
85 

Comprehensive Integrated Transport Plan: 2011/12                                  

5.1.1 BACKGROUND 
The existing PTV Transport Model was developed in 2003 and underwent minor updates in 
2004/2005 and 2006. In 2010/2011 the model underwent a comprehensive review and 
update in order to address road infrastructure planning and public transport provision for 
input into this CITP.  
 
The NMBM identified the following reasons for updating the current transport demand model: 
 
 The existing transport demand model for NMB was outdated. 
 Need for 12-hour and afternoon (PM) peak traffic Matrices. 
 Fulfil NDoT CITP Minimum Requirements. 
 
The most notable base year improvements are: 
 
 Updated base year land-use information for improved trip distribution. 
 Classified 12-hour cordon counts used to validate base year model. 
 Improved alignment with GIS data (NMBM GIS road layer). 
 Up to date SDF information utilised. 

5.1.2 DATA COLLECTION AND DATA MANAGEMENT 
The transport model is dependent on the comprehensiveness, quality and applicability of the 
relevant data. The following data was collected for the base year (2010): 
 
 Traffic Data - 2007 Census Data; NMBM Traffic Counts; Cordon Counts; Travel Time 

Surveys.  
 Network Data - NMBM GIS Centreline; Network Attributes; IPTS; Coega IDZ network. 
 Population Data - NMBM SDF; 2007 Demographic Update Study. 
 Land Use Data - Property Valuation Records; Land Use Surveys; Discussions with 

NMBM representatives. 
 Educational Institutions - National Department of Education; Surveys to confirm Data. 
 
For modelling purposes all population and land use data, e.g. educational facilities, needed 
to be allocated to various traffic zones, as shown in Figure 5-1. The valuation data sourced 
from the NMBM was used as a basis to determine the number of residential units per traffic 
zone by following these steps: 
 
 Identify residential properties. 
 Determine number of residential units per traffic zone. 
 Convert residential units to population. 
 
The following data was collected for the future scenarios (2016, 2021 and 2031): 
 
 Land Use Data – NMBM SDF 2009; LSDF’s; Coega IDZ Transportation Plan 2007. 
 Population Data - NMBM SDF 2009; LSDF’s. 
 Network Data – Additional links as per SDF, LSDF and Coega IDZ Transportation Plan; 

Long Term Road Network from the previous NMBM CITP; Environmentally Sensitive 
Areas. 
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Figure 5-1: Traffic Zones (Source: Transport Model Update) 

 

5.1.3 MODEL NETWORK 
A network model representing the transport system must describe the spatial and temporal 
structure of the transport supply. For this reason, the network model consists of several 
network objects which contain relevant data about the link network. The most important 
network object types are zones, nodes, links, turns and connectors. The following figure 
shows the NMBM network classified according to model link types. 
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Figure 5-2: Model Network for NMBM (Source: Transport Model Update) 

 

5.1.4 MATRIX DEVELOPMENT 
Traffic demand matrices can only be determined partially by surveys. For this reason, 
mathematical models are used to model the real demand ratios, which calculate traffic flows 
between planning area zones on the basis of the population structure and behaviour data, 
the spatial utilisation structures and the transport system.  
   
PTV VISUM is used for the model update.  VISUM is a program for computer-aided transport 
planning which serves to analyse and plan a transportation system. VISUM supports 
planners to develop measures and determines the impact of these measures. 
 
The demand matrices in the existing NMBM model were developed in VISUM.  In VISUM 10 
and onwards it is possible to run the entire model from trip generation to assignment and 
analysis in one programme. VISUM 11 allows the development of Tour-based demand 
models which is similar to the activity based modelling in VISUM. 
 
The Tour-based demand model is a disaggregated, behaviour-oriented demand model which 
allows the planner to include all kinds of data relating to socio-demography and traffic policy 
issues. VISUM calculates three logical work units namely: 
 
 Trip Generation - The conversion of land use and population data into person trips that 

start and end within each traffic zone.  
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 Trip Distribution - The origin-destination pattern of travel is determined. 
 Modal Split – The allocation of the total person trips to the different modes of transport. 
 
These three logical units are not processed separately in succession, but are interlocked. 
Especially steps 2 and 3, Trip distribution and Mode choice are carried out simultaneous in a 
single procedure. In all three work units two important concepts have been implemented: 
calculation on the basis of groups with homogeneous behaviour and activity chains. 
 
The matrix development is followed by assignment to the model network and model 
validation. Many of the parameters used in VISUM were used in the latest model update 
since it was assumed that the travel characteristics (in terms trip generation, destination 
choice and mode choice) of individuals would not have changed significantly since 2006.  

5.1.5 BASE YEAR RESULTS 
The base year trip matrices, as described in the preceding section, were assigned to the 
base year network and the assigned traffic volumes are shown in the following figure. 
 
Figure 5-3: Base Year (2010) AM Peak Hour Traffic Volumes (Source: Transport Model Update) 
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The road network was evaluated in terms of operating conditions. The network operating 
conditions were assessed in terms of Level of Service (LOS).  The measure used to provide 
an estimate LOS was V/C (volume / capacity ratio). During evaluation, required road 
upgrades were identified to relieve congestion. The matrices were then assigned to the base 
year network with the identified road upgrades for comparison purposes, as can be seen in 
the following table. 
 
Table 5-1: Primary Road Network Performance Indicators (Source: Transport Model Update) 

Year 2010  2010 

Road Network  

Network  2010  2 010 with upgrades  

Network Length (km)  2,245  2,392  

Network Statistics (AM Peak hour)  

Total Vehicle Hours  20,185  15,477 

Total Vehicle  
kilometres  

699,013  684,693  

Ave Speed (km/hr)  35  44  

Ave Travel Time (min)  14min46sec  11min19sec  

Lane-km’s at LOS (AM peak hour)  

A &B  2,623  2,882  

C  26  33  

D 33  13  

E 24  7  

F  7  3  

Total  2,713* 2,938* 

* Total length of road network analysed by VISUM Transport model (2010). 
 
Chapter 7 (Section 7.1.3) contains further details regarding the road network’s base year 
performance indicators and the improvements required to relieve traffic congestion. 

5.1.6 FUTURE SCENARIO RESULTS 
Once the model was developed and calibrated for the current situation (or Base Year), it was 
used to predict future travel behaviour within NMBM. The model takes the following into 
account:  
 
 Population growth and the distribution of the increase in population  
 Future land use development 
 
In principle the trip generation, trip distribution and modal split steps were performed in a 
similar manner to the Base Year Matrix development. 
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The results for the new target years differ from the previous model’s results for future 
scenarios, which is to be expected. The most notable changes with regard to future input 
data from the previous model are: 
 
 Lower population projections. 
 Updated land use projections. 
 
The target year trip matrices for 2016, 2021 and 2031 were assigned to the following network 
scenarios: 
 
 2010 network with identified road upgrades implemented. 
 Required Long Term Road Network with IPTS (Phase 2) in operation. 
 Required Long Term Road Network without IPTS (Phase 2) in operation, i.e. the IPTS 

lanes are constructed but the system is not operational. 
 Required Long Term Road Network with IPTS (Phase 2) in operation but excluding 

environmentally sensitive road proposals. 
 Fully developed Long Term Road Network with IPTS (Phase 2) in operation. 
 
Figure 5-4: 2016 Operating conditions on fully developed Long Term Road Network with IPTS 
(Phase 2) in operation (Source: Transport Model Update) 
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The fully developed Long Term Road Network will not experience congestion problems, 
other than the short sections on Main and Heugh Roads. 
 
Figure 5-5: 2021 Operating conditions on fully developed Long Term Road Network with IPTS 
(Phase 2) in operation (Source: Transport Model Update) 

 
 
The fully developed Long Term Road Network will not experience congestion problems, 
other than the short sections on Main and Heugh Roads and the Cotswold Interchange. 
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Figure 5-6: 2031 Operating conditions on fully developed Long Term Road Network 
with IPTS (Phase 2) in operation (Source: Transport Model Update) 

 
 
The fully developed Long Term Road Network will not experience congestion problems, 
other than the short sections on Main and Heugh Roads and freeway interchanges. 

5.1.7 REQUIRED ROAD NETWORKS 
The evaluation of alternative road networks to provide access and connectivity, as well as 
solutions to the traffic congestion problems, resulted in the identification of short, medium 
and long term road infrastructure requirements. These road improvements are above and 
beyond the require network improvements for the base year.  
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Table 5-2: Roads Required for Access and Connectivity (Source: Transport Model Update) 

PRIORITY 
REFERENCE 

NUMBER 
PROJECT 

Short Term 
Road 
Improvements   
(5 years)  

S1 Kwanobuhle Southern Arterial Phase 1 and 2 

S2 Stanford Road Extension to Bloemendal Arterial 

S3 
Bloemendal Arterial from Stanford to Old PE-Uitenhage 
Road 

S4 
Tyinira Street Construction (Bluewater Bay to 
Motherwell Town Centre) 

S5 
Construct Link Road from Grahamstown Road to 
Kwazakhele 

S6 Restitution Avenue (Glen Hurd Drive) 

S7 Van der Stel Street Extension 

Medium Term 
Road 
Improvements 
(10 years)  

M1 Kwanobuhle Southern Arterial Phase 3 

M2 Stanford Road Extension to Algoa Road, Uitenhage  

M3 Realignment of MR 448 

M4 
Construct Diaz Road Arterial between Diaz Road and 
Redhouse Chelsea Arterial  

M5 
New ramps and CD roads at N2, Rowallan Park / 
Sherwood 

Long Term 
Road 
Improvements 
(20 years) 

L1 
Construct link road between Union Avenue and the 
MR460 

L2 Green Street Ramps 

 
Table 5-3: Roads for additional capacity and IPTS (Source: Transport Model Update) 

PRIORITY 
REFERENC
E NUMBER 

PROJECT 

Short Term  
Road 
Improvements    
(5 years)  

S8 Extend Bramlin Street from Malabar to Uitenhage Road 

S9 
Construct additional lane for IPTS on Standford Road 
(Cotterell Street to Cleary Park)  

S10 
Construct additional lane for IPTS on Njoli Road 
(Ntshekisa Road to Daku Road)  

S11 Construct additional lane for IPTS on Daku Road  

S12 
Construct additional lane for IPTS on Dibanisa Road 
2nd Carriageway Phase 1 (Nzunga Street to 
Brickworks)  

S13 
Construct additional lane for IPTS on Ntshekisa Road 
(Ferguson Road to Njoli Road)  

S14 
Construct additional lane for IPTS on Sheya Khulati 
Drive / Ferguson Road (Kempston Road to Ntshekisa 
Road)  

S15 
Construct additional lane for IPTS on Langenhoven 
Drive (Harrower Road to Cape Road)
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S16 
Construct Glendore Road from Circular Drive to 
Buffelsfontein Road  

Medium Term 
Road 
Improvements  
(10 years) 

M6 Upgrade Cotswold Interchange  

M7 Extend William Road through Cotswold to Cape Road 

M8 Walker Drive Extension to Cape Road  

Long Term 
Road 
Improvements 
(20 years) 

L3 
Construct Additional lane for IPTS on Koyana Street up 
to Ralo Street 

L4 
Construct Additional lane for IPTS on Dibanisa from 
Nzunga to Khazimla  

L5 Upgrade Addo Interchange 

L6 Upgrade Creek Interchange 

L7 Construct Additional lane for IPTS on Beach Road 

L8 
Construct Additional lane for IPTS on Heugh Road / 
Walmer Boulevard  

L9 Construct Additional lane for IPTS on 10th Avenue 

L10 Construct Additional lane for IPTS on Main Road 

L11 
Construct Additional lane for IPTS on Buffelsfontein 
Road 

L12 
Construct Additional lane for IPTS on William Moffett 
from Buffelsfontein to Main Road 

L13 Construct Additional lane for IPTS on Cape Road 
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Figure 5-7: Short Term Road Improvements (5 years) (Source: Transport Model 
Update) 
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Figure 5-8: Medium Term Road Improvements (10 years) (Source: Transport Model Update) 
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Figure 5-9: Long Term Road Improvements (20 years) (Source: Transport Model Update) 

 
 
The required network proposed shown above differs from the proposals in the NMMM 
Integrated Transport Plan 2005 – 2010. This is to be expected since the input data for future 
scenarios changed significantly due to the availability of existing data for 2010 and detail 
input available from the new SDF as well as LSDF’s within NMBM.  The following table 
highlights significant changes from the NMMM Integrated Transport Plan 2005 – 2010. 
 
Current proposals that were not previously included are included in this document because: 
 
 Capacity problems in the specific area. 
 Future access and connectivity requirements. 
 IPTS lanes. 
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Table 5-4: Notable changes from the NMMM Integrated Transport Plan 2005 – 2010 ITP (Source: Transport Model Update) 

No.  PROJECT CHANGE REASON FOR CHANGE 

1 
Motherwell Southern Bypass from MR460 to 
Dibanisa Road 

Not part of new 
proposals 

Population projections used in the 2004 model, 
developed for the NMBM Integrated Transport Plan 2005 
– 2010 ITP included significant residential development 
to the West and North West of Motherwell (projected 
2020 population of around 80,000 persons).  This area 
generated high traffic volumes that were attracted to 
areas with high existing and projected employment 
opportunities such as the CBD, Uitenhage and the 
Coega IDZ. 
 
Current planning does not make provision for this large-
scale development in this particular area at the rate 
initially envisaged and therefore these roads are not 
required until 2031. 

2 
Realign MR460 to 4 lanes from Tyinira Street to 
MR435 

3 
Extend second carriageway of MR460 (TR63 - 
MR461)  

4 
Second carriageway Algoa Road (MR448 - 
MR458) 

5 
Widen the N2 between Kragga Kamma Road and 
Creek Interchange to 6 lanes  

Not part of new 
proposals 

The Diaz Road Arterial provides additional capacity for 
East-West movements. 
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5.2 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. 
 
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 
 
Chapter 12 (Stakeholder Consultation) provides further details with regards to the 
stakeholder consultation process and feedback received. 
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6 PUBLIC TRANSPORT OPERATIONAL STRATEGY 

6.1 THE PUBLIC TRANSPORT STRATEGY AND ACTION PLAN 
The Minister of Transport announced a National Public Transport Strategy in 2007 to 
transform the existing basic commuter operations by upgrading transport modal interchanges 
and by providing integrated rapid public transport networks. The transformation would 
include the following, as stated in the Public Transport Strategy and Action Plan (PTSAP): 
 
 Upgraded modal fleet, facilities, stops and stations; 
 Extended hours of operation to 16 to 24 hours; 
 Operating peak frequencies of 5 to 10 minutes, off-peak frequencies of between 10 to 30 

minutes and hourly night services; 
 Provision of a transport network so that 85% of all residents in urban areas are within 1 

km of a rapid public transport network by 2020. 
 Safe and secure operation monitoring from Intelligent Transport Control Centres; 
 Electronic fare integration and single ticketing when making transfers; 
 Integrated feeder services including walking, cycling and taxi networks; 
 Integration with metered taxi services and long distance intercity services; and 
 A car competitive public transport option which will enable the introduction of managed 

peak period restricted car use. 
 
The implementation of the Strategy has two thrusts, which are: Accelerated Modal 
Upgrading, and Integrated Public Transport Systems (IPTS).  Modal Upgrading focuses on 
the 3 – 7 year transitional period with regard to improving the quality of the public transport 
fleet and its current operations.  IPTS focuses on the 4 – 20 year period and aims to 
implement high quality route networks. The implementation strategy is to upgrade both 
commuter rail services and bus and minibus services to Rapid Rail and Road Rapid Transit 
levels of quality in all major cities. 
 
The DOT has developed an Action Plan for the Strategy, with a focus on implementing 
Phase 1 of the Integrated Rapid Public Transport Network Projects in 12 cities and 6 districts 
during the years 2007 to 2010.  Also included in the Action Plan is the phasing in of an 
Authority controlled network of integrated, high quality public transport services that are car 
competitive.  This requires the concurrent implementation of three critical activities by each of 
the selected cities and district municipalities, as follows: 
 
 A network Operational Plan which includes integrating the road based and non-

motorised systems with the rail priority corridors (if relevant),  
 The development of a Business Plan which must include negotiations with existing 

operators and labour (especially the minibus sector) for both road based and PRASA 
priority corridors. 

 The establishment of a Transport Authority with the capacity to manage the network in 
terms of performance contracts with fare revenues accruing to the authority (road based 
system) and managing performance agreements with PRASA for the rail priority corridors 
in particular. 

 
The NMBM has over a number of years worked toward achieving the goals of the PTSAP as 
outlined above and has prepared a Public Transport Plan, the details of which are outlined 
below. The following steps have been identified to meet the goals of the PTSAP and the 
PTP: 
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a) By End 2011 – Catalytic Projects 
It is intended that contracts with the operators be concluded by the end of 2011 with 
operations to commence in 2012. These contracts will dictate, amongst others, the level of 
service and types of vehicle that will need to be provided by the operators.  It is intended that 
five (5) contracts will be concluded with the Primary Co-operatives and five (5) additional 
contracts with the Algoa Bus Company.  The contracts will be based on the geographical 
areas within the city. 
 
The services to be provided by the operators will be co-ordinated between and on routes so 
as to provide an integrated system to the commuters while eliminating on road competition. 
 
The services will be significantly upgraded to be formal, scheduled and well managed with 
significant modal upgrading of the existing fleets of vehicles. 
 
The NMBM will establish an entity that will be responsible for the regulation, monitoring, 
marketing and management of the system and its facilities.  This entity will also implement 
and manage an integrated electronic fare collection system. 
 
b) Key issues to be achieved in this period are the following: 
 All public transport to be operated under contract to the NMBM. 
 Taxi and bus services operated by professional management. 
 Taxi vehicle numbers reduced and recap compliant. 
 Drivers under formal employment conditions. 
 New articulated buses operated by the taxi co-operatives. 
 10km rapid transit lanes used by buses and minibuses. 
 An administration agency established. 
 
c) 2011 to 2014 – Basic Network 
During this period the services provided under contract will be rationalised to deliver 
optimally efficient services using the appropriate mix of vehicles.  All new vehicles introduced 
will be universally accessible to all persons. 
 
The construction of rapid transit lanes will be gradually extended and priority measures for 
rapid transit vehicles will be introduced on all routes which have dedicated lanes. 
 
d) 2014 – 2022 – Sustainable and Accessible Network 
This period will see the consolidation of the system into the intended end state.  Rapid transit 
services will be operated on all viable corridors and the fleet will be at its optimal level to 
provide the full efficiency that can be achieved. 
 
The system will become financially sustainable, depending on passenger growth and fare 
revenue. 
 
Operators may, during this period, consider joint operating entities that may further increase 
the financial sustainability of the system. 

6.2 INTEGRATED PUBLIC TRANSPORT SYSTEM (IPTS) 

6.2.1 INTRODUCTION 
In 2004, the Nelson Mandela Bay Municipality (NMBM) started a process of preparing a 
Public Transport Plan (PTP), as a component of a Comprehensive Integrated Transport Plan 
(CITP), for its area of jurisdiction, as required by national legislation. The preparation of the 
PTP was overseen by a Steering Committee on which role-players such as the NMBM, DRT, 
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DOT, Public Transport Operators etc were represented. The PTP was completed in 2006 
and includes a proposed long-term strategy for the public transport system in the NMBM and 
a proposed phased implementation plan, which is integrated with the CITP to provide a 
comprehensive multi-modal solution for the future transport needs of the metropolitan area. 
 
