tax incentives include: 
 

 Increase in parking price for non-HOVs 
 Decreased public transport cost for the disabled, elderly and scholars 
 Tax relief by claiming public transport subsidies as a tax deduction 

 
These measures require support by provincial and/or national legislation. Other legislative 
policies that can promote TDM are: 
 

 Policy incentives to promote mixed land-use and in-fill development  
 Reassess and reduce standards for parking requirements at developments 
 Reconsider current legislation that makes carpooling difficult (such as the 

requirement of a professional driving permit when transporting people) 
 
Tax incentives and policy changes invoke long processes to write new legislation and obtain 
political consensus. This would therefore need to be long term TDM strategy that will require 
input from a number of role players. Studies are required to determine the extent to which 
NMBM would benefit from the implementation of the tax incentives and policy updates, 
however it is assumed the requirement for these measures does not warrant NMBM starting 
the process of legislation renewal in the immediate future.  
 
(e)  HOV Promotion 
HOV is promoted by encouraging ridesharing or carpooling, with the objective of increasing 
the number of passengers in a vehicle. The benefits of HOV include a reduction in the road 
space and parking required while maintaining the same volume of person trips, and a 
reduction in vehicle emissions and fuel usage, because fewer vehicles travel. Three main 
interventions can encourage people to share vehicle use, including: 
 

 Construct HOV lanes that can only be used by HOVs and therefore provide a 
better level of service to these vehicles. This strategy is expensive because of 
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the infrastructure requirements and ongoing enforcement costs. Specific bus 
lanes have been constructed in NMBM for the IPTS, but the use of these 
lanes for private HOVs would not be appropriate as this will disrupt public 
transport movement. 

 Establish and advertise a phone-in service and/or a website that supplies 
information about car-pooling and provides a ride-matching database for 
commuters who want to share rides, this is the simplest and most easily 
implemented HOV intervention. 

 Develop programmes and provide incentives that encourage higher vehicle 
occupancies and discourage single vehicle occupancy. 

 
The most appropriate HOV intervention for NMBM in the short term would be to promote 
HOV travel through advertisement thereof and by developing media to share information and 
provide a ride-matching service. This strategy can be implemented relatively quickly and 
cheaply. An example of this type of HOV intervention was investigated for the City of Cape 
Town. The study suggested that this intervention would take approximately 15 months to 
implement, with an initial cost of R1,4-million in 2006 (roughly R2,25-million today if a growth 
factor of 10% per annum is assumed) and monthly operating expenses of about R37 000 in 
2011 present worth.2 Further studies are needed to justify these figures for implementation of 
this intervention in NMBM. 
 
(f)  Congestion Pricing and ITS Programmes 
Congestion Pricing and ITS programmes are TDM measures that are expensive to 
implement and require a large amount of infrastructure. Congestion pricing entails charging 
motorists a fee to use a particular road or enter a certain zone at specific times of the day 
when congestion occurs. In this way congestion pricing encourages a shift of trips to 
alternative routes, modes or off-peak times. Congestion pricing systems have extensive 
technological requirements, including ITS, for vehicle identification (for example Radio 
Frequency Tags in each vehicle, or Automatic Number Plate Recognition systems) or require 
manned toll plazas for fare collection. 
 
ITS are communication technology applications that are used for transport engineering 
purposes. ITS can also be used to perform a TDM function through information 
dissemination: drivers are influenced to delay trips to off-peak times, avoid trips or make use 
of alternative routes if congestion is high. Infrastructure requirements of ITS TDM 
programmes include data collection devices (such as loop detectors and video surveillance), 
a Transport Management Centre where this data can be processed, and information 
dissemination devices and strategies such as TDM websites, radio or television broadcasts, 
and variable message signs on the transport network.  
 
ITS applications are already in use in NMBM, implemented by the Traffic Control Centre. The 
existing Urban Traffic Control System is managed by the Transportation Division of the 
Infrastructure and Engineering Directorate and is operated from the Central Control Room at 
the South End Fire Station on Walmer Boulevard. The Traffic Control Centre has two 
mandates, namely to respond to traffic emergencies and complaints, and perform a traffic 
management service, managing traffic lights and traffic control systems such as SCOOT 
which is implemented on Cape Road and Govan Mbeki Avenue. The Safety and Security 
centre is also operated from the Central Control Room at the South End Fire Station. This 
centre monitors feed from numerous CCTV cameras strategically located around NMBM and 
has analysing software that is able to detect traffic congestion, among other things. Further 
ITS applications are to be implemented in NMBM with the Integrated Public Transport 
System (IPTS). An IPTS Control/Call Centre is to be developed that will monitor, control and 
manage the IPTS, as well as communicate transport service information to the public. 
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The infrastructure and technological requirements of congestion pricing and ITS programmes 
render this manner of TDM very expensive to implement, maintain and operate. However, 
NMBM has a number of the required ITS systems in place. The applicability for ITS TDM 
implementation in NMBM should be investigated further to establish if this is a solution that 
should be implemented in the near future or if it is a long term proposal. Other cities in South 
Africa, including Cape Town have recently procured ITS programmes that perform a TDM 
function. 

8.2.3 DIRECTIVE FOR A TDM STUDY FOR NMBM 
The introduction to this chapter discussed the benefits of TDM, which include reduced 
congestion on roads, the promotion of public transport and a reduction of the environmental 
impact of transport activities through the decrease in fossil fuel usage and consequently 
vehicle emissions.  TDM can therefore assist the city in achieving its green goals and the 
objectives of the NMBM CITP, namely mobility, convenience, reasonable cost and minimum 
side effects of the transport system.   
 
A detailed TDM study is therefore recommended to determine if and which TDM strategies 
could significantly and positively influence the transport system of NMBM. The previous 
section described a number of TDM projects. From this preliminary research it is assumed 
that the best TDM programme for implementation in NMBM would be a multi-strategy 
programme that focuses on a variety of TDM approaches which can be implemented in a 
short period of time at relatively low cost. Strategies that should be considered for the 
programme include HOV promotion by developing media to share information about HOV 
and ride-matching services, development of park and ride facilities, a Large Employer 
Programme and obviously an advertising and marketing campaign that will support the other 
three strategies.  
 
It is recommended that a TDM Study for NMBM be performed by appropriately qualified 
transport practitioners. The scope of this study should include the following key objectives: 
 

 Identify potential TDM strategies that can be implemented together to form a 
comprehensive TDM Programme for NMBM. 

 Evaluate the effectiveness of the TDM measures to determine if 
implementation is warranted. This can be done by considering the impacts 
and success of TDM programmes implemented in other cities, or through an 
economic evaluation comparing current cost of congestion and the 
implementation and operational costs of the proposed TDM strategies to the 
expected monetary benefits of the project (such as reduced congestion, fuel 
usage and environmental benefits).  

 Produce a comprehensive business plan for the implementation of the various 
TDM strategies included in the Programme. 

 Estimate a budget proposal for the TDM Programme of NMBM. 
 
It is assumed that Phase 1 of the TDM Study for NMBM will require funding of R250 000. A 
possible second phase of the evaluation study for TDM will focus on the economic evaluation 
of specific TDM projects defined by the first phase, and is estimated to cost R300 000.  

8.3 REFERENCES 
(1) ITS Engineers, Influencing Travel Behaviours, Towards a Travel Demand 

Management Strategy, City of Cape Town, August 2006. 

 (2) TS Engineers, Influencing Travel Behaviours, Towards a Travel Demand 
Management Strategy, Business Plan: Increasing HOVs, City of Cape Town, August 
2006. 
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9 FREIGHT LOGISTICS STRATEGY 
In accordance with the guidelines set out in the DOT document ‘Technical Transport 
Planning Guidelines for CITP’s to be prepared by Type 1 Planning Authorities (February 
2009)’, the NMBM has to develop a Freight Logistics Strategy covering the transportation of 
goods to, from and through the area by road, rail or ship. 
 
This strategy has to identify routes and plan for the movement of goods, hazardous goods (in 
terms of section 27(5) of the NLTTA, Act 22 of 2000), and abnormal loads, including maritime 
transport links where appropriate. The DOT’s ‘National Freight Logistics Strategy of 2005’ 
document should also be consulted during the development of the Freight Logistics Strategy. 
 
The ultimate objective of the Freight Logistics Strategy is to improve the efficiency of urban 
goods movement in and through NMBM in line with the objectives of the National Freight 
Logistics Strategy. 
 
This chapter sets out the various components and focus areas of a Freight Logistics 
Strategy, which includes information that is currently available, as well as recommendations 
for the further development of a Freight Logistics Strategy for the NMBM area. 

9.1 VISION, GOALS AND OBJECTIVES 
The Freight Logistics Strategy has to be developed within the broad framework of a vision, 
goals and objectives based on National, Provincial and NMBM policies and objectives 
relating to freight transport. The relevant policy documents are as follow: 
 
 National: National Freight Logistics Strategy – NFLS (DOT, 2005) 
 Provincial: Provincial Freight Strategy (DRAFT - Not yet adopted by Provincial DOT, thus 

unable to obtain copy of draft report) 
 NMBM: NMBM 2006/7 – 2010/11 IDP (2010/11 Review 9th Edition, 2010) 
 
The vision statement of the National Freight Logistics Strategy is as follows: 
 

“To provide safe, reliable, effective, efficient and fully integrated land 
freight transport operations and infrastructure which best meet the needs 
of customers at improving levels of service at an equitable cost in a fashion 
which supports government strategies for economic and social 
development while being environmentally and economically sustainable.” 

 
The NMBM’s long term vision as contained in the IDP is as follow: 
 

“To be a globally competitive and preferred Metropole that works together 
with the people.” 

 
The amended CITP vision statement as contained in Chapter 2 of this report is as follow: 
 

“To manage and provide efficient, safe, affordable, sustainable and 
accessible multi-modal transport services and infrastructure which 
promotes integrated land-use development and ensures optimal mobility 
for the residents and users of the transport system in the metropolitan 
area.” 

 
With consideration of the above, a clear vision statement has to be developed for the Freight 
Logistics Strategy. This vision must set a standard of excellence, be easy to understand and 
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bring with it a responsibility to make it happen. Key role-players must also be consulted 
during this process.  
 
An example vision statement derived from the above statements could be as follow: 
 

“To manage and provide efficient, safe, affordable, sustainable and fully 
integrated freight transport services and infrastructure within the 
Metropole, which best meet the needs of customers in a fashion which 
supports economic and social development while being environmentally 
and economically sustainable.” 

 
The goals and objectives of the Freight Logistics Strategy must be developed within the 
context of the National and Provincial Freight Logistics Strategy objectives. The goals should 
be the desired direction towards which the urban freight transport system must evolve, whilst 
the objectives should be specific targets that would assist the achievement of the Freight 
Logistics Strategy’s vision. 
 
The objectives of the National Freight Logistics Strategy are as follow: 
 
Economic Objectives 
 
 Re-evaluation of freight transport’s role in economic development 
 Lower transport costs 
 Efficient transport systems 
 Infrastructure development 
 Promotion of BEE 
 Safety of goods in transit 
 Development of strategic transportation corridors 
 Promotion of intermodalism 
 Reduction of control overloading 
 Promotion of Small, Medium and Micro Enterprises (SMME’s) 
 Removal of infrastructural bottlenecks 
 Trade facilitation and co-ordination 
 
Social Objectives 
 
 Meeting basic needs 
 Alleviating poverty 
 Creating jobs 
 Developing human resources 
 Improving access of rural procedures 
 
Environmental Objectives 
 
 Reduce congestion 
 Reduce infrastructure damage 
 Reduce exhaust emissions 
 Reduce external items like accident costs 
 
In light of the above it may be appropriate to develop and group the Freight Logistics 
Strategy’s objectives under the same three generic goals used in the National Freight 
Logistics Strategy, namely Economic Objectives, Social Objectives and Environmental 
Objectives. 
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9.2 FREIGHT TRANSPORT STATUS QUO 
NMBM forms part of the national freight network which consists of 7 primary freight corridors 
across South Africa, with Gauteng being the main business hub in the country. The NMBM 
freight corridor links to the Cape Town – Gauteng corridor, as is shown in the following 
figure. 
 
Figure 9-1: Primary Freight Corridors (Source: National Freight Logistics Strategy, 2005) 

 
 
According to the National Freight Logistics Strategy (2005), 5 million tons of freight was 
moved along the NMBM corridor in 2003 and a 39% growth in the volume of freight 
transported along this corridor is expected by 2020. The predominant commodities 
transported along the NMBM corridor are: 
 
 Processed food 
 Maize 
 Chemicals 
 Iron, steel and Ferro-alloys 
 Railway equipment 
 Motor vehicles 
 
The modal services available for the movement of freight to, from and within NMBM area are 
rail, road, aviation and maritime. The manufacturing industry is a key industry within the 
NMBM area and consists of the following sectors: 
 
 Automotive (new vehicles & vehicle components) 
 Agro Processing (dairy, food processing, wool & mohair) 
 Clothing & Textiles (fabric and upholstery, industrial hosing, medical fabrics, etc.) 
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 Chemicals (liquid fuels, plastic products, inorganic chemicals, etc) 
 Metal & Minerals (ferrous and non-ferrous metals) 
 
Each sector generates and attracts a varying number of freight trips during its daily 
operations, which is classified as freight movements. The major freight trip generators within 
the metro are: 
 
 Port of Port Elizabeth 
 Deep Water Port of Ngqura 
 Coega Industrial Development Zone (IDZ) 
 Nelson Mandela Bay Logistics Park (NMBMLP) 
 Port Elizabeth Airport (air cargo) 
 Motorcar manufacturers (Volkswagen SA & General Motors SA) 
 Container terminals in industrial areas 
 
All of the major freight trip generating facilities are adequately linked to the city’s main road 
network, and the relatively new facilities such as the Port of Ngqura, Coega IDZ and 
NMBMLP have had new road networks planned and constructed around them for this 
purpose, as shown in Figure 3-7. It is anticipated that as the economic environment improves 
locally, new facilities such as these will experience further expansion developments over the 
next few years. 
 
