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1. Situation analysis

Context and Global Significance

1. Russian transportation is responsible for 113.6 mtoe in 2008 and 97.5 mtoe in 2009 or roughly 25% of the country’s final energy consumption. Moreover, the transport sector was responsible for 54% of additional energy consumption in 2000-2009. According to the recent comprehensive assessment of energy saving potential undertaken by WB/IFC
, energy use in the transport sector can potentially be reduced by 38.3 mtoe annually, which is equivalent to 40% of the sector’s 2009 energy consumption. Within the transport sector, road transport has the largest consumption of energy (48%) and potential for improvement; 17 mtoe can potentially be reduced from the road transport sector that is economically and financially viable. 
2. The dynamic economic growth in Russia over the last decade has contributed to the increases in the demand for private motor vehicles. As the country transitions to a market economy, car ownership has become a symbol of post-Soviet achievement. As a consumer class emerges, availability of consumer finance for car purchases has expanded increasing car sales rapidly. 
3. Between 1995 and 2009, private car ownership grew by 133%; in 2009, Russia’s automotive market overtook Germany’s in quantitative terms to become the largest in Europe. Moreover, growth potential is far from being fully exploited: personal car ownership in Russia remains below average levels in most developed countries (i.e. 221 cars per 1,000 inhabitants as compared to 460-500 in EU and 600-750 in the USA). Even when light vehicle sales fell by more than 10% in late 2008, the Russian Government launched a car scrappage scheme in March 2009 valued at USD 177.1 million to provide RUB 50,000 to owners if they trade in a car that is over 10 years old. The scheme has resulted in sustaining new car sales and an increase in the number of motor vehicles in Russia during 2009 and 2010.

4. Vehicle fuel efficiency, however, marginally improved with the sustained growth of the automotive market. Average fuel consumption of newly registered vehicles in Russia in 2005 was 8.33 liters/100 km compared to 8.11 liters/100 km in 2008
. However, the estimated average energy intensities for personal passenger cars in Russia are over 13 liters/100 km; light trucks – 35-51 liters/100 km; and buses - 41-55 liter/100 km
. When importing cars, rich Russians typically choose larger cars which are less efficient and many owners with lower incomes choosing cheaper second-hand cars. The comparative energy intensities of passenger cars in Russia is 2 to 4 liters/100 km higher than similar car types in EU countries; this is partly due to less energy efficient cars being manufactured in Russia
. The share of least efficient, imported second-hand and Russian cars exceeds 70% of the market. In addition, there has been a growing preference for large cars such as SUVs, in stark contrast with trends observed in European markets
. Russia is set to become the largest vehicle market in Europe by 2015. At this moment, Russia does not have a clear strategy or policy in place to manage this growth.
5. As seen on Table 1, the recent trends in road transport indicate a 5.5% growth in the number of motor vehicles on Russian roads since 2004 (38% in 6 years) with only a corresponding 2% annual growth in the length of the road network. At 776,000 km, the total length of Russian paved roads is 20% less than the length for Japan, even though Russia’s land area is 45 times larger
. 
6. With over 70% of Russia’s population living in cities, energy consumption in the transport sector is concentrated in urban areas. The Ministry of Transport in its “Transport Strategy Until 2030” states that road transport is the main air pollutant in large cities in Russia (80 per cent of total emissions), and its share in total emissions in the country is 40 percent
. As implied on Table 1, urban transport is a rapidly growing energy consumptive activity that is driven by the rapid increase in the number of private vehicles. 
Table 1: Road Transport in the Russian Federation (in thousands)

	
	Unit
	2004
	2005
	2006
	2007
	2008
	2009
	2010

	Ownership of Motor Vehicles

	Freight Trucks
	1000 units
	4,470
	4,849
	4,929
	5,168
	5,349
	5,323
	5,414

	Passenger Cars
	1000 units
	24,091
	25,570
	27,618
	29,405
	32,021
	33,084
	35,248

	Buses
	1000 units
	n/a
	882
	888
	894
	896
	640
	n/a

	City electric transport: tram, trolleybus, subway
	1000 units
	n/a
	27.8
	n/a
	27.2
	26.9
	26.3
	n/a

	Length roads in operation
	1000 km
	546
	531
	597 

	624
	629
	647
	n/a


7. The increase in the number of private cars has been accompanied by a 40-45% decline in public transportation between 2004 and 2007 as shown on Table 2.  This partly is a result of the poor quality of public transport services that is unable to compete with the option of private car usage for urban transport. The average urban daily commuting time is 90 minutes; in large cities, it takes even longer. During this period, emissions from transportation increased by 6.5%
.

Table 2: Public transit use in Russian Federation (billions of passengers carried)

	Mode of Public Transport
	2004
	2005
	2006
	2007

	Tram/Trolley/Metro
	16.6
	12.3
	10.5
	9.1

	Bus
	20.3
	15.6
	13.9
	12.5


8. Since the early 1990s, municipal and sub-national governments in Russia were no longer able to depend on subsidies for public transport service provision due to the decentralization of services that was coupled with a recession in Russia in 1998. As such, throughout Russia, bus and trolleybus public transport enterprises experienced difficulties in the delivery of these services without subsidies. With exceptionally low cost recoveries and fare evasion, public transport in many secondary cities in Russia lacked the necessary funding to maintain urban mobility services to a reasonable standard. Until recently, public urban transit services in many of Russia’s secondary cities were characterized as:
· Neglected transport systems where public transport routes are not well integrated with other routes;

· Overcrowded, uncomfortable, unreliable and slow; and,
· Systems that operate buses, trains and other rolling stock and are well beyond their service life (more than 11 years) with excessive fuel consumption, high emissions, and frequent breakdowns. 
Table 2 shows examples of the increase in private cars ownership to meet increasing demands for urban mobility. As such, government efforts to improve urban mobility have mainly focused on providing more space and roadways for private vehicles rather than developing public transport. 
Table 2: Number of private vehicles per 1000 population in the selected Russian regions

	
	1990
	1995
	2000
	2005
	2006
	2007
	2008
	2009
	2010

	Russian Federation
	59
	92
	131
	169
	178
	195
	214
	221
	270

	Moscow
	70
	142
	189
	233
	247
	261
	279
	284
	340

	Moscow Oblast
	58
	100
	144
	232
	241
	261
	284
	290
	340

	Kaliningrad Oblast
	61
	137
	206
	235
	259
	269
	279
	285
	n/a

	Tatarstan Republic (Kazan)
	44
	72
	108
	134
	150
	170
	187
	190
	284


9. The significant growth of passenger cars and commercial vehicles in Russia over the past 6 years highlights the lack of preparedness of cities to the rapid growth of private and commercial transport in their cities and to implement required urgent changes in urban transportation development strategies. With no consistent policies on urban transport in Russia, the government’s current planning efforts seldom includes: 
· Sufficient effort and investment in many cities to develop public transport as a viable urban transport and less carbon intensive alternative;
· Integrating additional space and roadways for private vehicles with land use, urban planning, traffic management, and intelligent transport systems; and
· Formulation of incentives to cut back on fuel consumption and increase the use of more fuel efficient/low emission vehicles. 
10. The WB/IFC report estimates that most of the energy saving potential of 18 mtoe in road transport can be realized from:
· Improving the use of fuel efficient/low emission vehicles;
· Providing incentives to decrease the driving of personal cars; and 
· Improving public transportation services as the prime alternative to private vehicle usage.
11. In the absence of any consistent policies on sustainable transport in Russia, the Russian government has approved the “Transport Strategy of the Russian Federation Until 2030”
 with the order No.1734-P from November 22, 2008. The main goals of the Strategy in the context to sustainable transport are to:
· Decrease of environment pollution from transport sector through the use of environmentally safe vehicles; 

· Increase the use of vehicles with low-fuel consumption engines that meet international standards; 

· Promote the use of vehicles running on alternative fuel or power supplies (as opposed to refined petroleum products). One of the related specific goals is the shift of large city automobile fleets to the use of alternative fuel sources by the year 2030.
12. Since 2008, however, the number of vehicles has continued to increase in Russia, and only a few government actions towards implementing the Strategy have been taken including:
· Presidential Orders from June 27, 2011 to accelerate the development of specific activities to modernize vehicle technologies;

· Recommendations from an October 17, 2011 roundtable discussion by the State Duma of the Federal Assembly of Russian Federation on “Environmentally Sustainable Transport in Russia: Problems of Development and Legislative Regulations”; 
· The April 2011 approval of the “April 2009 Action Plan to implement the national Climate Doctrine”
. Section 20 of the Doctrine refers to actions aimed at limiting greenhouse gas emissions in the transport sector; and
· Government measures at the municipal level in Russia that have been undertaken to reverse the deterioration of the quality of city life and economic losses from traffic congestion as well as to improve transport energy efficiency and urban mobility.
Threats and Root Causes

13. Under a business-as-usual (BAU) scenario, annual GHG emissions from the road transport will continue to grow both in absolute and relative terms as shown in Table 3. It is worth noting that GHG emissions in the transport sector in Russia are mainly CO2 with over 98% of the cumulative GHGs emissions in the transport sector from road transport. The aforementioned growth is driven largely by the continued growth of privately owned vehicles that is expected to reach the Eastern European average (350-400 vehicles per 1,000 inhabitants) by 2035 with respective increase of road transport GHG emissions from 116 MtCO2/yr (2009 estimate)
 up to 210 MtCO2/yr (2030 forecast). With this growth in vehicles, urban traffic loads are expected to exceed road capacities in many cities exacerbating urban traffic congestion.
14. Expert opinion and comparisons with other countries does suggest that the largest improvements in energy intensities that can be made in the transport sector are concentrated in urban road transport. For example, in the United States, vehicle-miles in urban areas is double that of rural highways
; in Bangkok, Thailand, gas consumption is 390 toe per 1,000 persons greater or nearly four times higher than the average gas consumption for the entire country
. In Russia’s cities, the impacts of the large number of private vehicles are highly visible with observable increases in traffic congestion due mainly to:

Table 3: Annual GHG Emissions for Russian Transport Sector 

(Thousand tons CO2 equivalent) 

	Category
	2000
	2003
	2006
	2009

	Civil Aviation
	8,058.10
	9,119.51
	9.452,13
	8,213.11



	Road Transportation
	71,206.85
	84,114.16
	100,715,35
	116,318.60

	Railways
	6,476.35
	6,041.12
	7,769.17
	5,426.89

	Navigation
	3,186.70
	2,786.14
	1,61959
	1,402.24

	Other Transportation
	62,536.33
	72,245.53
	78,385.92
	64,333.33

	Total
	151,464.33
	174,306.48
	197,942.16
	195,694.16


Source: UNFCCC

· Large increases in car traffic far beyond the capacity of most city roads; 

· Reduction of available road space from unsupervised parking of vehicles along roadways and vehicles slowing down to search for parking spaces; and

· Lack of synchronized lighting (resulting from new traffic loads and travel patterns) that increases waiting times at key intersections and inter-city trip times.

The decreased travel speeds from urban road congestion results in “stop and go” maneuvering, higher fuel consumption and consequently, higher GHG emissions. When the average speed is reduced from 50 km per hour
 to 10 km per hour, specific emissions more than doubles; in Moscow, for example, the average speed of traffic is estimated at 12 km/h
. The impacts of poor fuel quality, fuel inefficient and aged car fleets, traffic congestion and poor road management are increased air pollution and rising economic opportunity costs.

15. For Russia’s urban population, there are limited choices of fuel efficient urban transport modes. With the growing demand for efficient urban mobility, city residents often have the choice of either taking public transportation or driving their own personal vehicles. More often, the choices are driven mainly by cost and convenience, not fuel efficiency:
· For those residents who are able to afford a personal vehicle, using their own vehicle is the preferred choice. Often this vehicle is fuel inefficient, being either a second-hand vehicle that is a large powerful luxury vehicle model;
· Public transit is not a preferred choice due to a myriad of issues including slow and poor service, inconvenient routings and limited service. This situation is exacerbated by municipal and central government neglect on improving public urban transit systems; as such, the future viability of public urban transit in Russia’s secondary cities is questionable. Revenues from fare collection are often far below what is required to maintain the systems to a minimal decent standard. In addition, minimal investments into public urban transit systems are generally low-cost unsustainable and stop-gap measures to extend the service life of rolling stock well beyond their design service period. Issues such as availability of spare parts and qualified mechanics and maintenance staff still plague many public transit operations. 
16. Unfortunately for Russian transport policymakers, there is little or no transport sector data to support the argument that transport energy consumptive intensity is higher in urban areas. Policymakers in Russia at the federal, regional and municipal are hampered by the limited availability and shortage of transport sector data and studies on energy use and GHG emissions
. While some transport statistics do exist, data and studies on energy consumption have not been disaggregated into passenger and freight. For example, imported hybrid vehicles are available and in use in limited numbers in Moscow due to their high cost and limited profile; this observation, however, is based on the fact that there are no official stats on hybrid and electric vehicle production in Russia. The only official statistics for transport vehicle production only details the number of buses and cars were produced with no differentiation of the types of the vehicle fuel types. More importantly for this project, reliable passenger-kilometer data and vehicle kilometers by transport mode are scarce. Information is particularly difficult to obtain on the usage of privately owned vehicles, the primary mode of transport that is highly carbon intensive.
17. In addition to the few hybrid vehicles now in use in Moscow, there are a small number of companies developing low emission vehicles in Russia including small trucks, buses and small cars, many of the hybrid prototypes are only in the design and testing stages of development.  The lack of a legal and regulatory framework for low emission vehicles, however, has discouraged large investments into domestic manufacturing of these vehicles.  The existence of such as framework would catalyze a number of ambitious domestic plans by Russian-based manufacturers for the production of low emission vehicles including the Yo-Auto, an inexpensive hybrid vehicles (http://www.yo-auto.com/yo-mobile), Rusnano Corporation for the production of lithium iron phosphate batteries for bikes, cars and buses (http://www.rusnano.com/Home.aspx/SetMyLanguage/2), and the Gaz Group in collaboration with Rusnano for the production of electric buses in 2013 and hybrid buses for the 2014 Sochi Winter Olympic Games (http://eng.gazgroup.ru/). 
18. As such, policymakers have been unable to plan sustainable urban transport (SUT) projects. Furthermore, transport policymakers in Russia do not have a model SUT system in the country to which they can reference to foster development of the other SUT systems in Russian secondary cities. Past and current municipal planning practices in most Russian cities do not integrate transport systems and traffic management with land use and urban development plans. As a result, city planners and local government officers continue to focus on provision of additional space and roads for private vehicles rather than developing public transport, improving accessibility to main urban activity centers and avoiding demand for urban mobility through rational placement of traffic-inducing infrastructure.
Barrier Analysis