The PTP reviewed the status of bus, taxi and train services in the NMBM and analysed future 
scenarios. The plan determined a Long Term Strategy for the public transport system, a 
Short Term Implementation Plan and a Funding Plan. The Long Term Strategy is based on 
the NMBM’s 2020 vision, taking into account national and provincial transport policies. 
 
The PTP of the NMBM presents a long-term strategy for developing a preferred public 
transport system with the following goals and objectives: 
 

“To provide an efficient, safe, affordable, sustainable and accessible 
multi-modal public transport system which supports social and 
economic development to ensure optimal mobility and improved 
quality of life for the residents and users of the transport system in the 
metropolitan area”. 

 
One of the main means to achieve these objectives is to provide effective all day public 
transport services along defined development corridors. This creates a system of interaction 
where land use and transport systems support each other in a way that stimulates the use of 
public transport and improves accessibility to work, commerce and social services.  It is 
further in line with the national policy on corridor development, focusing on high density, 
mixed land use catering for maximum use of public transport when travelling. 
 
The strategies for developing the public transport system within the NMBM are based on a 
number of important principles.  These principles encapsulate many of the intentions laid out 
in the NLTTA for public transport in the long term.  These principles are: 
 
 Customer oriented transport system 
 Integrated transport system 
 Densification of transport corridors 
 Contracts for public transport services operation 
 Phased introduction in co-operation with the industry 
 Regulatory framework supporting public transport 
 
The Public Transport Plan and the Public Transport Operational Plan (which was prepared in 
2008) forms an integral part of the Comprehensive Integrated Transport Plan. The main 
elements of these Plans are summarised in the following sections. 

6.2.2 PUBLIC TRANSPORT STRATEGIC PLAN 
The long-term development proposal for the public transport system is based on the results 
from an analysis of several possible scenarios.  The conclusions from the scenario analysis 
are that an integrated public transport system with scheduled services, based on trunk bus 
routes with complementary feeder and main route systems will, in the next 10 years, best 
serve the communities of NMBM.  The public transport system will have the “extended” 
Khulani Corridor (Motherwell – Njoli – Korsten – CBD – Greenacres - Cleary Park) as the 
back bone onto which the other services will be built. 
 
The long-term public transport system will be characterised by some important qualities.  The 
system will consist of integrated and regulated public transport which will be modern and 
attractive, offering seamless travelling with through-ticketing on contracted scheduled 



103 

Comprehensive Integrated Transport Plan: 2011/12                                 

services.  The public transport corridors will encourage high density development through 
quality, high frequency, scheduled, public transport services which, in turn, will attract more 
people to use the public transport system. 
 
A trunk bus network will be developed in the defined public transport corridors. Certain of 
these routes will have dedicated median bus lanes and will be operated on Integrated Rapid 
Public Transport Network (IPTS) principles with modern, articulated buses.  These will cater 
for people with special needs, such as persons in wheelchairs and the system will aid 
general mobility by incorporating the concept of universal accessibility.  The trunk routes will 
be supplemented by express, main, feeder and special services with an extensive network 
operated by normal buses, minibuses, and midi-buses.  It is also intended that a number of 
these vehicles will be adapted to provide facilities for special needs passengers. 
 
The trunk bus and feeder operations will integrate at attractive interchanges where 
passenger transfers can be made in a safe and secure environment.  The interchanges will 
also be important nodes of commercial attraction and will be located close to suburban 
business activities and in the city centre.  These interchanges will stimulate further economic 
development in their immediate surrounds 
 
An expanded railway system will not attract enough passengers in the next 10 years to justify 
the large investments required. The existing commuter rail service between Uitenhage and 
Port Elizabeth will be retained and supported by feeder services at Uitenhage, De Mist, 
Despatch, Swartkops and New Brighton stations.   
 
In the National Rail Plan, the PRASA has indicated that in 3 to 5 years the Motherwell 
commuter rail extension could be constructed and therefore, the reserve for the railway 
alignment should be kept. An extended railway service will not be justified before 2015, 
except for a possible extension into Motherwell. The Rail Plan identified a number of 
corridors that will form the basis of the long term rail network. These include the Motherwell 
Corridor, the northern Motherwell / Uitenhage link, the Kwazakhele Corridor and the 
Standford Corridor. These corridors are indicated in section 6.6. 

6.2.3 PUBLIC TRANSPORT IMPLEMENTATION PLAN 
An integrated and modern public transport system throughout the NMBM area will be 
implemented in stages.  The implementation will be dependent on the reform of the current 
public transport system as well as funding for investment in public transport infrastructure 
and subsidies for the operation of the system.   
 
The reality of a limited local budget guided the initial views on the characteristics of the 
proposed new system.  It was accepted that about half of the current bus fleet of 400 
vehicles consisting of regular rigid body buses in good condition would have to be used and 
only a limited number of modern buses could initially be introduced into the system.  
Furthermore, limited funding requires cost effective designs as far as the construction of 
dedicated bus lanes are concerned.  Median bus lanes are therefore initially considered only 
in high congestion areas close to the city centre.  Along other sections, where buses in the 
interim will run in mixed traffic, bus prioritisation will be provided at traffic signals for reduced 
running time and reliable performance of the system. 
 
After extensive discussion and evaluation concerning whether to have central or split stations 
in the median IPTS lanes and whether to have high floor or low floor buses, it was finally 
decided to opt for low floor buses with doors on both sides.  This will enable these buses to 
stop at the central platforms in the median lanes as well as at the kerbside on sections of the 
trunk routes which are too narrow for median lane construction or for high platform 
construction on the kerbside. 
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The implementation planning for a scheduled public transport service is currently being 
undertaken in consultation with all stakeholders.  The NMBM area has been divided into five 
contract areas based on current operations.  Services in each area will form the basis of an 
operating contract for the provision of the new scheduled services in that area.  Operators, 
including the existing minibus taxi operators and Algoa Bus Company, wishing to operate in 
the new public transport system are being encouraged to establish formal, legal, entities with 
which the Eastern Cape Department of Transport, or a duly established Transport Authority, 
can conclude the contractual agreements.  In order to empower the current minibus 
operators to formalise their business, and to guarantee their participation, a negotiated 
contract is preferred to an open tender process.  If these negotiations do not result in 
acceptable agreements, within the stipulated timeframe, an open tender process will be 
followed. 
 
The contracts will incorporate a mechanism to recapitalise the minibus fleet, in accordance 
with the national government’s Taxi Recapitalisation Project, in a phased manner, for use in 
providing the new services.  Vehicles that are identified as unlicensed will be withdrawn from 
operation by enforcement actions. 
 
Throughout the duration of public transport contracts the operations must be monitored with 
regard to the service delivered and the patronage.  This is necessary to ensure that the 
entities operate according to the contract conditions and to protect the contracted operators 
from illegal operations.  A process will be implemented whereby the compliance of operators 
with the conditions of their operating licenses will be checked on an ongoing basis. 
 
Various Intelligent Transport Systems (ITS) projects will be implemented that will include 
integrated ticketing and revenue collection, public transport prioritised traffic control, security 
camera system monitoring of all major facilities, control room and electronic passenger 
information. 

6.2.4 INTEGRATED NETWORK DESIGN 
The integrated public transport network, shown in Figure 6-1 consists of Integrated Rapid 
Public Transport Network (IPTS) routes, Express Bus lines and other Main Bus lines 
supported by Local Feeder Services.  
 
a) IPTS Routes 
The IPTS-routes along the “extended Khulani Corridor” form the backbone of the system.  
This system of IPTS-routes runs predominantly through previously disadvantaged areas 
connecting Motherwell, Kwamagxaki and Cleary Park with Korsten, Greenacres and the 
Inner City CBD.  Three principal routes are identified for the first phase of implementation, as 
follows: 
 
 Motherwell – Njoli – Korsten – Greenacres 
 Kwamagxaki - Njoli – CBD 
 Cleary Park – Korsten – CBD 
 
This initial part of the ultimate network is well located also to serve the new 2010 Soccer 
World Cup Stadium, located within the triangle of roads forming the Inner City IPTS system. 
 
It is the intention of NMBM to eventually expand the “extended Khulani Corridor” into the 
ultimate metropolitan wide IPTS system, which will also include Uitenhage Road, Cape 
Road, Standford Road (north of Cleary Park) and Heugh Road/Buffelsfontein Road. 
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Figure 6-1 Integrated Bus Route Network 

 
 
b) Express Bus Routes 
In addition to the IPTS routes, Express bus services will be provided to reduce travel time 
where needed.  One example is from Motherwell to the CBD where travelling along the IPTS 
route via Njoli will take almost one hour compared to less than half an hour for the express 
route along the N2 freeway.  The Motherwell express services will also be linked to 
Greenacres/Newton Park joining the IPTS system along Kempston Road from the N2 
freeway.   
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Another express bus service will be provided from Uitenhage/Despatch to the PE CBD with a 
link to Greenacres/Newton Park.  This express service will run along the Uitenhage Main 
Road joining the IPTS system at Kempston Road and Govan Mbeki Avenue.   
 
Due to the limited road width available on most of the trunk routes it will not be possible to 
allow overtaking at stops within the IPTS section, therefore the express services must 
operate predominantly along separate alignments where possible.  In the common sections 
on the Inner City System, express services must stop at each stop.   
 
c) Main Bus Lines 
Main bus lines are defined to provide direct services between important destinations not 
covered by either the IPTS or express bus systems.  These are routes such as Motherwell to 
CBD via Deal Party, which is an important work destination.  Another main bus line connects 
Njoli Square and Cleary Park.  From Cleary Park a main bus line will provide services to 
Uitenhage. 
 
The Cape Road and Heugh Road routes will be operated by main bus lines in the first phase 
before the IPTS system is introduced along these routes.  The same applies to the route 
from the CBD to Summerstrand which will also be operated as a main bus line.   
 
d) Local Feeders 
Local feeder services will operate in the suburbs providing access to the trunk bus system 
but also allowing people to travel locally within the area.  This system of local feeders is the 
ultimate component of the integrated transport system allowing full service coverage of the 
entire city.  The objective is that all citizens should be within a walking distance to the nearest 
bus stop of not more than 400 meters. 
 
e) Other Services 
The integrated route network defined above forms the foundation of the system which will be 
operated to provide all day frequent scheduled services.  The system covers the entire city 
area allowing citizens to travel to any destination within the city even though transfers will be 
needed.  The calculations of vehicle fleet and operations take cognizance of the fact that the 
base system provides services for the total envisaged travel demand.  However, some of this 
travel demand may also be catered for by providing special services in the morning and 
afternoon peaks taking people to schools or larger working areas.  These kinds of services 
will be elaborated on in the detailed operational design that is currently being undertaken.  

6.2.5 CONTRACT DESIGN 
Through the implementation of the Public Transport Plan the NMBM intends to transform, 
formalise and integrate the current inadequate public transport system in NMBM into an 
efficient, reliable and safe public transport system.  It was decided that only contracted 
operators will be able to participate in this first contract period of the new Public Transport 
system and benefit from subsidies and the improved infrastructure that is being provided.   
 
In order to do this the NMBM will implement the integrated public transport system in co-
operation with current operators, i.e. Algoa Bus Company, PEPBOA and Minibus Taxi 
Operators.   
 
Contracts for public transport services are normally awarded on the basis of competitive 
tenders.  During transition periods, however, negotiated contracts may be awarded on the 
basis of negotiation with an incumbent operator. The city will be divided into five contract 
areas within which contracts will be awarded to entities mutually formed by the operators. 
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In order to empower current operators to sign operating contracts, the NMBM supports 
forming of mutually owned entity or entities.  This will facilitate converting current licenses 
and interim contracts into operating contracts for a defined period of time e.g. seven years.  
In terms of utilisation of assets the intention is to use the existing fleet of vehicles, i.e. regular 
buses and mini buses, as far as possible on main routes and local feeder routes, while new 
buses will be purchased and phased in for services along the IPTS routes. 

6.3 PUBLIC TRANSPORT BUSINESS PLAN 

6.3.1 LIAISON AND CONSULTATION 
Strong opposition to the PTP was encountered from the established taxi industry which was 
apprehensive about the implications of the change. This opposition reached a peak towards 
the end of 2008. The taxi industry in NMBM rejected its elected leadership and appointed in 
its place a Forum representative of the whole taxi industry in the city. 
 
Political intervention called for the establishment of an Integrated Public Transport System 
Steering Committee.  
 
The Steering Committee was duly established to oversee and manage the negotiations and 
the implementation of the Integrated Public Transport System (IPTS). The Steering 
Committee sat on a number of occasions during the period of protest to facilitate negotiations 
and agreements between the parties, which culminated in the signing of a Memorandum of 
Understanding in May 2010.  
 
This Steering Committee appointed a Technical Working Group in which technical issues 
were discussed and proposed.  Such proposals are then referred to the Steering Committee 
for ratification before they are formally adopted. 
 
In March 2009 the Forum produced its own Strategic Business Plan that proposed that the 
implementation of the Public Transport Strategy and Action Plan should be viewed as the 
opportunity to achieve the transformation of the present informal-sector taxi industry into a 
formal-sector business operating public transport services of all kinds under contract to the 
Municipality. In order to manage the process of change and deal with the apprehensions of 
existing taxi operators, there should be a period of transition with safeguards at each phase 
of the transition. The Forum insisted that the whole of the NMBM taxi industry should be 
included in the overall implementation plan rather than being dealt with on a route-by-route 
basis. It also considered that the operating entities should be cooperatives rather than 
companies. 
 
The Public Transport Plan Steering Committee approved this approach, with the addition that 
the position of the established bus operator, Algoa Bus Company (ABC), should also be 
safeguarded. ABC has made it clear that if it is to continue to provide public transport to 
residents of Nelson Mandela Bay then it will require its bus fleet to be recapitalised as part of 
the proposed negotiated contract including the transitional period demanded by the taxi 
industry. 
 
The period since then has been one of detailed consideration of the way in which the phased 
transitional process should be implemented, and of the costs which are implied.  The 
Steering Committee is of the view that by clearly identifying at the very outset the transitional 
and transformational elements and making plans to deal with them, it will avoid many of the 
problems of implementation being encountered elsewhere. 
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6.3.2 TRANSFORMATION OF THE TAXI INDUSTRY 
Five primary cooperatives were registered in September 2009, one for each of the groups of 
routes forming part of the Integrated Public Transport Network (IPTN). 
 
Early in 2010, these five cooperatives combined to register the Laph'umilanga Transport 
Service Secondary Cooperative Ltd, whose objective it would be to finalise negotiations with 
NMBM and to provide professional support to the primary cooperatives as they become 
operational. 
 
The Laph'umilanga Secondary Cooperative presented a Strategic Business Plan to the 
Nelson Mandela Bay Public Transport Steering Committee. The objectives of the business 
plan are to: 
 
 Assist the NMBM to implement its Integrated Public Transport System, an integral part of 

which will be a road rapid transit system 
 At the same time, to protect the rights of existing taxi owners, drivers and others engaged 

in the taxi industry." 
 
The concerns of the informal sector taxi operator can be summarised as being: 
 
 A fear that they are being asked to commit irrevocably to something that is outside the 

realm of their experience, and that they may lose out as a result of the proposed 
combined operations with experienced and subsidised formal sector bus companies; and 

 More basically, a concern that they might lose the income on which they have come to 
depend. 

 
The first of these concerns is addressed by a period of transition during which there will be a 
programme of transformation to take the taxi industry from the informal to the formal sectors 
of business, and which during its early stages includes a ‘fall-back’ position. The second is 
covered by government guarantees of “no loss of legitimate profit”’. 
 
The transition period is expected to take some three years, starting in 2010.  There will from 
the very start be improvements in standards of service and in efficiencies of operation.  Road 
rapid transit systems will be included where, as and when justified by demand. 
 
The result will be that by 2014 the whole of the NMBM area will be serviced by an optimally-
efficient Integrated Public Transport Network – the ‘Basic Network’ described in the Public 
Transport Strategy and Action Plan.  
 
It was accepted by the Public Transport Plan Steering Committee that the operating entities 
will be “Cooperatives” rather than companies.  This format is more acceptable to the taxi 
industry in the transformation phase. All existing members of the ten taxi associations will 
become members of the appropriate cooperative. 
 
It is proposed that there will be two preparatory phases for the transformation of the Taxi 
industry i.e. the “Negotiation” and “Start-up” phases. 
 
The initial negotiation phase will lead to the signing of contracts for operations. This will be 
followed by the start-up phase during which detailed implementation planning will be carried 
out with operations beginning thereafter, originally intended before the end of 2010. 
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There will be three operational phases as follows: 
 
a) Phase 1: Cooperative Management 
In this phase the cooperative takes over management of vehicles owned by members. The 
vehicles remain the property of the individual owner. This provides a 'fall-back position' for 
existing operators. If the initiative fails to deliver the promised benefits, they will have the 
assurance that they may return to their present position. 
 
b) Phase 2: Cooperative Ownership 
Individual ownership is phased out as vehicle finance repayments are completed. The 
cooperative acquires and owns: 
 
 The existing vehicles  
 New vehicles including buses. 
 
c) Phase 3 : The End-State 
Implementation of the full IPTS including road rapid transit. 
 
The step-by-step implementation programme may take up to five years. However, this five-
year period may be considerably shortened if the early stages go as planned, and particularly 
if government guarantees are honoured.   
 
The taxi industry places great reliance on the government guarantees of “no loss of 
legitimate profits or legitimate jobs”. 
 
Laph'umilanga considers that the profit guarantee must cover (a) the transitional period of 
some three years and (b) the 12-year period of the proposed negotiated contract. 
 
The amount of the guarantee is being negotiated within the Steering Committee and the DOT 
requires that the actual income and operating costs be independently verified. 
 
An option is for existing operators to be offered a lump sum in compensation rather than 
ongoing monthly payments - effectively, an exit package. 

6.3.3 IMPLICATIONS FOR THE ALGOA BUS COMPANY 
Algoa Bus Company (ABC) is a mass passenger transport company operating within the 
metropolitan boundaries of Nelson Mandela Bay, which is situated within the Eastern Cape 
Province of South Africa. This Company operates its services from five (5) operating centres 
of which three (4) are situated within Port Elizabeth and one (1) within Uitenhage.  The Head 
Office of this Company is located on one of these operating centres namely Perl Road 
Depot. The Algoa Bus Company is registered as a section 21 Company – i.e. “incorporated 
not for gain”.  
 
The entire shareholding of the Algoa Bus Company was transferred on behalf of the 
community to a newly created holding company named e’Zethu, meaning “OUR OWN”, 
which is registered under section 21 of the Companies Act – Not for Gain. 
 
It therefore follows that the entire community of the Port Elizabeth / Uitenhage metropolitan 
area have become the sole and absolute owners of the Algoa Bus Company. 
 
The mission of the Algoa Bus Company is “to provide reliable, affordable, safe & cost-
effective public passenger transport in the Nelson Mandela Bay Metropolitan area”. 
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The Directors and Management support the Department of Transport’s vision in respect of 
integrated public passenger transport systems and tendered services provided that any form 
of integration or tender is based on the principle of cost-efficiency and overall user benefit 
and not merely to meet private, or political aspirations at the ultimate cost of the tax payer or 
commuter. 
 
