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1. Project Summary

a) Project rationale, objectives, outputs/outcomes, and activities

Project Rationale

Hanoi, North Vietnam’s key economic node and the country’s capital, is a rapidly growing city of around 3 million people. Projections indicate that the population may double by 2020, largely through rural migration. Hanoi People’s Committee (HPC) is trying to balance the conflicting pressures of preserving the city’s character, while meeting the demands posed by high levels (over 10% per year) of continuing economic growth. Infrastructure and basic services, particularly in transport, are struggling to keep up, the urban road network is relatively limited, and congestion is widespread. 
Transport in Hanoi is currently dominated by motorcycles, which account for over 60% of vehicular trips. In 2001, there were only 100,000 four wheelers in Hanoi, compared with nearly 1.6 million motorcycles and a rather smaller number of bicycles. The poor still depend on bicycles, and non-motorized modes account for a quarter of the vehicular trips. Presently, automobile ownership and use levels are still relatively low, but ownership is increasing rapidly at over 10% per year.  The City is dense and new construction in built-up areas is difficult; the City has neither the resources nor the space to sustain private vehicle use (particularly automobile use) at levels significantly higher than the present. Although car ownership is mostly official and company forecasts suggest that by 2010 per capita incomes will reach the threshold at which rapid automobile-based motorization is likely to occur. 
Further, the land area of the City is expanding rapidly and city authorities are working to facilitate this expansion. Development plans exist, as do plans for new roads to provide access to these areas. However, deficiencies in the plans and institutions that oversee them highlight the need for enhancing the capacity of the institutions responsible for land-use development and integration of land use with transport and other infrastructure plans and delivery is pressing. 
HPC views public transport as critical to its urban transport strategy. In the past four years, bus rider-ship has increased from 1.2 to 15 million per month, following the introduction of more than 500 new buses, a flat monthly fare, and operational changes leading to better routes and schedule adherence. The City recognizes that further growth will require physical priority for buses and improved finances. 
To build on these initiatives, and to facilitate the expansion of the City, Hanoi has proposed the Hanoi Urban Transport Development Project (HUTDP). The proposed project would support bus system improvements (development of a bus rapid transit (BRT) system and reform), construction of critical sections of road infrastructure to facilitate future city development, and capacity building in transport and planning/implementing institutions. The project is well positioned to make a material contribution to poverty alleviation in Vietnam, and it will play a central role in sustaining economic growth and physical development of Hanoi. Moreover, the project targets improvements in sustainable transport modes (public transport, bicycles and walking) to upgrade the urban environment and the mobility needs of the urban poor. Given the good working relationship established under the previous Urban Transport Improvement Project, and extensive experience with similar projects (e.g. BRT systems in Bogotá, five other Colombian cities and Santiago), as well as sustainable transport projects in Mexico City, Lima and Santiago, the Bank is ideally placed to support this project. 
GEF co-financing is being requested for small, yet key, strategic components to complement the primary funds being provided by IDA and Hanoi. GEF co-financing is being proposed for a set of strategic initiatives that either reduce barriers to implementation of the project or maximize the global environmental benefits from the project investments. 
Through the preparatory activities (PDF-B phase), the GEF has already made a significant contribution to the project’s design. Indeed, without the availability of the GEF PDF-B funding, it is quite likely that the full-scale Bus Rapid Transit (BRT) system currently proposed would not have been considered by Hanoi. The original request from Hanoi was for a combination of simple bus priority measures along a set of unspecified roads in the city, with the expectation that this would be a relatively small investment without significant impact. Through the PDF-B, Hanoi’s leadership gained an enhanced understanding of the BRT concept, the appropriateness for Hanoi and the success of BRT elsewhere. In other words, by virtue of the PDF-B funding alone, the GEF has already played a catalytic role in the generation of the current project, a full-scale 24.5 km BRT system on two major corridors in the city, accounting for over US$80 million of a proposed IDA credit.
Project Objective
The development objectives of the HUTDP are to help Hanoi City to (a) increase the efficiency and cost-effectiveness of its transport system, and (b) develop public transport-compatible urban growth plans. Its GEF strategic objectives are to promote a shift to more environmentally-sustainable transport modes and urban development plans, and to promote the replication of these approaches in the country and region. Its global environment objective is to lower Hanoi’s transport-related greenhouse gas emissions, relative to a business-as-usual scenario. 
Project Outcomes

The project will result in the following outcomes: (a) establishment of high capacity busways on two major corridors; (b) integration of planned investments in road infrastructure with land-use plans to generate a transit friendly urban landscape; and (c) enhanced capacity of Hanoi City’s government institutions to create and implement a growth strategy that is conducive to public transit-oriented development and to better urban environmental conditions.

Project Activities/Components

The project has three main components, for which GEF incremental cost financing is requested to remove the associated barriers or to maximize the global environmental benefits from the project investments. It should be noted that, while all of the components to be involved in the project are outlined below, only selected incremental sub-components are seeking GEF funding, corresponding to less than 3% of the total project costs (most of which are being financed by IDA and Hanoi). In particular, while the Strategic Road Implementation, Air Quality Management Program and Traffic Safety sub-components are integral to the success of the project overall, they are considered baseline or non-GEF eligible and, therefore, GEF funding is not being requested. Below, the project components and activities are described with particular emphasis on those components seeking GEF funding.

(1) Development of a Bus Rapid Transit System (BRT)

A. BRT System Design and Implementation, including Pedestrian and NMV Improvements
B. BRT Stations, Interchanges and Terminals

C. BRT Public Consultation, Communications and Media Strategy

(2) Strategic Road Infrastructure and Sustainable Urban Planning
A. Strategic Road Implementation
B. Integrated Sustainable Urban Land Development and Transport Planning
(3) Program to Support Air Quality, Traffic Safety, the Public Transport Authority, Transport Policy and Replication
A. Air Quality Management Program

B. Traffic Safety

C. Public Transport Authority Strengthening

D. Transport Policy Development
E. National and Regional Replication and Information Dissemination
(1) Development of a Bus Rapid Transit System (BRT) – The first intermediate outcome of the HUTDP will be the completed BRT works and commencement of operations, including pedestrian and non-motorized vehicle improvements.
This component includes civil works, consulting services for design and supervision, and advisory services for project management. The civil works will support the development of segregated busways with bus priority on a selection of new and existing roads, and the construction of BRT stops, interchange stations, terminals and maintenance facilities. The component will also support the establishment of a modern BRT management system, including bus ticketing and financial controls. Lastly, the component will finance the implementation of a public consultation, communications and media strategy for disseminating information on the BRT system. The GEF is requested to co-finance the following three key barrier-removal sub-components: 
A.  BRT System Design and Implementation, including pedestrian and NMV improvements to increase access to the proposed BRT system 
(total financing US$67.990 million; co-financing US$66.69 million; proposed GEF co-financing US$1.30 million)
The baseline BRT component already includes the development of inclusively designed stations designed to facilitate pedestrian access.  The proposed incremental improvements in pedestrian and non-motorized transport (NMT) access proposed for GEF co-financing will target improvements to enhance the pedestrian environment in the vicinity of BRT stations, in a 250 meter radius around the stations to increase station accessibility. International experience suggests that such improvements in accessibility can have a very high return in attracting trip makers. If a trip maker must use a motorized private vehicle (motorcycle or car) to access public transport then it is significantly more difficult to convince them to not use their private vehicle for the entire trip. GEF co-financing of this sub-component will support an increase in NMT, including bicycles and pedestrians, and will also reduce greenhouse gas (GHG) emissions by making the BRT system more accessible to trip makers who would otherwise have used a private motorized vehicle.
B. BRT stations, terminals and interchanges to promote a modal shift to public transit for consumers with choice (total financing US$ 18.0 million; co-financing US$16.6 million; proposed GEF co-financing US$1.4 million)
GEF co-financing for the BRT stations, terminals and interchanges is sought to develop stations that are more attractive than the basic functional forms that would be financed by the IDA Credit. International experience indicates that the appeal of stations with a clear identity leads to two kinds of benefits that induce a mode shift towards BRT: (1) successful systems such as Bogotá, Curitiba, and Quito have all developed station designs that users take pride in and become part of the system’s ‘brand identity’; and, (2) the appeal of stations is also a key factor in the decision-making for trip-makers who have the choice of other modes. GEF co-financing is requested to support an architectural competition for station design as well as incremental support for station interiors and, as appropriate, climate control at selected stations. GEF co-financing of this sub-component will enhance the overall competitiveness of the BRT and specifically target consumers who have the choice of private vehicle modes (auto and motorcycle) and need to be persuaded that public transport offers an equal or better travel experience. 
C. BRT Public Consultation, Communications and Media Strategy 
(total financing US$1.3 million; proposed GEF co-financing US$1.3 million)
The public consultation, communications and media strategy is critical to retaining political commitment and implementing the BRT system as planned. GEF co-financing of this sub-component will reduce the risks related to successful project implementation by increasing the understanding of BRT’s implementation and benefits by key stakeholders and by ensuring that the needs of diverse stakeholder groups are addressed on an ongoing basis. 
(2) Strategic Road Infrastructure and Sustainable Urban Planning – The intermediate outcomes of this component will be completed physical works and the beginning of operations of the strategic roadways, and the adoption of integrated sustainable urban land development and transportation planning in Hanoi. 
A. Strategic Road Implementation

(total financing US$235 million; proposed GEF co-financing US$0)

This component will involve the construction of two new road segments: (i) a section of approximately 7 km in length for the proposed second Ring Road between Cau Giang and the proposed new bridge across the Red River at Nhat Tan; and (ii) the Hoang Quoc Viet Western extension (approximately 3.4 km), from the Third Ring Road to South Thang Long Industrial Zone. The implementation of the road infrastructure will be funded entirely by IDA and the Government.
B. Integrated Sustainable Urban Land Development and Transport Planning

(total financing US$1.8 million; IDA US$0.05 million; proposed GEF co-financing US$1.75 million)

The GEF-funded activities under this component will focus on provision of technical assistance to support integrated sustainable urban land development and transport planning. This GEF intervention has been designed to address concerns that regardless of Vietnam’s strong planning tradition, the uniform medium-density spatial distribution characterizing recent urban growth in Vietnamese cities structurally renders public transport at a fundamental disadvantage. With GEF financing, Hanoi has agreed to conduct (i) reviews of its existing planning regulations, standards and procedures and consider modifications that would result in facilitating urban growth that is more compatible with competitive public transport; (ii) reviews of existing plans for the newly urbanizing areas west of West Lake and north of the Red River from the same perspective; and (iii) case studies (tax incentives, zoning exceptions, feasibility studies) at particular locations that would make the recommendations of these reviews actionable. GEF co-financing of this component will create models of effective interventions that make the urban planning process more responsive to transport and GHG emission concerns by creating spatial patterns less dependent on private motorized transport.
(3)  Program to Support Air Quality Management, Traffic Safety, the Public Transport Authority, Transport Policy and Replication – The intermediate outcomes of this third component will be local capacity to plan, manage, and implement public transport, and the awareness and understanding of the transport-related actions needed to achieve sustainable outcomes. 
This Program has five subcomponents: (a) an Air Quality Management (AQM) program; (b) a Traffic Safety program; (c) strengthening of a newly established Public Transport Authority; (d) transport policy development; and, (e) replication activities that have been designed to address GEF’s priority on replication. Specifically:
A. Air Quality Management Program
(total financing US$3.45 million; proposed GEF co-financing US$0)
The Air Quality Management Program will address: emissions inventory and air-quality monitoring; comprehensive motor vehicle emission control strategies; inspection and maintenance program and motorcycle clinics to raise awareness of the role of motorcycles in local air pollution; and development of economic instrument approaches to air quality management. No GEF co-financing is sought for this sub-component. 
B. Traffic Safety