The rail network within NMBM, as shown in Figure 9-2, are owned and managed by two 
organisations, namely Transnet Freight Rail (formerly known as Spoornet), which manages 
the national rail network, and the NMBM. The NMBM owns, manages and maintains 
approximately 70km of railway lines within the NMBM area. 
 
The Port of Port Elizabeth is linked with the national rail network at Noupoort (some 400km to 
the north) through the existing electrified railway lines that are located along the eastern 
edge of the city. Two other electrified routes lead to East London via Cookhouse and Blaney 
and to Cape Town via Oudtshoorn, George, Mossel Bay and Worcester.  
 
The Apple Express, a narrow gauge railway, links the port of Port Elizabeth with the 
deciduous fruit growing area Langkloof. 
 
The national railway line located to the north of the city runs through the Coega IDZ, and 
although there is no existing railway station in the IDZ , future plans include the provision of 
an expanded rail network and stations within the IDZ to transport goods and passengers to, 
from and within the IDZ. 
 
In order to obtain updated status quo information on freight movements within the metro, it is 
recommended that a combination of the following surveys be carried out on a 3% sample of 
the commercial vehicle population in the NMBM: 
 
 Classified traffic counts on all the major freight routes. 
 Mail-out mail-back questionnaires. 
 Surveys and interviews with managers of manufacturing plants, truck drivers and terminal 

operators. 
 Truck origin-destination surveys. 
 Consult expert groups comprising of operators, law enforcement officers and industry 

representatives. 
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Once this survey information has been collected it would be possible to determine or confirm 
the following: 
 
 Characteristics of heavy vehicle types and freight movements. 
 Patterns of heavy vehicle movements. 
 Major freight corridors. 
 Major freight origins and destinations. 
 
Although the traffic count station and industrial zoning data was used to assist with the 
identification of freight transport routes within the metro, there seems to be a limited amount 
of useful freight transport data and hence the above aspects cannot be identified with 
certainty. It is therefore considered essential to carry out the recommended surveys for the 
specific purpose of obtaining current and useful freight transport data. 
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Figure 9-2: NMBM Rail Network 
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9.3 NEEDS ASSESSMENT 
The transport requirements for each sector of NMBM’s manufacturing industry depends on 
various factors, e.g. customer operations, lead times, operating policies and freight type. It is 
therefore essential to assess the transport needs of each of these sectors in order to develop 
the Freight Logistics Strategy. The needs assessment should include: 
 
 Audit of infrastructure deficiencies and congestion. 
 Needs for traffic management. 
 Obstacles along roads (e.g. overhead clearances). 
 Loading & off-loading facilities in CBD and non-CBD areas. 
 Availability & need for truck stops and intermodal transfer facilities. 
 
This needs assessment can be done through a visual inspection process, whilst a transport 
needs questionnaire should be distributed to the various industry sectors on an annual basis 
to obtain current and useful freight transport data. Useful sources of information would be the 
local business industry and Chamber of Commerce (PERCCI). 
 
Upon completion of a formal needs assessment which includes the above requirements, 
projects have to be identified that would address the needs of the freight industry by 
improving NMBM’s freight transport system. The identified projects should be incorporated 
into the NMBM’s annual implementation programme. 
 
The following freight transport needs were identified in the 2005 - 2010 Integrated Transport 
Plan: 
 
 The co-ordination of freight transport within NMBM through the establishment of an inter-

departmental co-ordination committee at the NMBM. 
 Enforcement of vehicle overloading regulations. 
 Establishment of freight corridors within the NMBM area for use by freight vehicles. 
 Establishment of hazardous material routes between suppliers and users within NMBM. 
 Establishment of abnormal load routes, which was subsequently done. 
 Incident management system for freight transport within NMBM. 
 
During October and November 2010 discussions were held with key role-players in the 
freight transport industry (PERCCI, NMBM Traffic Department and NMBM Roads & 
Stormwater Operations (Rail)) to discuss needs relative to freight transport within NMBM. 
 
The newly identified freight route information was distributed to members of the PERCCI 
Transport Task Team in November 2010 for comments, along with a freight questionnaire 
requesting information about freight types, origin / destination, routes used, tonnage, 
operational needs, abnormal loads and hazardous materials. Very limited feedback was 
however received from the local business industry in this regard. 
 
The following matters were raised by members of the PERCCI Transport Task Team: 
 
Members are of the opinion that the Port of Ngqura is not currently operating efficiently, 
mainly due to a lack of heavy-lift cranes and associated equipment, which increases the 
turnaround time of container ships in the port. Six heavy-lift cranes are present, two for each 
of the three berths, whilst four cranes per berth are considered to be ideal. 
 
The following needs relative to overloading were identified by the NMBM Traffic Department: 
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 Overloading enforcement needs to be performed outside of normal working hours and 
over weekends. 

 The level of overloading enforcement has to increase by performing more weight checks. 
 Continuous training of Loads Unit traffic officers. 
 Limited space at the NMBM Traffic Department to impound offensive vehicles. 
 Lack of facilities for the readjustment of loads on overloaded vehicles at the NMBM 

Traffic Department, e.g. cranes, waiting room, etc. 
 Screening areas with level hard surfaces are required within NMBM where the Loads Unit 

can use portable weigh mats to check vehicle loads. The recommended screening areas 
are: Victoria Drive near Arlington tip (Walmer); N2 Freeway at St George’s Strand 
interchange (Wells Estate); Old Cape Road near Jack’s Store (Greenbushes); Uitenhage-
Cape Road near Kruisrivier Road (Uitenhage). 

 
The following needs relative to abnormal loads were identified by the NMBM Traffic 
Department and a local company that specialise in the movement of abnormal loads: 
 
 The identified abnormal load routes should be kept clear from obstructions, e.g. 

vegetation, overhead signs, etc. 
 The dimensional requirements of abnormal loads to be borne in mind when making road 

infrastructure changes or improvements along abnormal load routes. 
 Bridges and culverts on abnormal load routes should be inspected and tested frequently 

in terms of their load bearing capacity. 
 The construction of physical traffic calming features, especially traffic circles, on 

abnormal load routes should be avoided. These features tend to be difficult to navigate 
and can damage the tyres of an abnormal load vehicle when it is fully loaded. 

 
The following needs relative to hazardous material were identified by the NMBM Traffic 
Department: 
 
 Lack of facilities at the NMBM Traffic Department to contain vehicles that transport 

hazardous material. 
 Need exist for the training of traffic officers to deal with vehicles that transport hazardous 

materials. 
 Identification of specific hazardous material routes within NMBM. 
 
The following needs relative to rail were identified by NMBM Roads & Stormwater Operations 
(Rail): 
 
 The continuous theft of railway infrastructure increases maintenance costs of railway 

lines. Increases maintenance funds are therefore required. 
 Improved stormwater drainage is required at the Uitenhage Road railway bridge on the 

Neave Industrial service line. 
 Adequate funding for the annual wooden sleeper replacement programme. 

9.4 OPERATIONAL ASPECTS 
Freight transport operations within NMBM should be seen from the perspectives of the 
various role-players, namely the NMBM, businesses, transport companies, heavy vehicle 
drivers, local residents and road users. 
 
As part of the Freight Logistics Strategy, the following operational aspects should be 
investigated through interaction with the above role-players: 
 
 Land-use planning 
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 Freight network planning 
 Loading and off-loading facilities 
 Day-time and night-time operations 
 Law enforcement 
 Safety and collision hotspots 
 Truck stops & overnight facilities 

9.5 FREIGHT TRANSPORT NETWORK 
The modal services available for the movement of freight to, from and within NMBM area are 
rail, road, aviation and maritime. The movement of freight by road within NMBM comprise of 
the following:  
 
 Movement of goods to and from the Port of Port Elizabeth, Port of Ngqura and railway for 

export, import and national distribution. 
 Movement of goods to and from NMBM from and to other national destinations. 
 Internal distribution of goods consumed and produced within the NMBM area. 
 Movement of goods to and from the Port Elizabeth Airport. 
 
The areas within NMBM zoned for industrial use are shown in Figure 3-7, and the majority of 
these areas are located adjacent to the metro’s arterial road network. These industrial areas 
are therefore easily accessible for the movement of freight by road and the arterial road 
network is able to accommodate these movements. 
 
The identification of freight routes within NMBM, as shown in Figure 3-7, is considered 
beneficial to freight transporters, law enforcement officers and the NMBM, as it would place 
the focus on specific routes with regards to monitoring, maintenance and law enforcement. 
 
The main movement of freight by rail within NMBM comprises of the following: 
 
 Port of Port Elizabeth container traffic national distribution. 
 Port of Port Elizabeth container traffic local distribution. 
 Manganese ore from Hotazel to Port of Port Elizabeth. 
 Fruit and timber to Port of Port Elizabeth (Apple Express). 
 
The following table provides details about the municipal railway lines and the business that 
currently utilise these lines for freight transport. 
 
Table 9-1: NMBM Railway Lines and Current Users (Source: NMBM) 

SERVICE LINE NAME LINE NUMBER BUSINESSES SERVED 

Markman 
340383 

African Hide Trading 
General Motors SA – private siding 

340359 Markman Market – no service 

Redhouse / Perseverance 343242 South African Breweries (SAB) 

Deal Party 342106 

Protea Chemicals Cape 
Gas Centre 
Valor Fruit Processors 
The Reclamation Group (RECLAM) 
Afrox 
Transnet Container Depot 
Sasko 
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SERVICE LINE NAME LINE NUMBER BUSINESSES SERVED 

Struandale 342998 
Easigas 
PPC 

Neave 341444 Meadow Feeds Eastern Cape 

Uitenhage 
343382 Alexander Park Industrial – no service

343595 Curry – no service 

 
The two motorcar manufacturers located in NMBM, namely Volkswagen SA & General 
Motors SA, also utilises the city’s rail network for the transportation of their new vehicles to 
the Port of Port Elizabeth for export purposes. General Motors SA has a private siding on 
their property in Markman from where vehicles are loaded. Volkswagen SA makes use of the 
loading platforms at the Uitenhage railway station to load their vehicles. 
 
The Freight Logistics Strategy should further investigate the utilisation of the rail network 
within NMBM for the movement of freight. Transnet Freight Rail has indicated that 
approximately 40% of the capacity of the existing rail network are being utilised at present. 
Ample spare capacity does therefore seem to exist on the NMBM rail network, although 
limited bottlenecks do exist. 

9.6 TRUCK STOPS 
Truck stops and overnight facilities are a necessity for long distance heavy vehicle drivers, 
since it provides them with the necessary facilities to rest, eat and refuel their vehicles. The 
details and locations of truck stops within NMBM are shown in the following table. 
 
Table 9-2: Truck Stops & Overnight Facilities (Source: Internet) 

NAME ADDRESS

Andy’s Truck Port 127 Grahamstown Road, Deal Party, Port Elizabeth 

TOTAL Deal Party 223 Old Grahamstown Road, Deal Party, Port Elizabeth 

Swartkops Truck Stop Autonet Yard, Old Grahamstown Road, Swartkops 

Caltex PE Truckers Inn 1 St George’s Street, Wells Estate 

9.7 FREIGHT TRANSPORT STRATEGY 
As part of this Freight Logistics Strategy, a freight transport strategy must be prepared that 
includes the following issues: 
 
 Road-user charges. 
 Environmental aspects (e.g. Carbon-Footprint Policy). 
 Movement of abnormal loads and hazardous materials. 
 Application of new freight transport technology. 
 Re-planning of the urban structure. 
 
The freight transport strategy must support the policies and objectives set by the National 
and Provincial Freight Logistics Strategy reports, and as a minimum include the following: 
 
 Brief status quo assessment. 
 Brief summary of relevant National and Provincial strategies. 
 Specific principles and objectives to be achieved. 
 Proposed strategy. 
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 Short and long term action plans, including specific projects. 
 
The 2009/10 CITP’s Freight Logistics Strategy contained updated information about the 
Freight Transport Proposals presented in the 2005 - 2010 Integrated Transport Plan, namely: 
 
 The establishment of an inter-departmental committee between the Infrastructure and 

Engineering Directorate and the Safety and Security Directorate to address specific 
freight transport problems in the NMBM area. This committee was not set up at the time 
the 2009/10 CITP was prepared. This proposal has not been acted upon (October 2010). 

 The establishment of a specialist overloading control team to effectively address the 
problem of vehicle overloading. This proposal has been implemented by the NMBM 
Traffic Department through the establishment of the Loads Unit (October 2010). 