The Company plays an extremely important role in the community of Port Elizabeth and 
Uitenhage. Currently in excess of 400 000 passengers per week make use of the services 
provided and this number is steadily increasing. 
 
Algoa Bus Company is, with 400 buses, by far the largest single role player in the passenger 
transport market in the Eastern Cape.  It is also the only Company (apart from the limited rail 
service) to operate a scheduled service at fixed fares in accordance to a published timetable 
in the Nelson Mandela Bay Municipality. 
 
Algoa Bus Company currently provides secure and permanent work to 765 direct employees 
in a highly unionised and controlled industry and is an equal opportunity employer, which 
favours internal promotion and places a high priority on its human resources programme with 
future emphasis being directed towards communication, development and training, at all 
levels.   
 
The Algoa Bus Company operates within the Nelson Mandela Bay Metropolitan Area, which 
covers an area of approximately 1 000 square kilometres and has an estimated population of 
1 200 000. The Algoa Bus Company is the only major bus operator within this Metropole and 
has a route network of approximately 630 kilometres that covers basically thirty (30) suburbs 
and industrial areas. 
 
Services to the Port Elizabeth / Uitenhage areas are being rendered from the following five 
operating centres. 
 
Table 6-1: Bus Operating Centres 

OPERATING CENTRE NO. OF BUSES 

Perl Road Depot* 66 

Bay Depot* 116 

Maku Depot 97 

Dwesi Depot 87 

Uitenhage Depot 34 

Total 400 

* These operating centres are fully equipped with workshop facilities and office buildings.  
All operational information is however currently being processed on a central basis.  
Planning in terms of positioning this company in order to comply to tender / contract 
services are in progress which will enable individual operating centres to generate their 
own route information. 

 
This company also makes use of two Municipality owned transfer stations, i.e.: Market 
Square Bus Station and Bay Station.  
 
Approximately 50% of buses purchased from this Company’s predecessor namely PE 
Tramways are still in use.  These buses are high in age and require immediate replacement. 
This situation was further aggravated by the fact that no finances were available for 



111 

Comprehensive Integrated Transport Plan: 2011/12                                 

preventative maintenance programmes during the early years of the newly established 
company. 
 
Notwithstanding the high average age of the fleet, these vehicles additionally experienced an 
increase in this deterioration as a direct result of the lack in funding.  The fact that this 
Company is situated close to the ocean furthermore aggravated the deterioration process to 
such an extent that urgent attention will have to be given to improve the condition of vehicles 
in order to ensure the safety of the passengers conveyed.  
 
Further to the above, the deteriorated fleet would have been recapitalised with the 
introduction of the IPTS.  A delay in establishing the IPTS which was envisaged for early 
2009, and the subsequent further extension of the implementation to a date in future (three to 
five years from now) in order to accommodate the taxi industry will further aggravate this 
position. 
 
It can therefore be concluded from the above that major expenses over the short and 
medium term will have to be incurred in order to upgrade the condition of the fleet.  
Consequently most of the profits currently generated are utilised for this purpose. 
 
The objective of this Company is therefore to recapitalise 50% of the fleet, subject to the 
availability of funds, in order to improve services and safety standards.  Algoa Bus Company 
will need to recapitalise these older buses with buses suitable for application in the IPTS, (i.e. 
low floor/low entry, doors fitted to both right- and left-hand sides etc.) at an estimated cost of 
R2,5 million each rather than the R1,4 million for a standard commuter bus (prices are 
current and exclusive of VAT).  Algoa Bus Company therefore requests the DOT to obtain 
the necessary funds for the re-capitalisation (which will form part of a capital subsidy) of the 
company’s deteriorated fleet in line with the specifications for buses to be used in the IPTS 
described in the Interim / Negotiated contract for Algoa Bus Company. 
 
It is envisaged that ABC will need to install right-hand side doors on 206 of its existing buses 
so as to make them compatible with the IPTS requirements.  It is envisaged that this cost will 
be R8,4 Million as per current quotation.  Please note that there is only one supplier that can 
provide retrofit kits for the conversion of the typical Algoa Bus Company fleet. 
 
In order to continue rendering a safe, reliable and affordable bus passenger transport service 
to the communities of the Nelson Mandela Bay Metropole, it is absolutely essential that 
approximately 50% of the fleet of Algoa Bus Company needs to be recapitalised.  The cost 
for the purchase of 200 low-floor, low entry bogey buses at the current price of R2.47m per 
bus amounts to R494 million. 
 
In order to alleviate the pressure on the financial resources of government, it is suggested 
that the recapitalisation of the fleet be done over a period of three to five years to coincide 
with the “transitional period” for the implementation of the Integrated Public Transport System 
in Nelson Mandela Bay Metropole.  The recapitalisation of the Electronic Ticket Machines 
(ETMs) cannot be done over a period of time as the conversion to the modern ETMs has to 
be treated as a once-off project to ensure uniformity.  
 
It must further be noted that in order to comply with the requirements of the IPTS, it would be 
necessary to convert the 206 newest vehicles in the Algoa Bus Company to have doors on 
the left and the right hand side at a cost of approximately R8.4 million (Quotation: R40 515 
per bus). 
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6.4 PUBLIC TRANSPORT OPERATIONS AND FINANCE 

6.4.1 CURRENT SITUATION 
There are currently approximately 3 200 minibus taxis and 400 standard Algoa Bus 
Company buses providing commuter services on a daily basis in the NMBM area. The 
operators operate mostly on the same routes and in competition with each other as their 
fares are similar. 
 
The main differences between the existing taxi and bus operations are that the former do not 
provide a scheduled service and work on a cash basis. The bus operator on the other hand 
provides a scheduled service with a ticketing system based on prepaid passes, as well as 
cash fare payment. A further difference is that the Algoa Bus Company receives a subsidy 
from Government in terms of an Interim Contract (managed by the Provincial Department of 
Transport) for the scheduled services provided; whereas the taxi industry operates without 
Government subsidisation. 
 
In addition to the above operators, there are approximately 30 independently owned 
standard buses and coaches, belonging to private bus operators affiliated to the Port 
Elizabeth Private Bus Owners Association (PEPBOA).  These buses are used mainly for 
charter purposes and for hire by private organisations and schools. 
 
The NMBM has recently procured 24 new low-floor articulated buses with doors on both 
sides, which were used during the 2010 FIFA World Cup event in the city and will now be 
used for the Integrated Public Transport System (IPTS), once negotiated contracts have 
been agreed between the municipality and the operators. 
 
The problems associated with the current competitive situation where there is an oversupply 
of taxis, is that drivers drive fast and tend to overload vehicles to obtain sufficient fares from 
passengers to pay the daily income demanded by the taxi owner, as well as paying for fuel 
and having money left for themselves. 
 
The current public transport operations are also adversely affected by increasing traffic 
congestion on the roads leading into the city centre, resulting in vehicles moving more slowly 
and some drivers becoming aggressive and driving recklessly, which leads to collisions, 
injuries and fatalities. 

6.4.2 PROPOSED OPERATIONAL PLAN 
A draft Operational Plan for the Nelson Mandela Bay Municipality’s IPTS was developed in 
December 2008 and revised in December 2009 following intensive negotiations with the 
public transport operators. In terms of this plan the IPTS will consist of an integrated and 
regulated system of trunk and local distribution routes. The high volume trunk routes will 
have dedicated median public transport lanes that will be operated with multi-door, low floor, 
wheelchair accessible buses. These trunk route services will be supplemented by express, 
main, local and special services operated by normal buses, minibuses and midi-buses. The 
various services will integrate at modal interchanges which will also be commercial hubs. 
 
The key distinction between the 2008 and 2009 operational plans is that the dedicated 
median lanes will be utilised by buses and taxis to provide a scheduled service. The intention 
is to co-ordinate the use of buses and taxis, depending on the needs of the system (e.g. 
buses during peak times and minibuses during off peak times). 
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The rationale for this co-ordinated approach is as follows: 
 
 To provide a service that meets the current public transport requirements of the NMBM 

area, while at the same time being flexible enough to adapt to increasing commuter 
densities; 

 To utilise as many of the existing public transport industry’s compliant vehicles as 
possible during the transition period; and 

 To allow for the transformation of the taxi industry. 

6.4.3 VEHICLE FLEET COMPOSITION 
The 24 articulated buses purchased by NMBM will be operated by the Taxi co-operatives, 
and will replace the taxis that would have operated on the median lanes in peak hours. This 
is necessitated by the operational needs of the new system, which requires that articulated 
buses with wheelchair access operate on these lanes in both peak and off peak times. 
 
Since taxi owners will be compensated according to their current profits, it should be 
irrelevant to them whether their vehicles operate on the bus lanes. It must be stressed that 
the NMBM will be responsible for determining the operating schedule, as per the contract. 
 
The composition of the vehicle fleet will change during the initial transitional period until an 
optimally efficient fleet is obtained. There will be a decrease in the number of minibuses 
when compared to the current situation and midi-buses with wheelchair accessibility will be 
introduced on all the local routes.  The older regular buses will be replaced by wheelchair 
accessible bogey buses with doors on both sides, so that they can be used on the express 
routes as well as in the median lanes. 
 
The composition of the fleet required to provide the envisaged public transport service is 
likely to change as follows: 
 
Table 6-2: IPTS Vehicle Fleet Composition 

TYPE OF VEHICLE 
CURRENT 
SITUATION 

TRANSITIONAL 
PERIOD (YEAR 2) 

FULL IPTS (YEAR 5) 

Articulated buses 0 24 117 

Bogey buses 0 171 219 

Regular buses 407 190 111 

Midi-buses 0 138 284 

Mini-buses 3200* 1438 1118 

Total 3607 1961 1849 

 
The taxi industry has indicated that there are currently about 3 200 taxi’s operating in the 
NMBM area. This figure is currently being verified.  

6.4.4 TICKETING SYSTEM 
The pre-purchase of smart card tickets will be a requirement for all passengers using IPTS 
vehicles. This will eliminate the handling of cash by drivers and the issuing of tickets when 
passengers board a bus, which will speed up the operation of the system as a whole.  Smart 
cards or money value cards are electronic tickets which can be topped up or purchased at 
ticket sales machines at terminals, transfer stations or other ticket sales agents in town.  
Smart cards can also be linked to a passenger’s personal bank account.   
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The personal smart card may be uploaded to a money value chosen by the passenger.  The 
cost of each trip will be deducted automatically from the card when passing through a 
turnstile at a bus station or boarding a vehicle at the kerbside.  When the metro is divided 
into more than one fare zone the smart card will be presented when boarding as well as 
when alighting, enabling the system to determine the correct fare to be deducted. Initially, it 
will be a single fare system until the bus stations have been constructed and equipped with 
electronically operated turnstiles. 
 
The smart card system will allow for the completion of a journey even though the value of the 
card may have been reduced to less than the cost of the last trip.  The amount owing will be 
deducted the next time the individual tops up the value of the smart card.  In order to avoid 
misuse of the cards the traveller needs to pay for the card or deposit a certain amount of 
money to ensure that the deficit is covered. 

6.4.5 FINANCIAL OVERVIEW 
It is anticipated that the proposed IPTS will generate ticket sale revenue of approximately 
R26,6 Billion over the 12-year negotiated contract period. Capital expenditure by the 
Transport Administration Agency (TAA) and the various Operating Entities is anticipated to 
be R2,9 Billion, while their operating expenditure is estimated to exceed R22 Billion. This 
equates to total cash outflows of R24,9 Billion over the 12-year contract period.  
 
This means that the IPTS will realise a consolidated cash surplus of R1,7 Billion over the 12-
year period. However, the inclusion of the proposed compensation payments to the taxi 
industry, totalling approximately R5,1 Billion, will result in the IPTS realising a consolidated 
cash shortfall of R3,4 Billion over the period. The cash inflows and outflows of the proposed 
IPTS can be summarised as follows: 
 
Table 6-3: Summary of financial analysis of IPTS (12-year period of Negotiated Contract) 

DESCRIPTION 
CAPITAL 
COSTS 
(R’000) 

OPERATING 
COSTS 
(R’000) 

TOTAL 
(R’000) 

Total estimated cash 
inflows  

   26 604 685

Sub-total  26 604 685

Total cash outflows 

TAA (574 575) (2 521 234) (3 095 810)

ABC (1 254 614) (6 371 215) (7 625 829)

Primary Co-operatives (1 033 436) (13 138 503) (14 171 943

Sub-total (2 862 625) (22 030 952) (24 893 582)

Surplus    1 711 101

Compensation to taxi 
industry 

   (5 092 575)

Shortfall    (3 381 474)

 
Notwithstanding the afore-going, it must be remembered that the IPTS is only expected to 
generate a cash surplus in year 7 if Compensation payments are excluded, and year 9 if the 
Compensation payments are included.  
 
The revenue generated by the IPTS will primarily be based on ticket sales. The other 
potential sources of revenue include proceeds from advertising and government 
subsidisation. These have however been excluded for present purposes. 
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Assuming 450,000 passenger trips per day; a flat ticket price of R8 and 300 operating days 
per year, it is estimated that the IPTS will generate ticket revenue in excess of R1 Billion in 
the first full year of operation. It is assumed further that passenger trips will increase by 4% 
per annum over the 12-year Negotiated Contract period and that ticket prices will increase by 
7.5% per annum. Ticket revenue over the 12-year period of the Negotiated Contract will 
accordingly exceed R26,6 Billion. 
 
Based on the forecasts included in the business plan the cumulative operating subsidy 
required for the 12-year contract period is estimated to be approximately R5,3 Billion if 
compensation to the taxi industry is included (i.e. the estimated cash flow shortfall during 
years 1 to 9 referred to above), or R2,7 Billion if compensation is excluded (i.e. the estimated 
cash flow shortfall during years 1 to 7 referred to above).  
 
When considering the subsidisation required, it should be borne in mind that Government 
currently subsidises the Algoa Bus Company in the amount of approximately R143 Million 
per annum, or R1,7 Billion over the same 12-year period.  This is significant when one 
considers that the number of subsidized passenger trips per day is likely to increase from 90 
000 to 450 000 in the first year of operations.  The required subsidy also needs to be seen in 
light of the fact that the new system will: 
 
 Significantly increase the coverage area, frequency and operating hours of the service; 
 Incorporate the entire taxi industry which is currently operating on an unsubsidised basis 

(i.e. some 3 200 operators);  
 Dramatically improve the safety, reliability and efficiency of the public transport service 

available to the public. 
 
It should also be considered that this initiative has a significant empowerment cost.  The 
direct ‘compensation’ claimed by the taxi industry amounts to approximately R300 Million per 
annum (or R5 Billion over the 12-year Negotiated Contract period).  There are also indirect 
empowerment costs inherent in the proposed model (e.g. multiple co-operatives; co-
operatives to take over payments of vehicles; capacity building etc.).  However, it is important 
to consider the potential impact / benefits of such a broad-based black empowerment 
initiative.  
 
The proposed IPTS has been designed in consultation with the taxi industry and as such it is 
likely to be accepted and supported, although this cannot be guaranteed.  In addition, the 
formalisation of the taxi industry in the area will have a direct economic benefit to some 4,000 
black individuals (i.e. the estimated number of taxi drivers plus the taxi vehicle owners). 
 
Other related benefits include: 
 
 The Primary Co-operatives will employ some 5 800 individuals. 
 All employees will be formally employed and as such will benefit from the protection 

afforded by labour legislation; 
 The formalisation of the taxi industry into legal entities should assist with access to 

finance and hence aid further investment and the pursuit of other business opportunities; 
 A potential broadening of the tax base for the country. 

6.5 INSTITUTIONAL STRUCTURES 
Any operational activity takes place within the ambit or framework of an institutional structure.  
This section provides detail on the envisaged institutional structures that are proposed to 
deal with the operational aspects of the Public Transport System in NMBM.  
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Specific to this section is the proposed establishment of a Transport Authority, the 
establishment of a Transit Agency and the establishment of an Operational Entity. 

6.5.1 ESTABLISHMENT OF A TRANSPORT AUTHORITY 
The National Land Transport Transition Act (Act No 22 of 2000) (NLTTA) made provision for 
a Municipality to establish a Transport Authority (TA) to administer, plan, manage and 
monitor the public transport system. The NLTTA stipulated that the TA should be established 
if its effect was “to improve transport service delivery in the local sphere of government by 
grouping transport functions into a single, well-managed and focussed institutional structure” 
(section 10(3)). Furthermore the TA must have been established in consultation with the 
MEC and could consist of a Governing Body and a Transport Executive under a CEO. 
 
An investigation into the establishment of a TA for the NMBM was commenced in 2008 and a 
report was presented to the Metropolitan Transport Advisory Board on 30 June 2008. The 
report examined possible organisational structures for the Transport Authority and the 
functions it will perform. The proposed structure included Land and Development, 
Transportation and Roads and Stormwater. Examples of Transport Authorities in other cities 
were also given. The report concludes with recommendations for the establishment of the TA 
and the preparation of a Business Plan. 
 
Following further consultation and deliberations by the Transport Authority Working Group, 
two options were put forward – The “internal” option with the Municipality performing the 
functions itself, or the “external” option with the functions of the TA being outsourced to one 
or more Municipal Entities. There then followed a meeting with the Municipal Manager who 
advised that Section 78 (1) of the Municipal Systems Act, 2000, should be followed before a 
decision can be made on an appropriate internal mechanism, or whether to pursue an 
external mechanism.  
 
The National Land Transport Act (Act No 5 of 2009) was promulgated in the Government 
Gazette on 8 April 2009. This Act repeals the National Land Transport Transition Act in its 
entirety. The NLTA makes no specific reference to the establishment of a “Transport 
Authority” however “Planning Authorities” are required to prepare Integrated Transport Plans 
and to carry out the constitutional transport functions listed in Parts B of Sections 4 and 5 of 
the Constitution, supply directions to the entities responsible for Operating Licences and to 
perform any other transport related functions assigned to them in terms of the Constitution 
and the NLTA. Section 11 (1) (c) of the NLTA lists the responsibilities of the Municipal sphere 
of Government, which are similar to those functions that would have been undertaken by a 
Transport Authority, were it to be established. 
 
The NLTA further provides for the establishment of an Intermodal Planning Committee to co-
ordinate public transport between modes and a Land Transport Advisory Board to advise the 
Municipality on land transport matters. 
 
It is clear from the provisions of the NLTA that, although the establishment of a “Transport 
Authority” is no longer specifically mentioned, the responsibilities and functions to be under 
taken by Planning Authorities (Municipalities) must still be performed and that sufficient and 
appropriate technical capacity and expertise must be provided to perform the required 
functions. The Municipal Systems Act, 2000 provides in Section 78 (1) for an investigation to 
be carried out in order to reach a decision on an appropriate internal mechanism, or whether 
to pursue an external mechanism to carry out these functions. The municipality must first 
assess, in terms of section 78(1)— 
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 the indirect costs, benefits and expected effect on the environment, human health, well-
being and safety; 

 their capacity and future potential capacity to furnish the necessary skills and resources; 
 the extent that the re-organisation of its administration and human resource capacity can 

be used; 
 the likely impact on development, job creation and employment patterns; 
 the views of organised labour; and 
 the political and community views. 
 
It may also take into account developing trends in sustainable provision of municipal services 
generally.  It may then decide to provide the services internally or explore the possibility of an 
external mechanism. 
 