19. There are a number of key barriers and issues to improving energy efficiency in the urban road transport sector and increasing the share of public transport in medium-sized cities in Russia:
20. Lack of integrated policy and planning for sustainable transport:  Past and current municipal planning practices to manage growth in most Russian cities primarily focuses on increasing road space for private vehicles. As a result, city planners and local government officers do not integrate land use and urban development plans with the growth of urban transport volumes. Furthermore, there has been little of no consideration of developing public transport, improving accessibility to main urban activity centers and avoiding demand for urban mobility through rational placement of traffic-inducing infrastructure. 
21. There has also been little or no exposure to local and federal level government officials to programs on fuel efficiency for transport vehicles. As a consequence, there are no mandatory policies or standards for biofuel technologies, promotion of eco-driving, and the use of fuel-efficient tires and other accessories; only a switch to gas-powered cars is considered. This provides a stark contrast to the fact that automobile fuel consumption has been the major contributor to the growth of primary energy consumption in the last decade. While there is a set of EE indicators for the transport sector established by the federal program "Energy Conservation and Energy Efficiency until 2020", no policies are yet in place to achieve these indicators in 2020. The most prominent activity from this program is the government support (RUB 50,000 or USD 1,700) for the replacement of old cars with new ones manufactured in Russia. 

22. The development of transport in Russia is usually made without the benefit of studies of transport issues. Normally, transport plans are made for increasing road space to accommodate more private vehicles on urban roads instead of encouraging the use of public transportation, carpooling, and preferential parking and lanes for energy efficient/low emission vehicles such as electric vehicles (EVs) and plug-in hybrid vehicles (PHEVs). Without adequate skills and experience in policy making for integrated urban land use and transport planning, the government’s response will remain largely reactionary with attempts to allow more space for private vehicles and modernization of roads. Russia’s strategy for the transport sector aims to double the length of its roads by 2030
. This approach is less cost-effective, will require increased public spending from municipalities, and will constrain the ability of local governments to modernize transport systems.

23. Limited information, methodologies and capacities to design and implement integrated sustainable urban transport policies. This is one of the main causes of the lack of integrated policy and planning for sustainable transport in the country. With decisions on transport policy being made without conducting studies of the transport issues, the government is generally not inclined to finance surveys, data analysis and transport models. As such, planning of sustainable urban transport is hampered by shortages of information (specifically on evolution and structure of the road transport sector), statistical data and studies on its energy use (and related GHG emissions) as well as technical expertise. While some transport statistics exist, data and studies on energy consumption for both passenger and freight transportation are not easily accessible and contradictory. Information on privately owned vehicles is particularly difficult to obtain. The accuracy of GHG emissions data from road transport is low. Moreover, the scarce data from the state statistics are contradictory and related monitoring is carried out poorly and irregularly. As a consequence, there is no integration of transport systems and traffic management measures with municipal land use and urban development planning. 
24. Lack of incentives for passengers to travel on less carbon intensive modes: This is one of the main causes of the lack of integrated policy and planning for sustainable transport in the country. In the absence of cohesive policy and incentives, consumer choices for urban transport modes are essentially driven by two trends:

· A shift to privately-owned and cheaper fuel inefficient cars; and,
· The deteriorating quality of the public transportation.

25. The shift to privately owned fuel inefficient vehicles by a larger share of the urban population is a result of a lack of national auto fuel economy standards, inefficient transport taxation and incentive schemes to encourage fuel efficiency in the transport sector; the impact of this lack of standards and fiscal policy and the larger share of private cars for urban transport are exacerbating urban congestion, pollution and global climate change. While regional governments do apply an annual transport tax (differ by regions) linked to the horsepower of the vehicle, the tax is too low to have an impact on the choice of vehicle. Thus, Russian consumers when shopping for a car do not consider energy efficiency characteristics at all and prefer cars with power, size and luxury. Since 2008, fuel efficiency and Euro 3 emission standards on the sale of motor vehicles in Russia have been applied only to newly produced or imported cars. Enforcement of the Euro 3 emission standards in Russia, however, is difficult as many car engines do not comply even with Euro 1 standards. Fuel quality, especially in remote regions of Russia, often does not meet the new standards and can deteriorate the high quality engines of newer cars.
  

26. A comprehensive auto fuel economy policy in Russia would help buoy demand for more fuel efficient/low emission vehicles (herein referred to as “low emission vehicles”), from extremely efficient diesels and flexi-fuel to EVs, while also helping to make these options more affordable for both new and second hand vehicles. There is also interest from Russian entrepreneurs in developing electric vehicle technology domestically. At the moment, if a consumer wishes to purchase a hybrid electric vehicle, plug-in or full electric, the costs of doing so are prohibitive without subsidies (due to the high cost of the battery pack). Furthermore, with the lack of battery charging infrastructure, low demand and awareness of these vehicles amongst Russian car-buying consumers, and the lack of legislation on EV/PHEV performance standards, market penetration of these vehicles as well as other fuel efficient vehicles will be limited. Without supportive legislation, consumers will neither be able to understand nor afford advanced vehicles. With the lack of tax credits, incentives and rebates to compensate for the higher cost of these vehicles, low emission vehicles will not be a viable choice for most consumers. With over one-third of the Russian vehicle fleet now made up of foreign brands (over half in the two largest cities, Moscow and St Petersburg), The introduction of concrete auto fuel economy standards and enabling incentive structures will accelerate the use of fuel efficient vehicles. Tax credits and other incentives will increase the sales of low emission vehicles by reducing their payback period.

27. For the growing number of city residents who can afford a personal vehicle, public transport is no longer attractive. The deteriorating quality of public transport in a number of Russian cities can be characterized by:

· Poorly maintained aging vehicles;

· Overcrowding especially at peak hours that allows bus operators to maximize profits;

· Lack of services during off-peak hours;

· Poor mobility on roads due to traffic congestion and lack of priority for buses;

· A lack of cleanliness on board; and,
· Under-funding that started in the 1990s with budget limitations that led to insufficient operational subsidies.

An alternative to those who are not able to afford a personal vehicle, is the private taxi (some of them unmarked) who provide convenient transport (legally and illegal) for reasonable prices. Their presence, however, only serves to add to urban congestion and air pollution in these secondary cities. 
28. The improvement of public transit services for secondary cities in Russia would provide incentives for modal switches from the private car to public transit. To facilitate these transport modal switches, a holistically planned sustainable urban transport (SUT) system needs to be developed to demonstrate improved public transit services in combination with disincentives to use private vehicles. This may include a number of measures such as the designation or construction of priority lanes and signaling for public transit or high occupancy vehicles, and charging of parking fees or entry fees for private vehicles into congested areas.   
29. The lack of awareness of sustainable urban transport systems amongst policymakers and the general public. Policymakers in Russia do not have a model SUT in Russia that they can use as an example to foster its development in other Russian cities. The BAU scenario for Russian urban transport in its cities is the continued growth of the use of the private car for urban mobility, and the continued loss of passenger share of public transport. Furthermore, notwithstanding June 2011 announcement from the Central Government on increasing the use of electric vehicles in throughout Russia
, there are no visible programs that raise the public awareness of sustainable urban transport choices in Russia. As a consequence, there is low awareness of SUT issues and road transport energy efficiency with the Russian general public.

30. To remove these barriers to initiate and sustain SUT development and application in medium size Russian cities, an approach is required to implement pilot projects that can successfully demonstrate best practices of SUT development and application combined with a comprehensive approach to energy efficiency in the road transport sector. Pilot transport projects would demonstrate solutions for wider replication throughout Russia that foster energy efficiency through integrated land use and transport development planning, while the complementary national policy process would look closely at technology-enabling standard development and incentive structures for efficient transport choices and successful demonstrations of alternative low-GHG transport. The approach of RUST is to conduct pilot activities in Russia’s medium-sized cities where the impacts on reducing GHG emissions from road transport will be more visible and enhanced in its effectiveness for replication in other secondary cities in Russia. This would eliminate the choice of Moscow or St. Petersburg as pilot cities because they are too big with the transport problems that are too complex to be addressed by a small project.

National Stakeholder and Baseline Analysis

31. The key stakeholder for the Project is the Ministry of Transport (MoT) of the Russian Federation, the regulatory agency overseeing all transport in the country. MoT is the federal agency under the executive branch responsible for drafting and implementing national policy and legal regulation for the highway infrastructure, and municipal electric transport (including metro systems as well as geodesic and mapping projects). While the MoT is responsible for the efficiency and sustainability of the transport sector, it shares responsibility of reporting transport-related GHG emissions with the Ministry of Natural Resources and Environment (MoNRE). 
32. Since 2002, the MoT has been developing the country's transport system in accordance with the federal target program "Modernization of Transport System of Russia (2002 - 2010)”. Russia’s 5th National Communication specified the country’s intention of developing and adopting a range of national programmes that focus on meeting Kyoto targets. In particular, the “Transport Strategy of the Russian Federation Until 2030” was developed and adopted through order No.1734-P from November 22, 2008.  The main goals of the Strategy in the context to sustainable transport are to:

· Reduce GHG emissions and environmental pollution from transport sector through the use of environmentally safe vehicles; 

· Introducing incentive measures to promote the use of vehicles running on cleaner fuels (with one of the related specific goals being the shift of large city automobile fleets to the use of alternative fuel sources by the year 2030); 

· Increasing fuel efficiency of vehicles fleets that meet international standards; 

· Optimizing traffic flows and transit routes; and,

· Improving the skills of drivers employed at transport companies. 
33. The Order 1734-P of November 22, 2008 is now in place for approval to implement the “Transport Strategy of the Russian Federation until 2030”
. This order acknowledges the need for modernization of the Russian transport system including urban public transport and the aging capital assets of the system. Furthermore, it specifies that the MoT will jointly oversee implementation of the Transport Strategy of the Russian Federation until 2030 with the following federal executive bodies:
· Economic Development of Russia;

· Ministry of Industry (MoI) responsible for standards including procedures for standardization, qualification standards for industry professionals, and oversight of the federal standards organization (Federal Agency on Technical Regulation and Metrology);
· Ministry of Energy (MoE) responsible for fuel quality and energy efficiency policies. While their primary activities are focused on the transport of oil and gas, there is much less activity on road transport to the extent that MoE is only involved in the development of road transport policies with other related federal ministries; 

· Ministry of Regional Development responsible for regional urban planning;

· Ministry of Economy and Ministry of Finance both responsible for resource allocations; 
· Federal Tariff Service of Russia; and,
· Ministry of Natural Resources and Environment (MoNRE) responsible for GHG inventory and monitoring including reporting to the UNFCCC (through it subordinate agency Roshydromet).
34. The passenger car market dominates domestic consumption and is expanding due to increasing disposable income and low interest rates. There is also large potential for expansion of this market as government initiatives and incentives are developing the industry and attracting foreign investment and manufacturing firms to the market. This includes a growing interest in developing local manufacturing capacity for low emission vehicles including HEVs and PHEVs.

35. Preliminary national baseline estimates for Russia’s vehicle stock exist. According to International Energy Agency (IEA)
 estimates, the national fuel economy average for Russia was 8.33 L/100km in 2005 and 8.11 L/100 km in 2008, a reduction of 0.9%. The Global Fuel Economy Initiative estimates the 2005 global average at 8.04 L/100km. Under the BAU scenario, the number of cars will reach the Eastern European average (350-400 vehicles per 1,000 inhabitants) by 2035 with respective increase of road transport GHG emissions from 116 MtCO2/yr (2009 estimate)
 up to 210 MtCO2/yr (2030 forecast). 
36. To date, the MoT has been overseeing the implementation of a number of Presidential Orders in response to implementing the “Transport Strategy of the Russian Federation Until 2030”. This includes the June 27, 2011 Presidential Orders to accelerate the development of specific activities to modernize vehicle technologies. In particular, and related to this project is the specific order to develop a program of government incentives by December 15, 2011 for the:
· Phased replacement of municipal vehicles with hybrid, electric and plug-in hybrid vehicles (HEVs/EVs/PHEVs) of domestic production, including those working on gas fuel;

· Expansion of the network of alternative fuel filling stations for road vehicles;

· Identification of measures of financial support for domestic technological development aimed at reducing the prices of HEVs, EVs and PHEVs; and, 

· Provision of subsidies and tax breaks to domestic companies involved with the manufacture of HEVs, EVs and PHEVs.

37. A round table discussion was held on October 17, 2011 by the State Duma of the Federal Assembly of Russian Federation on “Environmentally Sustainable Transport in Russia: Problems of Development and Legislative Regulations”. Recommendations resulting from this discussion included the:
· Need to develop a federal program providing the state support to the environmentally friendly transport, including electric transport vehicles, those that use gas fuel, and bicycles;

· Potential abolition of the import duty and setting a zero rate for transport tax for electric transport vehicles and vehicles with gas-engine fuel;

· Need to develop a subsidy program for electric transport vehicles purchased to replace decommissioned old cars; and,
· Delegation to local authorities to: (a) Provide free parking spaces to the owners of electric vehicles; and, (b) Develop the infrastructure for cycling.