(total financing US$2.9 million; proposed GEF co-financing US$0)
The traffic safety subcomponent includes investment in traffic control equipment to support the traffic police and other Hanoi agencies control traffic in Hanoi more effectively. No GEF co-financing is sought for this sub-component. 
C. Public Transport Authority Strengthening
(total financing US$2.4 million; IDA co-financing US$1.2 million; proposed GEF co-financing US$1.2 million)
A study reviewing the institutional structure governing Hanoi’s public transport concluded that, in light of the changing nature of the role of the City government (from playing the role of the operator in the past towards an evolving role as manager), the establishment of an Authority to coordinate planning, regulation and operations of different public transport modes was critical to maximize the benefits of, and ensure the sustainability of, enhancements in Hanoi’s public transport. This finding is particularly important given GEF’s concerns related to bus system sustainability raised during pipeline entry of this proposal. That Hanoi has decided to establish such a high-level authority directly under the HPC is a significant positive development. If effective, this agency can ensure that HUTDP and other related investments in public transport are synergistic, and thereby maximize the competitiveness of public transport and consequent local and global benefits. Further, the establishment of an effective public transport authority has the potential for significant regional demonstration effects: cities all across East and South Asia need models of effective authorities that have the mandate to coordinate across different public transport operations. The IDA Credit will support this new authority with equipment, related hardware and support. GEF is requested to co-finance (i) training, including consultants to provide on-the-job support for PTA, (ii) support for BRT commercialization and (iii) support for planning and operating aspects of the BRT. GEF co-financing is sought to support this authority with training and related activities that would (i) ensure sustainability of the HUTDP investments and help allay GEF’s stated concerns related to sustainability; and (ii) ensure that low cost coordination and planning measures that would maximize the effectiveness of the BRT and other complementary investments in public transport are properly implemented. 
D.  Transport Policy Development
(total financing US$1.5 million; proposed GEF financing US$1.5 million)
Transport policy development is an important part of HPC’s mandate. Consequently, Hanoi invests significant resources and managerial effort on the issue. A JICA financed masterplan that includes transport is near completion. Issues related to restrictions on motorcycle and auto ownership, parking, and safety are important and constantly on the HPC’s agenda. However, Hanoi’s attempts to enforce restrictions on the use of auto and motorcycle ownership to manage congestion have, thus far, been largely ineffective. Additionally, the Bank’s assessment is that appreciation of the potential of economic instruments based on price as alternatives to command-and-control methods, to effectively manage the urban transport system is limited. 
Properly implemented, such instruments have the potential to significantly reduce the amount of private motorized travel (and consequently GHG emissions), by inducing shifts to public transport and encouraging trip combination. GEF co-financing is sought to supplement existing transport policy initiatives in Hanoi with studies, training and related activities to (i) raise awareness, understanding and comfort of decision-makers with economic instruments to manage/restrict private vehicle use as a means to address congestion and related transport problems in Hanoi’s context; (ii) to support the development of an actionable long-term plan in this respect; (iii) specifically, examine the role parking policy can play and to assist the HPC to manage the transport system, focusing on the development of a parking and enforcement policy that can serve to manage demand rather than just accommodate it; (iv) support the development of a fuel use and CO2 inventory and promote the use of indicators related to total motorized travel/energy use in Hanoi’s transport policy development; (v) support an impact evaluation of the BRT; and (vi) support planning for subsequent phases of the BRT system. GEF co-financing for this sub-component will support the development of an urban transport policy that is more environmentally sustainable and will generate global benefits from a shift to public transport and a reduction in the volume of private motorized travel.
E. National and Regional Replication and Information Dissemination
(total financing US$0.9 million; proposed GEF financing US$0.9 million)
GEF financing of this subcomponent is proposed to promote awareness raising, knowledge transfer and replication efforts in other Vietnamese cities and the region. This component includes a combination of Hanoi-based activities and activities in other Vietnamese cities. The proposed Hanoi-based replication initiatives include: hosting study tours from other Vietnamese and regional cities, conducting workshops, and facilitating other information dissemination activities such as lessons learned reports. Additional replication initiatives, to finance initial BRT feasibility studies in other Vietnamese cities, interested in following up on Hanoi’s example are proposed to be executed via an appropriate central government agency. Several of the project components have elements of information dissemination (including Component 1C (BRT Consultation, Communications and Media Strategy; Component 3E on National and Regional Replication and Information Dissemination, and Component 2B on Integrated Sustainable Land Development and Transport Planning). These components were designed to be orthogonal to each other, and will be conducted to ensure that there is no overlap and that opportunities for cost savings are emphasized during project implementation. 
b) Key indicators, assumptions, and risks 
The key project outcome indicators for the HUTDP include the following:
· Reduction of tons of CO2-equivalent over 15 years (to 2020)
· Increased public transport mode share along project corridors and areas;
· Increased number of public transport trips;
· Herfindahl-Hirshman Index (HHI) for bus operations; and
· Population in (Dong Anh and west of West Lake districts) within 500 m of bus stop with 40 minute service to Kim Ma (including wait times).
Intermediate outcome indicators for the HUTDP are:

Component 1. Development of a BRT
· Progress rate of works;
· Procurement progress; and
· Change in bus travel times on corridor relative to system wide travel times.
Component 2. Strategic Road Infrastructure and Sustainable Urban Planning

· Progress rate of works;
· Implementation of case-studies on land-use; and
· Staff Trained in key HPC Urban Sector Departments.
Component 3. Program to Support Air Quality, Traffic Safety, the Public Transport  Authority, Transport Policy and Replication
· Air Quality Management system in place;
· Comprehensive motor vehicle management and emission control strategies identified and adopted;
· Number of staff trained, and subsequent skills assessment; and
· National and international outreach and replication activities completed.
The key assumption of the project is the continued support for its strategy from the decision-makers responsible for the urban development of Hanoi. Political will is key to the successful implementation of the BRT, which could be weakened by a change in leadership. The technical assistance provided through this project, including study tours and media strategy to support Hanoi leadership, will serve to mitigate this risk. Additional risks, and how they are being mitigated by the project, include:

· Risks related to public nervousness and negative reaction of motorists to the BRT will all be mitigated through effective consultation, communications and media strategies, and by working to maintain the total number of bus jobs through expansion of the public transport market through new routes and other opportunities. 
· The potential risk of the benefits (including global benefits) of the BRT being undermined by ineffective coordination with other transport modes including NMT, feeder services and other bus services will be addressed by (i) the NMT improvements around BRT stations and provision of secure bicycle and motorcycle parking at major BRT terminals; and (ii) supporting the Public Transport Authority (PTA), which will have the mandate to ensure coordination across modes and public transport services.

· The potential risk of the dominant state-owned enterprise undermining efforts to establish a sustainable bus system based on a properly regulated and efficient industry will be addressed by the establishment and support for the Public Transport Authority. 
· The risk that unplanned urban growth west of West Lake and in Dong Anh north of the Red River not conducive with competitive public transport will be addressed by the provision of technical assistance on urban planning. This technical assistance specifically addresses the urban plans and plan implementation in the newly urbanizing areas, and will include case studies to promote growth compatible with competitive urban transport. 
· The risk that the project GHG benefits from the gains in public transport will be undermined by increases in incomes that could lead to increases in automobile ownership and use will be addressed by supporting the development of a comprehensive urban transport policy that (i) increases awareness of parking charges and other restrictions on private vehicle ownership and use on sustainable urban transport outcomes, (ii) support for the development of an transport air quality management plan to complement efforts to limit private vehicle use, and (iii) support for planning to extend the BRT network.

2. Country Ownership

a) Country Eligibility

Vietnam signed the United Nations Framework Convention on Climate Change (UNFCCC) on 11 June 1992, which was ratified on 16 November 1994 and entered info force on 14 February 1995. Vietnam signed and ratified the Kyoto Protocol on 3 December 1998 and 25 September 2002, respectively; and submitted their Initial National Communication to the UNFCCC on 2 December 2003.
b) Country Driven-ness

The HPC views increasing congestion and high road accident rates associated with mixed traffic (autos, motorcycles, buses and non-motorized) as the city’s most significant short-term problem, and fears that the situation will worsen as income increases lead to higher auto use. The solution clearly lies in encouraging a quantum shift away from private motorized transport to public transport. HPC recognizes this reality and views public transport to be key to its urban transport strategy: HPC Resolution No. 13 calls for a 25 percent public transport share of all vehicular trips by 2005, rising to more than 50 percent by 2015. Given 2003 estimates of a 3.8 percent public transport share of all vehicular trips, these are clearly ambitious targets, and successful implementation of proposed GEF/IDA funded initiatives will be critical to attaining them. 
HPC has recognized the need to reform the bus transport sector: Decision 34 adopted in February 2003 calls for provisions to permit at least two new non-governmental companies to provide bus services. Since that time, Decision 34 is being applied and the first two pilot franchises were awarded by tender in 2004. The HPC also launched a bid for an additional four new bus routes to be operated by private operators. To date, six routes are under operation by private operators. 
The proposed HUTDP is strategically founded on the recommendations of the Bank’s Vietnam urban transport sector review (completed in 2002) and a recently undertaken Hanoi transport strategy. This project has been added to the Bank’s lending program at the request of the Government of Vietnam. The HPC has already established a working group (including a PMU) to guide preparation. The HPC has officially endorsed the proposed BRT and has formally submitted a pre- Feasibility Study (a critical step in Vietnamese processing) that includes all the key elements of the project (including the BRT, institutional changes related to public transport and air quality) to the Prime Minister for approval.  
3. Program and Policy Conformity

a) Fit to GEF Operational Program and Strategic Priority

The project is consistent with the objectives of the Global Environment Facility Operational Program 11 (GEF OP11) on “Promoting Environmentally Sustainable Transport”. The project is also consistent with the GEF climate change strategic priority (CC6) related to Modal Shifts in Urban Transport as defined in the GEF Business Plan for FY04-06 (GEF/C.21/9). This project will promote modal shifts in urban transport with emphasis on Bus Rapid Transit (BRT), non-motorized transport (bicycles and pedestrian areas), and non-technology measures (such as traffic demand management and economic incentives). The project will also build institutional and technical capacity at the local level, support policy development and public outreach initiatives. 

With GEF support, the project seeks to increase the potential global and local environmental benefits of the city’s land use and transport development strategy in four fundamental ways:

· Ensuring and accelerating a modal shift away from personal motorized vehicles to bus transport; by generating support for the implementation of the planned IDA-supported bus rapid transit system (removing public perception and education barriers), by promoting a quicker, bigger shift to buses through enhancing the attractiveness of the service (improving NMT access and enhancing the attractiveness of BRT stations);

· Assisting in the development of a strategy to encourage and sustain bicycle use and walking and activities that make these activities safer and more convenient;
· Assisting development of an urban transport policy that is environmentally-sustainable from a global perspective, which promotes public transport by developing a parking policy, policies discouraging ownership and use of motorized vehicles, and by enhancing the capacity of planning and enforcement institutions; and,
· Assisting development of an environmentally sustainable urban development strategy that promotes integration of transport and land-use planning.
From both local and global environmental perspectives, an IDA-GEF transport operation in Hanoi provides the rare opportunity for transport planners to be “ahead of the curve”. In Hanoi there exists an opportunity to work with HPC to create a sustainable, public transport-oriented city by coordinating urban transport infrastructure investments, the city’s development strategy, and its transport policy before widespread adoption of the automobile. It also provides an opportunity to avoid the gradual extinction of bicycle use before all non-motorized movement has been pushed aside by growing motorization – as has happened in many developing countries before the GEF OP11 objective was formulated and funding was available. 

Further, the project sets in place an approach to replicate the experiences of Hanoi throughout the country and in the region through awareness-raising and active information transfer, including transferring of lessons learned from the Hanoi experience to other cities within Vietnam, as well as to nearby countries facing similar urban transportation issues.

b) Sustainability (including financial sustainability)

The institutional and physical interventions in the bus system have been conceived to ensure sustainability of recent increases in bus usage by addressing the key limitations of the current paradigm for bus operations: a fast increasing fiscal burden and capacity limitations related to shared-use road space. A Public Private Infrastructure Advisory Facility (PPIAF) financed study conducted prior to project identification identified the following issues: 

· Fares. The analysis suggested that monthly fares were too low and there was a need to differentiate fares, particularly for long trips. Both have been implemented during project preparation after the PPIAF study was completed. 
· Private participation and competition. To ensure efficiency, the PPIAF report recommended that Hanoi concession new services to operators on an open competitive basis, using gross-cost tenders for new routes. Support from the PPIAF consultancy was used to concession six new routes on that basis in 2005. The franchises to operate the proposed BRT routes will also be concessioned. The city is also planning to tender the routes operated by TRANSERCO, the dominant State-Owned Enterprise on a phased basis. 