Under section 76 of the Systems Act the Municipality may provide a municipal service 
through an external mechanism by entering into a service delivery agreement with a number 
of bodies or institutions, including “any other institution, entity or person legally competent to 
operate a business activity”. Section 77(b) of the Systems Act provides that a municipality 
must review and decide on the appropriate mechanism to provide a municipal service in the 
case of an external mechanism where— 
 
 an existing municipal service or part of that service is to be significantly upgraded, 

extended or improved, and such upgrade, extension or improvement is not addressed in 
the service delivery agreement;  

 if the service delivery agreement is anticipated to expire or terminate within the next 12 
months; 

 where a new municipal service is to be provided; 
 when requested to do so by the local community or when a review of its IDP requires a 

review of the delivery mechanism. 
 
The required Section 78 assessment has been commenced. To date a “status quo” report 
has been completed as well as a report on the interim re-organisation of the internal structure 
of the Roads, Stormwater and Transportation Directorate of the Municipality to enable it to 
rationalise and streamline its functions in view of critical staff shortages and the functions that 
it must perform in the interim.  
 
A copy of the organogram that is under consideration by the Municipality is reproduced 
below for information. It is anticipated that the Section 78 assessment will be completed early 
in 2011 following which it will be submitted to the Municipality for consideration and 
discussion. Consultations with organised labour will also be required. This may take another 
6 months before a final decision is taken. 
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6.5.2 ESTABLISHMENT OF A TRANSIT ADMINISTRATION 
AGENCY (TAA) 

A Transit Administration Agency, similar to TransMilenio in Bogotá, Colombia, will be 
established. The TAA will be responsible for administering and promoting the Integrated 
Rapid Public Transport System in the NMBM. 
 
Should the NMBM lack the capacity to establish a TAA internally, it could be set up as an 
independent entity, preferably a non-governmental organisation (NGO), which will provide 
services to the Municipality in terms of a contract. The agency will be branded with a publicly 
acceptable name and logo and to the general public will be the contact for all public transport 
within the area. 
 
The proposed organisation structure of the Transit Administration Agency is shown in the 
following figure. 
 
Figure 6-2 Transit Administration Structure 

 
 
The TAA is considered to be a component of the functions to be undertaken by a Planning 
Authority and its establishment is dependant on the outcome of the section 78 assessment 
that is currently being undertaken. 

6.6 COMMUTER RAIL 

6.6.1 NATIONAL COMMUTER RAIL PLAN 
In 2006 the PRASA prepared a Regional Rail Pan for the NMBM. The following principles for 
the role of rail were established, based on the national, provincial and local, policy 
framework. 
 
a) Spatial Development Support: 
Existing rail corridors are to be supported by densified spatial development along the 
corridors. Although the possibility of developing the public transport system to include an 
extended railway service should be guaranteed for possible further implementation, no 
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indication is given of whether densified spatial development should also support these 
proposed corridors for extension. 
 
b) Rail Network Operational Support: 
Trunk bus services are proposed to be the backbone of the NMBM public transport system. 
As such, the existing rail network will mainly draw patronage from areas within a walkable 
distance from stations with some lower capacity vehicles feeding into this system. 
 
c) Operational Network Efficiency: 
Rail network proposals should be considered in terms of the possibility of improving the 
existing rail network and public transport network efficiency. 
 
d) Financial Considerations: 
The existing rail system should be retained and improved operationally only until the future of 
this service is established. All new high capacity services, however, will be trunk bus services 
until a business case can be made for the introduction of additional rail services. 

6.6.2 FUNCTIONALLY DEFINED RAIL CORRIDORS 
At present there is one rail corridor in NMBM, namely the existing commuter rail service 
between Port Elizabeth and Uitenhage. Various future rail corridors have been identified in 
consultation with the NMBM as well as PRASA.  

6.6.2.1 REGIONAL RAIL PLAN 
The PRASA has conducted a National Rail Plan to guide the development of commuter rail 
services. A component of this Plan deals with the Nelson Mandela Bay Municipality. A 
number of existing and future rail corridors were evaluated against set criteria, and were 
categorised in order of importance.  
 
The corridors that were evaluated include:  
 
 Uitenhage to Port Elizabeth (re-aligned routing) 
 The Motherwell Loop (Phased Spur and then Loop) 
 The Coega Loop 
 The Motherwell to Uitenhage Link 
 The Stanford Road Corridor 
 
The existing and future commuter rail corridors are schematically shown in Figure 6-3. 
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Figure 6-3: Existing and Future Commuter Rail Corridors in – NMBM 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
In terms of future expansion to the rail network, the Motherwell Rail Loop rated as the highest 
priority as a Category “A” corridor. The existing commuter rail service between Uitenhage 
and Port Elizabeth CBD has been categorised as a Category “B” corridor.  
 
The results of the multi-criteria evaluation process are illustrated in the following figure. 
 

Figure 6-4: Rating of Existing and Future Commuter Rail Corridors - NMBM 
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The role of commuter rail in the NMBM is consistent and aligned with the public transport 
plan for the metropolitan area i.e. that the existing commuter rail service to Uitenhage from 
the Port Elizabeth CBD should be retained, with limited expansion to serve Motherwell. In the 
longer term, this service can be expanded to include a loop to serve Coega. 
 
The Regional Rail Plan will be subjected to extensive internal (Department of Transport / 
PRASA) and external (local and provincial authorities) review and will be updated 
accordingly.  It should however be noted that the commuter component of the Regional Rail 
Plan has been developed in collaboration with the local and provincial authorities and has 
already been shared with the Eastern Cape Rail Committee and the NMBM.  
 
The future corridors are:  
 
 Port Elizabeth – Uitenhage (re-aligned between New Brighton and Despatch) 
 The Motherwell loop 
 Coega loop 
 Motherwell to Uitenhage connection 
 Stanford Road corridor. 
 
A description of these corridors follows: 
 
a) Port Elizabeth – Uitenhage (re-aligned): 
The realigned route of this corridor runs through the more densely populated areas of New 
Brighton towards Despatch. The proposed future route tends to improve the accessibility of 
the existing alignment. The remainder of the route uses the current alignment between Port 
Elizabeth and New Brighton and between Despatch and Uitenhage. A rail reserve did exist 
on the proposed alignment through New Brighton, but formal and informal residential 
development has filled the reserve since. 
 
b) The Motherwell loop: 
The proposed corridor uses the existing double electrified line between Port Elizabeth and 
New Brighton, but includes a re-alignment of the route via the western side of the Swartkops 
Power Station. This will provide a commuter service to the New Brighton residential area and 
also links to the proposed Khulani Development Corridor. The route proceeds further 
eastwards using the existing single electrified line before it branches off into Motherwell near 
the Wells Estate development. It loops through Motherwell with a number of stations 
proposed, before it links back into the main freight line near Aloes station. Previous studies 
recommend a phased approach to the corridor development. This implies that a spur with 
three to four stations will be developed as a first phase. 
 
c) Coega IDZ Loop: 
The proposed Coega Loop links onto the Motherwell loop and goes through the Industrial 
Development Zone, before it links back into the existing main line near Coega station. 
 
d) Motherwell to Uitenhage connection: 
This proposal links the Motherwell loop with Uitenhage and is dependant on the existence of 
the Motherwell loop or spur.  
 
e) Stanford road corridor: 
This corridor will link Port Elizabeth with Uitenhage using the approximate alignment of 
Stanford Road. The rail corridor will replace the existing rail route between Port Elizabeth 
and Uitenhage. 
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6.6.3 PROPOSED SERVICE LEVEL SPECIFICATION FOR 
CORRIDORS 

Each identified corridor was evaluated and rated against a list of ten criteria. The set of 
criteria are commonly applied to all rail corridors identified throughout the PRASA regions. 
They are: 
 
 The level of support from National/Provincial/Metro CITP policies for the rail corridor. 
 Current patronage and stated user requirements 
 The scope for off-peak services given mix of uses en route 
 Scope for two way peak services based on the character of the nodes 
 The overall travel demand patterns in the travel corridor 
 The expected permanence of spatial and nodal features that could support a rail service 
 The factors favouring growth in market share for road based public transport modes 
 The factors favouring growth in market share for the rail mode 
 The engineering feasibility for enhancing rail service specification 
 The operational feasibility for enhancing rail service specification 
 
The guidelines for the regional rail plan calls for the categorization of each one of the rail 
corridors into one of four investment categories. The categories are defined in the guidelines 
as follows: 
 
 Category A: Top corridor (require quantum leap in service level increase – in 

essence this category would provide the best rail service there is to 
offer in rail.) 

 Category B: The status quo (Maintain the minimum service levels – better than the 
present) 

 Category C: Is there a case for rail on this corridor? The category would require 
further investigation/feasibility studies to determine classification. 

 Category D: There is simply no case for rail. 
 
In the regional context the corridors were rated as follows: 
 
 Category A: The Motherwell Loop is the highest planning priority for 

implementation. The Loop should be phased with a spur into 
Motherwell as the highest priority. 

 Category B: The Stanford Road and Coega loop corridors are also identified as 
important planning priorities. The Coega Loop is dependent upon the 
implementation of the Motherwell loop. 

 Category C: The re-aligned Port Elizabeth to Uitenhage corridor as well as the 
current rail corridor between PE and Uitenhage were rated as lower 
priorities. It seems the realignment of the current route (New Brighton – 
Dispatch) will not yield the expected benefits. The connection between 
Uitenhage and Motherwell falls in the same category. 

 
Because the current rail route runs within a major part of the future Motherwell Loop corridor, 
the route should be elevated to the B category. The high cost to re-introduce a service later 
is also prohibitive of the termination of current services. 
 
The following table summarises the proposed corridor priorities and service levels as defined 
above.  
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Table 6-4: Corridor Priorities 

CORRIDOR CATEGORY SERVICE LEVEL 

Uitenhage to CBD (current) B 3 

Motherwell Loop 
A – planning priority with a spur 
a the 1st phase 

1 

Stanford Road Corridor B- planning priority To be determined 

Coega Loop B- planning priority To be determined 

Uitenhage to CBD re-aligned 
between New Brighton and 
Despatch 

C – Planning To be determined 

Motherwell to Uitenhage 
connection 

C– Planning To be determined 

6.6.4 BUSINESS PLAN FOR RAIL IN NMBM REGION 
The following strategies for the development of the commuter rail corridors have been 
developed as part of the Business Plan: 
 
a) Uitenhage to Port Elizabeth (current rail corridor) 
The outcome from the ten criteria matrix analysis showed that the current corridor should be 
terminated as a heavy rail public transport mode. The continuous drop in patronage also 
indicates that the mode is not serving an optimum role. Although the number of services was 
reduced since year 2000, the service execution is not the major reason for the low 
patronage, but rather the inaccessibility of the system compared to competing modes. Given 
the long-term role of rail in the city and corridor development strategies as explained below, it 
is recommended that the service be continued and operated at a LOS 3. The implications for 
the operating cost and current subsidy level should be minimal. The service on the existing 
route between Swartkops and Uitenhage can be terminated in the longer term once the 
Stanford Road rail corridor has been introduced. 
 
Short term: 2011 to 2013: 
The minimum service levels (as defined in the rail plan) should be introduced, with specific 
emphasis on the following:  
 
 Service availability: the eradication of root causes for the unreliability of traction power 

and signals will improve service availability. 
 The implementation of the national railway security strategy in NMMM will help to 

improve on passenger anxiety to use the system 
 The introduction of automatic fare collection and control as per the national PRASA roll-

out plan. 
 The development of a NMMM Special Needs Passenger Plan is critical. This must be 

done within the national framework and guidelines as developed by PRASA. 
 
A new station between North End and Sydenham (Darling Street Station) is required. The 
station will serve the new Multi-purpose Stadium that has been constructed at the Prince 
Alfred Stadium precinct. The location of the new station may require the rationalisation of the 
two existing stations on either side of the Darling Street site. 
 
Medium term: 2013-2017: 
The service needs to be optimised to support and compliment the NMBM Public Transport 
Plan, which includes the introduction of a new rail service from Motherwell. It is envisaged 
that trains from Uitenhage will not turn around at Swartkops, but rather continue to the Port 
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Elizabeth CBD. The services must however be scheduled to support connecting bus services 
and the trains from and to Motherwell.  
 
Long term: 2017 – 2021: 
The rail service between Uitenhage and Port Elizabeth CBD via the existing route may be 
terminated once a new rail corridor along Stanford Road has been introduced. 
 
b) Motherwell loop  
The first phase of the Motherwell loop namely the spur, with a limited number of stations, 
should be implemented as the highest priority. The last technical study namely the route 
identification and station location report is now outdated. A feasibility study is of critical 
importance that should address at least the following: 
 
 The optimum number of stations required during the first phase 
 The extent of the spur into Motherwell 
 The nature and timing of the extension of the spur into a Motherwell loop and/or the 

Coega loop as the second phase. 
 Updated cost estimate 
 The nature of the service and rolling stock required versus the financial 

viability/affordability 
 Implementation guidelines 
 
Short term: 2011 to 2013: 
Detail planning should follow the feasibility as discussed above. The process can however be 
fast tracked, depending on the nature of the outsourcing process.  
 
Medium term: 2013 to 2017: 
A LOS 1 service with custom designed rolling stock is envisaged between Motherwell and 
the CBD. Enough stations should be included to sufficiently address the mobility needs of 
Motherwell and also link to the Khulani corridor in New Brighton. (Previous studies suggest a 
minimum of four stations, which include the station near New Brighton). The extension of the 
spur into the Coega loop or Motherwell loop should be addressed in the medium term. 
 
Long term: 2017 to 2021: 
During the longer term rail should serve a high-density transport corridor, with two-way 18-
hours per day movement between Port Elizabeth CBD, New Brighton, Motherwell and 
Coega. 
 
c) Stanford Road corridor 
The NMBM Public Transport Plan proposes the Stanford Road corridor as part of a trunk bus 
network. The bus mode must be seen as the optimum choice for the short to medium term, 
with rail to replace the buses in the long term. This study supports the view that the rail 
reserve be kept for use when the trunk bus service reaches capacity. A detail feasibility study 
is required. 
 
d) Coega loop 
Demand forecasts show that the Coega loop will add approximately 120% more traffic to the 
Motherwell spur by 2020. The following unknowns complicate planning: 
 
 An exact estimate of the rate of development within the Coega Industrial Development 

Zone  
 Security policy issues that may prevent the use of rail as a public transport mode within 

the industrial development zone. 
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A detail feasibility study will be required within the next 5 years. It is however recommended 
that the extension of the Motherwell spur into the Coega loop takes preference above a 
Motherwell loop (closing the Motherwell spur between Motherwell and Aloes station). 
 
Short term: 2011 to 2013: 
A detail feasibility study is required, which could be included in the terms of reference for the 
Motherwell spur study. The study should address the abovementioned unknowns as well as 
the interface of the Coega loop extension with the Motherwell spur first phase 
implementation strategy. 
 
Medium term: 2013 to 2017: 
Introduce a new rail service once the Coega development necessitates such a rail service, 
but only after the Motherwell loop is in operation. 

6.6.5 FINANCIAL PLAN: 
The financial plan details the corridor budget and the investment framework requirements as 
shown in the following table. 
 
Table 6-5: Commuter Rail Financial Plan 

CORRIDOR 

FINANCIAL PLAN (R – millions) 

2011 2012 2013 2014 
2015 -
2019 

Uitenhage to CBD 10 20 10   

Motherwell spur 34 6 100 400 360 

Stanford Road corridor 10  20   

Coega Loop 15     

 

6.7 PROVINCIAL COMMUTER RAIL PLAN 

6.7.1 VISION 
In NMBM the vision for public transport is: 
 

“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.” 

 
The public transport policy contains elements of: 
 Customer oriented transport systems  
 Integrated transport systems 
 Densification of transport corridors 
 Spatial development prioritising public transport 
 Regulatory framework supporting a reformed public transport 
 Contracts with private bus companies for operation of scheduled services 
 Phased introduction in co-operation with the industry 
 Establish an appropriate institutional structure to manage public transport (transport 

authority) 
 Improved infrastructure 
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In the NMBM the use of the rail service has declined as the spatial development of the area 
has changed and the existing Port Elizabeth – Uitenhage corridor no longer represents a 
high priority for public transport and this is shifting to the Port Elizabeth – Coega - Motherwell 
corridor.  It is also of interest to note that extensive road infrastructure has been provided to 
connect residential townships with related industrial and urban centres and this has largely 
supplanted the need for rail based commuter transport as has been provided in the past. 
 
These visions and policies need to be translated into an effective strategy for commuter rail 
that includes the following elements in order to provide an optimal result:  
 
 The type of service and related ticket cost in the short, medium and long term.  
 The types and extent of stations and related activities. 
 The management of land use and development planning to develop population densities 

that are adequate to sustain the service. 
 The development, management and operation of the feeder services. 
 How services will be controlled, managed, procured and operated. 
 
The vision and strategy will require that several issues be clarified to provide a consistent 
direction and framework and these will have to transcend the many institutional boundaries 
that exist at present. 

6.7.2 SERVICE 
A possible vision for the services is to have rapid services at maximum 10 minute intervals 
from 5 am to midnight.  This should involve newer, faster, modern rolling stock with multiple 
traction units in most of the coaches that is capable of much greater acceleration rates and 
can half the journey times of the current services.  The coaches should afford comfortable 
seating and much more standing room with hold-on bars and straps to be able to 
accommodate greater passenger volumes during peak times.   
 
The extent of the services should be carefully evaluated and linked into road based initiatives 
such as IPTS services.  The type of service envisioned should suite the mode being used 
where a IPTS service is suited to moving between 2 000 and 4 000 passengers per hour 
while a rail service can deliver up to 100 000 passengers per hour but only becomes viable 
at around 5 000 passengers per hour. 
 
One of the issues related to the service and type of coach would be the track gauge where 
wider coaches with much greater individual capacity are readily available on Standard Gauge 
but not on Cape Gauge.  As individual rail coaches are very expensive and the costs are 
primarily related to motorised bogies and control gear, this means that the cost-effectiveness 
in terms of Rand per passenger capacity is much greater for a wider Standard gauge coach 
than for a narrow Cape Gauge coach. 

6.7.3 STATIONS 
Stations need to be carefully located and developed to maximise opportunities for park and 
ride as well as commercial opportunities.  This means that the station precinct will need to be 
carefully developed and its development rights and related incomes should remain with the 
Transport Authority to be used to fund future developments and expansion. 
 
Stations should be linked to other commercial developments in the city via well developed 
pedestrian walkways and sidewalks that encourage walking between these facilities and the 
station.  
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Where possible, stations should all involve at least a 2 level building where the upper level is 
for ticket dispensing and related commercial activities and the lower level is for station 
platforms that are accessible via escalators and lifts for disabled.  At IPTS interfaces the 
stations should be linked to IPTS stops at the lower level that are accessible via passages for 
transfers and via the first level for the purchase of new tickets. 

6.7.4 LAND USE 
The land use surrounding the stations should be carefully developed to maximise the 
opportunity for ridership.  This is already problematic for both Services described above as 
the railway line skirts the low density adjacent townships instead of passing through high 
density township developments. 

6.7.5 FEEDER SERVICES 
The feeder services to the train stations will need to be carefully developed and managed to 
ensure optimal throughput and a user friendly service at all interface and modal interchange 
points.   