38. Since 2010, MoT has undertaken a modest number of activities to initiate implementation of the Strategy including the following activities that are related to this Project:

· Research on regulating environmental impacts of motor vehicles currently on the road;
· Development of a draft conceptual framework on realizing energy savings and increasing energy efficiency in the transportation sector;
· Research for the assessment of the current environmental impacts of the Russian road transportation system, identify impact trends, and prepare a section on “Environmental Impacts of Automobile and Public Transportation and Road Infrastructure” for an annual government report “On the Status of Environment and Environment Protection in the Russian Federation”.
39. While there has been no additional funding for regional and municipal governments to implement the Strategy, recent government measures at the municipal level in Russia have been undertaken to reverse the deterioration of the quality of city life and economic losses from traffic congestion as well as to improve transport energy efficiency and urban mobility. To a large extent, a number of these measures have been implemented (mainly in Moscow) where the deterioration has been most acute including 
· Decrees issued in 2007 and 2009 to increase the use of electric vehicles and CNG fuelled vehicles in Moscow;

· Measures to limit freight truck traffic in a number of cities to certain hours and routes that have had limited degrees of success;

· City-specific transport strategies for some of the Russia’s largest cities including Moscow and St. Petersburg. These strategies are being developed with a focus on the development of public transportation and promotion of non-motorized vehicle (NMV) modes of transport (i.e. walking and cycling); 

· Effort to amend central government legislation to allow municipalities to determine its own parking policies; and

· Some efforts to Improve public transport in some of Russia’s secondary cities as well as Moscow through preventing the use of microbuses and marshrutkas in favor of buses with higher load capacity, and adding new buses to secondary city bus fleets. 

Despite these efforts, the public transport sector in most Russian medium-sized cities continues to lose its share of passenger loads.
40. With the acute traffic and air quality problems of Moscow, the Moscow government issued their own decrees to: 

· Increase the use of CNG as a road transportation fuel (April 24, 2007 N 290-PP "On the extension of the use of dimethyl ether and other alternative motor fuels, and June 29, 2010 553-PP “Current Status and Further Measures to Promote the Use of Compressed Natural Gas as a Motor Fuel for the Automotive Transport in Moscow”). While Decree 553-PP administratively enforces adaptation of CNG and ethanol in the public transport, it also provides a range of incentives for private organizations to popularize CNG as an alternative to gasoline and diesel
. However, since 2010, only 1,500 vehicles have been converted to CNG due to a variety of reasons including slow implementation of CNG filling stations
. The government is targeting 30,000 motor vehicles to be running on CNG in Moscow by 2013 including all public transit vehicles;
· Increase the use of electric and hybrid vehicles (Decree N 1409-RP of July 5, 2007 "On organization of use of electric transport" and Decree N 488-PP of June 3, 2008 "On measures of organization of practical application of the electric vehicles technology in Moscow"). There have also been recent announcements by the federal government urging public transport to adopt HEVs, EVs or PHEVs to reduce emissions in cities
. In response, pilot projects were setup for electric vehicles and charging infrastructure through joint collaborative efforts of a number of Moscow government departments.
41. The response, however, to Decrees N 1409-RP and N 488-PP has been low adoption of HEVs, EVs and PHEVs. Reasons for low adoption includes:
· Unresolved issues regarding the performance of cabin heating accessories during Russian winters;
· Poor network of charging infrastructure for batteries limiting the range of EVs and the fuel economy of PHEVs;
· Restricted access of domestic manufacturers of HEVs, EVs and PHEVs to foreign parts. There have been efforts in 2010 with UNECE who have worked with the Russian Federation on World Forum on the Harmonization of Vehicle Regulations (WP.29) that has increased this access;
· The lack of legal and regulatory framework to enable low emission vehicles (including HEVs, EVs and PHEVs). For example, EVs under current legislation are not legally allowed to operate on roads as they are not recognized as motor vehicles. Moreover, performance standards, incentives and government strategies are required to boost investor and consumer confidence required to develop a vibrant market for low emission vehicles, including EVs
. MoT policymakers have not had in-depth exposure to international knowledge of alternative vehicle technology, are not fully aware of the wealth of technical and policy options available to them, and have had little access to its technical and operational performance;
42. To improve traffic flow efficiencies in cities, the federal government has recently adopted a number of amendments to federal laws. Specifically, Federal law N 257-FZ (08.11.2007) “Roads and road activity in Russian Federation and amendments to legislative acts of Russian Federation” enables different level authorities to set up and operate paid parking on public roads of corresponding level, as well as define parking tariffs. Additionally Federal law N 196-FZ (10.12.1995) “Road safety” says that establishment and operation of parking in settlement boundaries is executed by federal authorities, executive authorities of subjects of Russian Federation, local authorities, legal entities or individuals, or other owners of public roads.
As a result, city administrations are now able to define paid street parking zones and charge parking fees in order to improve road safety and increase capacity of urban road network.
Kazan: Stakeholder and Baseline Analysis

43. Kazan was chosen as one of the cities for the development of SUT systems since the city is preparing to host the Universiade 2013 Games as well as some 2018 FIFA World Cup games. These high profile events would provide wider exposure and demonstration of Russia’s capacity to develop SUT systems. Kazan is the capital and largest city of the Republic of Tatarstan and was labeled as the "sports capital of Russia" in 2009. With a population of 1,143,600 in 2010, it is the eighth most populous city in Russia and lies at the confluence of the Volga and Kazanka Rivers in European Russia. Kazan is also one of the largest industrial and financial centers of Russia, and a leading city of the Volga economic region in construction and investment. The main industries of the city are mechanical engineering, chemical, petrochemical; light and food industries. The city also has the largest IT-park in Russia and Eastern Europe.

44. Urban transport for Kazan falls under the Tatarstan Ministry of Transport (TMoT) whose functions include:

· Management of the transport system; 

· Management of the construction, reconstruction, maintenance and repair of public roads, bridges and other transportation and engineering facilities of regional significance;

· Provision of transport services by road (commuter and inter-municipal communication), rail, inland waterway, and air transport; and,
· Placement of government orders and contracting for goods and services required to meet the needs of the Ministry and fulfill its primary duties.

Traffic management on the road network is the responsibility of the road traffic police in Kazan who are managed under a department under the Ministry of Internal Affairs of the Republic of Tatarstan. The police maintain control over road traffic, take measures to maintain road safety, determine rules, regulations and standards for the design of most traffic management schemes and are in charge of outsourcing operation of the traffic signal system as well as road signing and marking. 
45. Transport Planning. Transport planning is conducted at the level of the TMoT and the Executive Committee of Kazan. Currently, all transport improvement projects in Kazan fall under the “Program of Development of the Urban Road Network and Urban Passenger Transport in the City of Kazan until 2013”. As part of this programme, passenger and traffic surveys were carried out in 2008-2009. The data was used to examine and assess a number of options to improve urban mobility in Kazan for the Universiade 2013 Games including:

· The development of the network of urban trunk roads;

· Expansion of the metro system and other non-ground-level modes of urban transport; and,
· Improvement of the tram, trolley and bus routes networks in the city.

46. Road Network. The existing road network of Kazan accommodates over 284,000 cars; for the size of Kazan, this number of cars is about the average for Russia. However, similar to other cities in Russia, the number of private vehicles is increasing each year with passengers experiencing major traffic congestion throughout the city. In preparation for the Universiade 2013 Games, the road network in Kazan is undergoing significant improvements to accommodate the estimated 100,000 visitors expected for the Games. With transport necessary between the 26 sporting venues for over 12.000 athletes and delegations from 170 countries, road and transport infrastructure is currently being modernized to meet the increased demand for urban mobility between the Games venues. This includes 15 two-level flyovers, and an additional 130 km of road that includes the Big Kazan Ring Road
. For Universiade 2013, the city has adopted an Italian system OMNIA, to provide intelligent traffic lighting at major intersections and to reduce traffic congestion. Funds for these measures come from the Federal and Kazan city government budgets. 

47. Urban Transit System: While the share of Kazan’s public transport system is in the order of 67% (as shown on Figure 1), this share has been declining with the increase in the number of private vehicles. Despite these trends and in preparation for the Universiade 2013 Games, Kazan has undertaken recent measures to modernize its urban transit system comprised of autobus, trolleybus and tram routes including:

· A single-line Kazan Metro, the north-southeast Central Line, opened on 27 August 2005. The Kazan Metro is 8.3 km in length with 7 stations. An extension of the line to the northwest area of the city is currently under construction that should be completed in 2013. Metro trip intervals vary between 5 and 17 minutes. Single trip costs RUB13-15;

· The Kazan tram system founded in 1899. The 8 routes are 187 km (116.20 mi) in length with 100 tramcars of which 30 have been recently procured. The remainder of the fleet is old and in need of replacement. Single trip costs RUB 10-12;

· The Kazan trolleybus system founded in 1948. This system is 355 km (220.59 mi) comprising 14 routes and serviced by a fleet of 160 trolleys of which 80 have been recently replaced. Single trip costs RUB 13-15;

· The Kazan bus system underwent structural reform in 2007. This included the procurement of 1,154 Euro-3 compliant buses and the elimination of marshrutkas from the city. The management of the bus fleet was assigned to the Municipal Unitary Enterprises “Passenger Operations Coordinator” (MUE-POC) who manages 91 routes covering 1,981 km with over 1,400 buses that are all colored red. Single trip costs RUB16-18; and,

· All public transport is equipped with Automated Transport Control System (ATCS) that will allow the city to be able to monitor, dispatch and manage transit vehicles. For Universiade 2013, the city has adopted an Italian system OMNIA, to provide intelligent traffic lighting at major intersections and signal priority to public transport vehicles.

Figure 1: Share of Transportation Modes in Kazan
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48. Fare Collection. Public transit tariffs are set with the State Tariff Committee of the Republic of Tatarstan. Their current efforts involve improving the convenience of fare payments between different modes of transit that includes an automated fare payment system with electronic payment options. There are plans in place to move fare payments to “plastic SMART cards” in time for the 2013 Universiade Games.

49. Notwithstanding the coverage of the Kazan public transport system and its recent modernization, the share of passengers on Kazan’s public transit system is declining even with an increase in the number of passengers on the underground Metro system. Bus stops and transfers to other bus routes, the Metro as well as the tram and trolley systems are not conveniently located (see Figure 2). Furthermore, efficiency of movement of ground transit vehicles is poor as they do not have priority with general traffic. With the wide variance of service quality on public transit (notably ground transport), public perception of the system remains low. 
50. Despite the efforts made by the City of Kazan and the Government of Tatarstan to improve the city’s transport infrastructure, the increase in the use of private cars in Kazan (as shown on Table 4) is now straining the design capacity of the road network. Though ownership of private cars in Kazan in 2010 is 284 cars per 1000 inhabitants (roughly the average for Russia), traffic jams are common throughout the city in the morning and between 15:00 to 20:00. Traffic congestion in Kazan can be attributed to:

· Lack of road infrastructure to segregate inter-urban and urban traffic flows;

· Lack of organized parking spaces that contribute to traffic congestion by parked cars reducing the available road space, and by cars slowing down in search of parking spaces (see Figure 3);

· Lack of marked lanes and dedicated left turn lanes and poor intersection geometry (see Figure 4);

· Poor synchronization of traffic signals (where only 139 out of 290 intersections have centrally controlled traffic signals); and
· Too many two-way roads.
Figure 2: View looking southeast along Pobedy Avenue at southern terminus of Kazan Metro at Rikharda Zorge Street 
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Table 4: Number of motor vehicles in Kazan (thousands of motor vehicles)

	Indicators
	2003
	2004
	2005
	2006
	2007
	2008
	2010

	Total number of cars
	111.9
	120.8
	145.6
	179.4
	210.6
	233.5
	284.0

	Number of motor vehicles that are privately owned
	91.5
	92.3
	91.6
	92.7
	93.7
	  94.0
	108.0 


51. To improve the efficiencies of traffic flows in Kazan as part of the overall preparations for the Universiade 2013 Games, the TMoT have been planning a number of improvements including:

· Dedicated left turn lanes with left turn signals;

· Increasing the number of one-way streets to increase the speed of traffic, reduce trip times, improve the safety of traffic and pedestrians, and reduce vehicle delays at intersections;

· Introducing “reversible” lanes whose direction can be changed during the morning or afternoon hours to improve traffic flows; and,

· Installation of a new urban transit control center.
Figure 3: View to the southeast of parked cars along Chernyshevskogo Road in Downtown Kazan 
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52. The business-as-usual scenario will provide financing of more than USD 133 million to the current state of urban mobility in Kazan. Without GEF support, the future of urban mobility in Kazan can be characterized as follows:

· An adaptive urban transport management OMNIA (Italy) will be introduced in Kazan in along corridors that link Universiade 2013 game venues. The main task of the system is to optimize traffic flow, increase the average speed of traffic, and reduce congestion on city streets during the Universiade 2013 Games. Equipment and services to be provided under OMNIA include detectors and controllers to be installed at intersections, equipment for the central traffic control point, the software, and construction and installation services. While OMNIA global experience indicates that the use of this system will potentially increase traffic flow efficiencies during the Games
, municipal staff will not be able to adapt this system for the growth of traffic flows in Kazan after the Games;

· The City will have organized parking, parking regulations and enforcement sufficient to manage traffic for the Universiade 2013 based on the federal government moving towards devolving responsibilities of parking to local levels of government. The Tatarstan government and the Kazan municipality, however, will not have a strategic approach for parking to resolve future congestion issues along transport corridors of importance to Kazan after the 2013 Games when the population and traffic volumes of Kazan grows. Their current plans for parking lots in the city center will not contribute to reducing traffic congestion along main city corridors since these areas are already heavily congested for several hours daily;