· Strengthened regulatory and planning capacity in the City. The PPIAF study highlighted the need to establish a high-level public transport authority independent of bus operators to plan, regulate, and manage public transport operations in Hanoi. Hanoi has agreed to establish such an agency as part of project preparation (and submitted a formal request to the Central Government for approval). This authority will have a significant role in the implementation of the BRT component. The proposed IDA Credit and GEF project both support the development of this agency.
Sustainability is the key principle aligning the otherwise disparate elements of an urban transport policy: there is a recognition of the need to address urban transport problems in a comprehensive manner, and a recognition that to attain the public transport shares that HPC has targeted, public transport improvements need to be complemented with actions to address parking and the attraction of private vehicles.

Financial Sustainability – A financial analysis of the BRT investments (see Annex 9 of the Brief for details) determined that the BRT is financially sustainable.  It is anticipated to produce a net surplus of approximately US$2 million per year initially, rising to over US$5 million in 2015. From then onwards, credit repayments of approximately US$2.5 million per year have to be made, but the net surplus is still over US$2.8 million per year, rising to US$10 million in 2027.  Preliminary estimates suggest that the economic benefits of the BRT are even greater than the financial benefits.
c) Replicability

The proposed project has a strong potential for replication both in Vietnam and in the region. The proposed project will seek to actively promote replication, in other Vietnamese and Asian cities, by leveraging its demonstration nature and disseminating information gathered during implementation and on completion.

As the implementation of Hanoi’s BRT line and other environmental components will set an example for other Vietnamese cities and in the larger region, the project replication activities will actively target replication both within Vietnam and within the region through the following:

· BRT promotion for Vietnamese cities: Replication within the country will be promoted by briefing the managers of other major Vietnamese cities on the project, keeping them appraised of its progress and impacts and financing BRT feasibility studies and associated activities for follow-on activities in interested cities (implementation arrangements for this activity are being finalized with the Ministry of Transport (MOT) at the Central level). Information will be made available on a regular basis through the production of public information announcements and other materials. Meetings will be held to inform other cities about the benefits of BRT, the joint transport/urban planning process, and lessons learned as the project proceeds.

· Replication outside the country will be promoted through publications (e.g. lessons learned reports) on the Hanoi BRT; exhibits and presentations made by Hanoi at major transport fora in the region; and by hosting and promoting study tours to Hanoi for senior urban development and transport planners from other Asian cities. 
· The Hanoi BRT website will be a central repository for information on the progress, achievements, lessons learned and contact information.

Based on experience from other successful BRT systems such as Curitiba and Bogotá, other cities often express great interest in learning about BRT once the BRT systems begin implementation. Recognizing this trend, the Hanoi project will facilitate the process, both by organizing tours for interested parties and also by presenting information and lessons learned on BRT in a synthesized manner.

Currently, the arrangements for the Replication Plan are being finalized through the MOT, in conjunction with Hanoi and other medium sized cities in the region. The Hanoi project is already having an impact through the demonstration effect of the planning process for BRT: Ho Chi Minh City is following in Hanoi's steps and is already considering/planning a demonstration BRT line. 
d) Stakeholder Involvement

An effective Public Consultation Strategy is a vital element for successful introduction of a BRT. This busway system will have significant benefits for many residents of Hanoi at present and is key to a sustainable city in the future. Current riders will see a higher level of service, congestion will be alleviated as riders switch from private modes to BRT, the growth of the City can be facilitated along the corridors as accessibility increases, and consequently land values outside the Center will increase. Still, the introduction of a BRT system could face significant challenges. Some groups may perceive that they were better off before road space was dedicated for use of buses, such as motorcycle riders who feel that the improved BRT service is inferior to motor bikes and cars. Others may perceive glitches in concept or implementation, or feel that the system could have been implemented better. In addition, it is important to ensure that users, Hanoi residents and decision-makers perceive the BRT in a manner consistent with what is being planned, i.e. as a high-quality, efficient, rapid, modern mass transit system. A strategically planned and well-executed public consultation strategy is thus an important and essential element of Hanoi's plan to manage these challenges.
Based on the experience of previous successful efforts to introduce comparably significant changes in the urban transport environment, the preparation of the Stakeholder involvement plan was informed by two groups: focus groups and meetings with a wide range of stakeholders in Hanoi that will be impacted by BRT; and, selected stakeholders from the public sector, media and the private sector. The opinions and feedback of interviewees were gathered and used as basic input for the formulation of the Public Consultation Strategy for BRT. Input was also solicited from representatives of various organizations and business associations:

· Hanoi Police Service’s representative

· Media representative

· Social community representative

· Transportation representative

· Representative of Vietnam Association for safe Water and Environment Sanitation

· Representatives of the Business Community

· Representatives of the Government

· Representatives of the Hanoi People’s Committee

· Representative of Vietnam Road Administration

· Representative of Hanoi Television.
It was determined that the outreach campaign should be directed not only to the general public, but also targeted to professional and social organizations to respond to their particular concerns and to raise awareness. This targeted outreach should provide their members with a clear knowledge of the BRT system characteristics, including technical (infrastructure and equipment), operational, social, economic, and financial aspects and its positive impacts and advantages to the city. 
The Stakeholder Participation Plan will be operationalized through the BRT Public Consultation, Communications and Media Strategy. The plan focuses on two key elements, both of which allow for stakeholder participation in the implementation of BRT in Hanoi. The public involvement strategy is intended to enable public participation in key decisions related to the BRT System, to keep the public updated on the progress and key decisions related to implementation, and provide a framework for public feedback into all elements of system design and operation. Ongoing consultation of the Vietnam Association for the Handicapped (VNAH) have already begun during project preparation, and will continue to ensure that this key stakeholder group understands the potential impact of BRT and that their specific concerns are understood and addressed in the project’s design. In addition, the subcomponent is intended to support a media management strategy, which will provide media content and appropriate materials for TV, radio, print, and public billboards and facilitate the media’s ability to promote the BRT concept. See also Annex 4 of the Project Brief for the detailed project description and Annex 19 of the Brief for additional details. 

e) Monitoring and Evaluation

The PMU is to monitor the implementation of the Environmental Management Plan and Resettlement Action Plan and submit twice-yearly monitoring reports to IDA, by February 15 and August 15 of each year, starting on February 15, 2007, covering the periods January-June and July-December, respectively. The PMU will maintain separate project accounts, as well as monitor and report project progress, using project performance indicators.

Progress reporting and mid-project review: The PMU is to submit, by February 15 and August 15 of each year, starting with February 2007 and until the project is completed, a semi-annual progress report on project implementation covering the period January-June and July-December, respectively. The special account and project accounts for the PMU, including documentation for Statements of Expenditures, will be reviewed annually by independent external auditors acceptable to IDA and the Government, with the audit including a separate opinion on the SOEs, which would then be used as a basis for disbursements. The detailed audit reports will be submitted to IDA within six months after the end of each fiscal year. 
The Government will hold annual implementation reviews (by June 30 of each year, beginning in 2007) and a mid-term review (by June 30, 2009). Both HPC and the Hanoi Transport and Urban Public Works Service (TUPWS) will regularly collect the data required for monitoring and evaluation of outcomes and results. HPC and TUPWS will review the results on the basis of various progress reports, and take appropriate corrective action where needed.

4. Financial Modality and cost effectiveness
Cost Effectiveness

The project is projected to reduce GHG emissions by between 1.70 and 2.23 million tons CO2-equivalent by 2020 (for details, see Global Benefits section of the Incremental Cost Analysis). This equates to a cost of $4.4 to $5.7/ per tonne of CO2 to the GEF over this short time frame. Its replication is likely to result in CO2 reductions of several times this magnitude, which makes it a very cost-effective GEF investment. 
Project Cost by Component

	Project Cost By Component
	GoV
	IDA
	GEF
	Total

	
	US $million
	US $million
	US $million
	US $million

	1. Development of the BRT System
	
	
	
	

	A. BRT System (except for stations, terminals and interchanges), and NMT and Pedestrian Access
	6.270
	60.420
	1.300
	67.990

	B. BRT Stations, Interchanges, and Terminals
	1.730
	14.870
	1.400
	18.000

	C. BRT Consultation, Communications and Media Strategy
	0.000
	0.000
	1.300
	1.300

	2. Strategic Road Infrastructure and Sustainable Urban Planning
	
	
	
	

	A. Strategic Road Implementation
	145.000
	90.000
	0.000
	235.000

	B. Integrated Sustainable Urban Land Development and Transport Planning
	0.000
	0.050
	1.7500
	1.800

	3. Program to Support Air Quality, Traffic Safety, the Public Transport Authority, Transport Policy and Replication
	
	
	
	

	A. Air Quality Management
	0.000
	3.450
	0.000
	3.450

	B. Traffic Safety
	0.000
	2.900
	0.000
	2.900

	C. Public Transport Authority Strengthening
	0.000
	1.200
	1.200
	2.400

	D. Transport Policy Development
	0.000
	0.000
	1.500
	1.500

	E. National and Regional Replication and information dissemination
	0.000
	0.000
	.0.900
	0.900

	Project Management
	0.000
	3.000
	0.450
	3.450

	Total Cost
	153.000
	175.890
	9.800
	338.690


Co-financing Sources
	Name of Co-financier (source)
	Classification
	Type
	Amount (US$)
	Status*

	IDA
	Development Partner
	Credit
	175,890,000
	Confirmed

	Government of Vietnam
	Borrower
	Counterpart funds
	153,000,000
	Confirmed

	Sub-Total Co-financing
	328,840,000
	


5. Institutional Coordination and Support

a) Core Commitments and Linkages
The proposed project supports all three current (2003-2006) World Bank Vietnam Country Assistance Strategy objectives:

(i) high growth through a transition to a market economy;

(ii) adoption of a modern public administration, legal and governance system by supporting reform of the bus system, and enhancement of the City’s development planning capabilities, and 

(iii) an equitable, socially inclusive and sustainable pattern of growth: in the development of a sustainable high-quality PT system that provides accessibility to all users, and by promoting integration of land-use and transport planning in ways that fosters a shift away from private vehicles to public transport.

b) Project Implementation Arrangement

Hanoi People’s Committee will be fully responsible for executing the project. HPC will establish a Project Leading Group headed by the Vice Chairman of the HPC responsible for infrastructure (or higher) to facilitate project implementation. To manage, coordinate and supervise the project, the HPC has established a Project Management Unit (PMU), under the Hanoi TUPWS, which has experience implementing the previous IDA-supported Urban Transport Improvement Project. (This will be finalized at appraisal – HPC is considering establishing this PMU directly under the HPC.) The PMU will be maintained at all times during the implementation period with adequate budget and qualified fulltime staff.

PMU will sign all contracts on behalf of the HPC. The PMU will be the executing agency managing the implementation of all civil works. The PTA will manage the procurement of the buses and all equipment related to the BRT system. The PMU and PTA together will manage the BRT concession processes. The BRT concessions will likely be signed with the PTA on behalf of HPC. The traffic police and traffic inspection board under TUPWS will be involved in the procurement of all equipment related to traffic management. The Department of Natural Resources and the Environment (DONRE) will manage the implementation of the air quality component. The Department of Architecture and Planning Management (DAPM) will manage the implementation of the urban planning TA. The PMU will coordinate with all relevant agencies including the HPC, TUPWS, the traffic inspection board of TUPWS, the traffic police, Department of Planning and Investment (DPI), the PTA and bus operators on the comprehensive planning TA. The PMU will organize and manage all Hanoi based replication activities including workshops and hosted study tours. Individual cities wishing to explore BRT demonstrations will execute study tours and feasibility studies for such activities, facilitated by the Ministry of Transport (this arrangement will be finalized at appraisal). 

The roads and BRT road infrastructure will be turned over to TUPWS after construction and will be maintained by TUPWS. BRT buses, terminals, depots and other equipment will be owned by the City (with the PTA potentially representing the City) and leased out to operators as appropriate. The operators will be selected based on competitive tendering. 