6.7.6 CONTROL 
The entire public transport scene within a city needs to be controlled by a single city-based 
body to ensure long term continued effectiveness of all the essential elements that are 
outlined above.  The operators of services should provide them to meet the specification of 
the controlling body which will in turn have to have unfettered access all avenues that are 
available to it to reduce subsidies and increase ridership.  This body will obviously have to 
have access to funds and subsidies, much of which will have to be provided through central 
Government. 

6.7.7 BARRIERS TO PROGRESS 
There are many barriers to progress in respect of developing and sustaining good quality 
commuter rail.  It is obvious that achieving the vision will entail substantial changes to the 
status quo and the barriers to such progress are outlined below.  

6.7.7.1 POLITICAL 
How the facility and service will be managed in the difficult institutional environment where 
rail competencies all reside at the National level while all transport, planning, land use and 
developmental competencies reside within the local authorities.  It is common knowledge that 
optimal high volume rail transport facilities require that all of these competencies are 
combined within a single jurisdiction or at least pursued under a single coherent overarching 
framework.  

6.7.7.2 INSTITUTIONAL ISSUES 
a) Ownership Issues 
The current rights of way are owned by TFR while the stations are rented by PRASA and the 
local authorities control the development rights.  In order for a rail commuter service to be 
successful and sustainable, station developments should be controlled by the authority that 
is responsible for all the above elements of policy.  In this way effective Transport Orientated 
Developments (TODs) can be created at stations that generate rental income and that help 
to give effect to all of the above policy elements.  
 
In many instances crossings of roads, utilities and services require a coordinated approach 
to ensure that expansions and extensions of rights of way are cost-effective.  In addition, a 
rational and coordinated approach is required to preserve and protect future rights of way 
and to ensure that land use and transport are integrated.   
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b) Owners rights relative to Planning Desires 
Land use and related developments must be carefully controlled in order to ensure that rail 
transport corridors become effective avenues of transport.  Such developments should try to 
increase mixed usage of transport and reduce complete dependence on home-work-home 
trips in order to increase the utility of the operations.  This means that satellite industrial and 
commercial developments should be encouraged that reduce the overall need for transport 
while encouraging the use of transport in a typical off-peak direction. 
 
Furthermore, new developments that will lead to a reduction in ridership and require the 
creation of new transport corridors should be limited wherever possible.  Continued urban 
sprawl should also be avoided and densities should be increased to reduce distances from 
stations and increase ridership opportunities.  
 
Issues that will need to be resolved are the extent of rights of sanction for new developments 
that will encourage competing services and reduce the utility of state subsidised transport. 
 
c) Operator Issues and Subsidies 
There are many issues related to rail transport operations that will need to be addressed.  
The first is the standards, frequency and speed of service and the related cost implications 
and how these will be financed and paid for.  In the case of buses some of the finance comes 
from Central Treasury.  In the case of commuter rail almost all finance comes from central 
treasury via the Department of Transport to its Agency, PRASA. 
 
Another major issue related to operations is who audits that operations and standards that 
are agreed are actually achieved, and what are the rights and powers of sanction in the 
event of non-compliance.  At present this is all in the hands of Central Government with no 
apparent sanction for non compliance.  
 
In South Africa the situation in respect of feeder services and related subsidies and 
centralised ticketing systems is particularly problematic with the taxi industry being a law unto 
itself.  All public transport improvements are hamstrung by fears of taxi operator reactions 
and related self interest issues.  The relatively weak police and justice services also provides 
little in the way of support in this regard.  
 
d) Customer Care 
A service that provides a high level of customer care will include many aspects such as: 
 
 Through ticketing 
 Readily available ticket purchase information and ease of procurement. 
 Discounts for regular commuters. 
 Well lit, secure stations with adequate secure parking. 
 Easy and safe pedestrian and cycle access. 
 Real time train arrival displays with adequate destination information. 
 Information on through trips and integration with other modes of transport with real time 

information displays. 
 Comfortable, safe and fast rides. 
 Provision for disabled. 
 Provision for baggage. 
 Readily available food and coffee shops for waiting passengers. 
 Highly visible disembarking passengers to facilitate meeting and greeting. 
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Very few of these exist at present in view of the fragmented nature of public transport in the 
cities concerned. 

6.7.7.3 TECHNICAL ISSUES 
a) Rolling Stock 
It should be noted that the Gautrain has opted to use a Standard gauge (1.435m) as distinct 
from the Cape gauge (1.067m) that is used in most of South Africa.  The rationale for this is 
that all high speed and light rail rolling stock in the world uses Standard gauge and can easily 
be bought to standard designs from global suppliers.   
 
A typical modern commuter train would run on Standard gauge and have 3 to 4 coaches with 
a high proportion of the axles being motorised to achieve high acceleration and deceleration 
rates.  Each coach would have a capacity of around 100 sitting and a further 100 standing.  
Where clearance permits and on Standard gauge track, double-decker coaches could be 
provided to increase capacity at little additional cost.  
 
One of the major technical issues is whether good quality commuter rolling stock of the type 
referred to above can be obtained economically for the existing Cape gauge track or whether 
tracks will have to be upgraded to Standard gauge to obtain suitable rolling stock.   
 
b) Speed Profiles 
Typical existing “old style” PRASA locomotive-hauled commuter trains have an acceleration 
and deceleration rate of 0.15m/s/s and a top speed of 90km/h and a modern commuter train 
with equivalent acceleration/ deceleration rates of 1m/s/s have a top speed of 80km/h.  The 
figures show that for short distance of around 1 km between stations the modern train takes 
less than half the time of the old while for a 2km distance between stations the new train 
takes roughly half the time.  The figures also show that, whatever the maximum speed of the 
“old train” this is rarely achieved as the train spends most of its time accelerating and 
decelerating between stations. 
 
This means that the same service as is currently being provided with old trains could be 
provided with fewer new trains.  Alternatively, services could be provided at a higher 
frequency with that same number of trains.   
 
The service would also be competitive with road based public transport in respect of travel 
time to destinations.  
 
Shorter trains with fewer coaches and quicker turnaround times could also make it possible 
to increase the service frequency along sections with higher passenger volumes by running 
more trains along these sections.  Desirable service levels will involve a train every 5 minutes 
in the peak.  Average travel speed is a function the maximum permitted speed and the 
distance between stations. As the diagram shows, maximum speed may be of academic 
interest only if the train cannot attain it. Correct matching of acceleration rate, maximum 
speed, and distance between stops depends on the intended market and service level.  This 
could range from around 40km/h for metro-type commuter services to 70 km/hour or more for 
regional-type commuter services.  This distinction is made because commuter traffic in the 
two Eastern Cape cities tapers off beyond the well-developed areas, but trains nevertheless 
also serve the outlying areas beyond.  
 
Some compromise would therefore need to be considered. To minimize costs by remaining 
within industry-standard train types, this would most likely result in metro-style trains with 
80km/h dominating the selection, with some sacrifice (i.e. lengthening) of journey times for 
outlying commuters.   . 
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6.7.7.4 ENVIRONMENTAL IMPACT ASSESSMENTS 
This should be relatively minor for existing lines if not new infrastructure is created.  
However, where new services are accompanied with line upgrades on old existing tracks that 
only carry a few trains per week at present, the environmental impact in terms of noise could 
be significant and will require careful investigation and public participation.  The experiences 
gained with the Gautrain project could be of benefit in this regard.   

6.7.7.5 ENERGY SUPPLY AND SUSTAINABILITY. 
In spite of the fact that coal fired electricity is at a premium in South Africa at present, the 
long term viability of coal exceeds that of liquid fuels.  Hence electric trains are to be 
preferred over taxis or buses.  In addition, where trains carry significantly higher volumes on 
dedicated rights of way, the energy efficiency per passenger is much greater than for road 
based transport.  Therefore, there is a case to be made for viewing rail based public 
transport as a long term sustainable option instead of buses and taxis. 

6.7.7.6 SERVICE EXPANSION OVER TIME 
The existing service is of a very limited nature and is slowly being eroded by competing road 
transport that appears to be much more effective due to lower initial costs and greater 
flexibility.  However, the existing services have substantial lengths of dual track that could be 
used to provide a much faster and more frequent service.  In both cities this will entail coming 
to arrangements in respect of freight where this will need to be moved when the commuter 
service is not running between midnight and 5 am.  If this is achieved then more frequent and 
longer trains could be provided to cater for as many passengers as are ever likely to occur. 
 
The existing rights of way provide many opportunities for service expansion that could see 
play a major role in public transport in the medium to long term.  
 
A possible strategy may be to develop IPTS services that can be converted to rail when the 
volumes become unmanageable with buses.  This will entail developing such services on 
alignments that are suitable for rail and that minimize conflicts with other vehicles. 

6.7.7.7 OPERATIONAL ISSUES 
a) Through ticketing issues. 
In view of the high volumes required for rail to be successful, it is essential that bus and train 
services complement one another and that tickets can be used inter-changeably or that 
through-tickets can be purchased that include both modes of transport.  Now that taxis are 
getting larger with the recapitalisation programme, it should be possible to start viewing taxis 
as buses with scheduled services to and from train stations.  This will however require 
careful control to avoid competing services.  It may represent opportunities where taxi tickets 
could be subsidized if they include transfers onto train.  
 
The entire process of purchasing and using tickets will need careful development and local 
planning to ensure effectiveness.  The IPTS initiatives could help to initiate suitable systems 
that could be expanded into other areas once they have proven to be successful. 
 
b) Feeder services 
Feeder services will be essential in view of the sprawling nature of housing developments 
and low densities.  However, in most cases, the rail service connects some relatively remote 
residential areas with an urban CBD and it may be a relatively simple matter to arrange a 
feeder service within the townships to the stations  
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c) Signalling 
The entire signalling process and control requires a good operations centre and good 
technology and operators.   
 
d) Security 
Security at stations and trains will require major upgrades to provide a world-class service 
that is popular and attractive. 
 
e) Maintenance costs and sustainability 
This is inextricably linked with the entire rail system development of Southern Africa as rail 
maintenance requires a substantial industry to ensure cost-effectiveness.  In this regard the 
following elements of maintenance require highly developed technical skills that will need to 
be sustained. 
 
f) Track provision and maintenance 
The following maintenance elements will need to be addressed in a coherent manner. 
 
 Provision and maintenance of electrical supply 
 Rolling stock maintenance 
 Traction Maintenance 
 Signal maintenance 
 
g) Rentals from Commercial Activities 
This represents a substantial opportunity if TODs are developed at stations where the land 
and related air rights belong to the transport authority.   

6.7.8 PROJECTS 
The projects are centred on using the existing rail services as a basis and expanding these 
over time into coherent rail commuter transport operations.  The following projects were 
identified as part of the previous CITP update: 
 
 Identify and arrange to protect all rail rights of way in the NMBM and adjacent towns. 
 Adjust the PE – Uitenhage service 
 Extend the PE service to Coega 
 Extend the PE – Uitenhage service to the PE airport, Walmer and Lorraine 
 Plan further extensions and expansions 
 
Additionally the following two projects have been identified in the 10 year rail plan of the 
Province: 
 
 Port Elizabeth – Swartkops commuter rail 
 Humewood Transport Hub 
 
All of the above projects are described in more detail at a pre-feasibility level below. 
 
a) Rights of Way 
As indicated above there are many valuable rights of way at present.  The Province, cities, 
TFR and PRASA should jointly undertake a detailed study of all of these rights of way and 
the related land ownership issues.  All rights of way that may have a future role in the cities 
should be identified and protected from any encroachment.  Furthermore any developments 
adjacent, over or under these properties should be carefully controlled by the cities to not 
affect the future utility of the property in terms of public transport and any related 
opportunities.  
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This should include tracks and reserves, stations and station and port precincts. 
 
b) PE – Uitenhage 
This service is currently relatively poor with infrequent trains and negative growth ridership.  
It is in danger of being totally supplanted by road based public transport in spite of the fact 
that the railway right of way is well located for commuter transport.   
 
Therefore, consideration should be given to providing a very rapid short distance service with 
5 to 10 minute frequencies through the PE CBD between the PE Harbour and –say- 
Swartkops although the precise extent and timing will need to be determined from ridership 
surveys and the pace of IPTS developments that are planned and that are being 
implemented by the NMBM.   
 
Such a service would provide a comprehensive short to medium distance service through the 
CBD, past the new SWC2010 stadium and to the industrial developments along Burman 
road.  It will also service the New Brighton and Kwazakhele townships.  It will require the 
construction of some new stations and also extensive good quality and secure pedestrian 
facilities to provide comfortable links from major activity centres such as Govan Mbeki road, 
for example, to the stations.   
 
It could initially be linked to a IPTS at each end such as between Motherwell and Swartkops 
and between to provide for passengers further afield. 
 
This will require more modern rolling stock, improved and additional stations, security, 
ticketing, feeder services and customer care.  Access to the stations should also be made 
more attractive to encourage higher levels of commercial developments along the line and 
should form part of the re-vitalization of the CBD.   A new station should be built at the 
harbour, south-east of the present Port Elizabeth station, to service new tourism 
developments in the harbour area and to link with the IPTS service planned between this 
point and Summerstrand and between this point and Walmer.  The entire area 
encompassing the existing Apple Train shunting yard and related railway sidings at the 
harbour should be developed as a Transport Orientated Development (ToD) which allows for 
very quick and efficient modal interchange, through ticketing and park and ride.  
 
c) PE – Coega 
If the new service proposed in PE is shown to be attractive the new rolling stock should be 
used to replace the service to Uitenhage and then a further service along the existing freight 
rail to Coega could be considered.  It is suggested that a site at Coega also be developed as 
a ToD and that this form the interface with a IPTS service to Motherwell that should be 
developed along a right of way which can gradually be improved over time until it can form 
the right of way to extend the train service from Coega to Motherwell.  
 
d) PE – Airport 
The existing Apple Express right of way passes closely by the PE airport.  However, most 
businesses in Walmer are located along Main and Heugh roads, which are about 500m from 
the Apple Express reserve.  Therefore it is suggested that future developments in the area 
be located closer to the Apple express reserve so that the PE service can be extended from 
harbour to Lorraine on a new formation and track within the Apple Express reserve and 
replace the planned Walmer IPTS service over time.  This will entail a few road over rail 
bridges at the airport and further west for this service to run on a dedicated right of way with 
no interference with road traffic.  Alternatively a few at grade signalized crossings could be 
considered depending on traffic volumes. 
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e) Further Expansions 
The above all involve operations on existing rail rights of way that are dedicated to rail with 
minor conflicts with road transport.  If the services are proved to be effective substantial 
expansion as light rail could be considered to replace bus services as volumes increase and 
congestion related to road transport gets worse.  Consideration could also be given to 
automated level crossings with traffic lights and booms.  In particular, if these are placed 
immediately adjacent to stations they could encourage park and ride and the train speeds will 
be low in case conflicts do occur. 
 
f) Port Elizabeth – Swartkops Commuter Rail (ECDRT 10 year rail plan) 
This project involves reducing the extent of the service to stop at Swartkops instead of going 
all the way to Uitenhage and the upgrading of the service on the existing route to represent a 
user-orientated metro service.  It involves the construction of several new stations to limit 
walking to 500m.  Five additional stations would have to be built and the old ones refurbished 
as well as the line extended to the new harbour terminal at the southern end. 
 
g) Humewood Transport Hub (ECDRT 10 year rail plan) 
This project involves the development of a major transport hub that has been identified by 
others at the derelict Humewood narrow gauge terminal site.  The hub should form a terminal 
for interfacing road, rail and ship traffic and can serve as a major tourist destination and 
transport terminal.  On completion, it can have the following characteristics: 
 
 There are currently both narrow gauge and Cape gauge lines on the site, which makes 

the construction of a dual gauge terminal possible. 
 The flagship fast rail train, all Shosoloza Meyl trains, the Apple Express and all other 

commuter and tourism trains could make use of this terminal.  In addition, it could also be 
developed as transport orientated development. 

 The proposed terminal could also provide an interface to a IPTS or rail service along the 
Apple Express rail reserve to the PE Airport and beyond. 

6.8 LOCAL RAIL PLAN 

6.8.1 THE PORT ELIZABETH – AVONTUUR NARROW GAUGE 
RAILWAY (APPLE EXPRESS) 

This section deals with the Apple Express Narrow Gauge Railway and its future potential for 
Tourism. An estimate is given of the capital investment required to provide the necessary 
infrastructure in order to safely accommodate increased passenger numbers on the Apple 
Express. This information has been sourced from a report compiled by Africon Engineering 
International entitled “Taking the Apple Express to 2010 and Beyond” and is dated December 
2007. The following is an extract of the salient points from this report. 
 
The narrow gauge railway from Port Elizabeth to Avontuur was constructed to serve the 
Langkloof, a fertile farming area located to the west of Port Elizabeth. The line was 
commissioned in 1907 when track laying was completed to the terminus at Avontuur, a rail 
distance of 285 km from the harbour in Port Elizabeth.  
 
At present the Port Elizabeth – Avontuur railway is still operational, however, revenue-
earning freight operations are marginal, which impacts negatively on its sustainability from a 
business perspective. The line is also home to a well-known tourist train, aptly named the 
Apple Express.   
 
Although threatened with closure, various options have been investigated in an effort to 
sustain the railway, including possible concessioning. Local businesses and other concerned 
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role-players intervened and the Port Elizabeth Apple Express (PEAE) was registered in 
March 2003 as a non-profit Section 21 company  to take over the operation of the Apple 
Express Tourist Train in compliance with Spoornet’s safety standards. 
 
The Apple express has operated with a subsidy from Spoornet up to 2010. Due to the 
withdrawal of the subsidy, the line is now faced with closure and political intervention is seen 
as the only solution to keep the train operational as a national heritage treasure. 

6.8.1.1 BENEFIT TO LOCAL COMMUNITIES 
The Port Elizabeth – Avontuur Railway can still be used in a manner which will benefit both 
urban and rural communities along its route. This narrow gauge railway is unique in many 
ways and should be preserved for the following reasons: 
 
 It is a well-known international tourism icon, mainly due to its tourist train, the Apple 

Express; 
 The Apple Express as a tourist attraction could complement other tourism businesses in 

the towns, villages and hamlets through which it travels; 
 The potential to significantly increase revenue from rail-based tourism exists; 
 The potential to increase freight operations and thus shift traffic from road to rail exists. In 

the process road maintenance costs on the R62 can be reduced; 
 The possibility of providing a commuter rail service between settlements along the line is 

worth investigating, considering that public transport services in the region vary from poor 
to non-existent;  

 At this stage it is still an operational railway line, probably the last of its kind in the world. 
For this reason it should be afforded heritage status; 

 Most of its infrastructure is still intact. The line is currently open for traffic all the way to 
the terminus at Avontuur, over a rail distance of 285 km. This classifies it as the longest 
narrow gauge (610 mm rail gauge) railway in the world. 

 It is possible for both steam and diesel locomotives to operate on the line. This enables 
the use of diesel traction on tourist trains during dry periods. (Note: With steam 
operations there is an inherent fire risk when the vegetation along the track is very dry.)  

 In the Langkloof the railway runs more or less parallel to Route 62, which is now being 
promoted as a major tourism corridor between Port Elizabeth and Cape Town. Rail tours 
between destinations along the line can thus complement and add value to other tourism 
ventures in the proximity of the railway.  