 The establishment of a network of freight transport corridors that can be the subject of 
regular monitoring and the provision of adequate signage. This proposal has not been 
acted upon (October 2010). 

 The preparation of a master plan for a network of roads and bridges to serve the 
movement of freight by heavy vehicles. This proposal has not been acted upon (October 
2010). 

 The preparation of a comprehensive Freight Transport Strategy, in consultation with the 
local business industry and Chamber of Commerce, was recommended. This proposal 
has not been acted upon (October 2010). 

 A map indicating abnormal load routes was included in the 2009/10 CITP. 
 
The 2009/10 CITP’s Freight Logistics Strategy also addressed the issues of overloading, 
abnormal loads and hazardous materials to some extent. These issues have subsequently 
been reviewed during the preparation of the 2011 – 2015 CITP. 

9.8 OVERLOADING 
An overloading management system was implemented in NMBM in 1995 and initially yielded 
significant results with at least an average of 100 vehicles being weighed per month. 
However, this management system never fully developed due to lack of manpower.  
 
Presently the overloading law enforcement team, the Loads Unit, consists of 6 full time traffic 
officers that perform overloading enforcement on an ad hoc basis from Monday to Friday 
during normal working hours. Many overloading offences are however believed to occurring 
during weekends.  
 
The most frequent overloading offenders tend to transport maize, sand, building material, 
cement and asphalt. The routes within NMBM on which overloaded vehicles are normally 
encountered are: 
 
 N2 Freeway (west and north). 
 Uitenhage Road (R334) / Cuyler Street in the vicinity of Kruisrivier Road, Uitenhage. 
 Redhouse Road, Perseverance. 
 Main Road, Perseverance. 
 Mission Road. 
 M4 Settlers Freeway. 
 Strathsomer Street / Highfield Road. 
 R334 in vicinity of Coega Hotel (Tankatara). 
 
The NMBM Traffic Department currently has two portable weigh mats available for use to 
screen a vehicle’s weight on site. The portable weigh mats are however not frequently used 
due to a lack of suitable screening areas. Therefore, current detection practices within 
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NMBM involve visual identification of potential offenders by Traffic Officials, after which the 
potential offenders are escorted to the permanent weighbridge at the Sidwell Traffic 
Department for legal verification. 
 
The 22m long weighbridge and control office at the Sidwell Traffic Department is fully 
operational and the facilities are in a moderate condition. These facilities were last upgrade 
in 1995. 
 
The Provincial Traffic Department has a Traffic Control Centre located on the N2 at 
Kinkelbos near the north eastern boundary of the metropolitan area. This centre is part of a 
nationwide overloading control program and is situated to intercept heavy vehicle traffic to 
and from the north and east on the N2, N10 and R72. 
 
Records were obtained from the NMBM Traffic Department for the Sidwell weighbridge from 
2006 to 2010 to assess its utilisation. Table 9-3 indicates the number of overloading offences 
in relation to the number of vehicles weighed on a monthly basis. From these statistics it is 
evident that the current usage of the weighbridge is about half of what it use to be in the 
2006/07 financial year. 
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Figure 9-3: Weighbridge at Sidwell Traffic Department 

 
 
Figure 9-4: Weighbridge Control Office at Sidwell Traffic Department 
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Table 9-3: Sidwell Weighbridge Statistics (Source: NMBM Traffic Department) 
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9.9 ABNORMAL LOADS 
The DOT’s TRH11 Dimensional and Mass Limitations and other requirements for Abnormal 
Load Vehicles (Aug 2009) defines abnormal loads as “an indivisible (for practical purposes) 
object that, due to its dimensions and/or mass, cannot be transported on a vehicle or 
vehicles without exceeding the limitations of the dimensions or mass as described in the 
National Road Traffic Regulations, 2000”. The TRH 11 fulfils an important role as it assist 
road authorities and carriers to assess and minimize the risks created through the movement 
of abnormal vehicles on the road network. 
 
The abnormal load routes included in the 2009/10 CITP were reviewed and discussed with 
the NMBM Traffic Department and a local company that specialise in the transportation of 
abnormal loads. Some of these routes were found to be problematic for abnormal roads due 
to recent road infrastructure changes and improvements which now act as obstructions. The 
new IPTN bus lanes and associated infrastructure in the PE CBD was highlighted as a major 
obstruction for abnormal loads from the CBD area, limiting the number of usable egress 
routes. 
 
The majority of abnormal loads originate at the Port of Port Elizabeth and consist of loads 
with either abnormal width or abnormal height. The loads with abnormal height are 
considered to be most problematic as they are severely affected by overhead objects like 
bridges or cables. The Port entrances able to accommodate abnormal loads are the Green 
Street entrance and the Valley Road entrance. 
 
The Port of Ngqura is not currently licensed to handle heavy goods loads, only container 
loads, therefore no abnormal loads are currently moved from this port. Major road network 
expansions and improvements are currently underway in the vicinity of the Port of Ngqura, 
which should have the ability to accommodate abnormal loads in future if their goods license 
situation changes. 
 
Six abnormal load routes have subsequently been identified within NMBM, which are the 
routes currently used and preferred by the various role-players. These routes are detailed in 
the following table and Figure 9-5. 
 
Table 9-4: Abnormal Load Routes 

NAME ROUTE DESCRIPTION NOTES 

Cross-City 
Route 

From Buffelsfontein Road; 17th 
Avenue; William Moffett 
Expressway; Cape Road; Mount 
Road; Diaz Road; Kempston 
Road; Standford Road; Chase 
Drive to Uitenhage Road. 

Route suitable for wide loads but not high 
loads. 
New overhead sign on the William Moffett 
Expressway, near Oak Road, is a height 
obstruction. 
Route congestion during peak traffic periods. 

Foreshore 
Route 

Green Street; Govan Mbeki 
Avenue; Mount Road; M4 
Settlers Freeway; N2 Freeway 
(north). 

Route suitable for wide loads but not high 
loads.  
Height obstruction (5.2m) caused by new 
bridge over N2 Freeway north of St George’s 
Street. 
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NAME ROUTE DESCRIPTION NOTES 

PE Port – City 
North Route 

Green Street; Govan Mbeki 
Avenue; Mount Road; Diaz 
Road; Kempston Road; 
Standford Road; Chase Drive; 
Mati Road; Ferguson Road; 
Grahamstown Road; John 
Tallant Road; N2 Freeway 
(north). 

Route suitable for wide loads but not high 
loads. 
Height obstruction (5.2m) caused by new 
bridge over N2 Freeway north of St George’s 
Street. 

PE Port – City 
West Route 

Valley Road; South Beach 
Terrace; Walmer Boulevard; 
Heugh Road; Buffelsfontein 
Road; Seaview Road; Kragga 
Kamma Road; Lakeside Road; 
Seaview Road; Old Cape Road; 
Rocklands Road; Uitenhage 
Road; Cuyler Street; Caledon 
Street; Union Avenue.  
For Cape Town via Graaff-
Reinet use R75 Tofile Street 
(north). 
For Johannesburg via Addo and 
Paterson use R75 Tofile Street 
(north); R334 Daniel Pienaar 
Street; R335 St George’s Street 
(north). 

Main abnormal load route out of NMBM 
suitable for wide loads and high loads. 
New overhead sign on Buffelsfontein Road, 
opposite Kings Court Mall, is a height 
obstruction. 
 

PE Port – 
Markman Route 

Green Street; Govan Mbeki 
Avenue; Mount Road; Diaz 
Road; Kempston Road; 
Standford Road; Chase Drive; 
Mati Road; Struan Way; Daku 
Road; Dibanisa Road; St 
George’s Street. 

Route suitable for wide loads and high loads. 
Optional extension of route for high loads 
(>5.2m) to north is continue with Dibanisa 
Road (R102) past Coega Hotel; once over 
Coega River take new road to the right which 
leads to new bridge at N2 Freeway to join the 
N2 Freeway (north). 

PE Port – 
Uitenhage 
Route 

Green Street; Govan Mbeki 
Avenue; Mount Road; Diaz 
Road; Kempston Road; 
Standford Road; Chase Drive; 
Uitenhage Road; R75 Tofile 
Street; Algoa Road. 

Route suitable for wide loads but not high 
loads. 
 

 



188 

Comprehensive Integrated Transport Plan: 2011/12                                  
 

Figure 9-5: Abnormal Load Routes 
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9.10 HAZARDOUS MATERIAL 

9.10.1 CURRENT SITUATION IN HAZARDOUS MATERIAL 
TRANSPORT 

The movement of hazardous material cultivates varying responsibilities for the NMBM. Like 
in many other Municipalities in the country, there are currently limited enforcement measures 
in place to regulate the movement of dangerous goods within or through NMBM. No specific 
hazardous material routes currently exist, therefore the movement of dangerous goods within 
NMBM are handled on an ad-hoc basis by the NMBM Traffic Department and the South End 
division. The NMBM Traffic Department does however not have adequate facilities to contain 
offensive vehicles that transport hazardous material, therefore limited controls are enforced 
on these vehicles at present.  
 
The NMBM has a central control room, located at the South End Station, which directs and 
deals with the co-ordination of movement of dangerous goods. The NMBM Fire Department 
trains its staff on the registration, monitoring and enforcement of dangerous goods 
companies. The Hazmat is the responsibility of the South End division and co-ordinates all 
activities or responses with other divisions. 
 
The specially equipped fire stations in the NMBM are South End and Uitenhage.  The other 
stations do not have some of the specialised equipment necessary for handling hazardous 
material incidents. The unit keeps abreast of latest technology and has fully trained staff 
members at its disposal. 
 
A Disaster Contingency Plan for Transportation of Hazardous Materials was prepared in 
March 2010 for NMBM. This plan identifies manufacturers of hazardous materials and lists 
hazardous materials that are transported in or through NMBM. It records the roles and 
responsibilities of various stakeholders to mitigate disaster risk, provides contact numbers of 
these organisations and defines a generic response and recovery procedural flow diagram 
that is implemented during an incident. 

9.10.2 DEVELOPMENT OF HAZARDOUS MATERIAL 
TRANSPORT ROUTES 

Three hazardous material routes have been identified within NMB as detailed in the following 
table and Figure 9-6. 
 
Table 9-5: Hazardous Material Routes 

NAME ROUTE DESCRIPTION NOTES 

Cross-City 
Route 

N2 Freeway through NMBM. 

Wide road reserve present, thus ideal safety 
barrier between hazardous load and properties 
adjacent to road. 
Ideal through route for NMBM. 

Foreshore 
Route 

M4 Settlers Freeway between N2 
Freeway and Port of Port 
Elizabeth. 

Wide road reserve present, thus ideal safety 
barrier between hazardous load and properties 
adjacent to road. 
Link between Port of Port Elizabeth and N2 
Freeway. 

PE – Uitenhage 
Route 

From N2 Freeway; R75 
Uitenhage Road; R75 Tofile 
Street; Algoa Road. 

Wide road reserve present, thus ideal safety 
barrier between hazardous load and properties 
adjacent to road. 
Link between Port Elizabeth and Uitenhage. 
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The effectiveness of the Hazardous Material Routes defined in the previous table can be 
evaluated by considering the proximity and accessibility of Major Hazardous Installations 
(MHIs) to the routes. MHIs include sources, storage and handling facilities of hazardous 
materials. The following MHIs have been identified in NMB and are indicated on Figure 9-6: 
 

 Easigas, Eveready Road, Sidwell 
 Umicore, John Tallant Road, Deal Party 
 AECI Coating Faculties, Struandale 
 Afrox, Burman Road, Deal Party 
 Bulk Oil Sites, Port Elizabeth Harbour, Central 
 Air Products, 2 Metcalf Street, Deal Party 
 Ibhayi Breweries, 47 Kohler Street, Perseverance 
 Plascon Automotive, Bedford Street, Neave 
 Delta Motor Corporation, Kempston Road, Sidwell 
 Vita Foam, North End 
 Water Technologies, Neave Township 
 Delta Motor Corporation, Struandale 
 The Rose Foundation, Paterson Road, North End 
 Safetech, Fresh Produce Terminal, Port Elizabeth Harbour 
 Safcor Panalpina, Oakworth Drive, Humerail 
 Safcor Freight (Pty) Ltd, 54 York Road, North End 
 Water Reclamation Works, Driftsands 
 Fish Water Flats, John Tallant Road, Swartkops 
 Rennies Cargo Terminal, 5 Darby Street, Deal Party 
 Bayer Animal Health, 54 York Road, North End 
 Cadbury, Harrower Road, Kensington 
 Rocklands Poultry, Kruisriver Road, Uitenhage 

 
A number of the MHIs are located in industrial areas close to the N2 (Deal Party), R75 
(Struandale Industrial) and M4 Settlers Freeway (Port Elizabeth Harbour). These MHIs are 
well situated to make use of the defined Hazardous Material Routes and their locations allow 
access to these routes via relatively short links that are situated within industrial zones. A few 
MHIs in North End, Kensington and Neave Industrial (Plascon Automotive, Cadbury, Safcor 
Freight and Bayer) are situated further from the defined Hazardous Material Routes. Freight 
to and from these locations should use Standford Road and Harrower Road, linking with the 
N2, because these are higher order roads with large road reserves. Land uses adjacent to 
these roads are also primarily industrial and commercial, isolating Hazardous Materials from 
residential areas.  
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Figure 9-6: Hazardous Material Routes 
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9.11 LIAISON STRUCTURES 
An urban freight transport consultative forum must be established with the purpose of acting 
as the liaison structure for the different role-players in the freight industry within NMBM. This 
forum should also promote more efficient and cost-effective transport within the NMBM area. 
 