DAPM will be responsible for any revisions in plans or planning regulations which will all likely need to be approved by HPC. DONRE will be responsible for processing air quality monitoring data. An emission control policy will be finalized with DONRE coordinating with other related agencies including traffic police, Vietnam Register and TUPWS.

Project oversight. At the national level, the Ministry of Planning and Investment (MPI) provides overall sectoral guidance on investment policy and approves and monitors the progress of all large foreign-assisted projects. For sector-specific issues, MPI consults with the sector ministry, in this case the MOT, the national agency responsible for developing and managing the transport sector. MOT plays an advisory and coordinating role for developing the urban transport sector in Hanoi. At the city level, HPC, in consultation with TUPWS, will guide, approve and monitor project-specific policy and investment decisions. The Stakeholder Participation Plan is provided in Annex 19.

Accounting, financial reporting and auditing arrangements. To ensure financial accountability, various steps will be taken: (a) The PMU will maintain a separate project account, including the special account; (b) the special account and project account, including documentation for SOEs, will be audited annually by independent external auditors acceptable to IDA and the Government, with the audit including a separate opinion on the SOEs used as a basis for disbursements; and (c) detailed audit reports will be submitted by the PMU to IDA annually, within six months after the end of the city government's fiscal year.

Annex A: Incremental Cost Analysis

Overview

The proposed GEF project seeks to assist Hanoi in implementing a sustainable strategy of city development and transport improvement with a focus on promoting public transport. This project will provide support to the establishment of high capacity busways on major corridors, by integrating investments in road infrastructure with land-use plans to generate a transit friendly urban landscape, and by enhancing the capacity of the City’s institutions to create/implement a growth strategy that is conducive to public transit oriented development. 

This project is consistent with the objectives of the Global Environment Facility Operational Program 11 on “Promotion of Environmentally Sustainable Transport”, and is consistent with the GEF climate change strategic priority related to Sustainable Transport is defined in the GEF Business Plan for FY04-06 (GEF/C.21/9). Specifically, this project will address modal shifts in urban transport through emphasis on BRT, non-motorized transport (bicycles and pedestrian areas), and non-technology measures (such as traffic demand management and economic incentives). The project will also build institutional and technical capacity at the local level, support policy development and public outreach initiatives. 
This project has three key components: (1) BRT and public transport promotion; (2) a strategic road and urban transport planning; and (3) and an institutional capacity development, each of which has a GEF sub-component.

Baseline Scenario

(1) BRT and Public Transport Promotion

At this stage, the without-GEF project baseline is a IDA-financed investment project that includes a significant BRT component. However, this baseline has considerable deficiencies. First, there remain significant risks related to successful implementation. The leadership of Hanoi is changing and it is anticipated that the Project will be implemented without the presence of any of the key leaders responsible for initiating and initially endorsing the project. The new leadership’s exposure to the BRT concept is likely to be limited and continued efforts will be needed to build the new leadership’s commitment to, and confidence in, the BRT. There also remains considerable uncertainty and nervousness in the public mind regarding the proposed BRT. Though awareness of the proposed system is rising, in part due to the GEF preparation grant financed activities, the public remains unclear on how the BRT would work and its applicability to Hanoi. International experience suggests that this is not unusual, while the public in most cities has been very receptive to BRT’s once the systems are operational, there is skepticism until implementation is complete.

In addition, there are issues related to long-term sustainability of the public transport system in Hanoi’s current regulatory environment. Despite significant improvements in recent years as a result of Decision 34, bus services are currently dominated by a single State Owned Enterprise operator. The Bank’s assessment is that there is a need for a unified regulatory body that plans, manages and regulates all public transport in Hanoi: an agency that ensures a level playing field for all operators, ensures a seamless experience for consumers across modes and operators and ensures that all elements of the system are operated in a manner that maximizes the benefits for Hanoi and its consumers. Hanoi has decided to establish a unified public transport authority that could play such a role, but in the baseline without initial capacity building support for this organization, it is doubtful that it would be effective.

Furthermore, in the baseline scenario, the system would not be optimized to attract current motorcycle and automobile users. Barriers to pedestrian and cyclist access to the BRT stations would likely dissuade some potential trip-makers, particularly those who have a choice between using a private motor vehicle. Physical and stakeholder surveys of pedestrian and cyclist facilities in the vicinity of the proposed BRT stations suggest that significant improvements are needed in ensuring high-quality non-motorized access to the proposed system. Further, the ability to brand the BRT as a high quality service appropriate for middle-class users who have the choice of a private vehicle would be limited by a low-key functional design for the stations; experience from other successful BRTs suggests that attractive and distinctive stations can play a crucial role in creating an attractive BRT brand image, particularly for users who have the choice of using their own motor vehicles.
It should be noted that, without the involvement of GEF, there may not have been any BRT project at all. Though a BRT system had been identified initially at Hanoi’s request, Hanoi decision makers were hesitant in endorsing preparation, unsure if a BRT was appropriate for the City. Official endorsement of the project, which allowed preparation to proceed, came only after a study tour to Latin America, financed by PDF-B funds. In other words, by virtue of the PDF-B, GEF has already been able to play a catalytic role in this project.

(2) Strategic Road Component and Sustainable Urban Planning
In the absence of the GEF project, the strategic road component financed by IDA would likely be implemented as appraised. As planned this would significantly increase the access of the Dong Anh district (north of the red river) and the areas west of West Lake in the northwest of Hanoi to the rest of the city. That in turn is expected to spur significant growth in those areas as discussed already, Vietnam is urbanizing rapidly and significant growth in Hanoi’s population is forecast in the coming years. The population of the Dong Anh and west of West Lake regions is forecast to grow from 370,000 in 2005 to about a million in 2020. However, in the baseline, this growth would occur in the ‘Los Angeles’ style unplanned medium-density manner that typifies peri-urban growth in Vietnamese cities today. As a result of fragmented institutional responsibilities, rigid standards, lack of effective planning controls, it is likely that growth would occur in a manner that is not compatible with competitive public transport services. International experience suggests that for growth to occur in ways that are compatible with competitive public transport even in the long-term (even as incomes rise) effective urban planning plays a crucial role. As the experiences of Singapore and Curitiba best illustrate, unless growth occurs in high-density nodes about public transport corridors, it is difficult for public transport to compete effectively, specially as the populace becomes affluent and can afford private vehicles.

(3) Program to Support Air Quality, Traffic Safety, the Public Transport Authority, Transport Policy and Replication
In the baseline, as incomes rise, private vehicles in Hanoi would continue to increase. Even with public transport improvements, this would result in an increased level of trip making by private vehicles, ultimately increasing the risk that these increases would negate much of the benefits from the rest of the project. Auto ownership in Hanoi is currently low relative to other cities with similar income levels, in large part because of the relatively high taxes on auto ownership (and other related restrictions) being applied by City and national leadership. However the impact of such taxes will reduce as incomes rise (unless the taxes and other restrictions are increased concomitantly). Unless the city has a definite and strong vision for transport that precludes the widespread use of private vehicles and a comprehensive program to restrict ownership and use, the city will be under enormous pressure, especially from the urban elite, to relax restrictions related to private vehicle ownership and use. This is already evident: the city is under enormous pressure to relax rules related to auto ownership (linked to parking requirements), and has already rescinded (largely ineffective) restrictions on new motorcycle registrations in the central city.

GEF Alternative

(1) BRT and Public Transport Promotion

The key strategic contribution of the GEF co-financing will be to address barriers and risks related to successful project implementation and sustainability. The GEF Alternative project will finance public consultation, a media strategy and a strategy to build awareness and knowledge of Hanoi’s new leadership (with additional study tours for the new leadership). The experience from the preparation of this project thus far, as well as other international experience, suggests that such a strategy will be critical to ensure that the BRT system is implemented as appraised. The media strategy component of the GEF Alternative project will help to reduce the risks associated with BRT implementation.

Additionally, the GEF Alternative project will finance technical assistance to support the newly established public transport authority to execute its responsibilities effectively. In addition, through general support to train authority members in issues related to the planning, regulation and management of a complex ultimately multi-modal system, this GEF financed component will enable support for
· the concessioning process to identify operators for the BRT. The financial sustainability of the BRT depends on ensuring that the City is able to implement efficient operating arrangements that minimize the financial burden on government without compromising the quality of public transport service to the public.

· integration between trunk BRT lines and the rest of the bus system including BRT feeder lines. Effective integration with the rest of the bus system is essential to achieve the benefits (including the GHG benefits) of the BRT. Without GEF support there is a risk (as with other mass transit systems including recent BRT systems in Jakarta and the metro system in Delhi) that the benefits and viability of the BRT investments would be compromised by competition from uncoordinated service offerings.

Finally, the GEF Alternative project will finance improvements in stations and pedestrian and bicycle access around BRT stations. In particular, based on extensive stakeholder and physical surveys, the GEF Alternative project will (i) co-finance the development of stations that enhance the Hanoi BRT’s brand image and attractiveness; and (ii) finance improvements to pedestrian and cyclist infrastructure and co-finance the construction of secure cycle parking facilities. 
(2) Strategic Road Component and Sustainable Urban Planning
The GEF Alternative project will co-finance TA for the Department of Urban Planning and Architecture in Hanoi to address the key deficiencies in the current planning regime. The TA will support specific pilots in the area north of the red river to demonstrate public transport friendly development and will also help the department and City government develop a modern planning and plan implementation system that can produce and implement a sustainable urban plan for growth.

(3) Program to Support Air Quality, Traffic Safety, the Public Transport Authority, Transport Policy and Replication
In this sub-component, the GEF Alternative will co-finance development of price based approaches, including economic instruments that would address transport related problems such as congestion by encouraging a shift from private to public transport and reduce the overall volume of private motorized travel. An integrated set of activities illustrating the value of such instruments to address congestion, parking and other related problems are proposed. Furthermore, the GEF will co-finance replicability efforts to maximize the demonstration potential of HUTDP in other Vietnamese cities and the region. 
Incremental Cost Matrix for HUTDP
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Global Environmental Benefits Limited awareness and 

understanding in the city, country 

and region on the benefits of 

sustainable transportation and 

accelerating a modal shift away from 

personal motorized vehicles to bus 

transport; and, therefore, of 

continued high levels of CO2 

emissions related to transport.

Increased awareness and 

understanding leading to the 

adoption of sustainble 

transportation intitiatives within 

Hanoi, and replication in the 

country and region;  which leads 

to reduced CO2 emissions from 

transport.

Effective implementation and 

replication of the BRT emphasizing 

sustainable transportation and 

contributing to lower CO2 emissions 

by 1.70 to 2.23 million tons CO2-

equivalent from 2005 to 2020. One of 

20 cities with integrated, sustainable 

transport plans in place and one of 15 

cities with bus rapid transit plans 

completed.

Limited awareness and capacity for 

developing urban transport and urban 

land planning policies that are 

environmentally sustainable from a 

global perspective.

Domestic Benefits Hanoi decision makers were hesitant 

in endorsing preparation, unsure if a 

BRT was appropriate for the City. 

New leadership’s exposure to the 

BRT concept is likely to be limited 

and continued efforts will be needed 

to build the new leadership’s 

commitment to, and confidence in, 

the BRT.  Considerable uncertainty 

and nervousness in the public mind 

regarding the proposed BRT, how 

the BRT would work and its 

applicability to Hanoi.

Increased awareness and full 

understanding of decision-makers, 

technical support and 

stakeholders, leading to effective 

implementation of BRT in Hanoi; 

and New leadership’s exposure to 

the BRT concept is likely to be 

limited and continued efforts will 

be needed to build the new 

leadership’s commitment to, and 

confidence in, the BRT.  efficient 

and effective replication in the 

country and region.

Support and understanding of decision-

makers, technical support and key 

stakeholders leading to domestic 

benefits (e.g., decreased congestion, 

decreased local emissions).