6.8.1.2 RECOMMENDATIONS FOR THE TRANSFORMATION OF THE 
APPLE EXPRESS 

In order to transform the Apple Express into a viable business entity, the following actions, 
with suggested timeframes, are required:  
 
 The immediate priority is to secure funding to the amount of R 8.095m for the 

recapitalisation of the Apple Express. 
 Restructuring of the existing Section 21 Company is necessary to ensure inclusion of all 

stakeholders. This process should be completed by February 2008. 
 Once funding has been obtained, restoration of the remaining unserviceable/damaged 

passenger wagons (13 in total) must be accelerated to ensure that sufficient rolling stock 
is available for operating two tourist train sets by mid-2008. A third train set should be 
operational by November 2008 and a fourth by March 2009. 

 Repair and restoration of steam locomotives should continue without delay. This will 
ensure locomotive availability for special steam excursions. 
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 With the availability of sufficient rolling stock and suitably qualified staff, the Apple 
Express should be marketed both locally and internationally and the number of tourism 
trips increased accordingly.  

 Facilities at rural stations in both the Langkloof and Gamtoos Valley need to be upgraded 
to accommodate tourists arriving by train. Long term lease agreements with the 
infrastructure owner (Transnet) will be a prerequisite before any funding can be 
committed. 

 The locomotive depot at Assegaaibosch Station should be converted into a live steam 
museum to preserve an important part of South Africa’s rich railway heritage. If done 
properly, the depot and its collection of vintage steam locomotives could be turned into a 
“must see” attraction for rail enthusiasts from all over the world. If possible, the museum 
should be ready to receive its first visitors by the beginning of 2010. The depot can also 
be used as a training facility for railway personnel.  A long term lease agreement with the 
infrastructure owner (Transnet) will be a prerequisite before any funding can be 
committed. 

 To cater for the anticipated growth in rail passengers, a strategically located passenger-
friendly embarkation point is needed at the Port Elizabeth end of the line, preferably near 
the city’s beachfront, before 2010. Humewood Road could be used as a central station 
for tourist operations as both 610 mm and 1 067 mm gauge lines enter the station yard. 
However, should Spoornet go ahead with its plans to demolish Humewood Road Station, 
the land behind the tank farm in the harbour area can be developed as a station for rail 
tourists, as both 610 mm and 1 067 mm track traverse the area.  

 The feasibility of extending Apple Express operations onto normal gauge track should be 
investigated. This could eventually link up with rail tours to the Sunday’s River Valley and 
to the Alicedale/Grahamstown area.  

 The future Apple Express should be managed along strict business principles to minimise 
losses and maximise profits. Surplus funds should be used to keep the vintage coaches 
and locomotives serviceable and in their original condition.   

 
At present the Port Elizabeth – Avontuur railway is still operational, however, revenue-
earning freight operations are marginal, which impacts negatively on its sustainability from a 
business perspective. The line is also home to a well-known tourist train, aptly named the 
Apple Express.  The Apple Express was started as a tourist train by the then South African 
Railways (SAR) in 1965 with regular weekend trips to Loerie. Since the late 1980s its status 
as a tourist icon in the Eastern Cape was further entrenched with the annual Great Train 
Race, where relay teams of athletes competed with the train over a 70 km distance between 
Port Elizabeth and Loerie.  
 
Although threatened with closure, various options have been investigated in an effort to 
sustain the railway, including possible concessioning. Local businesses and other concerned 
role-players intervened and the Port Elizabeth Apple Express (PEAE) was registered in 
March 2003 as a non-profit Section 21 company (Registration no. 2003/005178/08) to take 
over the operation of the Apple Express Tourist Train in compliance with Spoornet’s safety 
standards. 

6.8.1.3 FREIGHT RAIL SERVICES 
The Port Elizabeth – Avontuur Railway is currently the only narrow gauge line in South Africa 
still operated on a commercial basis as a freight railway. In its heyday up to 20 trains a day 
hauled export fruit from the Langkloof to the pre-cooling sheds at the Port Elizabeth harbour 
during the fruit season.  
 
With the gradual deregulation of the transport industry between 1977 and 1990, private road 
transport companies managed to secure most of the revenue-earning traffic that was 
previously carried by rail. From 1927 to 2000 the primary traffic on the lower section of the 
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line consisted of unit trains hauling limestone from quarries in the Gamtoos Valley to the PPC 
cement factory at New Brighton, Port Elizabeth. These operations ceased in May 2000 and 
the loss of this revenue-earning traffic drastically reduced the financial viability of freight 
operations. Since 2004 annual freight tonnages have declined at a steady rate. The only 
remaining freight operations consist of unit timber trains hauling pulpwood from the 
Assegaaibosch and Humansdorp areas to a dual-gauge marshalling yard in the Port 
Elizabeth harbour.  
 
A fleet of 17 Class 91 Diesel locomotives are available for operations on the Port Elizabeth – 
Avontuur Railway. These locomotives are owned by Transnet Freight Rail (previously 
Spoornet) and some of them are currently used to haul train loads of timber from the 
Assegaaibosch and Humansdorp areas to Port Elizabeth. The diesels are also used to pull 
the Apple Express when steam locomotives are out of service or during dry periods when 
steam operations are suspended because of the fire risk. 
 
A recent feasibility study carried out by the Madiba Bay Development Agency examined the 
viability of the operation of freight services on the line to transport mainly fruit and wood. For 
this to be successful, improvements to infrastructure and rolling stock would be required. The 
railway could be operated by the private sector and financial viability would depend on the 
availability of a Provincial / State subsidy for capital and operating costs.  

6.8.1.4 COMMUTER SERVICES 
The feasibility of providing a commuter rail service on the PE-Avontuur narrow gauge railway 
has been investigated by the Madiba Bay Development Agency. There is limited potential for 
a commuter service on some sections of the route particularly within the Nelson Mandela 
Bay area (including a possible link to the PE Airport) and between Loerie and Patensie. The 
study concluded that a substantial subsidy would be required for the commuter service to be 
viable.  
 
Important issues have been highlighted that must be considered: 
 
 Locomotives are available;  
 New passenger rolling stock is required as the existing vintage coaches used on the 

Apple Express are, due to their age (some are older than 100 years) and heritage status, 
not suitable for use as commuter coaches 

 Converting redundant freight wagons into commuter coaches is not viable due to different 
suspensions; 

 A number of new commuter stations will need to be constructed; 
 The terminus at Humewood Road will require extensive upgrading; 
 A feeder service using buses and or minibus taxis will be needed to transport commuters 

from Humewood Road to various destinations in the southern part of the city. 
 Upgrading road infrastructure and providing adequate parking for private vehicles at 

stations is required;  

6.8.1.5 THE APPLE EXPRESS  
a) TOURISM OPERATIONS 
Current operations of the Apple Express consist mainly of weekend day-trips from Port 
Elizabeth to Thornhill and back. Shorter trips to Chelsea Junction, mostly for school groups, 
are also offered. Longer trips into the Langkloof and along the Patensie branch line are 
limited to special steam safaris. At this stage the frequency of such excursions is more or 
less one trip per annum. Nelson Mandela Bay Tourism assists the PEAE with the marketing 
of excursions and with passenger bookings and ticket sales. 
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Passenger numbers varied from approximately 700 in 2002 to 7 700 in 2006 with 30% being 
children. 
 
In 2005/06 the combined income from ticket sales and special excursions covered only 86% 
of expenditure, an improvement from 2004/05 when the corresponding figure was 51%. 
However, during both these periods the PEAE did show a profit, mainly because of income 
from billboard advertising. It must be noted that the profitability of rail tourism ventures on the 
narrow gauge railway will be adversely affected should there be a sudden and drastic 
increase in Spoornet charges. 
 
At this stage many of the other costs such as administration and implementation of the 
Safety Management System are carried by members of the Section 21 Company. The 
PEAE, being a non-profit organisation, invests all profits into the restoration of rolling stock. 
 
Of the 8 steam locomotives available, only one is operational and two others can be restored 
should funds become available. There are 11 passenger wagons in service with a combined 
seating capacity for 188 passengers. One of these coaches has been modified to 
accommodate disabled people. One wagon is being refurbished, while another 13 wagons 
could be restored and placed back in service providing an additional seating capacity for 
about 120 passengers. Diesel locomotives are available if the steam locomotives are out of 
commission. 
 
Improvements to fixed infrastructure and other assets are required in order to provide 
adequate facilities and to comply with safety standards.  
 
Capital investment is required to enable the number of tourist trains to be increased from one 
to four and to provide adequate facilities for passengers travelling aboard the Apple Express. 
It is estimated that an amount of R8.1 million is require for the most essential items including 
restoration of rolling stock, improvements of rail infrastructure and upgrading of stations.  
 
Details of Operating Costs and potential Revenue from the Apple Express tourism related 
operations are not given here as they are part of the Business Plan for the railway. This 
information is contained in the abovementioned reports. 
 
As explained above the future of the Apple Express is in serious doubt due to a lack of 
finances. 
 
b) ROLLING STOCK 
A fleet of 17 Class 91 Diesel locomotives are available for operations on the Port Elizabeth – 
Avontuur Railway. These locomotives are owned by Transnet Freight Rail (previously 
Spoornet) and some of them are currently used to haul train loads of timber from the 
Assegaaibosch and Humansdorp areas to Port Elizabeth. The diesels are also used to pull 
the Apple Express when steam locomotives are out of service or during dry periods when 
steam operations are suspended because of the fire risk. 
 
Of the 8 steam locomotives available, only No 131, a Class NGG16, is operational. A Class 
NG 15, No 119, is currently being restored. Another Class NG 15, No 124, is also in a 
restorable condition, should funds become available. There are 11 passenger wagons in 
service with a combined seating capacity for 188 passengers. One of these coaches has 
been modified to accommodate disabled people. One wagon is being refurbished, while 
another 13 wagons could be restored and placed back in service providing an additional 
seating capacity for about 120 passengers. 
 
c) INFRASTRUCTURE 
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Improvements to fixed infrastructure and other assets are required in order to provide 
adequate facilities and to comply with safety standards. The following is required: 
 
Humewood Road Station:  
Although the PEAE leases Humewood Road’s station building from Propnet, the steam 
facilities at the station are currently unusable and unsafe due to vandalism and theft. There 
are dual gauge tracks in the station yard (610 mm and 1 067 mm), which makes it a suitable 
boarding point for both the Apple Express narrow gauge and normal gauge tourist trains. 
Should Transnet go ahead with its plans to demolish Humewood Road Station, the land 
behind the tank farm in the harbour area can be developed on a commercial basis which 
could include a station for rail tourists, as both 610 mm and 1 067 mm track traverse the 
area. 
 
Humewood Diesel Depot: 
The diesel depot at Humewood is currently home to the fleet of Class 91 diesel locomotives, 
as well as the THF steam locomotives leased by the PEAE.  The depot has well-equipped 
but underutilised workshops and service facilities for both steam and diesel locomotives. It is 
essential that these facilities remain available for the servicing, refurbishment and 
storage of Apple Express rolling stock. The extension of normal gauge tracks from 
Humewood Road Station into the diesel depot should be investigated. This will enable the 
depot to be used as a combined service facility for both narrow and normal gauge 
locomotives. Extending the tracks and providing normal gauge sidings inside the depot and 
depot yard is estimated to cost about R500 000. In addition, an inspection pit and ash pit is 
needed for steam locomotives based at the depot. To provide these pits will cost about 
R200 000. 
  
Other stations: 
The upgrading of rural railway stations should include but not necessarily be limited to the 
following:  Chelsea, Loerie, Assegaaibosch, Joubertina and Avontuur. Fortunately no major 
repair work is required at any of these stations, as the buildings and facilities are still intact. 
Renovation work will primarily consist of minor repairs to electrical fittings and plumbing 
installations, repainting of buildings and cleaning up of station yards and gardens. It is 
recommended that local contractors and local labour be employed to do this work. 
 
The old sub-depot for steam locomotives at Assegaaibosch Station could easily be converted 
into a live steam museum. The coaling stage, water tanks, locomotive shed and turntable are 
still in place and should be re-commissioned to service the steam locomotives which will haul 
special excursion trains into the Langkloof. The unused sidings in the locomotive depot can 
be used for the static display of historic narrow gauge steam locomotives that are no longer 
in service. This will help to preserve part of South Africa’s rich rail heritage for future 
generations. 
 
The steam depot at Assegaaibosch could also be used as a training facility for railway 
personnel – there are several unused buildings available which can easily be converted into 
class rooms and accommodation facilities. 
 
Renovation work at the stations mentioned above is estimated at about R3.5m. In addition 
restoration work at the locomotive sub-depot at Assegaaibosch will be in the order of R2m. 
Most of the station buildings and other facilities along the line are owned by Transnet. Long 
term lease agreements will therefore need to be secured prior to the renovating/upgrading of 
any Transnet property.  
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d) CAPITAL INVESTMENT 
The following table provides a summary of the immediate capital investment required to 
expand current Apple Express operations on the Port Elizabeth – Avontuur Railway. These 
costs should now be reassessed and escalated to current 2011 prices:  
 

Table 6-6: Apple Express Proposed Budget 

 
 
The items listed in the above are limited to the high priority needs to increase the number of 
tourist trains from one to four and to provide adequate facilities for passengers travelling 
aboard the Apple Express. It is envisaged that long term capital expenditure (say from 2010 
onwards) could be funded by profits from financially viable rail tourism operations. Details of 
Operating Costs and potential Revenue from the Apple Express tourism related operations 
are not given here as they are part of the Business Plan for the railway. This information is 
contained in the abovementioned report by Africon Engineering International. 

6.8.1.6 RECOMMENDATIONS 
The study carried out by the Madiba Bay Development Agency has indicated that there is 
potential for the improved utilisation of the Narrow Gauge Railway for freight, tourist and 
commuter services provided that funds are available for upgrading of rolling stock and 
infrastructure. An operational subsidy would be necessary to attract interest from the private 
sector to operate and maintain the railway line. The Eastern Cape Provincial Government 
has prioritised rail transport in the Province and has expressed an interest in the 
development and possibly the provision of funding for the Narrow Gauge Railway. 
 
It is therefore recommended that the Madiba Bay Development Agency, supported by the 
relevant Directorates of the Nelson Mandela Bay Municipality, should enter into discussions 
with the Provincial Department of Roads and Transport with a view to jointly developing a 
Business Plan for the Narrow Gauge Railway. The implementation of enhanced and 
expanded tourist services should be prioritised for operation by 2011/12. 
 
  

Item Cost
Restoration of passenger rolling stock R 845,000
Loco no 131 - major service & overhaul R 250,000
Loco no 119 - replacement of boiler tubes & restoration work R 250,000
Loco no 124 - replacement of boiler tubes, smokebox & restoration R 300,000
Extension of 1 067 mm track into Humewood Diesel Depot R 750,000
Inspection pit & ash pit for steam locos at Humewood Diesel Depot R 200,000
Upgrade of rural stations R 3,500,000
Conversion of Assegaaibosch loco depot into live steam museum R 2,000,000

Total R 8,095,000

Apple Express: Proposed Capital Budget for 2008 & 2009
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7 TRANSPORT INFRASTRUCTURE STRATEGY 
The Transport Infrastructure Strategy deals with the development and maintenance of all 
types of transport infrastructure (major roads, public transport facilities and rail infrastructure) 
within Nelson Mandela Bay.  
 
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 a plan for the movement of hazardous substances by road along 
designated routes within the municipal area. Please note that this item is dealt with 
extensively in Chapter 9 (Freight Logistics Strategy). 

7.1 ROADS INFRASTRUCTURE PLAN 
Roads are a fundamental and integral element in our transport infrastructure system, since it 
ensures accessibility to the whole of the transport network and it promotes the mobility of 
people and goods. 
 
Roads therefore play the primary role in meeting transport demand in South Africa since a 
large portion of bulk freight transport and passenger movements take place by road. The 
NMBM has the responsibility to plan, permit, design, construct, operate, manage and 
maintain an adequate road network in its area of jurisdiction to ensure sustainable growth. 

7.1.1 ROAD INFRASTRUCTURE STATUS QUO 
The primary road network in the NMBM is discussed in Chapter 3 (Section 3.6) of this report 
and consists of a hierarchy of national, provincial and municipal roads as indicated in the 
following table. 
 
Table 7-1: The Primary Road Network (Source: Pavement Management System) 

ROAD AUTHORITY ROAD CATEGORY LENGTH (KM) 

South African National Roads Agency 
(SANRAL) 

National Roads 158.4 

Provincial Department of Transport Provincial Surfaced Roads 450.9 

Provincial Department of Transport Provincial Unsurfaced Roads 272.6 

Nelson Mandela Bay Municipality 
Roads of Metropolitan Significance 
(main public transport routes) 

482.6 

Nelson Mandela Bay Municipality Minor Roads (surfaced) 2354.2 

Nelson Mandela Bay Municipality Minor Roads (unsurfaced) 461.2 

Total Length (km) 4179.9 

7.1.2 SURVEY OF TRAVEL PATTERNS 
Travel patterns refer to the number of person trips, trip purpose and time of trip for each 
origin-destination. Travel pattern surveys, also called origin-destination surveys, form an 
integral part of the development of a transportation model. 
 
Metro wide traffic counts were carried out during 2009 and 2010 to collect traffic input data 
for the NMBM’s VISUM transport model update. The accuracy of the update of the transport 
model was greatly dependant on the comprehensiveness, quality and applicability of the 
collected traffic data. 
 
Twelve-hour counts (6:00 – 18:00) were conducted during the months of October 2009, 
November 2009, July 2010 and August 2010, and differentiated between cars, trucks/light 
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delivery vehicles (LDV’s), minibus, bus, motorcycles and pedestrians. Count stations were 
located on numerous traffic cordons throughout the NMBM. 
 
For further details regarding the traffic data collection and management processes, please 
refer to Chapter 3 (Section 3.7) and Chapter 5 (Section 5.1.2) of this report. 

7.1.3 EVALUATION AND MITIGATION 
The VISUM transport model results indicate that the majority of the road network currently 
operates at an acceptable level of service LOS (LOS D or better) (“see the table below for a 
description of the term level of service”) during the weekday morning peak traffic hour, as 
shown in Figure 7-1. Only 31km of roads are currently congested during the weekday 
morning peak traffic hour. Traffic congestion does however occur throughout the area at 
localised intersections during this period. 
 
Table 7-2: Qualitative Description of Operating Conditions (Source: Transport Model Update) 

LOS  QUALITATIVE DESCRIPTION  

A  
Free flow; individual drivers are virtually unaffected by the presence of other vehicles on the 
road.  

B  
A region of stable traffic flow but the presence of other vehicles on the road begins to be 
noticeable.  

C  A region of stable flow; individual drivers begin to be significantly affected by other vehicles.  

D  
The onset of unstable flow; the two opposing directions of traffic begin to operate separately 
as overtaking becomes extremely difficult.  

E  Operating conditions are at/or near the capacity level.  

F  
Unacceptable to drivers, traffic volumes greater than the available capacity, operations 
characterised by stop-and-start waves.  

 
A limited number of roads have been identified that operate at LOS E or worse, which is 
regarded as the critical level that result in unacceptable traffic congestion and delays, during 
the peak traffic period. 
 
The roads currently experiencing peak hour traffic congestion are listed in the following table. 
 