 
The 2009/10 CITP contained a proposal for the establishment of an inter-departmental 
committee between the NMBM’s Infrastructure and Engineering Directorate and the Safety 
and Security Directorate to address specific freight transport problems in the NMBM area. 
This committee should address the following matters: 
 
 Road freight transport operations 
 Road maintenance 
 Legislation 
 Policing 
 Judicial / legal matters 
 Insurance 
 Financial matters. 
 
This proposed committee has to date not been set up, primarily due to a lack of resources. It 
is however recommended that further efforts be made to establish the proposed committee. 

9.12 IMPLEMENTATION PROJECTS AND PROGRAMMES 
A programme must be developed for the implementation of identified freight transport 
projects within NMBM. This programme should contain a description of the identified 
projects, the proposed actions and a 5 year implementation budget. 
 
The 5 year budget should be detailed for the first year, with summarised information 
presented for years 2 to 5. The budget should also make provision for future maintenance 
and replacement costs expected until the end of the life of a project. 
 
No specific programme or budget dedicated to freight transport projects currently exist within 
the NMBM. 
 
Potential freight transport projects identified from information collected during the preparation 
of this CITP is shown in the following table: 
 
Table 9-6: Identified Freight Transport Projects 

No. PROJECT PROJECT DESCRIPTION 
TOTAL COST 

(R) 

 General  

1 Freight Logistics Strategy 

Prepare a comprehensive Freight 
Logistics Strategy for NMBM based on 
the information provided in the 2011/12 
CITP. 

500,000

 Railway  

2 
Uitenhage Road railway 
bridge 

Improve stormwater drainage on the 
Neave Industrial service line at the 
Uitenhage Road railway bridge. 

500,000

 Vehicle Overloading  
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No. PROJECT PROJECT DESCRIPTION 
TOTAL COST 

(R) 

3 
Vehicle Load Screening 
Areas 

Construct screening areas with level 
hard surfaces at the four identified 
locations within NMBM. 

200,000

4 Load Handling Facilities 
Provide facilities for the readjustment of 
loads on overloaded vehicles at the 
NMBM Traffic Department. 

100,000

 Abnormal Loads 

5 Abnormal Load Route Audit 
Audit of abnormal load routes to identify 
current and potential obstructions. 

100,000

6 
Massload Carrying 
Capacity of Bridges and 
Culverts

Bridges and culverts on abnormal load 
routes to be inspected and tested in 
terms of their load bearing capacity.

500,000

 Hazardous Materials  

7 Containment Facilities 
Provide facilities at the NMBM Traffic 
Department to contain vehicles that 
transport hazardous material. 

200,000

TOTAL 2,100,000

9.13 FUNDING 
The Freight Logistics Strategy should identify the available funding sources from each 
sphere of government, together with the anticipated shortfalls. Existing and possible new 
funding sources, such as road user charges for example, should also be identified. 
 
No existing or new funding sources for specifically freight transport projects have been 
identified by the NMBM to date. 

9.14 MONITORING 
The identified freight transport related projects must be monitored on a regular basis to 
ensure that the anticipated goals are achieve, through the development of key performance 
indicators (KPI’s) for each project against which success can be measures. 
 
No programme is currently in place for the monitoring of freight transport projects within 
NMBM. 
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10 OTHER TRANSPORT-RELATED STRATEGIES 

10.1 NON-MOTORISED TRANSPORT 

10.1.1 BACKGROUND 
Non-motorised transport is often taken for granted in the planning of transportation networks 
and the land use arrangements associated with this type of transport. Walking plays an 
important role in the lives of many South Africans and it is often the only means of transport, 
particularly for people living in rural areas. It is not only the most affordable method of 
travelling, but NMT has the least impact on the environment, is the most sustainable way to 
travel and has health benefits. The benefits of NMT for a society are numerous thus they are 
promoted within the Nelson Mandela Bay in its many forms. 
 
With the advent of urban sprawl where commuting distances are increasing, there exists a 
greater potential to promote the usage of cycling than to encourage pedestrians to walk 
further. The majority of the population is poor, and with motorised transport costs increasing 
and the aspect of overloading and road safety, cycling as a means of non-motorised 
transport should be addressed. Cycles are generally affordable and if promoted correctly, 
this potential can only increase 

10.1.2 DEFINITION OF NMT 
Non-motorised transport includes all modes of transport that are not propelled by a motor. 
Non-motorised transport (NMT) is either non-mechanised i.e. pedestrians (walking) or 
mechanised which includes bicycles, wheelchairs, prams, trolleys, carts (human or animal 
drawn), wheelbarrows, and rickshaws.  
 
Non-motorised transport can include personal travel (such as walking or cycling), passenger 
transport (e.g. rickshaws, wheelbarrows for transporting the elderly or ill to health care 
facilities in rural areas) and the transport of goods (e.g. wheelbarrows, head loads, carts, 
etc). These are all important means of transportation but often get forgotten in planning. 
Walking and cycling are the most predominant mode of NMT within the Nelson Mandela Bay 
Municipality with animal drawn transport being the least predominant and found mostly in low 
income communities. 

10.1.3 NMT IN SOUTH AFRICA 
The National Household Travel Survey of 2003 (NHTS) revealed that non-motorised 
transport is a significant form of transport in South Africa. Indeed this should not come as a 
surprise. Almost every trip to public transport, even to many private car trips, begins and 
ends with a walking trip. The NHTS indicated that South Africans accessing public transport 
walk between 12 and 30 minutes on average to access a public transport service. In addition, 
NMT as a primary mode is vitally important as almost a quarter of all South Africans walk to 
work.  

10.1.3.1 URBAN NMT 
NMT in urban areas generally takes the form of walking, and to a lesser extent, cycling. As 
vehicles are more prevalent in urban environments, NMT can be disadvantaged where wide 
busy roads make walking and cycling difficult (where no infrastructure is provided) and 
unsafe (due to the conflict with fast-moving vehicles). The design of urban areas in South 
African cities has generally favoured the car as the preferred type of transport, making it 
difficult to walk through an area or between properties and forcing people to walk on roads 
rather than on a pathway. 
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As formal infrastructure, such as sidewalks and cycle ways, are found in urban environments 
the design of these networks becomes important. Continuity in the network, “directness” of 
routes, and the engineering design of the pathway can contribute significantly to the 
usefulness of the infrastructure. Universal design principles should always be used in 
designing and building the infrastructure so that as many people, including those with special 
needs (such as users of wheelchairs, prams, etc) can make use of the infrastructure. 

10.1.4 INFRASTRUCTURE 
A Pedestrian Sidewalk and Cycle Path Masterplan was prepared for the NMBM in June 2005 
and this CITP includes several projects involving the provision of sidewalks and cycle ways 
throughout the metropolitan area in support of non-motorised transport, which will also help 
to achieve the goals of travel demand management. Figure 10-1 shows the sidewalks and 
cycle paths in NMB as per the above Masterplan. 
 
Funding to implement the Masterplan was applied for from the Municipal Infrastructure Grant 
(MIG) programme. In the 2009/10 financial year (Phase 11) 31.02 km of cycle tracks and 
sidewalks have been implemented in the NMBM at a total cost of R27.88 million. To date 
138.65km of NMT infrastructure facilities have been constructed within the NMBM and 
24.24km is planned for Phase 13 in the 2010/11 financial year at a cost of R24.248, as 
shown in the following tables. 
 
At the time of preparing this report, the 2011/12 implementation budget for the NMT projects 
to be included in Phase 14 was unavailable for inclusion into this report. 
 
The Pedestrian Sidewalk and Cycle Path Masterplan has developed a non-motorised 
transport network consisting of the following elements. 
 
Table 10-1: NMT Network Elements 

ITEM LENGTH 

Sidewalks 
 

Primary routes 200 km 

Secondary routes 112 km 

Tertiary routes  98 km 

Total 410 km 

Cycle paths Primary NMT routes 380 km 

 
The following table shows the breakdown of the lengths of the facilities constructed. 
 
Table 10-2: Length of Facilities Constructed and Phases 

PHASE LENGTH (km)

Phase 1 32.19 

Phase 2 3.41 

Phase 3 11.11 

Phase 4 13.24 

Phase 6 5.11 

Phase 7 6.36 

Phase 8 8.01 

Phase 9 15.55 
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PHASE LENGTH (km)

Phase 10 12.66 

Phase 11 31.02 

TOTAL 138.65
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Table 10-3: Phase 13 (2010/11) NMT Implementation List 
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Figure 10-1: Non-Motorised Transport 
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10.1.5 PLANNING AND INTEGRATION 
The NMBM has prepared the Pedestrian Sidewalk and Cycle Path Masterplan independently 
of the CITP. The Masterplan provides for the provision of non-motorised facilities on all 
arterial and collector routes throughout the Metropolitan area and takes into account the 
required accessibility of major land uses such as shopping centres, educational institutions, 
public buildings etc. This Masterplan will be revised and updated in due course. 
 
Furthermore, the NMBM is currently in the process of developing a NMT Policy to aid the 
planning, design and implementation processes of NMT projects in NMB, e.g. projects 
identified in the Masterplan. 
 
In addition to the above, the 2005 Integrated Transport Plan proposes that the use of 
bicycles be promoted through the Shova Kalula project, an initiative that is being actioned by 
the Provincial Government. It is proposed that this initiative be actively pursued. 
 
The planning of NMT facilities in the NMBM has generally been limited in the past, and the 
need has now arisen to develop an overall Masterplan framework in which these systems 
can be developed. A vast majority of the population especially those in disadvantaged areas, 
rely solely on NMT facilities (cycling to a very limited extent) to reach their places of 
preference and need. These areas are particularly large in extent and travel distances are 
increasing and the need for further development arises. Travel routes in certain areas are 
congested and non-motorized traffic is consequently exposed to accidents.  
 
The Masterplan included:  
 
 Develop goals and objectives including needs assessment, promotion of usage, safety 

and facility improvement 
 Assess the potential of the existing land use to incorporate bicycle and pedestrian 

facilities 
 Service areas determination based on maximum travel distances 
 Existing facilities inventory 
 Potential constraints and opportunities 
 Potential policies for new housing 
 Major travel corridors and roadway inventory 
 Conduct surveys to determine needs 
 Formulate standards 
 Evaluation of proposed pedestrian and bicycle network and, 
 A masterplan / network of routes. 
 
The Masterplan has also identified the following issues in terms of NMT in the NMBM: 

 

 Industrial activities mainly relating to the motor industry account for 43 % of the major trip 
attractor coverage within the Metro;  

 A distinct pattern exists when the inter connectivity is evaluated throughout the Metro 
from the maximum travel distances for non-motorised transport.  

 Direct linkages exist between existing communities except for between Despatch and 
Kwamagxaki/Kwadwesi and to a certain extent between Walmer and Summerstrand and 
similarly between Motherwell and Ibhayi;  

 It has been determined that more than 1 295 km of sidewalks have been provided 
throughout the Metro;  
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 Disadvantaged areas only account for 19.3 % of the distribution of sidewalks in the 
Metro;  

 The three most high risk roads within the metro appear to be Njoli Street, Koyana Street 
and Daku Roads;  

 73% of pedestrian accidents occur in streets;  
 The dominant mode of transport in the NMBM to school or work is by walking (53 %). 

This is followed by using motorised transport (18 %) to deliver pupils to schools;  
 40 % of persons who walk, are from the disadvantaged areas north of the Metro.  
 Conversely, 55% (303 cyclists) use bicycles as their main transport mode from the 

southern areas of the Metro. 31 % use bicycles from the northern areas of Metro;  
 Non-motorised movement at intersections indicated that 94% is pedestrian activity, with 

6% related to cyclists and 0.03% being disabled (wheelchairs);  
 Weza Street in Motherwell, and Uitenhage Road at Johnson Road had the highest 

pedestrian movement 
 
Specific standards have also been set in terms of prioritizing and implementation of NMT in 
the NMBM, these are: 
 
 NMT facilities are categorised into Primary, Secondary and Tertiary routes  
 The categorisation was based on NMT movement volumes  
 Minimum width of a paved sidewalk is 1.2m  
 Primary NMT routes will have a 1.8 m wide sidewalk on either side of the road (off road) 

Secondary NMT routes will have a 1.5 m sidewalk on one side of the road (off road)  
 Tertiary NMT routes will have a 1.5 m sidewalk on one side of the road (off road)  
 A cycle path of 1.2 m wide will be incorporated within the road width along both sides of 

primary NMT routes. Exceptions where width constraints dictate may result in portions of 
cycle paths (1.2 m) combined with sidewalks on either side of the road  

 In some, cases a cycle path of 2.5 m wide may be incorporated along specific primary 
NMT  

 Routes separate from the road i.e. recreational facilities  
 Walkway ramps should have a maximum slope of 8 %, a minimum width of 1.0m and 

maximum cross slope of 2%  
 Handrails are required at slopes greater than 8%  
 A ranking system should be applied to determine priorities for NMT facilities. This is 

based on gradient, flood, pedestrian accident, non-motorised volume and motorised 
volume ranking parameters 

10.1.6 NEEDS ASSESSMENT 

10.1.6.1 ANALYSIS OF LAND USAGE AND MAJOR TRIP ATTRACTORS  
In order to provide a defined approach in the assessment, the NMBM is classified into three 
main geographical jurisdictions namely Port Elizabeth, Despatch and Uitenhage. In each 
case the major trip attractor is the Central Business District (CBD) which in most cases 
includes commercial, provincial and local governmental institutions. These areas are 
accessed by either freeways and/or by roads of metropolitan significance (ROMS). In some 
cases, these CBD's are accessed by railway and harbour networks. 
 