Components and Sub-Components Baseline (US$ millions)

Alternative  (US$ millions) Incremental Cost  (US$ millions)

1 BRT

A BRT System (except for stations, 

terminals and interchanges), and NMT 

and Pedestrian Access

66.690 67.990 1.300

B BRT Stations, Interchanges and 

Terminals

16.600 18.000 1.400

C BRT Consultation, Communications and 

Media Strategy

0.000 1.300 1.300

2 Strategic Road Infrastructure and 

Sustainable Urban Planning

A Strategic Road  Implementation 235.000 235.000 0.000

B Integrated Sustainable Urban Land 

Development and Transport Planning

0.050 1.800 1.750

3 Program to Support Air Quality, 

Traffic Safety, the Public Transport 

Autority, Transport Policy and 

Replication

A Air Quality Monitoring Program 3.450 3.450 0.000

B Traffic Safety 2.900 2.900 0.000

C Public Transport Authority Strengthening 1.200 2.400 1.200

D Comprehensive Transport Policy 

Development

0.000 1.500 1.500

E National and Regional Replication and 

information dissemination

0.000 0.900 0.900

Project Management 3.000 3.450 0.450

TOTAL 328.890 338.690 9.800


Global Benefits

Making accurate estimates of GHG emission savings in the case of urban transport projects remains a difficult undertaking. The estimates below are limited to the impact of the BRT component of the project. The GHG impacts of the Program to Support Air Quality, Traffic Safety, the Public Transport Authority, Transport Policy and Replication (Component 3) and the land planning technical assistance activities (Component 2) are expected to be significant but difficult to quantify, and are not included in the calculations below. Thus, these estimates of GHG impacts can be considered conservative. The BRT is forecasted to have a 20% share of trips in the project corridors by 2020 (up from a 10% share for public transport at present). BRT can be expected to account for 5 percentage points of a modal shift to public transport and a 1% increase in the share of bicycle traffic.   
Formal calculations of GHG emissions will be made as part of the GEF project, and the GHG emissions over the project life will also be monitored and reported on as part of the GEF project. An initial estimate of anticipated GHG emissions reductions attributable to this project has been made using the following basic approach:

	Transport emissions per mode 
	= 
	Number of vehicles 
	x 
	Distance traveled 
	x 
	Emissions per vehicle distance traveled 


Forecasts of CO2 emissions saved are based on estimates of modal shift to BRT, combined with estimates of average trip distance, vehicle occupancy and modal carbon emission estimates.

Current modal shares
Table 1 presents modal shares and daily trip estimates by mode in the central core. The table shows that motorcycle trips predominate, with autos representing a small but rapidly increasing proportion of the mode share. Bicycle trips remain significant, especially for local journeys, whilst use of public transport is now estimated at around 10% of total trip making, up significantly from just a few years ago.  The public transport modal share has increased from about 2 percent in 1998 as a result of significant improvement in service quality.

A.A1:
2005 Hanoi Vehicular Trips by Mode
	Mode
	Daily Trips

(persons)
	Modal Share (percent)

	Bicycle
	516,400
	9.6

	Motorcycle
	3,942,600 
	73.5

	Car/Taxi
	368,400 
	6.9

	Public Transport (Bus)
	534,300
	10.0

	All
	5,361,700
	100.0


Source:  HUTDP BRT Draft Feasibility Studies

Traffic Forecasts

BRT traffic demand was based on a modal choice analysis. Two sets of forecasts based on different land-use forecasts have been made to assess the impact of the BRT: the first is based on the official Hanoi masterplan which calls for limiting center city growth and rapid urbanization in the urban periphery; and an alternative forecast based on recent trends that suggests slightly higher center city populations and slightly slower growth in the periphery.  As discussed below, both methodologies yield BRT demand estimates within 5 percent of each other.
(ii) Year 2010 Forecasts.    Between 230,000 to 243,000 daily BRT trips are forecast in 2010. The vast majority of the rider-ship (about 85 percent) is drawn from existing bus passengers with diversions from motorcycles representing the bulk of trips diverted from private modes.  
(iii) Year 2020 Forecasts.  Between 352,000 to 379,000 daily BRT trips are forecast in 2020 with about 20 percent of the riders being drawn from private vehicles, predominantly motorcycles.
In this context, the baseline planning estimates used by Hanoi, which form the basis of the current estimates, assume that public transport use will continue increasing and growth in auto usage will be modest.  These assumptions produce conservative estimates of the impact of the proposed BRT.  In reality, without significant improvements in public transport, such as the proposed BRT investments, the baseline public transport shares could not be achieved.  In other words, the baseline (without project) forecasts over-estimate public transport usage, and thus under-estimate project impact.  Similarly, if baseline auto ownership is under-estimated, the potential impact of the BRT on CO2 emissions is similarly under-estimated.

Emissions Estimates
The modal choice analysis also provided estimates of BRT trip length distribution, and traffic flows on the BRT corridors.  These data were used to generate with and without project CO2-equivalent emission estimates.  As Table A.A2 indicates, these calculations suggest that approximately 1.70 to 2.23 million tons CO2-equivalent emissions reductions are attributable to BRT in Hanoi over the 15 year period from 2005 to 2020.  
Table A.A2. Estimated GHG Emissions Reductions Attributable to BRT

[image: image3.emf]Year  Do Nothing (tons CO2 - equivalent per year)  With BRT (tons CO2 - equivalent per year)  Emissions Reductions Due to  BRT (tons CO2 - equivalent  per year)    B ase   F o r ecast  Alternative  Forecast  B ase   F o r ecast  Alternative  Forecast  B ase   F o r ecast  Alternative  Forecast   2005                668,665   668,665            599,719             599,719               68,945               68,945    2006               703,569   708,456              625,322       6 29,081               78,248               79,375    2007        738,474   748,247      650,924       6 58,443                87,550               89,804    2008        773,379   788,038                676,526       687,804               96,853             100,234    2009       808,283   827,829             702,128      717,166            106,155            110,663    2010              878,093   907,411             753,333            775,889            124,760            131,522    2011              870,095   944,381            747,386            806,773            122,709            137,609    2012              862,097   981,352            741,439            837,656            120, 658            143,696    2013              854,099   1,018,323            735,492            868,540            118,607            149,783    2014              846,101   1,055,294            729,545            899,424            116,556            155,870    2015               838,103   1,092,265            723,598            930,307            114,505            161,957    2016              830,105   1,129,235            717,651            961,191            112,454            168,044    2017              822,107   1,166,206            71 1,704            992,075            110,404            174,131    2018              814,109   1,203,177            705,757          1,022,959            108,353            180,218    2019              806,111   1,240,148            699,810          1,053,842            10 6,302            186,305    2020              798,113   1,277,119            693,863          1,084,726            104,251            192,393    TOTAL          12,911,504   15,756,144        11,214,195        13,525,595          1,697,310          2,230,550     


Annex B: Project Logical Framework
	Development and Global Environment Objectives
	Project Outcome Indicators
	Use of Project Outcome Information

	Development Objective: To support Hanoi in implementing sustainable strategies to increase the efficiency of the existing transport infrastructure and develop compatible urban growth plans.

Global Environmental Objectives:

Shift to more cost-effective and sustainable transport modes and compatible urban development plans in Hanoi and their replication in the region.

Lower Hanoi transport-related greenhouse gas emissions.
	1. Reduction of tons of CO2-equivalent over 15 years (to 2020)

2. Public transport mode share along project corridors and areas

3. Number of public transport trips

4. Herfindahl-Hirshman Index (HHI) for bus operations

6. Population in (Dong Anh and west of west lake districts) within 500 m of bus stop with 40 minute service to Kim Ma (including wait times)
	Supporting decision-makers in the urban development of Hanoi on an ongoing basis.



	Intermediate Outcomes
	Intermediate Outcome Indicators
	Use of Intermediate Outcome Monitoring

	Component 1: Development of a Bus Rapid Transit System (BRT)
Completed BRT works and commencement of operations, including pedestrian and NMV improvements


	Progress rate of works

Procurement progress
Change in bus travel times on corridor relative to system wide travel times
	Monitoring of implementation progress and action plan to address possible delays

	Component 2: Strategic Road Infrastructure and Sustainable Urban Planning
Completed physical works and the beginning of operations
Adoption of integrated sustainable urban land development and transportation planning in Hanoi
	Progress rate of works

Implementation of pilots on land-use
Staff of HPC Urban Sector Departments Trained


	Monitoring of implementation progress and action plan to address possible delays



	Component 3: Program to Support Air Quality, Traffic Safety, the Public Transport Authority, Transport Policy and Replication
Local capacity to plan, manage, and implement public transport

Awareness and understanding of the transport-related actions needed to achieve sustainable outcomes

	Air Quality and GHG Emissions inventory, and monitoring system in place

Comprehensive motor vehicle management and emission control strategies identified and adopted 

Number of staff trained, skills assessment

National and international outreach and replication activities completed
	Monitoring of implementation progress and action plan to address possible delays 


Arrangements for results monitoring

	
	
	Target Values (Years)
	Data Collection and Reporting

	Project Outcome Indicators 
	Baseline
	2007
	2008
	2009
	2010
	2011
	Frequency and Reports
	Data Collection Instruments
	Responsibility for Data Collection

	1. Public transport share of vehicular trips along project corridors and areas
	
	
	
	
	
	
	Mid-term review and project completion
	Surveys
	PMU

	1a. BRT corridors
	10%
	
	
	
	
	15%
	
	
	

	1b. Dong Anh and West of west lake districts
	1% (finalized at appraisal)
	
	
	
	
	10%
	
	
	

	2. Number of daily boardings
	
	
	
	
	
	
	Annual 
	Surveys, PTA reports
	PMU and PTA

	2a. BRT corridors
	97,200
	
	
	
	
	200,000
	
	
	

	2b. Dong Anh and West of West lake districts
	Finalized at appraisal
	
	
	
	
	3000
	
	
	

	3. Herfindahl-Hirshman Index (HHI) for bus operations: sum of squares of market share of operators
	Finalized at appraisal
	
	
	
	
	Reduced by 75%
	Annual
	PTA reports
	PTA

	4. Population in (Dong Anh and west of west lake districts) within 500 m of bus stop with 40 minute service to Kim Ma (including wait times)
	
	
	
	
	
	
	Mid-term review and project completion
	Calculations based on population (from DAPM and DPI) and bus service (from PTA) 
	PMU

	4a. Number
	?
	
	
	
	
	5,000
	
	
	

	4b. Share
	0
	
	
	
	
	30%
	
	
	

	5. GHG emission reductions from BRT
	
	
	
	
	
	120,000 tons/yr
	Mid-term review and project completion
	Estimates based on surveys 
	PMU consultants

	Intermediate Outcome Indicators 
	
	
	
	
	
	
	
	
	

	Component 1: Development of a Bus Rapid Transit System (BRT)
	
	
	
	
	
	
	
	
	

	Progress rate of works
	0
	15
	40
	70
	100
	100
	Semi-annual Project Performance Review (PPR)
	PMU, Supervision
	PMU

	Procurement Progress
	
	30
	60
	100
	100
	100
	Semi-annual PPR
	PMU, Supervision
	PMU

	Change in BRT travel times relative to change in system wide travel times

· travel times of BRT corridors

· system wide travel times 
	Finalized at appraisal
	
	
	
	
	
	Within 3 months of operation of BRT lines, mid-term review, project completion 
	Operator records
	PTA, PMU

	Component 2. Strategic Road Infrastructure and Sustainable Urban Planning
	
	
	
	
	
	
	
	
	

	Percentage of civil works completed
	
	0
	10
	30
	70
	100
	Semi-annual PPR
	PMU, Supervision
	PMU

	Completion of Land-use TA
	
	10
	50
	100
	
	
	Semi-annual PPR
	PMU, Supervision
	PMU, DAPM

	Implementation of Pilots on transit friendly land-use
	
	
	10
	50
	100
	
	Semi-annual PPR
	PMU, Supervision
	PMU, DAPM

	Number of Staff trained
	Finalized at appraisal
	
	
	
	
	
	Semi-annual PPR
	PMU, Supervision
	PMU, DAPM

	Component 3. Program to Support Air Quality, Traffic Safety, the Public Transport Authority, Transport Policy and Replication
	
	
	
	
	
	
	
	
	Strategic Planning TA facilitator

	Progress rate of works
	
	10
	30
	60
	90
	100
	Semi-annual PPR
	PMU, Supervision
	PMU, TUPWS, Traffic Police, DONRE

	Adoption of emission control plan based on monitoring system and associated data
	
	
	
	
	
	Adopted and implemented
	Mid-term review 
	PMU, DONRE, Supervision
	PMU, DONRE

	Number of staff trained
	Finalized at appraisal
	
	
	
	
	
	Semi-annual PPR
	PMU, Supervision
	PMU, TUPWS, Traffic Police, DONRE

	Number of replication activities (workshops, studies in other Vietnamese cities, study tours hosted)
	
	
	
	1
	3
	7
	Semi-annual PPR
	MoT, PMU (for Hanoi activities)
	


Annex C: Response to Project Reviews

a) Convention Secretariat comments and IA/ExA response
b) STAP expert review and IA/ExA response

c) GEF Secretariat and other Agencies’ comments and IA/ExA response

(b) STAP expert review and WB response

	Reviewer: Dr. V. Setty Pendakur

Pacific Policy and Planning Associates 

Vancouver, BC, Canada

pendakur@interchange.ubc.ca  

Date: March 22, 2006


(Including Comments from the WB Team)

1. Executive Summary

A. The following is a GEF-STAP Review of the Hanoi Urban Transport Development Project (HUTDP), currently under preparation by EASTR/World Bank.  The review was guided by the general terms of reference provided by UNEP-STAP Secretariat, guidelines derived from various GEF documents listed in paragraph 2 and the specific TOR provided by the TTL of the project on March 11, 2006.  