Table 7-3: Roads Experiencing Peak Hour Traffic Congestion (Source: Transport Model Update) 

No. ROAD 

1 Bramlin Street, Linton Grange 

2 Haworthia Drive, Malabar 

3 Linton Grange Interchange (N2) 

4 Kragga Kamma Road, Sunridge 

5 Walker Drive, Sherwood 

6 Maqanda Street, Ibhayi 

7 Uitenhage Road, Algoa Park 

8 Creek Interchange (N2) 

9 Carrington Road, Charlo 
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10 Main Road, Walmer 

11 William Moffet Expressway, Walmer 

12 Buffelsfontein Road, Walmer 

13 Heugh Road, Walmer 

 
Figure 7-1: 2010 Weekday Morning Peak Traffic Hour Congestion (Source: Transport Model 
Update) 

 
 
The output data from the update of the VISUM transport model is at a macro level and is 
therefore unable to identify congested intersections, only congested roads (links).  
 
However, the NMBM has recently appointed four Consulting Engineering firms to investigate 
numerous intersections across the metro, and to assess them in terms of accident statistics, 
current traffic volumes, intersection capacity, etc. Although these investigations were still 
underway at the time of preparing this CITP, the provisional findings and intersection 
rankings were obtained in order to carry out a desktop prioritisation exercise for inclusion into 
the CITP. The following table therefore provisionally indicates the top 20 problematic 
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intersections within the NMBM, and is subject to review following the completion of the 
NMBM’s current intersection investigations.  
 
Upon finalisation of the intersection investigations, suitable remedial measures should be 
identified and implemented according to the intersection’s overall priority within the main road 
network. 
 
Table 7-4: Intersections Experiencing Peak Hour Traffic Congestion 

No. INTERSECTION

1 Old Cape Road / Samantha Way / Bramlin Street 

2 Cape Road / William Moffett Expressway 

3 Bramlin Road / Godetia Drive

4 Burt Drive / Third Avenue 

5 Old Grahamstown Road / R367 Perseverance

6 Beetlestone Street / Haworthia Drive 

7 Kragga Kamma Road / Rondebosch Road 

8 Circular Drive / Carrington Road 

9 Old Grahamstown Road / John Tallant Road 

10 Disa Avenue / Newton Street 

11 Uitenhage Road / Ralo Street 

12 Caledon Street / Church Street (Uitenhage) 

13 Circular Drive / Van Eck Street 

14 Stanford Road / Bethelsdorp Road 

15 Durban Street / Cuyler Street (Uitenhage) 

16 Salamntu Street / Qeqe Street 

17 Circular Drive / Centenary Road (Willow) 

18 R367 Perseverance / Redhouse-Chelsea Arterial 

19 Stanford Road / Marock Road 

20 Koyana Street / Qeqe Street 

 
The network improvements shown in the following figure and table are required to improve 
the base year (2010) operating conditions, according to the transport demand model. 
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Figure 7-2: Road Network Improvements Required (Source: Transport Model Update) 

 
 
Table 7-5: Road Network Improvements Required (Source: Transport Model Update) 

REFERENCE 
NUMBER 

IMPROVEMENT DESCRIPTION 

B1 Widen Bramlin Arterial to 4 lanes  

B2 Upgrade Linton Grange Interchange  

B3 Upgrade John Tallant / N2 Interchange  

B4 Widen Buffelsfontein Road and Heugh Road to 4 lanes from Titian Road to 3rd 
Avenue  

B5 Upgrade the William Moffett Expressway from Main Road to Buffelsfontein Road 
(4 lanes dual carriageway)  

B6 Widen Kragga Kamma Road between Kabega Road and Cape Road to 4 lanes  

B7 Widen Walker Dive, Kabega Road and Frikkie Kotze Drive to 4 lanes  
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The following figure shows that the proposed improvements relieve congestion on links that 
otherwise would operate at LOS E or worse. 
 
Figure 7-3: 2010 Weekday Morning Peak Traffic Hour Operating Conditions after network 
improvements (Source: Transport Model Update) 

 
 
In addition to the evaluation in terms of operating conditions, the following outputs are 
provided in Table 7-6 as performance indicators for the existing road network:  
 
 Total vehicle-hours of travel (excluding centroid connectors)  
 Total vehicle-kilometres of travel (excluding centroid connectors) 
 Average speed ; and 
 Average travel time  
 Total lane-kilometres per level of service category 
 
The model results show a definite improvement in all areas once the proposed improvements 
are in place.  
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Table 7-6: Primary Road Network Performance Indicators (Source: Transport Model Update) 

Year 2010  2010 

Road Network  

Network  2010  2 010 with upgrades  

Network Length (km)  2,245  2,392  

Network Statistics (AM Peak hour)  

Total Vehicle Hours  20,185  15,477 

Total Vehicle  
kilometres  

699,013  684,693  

Ave Speed (km/hr)  35  44  

Ave Travel Time (min)  14min46sec  11min19sec  

Lane-km’s at LOS (AM peak hour)  

A &B  2,623  2,882  

C  26  33  

D 33  13  

E 24  7  

F  7  3  

Total  2,713* 2,938* 

* Total length of road network analysed by VISUM Transport model (2010). 
 
The VISUM Transport model also assessed future traffic scenarios for the years 2016, 2021 
and 2031, taking into account the latest population and employment forecasts, land-use 
developments and planned network upgrades. For further details regarding the assessment 
and improvements required for the future scenarios, please refer to Chapter 5 of this report. 

7.1.4 ROAD CONDITION EVALUATION 
The primary road network in the NMBM comprises of the roads as shown in the table below, 
along with the length of road identified in each road condition category. 
 
Table 7-7: The Primary Road Network (Source: Pavement Management System) 

ROAD CATEGORY 
LENGTH 

(KM) 
VERY 
GOOD 

GOOD FAIR POOR 
VERY 
POOR 

UNDER 
CONSTR-
UCTION 

ROAD 
CLOSED 

National Roads 158.4 UNKNOWN 

Provincial Surfaced 
Roads 

450.9 UNKNOWN 

Provincial Unsurfaced 
Roads 

272.6 UNKNOWN 

Roads of Metropolitan 
Significance (main 
public transport 
routes) 

482.6 276.3 184.8 4.4 0.6 0 16.5 0 
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ROAD CATEGORY 
LENGTH 

(KM) 
VERY 
GOOD 

GOOD FAIR POOR 
VERY 
POOR 

UNDER 
CONSTR-
UCTION 

ROAD 
CLOSED 

Minor Roads 
(surfaced) 

2354.2 1278.3 1002.0 50.7 2.3 0.5 6.4 14.0 

Minor Roads 
(unsurfaced) 

461.2 UNKNOWN 

Total Length (km) 4179.9 1554.6 1186.8 55.1 2.9 0.5 22.9 14 

 
The main road network is generally in a fair condition and provides good mobility for 
commuter and commercial traffic to all parts of the city, whilst the minor road network 
requires some upgrading, however a good level of service is generally provided. Due to a 
backlog in maintenance funding, there is an ever increasing general deterioration in the 
condition of the road network. 
 
The NMBM has a Pavement Maintenance System (PMS) and a Bridge Management System 
(BMS) in place which is used to effectively plan a long-term strategy for the maintenance of 
Proclaimed Urban Main Roads, other roads of metropolitan significance and bridges. 
 
The PMS and BMS contain the results of technical assessments of the condition of the road 
infrastructure and bridges, like what is shown in the previous table, and it enables a 
prioritised long-term maintenance strategy to be implemented for the routine maintenance of 
roads, resurfacing of roads and maintenance of bridges. The PMS and BMS also identifies 
major maintenance projects which are the subject of more detailed technical investigations. 
These may involve the reconstruction of some roads or extensive rehabilitation of roads.  
 
The latest PMS data was collected during 2009 and the PMS system updated accordingly in 
2010. A prioritised and costed list of road maintenance projects for the 5 year period from 
2010 to 2014 was analysed and the projects identified for implementation in year 1 were 
used to identify road maintenance and road rehabilitation projects for the 5 year planning 
period of this CITP. The PMS is due to be updated in 2011. 
 
At the time of preparing this report no BMS data was available for inclusion. The BMS is due 
for a major update in 2011, following its previous update in 2006. Accurate bridge 
maintenance data should thus be available following the planned 2011 update.  

7.1.5 IMPLEMENTATION PROGRAMME 
The projects that have been identified through the VISUM transport model update to improve 
the capacity and connectivity deficiencies in the road network, as well as other relevant 
planning, improvement and maintenance projects, have been evaluated collectively and the 
feasible projects have been prioritised for inclusion in the NMBM budgetary process for 
2011/12 to 2015/16. 
 
The road network infrastructure requirements and costs required to alleviate the traffic 
congestion problems identified in the modelling process are shown in the following tables: 
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Table 7-8: Roads Required for Additional Capacity 

PRIORITY No. PROJECT 
TOTAL COST 

(Rand) 

CURRENT BUDGETED PROJECTS (2011/12 – 2013/14) 

SHORT TERM 
(3 YEARS) 

 
URGENT 

PROJECTS 

1 
Traffic Improvements N2: Cotswold 
Interchange 

300,000

2 
Traffic Improvements N2: Standford 
Interchange 

300,000

3 
Traffic Improvements N2: Kragga Kamma 
Interchange  

300,000

4 
Widen Heugh Road to 4 lanes, from 3rd 
Avenue to 10th Avenue, Walmer 

64,000,000

 Sub-Total 64,900,000

PROPOSED FUTURE PROJECTS 

SHORT TERM 
(5 YEARS) 

 
URGENT 

PROJECTS 

5 
Extend Bramlin Street from Malabar to 
Uitenhage Road 

47,600,000

6 Upgrade Linton Grange Interchange  5,000,000

7 Upgrade John Tallant / N2 Interchange  40,000,000

8 
Widen Buffelsfontein Road and Heugh Road 
to 4 lanes from 10th Avenue to Titian Road. 

104,200,000

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

7,000,000

10 
Widen Kragga Kamma Road between 
Kabega Road and Cape Road to 4 lanes  

19,200,000

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

20,800,000

 Sub-Total 243,800,000

SHORT TERM 
(5 YEARS) 

12 
Widen Bramlin Road to 4 lanes, Linton 
Grange 

26,900,000

13 
Construct Glendore Road from Circular Drive 
to Buffelsfontein Road, Broadwood 

19,200,000

 Sub-Total 46,100,000

MEDIUM TERM 
(10 YEARS) 

14 Upgrade Cotswold Interchange  5,000,000

15 
Extend William Road through Cotswold to 
Cape Road 

7,200,000

16 Extend Walker Drive to Cape Road 42,300,000

 Sub-Total 54,500,000
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PRIORITY No. PROJECT TOTAL COST 
(Rand)

LONG TERM  
(20 YEARS) 

17 Upgrade Addo Interchange 5,000,000

18 Upgrade Creek Interchange 5,000,000

 Sub-Total 10,000,000

TOTAL 419,300,000

 
Table 7-9: Access and Connectivity Improvements 

PRIORITY No. PROJECT 
TOTAL COST 

(Rand) 

CURRENT BUDGETED PROJECTS (2011/12 – 2013/14) 

SHORT TERM 
(3 YEARS) 

 
URGENT 

PROJECTS 

1 Norvic Drive Extension 3,000,000

2 Ring Road (between Baird and Cuyler Street) 11,000,000

3 
Access Road to Chatty Developments 
(Standford Road Extension) 

53,000,000

4 
John Tallant extension from Seyisi Street to 
Old Grahamstown Road, Kwazakele 

100,000,000

5 
Fairview / Lorraine Arterial: Montmedy to 
Overbaakens 

12,500,000

6 
Glen Hurd Drive upgrading Phase 1 (East of 
William Moffett)

23,000,000

7 
H45 Redhouse - Chelsea Arterial: Walker 
Drive to N2 

125,000,000

 Sub-Total 327,500,000

PROPOSED FUTURE PROJECTS 

SHORT TERM 
(5 YEARS) 

 
URGENT 

PROJECTS 

8 Kwanobuhle southern arterial Phase 1 & 2 33,600,000

9 
Bloemendal arterial from Standford Road to 
Old Uitenhage Road, Booysen Park 

28,800,000

10 Van der Stel Street extension, Kabega Park 33,600,000

 Sub-Total 96,000,000

MEDIUM TERM 
(10 YEARS) 

11 Kwanobuhle southern arterial Phase 3 28,800,000

12 
MR448 from Matanzima Road to Bloemendal 
Arterial 

67,200,000

13 
Upgrade & realign Old PE-Uitenhage Road 
(MR448) from Booysens Park to Redhouse-
Chelsea Arterial (MR444) 

67,200,000
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PRIORITY No. PROJECT TOTAL COST 
(Rand)

14 
Construct Diaz Road Arterial between Diaz 
Road and Redhouse Chelsea Arterial 

100,000,000

 Sub-Total 263,200,000

LONG TERM  
(20 YEARS) 

15 
Second carriageway Algoa Road (MR448 - 
MR458) 

29,800,000

16 
Construct link road between Union avenue 
and the MR460 (north of Despatch) 

43,200,000

17 
Construct new access ramps at Green Street / 
M4 Settlers Freeway 

54,600,000

  Sub-Total 127,600,000

TOTAL 814,300,000

 
The road maintenance requirements and costs are shown in the following table. 
 
Table 7-10: Road Maintenance Projects 

No. PROJECT 
TOTAL COST 

(R) 

CURRENT BUDGETED PROJECTS (2011/12 – 2013/14) 

1 MR425 Settlers Freeway repairs 600,000

2 Sidewalks & Road markings Maintenance 700,000

3 Resurfacing of Subsidised Roads 50,000,000

4 Matanzima Road, Mel Brookes to Matanzima 3,300,000

5 Upgrade Main Road through Swartkops 18,000,000

 TOTAL 72,600,000

 
There are several major roads in the metropolitan area that require major rehabilitation or 
reconstruction because the layer-works have failed. These roads are shown in the following 
table. 
 
Table 7-11: Roads Requiring Rehabilitation 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

PRIORITY No. PROJECT 
TOTAL COST 

(R) 

CURRENT BUDGETED PROJECTS (2011/12 – 2013/14) 

SHORT TERM 
(3 YEARS) 

 
URGENT 

PROJECTS 

1 
Rehabilitation of roads (Algoa Rd, Penford Rd, Tyityaba 
Str, Lee Samuel Dr, Lindsay Rd, Brickfields Rd, & 
Avenue C & E) 

75,000,000

2 Rehabilitation of William Moffett Expressway  67,300,000

3 Magennis Street (Uitenhage) 20,000,000

4 Baird Street (Uitenhage) 6,000,000
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PRIORITY No. PROJECT 
TOTAL COST 

(R) 

5 Harrower Road (Mount Road) 500,000

 SUB-TOTAL 168,800,000

PROPOSED FUTURE PROJECTS 

SHORT TERM 
(5 YEARS) 

 
URGENT 

PROJECTS 

6 Old PE-Uitenhage Road (Bethelsdorp) 18,113,150

7 Struanway (New Brighton) 3,655,080

8 Njoli Street (Ibhayi) 253,660

9 Caledon Street (Uitenhage) 1,475,430

10 Kabega Road (Kabega) 1,017,720

 SUB-TOTAL 24,515,040

SHORT TERM 
(5 YEARS) 

 

11 Voortrekker Street (Despatch) 1,884,740

12 Rich Street (Uitenhage) 1,365,320

13 Daku Road (New Brighton) 446,270

14 Bethelsdorp Road (Bethelsdorp) 787,270

15 Graaff-Reinet Road (Uitenhage) 7,252,300

16 Jongilanga Street (Motherwell) 601,260

17 Cuyler Street (Uitenhage) 3,486,120

18 Ngonyama Street (Motherwell) 1,165,230

 SUB-TOTAL 16,988,510

  TOTAL 210,303,550

 
The following table shows the bridge maintenance projects and related costs that have been 
included in the NMBM’s capital budget for 2011/12 to 2013/14. 
 
Table 7-12: Bridge Maintenance Projects 

No. PROJECT 
TOTAL COST 

(R) 

CURRENT BUDGETED PROJECTS (2011/12 – 2013/14) 

1 Remedial works: Pell Street Interchange 20,000,000

2 Rehabilitation of Bridge Structures 25,000,000

 TOTAL 45,000,000 

 
In addition to the above, other projects relative to the road network have also been evaluated 
and the feasible projects prioritised for inclusion in the NMBM budgetary process. 
 
The following table lists the traffic and signage improvements required. 
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Table 7-13: Traffic & Signage Improvements 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

PRIORITY No. PROJECT 
TOTAL 

COST (R) 

CURRENT BUDGETED PROJECTS (2011/12 – 2013/14) 

SHORT TERM 
(3 YEARS) 

 
URGENT 

PROJECTS 

1 Road Works 17,783,625

2 Intersection Improvements  12,500,000

3 Intersection Upgrading - William Moffett / Main Road Walmer 6,500,000

4 Traffic Calming Measures 12,500,000

5 New Traffic Signals 8,500,000

6 Expansion of the SCOOT Traffic Signal System 20,000

7 TM24 Guidance Signs 750,000

8 Development Area Traffic Improvements - West Suburbs  450,000

9 Development Area Traffic improvements - Newton Park 375,000

10 Development Area Traffic improvements - Walmer 300,000

 SUB-TOTAL 59,678,625

PROPOSED FUTURE PROJECTS (INTERSECTION IMPROVEMENTS) 

SHORT TERM 
(5 YEARS) 

 
URGENT 

PROJECTS 

11 Old Cape Road / Samantha Way / Bramlin Street 3,000,000

12 Cape Road / William Moffett Expressway 5,000,000

13 Bramlin Road / Godetia Drive 2,000,000

14 Burt Drive / Third Avenue 2,000,000

15 Old Grahamstown Road / R367 Perseverance 2,000,000

 SUB-TOTAL 14,000,000

MEDIUM TO 
LONG TERM 

(10 - 20 
YEARS) 

16 Beetlestone Street / Haworthia Drive 1,000,000

17 Kragga Kamma Road / Rondebosch Road 1,000,000

18 Circular Drive / Carrington Road 1,000,000

19 Old Grahamstown Road / John Tallant Road 3,000,000

20 Disa Avenue / Newton Street 2,000,000

21 Uitenhage Road / Ralo Street 1,000,000

22 Caledon Street / Church Street (Uitenhage) 2,000,000

23 Circular Drive / Van Eck Street 1,000,000

24 Stanford Road / Bethelsdorp Road 2,000,000

25 Durban Street / Cuyler Street (Uitenhage) 2,000,000

26 Salamntu Street / Qeqe Street 1,000,000

27 Circular Drive / Centenary Road (Willow) 2,000,000
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PRIORITY No. PROJECT 
TOTAL 

COST (R) 

28 R367 Perseverance / Redhouse-Chelsea Arterial 2,000,000

29 Stanford Road / Marock Road 2,000,000

30 Koyana Street / Qeqe Street 1,000,000

 SUB-TOTAL 24,000,000

  TOTAL 97,678,625

 
A selection of the projects listed in this section has been indicated on a map (Selected 
Capital Budget Projects 2011/12 – 2015/16) in Chapter 11, along with a phased 
implementation programme and budget. 

7.1.6 ROADS MASTER PLAN 
The Roads Master Plan is an invaluable and necessary planning tool to protect future 
transport reserves for road and rail, and so will ensure that expropriation of expensive 
properties is not necessary to provide the future required right of way. 
 