Surrounding these jurisdictions, commercial and industrial activities generally take place - 
such as the north west of the Port Elizabeth's CBD and the south of Uitenhage's CBD. 
Further a field urban sprawl has developed into residential areas with nodal shopping 
centres, small businesses and health care facilities. Major parks and public open spaces are 
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found along topographical features. Schools are generally located in residential areas with 
educational facilities found on the periphery. 

10.1.6.2 ANALYSIS OF EXISTING LAND USE 
Prior to 1994, the majority of disadvantaged communities lived along the perimeter of towns 
and cities and had to be bussed to places of work. Subsequent to 1994, freedom of 
movement is not prejudiced and communities are free to move. However, informal and low 
cost development still occurs along the boundaries as populations increase, thus increasing 
trip distances.  
 
As fuel prices increase and motorised transport become less affordable, there is and 
increased need to develop non-motorised transport facilities amongst these communities.  
 
Although certain sidewalk infrastructure is in place, a clear understanding is required to 
assess the impact of major trip attractors within the NMBM. The fundamental approach is to 
evaluate the existing land usage and analyse the movement of people between residences 
and their applicable attractors, for example: 
 
 Industrial Activities - Motor industry, pharmaceutical;  
 Educational facilities - Schools, Colleges, Technikons and Universities;  
 Commercial Facilities- Shopping centres, garages and multi store centres;  
 Health and Welfare Facilities-Hospitals, Clinics and pension payout points;  
 Recreational and Sporting facilities-Parks, sports fields, the beach front, etc;  
 Transportation Centres - Taxi Ranks, Bus stations, Airports, Harbour and Railways 
 Tourism Sites.  

10.1.7 SOUTH AFRICAN POLICIES AND RESOURCES 

10.1.7.1 NATIONAL FRAMEWORK 
 
The National Land Transport Strategic Framework makes NMT a legal requirement (Clause 
21of the NLTTA). 

10.1.7.2 NATIONAL GUIDELINES FOR PLANNING AND INFRASTRUCTURE 
DESIGN 

 
The Pedestrian and Bicycle Facility Guidelines prepared by the Department of Transport, 
deals primarily with pedestrians and cyclists and acknowledge the needs of persons with 
special needs. The guidelines highlight a number of key issues to consider in the provision of 
pedestrian and bicycle facilities and provides excellent detail for planning and designing 
facilities for pedestrians, cyclists and wheelchair users by providing guidance and 
engineering detail, and ends with a planning process for NMT. Both the rural and urban 
environments are acknowledged. 
 
Previous guidelines were the Pedestrian Facility Guidelines: Manual to plan, design and 
maintain safe pedestrian facilities, 1993, Report No 92/126; and Guidelines for the planning 
and design of bicycle facilities, 1987, Report No PG 3/87. 
 
The contents of the guidelines are: 
 
 Part A: Pedestrian and Bicycle Controls 
 Part B: Pedestrian and Bicycle Crossings 
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 Part C: Pedestrian and Bicycle Ways 
 Part D: Pedestrian and Bicycle Amenities and Support 
 Part E: Pedestrian and Bicycle Places 
 Part F: Pedestrian and Bicycle Planning 
 Appendices: Pedestrian and Bicycle Road Signs and Markings, and Bibliography 
 
The Guidelines for Human Settlement Planning and Design (Department of Housing/CSIR) 
provides a good resource for guiding planning with regards to the development and 
incorporation of NMT into the design of areas (particularly urban). Chapter 5 of the guidelines 
provide good examples of how to plan and retrofit areas. 
 
The National Road Traffic Act (Act 93 of 1996, as amended) and Regulations SADC and 
South African Road Traffic Signs Manual (Department of Transport, 1999); and South African 
Road Safety Manual (Department of Transport, 1999) are also relevant. 

10.2 SAFETY AND SECURITY STRATEGY 
According to the DOT document ‘Technical Transport Planning Guidelines for CITP’s to be 
prepared by Type 1 Planning Authorities (February 2009)’, this chapter must as a minimum 
requirement include reference to the development of a Safety and Security Strategy for the 
NMBM.  
 
However, according to the above document, no guidelines currently exist for the preparation 
of such a strategy and it indicates that further discussions will be held by the Guidelines 
Review Committee, presumably at a National level, regarding this matter.  It is possible that a 
practical model for the development of a Safety and Security Strategy will result from the 
current IPTS developments in the various metropolitan areas throughout South Africa. 
 
Safe and secure transportation is fundamental to a city like NMB. Appropriate road safety 
education and law enforcement goes hand-in-hand with improved safety and security for 
both supply and demand of all transport aspects. 
 
The Safety, Security, Education and Enforcement Strategy contained in the ITP for the City 
of Cape Town 2006 – 2011 prepared in May 2009 has been drawn upon for guidance as to 
what content a Safety and Security Strategy should include. The City of Cape Town is 
considered to have a good safety reputation and would therefore be a good example in this 
regard. 
 
The following aspects are considered vital in the development of a Safety and Security 
Strategy: 
 Incident Management – e.g. the handling of road accidents on the main road network. 
 Disaster Management – dealing with wide spread disaster situations, e.g. flood. 
 Special Event Management – handling pre-planned events, e.g. music concerts. 
 Pedestrian Safety – priority strategies could for example be: 

o Institutional Integration 
o Planning 
o Road Environment 
o Awareness 
o Education 
o Enforcement 

 Traffic Safety – increased efforts to improve road safety within the city, e.g. roadworthy 
vehicles. 

 Passenger Safety – passenger safety measures in place on new IPTS buses and at 
stations. 
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11 FUNDING STRATEGY AND SUMMARY OF PROPOSALS 
AND PROGRAMMES 

11.1 SUMMARY OF PROPOSALS 
The major transportation system in the NMBM comprises of the following elements: 
 
 Main Roads (freeways and arterials) – designated as Provincial Proclaimed Main Roads 

(PMR) by Provincial Gazette 
 Roads of Metropolitan Significance (ROMS) – roads other than Provincial Proclaimed 

Main Roads, designated in the CITP as major links in the network and main public 
transport routes. 

 Public transport facilities – terminals, shelters, stops, public transport lanes. 
 Traffic Control Systems – traffic signals located on PMR’s or ROMS 
 
Projects comprising the above facilities that have been identified in the CITP are summarised 
in Table 11-1. The table includes all projects that have been identified for implementation 
within the timeframe of the CITP i.e. between the 2011/12 and 2015/16 financial years, a five 
year time-span.  
 
Projects identified for implementation in the medium and long terms i.e. 10 to 20 years have 
been excluded, but are indicated in the tables in Chapter 7. The table excludes backlog costs 
that were not budgeted due to affordability levels and therefore does not indicate the actual 
funding requirements to eliminate infrastructure and maintenance backlogs over the five year 
period. Public transport projects are included. 
 
The Provincial Government has not devolved full responsibility for Proclaimed Main Roads to 
the NMBM. On the contrary, the Provincial Government retains responsibility for these roads 
as the Road Authority and requires that any changes to these roads, including structural 
changes to the road itself, or land uses changes adjacent to these roads, be referred to the 
Province for approval. Standards and requirements have been established by the Provincial 
Government and regulations on access, signage and technical standards have been set by the 
Province on PMR’s. 
 
Although the NMBM undertakes the maintenance and development of PMR’s, on behalf of the 
Provincial Government, there are several roads within the Metropolitan boundary that are still 
entirely the responsibility of the Provincial Government. These include roads such as 
Provincial Trunk Roads 63 and 15, Addo Road, Old Cape Road, Kragga Kamma Road 
(portion) and several others. There are also a significant number of minor roads falling in rural 
areas that were previously included in the District Council area (prior to the establishment of a 
Metropolitan Municipality) and have not been handed over to the NMBM. The Provincial 
Government is responsible for the financing of the maintenance and development of these 
roads. 
 
The Department of Roads and Public Works has initiated a process to reclassify all Provincial 
roads and to devolve responsibility of all roads within the Metropolitan area to the NMBM. 
 
The CITP provides for the development of the major transport network including Provincial 
Proclaimed Main Roads and other projects of Metropolitan Significance.  
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Local transport infrastructure (local roads and facilities) is entirely the responsibility of the 
NMBM. 
 
The following table lists a selection of major projects, excluding public transport projects, most 
of which were previously included in the 2009/10 Comprehensive Integrated Transport Plan. 
The estimated cost of the projects has been updated and a motivation for each project is 
included in the table. It should be noted that several projects are urgent and affect the 
structural integrity of bridge structures, the accessibility of economic development areas and 
road safety. 
 
Table 11-1: Five Year Funding Requirements for Major Projects 

REF. NO. PROJECT DESCRIPTION 
TOTAL 
COST 
(R - M) 

MOTIVATION 

NEW 
Metropolitan Transport 
Planning 

25 Planning and administration 

19930001 
MR 425 Settlers Freeway 
repairs 

0.6 
Elevated Freeway structure in dire need of 
structural rehabilitation (URGENT) 

19930002 
Resurfacing subsidised 
roads 

50 
Roads in a poor condition requiring urgent 
annual maintenance 

19980211 Norvic Drive Extension 3 Access road to a development area. 

20010260 Mel Brooks (Baird to Cuyler) 11 
Required to relieve traffic congestion and 
improve access to major industries (VW) 

20060251 
Access Road to Chatty 
Developments (Standford Rd 
and Bloemendal Arterial)     

53 Access road to development areas. 

20070137 

Rehabilitation of Algoa Road, 
Penford Road, Tyityaba 
Street, Lee Samuel Drive, 
Lindsay Road, Brickfields 
Road, & Avenue C & E 

75 
Access roads to various development and 
industrial areas. 

19990144 
William Moffett Expressway 
rehabilitation 

67.3 
Dual carriageway road serving a major 
development area in a very poor condition 
requiring URGENT reconstruction. 

20010257 
Magennis Street 
reconstruction 

20 
Road serving major industries (VW) in a 
poor condition. 

20010018 
20010019 
20010020 

Traffic Improvements N2: 
Cotswold, Standford and 
Kragga Kamma Interchanges

0.9 
Required to relieve congestion on existing 
roads. 

19940204 
Buffelsfontein / Heugh Road 
widening 

64 Major traffic congestion. 

NEW 

Widen Buffelsfontein Road 
and Heugh Road to 4 lanes 
from 8th Avenue to Titian 
Road. 

104.2 
Required to relieve congestion on existing 
roads. 

20060186 
Remedial works: Pell Street 
Interchange 

20.00 
Elevated Freeway structure in dire need of 
structural rehabilitation (URGENT) 

19980253 Intersection Improvements 12.5 
Required to relieve congestion and/or 
improve road safety on existing roads. 
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REF. NO. PROJECT DESCRIPTION 
TOTAL 
COST 
(R - M) 

MOTIVATION 

19980220 Traffic Calming Measures 12.5 
Required to improve road safety on 
existing roads. 

20070132 New Traffic Signals 8.5 
Required to relieve congestion on existing 
roads. 

20060020 
Provision of Sidewalks and 
Cycle Tracks     

105 
Required for the promotion of non-
motorised transport.

20090079 Construction of Footbridges 32.5 
Required for the promotion of non-
motorised transport. 

 
The following table indicates a summary of the proposed public transport projects required for 
the further implementation of the Integrated Public Transport System over the next five years: 
 
Table 11-2: Summary of Public Transport Projects 

NO PROJECT DESCRIPTION 
TOTAL PROJECT 
COST – 5 yrs (R) 

1 PT Work Package: IPTS Bus Lanes 860,530,000

2 PT Work Package: IPTS Shelters 312,400,000

3 PT Work Package: IPTS Modal Interchanges 231,000,000

4 PT Work Package: IPTS Operational Costs 2,083,400,000

5 PT Work Package: IPTS Planning & Design 89,100,000

IPTS WORK PACKAGES TOTAL 3,576,430,000

 
The following table indicates a summary of the road and transport projects and total costs 
that have been included in the Five Year Capital Programme. The table excludes backlog 
costs that were not budgeted due to affordability levels and therefore does not indicate the 
actual funding requirements to eliminate infrastructure and maintenance backlogs over the 
five year period. Note that non-IPTS related public transport projects are not included in the 
following table and amounts to R3,200,000 for the five year period 2011/12 to 2015/16. 
 