· Improvements to pedestrian and cycling infrastructure are being made for the Universiade 2013 Games in the areas of the sporting venues, hotels, athlete’s village and other areas to be frequented by visitors to Kazan. Further development of the city’s pedestrian and cycling infrastructure for the remainder of the city, however, is not likely to be developed to meet modern safety standards and aesthetic appeal;

· City planning does not integrate land use and transportation requirements. In particular, allocation of road space and buildings is not proportionate, and planning regulations do not apply to annexed areas of the city since land use regulations only apply to the 1998 boundaries of a smaller Kazan city area;

· Kazan will not have a master plan for future development of urban transit in Kazan beyond 2013. The master plan will need to address the integration of ground transportation with the public transport (notably metro lines) to improve public transit ridership, and to increase traffic flow efficiencies by: (a) Reducing city traffic volumes by segregating inter-urban and urban traffic; and, (b) Having high occupancy vehicle (HOV) lanes for public transit vehicles and other vehicles with more than 3 passengers;

· There will continue to be no institutional linkages between government agencies involved with urban planning, transportation planning, urban transit development, and environmental monitoring of development. Appropriate government agencies concerned with city transport, housing developments, city planning and architecture and environmental quality will all need to improve communications to improve the quality of the public transport network to increase its usage and improve the efficiency of urban mobility.
Figure 4: View of congested intersection looking northeast along Universitetskaya Street at Pravo-Bulachnaya Street in downtown Kazan 
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Kaliningrad: Stakeholders and Baseline Analysis

53. Kaliningrad was chosen as one of the cities for the development of SUT systems due to the commitment of the Kaliningrad Administration to improving its urban transport efficiencies. Moreover, the number of motor vehicles in the city is one of the highest in Russia outside of Moscow, and is a smaller city (population of 422,300) where a successfully implemented SUT pilot can have a higher probability of success. Kaliningrad is an administrative, industrial, trade, scientific and cultural center with a people located at the western-most point of the Russian Federation in the Baltic Sea Region; it is separated from the main territory of the Russian Federation by the EU countries (Lithuania and Poland). 
54. The key stakeholder for the Kaliningrad pilot SUT is the Kaliningrad City Administration. Traffic management plans and improvements to public transport in Kaliningrad are the responsibility of the Head of the Transport Department (under the Urban Committee) who reports to the Head of Administration. Oversight to the design and construction of new infrastructure is the responsibility of the Office of the Chief Architect under the Committee of Architecture and Construction who also report to the Kaliningrad Head of Administration. 

55. Road Network: With the total number of the motor vehicles in Kaliningrad being in the order of 170,000 in 2007 and 2008, there are approximately 285 cars for every 1,000 inhabitants
, higher than the average of cars for cities in the Russian Federation of 221 cars. The road network of Kaliningrad consists of a number of radial roads from the city center as shown on Figure 5. With Kaliningrad’s road transport system only designed for 60 to 100 cars per 1,000 inhabitants, traffic jams and congested streets are becoming commonplace, especially during rush hours
 (see Figure 6). Moreover, organized city parking is not available that directly affects the amount of space available on the roads. As a consequence, the impact of less road space is reduced efficiency of traffic movement (cars, bicycles and pedestrians) and increased air city pollution. 
56. Passenger Transport System: Kaliningrad has seven commercial carriers for public urban transport modes comprised of mini-buses (also known as “jitneys”) and buses who report to the Head of Transport in the City Administration. These carriers have a 90% share of the public transit passenger load for the city. The City Administration contracts these companies and monitors their public transport services with “GLONASS” tracking devices. In addition, private car fleets such as city taxis are provided licenses by complying with EURO-3 and EURO-4 emissions.

57. Electric Transport Systems. The trolley bus and tram network is currently managed by the municipal company “KaliningradGorTrans” (KGT) who report to the Head of Transport in the City Administration. KGT has the remaining 10% share of Kaliningrad’s public transit passenger volume with a fleet of 63 trolley buses of which 18 modern trolleys were purchased in 2010. KGTs number of rolling stock and ridership share has declined steadily since 2000. The city has for years considered “upgrading” a number of the electric tram routes by replacing them with trolleys. However, the current city administration also wants to preserve some of the historical tram routes. 
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Figure 5: Master Plan for Development of Radial Road Network for Kaliningrad
58. The Kaliningrad Administration has been undertaking a number of actions to improve the city’s image and transport situation. This includes a “Master Plan” that provides a vision of the city
. The essential goal of the Master Plan is to achieve the sustainable development of the city through a series of measures; measures that pertain to the development of SUT in Kaliningrad includes: 
· Preserving the city’s cultural heritage;

· Reducing air pollution caused by traffic congestion, industry, numerous of small boiler-houses;

· “Greening” the city’s image through increasing green and landscaped areas along the city’s radial and ring roads;

· Developing public centers with pedestrian malls, entertainment and sport facilities;

· Developing multi-storey and underground parking facilities; 

· Modernization of the transport infrastructure;

· Development of trolleybus lines in northern and southern new residential areas; and

· Creation of bicycle lanes.
Figure 6: View southwards along Sovetskiy Avenue towards Mira Avenue in downtown Kaliningrad 
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59. Investments by the Kaliningrad Administration between 2012 and 2014 to improve the city’s urban mobility amounts to USD 30.3 million and includes:
· Improvements to existing traffic management controls including an automated control system; and,
· Design and construction of a 4 to 6-lane bridge crossing over a railway from Gaidar Street to Sovietsky Avenue to Neighborhood No.7.

60. The Kaliningrad Administration also wants to develop a Comprehensive Transport Scheme (CTS) as a part of implementing the Master Plan, and committed funds for its completion. The funds budgeted, however are not sufficient to meet international standards for such studies. The objective of the CTS is to create a plan that will address measures to improve the efficiency of freight and passenger transport in the City of Kaliningrad. As such, the CTS is also needed to determine Kaliningrad’s baseline transport scenario and to have a number of options that can be developed to reduce traffic congestion, transport delays and reducing air pollution. In particular, the CTS needs to address the reduction of traffic loads in the city center through improved public transport, restriction of vehicle movements, and organized parking. 
61. The City has also undertaken a number of high profile events to garner support and raise awareness of sustainable urban transport. This included an exhibition in September 2009 at the “Europe” Entertainment Complex in Kaliningrad city center that was organized by the “Move Together” and the Municipal Environmental Centre “ECAT-Kaliningrad” on the transport situation in Kaliningrad
. The exhibition promoted the best EU urban mobility practices and the use of alternative modes of transport such as the bicycle or public transit. The exhibition raised awareness amongst the citizens of Kaliningrad of the need to solve urban traffic congestion and their associated negative environmental impacts.

62. The Government of the Kaliningrad Region created the autonomous public institution named the “Environmental Center, ECAT Kaliningrad” (ECAT) to advance public policy for environmental protection. ECAT were involved on a project in 2007-2008 to monitor Kaliningrad air pollution and the rising number of motor vehicles. The project involved traffic counts and data collection, statistical data analysis on the fuel characteristics and air quality data, and development of models on emissions related to transport. ECAT has been unable to update the model due to lack of funds to hire qualified personnel to operate the model. 
2. Strategy

Project Rationale and Policy Conformity

63. According to the Instrument for the Establishment of the Restructured Global Environment Facility, the Russian Federation qualifies for GEF financing on the following grounds:

· It has ratified the United Nations Framework Convention on Climate Change on December 28, 1994; and

· It receives development assistance from UNDP’s core resources.

64. An on-going UNDP Projects Office currently has over twelve ongoing projects working in partnership with the GEF which gives the office a significant amount of valuable experience in working with GEF.

65. The Russian Federation has submitted their Fifth National Communication under the framework of the UNFCCC on February 12, 2010. This Communication refers to the Russian Federation’s Comprehensive implementation plan for actions under Kyoto protocol to the UNFCCC (2005) that states energy efficiency in the transport sector is among the measures that the country is planning to employ for a 30% reduction of transport-related GHG emissions. The projected reduction is estimated at 9.3-10.5 mtoe. Specifically, Presidential Decree N 889 (04.06.2008) instructs the Government to improve technical regulations, introduce financial stimuli and improve energy efficiency in various sectors (including transport) through strengthened enforcement capacities.
66. The Project is also in line with the stated objectives and priorities of the “Energy Strategy of the Russian Federation until 2030”
 where improving the country’s energy efficiency has been listed as one of the eight priorities of future development in Russia. The project is also aligned with the “Transport Strategy of the Russian Federation until 2030”
 which also states that energy efficiency in the transport sector is to be improved. 
67. The Project will support achievement of GEF-4 Strategic Objective-CC 5: Promoting Sustainable Innovative Systems for Urban Transport with a particular emphasis on “non-technology” options, such as planning, traffic management and modal shift to low-GHG intensive transport modes. The global objectives of RUST will be to facilitate GHG reductions through these modal transport shifts. As a consequence, urban mobility will improve through the use of efficient transport modes of lower carbon intensity and increased fuel efficiency of a modernized bus fleet. 
Country Ownership: Country Eligibility

68. Russia’s commitment to addressing environmental concerns, specifically in relation to climate change, is well documented. The country has ratified the United Nations Framework Convention on Climate Change on December 28, 1994. Russia has submitted five national communications to the UNFCCC between 1995 and 2010. 
Country Drivenness

69. In April 2011, the Russian Federation approved the Action Plan to implement their national Climate Doctrine
 of April 2009. In Section 20 of the Doctrine, actions towards limiting greenhouse gas emissions in the transport sector are mentioned including:
· Improving fuel economy of vehicles;

· Increase in car production with hybrid engines;

· Development of a set of measures on the use of vehicles on alternative fuels, including natural gas and hydrogen fuel cells;

· Development of technical rules establishing the requirements for road safety in the design, construction, renovation and major repairs to meet the requirements to reduce greenhouse gas emissions; and,
· Development and implementation of a package of measures for the accelerated renewal of fleet of vehicles.

70. Order 1734-R of November 22, 2008 is now in place to approve the “Transport Strategy of the Russian Federation until 2030”
. This order acknowledges the major problem of the lack of modernization of the Russian transport system including urban public transport and the inefficient use of aging capital assets of the system. Furthermore, it specifies that the MoT jointly with the Economic Development of Russia, MoRD, MoI, the Federal Tariff Service of Russia and other interested federal executive bodies will oversee implementation of the Transport Strategy of the Russian Federation until 2030.
71. The Strategy also states the objectives of the Transport Strategy in reducing the harmful effects of transport on the environment and human health by:
· Providing incentives and motivation towards the use of cleaner fuels for road transport vehicles;

· Reducing energy intensity of transport to the norms of advanced countries; and,
· Reducing the harmful effects of transport on air, water and human health through the expanded use of environmentally friendly vehicles and vehicles with high fuel efficiency that corresponds to international standards.
72. The Strategy, however, does not make direct reference to improvements to urban mobility but does have objectives that are strongly linked to urban mobility including:

· Reducing the negative environmental impact of the increased number of vehicles and road traffic by developing a network of public roads with increased traffic load capacity including road bypasses around large cities and reconstruction of roads in congested traffic areas;

· Reducing the harmful environmental effects of road transport by increasing the use of more fuel-efficient cars with lower consumption of motor fuel, improving the enforcement of vehicle emissions during the registration of these vehicles in Russia, and strengthening of control over vehicle fitness standards during registration and service life of the vehicle; and,
· Adopting and enforcing global fuel consumption standards for vehicle operation and convert 50% of vehicles in major cities to alternative fuels.

73. On June 27, 2011, Presidential Orders were issued to accelerate the development of specific activities to modernize vehicle technologies. In particular, and related to this project is the specific order to develop a program of government incentives by December 15, 2011 for the:
· Phased replacement of municipal vehicles with hybrid, electric and plug-in hybrid vehicles (HEVs/EVs/PHEVs) of domestic production, including those working on gas fuel;

· Expansion of the network of alternative fuel filling stations for road vehicles;

· Identification of measures of financial support for domestic technological development aimed at reducing the prices of hybrid cars and electric vehicles; and, 

· Provision of subsidies and tax breaks to domestic companies involved with the manufacture of HEVs, EVs and PHEVs.

74. To improve traffic flow efficiencies in cities, the federal government has recently adopted a number of amendments to federal laws. Specifically, Federal law N 257-FZ (08.11.2007) “Roads and road activity in Russian Federation and amendments to legislative acts of Russian Federation” enables different level authorities to set up and operate paid parking on public roads of corresponding level, as well as define parking tariffs. Additionally Federal law N 196-FZ (10.12.1995) “Road safety” says that establishment and operation of parking in settlement boundaries is executed by federal authorities, executive authorities of subjects of Russian Federation, local authorities, legal entities or individuals, or other owners of public roads.

As a result, city administrations are now able to define paid street parking zones and charge parking fees in order to improve road safety and increase capacity of urban road network.