B. The task team and the TTL readily provided all the requested documents.  The TTL was available for consultations and clarifications throughout the review period.   The documents provided by the Bank and reviewed are listed in paragraph 3 below.  

C. Paragraph 6 below details the review of HUTDP in the context of GEF goals, objectives, and operational parameters.  The most recent documentation, regarding the GEF Operational Program #11: promoting Environmentally Sustainable Transport, was used a primary guide for the review.  

D. As a result of this review of HUTDP, the requested GEF funding is recommended for approval, subject to the conditions and suggestions detailed in paragraph 7 below. 

2. GEF-STAP Review Guidelines  
This review is guided by and derived from the following documents:

A. The terms of reference for the technical review of projects proposals, issued by UNEP on March 13, 2006;  

B. The terms of reference provided by the TTL of HUTDP, emailed on March 11, 2006;  

C. GEF, Focal Area-Specific Annotations to the GTOR of the STAP Roster Review, March 14, 2006; 

D. GEF, Operational Program # 11: Promoting Environmentally Sustainable Transport, June 21, 2001;and 

E. GEF, Elements of A GEF Operational Program on Transport, GEF/C.12/14/Rev.1, March 14, 2006.

3. Documents Reviewed 
The following documents, provided by the Task Team of HUTDP, were reviewed as part of the evaluation of the GEF proposals: 

A. HUTDP: Project Concept Note (PCN), November 2004;

B. HUTDP: Project Appraisal Document (PAD), Draft, March 2006;  

C. Environmental Management Plan for HUTDP, Hanoi Peoples Committee, Draft, January 2006; 

D. HUTDP: Feasibility Study and Preliminary Designs, Vol. #1, BRT Component, MVA Asia Ltd, January 2006; 

E. HUTDP: Feasibility Study and Preliminary Designs, Vol. #3 (AQ Management, Traffic Safety, Institutional Strengthening and Capacity Building), MVA Asia Ltd, January 2006; and 

F. HUTDP: NMT Management and Access to Proposed BRT and in the Ancient Quarter of Hanoi, Consultant Memo, received on March 16, 2006.  

4. Consultations with the Task Team  

During the review period, the reviewer had the opportunity to consult with the TTL, Mr. Shomik Mehndiratta regarding the details of the GEF component and obtain additional information and documents as required.  The reviewer is grateful to the TTL for the discussions, explanations and additional documentation provided on request.  

5. Project in Brief    

Briefly, the HUTDP consists of the following three primary components:

A. BRT System Design and Implementation including Pedestrian and NMV infrastructure improvements and a BRT Public Communications and Media Strategy; 

B. Strategic Road Infrastructure construction including arterial road improvements, Housing for the Disabled Persons and an Integrated Sustainable Urban Land Development and Transport Planning Strategy; and 

C. An Institutional Strengthening and Capacity Building Program including an air quality and GHG emissions management plan, traffic safety management, public transport management agency strengthening and assistance for capacity building for comprehensive transport policy development.   
6. General GEF Review (Based on GEF Operational Programs, Guidelines and GEF TORs)    

A. Project Design vis-à-vis GEF Goals and Operational Programs (Strategies and Priorities)     

i. The components of the project are described in paragraph 6 above.  The primary objective of the proposed project is to assist Hanoi to develop and implement strategies for sustainable urban development and the improvement of the urban transport infrastructure.  In addition, it aims to assist the city in developing long term strategies for sustainable transport.  This includes a BRT system in two arterial corridors, a related NMT infrastructure in these two corridors and modest efforts to encourage modal shifts in the long range.  The project’s overall structure is technically sound and comprehensive in its approach to developing sustainable transport policies, plans and programs.    

ii. The project, as proposed, is consistent with and comprehensively covers the priority areas detailed in the GEF Operational Program on Transport (GEF/C.12/14/Rev.1/March 14, 2006).  It is also consistent with GEF strategic priorities regarding climate change and sustainable transport (GEF Business Plan for FY 2004-06, GEF/C.21/9).  More specifically, this project proposes to address the issue of modal shifts to environment friendly transport modes through an emphasis on BRT, non-motorized transport (pedestrian and bicycling infrastructure).  A few non-technology measures such as traffic demand management and economic incentives are also included.  The project also proposes to build institutional and technical capacity through technical assistance and training (both for the experts and the leadership), in order to support sustainable transport policy development and to initiate public participation.        

B. Client Ownership (Country-driven) of the Project 

i. The PAD indicates clearly that the key components of both the IDA project and the proposed GEF components have strong ownership by the city of Hanoi.  The city had started looking for ways to implement bus priority (with the Asia-Urbs project) systems and institutional change (with decision 34 of the HPC) to make public transport systems more efficient and financially sustainable before they had asked the IDA to get involved with a new operation.  

ii. Hanoi had asked the IDA for support for different elements of a comprehensive urban transport policy:  parking, traffic management, safety and public transport development.  Even though there is no recent history of Hanoi trying to preserve and enhance the use of NMT in urban travel, there are indications that the city is willing to adopt pro-active methods to increase the use of NMT.  Furthermore, there is sufficient evidence to indicate that Hanoi is strongly committed to increasing travel by bus and thus, indirectly reducing MV use and consequent emissions.  It is concluded that the project has sufficient client commitment both to the project’s short-term goals and to the underlying long term concepts to merit GEF support.    

C. Citizen Participation and Stakeholder Involvement 

i. Stakeholder participation, involvement and inputs are integral to GEF operational programs on sustainable transport.  In HUTDP, the BRT communications and media strategy, for which GEF funding is sought (1.5 m$), includes:

· Strategies for public participation, 

· Knowledge dissemination through seminars and publicity, 

· Pro-active plans to build a “BRT culture”, 

· Training courses for “safe driving” and 

· Opportunities for citizen input into the decision making process at key junctures.  

ii. The PAD indicates that the strategy also includes a framework for public feed back on all aspects of BRT operation and maintenance.  However, the process for this proposed citizen input and involvement is not clearly defined in Annex 4 of the PAD.  Citizen involvement and participation in the decision making process is integral to the GEF operational programs and it is recommended that this process and various stages of citizen involvement be further defined and clarified in the PAD.  

RESPONSE - The importance of involving and soliciting input from the public and key stakeholders, as outlined by the STAP Reviewer, is acknowledged.  From the inception phases of the HUTDP it has been recognized that, when much of the planning for urban areas is carried out at the central government level, it may not be as responsive as possible to the realities of social, economic and physical conditions on the ground. It is this disconnect coupled with the lack of clear guidelines on urban management and plan implementation that can prevent effective implementation of a BRT system and associated urban planning activities.  In addition, the project recognized from the outset that insufficient stakeholder consultation may reduce the acceptability and ultimate usefulness of plans at the local level, which is especially important given the increasing involvement of the private sector in determining the pace and direction of development in Hanoi as well as other urban centers. Recognizing the general lack of public participation and/or consultation in the planning process at present, the HUTDP has developed the Stakeholder Consultation Plan.
Based on the recommendation from the STAP Reviewer, the project’s design of the Stakeholder Consultation Plan has been modified to include a series of stakeholder consultations. Additional focus groups, and consultations with street (neighborhood) communes and shopkeepers associations and guilds in affected areas will be held periodically. All of the above consultations will be used as key opportunities for awareness raising among concerned citizens.  In addition, effort will be made to document the changes in public sentiment and understanding of BRT during the course of the project by the administration of surveys at the stakeholder consultations. This public consultation process, including scheduling of consultation meetings, will be finalized during the PAD.

Annexes 4 and 19 of the Brief have been updated to include the above consultation process. For clarity, the former “Public Communication Strategy” has been renamed as the “Public Consultation and Communication Strategy”, and will include these key consultations.
In addition, the Brief (Annex 19) has been supplemented to include additional information on consultations that have been held with the disabled, which had been identified as a key stakeholder group during project preparation. Representatives of HUTDP have made a presentation at a meeting of the VNAH (Vietnam Association for the Handicapped) which highlighted BRT and implications for the disabled.  Regular meetings have subsequently been held with the VNAH to inform them of HUTDP’s progress and to ensure that they become a constituency.  This work has led to further discussions at the Hanoi Disability Forum, which has allowed for an enhanced understanding of concerns and ensured that these concerns are addressed in the project’s design. Such outreach to the community is ongoing, with the PMU being introduced to the VNAH and taking the lead on continuing to be responsive to the concerns of various stakeholder groups.

D. Supporting and Encouraging the Development of Sustainable Urban Transport  

i. Political commitment, to enhance public transport use, appears explicit in a series of recent decisions by the city government (HPC decision #34 of 2003, Prime Minister’s decisions to establish priorities to implement policies to achieve public transport share of all person-trips to be 30% by 2010 and 50% by 2020).  The project seeks to provide technical support for the development of a sustainable urban transport policy.  Planning, implementation and capacity building to sustain this momentum is included in the program.  
ii. The institutional and physical interventions in the BRT system have been conceived to ensure the sustainability of recent increases in bus usage by addressing the key limitations of the current paradigm for bus operations: a fast increasing fiscal burden and capacity limitations related to shared-use road space. The sustainability of the BRT system has strong links to and will depend on several key long term factors which the project proposes to address in a positive way.  Adequate regulatory oversight (management, efficiency, maintenance) is essential to the success of the BRT system.  The project proposes to accomplish this through appropriate technical assistance and capacity building, particularly for the Public Transport Management Agency (PTMA).  

iii. The project also proposes substantial investments for institutional strengthening and capacity building in the areas of integrated sustainable urban land development, transport planning and comprehensive transport policy development.  These technical activities will be coordinated with well positioned media strategy and citizen participation.  These efforts, to strengthen existing institutional structures and to build capacity in the long range, are consistent with the general program objectives of GEF as well as with the objectives of the Operational program # 11 on sustainable transport.   
E. Institutional Strengthening and Capacity Building

Because of historical factors, the planning and implementation regarding urban transport is fragmented, distributed among several agencies and therefore, is not coordinated effectively.  Institutional capacity regarding comprehensive planning for sustainable urban transport is lacking and it is essential that coordinating mechanisms are instituted and the institutional capacity to think and act in terms of sustainable transport is bumped up substantially.  The project proposes to tackle these very complex institutional issues by a series of well defined modules as follows: 

i. Integrated Sustainable Urban Land Development and Transport Planning 

This includes several modules which are complex and inter-related.  As these institutional systems are entrenched and are very resistant to change even in a transitional economy like Vietnam, the designers are to be commended for their proposals.  The modules include: 

· A review of the Hanoi urban planning system, 

· A review of the institutional arrangements in the Hanoi urban sector, 

· The preparation of comprehensive land use zoning and classification system for Hanoi, 

· The review and updating of planning and design standards for Hanoi, 

· The capacity building and training for key urban sector professionals, 

· Raising public awareness campaign on urban development,  

· The detailed design of pilot projects, 

· A  feasibility study of Red River public transport, and 

· The installation of GIS systems in key HPC urban sector departments.   

ii. The proposed modules are consistent with the long term strategies of GEF and supportive of the operational program #11 on sustainable transport.  Where site visits and study tours are proposed, it is recommended that selected cities include Jakarta (because of recent BRT developments), Singapore (as the world leader in transport demand management and modal integration) and Seoul (for the most recent bold and innovative steps to shift away from MVs).