Table 11-3: Summary of Road and Transport Projects 

NO. PROJECT DESCRIPTION 
TOTAL PROJECT 
COST – 5 yrs (R) 

1 PL1 Metropolitan Transport Planning 41,862,100

2 R2 Road Maintenance 72,600,000

3 T1 Access & Connectivity Improvements 423,500,000

4 T2 Rehabilitation of Major Roads 210,303,550

5 T3 Road Capacity Improvements 354,800,000

6 T4 Rehabilitation of Bridge Structures 45,000,000

7 T5 Traffic & Signage Improvements 73,678,625

8 T6 Non-Motorised Transport Facilities 145,127,500

9 T7 Freight Transport 2,100,000

GRAND TOTAL 1,368,971,775

 
The NMBM Capital Budget for 2011/12 - 2013/14 and the ‘Budget Proposals for the 2011-14 
MTEF PTIS Grant’ report dated 29 July 2010 have been used to prepare a Capital Budget for 
the CITP for the five year period 2011/12 – 2015/16. The full budget has been included in 
Appendix “A” attached hereto. The budget also indicates the proposed sources of funding. 
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11.2 FUNDING STRATEGY 

11.2.1 BACKGROUND 
Funding sources for the implementation of the projects included in the CITP by the Nelson 
Mandela Bay Municipality are regulated in terms of national legislation and annual 
expenditure ceilings are regulated by National Treasury. Traditional sources are however 
supplemented by grants from Provincial and National level. Transportation projects included 
in the proposed CITP are therefore funded from a number of different sources, some of 
which are conditional on expenditure being confined to specific project categories. 
 
The implications of this are that while some project categories appear to be adequately 
funded, others fall short of requirements resulting in backlogs of varying severity. The lack of 
adequate funding in certain categories places severe political pressures on the NMBM, which 
is sometimes not able to meet funding requirements from its own sources. 
 
There is also a historical situation where the NMBM does not have full jurisdiction over some 
of the transportation infrastructure e.g. Provincial Proclaimed Main Roads, where the 
Provincial Government remains as the road authority. It is thus impossible for the NMBM to 
fully fund the maintenance and improvement of all infrastructure entirely from its own 
sources. 

11.2.2 TRANSPORTATION FUNDING REQUIREMENTS 
The funding requirements as budgeted i.e. not including the full needs and backlogs in 
excess of affordability levels, for the 2011/12 financial year are indicated in the following 
table. 
 
Table 11-4: 2011/12 Capital Budget 

No. 
PROJECT NO. 

ID 
PROJECT DESCRIPTION 

PROPOSED 
BUDGET (R) 

2011/12 

1 20070244 IPTS Bus Lanes 0

Sub-total PT Work Package: IPTS Bus Lanes 0

1 20060229 
Govan Mbeki Avenue (Russell Road to Kempston 
Road) 

74,800,000

2 20060229 Kempston Road (N2 to Harrower Road) 35,200,000

3 20060229 
Fettes Road / Harrower Road (Govan Mbeki Avenue to 
Kempston Road) 

26,400,000

Sub-total PT Work Package: IPTS Shelters 136,400,000

1 20070124 Cleary Park Modal Interchange 55,000,000

2 20070124 Motherwell Modal Interchange 55,000,000

Sub-total PT Work Package: IPTS Modal Interchanges 110,000,000

1  Ticketing System 157,400,000

2  Transport Administration Authority 302,000,000

3  Operator Compensation 220,000,000

Sub-total PT Work Package: IPTS Operational Costs 679,400,000

1 20060243 IPTS Planning 5,500,000

2   IPTS Infrastructure Design 17,600,000
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No. 
PROJECT NO. 

ID 
PROJECT DESCRIPTION 

PROPOSED 
BUDGET (R) 

2011/12 

Sub-total PT Work Package: IPTS Planning & Design 23,100,000

1 20090081 
Public Transport Infrastructure  
(Bus embayments and investigation of other minor 
public transport facilities) 

500,000

2 20000088 
Taxi Rank in Govan Mbeki Suburb  
(Design and implementation of taxi rank) 

500,000

3 20060019 
Public Transport Facilities  
(Construct roof over taxi rank in Motherwell NU 1 & bus 
embayments) 

600,000

Sub-total PT Work Package: Other Public Transport Facilities 1,600,000

Sub-total Public Transport (PT) Work Packages 950,500,000

1 20070235 Planning and Design of Main Roads 1,000,000

2 20043188 
Miscellaneous Investigations & Designs - Roads and 
Stormwater 

1,200,000

3 - Metropolitan Transport Planning 5,000,000

Sub-total PL1 Metropolitan Transport Planning 7,200,000

1 19930001 PEMET H91 MR425 Settler's Freeway Repairs 200,000

2 20030648 Sidewalks & Road markings Maintenance 500,000

3 19930002 Resurfacing of Subsidised Roads 10,000,000

4 20090037 Matanzima Road 300,000

5 19980319 Upgrade Main Road through Swartkops 8,000,000

Sub-total R2 Road Maintenance 19,000,000

1 19980211 Norvic Drive Extension 3,000,000

2 20010260 Mel Brooks (between Baird and Cuyler Street) 4,000,000

3 20060251 
Access Road to Chatty Developments (Standford Rd 
and Bloemendal Arterial) 

3,000,000

4 20050050 John Tallant Road (Grahamstown to Seyisi) 4,000,000

5 20020073 Fairview/Lorraine Arterial: Montmedy to Overbaakens 500,000

6 20010023 Glen Hurd drive Upgrading (Phase 1) 23,000,000

7 19940201 
Redhouse -  Chelsea Arterial: Walker Drive to Cape 
Road 

18,000,000

Sub-total T1 Access & Connectivity Improvements 55,500,000

1 20070137 
Rehabilitation of Algoa Road, Penford Road, Tyityaba 
Street, Lee Samuel Drive, Lindsay Road, Brickfields 
Road, & Avenue C & E 

25,000,000

2 19990144 Rehabilitation of William Moffett Expressway 37,300,000

3 20010257 Magennis Street Reconstruction 5,000,000

4 20030195 Baird Street Reconstruction (Mitchell to Mel Brooks) 1,000,000

Sub-total T2 Rehabilitation of Major Roads 68,300,000

1 20010018 Minor Traffic Improvements N2: Cotswold Interchange  300,000
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No. 
PROJECT NO. 

ID 
PROJECT DESCRIPTION 

PROPOSED 
BUDGET (R) 

2011/12 

2 20010019 Traffic Improvements N2: Standford Interchange  300,000

3 20010020 Traffic Improvements N2: Kragga Kamma Interchange 300,000

4 19940204 
H103: Heugh Road (MR427) Widening (3rd- 10th 
Avenue) 

24,000,000

5 NEW Extend Bramlin Street from Malabar to Uitenhage Road 2,000,000

6 NEW Upgrade Linton Grange Interchange   1,000,000

7 NEW Upgrade John Tallant / N2 Interchange  15,000,000

8 NEW 
Widen Buffelsfontein Road and Heugh Road to 4 lanes 
from 8th Avenue to Titian Road. 

2,000,000

9 NEW 
Upgrade the William Moffett Expressway (17th 
Avenue) from Main Road to Buffelsfontein Road (4 
lanes dual carriageway)  

1,000,000

10 NEW 
Widen Kragga Kamma Road, from Kabega Road to 
Cape Road, to 4 lanes, Kragga Kamma 

2,000,000

11 NEW 
Widen Walker Drive, Kabega Road and Frikkie Kotze 
Drive to 4 lanes, Sherwood 

2,000,000

Sub-total T3 Road Capacity Improvements 49,900,000

1 20060186 Remedial works: Pell Street Interchange 8,000,000

2 20070246 Rehabilitation of Bridge Structures  5,000,000

Sub-total T4 Rehabilitation of Bridge Structures 13,000,000

1 19980253 Intersection Improvements 2,500,000

2 20060160 
Intersection Upgrading - William Moffett/Main Road 
Walmer    

6,500,000

3 19980220 Traffic Calming Measures 2,500,000

4 20070132 New Traffic Signals 1,700,000

5 20030549 Expansion of the SCOOT Traffic Signal System 20,000

6 19940195 TM24 Guidance Signs   150,000

7 19980210 
Development Area Traffic Improvements - West 
Suburbs 

150,000

8 19980209 Development Area Traffic improvements - Newton Park 125,000

9 19980255 Development Area Traffic improvements - Walmer 100,000

Sub-total T5 Traffic & Signage Improvements 13,745,000

1 20090079 Construction of Footbridges 5,000,000

2 20060020 Provision of Sidewalks and Cycle Tracks 30,000,000

3 20050042 Facilities for the Disabled  300,000

Sub-total T6 Non-Motorised Transport Facilities 35,300,000

1  Freight Transport  0

Sub-total T7 Freight Transport 0

Grand Total 1,212,445,000
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11.2.3 FUNDING SOURCES 
It is proposed that the CITP budget be funded from a number of different sources. These 
sources and the conditions under which funds are allocated or made available to the NMBM 
are set out in the following table: 
 
Table 11-5: Funding Sources and Conditions 

NO. 
FUNDING 
AGENCY 

FUND 
PROJECT 

TYPE TO BE 
FUNDED 

FUNDING CONDITIONS 

1. Nelson 
Mandela Bay 
Municipality 

Rate and 
General, Roads 
Subsidy, Levies 

Maintenance 
and construction 
of Municipal 
transportation 
infrastructure 
inclusive of 
roads, public 
transport 
facilities and 
traffic control 
systems. 

100% of the cost of Municipal transport 
infrastructure and 40% * of the cost of 
Provincial Proclaimed Main Roads and 
transport infrastructure of metropolitan 
significance included in an Integrated 
Transport Plan, is funded. 

2. Province of 
the Eastern 
Cape: 
Departments 
of Roads and 
Public Works 
and Transport 

Transfer 
Payments to 
Local 
Authorities, 
Provincial 
Urban 
Transport Fund 
(PUTF), 
Provincial 
Roads budget. 

Maintenance 
and construction 
of transportation 
infrastructure 
inclusive of 
roads, public 
transport 
facilities and 
traffic control 
systems. 

100% of the cost of Provincial 
Proclaimed Main Roads that are entirely 
under the jurisdiction of the Province 

and 60%* of the cost of transport 
infrastructure of metropolitan 
significance included in a 
comprehensive Integrated Transport 
Plan, is funded. 

3. Province of 
the Eastern 
Cape: 
Department of 
Housing and 
Local 
Government 
State 
Treasury 

Provincial 
budget. 

Special 
community 
related facilities. 

A grant may be made on submission of 
a Business Plan for a specific project. 
The project may be fully or partially 
funded. 

4. Department of 
Transport 

Public 
Transport 
Infrastructure 
and Systems 
Fund (PTIS) 

Public transport 
systems and 
infrastructure. 

A grant is made in terms of a funding 
application (Priority Statement) for the 
implementation of specific public 
transport related projects. The grant is 
conditional on the funds being restricted 
to the implementation of approved 
projects and any shortfall   being funded 
by the Municipality. 

5. State 
Treasury 

Municipal 
Infrastructure 
Grant (MIG) 

Municipal 
transport 
infrastructure 
required to 
provide a basic 
level of service. 

A grant is made in terms of the funding 
of specific projects contained in a 
Business Plan and usually related to the 
provision of essential basic services. 

6. Private Sector Public Municipal Public contributions are made to fund 
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NO. 
FUNDING 
AGENCY 

FUND 
PROJECT 

TYPE TO BE 
FUNDED 

FUNDING CONDITIONS 

contributions transport 
infrastructure. 

the provision of specific infrastructure 
required to provide improved road 
capacity and accessibility to private 
development in terms of an approved 
Traffic Impact Study. The contribution 
may be to meet 100% of the cost or an 
agreed percentage with the Municipality 
contribution being the balance. 

*Subject to the availability of a 60% subsidy from the DOT 
 
The status of funding applications from certain of the above sources is as follows: 

11.2.3.1 NELSON MANDELA BAY MUNICIPALITY 
The Nelson Mandela Bay Municipality has allocated the funding shown in the following table 
in its Capital Budget for the implementation of transportation projects in the 2011/12 financial 
year. However, this amount has not been approved by Council. 
 