Design Principles and Strategic Considerations

75. To catalyze and foster growth of sustainable transport development and application in Russia’ secondary cities, the RUST Project will adopt a strategy of implementing pilot projects to demonstrate removal of the aforementioned barriers. Properly implemented pilot projects can inform government of the required institutional arrangements and regulatory framework to support the growth of SUT systems for medium-sized cities of Russia. This should catalyze replication of more SUT systems throughout Russia’s medium-sized cities.
76. For this Project, pilot projects for SUT are proposed for Kazan and Kaliningrad cities where the main objective is to encourage less carbon intensive means of urban mobility through modal shifts towards more public transport and non-motorized modes (i.e. walking and cycling), and a demonstration on low emission vehicles (i.e. HEVs, EVs and PHEVs). These cities were selected for the pilots due to their smaller size, and the increased probabilities of successfully implementing these projects that can be replicated in other cities of Russia. The Project will also benefit from the ongoing urban transport developments in Kazan in preparation for being the host for the Universiade 2013 Games as well as some 2018 FIFA games. Other Russian cities replicating SUT schemes will benefit from the lessons learned from planning, development and implementation of the pilot SUT schemes. Moreover, federal government policies will be informed through the positive experiences of the two pilot SUT projects in Kazan and Kaliningrad. Ultimately, the desired outcome of the pilot projects in Kazan and Kaliningrad will be to demonstrate the process of designing, planning, engineering, financing, constructing, operating and maintaining feasible and applicable SUT systems. Such applications of SUT systems will in turn bring about direct GHG emission reductions (estimated to be 11,230 tons CO2 annually) from the current urban transport sectors of the demonstration cities. These applications can bring about more significant urban transport sector GHG emission reductions if these are replicated in other medium-sized cities in Russia. 

77. The GEF-funded interventions proposed on this Project will constitute policy development and capacity building through provision of technical assistance and investment in pilot activities. No loan or revolving-fund mechanisms using GEF funds are under consideration, and thus grant-type funding is considered most adequate to enable successful delivery of the project outcomes.

78. To leverage this project for wider relevance to exploring technical and policy measures for improving auto fuel economy, close collaboration will be developed with the GFEI (globalfueleconomy.org) which was founded in 2009 by the IEA, UNEP, the OECD-based International Transport Forum (ITF), and the FIA Foundation to support a global shift to 50% higher auto fuel economy by 2050, as per IPCC and G8 recommendations. More efficient cars will support national and global climate change mitigation efforts if the global light duty vehicle fleet average moves from 8 L/100 km today to 4 L/100 km within the next 4 decades. 
79. Key guiding principles that will work towards the creation of an enabling environment for and barrier removal to the development of sustainable urban transport in medium-sized cities in Russia include:

· Adopting holistic planning approaches towards successful “pilots” of improved public transport services. Holistic planning for improved access along selected pilot SUT corridors will improve the likelihood of the outcome of increased efficiency of urban mobility. Measures to increase efficiency along selected SUT corridors would include organized parking, integrated traffic management, dedicated lanes for public transit vehicles, and the integration of urban and transit planning. A holistically planned SUT system would include space requirements related to land-use planning, physical integration of main bus rapid transit routes and feeder routes with the urban transport network, organized parking lots near bus stations, user-friendly transfer points including safe pedestrian walkways between bus stops, economic incentives for commercial development near main transit routes and transfer stations, sustained financial viability of the integrated SUT system, enhanced public outreach and fostering the formation of public-private partnerships;

· Assist the municipality in the implementation of a successful SUT pilot project for improved public transport services and integrated traffic management measures. As such, the pilot projects should be located along corridors that have the best probability of success and highest profile. In this regard, corridors such as the ones connecting the Universiade Games venues (Kazan) and the City Center – Neighborhood #7 (near the Amber Stadium) corridor (Kaliningrad) have been targeted by the municipal government for sustainable urban transport improvements. These pilot projects will demonstrate the benefits of SUT systems as competitive options to private cars as an urban transport mode. If properly implemented, these pilot projects will facilitate a shift towards public transit, cycling and walking, all less carbon intensive modes of urban mobility. The pilot projects will also raise awareness and knowledge of SUT benefits including improved traffic flow efficiencies, reduced transport-related GHG emissions and improved urban air quality. These pilot projects will be adaptively managed to ensure examples of best practices for SUT systems are implemented, effectively demonstrated, replicated and sustained well after GEF support is withdrawn;
· Implement the pilot SUT project under a sustainable financial model. While current public transport services serve low-income commuters, measures need to be taken to increase its ridership through higher tariffs for vehicles travelling along main corridors or by raising additional revenues for public urban transport (through additional or increased fares, corporate sponsorships or subsidies) or by providing disincentives for private car use (i.e. car restrictions along  certain corridors, parking fees);
· Equip planning institutions and regulatory agencies responsible for planning and implementing SUT projects with modern planning tools. Under the project, municipalities will be assisted in the planning of pilot projects by providing appropriate transit-demand modeling software. This software will be used with transport data generated by Project resources, in planning optimized bus route networks, in developing legal and regulatory framework, and supporting sustainable transport principles in planning and policy formulation;
· Engagement of all existing transit operators in demonstration cities in the development of improved public urban transport services. This may include:

· Upgrading the skills of these operators including proper maintenance of their public transport-related assets;

· Improved regulation of all private bus companies who will deliver public transit  services in a manner that is fuel efficient, safe, and efficient to the extent that the services are competitive with the use of a private car;

· Shifting operations of some existing bus companies to support feeder routes to transport passengers to the new bus system; and,
· Employing displaced bus operators within the new public transport service;

· Initial efforts modernize road vehicle fleets in Russia should involve the sourcing of low emission vehicles from both imports and OEMs; Russian OEMs have not yet been fully developed and cannot in the short term get a significant market share of the low emission vehicle market.  Long term efforts, however, will need to focus on support for OEMs with their lower cost that will result in increased access of low emission vehicles to Russian consumers (in comparison to imports), and greater GHG reductions in the Russian road transport sector;

· Work with federal Ministry of Transport to address removal of federal-level barriers to SUT development and increased use of energy efficient vehicles in Russia. This may include:

· Assistance to formulate a government strategic plan (or a “roadmap”) to develop and implement national auto fuel economy standards and fostering a strategic domestic market for low emission vehicles including HEVs, PHEVs and EVs in Russia;

· Providing exposure to Russian policymakers to international experience on the development of sound enabling policy environment for a wider spectrum of low emission vehicles;

· Assistance in the formulation of appropriate legal and regulatory frameworks, including fiscal regimes. This may include incentives for purchase and use of such vehicles, performance standards for fuel consumption, batteries, charging infrastructure, and the safe operation low emission vehicles;

· Assistance to systematically collect and store urban transport data and analyzing data to assess impacts of policies;

· Specific work on policies, regulations and institutional systems for SUT after completion of successful pilot projects.

80. Considering the identified barriers, and abovementioned proposed approach is expected to:

· Facilitate replication of SUT projects in other cities by assisting municipalities in planning SUT projects based on the successful experiences of the Russian pilot projects as well as projects developed internationally; and,
· Result in demonstrable direct GHG emission reductions from the pilots that will be carried out in the pilot cities and cities undertaking replication projects.

With the expected tangible outputs from this approach, the sustainability aspects of the barrier removal activities that will be carried are strengthened.
81. The project is expected to have four outcomes: Outcome 1 will be supportive federal policies, regulations, and institutional arrangements to increase the use of low emission vehicles and development of SUT projects in Russia; Outcome 2 will be increased use of low carbon modes of transport and improved urban mobility in Kazan; Outcome 3 will beincreased use of low carbon modes of transport and improved urban mobility in Kaliningrad ; and Outcome 4 will be successful pilots on SUT projects and low emission vehicles replicated in pilot cities and other medium-sized cities in Russia.
82. Outcome 1: Approved and enforced supportive federal policies, regulations, and institutional arrangements to increase the use of low emission vehicles and development of SUT projects in Russia will be achieved through:
· Conduct of a national public/private dialogue on practical policy and technology solutions for Russia and begin the work of designing, for example, a national vehicle labeling scheme, supporting fee-bate systems, a specific technology mandate for low emission vehicles in Russia, import restrictions, a federal fuel economy standard;

· Development of an approved “technology road map” specific to low emission vehicles, including HEVs, EVs and PHEVs, zooming in on the potential market in Russia and using past IEA global analysis in the hybrid and electric vehicles sector;

· Setup of a system for information and data collection and analysis of urban vehicle fleets in pilot cities;

· Assessment of incentive policy options to encourage individual vehicle owners to become more energy efficient through increased use of low emission vehicles;

· Drafting legal framework for enabling access to low emission vehicles;

· Implementation of approved result-based policy improvements from the pilot SUT activities in Kazan and Kaliningrad for further development of SUT projects and modernization of vehicle fleets in Russia’s secondary cities.
83. Outcome 2: Increased use of low carbon modes of transport and improved urban mobility in Kazan will be achieved through:
· Setting-up of an urban transport control center;

· Recommending changes to the institutional structure and the setup of a centralized office for the planning and management of urban transit, and the monitoring of transport-related environmental quality indicators;

· Formulation of an integrated transport scheme (ITS) and a new Master Plan for Kazan beyond 2013 that articulates the government’s vision of its urban transport that is proportionate to the growth of Kazan to 2018 and beyond, most notably for the 2018 FIFA Games;

· Implementation of pilots and demonstrations on enforced parking regulations, park-and-ride facilities and infrastructure for non-motorized transport in Kazan; and

· Implementation of pilots and demonstrations on the use of EVs and PHEVs.
84. Outcome 3: Increased use of low carbon modes of transport and improved urban mobility in Kaliningrad will be achieved through:

· Preparation of a comprehensive transport scheme for Kaliningrad;

· Planning and preparation of a feasibility study for a proposed pilot SUT scheme along a selected corridor, “Neighbourhood No.7 and Pobeda Square in the City Center;

· Preparing detailed engineering designs and implementation plans for the pilot SUT scheme;

· Development and implementation of an operational pilot SUT scheme for Kaliningrad;

· Monitoring of GHG emission reductions from the pilot SUT system; and 

· Implementation of pilots and demonstrations on the use of EVs, PHEVs and NMV modes for urban mobility. 

85. Outcome 4: Successful pilots on SUT projects and low emission vehicles replicated in pilot cities and other medium-sized cities in Russia will be achieved through:
· Workshops on results and outcomes of pilot projects in Kazan and Kaliningrad;

· Capacity building support for a “Center of Excellence” for sustainable transport in Kazan;

· Marketing campaigns for EVs, PHEVs, sustainable urban transport and its benefits;

· Development and implementation of feasible and realistically applicable strategies for SUT replication. 

86. Without GEF-assisted interventions, the current trends of increasing absolute and relative GHG emissions from the transport sector are unlikely to change. A business-as-usual (BAU) approach to urban transport in Russia will result in a steady increase in CO2 emissions from the road transport sector of 116 million tonnes of 2009 to over 210 million tonnes by 2030
. 
87. The project will support achievement of GEF-4 Strategic objective-CC 5: Promoting Sustainable Innovative Systems for Urban Transport with a particular emphasis on “non-technology” options, such as planning, traffic management and modal shift to low-GHG intensive transport modes. 
88. The Project will also enhance sustainability aspects through other key activities including:

· Awareness programs that provide messaging on specific topics on sustainable urban transport, climate change, transport-related air pollution, and vehicle fuel efficiency;  

· Targeted research that will increase the knowledge base of urban and transport fuel efficiency issues and assist in preparing GHG emissions baselines. This would include specific fuel consumption and GHG emissions data for various road transport vehicles used targeted cities in Russia.

Project Goal, Objective, Outcomes and Outputs/Activities

89. The Project will reduce GHG emissions from the transport sector in Russia by facilitating the development of sustainable urban transport (SUT) pilot projects in Kaliningrad and Kazan cities, and the formulation of supportive policies, regulations and institutional arrangements that will facilitate replication of SUT projects in other medium-sized cities in Russia. Specifically, this will involve: 

· Demonstration of international best practices for the holistic planning and implementation of SUT systems and convincing Russian policy-makers of its applicability for other Russian cities;

· Strengthening the institutional and policy framework for urban transportation development at the municipal government level;

· Development, approval and enforcement of a legal and regulatory framework at the federal level for the development and application of SUT systems and improving national auto fuel economy; and 

· Raising public awareness and knowledge of issues in SUT and fuel efficient transport.
90. The proposed project is comprised of 4 components consisting of complementary activities designed to remove barriers to achieve the Project objectives:

· Outcome 1: Approved and enforced supportive federal policies, regulations, and institutional arrangements to increase the use of low emission vehicles and development of SUT projects in Russia;

· Outcome 2: Increased use of low carbon modes of transport and improved urban mobility in Kazan;

· Outcome 3: Increased use of low carbon modes of transport and improved urban mobility in Kaliningrad;

· Outcome 4: Successful pilots on SUT projects and low emission vehicles replicated in pilot cities and other medium-sized cities in Russia
Figure 7 provides a flowchart of the interrelationship of Project activities.

Figure 7: Flowchart of Activities during Project Implementation
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91. Outcome 1: Approved and enforced supportive federal policies, regulations, and institutional arrangements to increase the use of low emission vehicles and development of SUT projects in Russia. To support the Russian Federation’s directives to improve the fuel efficiencies of the current motor vehicle fleet, the design of a policy framework and institutional arrangements to support SUT system development and fuel efficient/low emission vehicle technology development and dissemination in Russia will be carried out by the federal Ministry of Transport. Essentially, this will provide MoT the structure for knowledge transfers, and the consideration of a national fuel economy standard and enabling fiscal incentive structures; the impact of this will be accelerated SUT development and low emission vehicle technology adoption in Russia to global standards. Moreover, for original equipment manufacturers (OEMs) based in Russia for low emission vehicles (including flexi fuel, hybrids, plug-ins, and full electrics), this assistance will provide a technology development roadmap that will reduce their investment risks. This outcome will be achieved through:

· Output 1.1: Strategic government plan or “roadmap” for market penetration of low emission vehicles. For the government to realize fuel savings in the transport sector from the increased use of low emission vehicles, support is required to forecast the uptake and penetration of emerging technology into the Russian market. The delivery of this output will involve the following: 

· Development of a national ministerial dialogue that is inclusive of the private sector, built on accurate auto emission baseline and scenario data (Year 1 – UNEP assistance);

· Assessment and evaluation of low emission vehicle technologies and enabling policies at the federal level (Years 1 and 2 – UNEP assistance);

· Assessment and evaluation of low emission vehicle technologies and its long-term competitiveness in comparison with upcoming fuel efficient vehicles (UNEP assistance);

· Development of a roll-out strategy for pilot cities that require supporting infrastructure (such as battery charging stations) and provide timelines and required financing. These roll-out strategies should be competitive with low emission vehicle industry capacity to meet roll-out targets, and target areas that have the best chance of succeeding in low emission vehicle market penetration (GEF assistance); and,

· Development of target for sales or market penetration of low emission vehicle for target regions based on the proportion of imported and domestically produced vehicles (GEF assistance);

Along with resources from UNEP (under GFEI) and the IEA, GEF resources will be required to provide technical support to MoT policymakers to explore technology and policy options, formulate cost-effective plans, and develop strategic plans.