The recommendation that selected cities for the site visits include Jakarta, Singapore and Seoul has been noted in the Urban Land Planning section under “Capacity Building and Training of Key HPC Urban Sector Departments” (in Annex 4).  Already, a representative from a key agency – ITDP – involved in the Jakarta initiative has visited Hanoi to present their experiences.  During the project preparation process, experts who had been senior officials at Singapore’s Urban Redevelopment Authority also provided lessons from Singapore’s experience and it is expected that they will continue to provide guidance during HUTDP implementation. 

It is anticipated that such exchanges of information, both through hosting of experts and site visits, will offer HPC staff the opportunity to: 
i) learn from the experience of foreign urban planners and managers from the application of an integrated approach planning and development in a rapidly urbanizing environment; 
ii) see first hand the advantages and possible disadvantages of an urban transportation network based on an extensive public transport network and restricted use of private motor vehicles; and,

iii) judge the relevance of these alternative approaches to the problems of Hanoi. 

iii. Public Transport Management Agency (PTMA) Strengthening 
PTMA is a key institution and its efficient and dynamic functioning is essential to the success of the project.   The success of PTMA is also a pre-requisite to the long range viability of the BRT project.  The project proposal seeks GEF funding for technical assistance and training in several key areas: 

· Long term transport planning,

· Coordination of existing and new proposals with the plans, 

· Procurement of services on a contractual basis, 

· Control and management of common infrastructure, and 

· Financial management, including ticketing and revenue collection. 

iv. Since PTMA is central to the success of the BRT system, its efficiency and success are pre-requisites to the success of this project.  This capacity building is also consistent with the GEF goals and it is recommended for GEF support as requested.  
v. Comprehensive Transport Policy Development  
· Hanoi currently lacks a comprehensive approach to the development of comprehensive transport policy and urban transport demand management.  While the political leadership has committed to the policy of increasing public transport trips to 30% of total person-trips by 2010 and to 50% by 2020, building institutional capacity and professional expertise to achieve these goals is essential to the success of the project.  

· The project proposes to support Hanoi to attain these objectives by technical assistance and training.  The areas covered in this regard are: urban transport visioning (at the professional and leadership levels), urban transport demand management, and site analysis and access management, parking policy development and parking analysis.  

vi. These proposals are to be commended as they are quite complex, often elusive and yet essential to the long range sustainability and success of the project as to attaining the stated long range objectives.  These modules are quite consistent with the overall GEF goals and with the objectives of the operational program # 11 on sustainable transport.     

F. Replicability, Knowledge Management and Added Value Beyond the Project  
i. The BRT project in Hanoi has a strong potential for replication in other Vietnamese cities and elsewhere in the region. It seeks to actively promote replication, in other Vietnamese and Asian cities, by leveraging the demonstration nature of the project and by disseminating project information freely.  

ii. The project proposes to promote replication within Vietnam by periodic and regular briefings to the managers of public transport agencies in other major Vietnamese cities and also by keeping them apprised of its progress and impacts.  Information will be freely available on a regular basis through the production of public information announcements, progress reports and other project related materials.  Meetings will be held to inform other cities about the benefits of BRT, the urban planning process, and lessons learned as the project proceeds.

iii. Replication outside Vietnam will be promoted through publications (e.g. lessons learned document) on the Hanoi BRT; exhibits and presentations will be made by Hanoi at major transport fora in the region; and by hosting and promoting study tours to Hanoi for senior urban development and transport planners from other Asian cities. 
iv. The Hanoi BRT website will be a central depository for information on the progress, achievements, lessons learned and contact information.  

v. Based on experience from other successful systems such as Curitiba and Bogotá, replication depends largely on information dissemination and personal experience by other system managers and leaders.  Once the BRT systems are being implemented, much interest tends to follow initially.  Recognizing this trend, this project proposes to further facilitate this process both by organizing tours for interested parties and also by presenting information and lessons learned on BRT in a synthesized manner.  

vi. The PAD indicates that the arrangements for the Replication Plan are currently being finalized through the Ministry of Transport, in conjunction with Hanoi and other medium sized cities in the region.  The Hanoi project is already having a substantial impact through the demonstration effect:  Ho Chi Min City is following in Hanoi's foot steps and considering/planning a demonstration BRT line.  
vii. The project design indicates a very strong potential for replication in Vietnam and some potential for replication in other countries of the region.  All project studies should be freely available on the website to other cities in Vietnam and in the region. For example, the project could make available, almost immediately to other Vietnamese cities, the excellent BRT case studies done by PADECO.   
The HUTDP website will promote available studies relevant to the region, including the BRT case studies by PADECO.  This increased mandate of the public consultation and communication strategy has been included in Annex 4.

viii. It is highly recommended that the project communications strategy include close liaison with and make use of highly poplar regional discussion groups such as SUSTRAN Network, initially started by the UNDP and ITDP.  SUSTRAN attracts a very large group of transport professionals from Asia in particular and globally in general. 

ix. The project design and sought-after goals are supportive of and consistent with the operational goals of GEF for the transport sector.     

The STAP Reviewer’s recommendation to make use of the SUSTRAN Network is also noted.  SUSTRAN (Sustainable Transport Action Network for Asia and the Pacific), is an Asian-based coalition of NGOs seeking to assist national campaigns and coordinate NGO input at both regional and international forums, among other advocacy and information sharing mandates. The HUTDP’s communications strategy will seek to include close liaison with SUSTRAN and other relevant groups, so as to leverage existing successful discussion groups with both regional and global reaches. Already, Project Task team members are involved with SUSTRAN and coordinating with other agencies active in this area, such as EMBARQ and ITDP.  The above has been noted in Annex 4.

G. National and Regional Replication and Information Dissemination 

i. Project proposals include several action elements to promote BRT in other Vietnamese cities as well as outside Vietnam.  The project proposes to achieve this goal of replication by planned cyclical briefings for the managers of public transport systems in Vietnam regarding the project and information dissemination throughout the project implementation period.  In addition, it is proposed disseminate project progress and other information periodically through public announcements and other materials.

ii. Replication outside Vietnam is proposed to be achieved by making freely available project reports and documents, exhibits at various regional professional fora, by hosting and promoting study tours, and through an easily accessible Hanoi BRT website (included as part of the BRT media and communications strategy).  

iii. Actively promoting the BRT system in general but with a focus on the HUTDP and hosting the senior professionals from other cities (which do not yet have a BRT system in place) in the region is a very positive approach and takes the project objectives beyond the confines of the project itself.  If this component is implemented properly in the context of a two way on-site learning process, it could very well contribute enormously to the promotion of BRT within the region and thus assist in the reduction of emissions across the region.  This is a very worthwhile component and is consistent with the overall objectives of Operational program #11 of GEF and thus should be supported.   
The two way on-site learning process – through hosting experts and study tours – is explicitly recognized in the Replication and Public Transport Agency Strengthening Component. The Hanoi project will facilitate information transfer to interested cities both by organizing tours for interested parties and also by presenting information and lessons learned on BRT in a synthesized manner.
H. Air Quality Management and Emission Control Strategies 

i. MV Emissions Inventory and Monitoring 

The proposed emissions inventory and monitoring program is part of an over-all air quality management plan for Hanoi.  The proposal includes data systems management skills development and equipment procurement.  It will help Hanoi to continue the implementation of the AQM, developed under a technical assistance project funded by the Swiss Development Agency: Swisscontact.  GEF support will also allow for full incorporation of climate change (GHG Emissions) into the design and analysis of transport strategies in Hanoi.  

ii. MV Emission Control Strategies 

Strategies focused on MVs include fleet inventory, new MV controls, old vehicle scrap program, environment friendly retrofit and upgrades for MVs, and emission patrols.  Strategies focused on fuels include fuel quality monitoring, alternative fuel conversion, and fuel and oil additives program.  This sub-component also includes public awareness and education and international cooperation (to share information, obtain assistance and attract investments for emission controls) elements. 

iii. Inspections and Maintenance Program and Motorcycles Clinic 

Because of the large presence of motorcycles in Vietnam and the fact they do contribute heavily to the deterioration of air quality, programs to control and reduce emissions from motorcycles are quite important in AQM.  The project proposals include the development of an inspection and maintenance system for motorcycles as part of Hanoi’s AQMP.  It is proposed to include a “motorcycle clinic” both for instructions and awareness education regarding AQ as well “maintenance as a necessary component of asset management of motorcycles”.   

iv. Economic Instruments for AQ Management 

Most of the AQM strategies used in Hanoi reflect the “command and control” methods.  These methods essentially place the responsibility solely on the regulatory bodies “catch and punish” the polluters.  The project proposes to use economic instruments, such as emission reduction subsidies, emission fees and taxes included in fuel prices, user charges, tolls at appropriate infrastructure points, transferable emission limits and dual fee programs.  

v. All the 4 sub-component modules described are worthy of GEF support.  These are the very necessary basic infrastructure for proper AQM and emission controls.   However, the PAD does not provide any details of how, when and if any or all of these instruments will be implemented within HUTDP.  It is recommended that this be clarified and listed elements prioritized for implementation.  It is possible that this is being done already as suggested because the reviewer has only seen the early march 2006 draft of the PAD.  

No GEF co-financing is proposed for the AQ subcomponent. However, at the current time, all of the initiatives outlined in the Brief are expected to proceed. A brief update is provided below:

· During the past two years, extensive work has gone into the preparation of the Air Quality project component.  As a precursor to component design, the focus was on institutional issues. In late 2005, the HPC decided to consolidate the management of all existing AQ stations under DONRE. This resolved the Bank’s prior concerns related to fragmentation in the management across DONRE, a university and other agencies.  The component has been designed in coordination with other aid agencies active in Vietnam and has been designed to complement and leverage bilateral interventions of the Swiss aid agency (Swisscontact), EMBARQ and Norwegian interventions in HCMC.  DONRE, coordinating as appropriate with TUPWS, traffic police, the Vietnam Register and other related agencies will lead the implementation of this component.

· Technical specifications for the air quality monitoring equipment have been drafted and will be reviewed at appraisal.  Works related to the emissions inventory has been scoped in coordination with EMBARQ’s just concluded indicator’s work in Hanoi. 

· A key focus of the dialogue during preparation has been on issues related to implementing effective control strategies, and at this stage the HPC is fully cognizant of the need to extend the mandate of DONRE from monitoring to control. There is widespread recognition that the first steps will involve monitoring and analysis of the air quality problems, prior to finalizing control strategies and policies. It is expected that control strategies will be finalized towards the end the second year of the project and implemented in the last 2 years.

· In addition to processing monitoring data and identifying control strategies, motorcycle clinics will be key implementation activities for the two years. Preparation of a pilot motorcycle clinic is proceeding already in part using Norwegian trust funds, with the pilot clinic scheduled between April and July 2006. Local manufacturers have already agreed to participate in the process. Initial results from the clinic are expected before Appraisal is complete.

I. Facilitating Modal Shifts to Climate Friendly Modes: Non-Motorized Transport 

i. To facilitate modal shifts to environment friendly modes, particularly to the non-motorized transport is one of the primary goals of the GEF operational program on sustainable transport.  Hitherto, Hanoi has not paid much attention to either the preservation or the enhancement of NMT.  However, the project proposes modest NMT improvements along the two BRT arterial corridors, more as a demonstration than as major policy shifts.  It includes pro-active design improvements to enable mobility for the physically handicapped, safe accessibility to the BRT system for pedestrians and cyclists, and it demonstrates the positive value of these investments in proper and sustained maintenance and security.  

ii. The PAD, Annex 4, describes the NMT investments to include a comprehensive pedestrian network (sidewalks) to access the BRT system, re-tooling the traffic signals to be pedestrian friendly and to provide safe crossings for pedestrians, drop-curbs for the physically handicapped and tactile guild paths to assist the visually impaired.  These are all positive investments which will serve as excellent demonstration tools to focus on benefits of NMT.  

iii. Further details on NMT investments are not listed in the PAD and they should be.  However, it is recognized that this PAD is currently “a work in progress”.  The consultant report provided to the reviewer, provides the details which includes the NMT improvements to access the BRT system and also in the Ancient Quarter.  They include 19.2 Km of lane separation between the MVs and the NMT and 33,093 m² of sidewalks, 8,000 m of curb replacement and 616 locations for drop-curbs.  These are positive investments, yielding positive environmental benefits.  It is recommended that these proposals be segregated (BRT System and the Ancient Quarter) and so detailed in the PAD.  