A review of the long term road network for the NMBM has been carried out in conjunction 
with the VISUM transport model update. This review addresses network issues resulting from 
spatial development proposals, land use changes and road capacity improvements. 
 
The long term transport network for the NMBM is shown in Figure 7-4 and it contains the 
conceptual alignment of future planned roads, as well as the proposed long term rail network 
that is included in the National Rail Plan. 
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Figure 7-4: Long Term Transport Network 
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7.1.7 ACCESS MANAGEMENT PLAN 
An Access Management Plan (AMP) ensures an efficient and safe road network that 
supports sustainable development. The National Guidelines for Road Access Management 
(RAM) is a guideline that provides standards for the integration of land use and the transport 
network, enhancing the supporting role of transport infrastructure and aiming to reduce 
congestion. RAM informs an AMP. The draft AMP for NMBM was produced in 2008. 
 
The previous section, the Road Master Plan, defines the road hierarchy of existing and 
planned future roads. The road hierarchy determines the access versus mobility function of 
each road link. This section builds on the hierarchical definition of the road network, 
specifically focussing on how the hierarchical class of each road stipulates access 
specifications and management standards. This section specifically defines access 
characteristics, environments, standards and access management criteria for each road 
class, as defined in the previous section.  

7.1.7.1 ACCESS CHARACTERISTICS 
This section indicates the access characteristics for each hierarchical road class, such as the 
provision of property access, parking and intersection spacing. Table 7-14 indicates the 
nature of each class of road and provides the typical access characteristics for an urban 
environment that are required to maintain the function of the road class.  

7.1.7.2 ACCESS ENVIRONMENTS 
It is important to recognise the spatial context of a road. Two environments are stipulated in 
access guidelines, namely urban and rural. These zones are demarcated by the urban edge 
specified in the SDF, with the urban area falling inside the urban edge, and rural areas 
located beyond the urban edge. The unique character of urban and rural environments is 
affected by the size of an erf’s boundary fronting an access road, which in turn is defined by 
the spacing of property accesses. The access spacing for urban and rural areas should 
therefore be differentiated in the access guidelines. A table defining access separation for 
each environment is presented by Table 7-15, for urban areas, and Table 7-16, for rural 
areas. An example of the different access separation standards for urban and rural areas is 
the variation in ideal spacing for a class 3 road (activity arterial) which is 250m to 500m for 
urban areas, and 1,6km for rural areas.  
 
While an ideal access separation that conserves the primary function of a road is strived for, 
ideal standards can not always be met in reality. Allowable access separation standards are 
permissible on roads if ideal access standards can not be applied. A third category of 
allowable access separation is also provided that takes historic access spacing into account. 
This method is only applied in an existing situation were no access alternative is available. 
The tables defining access separation for each environment distinguish access standards for 
the ideal, allowable and historic cases. 

7.1.7.3 ACCESS STANDARDS 
An access is defined as a road providing entry or egress from a public road, including 
interchanges (which are not including in the AMP), intersections of roads, private roads and 
property accesses. Access separation is defined as the space between two access points, 
measured as the distance between the road reserve boundaries of the accesses. Access 
spacing is defined as the distance measured between centre-lines of adjacent accesses. 
The tables presented below provide access separation distances, as it is more conservative 
than access spacing. The guidelines do not allow low volume driveways access onto high 
mobility roads, and therefore do not provide property access separation in these cases, only 
road intersection separation.  
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The engineering criteria that were considered when defining access separation distances 
include: 
 

 Signal spacing to allow for signal progression 
 Stopping sight distance, an important criteria for safety 
 Gap Acceptance distances for right turning vehicles 
 Functional Boundary distance (no accesses should occur within the functional 

boundary of an intersection) 
 Left turn conflict reduction 

7.1.7.4 ACCESS MANAGEMENT 
The AMP guideline should be employed during the following municipal process:  
 

 Land applications:  
The Subdivisions And Land Transactions (SALT) process involves applications for 
changes in land use, often incorporating subdivisions, consolidations, rezoning, and 
sale of erven, that could include applications for access onto roads.  These 
applications for changing land use can provide the opportunity to improve access 
management.  

 Land use transport planning:   
o Local Spatial Development Frameworks (LSDFs): AMP indicates ideal access 

spacing required for sufficient access in areas. Additionally, the AMP can 
influence the type of development allowed along particular roads, depending 
on the access specifications. 

o Corridor development: the AMP defines how to develop high use and mixed 
land use that fronts onto mobility corridors without affecting the mobility 
function of the road. Developments are not allowed to have direct access from 
the mobility corridor, while NMT access to high mobility public transport 
located along the corridor should be ensured. 

 Retrofitting programmes:  
Portions of road that do not meet access standards should be retrofitted. This should 
typically be done in conjunction with other construction projects, such as public 
transport lane implementation or road widening initiatives. 
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Table 7-14: Typical Access Characteristics 

NMBM Access 
Class 

Access 

Typical urban access characteristics 
Class 

Number Name Key factor 
Access to 
property 

Parking Traffic calming 
Inter-section 

control 
Median 

Intersection 
spacing (block 

lengths) 

Max. URBAN accesses per block 

ideal allowable 

1 Freeway 
Maintain speed 
for regional 
capacity 

 not allowed not permitted no 
interchange (rural: 
priority) 

Yes, dual 
carriageway 

(rural: not 
necessarily) 

4.5 km - 9km 
(urban), approx 
13km etc (rural) 

none none 

2 Mobility arterial  

Maintain speed 
for metropolitan 
capacity (urban 
intersections: 
practical signal 
spacing for 
progression, 
access: functional 
boundary 
distance) 

not allowed not permitted no 

Co-ordinated 
signals, priority for 
through route 
(rural: priority) 

Yes, provide  
(rural: not 

necessarily) 

600-900m for 
signals 

none 

630-800m: 2 
marginal accesses 

600-630m: 1 
marginal access  

3 Activity arterials  

Reduce conflict of 
turning 
movements with 
pedestrians while 
maintaining some 
speed for 
localised travel 

limited and 
marginal 

discouraged 
(unless 
unavoidable in 
historic area) 

no, except for 
traffic circles 

Traffic signals, 
traffic circle or 
priority 

Yes, provide 200-500m none 

450-500m: 3 
marginal accesses 
345-449m: 2 
marginal accesses 
240-344m: 1 
marginal access 
200-239m: 0 
marginal access 

4 Activity street 

Promote direct 
land use activity 
while reducing 
conflict of turning 
movements with 
pedestrians 
(urban access: 
stopping sight 
distance) 

permitted, subject 
to spacing 

yes very limited use 
Traffic signal, 
traffic circle or 
priority 

Not necessarily 200-300m 
300m: 4 accesses
200m: 2 accesses 

300m: 6 accesses 
200m: 4 accesses 

5 
Residential 
collector 

Access to 
development 

individual houses 
and small 

developments 
yes on street use permitted 

Priority or traffic 
circle 

No -   - 

6 Local Street 
Access to houses 
(egress conflict - 

PEMET) 
individual houses yes on verge use permitted 

Priority or mini-
circle 

No -   - 

7 Non-motorized NMT mobility as required no no Pedestrian signal No 500 m maximum   500 m maximum 

  



159 

Comprehensive Integrated Transport Plan: 2011/12                                  
 

Table 7-15: Access Separation for Urban Areas 

NMBM Access Class 

Access separation 

Environments (Minimum access separation (m)) 

Urban 

Class Ideal (based on NDoT) Allowable (see assumption for median) 

Historic 
Number Name 

Road 
intersection 

Property 
access 

Road intersection Property access Filling station access 

Intersection 
separation 

Access 
Downstrea

m of an 
intersection 
with a bus 

stop  

Access 
Downstream of 

intersection 
with no bus 

stop 

Access 
upstream of 

an inter-
section 

Access 
Downstream 
filling station 
with bus stop 
(see fig. 7.5 of 

NDoT) 

Access 
Downstream 

filling 
station, no 
bus stop 

Access 
Upstream 

filling station 

1 Freeway 

Approx. 4 km  
in NMBM, 

interchanges 
only  

(Dependent on 
SANRAL) 

not permitted interchanges >1.6 
km (NDoT) 

N/A Minimum spacing required 

(340 m NDoT 
- intersection 

not an 
interchange) 

 Fig. A1, 
Table 2.7 
(PEMET) 

(235 m (NDoT 
- intersection 

not 
interchange))     

 Fig. A1, 
Table 2.7 
(PEMET) 

(280 m (NDoT 
- intersection 

not 
interchange))     

Existing sub-standard intersections must be 
retrofitted. If not possible, no constraint to 
through traffic, side traffic to have sufficient 
acceleration/deceleration lanes. 

2 
Mobility 
arterial  

600-800m  
(i.e.-80km/h: 
signalised 
ultimately) 

not permitted 

600-800m (+_ 
20%- NDoT) Based 
on practical signal 

spacing for 
progression at 
these speeds 

285 m 200 m 230 m 245 m 
160 m          

Fig A1, A2, A3 
(PEMET) 

205 m          
Fig A1, A2, A3 

(PEMET) 

Where no alternative exists, permit access 
without additional trips (min spacing for existing 
low vol. driveways = 40m(PEMET)), consolidate 
with  adjacent erven to reach 'allowable' 
separation (Min. property access:90m min. 
spacing for larger than low vol. driveways as 
LiLo, i.e. a single Res 1 site, Min intersection 
spacing: 130m i.e. gap in median) 

3 
Activity 
arterials  

 250-500m 

None.  
(Property 
access 

restricted to 
side and 
back of 

property) 

200m - 500m 
(spacing signal co-
ordination difficult, 

hence lower 
speeds - NDoT) 

(500m limits signal 
progression to 
about 60km/h) 

145 m 
(190m 

preferred) 

105 m  
(130m 

preferred) 

135 m  
(160m 

preferred) 

115 m  
(165m 

preferred) 

75 m (105m 
preferred)     
Fig. A2, A3 
(PEMET) 

125 m (145m 
preferred)     
Fig. A2, A3 
(PEMET) 

Where no alternative exists, permit access 
without additional trips (min spacing for existing 
low vol. driveways = 30m(PEMET)), consolidate 
with  adjacent erven to reach 'allowable' 
separation (Min. property access:90m min. 
spacing for larger than low vol. driveways as 
LiLo, i.e. a single Res 1 site, Min intersection 
spacing: 90m upstream, 130m downstream i.e. 
gap in median) 

4 
Activity 
street 

250-300m 60m 

200-300m 
(300m limits signal 

progression to 
about 45km/h) 

45-65m recommended for stopping sight distance, 
and combined accesses are recommended. 

(Filling station: Fig A4(PEMET) 

Where no alternative exists, permit access 
without additional trips (min spacing for existing 
low vol. driveways = 25m(PEMET)), consolidate 
with  adjacent erven to reach 'allowable' 
separation (Min. property access:90m min. 
spacing for larger than low vol. driveways as 
LiLo, i.e. a single Res 1 site, Min intersection 
spacing: 90m upstream, 130m downstream i.e. 
gap in median) 

5 
Residential 
collector 

150-200m 150-200m   Access separations of the order of 45 m (NDoT)   

6 
Local 
Street 

150-200m 45 m   25 m are recommended (PEMET - Egress conflict) (outside scope of guideline)   

7 
Non-
motorized Outside scope. See Pedestrian and bicycle facility guidelines (Department of Transport, 2002)   
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Table 7-16: Access Separation for Rural Areas 

NMBM Access Class 

Access separation 

Environments (Minimum access separation (m)) 

Rural (i.e. outside urban fence) 

Class Ideal (based on NDoT) Allowable (based on NDoT) 

Historic 
Number Name 

Road 
intersection 

Property access 

Road intersection Access 

Unsignalised intersection 
separation (signals not 

permitted) 
Property access Filling station 

1 Freeway 
> 4km in NMBM, 

interchanges 
only. 

not permitted 

interchanges: 1.6-2.4 km 
side roads: 15-30 km (NDoT), 

priority to through traffic, or one 
access per large farm/ adjacent 

farm accesses combined as far as 
possible 

not permitted 
Fig. A1, Table 27 

(PEMET) 

Existing farm access may remain. If land use changes, ideal 
should be aimed for or if large redevelopment, environment 
should be considered for reclassification 

2 
Mobility 
arterial  1.6 km not permitted 1.6 km-800m min (priority) 800m min 

Fig. A1, Table 27 
(PEMET) 

Retrofit existing accesses to allowable (at least to urban 
conditions) 
Existing farm access may remain. If land use changes, ideal 
should be aimed for, or allowable, or if large redevelopment, 
environment should be considered for reclassification 

3 
Activity 
arterials  1.6 km not permitted 1.6 km-800m min (priority) 800m min 

Fig. A1, Table 27 
(PEMET) 

Do these exist e.g. Fitches corner 

4 
Activity 
street N/A N/A N/A N/A N/A N/A 

5 
Residential 
collector 

N/A N/A N/A N/A N/A N/A 

6 Local Street N/A N/A N/A N/A N/A N/A 

7 
Non-
motorized             
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7.1.8 TRAFFIC CALMING PLAN 
Traffic calming plans involve the planning of the introduction of traffic calming measures on 
lower order roads in specific areas (mostly residential areas), to improve road safety for the 
road users in these areas.  
 
Typical traffic calming measures include speed humps, width restrictions, raised pedestrian 
crossings, landscaped medians and roundabouts. These measures improve road safety 
through the reduction of average vehicle speeds, reduced through traffic and enhancing the 
local environment through reduced noise and air pollution. 
 
The traffic calming plan for NMBM Traffic Calming Residential Streets for Communities was 
produced by Letsunyane Associates in 2008. This document details the traffic calming policy 
of NMBM and provides guidelines for the implementation of traffic calming initiatives, 
including problem identification, initial scoping studies and plan development. According to 
this document and the access characteristics of particular road classes, traffic calming may 
only be implemented on class 5 and 6 roads, i.e. residential collector roads and local streets 
(referred to as local distributors and access roads respectively in the traffic calming plan). 
Very restricted traffic calming implementation is permitted on class 3 and 4 roads, activity 
arterials and activity streets, but measures are limited to traffic circles.  
 
The scope for discussion of the traffic calming plan is therefore limited in this document as 
the CITP only considers Roads of Metropolitan Significance (ROMS) which do not include 
residential collectors and local streets. It is however important for transport authorities and 
planners to be aware that a plan for traffic calming in NMBM is defined. 

7.1.9 ROAD MAINTENANCE PLAN 
The NMBM is responsible for the maintenance of the metro’s road infrastructure and to 
ensure that it remains serviceable. Therefore, routine maintenance needs to be undertaken 
on a day-to-day basis, which includes the following: 
 
 Grass cutting 
 Repair of potholes and cracks 
 Road signs maintenance 
 Road paint marking maintenance 
 Cleaning of stormwater structures 
 Maintenance of traffic signals 
 
The Pavement Management System (PMS) is utilised to assist with the above. 

7.2 PUBLIC TRANSPORT AND IPTS PROJECTS 
The planning of the IPTS includes the provision of additional public transport related 
infrastructure that is required to complete the dedicated lane system, provide modal 
interchanges and commuter shelters. The project list and the related cost estimates are 
shown in the following table. 
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Table 7-17: Public Transport Projects 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

No. PROJECT DESCRIPTION 
TOTAL COST

(Rand) 

CURRENT BUDGETED PROJECTS (2011/12 – 2013/14) 

1 Standford Road IPTS Lanes (Aubrey to N2) 198,000,000

2 Standford Road IPTS Lanes (Korsten to Cleary Park) 85,800,000

3 Langenhoven Drive IPTS Lanes 70,620,000

4 Sheya Khulati Drive / Ferguson Road IPTS Lanes 115,500,000

5 Ntshekisa Road IPTS Lanes 42,900,000

6 Njoli Road IPTS Lanes 82,500,000

7 Daku Road IPTS Lanes 75,900,000

8 Dibanisa Road 2nd Carriageway Phase 1  66,000,000

9 Tyinira Street Construction 123,310,000

Sub-total: IPTS Bus Lanes 860,530,000

1 Uitenhage Modal Interchange 33,000,000

2 Cleary Park Modal Interchange 55,000,000

3 Motherwell Modal Interchange 55,000,000

4 Ziyabuya Modal Interchange 33,000,000

5 Njoli Square Modal Interchange 55,000,000

Sub-total: IPTS Modal Interchanges 231,000,000

1 Govan Mbeki Avenue 74,800,000

2 Standford Road 44,000,000

3 Kempston Road 35,200,000

4 Fettes / Harrower Road 26,400,000

5 Langenhoven Drive 8,800,000

6 Sheya Khulai Drive / Ferguson Road 17,600,000

7 Ntshekisa Road 26,400,000

8 Njoli Road 35,200,000

9 Daku Road 44,000,000

Sub-total: IPTS Shelters 312,400,000

1 Ticketing System 681,400,000
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No. PROJECT DESCRIPTION 
TOTAL COST

(Rand) 

2 Transport Administration Authority 302,000,000

3 Operator Compensation 1,100,000000

Sub-total: IPTS Operational Costs 2,083,400,000

1 IPTS Planning 27,500,000

2 IPTS Infrastructure Design 61,600,000

Sub-total: Planning & Design 89,100,000

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

1,500,000

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

500,000

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

1,200,000

Sub-total: Other Public Transport Facilities 3,200,000

Total: Public Transport Projects 3,579,630,000

 
A selection of the projects listed in this section has been indicated on a map (Selected 
Capital Budget Projects 2011/12 – 2015/16) in Chapter 11, along with a phased 
implementation programme and budget. 

7.3 NON MOTORISED TRANSPORT PROJECTS 
The projects indicated in the flowing table have been identifies in the Sidewalks and Cycle 
Tracks Masterplan for implementation. 
 
Table 7-18: Non Motorised Transport Projects 

No. PROJECT 
TOTAL COST 

(R) 

CURRENT BUDGETED PROJECTS (2011/12 – 2013/14) 

1 Sidewalks & cycle tracks 6,127,500

2 Construction of Footbridges 32,500,000

3 Provision of Sidewalks and Cycle Tracks 105,000,000

4 Facilities for the Disabled 1,500,000

 TOTAL 145,127,500
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7.4 FREIGHT TRANSPORT PROJECTS 
The following projects have been identified in the Freight Logistics Strategy (Chapter 9). 
 
Table 7-19: Freight Transport Projects 

No. PROJECT PROJECT DESCRIPTION 
TOTAL COST 

(R) 

PROPOSED FUTURE PROJECTS (SHORT TERM 5 YEARS) 

1 Freight Logistics Strategy 

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

500,000

2 
Uitenhage Road railway 
bridge 

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

500,000

3 
Vehicle Load Screening 
Areas 

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

200,000

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

100,000

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

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

200,000

TOTAL 2,100,000

7.5 PLANNING AND DESIGN 
A sum of R5 million per annum is require to fund transport planning, including the preparation 
of Comprehensive Integrated Transport Plan and management systems, as well as to carry 
out feasibility studies and preliminary designs. This is shown in the following table. 
 
Table 7-20: Transport Planning Projects 

No. PROJECT 
TOTAL COST 

(R) 

CURRENT BUDGETED PROJECTS (2011/12 – 2013/14) 

1 TDM & ITS 5,862,100

2 Planning and Design of Main Roads 5,000,000

3 Miscellaneous Investigations & Designs -Roads and Stormwater 6,000,000

4 Metropolitan Transport Planning 25,000,000

 TOTAL 41,862,100

 