· Output 1.2: System for information and data collection and analysis of urban vehicle fleets in pilot cities of Kazan and Kaliningrad. Baseline data are needed to understand the benefits to be derived from low emission vehicle; more broadly, data are needed to understand the factors that drive energy consumption in road transport. With the paucity of transport information, however, on urban vehicle fuel consumption, urban driving patterns and consumer behavior towards vehicles, the government will have difficulty to effectively evaluate policy changes on urban vehicle fleet modernization
. GEF assistance will be required for the setup data collection system programs in pilot cities of Kazan and Kaliningrad for selected (baseline) vehicle fleets and demonstrations of low emission vehicle, the collation and analysis of the collected data, and setting up of systems for storage and release of data (where data segregates vehicles by fuel types), identification of the types of data to be collected (based on plans to roll-out low emission vehicle in pilot cities) and provision of a model that can be used for testing and evaluating policy effectiveness on transport energy efficiency improvements, and reducing the current policy reliance on vehicle taxes. The model should be able to evaluate new policies at the country-wide level as well as municipal levels (Years 1 to 3);

· Output 1.3: Completed assessment of incentive/fiscal policy options to encourage individual vehicle owners to become more energy efficient through increased market penetration of low emission vehicles. To deliver this output, the following activities will be carried out: (a) Analysis of the current legal and fiscal framework for motor vehicles with particular attention being paid to how government can increase consumer access to low emission vehicles; and, (b) Development of feasible options on policy changes and incentive policies will be assessed with the aim of practical application at the local, consumer and private sector levels. Options may include increasing taxes for less fuel efficient vehicles, rebates for low emission vehicle purchases and scrapped older cars, reduced fees for parking, congestion taxes, tax reductions for licensing fees and clear fuel efficiency labeling. The potential impact of these options will be evaluated using the information and data from Outputs 1.1 and 1.2 including the phasing-in and phasing-out of tax incentives and incentive policies and possible enforcement mechanisms. The analysis will provide recommended policy changes that can be implemented during the course of this project (Year 2);

· Output 1.4: Approved and enforced legal and regulatory framework for enabling access to low emission vehicles. There is a small domestic low emission vehicle industry where prototypes are in the design and testing stages.  The lack of a legal and regulatory framework for low emission vehicles has not yet spurred large investments into domestic manufacturing of these vehicles although there are plans in place for such investments and the rolling out of inexpensive hybrid vehicles for 2012.  Furthermore, the increase the use of low emission vehicles in Russia requires a legal and regulatory framework to guide the manufacture and sales of these vehicles, and provide increased consumer confidence in these vehicles. Using the assessment of policy options from Output 1.3, the formulation of a legal and regulatory framework to promote the use of low emission vehicles will be carried out. With possible linkages to federal energy efficiency programmes for public transport, policies will be formulated and drafted for programmes to provide incentives for the carriers and municipalities to obtain such vehicles possibly through leases or loans for the purchase of such vehicles financed from the federal budget. To reduce the cost of low emission vehicles for public transport, the legal framework will identify financial support measures for tax breaks to domestic companies for the development of Russian-based manufacturing facilities for low emission vehicles. In addition, it will also identify appropriate fuel economy standards and standards for battery charging, battery service life and electrical safety that are harmonized with international vehicle standards through the UNECE’s “Forum on Harmonization of Vehicle Regulations”
. To ensure that the formulation of legal and regulatory framework, discussion meetings with the relevant government authorities will be organized and conducted, discussion meetings are primarily aimed at getting the endorsement and approval of the proposed framework. It is expected that through these series of advocacy and lobbying initiatives, the approval and the subsequent enforcement of the proposed legal and regulatory framework will be realized. GEF assistance is required to deliver this output (Years 3 to 4).
· Output 1.5: Formulated policy improvements based on demonstration results and policy impact analyses. Collected data and information from pilot activities in Kazan and Kaliningrad will be analyzed and impact analyses will be carried out. The impact analysis results will be used by government to justify further policy changes that will be used to guide and enforce development of SUT projects and the modernization of vehicle fleets in Russia’s secondary cities. Impacts should include figures on energy savings and GHG emission reductions (Years 4 and 5).

92. Outcome 2: Increased use of low carbon modes of transport and improved urban mobility in Kazan. This outcome will support and augment the city’s efforts to improve its urban transport system in a manner that gradually reduces the use of private cars primarily around the city center as well as encouraging the use of more fuel efficient vehicles. The impact of the activities that will be carried out under Component 2 will be the improvement of urban environmental conditions of Kazan, and reduction of urban transport-related GHG emissions in the city. Pilot activities will essentially be driven by two high profile sporting events: the Universiade 2013 and the 2018 FIFA World Cup Games. This component will initially provide support to the City in preparing their SUT systems during a 15-month window (assuming project startup on April 2012) prior to the Universiade 2013 Games. Remaining resources of the component will support other pilot activities for the development of SUT systems after 2013. Bus operations and traffic control measures that are being developed for the Universiade 2013 will be used for the 2018 FIFA World Cup Games.  It is expected that much of the bus transit infrastructure and traffic control system will still be in place, and that infrastructure improvements based on the updated 2013 Kazan ITS would have been implemented by 2018. The outcome will be achieved through: 

· Output 2.1: Urban transit control center (UTCC). In Kazan, all public transport rolling stock is being equipped with ATCS to improve urban mobility for the 2013 Universiade Games. A UTCC must be installed as a central dispatch to monitor and control rolling stock to initially enhance the efficiency of public transport vehicles and traffic for the Games. However, after the Games, Kazan is expected to grow with changes to its urban transport patterns. While these changes will be studied as a part of an integrated transport scheme (ITS) and a master plan for Kazan after 2013 (under Outputs 2.2 and 2.3), ongoing changes with the operations of the UTCC after the Games will be required. To deliver Output 1, the following activities will be carried out:

· Training of municipal staff to optimize the traffic flows and efficiency of urban road transport through the use of an installed modern traffic control system. To effectively optimize traffic flows, identification of critical routes, stops and bottlenecks within the urban transit network between Games venues (as shown on Figure 8) and other important stops (such as the Athlete’s Village, the downtown core and major hotels) will be required. The system will be utilized to control signaling and traffic flows, and provide public transit vehicle priority through general traffic (Years 1 and 2);

· Re-design of the UTCC to monitor and control public transit vehicles along selected routes (Figure 9 shows the planned electric bus lines in Kazan) taking into account the integrated transport scheme beyond 2013 (Output 2.3). The system should improve on the traffic control systems logic during the Games and provide public transit vehicle priority through general traffic. The design should also include for installation of inductive loops under the road surface or roadside beacons to detect public transit vehicles that require priority passage (Years 3 and 4); and,
· Upgrading the capacity of the UTCC personnel to adaptively manage the city’s entire transport system with a focus on increasing average speed and reducing delays, primarily for public transport (Years 3 to 5).
· Output 2.2: Institutional arrangements for SUT planning and management. Urban transport planning is conducted at the level of the TMoT and the Executive Committee of Kazan under the “Program of Development of the Urban Road Network. This was setup for preparation of the Universiade 2013 Games. Current planning practices, however, do not incorporate international standards for planning that includes integrated urban planning with transport plans. As requested by TMoT, this output will assist the City of Kazan to improve its organizational capacity to more effectively integrate city and regional planning for transportation and land use. To deliver this output, the following are the required activities:

· Assessment of the current institutional arrangements for city and regional planning with respect to transport and land use planning and identify inefficiencies that hinder effective transport planning (Year 1);

· Formulation of recommendations to the Tatarstan Ministry of Transport (TMoT) and the Executive Committee of Kazan on the setup of a centralized office for transport planning for Kazan (Year 1); and
· Setting up in the City of Kazan a centralized office for transport planning that is integrated with agencies responsible for city management, operations, environmental protection, spatial planning and transport development. The office should be equipped with the equipment and technologies similar to that used in metropolitan planning organizations, and staffed with specialists in the integration of planning of land use, urban development, transportation and environment of the city. This new office will also establish a single information database for transport planning (Year 2);

· Conduct of training program for the personnel of this office in urban and transport planning;  monitoring traffic conditions and data collection in an urban planning context; modeling traffic conditions in the city; forecasting changes in city conditions with respect to urban transport, urban development and environmental conditions; and preparing appropriate planning documents in accordance to best international practices of urban and transport planning (Years 1, 2 and 3);  

· Setting-up of an environmental monitoring cell within the City responsible for monitoring of transport conditions and environmental quality. The cell can be staffed with dedicated personnel for traffic and passenger data collection and equipped with a functioning environmental model that can provide estimates and a system of monitoring of GHG emissions throughout the city. A GHG emissions inventory for 2010 or 2011 can be formulated based on data of the vehicle fleet and its technical condition and specifications, age, fuel efficiency, average travel speed and distance, and estimated emissions. With the completion of various measures to improve urban mobility in Kazan, the impact and effectiveness of these measures can be measured through continued GHG emissions monitoring (Years 1 to 5);
Figure 8: Location of Sporting Venues for Universiade 2013
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Figure 9: Planned Kazan Electric Public Transit Lines
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· Conduct of a study to implement the re-structuring of fare collection system that encourages the increased use of public transit in Kazan. 
· Implementation of the re-structured fare collection system. The upgrading of the scheme where there is one fare for the entire system will be evaluated; and,
· Preparation of a plan to implement these institutional changes with associated costs and sources of financing.

· Output 2.3: Integrated transport scheme (ITS) and an updated master plan for Kazan beyond 2013. While there is a transport plan for Kazan to 2013, a longer-term ITS and master plan are required for the City to be able to guide and regulate the growth of the city into the annexed territories (currently, these annexed territories located just outside the city boundaries are not under any urban development jurisdiction or regulations). The ITS and Master Plan will then enable city officials to forecast passenger loads, identify priority transport corridors, and plan adequate infrastructure for the future road network and public urban transport. To deliver this output, the following activities will be carried out:

· Sociological and urban planning analyses for Kazan that follows analysis of similar cities in Russia and in other countries. With the concept created, community stakeholders will be consulted, regional urban planning legislation (i.e. Legal zoning, Master Plan) will be updated to reflect the new urban plans, and implementation plans will be updated (Year 1);
· Preparation of an ITS beyond 2013 to international standards that incorporates growth models for Kazan and proposes appropriate urban transit improvements system based on urban growth patterns in the sociological and urban plans.  This may include special SUT measures for any 2018 FIFA Games that Kazan may be hosting (Years 1 and 2); and,
· Preparation of an implementation plan for these improvements with associated costs and sources of financing (Years 3 and 4).

· Output 2.4: Completed successful pilots/demos on enforced parking regulations and infrastructure for non-motorized vehicular (NMV) transport modes in Kazan. To resolve the problem of traffic congestion due to unavailable road space from unsupervised parking of vehicles, the Kazan municipality will develop and implement strategic actions that would reduce the number of parked vehicles in selected areas of the city, improve the efficiency of traffic movement in the city and increase the availability of road infrastructure for NMV modes of transport (i.e. cyclists and pedestrians). The following are the activities to be carried out to deliver Output 2.4
· Development of the regulatory framework for Kazan parking policy including corridors where there are parking restrictions and parking tariffs and development of policy enforcement. “Park-and-ride” lots can be strategically located outside the city center and next to main bus terminuses or metro stations to encourage the use of public transit. These lots can also be located in the City Center that will charge a higher parking tariff to discourage large numbers of cars travelling to the city center. An action plan for the parking policy with financing commitments is expected as an output (Years 1, 2 and 3); 
· Development of standards for pedestrian and bicycle infrastructure. This would include segregated lanes for bicycles, safe pedestrian streets and walkways notably between public transit transfer points, pedestrian and bicycle-friendly signaling between Games venues and prominent hotels wherever possible, bicycle rental system and bicycle parking lots (Years 1 and 2);
· Planning and engineering of a pilot project for park-and-ride facilities with supporting infrastructure for cyclists and pedestrians (Years 2, 3 and 4);

· Monitoring the increased use of public transit resulting from pilot NMV and park-and-ride infrastructure. This would include surveys to monitor transport modal switches from private cars to public transit, and resulting GHG reductions. This activity would be linked to the city’s environmental monitoring cell in Output 1.2;

· Sharing information and operations data with city and the federal Ministry of Transport that will inform them of possible policy changes to further encourage the development of parking restrictions and NMV infrastructure;

· Output 2.5: Completed successful pilots on the use of low emission vehicles. Notwithstanding the efforts to encourage modal switches from private cars to public transit, a large portion of the transport share remains with private car usage. To support the federal government’s drive to encourage the use of less-carbon intensive cars, a demonstration on the use of low emission vehicles, including HEVs, EVs and PHEVs. The pilots will be conducted Years 2 to 4 (with Year 1 to be used for preparations and Year 2 being the Universiade Games).  Given that the domestic low emission vehicle industry will not have yet produced reliable vehicles (and will likely not do so until their production standards are harmonized with the EU), it is highly probable that these vehicles would be imported for the pilot. To deliver this output, the following activities will be carried out in Years 1 to 4:

· Identification of a high profile company in Kazan with a high proportion of their operational costs into transport fuels such as a taxi company or a delivery courier company;

· Conduct of a feasibility study on the costs and effort to acquire an advanced vehicle fleet and the projected operational cost savings over a 5-year period;

· Procurement and the sourcing of financing for a fleet of 6 low emission vehicles; 

· Monitoring of the operations of the fleet of low emission vehicles, and collect data on fuel usage, maintenance and parts replacement costs, and the overall economic benefits of the fleet conversion to low emission vehicles. This activity will refer Output 1.2 for the types of data to be collected;

· Sharing of information and operations data with city and the federal Ministry of Transport that will inform them of possible policy changes to further encourage the use of these vehicles; and,
· Design of training on clean fleet management, incorporating the UNEP Clean Fleet Toolkit (http://www.unep.org/tnt-unep/toolkit/).