Table 11-6: Nelson Mandela Bay Municipality - 2011/12 Funding 

NO. PROJECT 
ROADS 

SUBSIDY 
(900) 

RATE AND 
GENERAL 

(901) 

LEVIES 
(959) 

1 
Public Transport (PT) Work 
Packages 

0 1,000,000 0 

2 
PL1 Metropolitan Transport 
Planning 

2,000,000 1,000,000 1,200,000 

3 R2 Road Maintenance 4,080,000 500,000 8,300,000 

4 
T1 Access & Connectivity 
Improvements 

10,400,000 0 23,500,000 

5 T2 Rehabilitation of Major Roads 2,400,000 0 62,300,000 

6 T3 Road Capacity Improvements 0 49,900,000 0 

7 
T4 Rehabilitation of Bridge 
Structures 

3,200,000 0 5,000,000 

8 T5 Traffic & Signage Improvements 0 13,695,000 0 

9 
T6 Non-Motorised Transport 
Facilities 

0 5,000,000 300,000 

10 T7 Freight Transport 0 0 0 

SUB TOTAL 22,080,000 71,095,000 100,600,000 

TOTAL ALLOCATION (R) 193,775,000 

 
The above table is indicative that the NMBM has budgeted a total amount of R171,695,000 
(89% of the total) for the implementation of projects of Metropolitan Significance and 
R22,080,000 (11%) as a 40% contribution, assuming that the balance of 60% of the cost will 
be provided as a Provincial subsidy. The full amount of R193,775,000 should be eligible for a 
counter subsidy of 60%. 
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11.2.3.2 DEPARTMENT OF ROADS AND PUBLIC WORKS AND 
DEPARTMENT OF TRANSPORT 

The provision shown in the following table has been made in the 2011/12 budget for projects 
to be funded by the Provincial Departments of Roads and Public Works and Transport. 
Although this amount has not been approved by the Province, the budget provision will form 
the basis of an application by the NMBM for the required funding: 
 
Table 11-7: Department of Roads and Transport - 2011/12 Funding 

NO. PROJECT 
RATE AND 
GENERAL 

(928) 

1 PL1 Metropolitan Transport Planning 3,000,000

2 R2 Road Maintenance 6,120,000

3 T1 Access & Connectivity Improvements 15,600,000

4 T2 Rehabilitation of Major Roads 3,600,000

5 T3 Road Capacity Improvements 0

6 T4 Rehabilitation of Bridge Structures 4,800,000

7 T5 Traffic & Signage Improvements 0

8 T6 Non-Motorised Transport Facilities 0

9 T7 Freight Transport 0

TOTAL ALLOCATION (R) 33,120,000

 
The NMBM has finalised its three year Capital Budget, inclusive of approved DOT funding. It 
was assumed that a total subsidy sum of R33,120,000 for 2011/12 will be forthcoming in the 
form of a subsidy from the Provincial Departments of Roads and Public Works and 
Transport. 
 
Section 27 of the NLTA makes provision for the establishment of a Municipal Land Transport 
Fund (MLTF), the funding for which is sourced from moneys appropriated by the Minister, the 
MEC, user charges and interest on invested cash balances and any other moneys received 
in terms of or for the purposes of the Act. The MLTF may be used to implement the 
Comprehensive Integrated Transport Plan. 
 
Historically the relevant Provincial Government Departments have allocated subsidy funding 
to the NMBM for the implementation of the CITP.  The funds allocated have declined and the 
level of funding from this source is now insufficient to meet the cost of escalating 
maintenance of Proclaimed Main Roads and Roads of Metropolitan Significance. 
 
Between the 2002/03 and 2007/08 financial years the subsidy allocation from the Provincial 
Government averaged some R7.3 million per annum and declined to R2 million in 2007/08. 
Subsequently, funding was granted for some specific urgent projects e.g. the Pell Street 
interchange (R8 million) in 2010/11. At the same time, maintenance backlogs and 
construction costs of road improvement projects have escalated to full reconstruction 
projects due to a historical lack of adequate maintenance. 
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Funding from Provincial sources for the full implementation of the CITP is clearly inadequate 
and cannot meet current and future needs for transport infrastructure and facilities as urban 
growth takes place.  
 
The lack of sufficient funding for the implementation of the CITP has several consequences: 
 
 The CITP implementation programme cannot be completed within timeframes determined 

in road and bridge management systems and this leads to accelerated deterioration of 
facilities and increased maintenance costs, 

 The NMBM must fund urgent projects from its own budget. This places a severe strain on 
resources and funding has to be diverted from other social budgetary needs. 

 The development of the city is impeded. 
 Severe traffic congestion resulting in poor accessibility, wastage of fuel and time. This 

affects economic productivity. 
 
The Provincial Government is requested, taking the above consequences into consideration, 
to provide an amount of R33,120,000 as its contribution in the 2011/12 financial year. 

11.2.3.3 DEPARTMENT OF TRANSPORT 
In 2005, the (national) Department of Transport invited major cities to submit applications for 
the funding of improvements to the transport system from the Public Transport Infrastructure 
and Systems Fund (PTISF) ahead of the FIFA 2010 World Cup. It was stipulated by the DOT 
that funding would be allocated primarily for the development of the Public Transport System. 
The funding applications submitted provide for the provision of new public transport 
infrastructure (public transport lanes, terminals, public transport roads, traffic control systems 
etc.). 
 
It should be stressed that no funds were allocated for road maintenance, roads requiring 
upgrading for capacity considerations, roads required to provide access to new development 
areas, roads in industrial areas etc.  
 
This funding has provided the opportunity for the NMBM to pursue the implementation of an 
Integrated Public Transport System (IPTS) and associated facilities that would otherwise have 
been unaffordable utilising existing sources of funds alone. 
 
An application was submitted to the Department of Transport for the funding of the projects 
shown in the following table for implementation in the 2011/12 financial year (the costs in the 
table have been updated to current). The projects shown have been included in the CITP 
budget. 
 
Table 11-8: Department of Transport - 2011/12 PTISF Funding Application 

NO. PROJECT 
STATE SUBSIDY

(921) 

1 PT Work Package: IPTS Shelters 136,400,000

2 PT Work Package: IPTS Modal Interchanges 110,000,000

3 PT Work Package: IPTS Operational Costs 679,400,000

4 PT Work Package: IPTS Planning & Design 23,100,000

TOTAL ALLOCATION (R) 948,900,000

 
The above funding is part of an ongoing funding programme for the implementation of an 
IPTS in the NMBM and forms part of a multi year budget. Funding applications (Priority 
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Statements) have already been submitted to the Department of Transport for the funding of 
Public Transport projects over the next three to five years, and the Minister has Gazetted the 
provisional approved amounts. Further applications will be submitted in due course. 
 
The funding shown in the following table has been allocated to date. Note that the NMBM 
has been advised that the funding allocation applied for 2011/12 i.e. in the above table, has 
been reduced to R340 million. 
 
Table 11-9: PTIS Funding Allocation 

PHASE YEAR 
ALLOCATION

(R MILL) 
CUMULATIVE TOTAL

(R MILL) 

1 2005 / 2006 53.65 53.65 

2 2006 / 2007 68.60 122.25 

3 2007 / 2008 131.20 253.45 

4 2008 / 2009 305.48 558.93 

5 2009 / 2010 147.08 706.01 

6 2010 / 2011 323.06 1029.07 

7 2011 / 2012 340 1369.07 

11.2.3.4 OTHER FUNDING 
Funding from the following other sources is included in the 2011/12 Budget: 
 
Table 11-10: Other Sources - 2011/12 Funding 

NO. PROJECT 

MUNICIPAL 
INFRASTRUCTURE 

GRANT (MIG) 
(951) 

PUBLIC 
CONTRIBUTIONS

(923) 

1 Public Transport (PT) Work Packages 600,000 0

2 T1 Access & Connectivity Improvements 3,000,000 3,000,000

3 T5 Traffic & Signage Improvements 0 50,000

4 T6 Non-Motorised Transport Facilities 30,000,000 0

SUB TOTAL 33,600,000 3,050,000

TOTAL ALLOCATION (R) 36,650,000 

11.2.3.5 SUMMARY OF FUNDING SOURCES 
The following table indicates the proposed 2011/12 budget including the proposed funding 
sources. 
 
Table 11-11: Summary of Funding Sources 

FUNDING 
CODE 

DESCRIPTION 
2011/12 BUDGET 

(Rand) 

900 Municipal (Subsidy) 22,080,000

901 Municipal  71,095,000

928 Provincial Subsidy 33,120,000
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FUNDING 
CODE 

DESCRIPTION 
2011/12 BUDGET 

(Rand) 

921 11.2.4 State Subsidy 11.2.5 948,900,000

959 Levies 100,600,000

951 Municipal Infrastructure Grant (MIG) 33,600,000

923 Public Contributions 3,050,000

TOTAL 1,212,445,000

 
The above table indicates a proposed expenditure of some R1.2 billion in the 2011/12 
financial year. This figure is inflated due to the state contribution for the implementation of the 
integrated public transport system of R949 million. Without this contribution (the actual 
approved allocation was reduced to R340 million), the total proposed budget required to 
implement the balance of the projects identified in the CITP would be reduced to some R264 
million. This figure is higher than in subsequent years due to the need to attend to urgent 
infrastructure backlogs. 

11.2.5.1 FUNDING STRATEGY 
It is clear that the total funding requirement for the implementation of the Comprehensive 
Integrated Transport Plan will be distributed over a number of sources. It is therefore 
important that the utilisation of the funding be optimised and that it be directed at specific 
needs in order to achieve sustainability. Although a large allocation of funding has been 
provided by the National Government for the implementation of the new IPTS, this source of 
funding does not meet the requirements for ongoing maintenance of the transport system 
that relies to a large extent on the provision of funding for this purpose by the Provincial 
Government.  
 
The following table indicates the anticipated funding shortfall for the 2011/12 financial year 
when comparing the total cost of required projects with the actual budget allocation known at 
the time of preparing this report. 
 
Table 11-12: Funding Shortfall for Road and Transport Projects 

NO. PROJECT DESCRIPTION 
2011/12 TOTAL 
PROJECT COST 

(Rand) 

2011/12 
ACTUAL 
BUDGET 

ALLOCATION  
(Rand) 

2011/12 
SHORTFALL 

(Rand) 

1 

Public Transport (PT) Work 
Packages: 

Infrastructure & Planning
IPTS Operational  Costs

271,100,000
679,400,000

200,000,000 
140,000,000 

71,100,000
539,400,000

2 
PL1 Metropolitan Transport 
Planning 

7,200,000 0 7,200,000

3 R2 Road Maintenance 19,000,000 1,000,000 18,000,000

4 
T1 Access & Connectivity 
Improvements 

55,500,000 9,000,000 46,500,000

5 T2 Rehabilitation of Major Roads 68,300,000 0 68,300,000

6 T3 Road Capacity Improvements 49,900,000 0 49,900,000

7 
T4 Rehabilitation of Bridge 
Structures 

13,000,000 8,000,000 5,000,000

8 
T5 Traffic & Signage 
Improvements 

13,745,000 0 13,745,000
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9 
T6 Non-Motorised Transport 
Facilities 

35,300,000 20,000,000 15,300,000

10 T7 Freight Transport 0 0 0

GRAND TOTAL 1,212,445,000 378,000,000 834,445,000

 
From the above table it is evident that a funding shortfall of R834,445,000 is anticipated for 
the 2011/12 financial year. The actual budget allocation for 2011/12 indicates that only 31% 
of the required funds will be available, thus leaving a funding shortfall of 69%. Note however 
that these figures are inclusive of IPTS projects and operations which are funded by National 
Government. 
 
Funding from Government sources is usually granted for the implementation of specific 
deliverables and funding applications must be accompanied by motivations and Business 
Plans in which priorities, programmes and outcomes are specified. This format of application 
has not, in the past, been followed in the case of the Comprehensive Integrated Transport 
Plan, particularly in the case of funding allocations by the Province for the maintenance and 
improvement of Proclaimed Main Roads, for example. A recent precedent that has been set 
is the signing of a Service Level Agreement between the Department of Roads and Public 
Works and the NMBM for the funding and construction of Addo Road (Main Road 450). 
 
A further complication is that while funding is allocated by the Department of Transport on a 
multi year basis (subject to annual review) and is Gazetted in terms of the Division of 
Revenue Act, funding from Provincial sources for implementation of projects contained in the 
CITP, while indicative figures are available on a multi year basis, is only made known on an 
annual basis.  
 
Municipal budgets are prepared on a three year cycle, enabling multi year budgeting, subject 
to annual ceilings. The Municipal budget is often prepared on the assumption that 
applications for external funding will be successful. This ties up Municipal funds on the 
expectation of matching subsidies, and when these are not received, budget adjustments are 
required in order to divert or consolidate Municipal funds to other projects, often too late to 
effectively utilise these funds before the end of the financial year. 
 
In terms of a funding strategy the following is proposed: 
 

a) Project budgeting be carried out on a three year budget cycle basis to enable 
proper project programming and to effectively utilise available funding, on the 
basis that budgets are indicative and are subject to annual review and 
approval. 

 
b) Due to the importance of integrated planning, a specific Business Plan should 

be submitted to National Treasury to address the transport planning process of 
the Comprehensive Integrated Transport Plan, in terms of national 
requirements, including supporting planning such as the preparation of 
management systems. 

 
c) The funding for maintenance projects be provided in terms of a Roads and 

Bridge Management System to be prepared and updated every three years in 
consultation with and subject to the approval of the NMBM and the Department 
of Roads and Public Works. 

 
d) Funding applications be submitted for individual projects in terms of a 

structured Business Plan that will clearly define responsibilities, deliverables 
and budgetary requirements. The approval of such Business Plans should be 
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followed by entering into a Service Level Agreement between the funding 
parties that will define funding contributions, time frames, implementation 
responsibilities and deliverables. 

 
e) Alternative funding sources be investigated as detailed in the following section. 

11.2.5.2 FUTURE FUNDING FOR TRANSPORT AUTHORITIES 
The NMBM is currently in the process of investigating the possible establishment of a 
Transport Authority or a Municipal Service Entity to undertake the transport functions in 
terms of section 11(1)(c) of the National Land Transport Act, 2009 (NLTA). Section 27(1) of 
the NLTA provides for the establishment of a Municipal Land Transport Fund (MLTF) which 
must be used to defray the cost of the functions to be carried out. The following moneys shall 
be paid into this fund: 
 

 Money appropriated by the Minister; 
 Money appropriated by the MEC; 
 User charges collected in terms of section 28 of the fund; 
 Interest on invested cash balances. 