As requested by the STAP Reviewer, additional details on the NMT have been included in the Annex 4, under Component 1.A:  BRT System Design and Implementation “ix. Pedestrian & NMV Improvements of the BRT System”. This information includes information on the improvements and repairs to the road network and supplemental service structures and facilities, all of which are intended to promote NMT and pedestrian access. In addition, specific improvements have been designed to ensure accessibility of the handicapped, including low curbs and ramps. The proposed improvements for the BRT system, and exploration of potential ways to pedestrianize the Ancient Quarter, will be detailed separately in the PAD as requested.
J. Identification of Global Environmental Benefits  

Global environmental benefits have been identified and listed in Annex 15 and the accompanying benefit tables.  Although Annex 15 provided to reviewer appears to be “work in progress”, these benefits are sufficiently large to warrant GEF support for the project. 
7. Recommendations

A. Component 1 A: BRT System - Pedestrian and NMV Improvements along BRT Corridors (GEF: 1.5 m $) 

Details of this component are discussed in paragraph 6 I above.  It is recommended that this be approved, subject to clarification and details to be provided in the PAD, Annex 4.  

Additional information has been added to Annex 4, as noted above.

B. Component 1B: Citizen Participation and BRT Communications and Media Strategy (GEF: 1.5 m $) 

Details of this component are discussed in paragraph 6 C and 6 F above.  It is recommended that this be approved, subject to the details to be provided in the PAD, Annex 4.  

Information has been added to Annex 4, as noted above.  In addition, further details have been added specifically on the disabled, including stakeholder consultations with the VAH and at the Hanoi Disability Forum.

C. Component 2B: Integrated Sustainable Urban Land Development and Transport Planning (GEF: 1.5 m $) 

Details of this component are discussed above in paragraph 6 E.  It is recommended this request be approved as is, with a request that the suggestions in Paragraph 6 E be considered in the plans for capacity building.    

Information has been added to Annex 4 as noted above, including identification of particularly relevant examples (i.e., Jakarta, Singapore, and Seoul).

D. Component 3A: Air Quality Monitoring Program (GEF: 1.15 m $) 

Details of this component are discussed above in paragraph 6 H.  It is recommended this request be approved, subject to clarifications described in Paragraph 6 H.      
Clarifications on the Air Quality Monitoring Program have been outlined above.
E. Component 3C: Public Transport Management Agency (PTMA) Strengthening  

i. TA for PTMA and Concession Support (GEF: 2.25 m $)

Details of this component are discussed above in paragraph 6 E.  It is recommended this request be approved as is.      
ii. National and Regional Replication and Information Dissemination (GEF: 1.5 m $)
Details of this component are discussed above in paragraph 6 G.  It is recommended this request be approved as is, with a request that the suggestions in Paragraph 6 E and G be considered in the plans for capacity building.    

Clarifications have been provided above, and suggestions have been added to Annex 4 (also described in the responses above).

F. Component 3C: Comprehensive Policy Development and Transport Management (GEF: 1.0 m $) 

Details of this component are discussed above in paragraph 6 E.  It is recommended this request be approved as is, with a request that the suggestions in Paragraph 6 E be considered in the plans for capacity building.    
Suggestions have been added to Annex 4, as described in the responses above.

c) GEF Secretariat and other Agencies’ comments and WB response

Comments from the GEF Secretariat
(Including Responses from the WB Team)

	Component
	GEF Secretariat Comments
	WB Response

	Component 1A.BRT System Design and Implementation, and NMT and Pedestrian Access. Total $68.2 m; GEF $1.5 m
	Activities related to “safety and convenience” such as drainage system, sidewalk pavement, lighting system, public toilets, and traffic signs
	(i) 2 toilets will be removed from GEF component

(ii) ‘drainage’ refers to pavement sub-base design to ensure sidewalk functions w.o. flooding during rains.

Definitions will be clarified

GEF contribution will reduce slightly

	Component 1B. BRT stations, terminals and interchange stations. Total 18.3m, GEF $1.7m
	Activities to be financed by GEF are not specified
	(i) Architectural competition for station design.

(ii) Design features for stations including interior design, climate control in selected locations

	Component 1C. BRT consultation, communications and media strategy. Total US$1.5 million, all GEF
	Training on safe driving.
	(i) Bulk of component is critical consultation and PR activities – ideal for GEF support.

(ii) Training on safe driving will be removed from GEF component and size adjusted

	Component 2B. Integrated Sustainable Urban Land Development and transport planning. Total $1.8 million all GEF
	Purchasing of GIS Software etc.
	(i) Purchase of GIS software will be moved to IDA.

(ii) GEF component will be reduced accordingly

	Component 3C. Public Transport Authority Strengthening (Total US$2.4 million; GEF $1.2 million)
	Activities funded by GEF not specified
	GEF will co-finance

(i) Training, including consultants to provide on-the-job support for PTA
(ii) Support for BRT commercialization (as per UNEP comments) 

	Please ensure there is no duplication between Component 1C (BRT Consultation, Communications and Media Strategy) and Component 3E (National and Regional Replication and Information Dissemination), and between Component 2B (Integrated Sustainable Urban Land Development and Transport Planning) and Component 3D (Transport Planning and Policy Development).
	These components were designed to be orthogonal to each other. But we will review to ensure there is no overlap – and look specifically for potential cost savings. 

	Contribution to Key Indicators of the Business Plan
	Should be more concretely stated in terms of CO2 reduction
	We will indicate CO2 reduction targets of the project on the cover page

	Institutional Strengthening component 
	Name is confusing
	Separate components (air quality, traffic safety, PTA strengthening, transport policy will all be defined as such


UNDP Comments on World Bank’s June 2006 Council submission: CC/OP 11: Hanoi Urban Transport Development Project (HUTDP)

(Including Responses from the WB Team)

General: The proposal is in line with the present GEF strategic priority forOP-11, particularly on modal shifts in urban transport and a more balanced mix of sustainable transport options (including non-motorized transport). However, it does not consider all of the earlier comments that were raised by UNDP-GEF during the time the World Bank applied for a PDF-B grant to develop this proposal.

Specific:

1.  Component 1-A: BRT System Design and Implementation ? It is not clear how the GEF funds will be utilized in this particular component of the project. It appears that $1.5m in GEF funds is sought to improve pedestrian access to bus stations, since such improvements can attract more passengers. This particular aspect of the BRT design must have been considered already in the IDA-financed project. If it was not covered in the BRT design, why will GEF pay for such improvements? Is this included among the activities that are allowed in OP-11?

Adequate pedestrian and bicycle access is indeed the base case of the BRT design. As described in great detail on pages 44-47 of the Project Brief, the GEF would, in addition, provide pedestrian improvements in an area of 250 meters around each BRT station, including alleys which have been taken over by motorcycles, addressing this Hanoi-specific problem. These facilities, as well as bicycle parking at stations, go beyond what has been provided in most BRT systems in Latin America and were chosen and designed as they are expected to be of particular relevance in the Vietnamese context.

The team has reviewed the detailed list of proposed items with GEF staff and reduced the scope of this component (and the size of the proposed GEF component) subsequent to that review.

2.  Component 1- B: - Improvement of BRT stations, terminals and interchanges? While it is understood that attractive facilities can encourage more users of the BRT system and that the IDA-financed project is just paying for basic functional forms of the stations and terminals, why will GEF pay for making the stations more attractive? Is improving station design the most effective solution in increasing patronage of the BRT by the riding public? Is this included among the activities that are allowed in OP-11?

The base case includes adequate and functional station designs. The PDF-B grant is funding the start of an architectural competition, which is expected to develop a station concept that goes beyond the base case. The GEF grant would finance the additional costs of station construction and will ensure that these are actually implemented (e.g. in the Lima BRT project, currently being implemented under a World Bank loan, precisely these features are being dropped because of budget limitations faced by the municipality). 
Further, the international evidence from successful transit operations in general, and BRT operations in particular, suggests that the quality and attractiveness of stations and interchanges is disproportionately important in attracting riders of choice (as opposed to captive riders). From a perspective of OP11 -  reducing CO2 emissions from modal shift - the team would suggest that  incremental investments in higher quality stations offers one of the best returns possible for GEF investments.

3. Component 1-C: BRT Public Consultation, Communications and Media Strategy? This should already address the need to improve the patronage for the BRT. While nice looking stations/terminals will contribute to improving BRT patronage, a well designed public campaign to promote the system should be able to ensure even higher ridership.

Similar to the preceding point, the publicity campaign is being designed under the PDF-B grant.  We agree with the reviewer that carrying that the publicity campaign will be important in promoting BRT ridership.

4.  Stakeholder Involvement: What is the role of Transerco, the state-owned transport company, in this project? What will happen to this entity? It seems that a more limited role by Transerco in the city?s transport system will be one of the outcomes of the project. Instead of the BRT system, why not instead improve the operation of Transerco?

The BRT and Transerco are not mutually exclusive: The BRT is an operating concept, Transerco is an operator. Transerco was involved throughout the two years of project design. While it is still a State-run company, the Government has decided to equitize it in the coming years. It is virtually certain that the new Transerco will operate some of the feeder services, and it is possible that it will be awarded one of the BRT trunk-line concessions.

The complex issues surrounding the framework of bus operations in Hanoi have been analyzed in the PPIAF-funded "Technical Assistance for Strategic Options for Private Participation in the Provision of Urban Transport Services".

5.  Stakeholder Involvement: Why not promote the participation of the private sector in Hanoi?s transport system?

The private sector will be a major player in the operation of the BRT. Also, see recommendations of the PPIAF study mentioned above. This issue has been discussed in the 'sustainability' sections of the Brief.
UNEP/DGEF comments on: Vietnam: WB, CC/OP11, Hanoi Urban Transport Development Project (HUTDP) - June 06 CWP Submission

(Including Responses from the WB Team)

In general this appears to be a well designed, sound proposal. We particularly appreciate the effort to evaluate BRT on a "business case" basis, with the resuls indicating it should have a positive NPV. The combination of elements, including support for BRT system development, integration with NMT and support for land use planning is encouraging. We do have two concerns:

- The GEF funding overall, and for certain components in particular (like the local information campaign and regional dissemination) seems fairly high, even taking into account that Hanoi is a city of about 4million residents. It may all be needed but it is hard to gauge this from the level of budget detail provided.

In consultation with the GEF Secretariat, the budget for GEF resources has been reduced.

- In component 1a, the BRT-related activities apparently will focus mainly on pedestrian/NMT access. Component 1b will cover station, terminal and interchange design. These are all very important, but we would also hope to see GEF project involvement in the broader issues of system design and operation. It is indicated that a general system plan has already been developed (at least for the first 2 corridors) but presumably there remains a detailed engineering plan to develop and perhaps critical issues such as sizing the passenger capacity of the system, ensuring efficient operation, etc. There may also be planning work needed for later system expansion, and support for implementing those phases. It would seem very useful for the GEF-funded project to play a role in these aspects through to the fully developed system. Such activities may already be included but we didn't see it..

These are excellent suggestions. Hanoi has been interested in using GEF co-financing to pay for some of the BRT detailed design but this request has not been fully included in the GEF request because of lack of clarity whether such a request would meet OP11's concerns with 'incrementality'. Component 3C on the PTA strengthening does include some support for the kind of operational planning that is suggested above. In addition, Component 3D includes some support for an extension of the system.

Overall we support the proposal and believe it can lead to a successful implementation of sustainable transport in Hanoi.
Shomik Mehndiratta
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