This component will have the flexibility to target “green buses”.  In addition to the current procurement of 2013 Universiade buses from Russian companies “GAZ Group" and "Scania-Rus", some of these buses are being transformed into hybrid buses and are similar to the ones proposed for the Sochi Winter Olympic Games.  This component, for example, can take advantage of an opportunity in Years 4 and 5 to demonstrate domestically produced green buses when the bus fleet will inevitably expand, and hybrid bus technologies improve.

93. Outcome 3: Increased use of low carbon modes of transport and improved urban mobility in Kaliningrad. Since the pilot project addresses ongoing transport development, the process of planning the pilot project and its successful implementation is important to the outcomes of the Project. The location of the pilot project selected by the Kaliningrad Administration is the corridor between the developing Neighborhood No.7 (in the area west of Gaydara Blvd. and north of the railway tracks), Sovetskiy Ave. and the downtown area at Mira Avenue (Pobeda Square near City Hall and the Railway Station) as shown on Figure 10. The pilot route selected is between the city center and Neighborhood No.7 where there are new apartments and a large sporting complex (Amber Stadium) were recently completed; hence, passenger volumes between the two destinations are expected to be large. This outcome will be achieved through:

· Output 3.1: Comprehensive Transport Scheme (CTS) for Kaliningrad. The CTS will provide the justifications for long-term planning of traffic flows and improved public transport for Kaliningrad. The CTS will also provide a platform for planning parking strategies and locating park-and-ride lots to encourage passengers to conveniently board public transport to the downtown area. To deliver this output, the following activities will be carried out:
· Review of the 2011 CTS completed by the Kaliningrad City as well as the Administration’s existing passenger flow data, identifying data gaps and surveys necessary for a comprehensive CTS (Year 1);

· Organization and conduct of surveys for data collection and a computer model of traffic flows in Kaliningrad in support of the region’s Integrated Transport Scheme (ITS)
.
· Design of a new CTS based on the ITS that will provide details of traffic organization and management at particular nodes of the road network (Years 2 and 3);

· Development of models that determine the effectiveness of traffic management measures to increase the efficiency of urban mobility along main corridors using the transport model for the CTS. Measures could include restriction of access of vehicles to certain areas of the city, segregation or management of inter- and intra-urban traffic, strategic parking areas (park-and-ride as well as multi-storey parking lots), and identification of priority development corridors (i.e. for improved public urban transit, priority public transit lanes, one-way streets, cycling lanes, improved pedestrian zones and synchronized lighting). This may include special SUT measures for any 2018 FIFA Games that Kaliningrad may be hosting (Years 2, 3 and 4);

· Updating the Kaliningrad Master Plan in line with the CTS and ITS that adhere to the best practices of urban planning (Years 4 and 5); 

· Development of prioritized proposals for measures necessary to implement proposed traffic management measures and improve public transit (Years 3 and 4);

· Conduct of a formal classroom setting at a local university
 or “on-the-job training” for the appropriate government officers and transport planning professionals on the best practices for urban transport planning in (Years 3 to 5).

· Output 3.2: Completed and favorable Feasibility Study of Pilot SUT Scheme between Amber Stadium (Neighbourhood No.7) and Mira Avenue City Center (Pobeda Square) - A specific feasibility study and proposal is required for financing this pilot SUT project as shown on Figure 10. The following are the activities that will be carried out by the Transport Department to deliver this output:
Figure 10: Routing of Kaliningrad Pilot Sustainable Urban Transport
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· Identification and justification of improvements to be made along this 4.2 km corridor that are complimentary to the CTS and ITS from Output 2.1. Projected passenger loads along this corridor are expected to increase due to new apartments and the operation of a sports complex in Neighborhood No.7 and the need for travel between this area and the downtown core of Kaliningrad. Current plans of the Kaliningrad Administration envision a new trolley bus line from the Amber Sports Stadium over the proposed Gaydar St overpass to Sovetskiy Prospekt and the downtown core at Mira Street near the railway station (Year 1);

· Preparation of an implementation plan to develop the pilot transport corridor including the number of trolleys required, phasing and sequencing of construction projects for the overpass, improvement of the road corridor (for cars buses and bicycles), the setup of bus stops and terminal stations and the linking of cycling infrastructure with park-and-ride facilities and areas with restricted vehicle access (Year 2). Financing of the Gaydar Street overpass will come from the Kaliningrad Administration;

· Setting-up of strategic parking facilities to encourage transport modal switches to the pilot public transport corridor. Public-private partnerships will also be sought after for the financing and operation of parking lots (Year 2);

· Preparation of cost and financing plans based on the implementation plan. This may include sources of financing through development banks, commercial banks or public-private partnerships (Years 2 and 3);

· Identification and design of sustainability measures. This would include an overview of collected fares and subsidies to be provided to the municipal company operating the trolleys, “KaliningradGorTrans” to sustain the SUT operations after completion of the GEF project (Years 2 and 3);

· Output 3.3: Detailed engineering designs and implementation plans. After securing the necessary financing for the pilot project (based on Output 3.2), detailed engineering plans will be prepared by the Office of the Chief Architect ensuring these plans are sufficiently detailed and meet international quality standards for SUT systems. Engineering designs will include road improvements (Years 2 to 4). GEF assistance is required for the necessary oversight for the detailed engineering work. 

· Output 3.4: An operational pilot SUT project for Kaliningrad. The delivery of this output would require detailed engineering designs and implementation plans from Output 3.3 and the execution of the contracts for the overpass, road improvements and bus stops, installation of the trolley system, and synchronized lighting, and the development of information for the public on the SUT system with regards to bus schedules, routings, connections to other bus routes as well as the installation of signs along the SUT corridor (Years 4 and 5). GEF assistance will be used to assist the Office of the Chief Architect in the management oversight of the construction of the SUT corridor and to ensure implementation is on time, budget and meets international standards for quality.
· Output 3.5: Data on GHG emission reductions from the pilot SUT. The realization of this output entails the setup of a monitoring system for transport modal switches, collection of passenger data on transport modal switches and cars in the park-and-ride lots, and reporting of GHG emissions. Information on the performance of the pilot SUT will be shared with the federal Ministry of Transport that will inform them of possible policy changes to further encourage the development of SUT systems in other secondary cities (Years 3 to 5). GEF assistance is required for the monitoring of GHG emissions resulting from the pilot SUT.
· Output 3.6: Completed successful pilots on the use of low emission vehicles. This is similar to Output 1.5 with the exception that this is taking place in Kaliningrad. In Years 2 to 5, the following activities will be carried out by the Transport Department to deliver this output:

· Identification of a high profile business in Kaliningrad with a high proportion of their operational costs into transport fuels such as a taxi company or a delivery courier company;

· Conduct of a feasibility study on the costs and efforts to acquire an advanced vehicle fleet and the projected operational cost savings over a 5-year period;

· Assisting the high profile company in the procurement and the sourcing of financing for fleet of hybrid vehicles; 

· Monitoring the operations of the fleet of low emission vehicles, and collect data on fuel usage, maintenance and parts replacement costs, and the overall economic benefits of the fleet conversion to low emission vehicles. This activity will refer Output 1.2 for the types of data to be collected; and,
· Sharing information and operations data with city and the federal Ministry of Transport that will inform them of possible policy changes to further encourage the use of low emission vehicles.

94. Outcome 4: Successful pilots on SUT projects and low emission vehicles replicated in pilot cities and other medium-sized cities in Russia. This outcome will be achieved through the delivery of the following outputs: 
· Output 4.1: Completed workshops on results and outcomes of pilot projects in Kazan and Kaliningrad. Workshops will be provided at strategic locations to disseminate lessons learned in successfully developing the SUT pilots and roll-out of HEVs, EVs and PHEVs. A website will also be setup to provide details of the SUT pilots, feedback for improvements and SUT projects from other cities outside of Russia. GEF assistance will be required for organizing these workshops and information management on the website (Years 2 to 5).
· Output 4.2: Completed successful marketing campaigns for low emission vehicles, sustainable urban transport and benefits. An effective and wide public awareness raising campaign will target Russia’s general public especially in urban areas in an attempt to modify attitudes and behavioral patterns of individual car owners on energy efficiency in urban transport and the use of alternatives to private cars in urban areas. With positive experiences from the social marketing of energy efficient appliances and lighting in Russia, similar strategies will be employed in the transport sector. Public transit will also be promoted as an alternative means of energy efficient urban mobility. The current economic recession already appeared to be a stimulus for the consumers to change their urban travel modes towards more economical and energy efficient vehicles and possibly public transit in the future (Years 4 to 5).
· Output 4.3: Center of excellence for sustainable transport. The Tatarstan Ministry of Transport is supporting a transport management center in Kazan. TMoT has stated its intention of using the center as a vehicle for sustainable transport development at a national level. An association of urban transport planners and practitioners will be established with a membership list and list of service and equipment suppliers. Circulars and guidebooks on developing SUT initiatives will be prepared for posting on their website. The Center will be used as a base for exchanging best international practices on sustainable transport for the benefit of Russian urban transport practitioners. GEF assistance will be required to build the capacity and knowledge base of the Center through technical assistance, capacity building and knowledge sharing events such as conferences and study tours (Years 4 and 5).
· Output 4.4: Strategies for SUT replication. Guidance will be provided to interested municipalities for the development of their plans for SUT in their cities with the objective of getting other municipalities to implement other similar projects. Technical assistance can be provided through the Center of Excellence (Output 4.3). GEF assistance will be required for delivery of this output (Year 5).

95. With the GEF supported alternative to the baseline scenario, there will be policies and regulations as well as a process in place for the development of SUT systems in medium-sized Russian cities within a strengthened institutional system. 
Key Indicators, Risks and Assumptions

96. The project success indicators are shown in the Project Results Framework of this document. These indicators will have annual target values that will be finalized during the project’s Inception Phase, and will be monitored during the course of the RUST project implementation to meet the set end-of-project targets in the log-frame for RUST.

97. The overall project risk is moderate. While all possible efforts have been made in the RUST design to mitigate perceived project risks, there are inevitably some unavoidable residual risks that will have to be carefully monitored and managed to ensure project success. Recommended mitigation measures are provided in detail in the “Offline Risk Log” in Annex 1.
Financial Modality

98. GEF resources will be used as technical assistance to remove barriers to sustainable urban transport initiatives in the project’s pilot cities as well as other medium-sized cities in Russia, and to support activities that will sustain the development of sustainable transport initiatives. As such, GEF resources will be used to:

· Mobilize stakeholders (mainly the municipal governments of Kazan and Kaliningrad) for activities where there have been no prior funding commitments; and,
· Add to resources committed from project partners to strengthen an activity.

99. As the Project will be a NIM implemented project, financial modality will be direct agency implementation (i.e. not cash being transferred to the implementing agency). Under this modality, the MoT will still maintain full programmatic control of the Project.

Cost Effectiveness: Global Benefits

100. The efforts to reduce transport-related energy consumption in medium-sized cities in Russia will have long term impacts on GHG emissions. The demonstrations initiated from this project will result in direct annual emission reductions of 703 ktonnes of CO2eq over technology life cycle (20 years for SUT measures). These are from activities (and immediate impacts) carried out in Component 1 as influenced by approved and enforced supportive federal policies, regulations, institutional arrangements to encourage the use of low emission vehicles and developing SUT projects in Russia (408 ktonnes); demos under Component 2, which is on the increased use of low carbon modes of transport and improved urban mobility in Kazan (176 ktonnes); and, Component 3, which is on increased use of low carbon modes of transport and improved urban mobility in Kaliningrad (247 ktonnes). At the GEF incremental cost of US$5,400,000, the cost of avoided CO2 emissions from the project (totaling 703 ktonnes CO2eq direct reductions) will be about US$ 7.7 per tonne CO2 reduced
.  Details of CO2 reductions from the Project are provided in Appendix E of the ProDoc.
Cost Effectiveness: National Benefits

101. The project will also provide a number of national benefits including:

· Reduction of transport-related local air pollution. In particular, SOx, NOx and particulate matter will improve urban air quality and provide significant health benefits to the urban population of medium-sized cities in Russia; and

· Improved urban livability. Urban mobility will improve and provide social and economic benefits to numerous medium-sized cities in Russia. 

Sustainability

102. The components of RUST are designed to facilitate sustained transport modal switches to less carbon intensive modes of urban transport. With traffic congestion being severe in Kazan and Kaliningrad, any successful measure that can demonstrate improved efficiency and quality of urban mobility and reduce GHG emissions and urban air pollution would be most welcome and likely sustained; these measures would prove to be socially and politically popular with all levels of society.

103. A demonstration of good urban transit services and improved pedestrian and cycling infrastructure would reduce the dependence on private cars for urban transport. This will justify increases in local government investments in infrastructure that would improve urban mobility by less carbon intensive modes. Local governments can also raise other sources of revenue to reduce urban congestion such as congestion taxes, oil-petrol levies and other taxes that can be assessed during the Project for its impact on sustainability.