 
Section 28 of the NLTA provides for a municipality to impose user charges (levies) and to 
pay the income into the MLTF. The user charges in terms of the NLTA can be raised on: 
 

 Specified classes of motor vehicles entering specified portions of the municipal area 
at specified times; 

 Land, buildings or other developments that generate the movement of passengers; 
 The parking of motor vehicles in a building or on land in specified portions of the 

municipal area; 
 Parking spaces for, or the use of ranks, stops and terminals by motor vehicles. 

 
In 1998 the Metropolitan Transport Advisory Board resolved that, subject to the approval of 
the Nelson Mandela Bay Municipality, a levy be implemented on all vehicles licensed in the 
Nelson Mandela Bay Municipal area. This resolution was preceded by a detailed 
investigation that covered the following aspects: 
 

 The amount of the levy and the potential income that could be generated 
 The likely economic impact 
 The phasing in of the levy 
 The method of collection of the levy 
 Public participation and the views of the business community. 

 
This levy has not been implemented to date mainly due to difficulties that arose in the 
method of collection of the levy and the lack of enabling legislation (the old Urban Transport 
Act, 1977 was being reviewed at the time). In light of the current situation in respect of 
funding of transportation systems and infrastructure, it is proposed that the implementation of 
the levy should be further investigated for implementation.  
 
A Transport Development Levy on new land developments is already being imposed by the 
Nelson Mandela Bay Municipality and in terms of the NLTA, the income generated from this 
source must be paid into the MLTF. A review of the TDL system is currently in the final 
stages. 
 
The allocation of funding from the national levy imposed on fuel sales to the improvement of 
the transport system has been proposed by several of the main Metropolitan Municipalities, 
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primarily the City of Cape Town. The income from this levy is administered by national 
Treasury as a part of the fiscus. This revenue is raised directly from user charges on motor 
vehicles that in turn use the transport network. It is therefore argued that the maintenance 
and construction of the transport network should be funded from this source. The Nelson 
Mandela Bay Municipality receives funding from the State that is derived from the national 
fuel levy. It is therefore proposed that this funding be allocated to the provision and 
maintenance of the transport system and be paid into the MLTF. 

11.2.6 CONCLUSIONS 
It is concluded that: 
 

a) The NMBM has prepared a Comprehensive Integrated Transport Plan in terms 
of the National Land Transport Act, 2009. The CITP has been approved by the 
Council of the Nelson Mandela Bay Municipality and is to be submitted to the 
Provincial Government for approval. 

b) Provision has been made in the Comprehensive Integrated Transport Plan for 
the implementation of projects to a total value of R1,212,445,000 in the 2011/12 
Financial Year. (Note that this figure is inflated due to the state contribution for 
the implementation of the integrated public transport system.) 

11.2.7 RECOMMENDATIONS 
It is recommended that to fund the proposed Capital Budget, funding be sourced from the 
Nelson Mandela Bay Municipality, Department of Transport, Department of Roads and Public 
Works, Provincial Department of Transport and State Treasury in terms of the Funding 
Strategy and that: 
 

a) Project budgeting be carried out on a three year budget cycle basis to enable 
proper project programming and to effectively utilise available funding, on the 
basis that budgets are indicative and are subject to annual review and 
approval. 

b) Due to the importance of integrated planning, a specific Business Plan should 
be submitted to National Treasury to address the transport planning process of 
the Comprehensive Integrated Transport Plan, in terms of national 
requirements, including supporting planning such as the preparation of 
management systems. 

c) The funding for maintenance projects be provided in terms of a Road and 
Bridge Management System to be prepared and updated every three years in 
consultation with and subject to the approval of the NMBM and the Department 
of Roads and Public Works. 

d) Funding applications be submitted for individual projects in terms of a 
structured Business Plan that will clearly define responsibilities, deliverables 
and budgetary requirements. The approval of such Business Plans should be 
followed by entering into a Service Level Agreement between the funding 
parties that will define funding contributions, time frames, implementation 
responsibilities and deliverables. 

e) Alternative sources of funding, including user charges on vehicles entering the 
municipal area in terms of section 28 of the National Land Transport Act, 2009 
and the reallocation of funding received from the State in respect of fuel levies 
be investigated. 

11.3 PRIORITISATION OF PROJECTS 
The Eastern Cape Provincial Government has prepared a Project Prioritisation procedure to 
be used to evaluate project submissions from the various District and Local Municipalities. 
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The procedure can be used to compare the priority of projects from the different areas on an 
equal basis. The procedure comprises an evaluation of each project based on certain 
criteria. While the merits of the prioritisation procedure are understood, several of the criteria 
are difficult to apply in a developed “Metropolitan” context and appear to be more applicable 
to a rural or local town context.  
 
The Nelson Mandela Bay Municipality has already set its priorities in terms of the draft 
2011/12 Capital Budget that has been prepared in terms of the Integrated Development Plan. 
Priorities have also been set in terms of the IPTS planning process and the Pavement and 
Bridge Management Systems. It would serve little purpose to prioritise projects based on 
other technical or “external” criteria when the budget has already been finalised. Should it be 
a requirement that each and every project must be evaluated, should the project require 
Provincial funding to be allocated to it, then an extensive data collection process will have to 
be undertaken. This cannot be achieved within the current timeframes and allocated budget, 
and has not been included as part of this CITP update. 
 
The Project Prioritisation procedure prepared by the Provincial Department of Transport 
comprises an evaluation of each project based on the criteria shown in the following table. 
 
Table 11-13 Provincial Project Evaluation Criteria 

CATEGORY CRITERIA

Infrastructure 
projects:  
Project evaluation 

Roads projects 

 Traffic Volumes – Roads 
 Road Condition/Project Type 
 Road Network Considerations 
 Social / Development Impact 

Bus and taxi facilities 

 Passenger Volumes 
 Facility Condition 
 Bus/Taxi Route Considerations 
 Development Impact 

Railway projects 

 Passenger and Freight Volumes 
 Rail Condition / Project Type 
 Rail Network Considerations 
 Social / Development Impact of Railway Line 

Harbours and ports 

 Shipping Movements per Day 
 Harbour Condition/Project Type 
 Shipping Network Considerations 
 Social / Development Impact of Port Project 

Airports projects 

 Flights per Day – Airports 
 Airport Condition/Project Type 
 Airport Network Considerations 
 Social / Development Impact of Airport Project 

Non-motorised transport 

 Number of Users of Non-Motorised Facilities 
 Facility Condition / Project Type – Non-

Motorised Transport 
 Network Considerations 
 Social / Development Impact 

 
The Social Development Impact of each project is based on a separate evaluation of criteria 
including: 
 

 Health Services 
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 Community Services 
 Agriculture 
 Commerce and Industry 
 Education 
 Cultural 
 Tourism 
 Population 

 

Finally each of the above criteria is evaluated on a points system and the final scoring per 
project is summarised and submitted along with other details of the project. 

11.4 BUDGET PER PROJECT AND PROGRAMME 
The full Capital Budget for the Nelson Mandela Bay Metropolitan Transport Area has been 
included in Appendix “A” attached hereto. The budget also indicates the proposed source 
of funding. 
 
Figure 11-1 indicates a selection of current budgeted and short term (5 years) future 
proposed projects included in the Capital Budget and Implementation Programme (Chapter 
7, Section 7.1.5) for the period 2011/12 to 2015/16. 
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Figure 11-1: Selected Capital Budget Projects 2011/12 – 2015/16 
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12 STAKEHOLDER CONSULTATION 
The transport needs of the various communities located within the NMBM area were 
determined through a public consultation process. Initially, public meetings were organised 
and scheduled with the assistance of the Community Liaison Officer (CLO) of the 
Infrastructure and Engineering Department in the 8 Ward Clusters of NMB. 
 
Unfortunately only two of these meetings were held by which time the NMBM Constituency 
Office requested the rescheduling of the meetings since the process of organising these 
meetings had not followed the correct Municipal procedures. These meetings were 
scheduled to resume in December 2010 but were subsequently cancelled by the 
Constituency Office due to the annual Council recess over the December festive season. No 
follow-up meetings were arranged in 2011 to continue the public consultation process. 
 
Fortunately, the recent update of the NMBM IDP provided an opportunity for stakeholders 
and the general public to raise concerns and needs with regards to transportation in the 
Metro. The CITP provides input into the transport component of the IDP and although not 
ideal, this is considered to have been an acceptable opportunity for the various communities 
of NMB to provide input, given the challenges faced with the initial public consultation 
process. A summary of this CITP will be included in the next update of the IDP. 
 
Additionally, various industries and authorities within NMB were also consulted to identify 
their transport related needs. The main stakeholders included the following: 
 
 NMBM 
 NMBM (Rail) - Roads & Stormwater Operations 
 NMBM Traffic Department 
 Industrial Highway Carriers (Abnormal Loads) 
 PERCCI Transport Task Team (Freight) 
 PRASA 
 
The feedback obtained form these stakeholders mainly relate to freight transport, road and 
rail infrastructure, and operational matters, and is therefore incorporated into the relevant 
chapters of this CITP accordingly. 
 
A survey form was prepared on which people could record their perspectives of transport in 
their local area, along with a data collection sheet on which possible transport projects could 
be listed. These forms were distributed to all Ward Councillors in the NMBM during October 
2010.  
 
The feedback received from various Wards is shown in the following tables. 
 
Table 12-1: Summary of Responses from Public Consultation Meetings 

WARD COMMENTS 

Cluster A 
(Ward 53 & 60) 

 The meeting was attended by the Councillor and the community 
structure. 

 Concerned that there was no one from the NMBM to introduce the 
process.  

 Requested the update of the ITP to be in line with the IDP process to 
avoid duplication. 

 The Councillor was unhappy with the fact that the Consultant 
appointed to prepare the CITP was arranging public meetings, stating 
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that this was not in line with Municipal procedures. 
 Requests for traffic calming measures along schools in the area were 

received. 
 Public transport that serves these areas to be made a priority, 

preferably an IPTS route that will serve the area. 
 Survey forms and project nomination forms were distributed but these 

were not received back. 
 A taxi rank is required in the area. 

Cluster B 
(Ward 40) 

 The meeting was attended by the Ward Councillor only and a request 
was made to postpone the meeting in order to include other 
stakeholders. No follow up meeting ever occurred. 

Cluster B 
(Ward 1 – 9) 

 The meeting was well attended by Ward Councillors. 
 A request was made for the removal of some bus stops in 

Summerstrand. 
 Items on the IDP should be part of the ITP. 
 Request for the Summerstrand Study to be made available to the 

Ward Councillor. 
 IPTS on Cape Road in the long term planning. 
 Survey forms were distributed and most of these were received back. 

The contents of these forms have been summarised in the following 
table. 
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Table 12-2: Ward Councillors Consultation Responses 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

WARD 
NO 

COUNCILLOR ROAD NO / NAME DESCRIPTION OF PROJECT / REQUIRED CORRECTIVE MEASURES 

5 Mr Davis Clevedon Road Traffic calming measure/see correspondence from May 2008 
  Various Roads Westbourne Road/Claredon Road - Access to Claredon Road 
  North End /Sydenham Increase the public transport serving this area 
  Various Roads Installation of traffic calming measures in various roads in Ward 5 
  Campbell Street Construct a traffic circle at the Lansdowne intersection 
  Stanley Street Parking space in front of shops 
  St Phillips Place a cul-de-sac 20m from cnr of Stanley and create a parking bay 
6 Retief Odendaal William Moffett Rehabilitation of William Moffett 
  Circular Drive Widening of Circular Drive 
  Glen Hurd Drive Upgrade Glen Hurd Drive 
  New Road Proposed new road Lorraine / Fairview Arterial 
7 Mr M C Roberts Norvic Drive Speed restriction measures on “S” bend in front of PERCCI building 
  Burt Drive Linking of Alexander Rd to 3rd Ave /  Burt Drive 
  Westview Drive Resurfacing – concrete roads to asphalt roads 
  Cape Road Resurfacing – Conyngham Rd to 1st Avenue Newton Park 
8 G Rautenbach Circular Drive Construct double lanes between Kragga Kamma and Carrington Road 
  Kabega Road Upgrading of Kabega Road between Kragga Kamma and Glenroy Drive 
  Kragga Kamma Road Extension of bus embayments 
  Off Kragga Kamma Tarring of vacant land to accommodate public transport 

  
Woodlands & 
Weybridge   

Resurfacing 

  Metz & Macon Rd Resurfacing 
  Various Roads Construction of bus embayments throughout Ward 8 
  Centenary Road Extend right turn lane at Circular Drive 
  Various Roads Installation of traffic calming measures in Ward 8 
13 Mr Hermaans Hartebees Street Traffic calming measures required  
  Ibex - Chamlos Stormwater drainage 
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WARD 
NO 

COUNCILLOR ROAD NO / NAME DESCRIPTION OF PROJECT / REQUIRED CORRECTIVE MEASURES 

  Pienaar Street Kerbing required 

51 PW Terblanche 
Cnr Aalwyn / Nemesia 
Rd 

To be investigated 

  Carinus Drive Accidents – S bend (needs to be investigated) 
  Cnr Mosel / North Str Traffic Regulator 
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APPENDIX A 

Five Year Capital Budget for the Nelson Mandela Metropolitan 

Transport Area. 

 