104. The capacity building efforts of the GEF project would identify capacity building needs based on international best practices involving delivery of capacity building that fully engages the beneficiaries with international and national practitioners in urban transport. This would contribute to the sustainability of the GEF interventions.

Replicability

105. The entire objective of conducting pilot projects is to provide useful lessons for replication, recognizing that the initiatives would be replicable as the needs in most cities of similar type are more or less the same. As such, the project will be setup to provide well designed, tightly managed and highly visible demonstrations. These pilots seek to build the potential for replication in Kazan, Kaliningrad as well as other medium-sized cities in Russia. A well-managed pilot project would provide important lessons for replicated projects for other congested corridors in Kazan and Kaliningrad as well as other cities in Russia and possibly in neighboring countries. 
3. Project Results Framework:  
	Primary applicable Key Environment and Sustainable Development Key Result Area (same as that on the cover page, circle one):  1. Mainstreaming environment and energy OR

2. Catalyzing environmental finance OR 3. Promote climate change adaptation OR 4. Expanding access to environmental and energy services for the poor.

	Applicable GEF Strategic Objective and Program: GEF-4 CC Strategic Program SP5: Promoting Sustainable Innovative Systems for Urban Transport (OP11)

	Applicable GEF Expected Outcomes: Replication of sustainable transport measures that are operational and commercially viable

	Applicable GEF Outcome Indicators: Ridership on new transport measures.

	
	Indicator
	Baseline
	Targets 

End of Project
	Source of verification
	Risks and Assumptions

	Project Objective
 

Reduction of the growth of GHG emissions from the transport sector in the medium-sized cities in Russia 
	· Tonnes of CO2 emissions reductions resulting from transport modal switches to public transport services and increased use of low emission vehicle technology

· Number of firm plans from stakeholders for the implementation of improved public transport services in the pilot cities 

· Number of financing institutions committed to financing SUT

· Percent increase in public transit ridership 

· Increase in sales of low emission vehicles


	· 0 ktonnes CO2 

· No plans for improving public transport services
· No financing institutions committed to financing demo SUT
· No increases on passenger trips on public transit in pilot cities
· Negligible sales of low emission vehicles in the automotive market in Russia
	· 59.23 ktonnes CO2 (direct reductions that includes “direct secondary emission reductions from approved and supportive federal policies)
· 592.3 ktonnes CO2eq (10-year reduction after completion of Project)
· 3 plans for replicating pilot projects of sustainable urban transport services in Kazan and Kaliningrad or in other Russian cities
· 1 financing institution committed to financing demo SUT in Kaliningrad by Year 2

· 33% increase in passengers on public transit in pilot cities by Year 5

· 150 low emission vehicles sold and used in pilot cities by Year 5
	· Reports of improved public transport demonstration including surveys of ridership making transport modal switches from car to public transport

· Reports from surveys of decreased trip times along corridors where SUT measures have been implemented

· Reports from financial institutions involved with financing of SUT projects

· Monitoring information indicating increases in public transit ridership

· Sales information and surveys on low emission vehicle usage and energy consumptive performance
	· Continued federal and municipal government  support for modernization of the public transit fleet to reduce air pollution and GHG emissions 
· No change in the commitments from all stakeholders during implementation of SUT pilot projects including financing of project

	Outcome 1

Approved and enforced supportive federal policies, regulations, institutional arrangements to increase the use of low emission vehicles and development of SUT projects in Russia 


	· National strategic plan or “roadmap” for market penetration of low emission vehicles

· System for collection and analysis of fuel consumption and operational information and data of urban vehicle fleets

· Incentive policy options for promoting increased use of low emission vehicles in pilot cities

· Legal and regulatory framework for improved auto fuel economy has been adopted by the MoT

· Results-based changes to policies for modernizing city vehicle fleets and developing SUT projects based on information and data collected from pilot cities
	· Only pilot plans such as Decree No N 488-PP by the Moscow government that has had little or no success in demonstrating low emission vehicles in Moscow
· No collection of fuel consumption and operational information and data of urban vehicle fleets in any Russian cities 
· No policies or activities to promote the increased use of low emission vehicles in pilot cities
· No legal or regulatory framework in place for promoting low emission vehicles
· MoT has no policies directly linked to the modernization of  urban vehicle fleets or developing SUT projects


	· One strategic plan or “technology roadmap” for market penetration of low emission vehicles that has been adopted by all levels of government in Year 1

· One system for the collection of fuel consumption and operational information and data of urban vehicle fleets for pilot cities (Kazan and Kaliningrad) completed in Year 3. This would include the collection of fleet data where data segregates vehicles by fuel types

· Report on policy options for increasing the use of low emission vehicles completed in Year 2

· Proposed legal and regulatory framework enabling access to low emission vehicles and improving auto fuel economy drafted and adopted by Government by end of Year 4

· 5 policy changes made by MoT on modernizing urban vehicle fleets and developing SUT projects (based on information collected from pilot cities) completed by Year 5. That includes civil construction norms, fuel efficiency standards, guidelines and regulations for integrated land use and transport planning systems and design of the traffic control and monitoring model including GIS.
	· Report containing low emission vehicle roadmap

· Document of data and information analysis of fuel consumption and operational data for urban vehicle fleets in Kazan and Kaliningrad

· Report on low emission vehicle policy options

· Proposed/draft legal and regulatory framework for improved auto fuel economy

· Circulars on policy changes
	· Municipality government is willing to support SUT development including subsidizing the project

· Full stakeholder support to collect information and data on urban vehicle fleets in the pilot cities 



	Outcome 2

Increased use of low carbon modes of transport and improved urban mobility in Kazan 


	· Number of trained urban transit control center (UTCC) staff who are adaptively managing public transport vehicles and traffic throughout Kazan

· An established and operational urban transport planning and management cell

· An environmental monitoring cell to monitor transport conditions, transport-related GHG emissions and environmental quality

· A government-approved integrated transport scheme (ITS) and updated master plan for Kazan beyond 2013

· Pilot projects on corridors with parking restrictions,  park-and-ride facilities that have infrastructure that is user-friendly to pedestrians and cyclists

· Number of low emission vehicles in use in Kazan.
	· Trained UTCC staff for adaptively managing public transit vehicles and traffic for corridors between venues of the 2013 Universiade 
· No administrative body in Kazan or the Tatarstan government for the planning and management of the urban transport

· No environmental monitoring cell exists in Kazan to monitor transport conditions, transport-related GHG emissions and environmental quality

· There is one ITS and master plan for Kazan up to 2013 only
· Parking plans exist with all proposed lots located in the downtown area of Kazan with no planned improvements for pedestrians and cyclists
· No low emission vehicles in use in Kazan.

	· 5 UTCC staff trained in adaptively managing public transit vehicles and traffic flows throughout Kazan by Year 5

· One fully functional administrative body in the Tatarstan government that is responsible for planning and management of urban transport in Kazan by Year 3

· One environmental monitoring cell is established within Kazan to monitor transport conditions, transport-related GHG emissions and environmental quality by Year 3

· An ITS and Master Plan for Kazan beyond 2013 by Year 2

· 3 completed park-and-ride facilities and/or corridors with parking restrictions with 10 km of pedestrian and cyclist corridors by Year 4

· 12 low emission vehicles in use in Kazan based on improved EV and PHEV technology and a network of charging stations by Year 5
	· Number of UTCC staff trained

· Urban transport agency in the Tatarstan government

· An operational environmental monitoring cell

· An ITS and Master Plan for Kazan beyond 2013 that is adopted by the Government of Tatarstan

· Operational park-and-ride facilities 

· Pedestrian and cyclist corridors that are being used

· low emission vehicle sales and operational information
	· Municipal government is willing to continuously support sustainable urban transport development to international standards

· Continuous full stakeholder support including existing bus operators 

· Municipal government is willing to support paid parking schemes that will make available more road space along busy corridors in Kazan

· Continuous full stakeholder support improving efficiency of motor vehicle movement through synchronized lighting and paid parking spaces

· Availability of land for multi-level parking lots at strategic locations to public transit



	Outcome 3

Increased use of low carbon modes of transport and improved urban mobility in Kaliningrad 


	· Comprehensive transport scheme (CTS) and ITS  based on modern planning practices and traffic modeling

· Bankable feasibility study and plans for pilot SUT corridor in Kaliningrad

· Detailed engineering designs and implementation plans for the pilot SUT

· An operational SUT pilot corridor

· Monitoring system for GHG emissions for pilot SUT corridor

· Number of low emission vehicles in use in Kaliningrad.
	· A CTS is being tendered with insufficient funds to allow the CTS to be developed with modern planning practices and traffic modeling
· Feasibility studies and plans that are unable to attract sufficient funding for constructing a modern SUT corridor
· No engineering designs and implementation plans for SUT corridor
· No operational pilot SUT corridor
· No monitoring of transport-related GHG emissions for the city 
· No low emission vehicles in use in Kaliningrad

	· A completed CTS and ITS developed with modern planning practices and traffic modeling by Year 3

· One bankable feasibility study for a pilot SUT corridor in Kaliningrad by Year 3

· Detailed engineering designs and implementation plans for SUT corridor by Year 4

· One operational pilot SUT for Kaliningrad by Year 5

· One system that monitors GHG emissions from pilot SUT corridor by Year 3

· 2,300 tonnes CO2 emission reductions from pilot SUT by Year 5

· 6 low emission vehicles in use in Kaliningrad based on improved EV and PHEV technology and a network of charging stations by Year 5
	· Completed CTS and ITS documents

· Completed bankable feasibility study of SUT corridor

· Detailed engineering designs and implementation plans

· Operational SUT corridor 

· Data collected for CO2 emission reductions from pilot SUT

· low emission vehicle sales and operational information
	· Municipal government is willing to continuously support sustainable urban transport development to international standards

· Continuous full stakeholder support including existing bus operators 

· Full stakeholder support including existing bus operators 

· Municipal government is willing to support paid parking schemes that will make available ore road space along busy corridors in Kaliningrad

· Full stakeholder support improving efficiency of motor vehicle movement through synchronized lighting and paid parking spaces

· Availability of land for multi-level parking lots at strategic locations to public transit

	Outcome 4

Successful pilots on SUT projects and low emission vehicles replicated in pilot cities and other medium-sized cities in Russia 


	· Information on SUT projects and low emission vehicle demonstrations in Kazan and Kaliningrad 

· Workshops and other media to disseminate SUT and low emission vehicle demonstrations in Kazan and Kaliningrad

· A Center of Excellence for SUT development in Russia 

· Number of awareness raising activities (i.e. marketing campaigns, etc.) for low emission vehicles and SUT projects 

· Number of SUT replication plans using Kazan and Kaliningrad pilot projects as a basis.
	· No information on SUT projects or low emission vehicle demonstrations  in Kazan and Kaliningrad

· No dissemination activities on any SUT activities

· Plans for establishing a national SUT management center in Kazan 

· Advertisements on low emission vehicles have made the public aware of the sale of hybrid vehicles in Russia

· No replication plans for SUT for any cities in Russia


	· Reports and workshop proceedings on SUT pilot projects and low emission vehicle demonstrations in Kazan and Kaliningrad by Year 5

· 5 workshops conducted to disseminate SUT and low emission vehicle demonstrations in Kazan and Kaliningrad by Year 5

· A strengthened Center of Excellence for SUT development is established in Kazan under the TMoT by Year 5

· 5 television spots, 5 magazine ads and a SUT webpage on the benefits of low emission vehicles and SUT projects on the environment and health that have raised public awareness on their benefits to health and environment are completed by Year 5

· 5 SUT replication projects proposed based on modules from lessons learned from the Kazan and Kaliningrad pilot SUT projects by Year 5
	· Reports and workshop proceedings

· An operational Center of Excellence

· Reports on the development of the Center of Excellence in Kazan for SUT 

· Television spots, magazine ads and a SUT webpage 

· Reports on replication plans for SUT projects


	· Relevant stakeholders and target groups are interested in participating and cooperating in developing replication SUT projects in other cities 




4. Total Budget and Work Plan
	Award ID:  
	00063176
	Project ID(s):
	00080462

	Award Title:
	Reducing GHG Emissions from Road Transport in Russia’s Medium-sized Cities

	Business Unit:
	RUS-10

	Project Title:
	Reducing GHG Emissions from Road Transport in Russia’s Medium-sized Cities

	PIMS no.
	4304

	Implementing Partner  (Executing Agency) 
	Ministry of Transport of the Russian Federation


	GEF Outcome/Atlas Activity
	Responsible Party/ 

Implementing Agent
	Fund ID
	Donor Name


	Atlas Budgetary Account Code
	ATLAS Budget Description
	Amount Year 1 (USD)
	Amount Year 2 (USD)
	Amount Year 3 (USD)
	Amount Year 4  (USD)
	Amount Year 5  (USD)
	Total (USD)
	Notes

	Outcome 1: Supportive federal policies, regulations, institutional arrangements to increase the use of low emission vehicles and development of SUT projects in Russia 
	TBD
	62000
	GEF
	71200
	International Consultants
	71,000
	73,500
	58,500
	51,000
	36,000
	290,000
	1

	
	
	
	
	71300
	Local Consultants
	53,597
	53,597
	53,597
	67,597
	67,597
	295,985
	2

	
	
	
	
	72100
	Contractual Services
	90,200
	60,000
	60,000
	60,000
	60,000
	330,200
	3

	
	
	
	
	71600
	Travel
	12,000
	12,000
	22,000
	22,000
	22,000
	90,000
	4

	
	
	
	
	75700
	Workshops
	5,000
	7,000
	7,000
	7,000
	7,015
	33,015
	5

	
	
	
	
	74500
	Miscellaneous
	5,000 
	5,000
	5,000
	5,000
	5,000
	25,000
	6

	
	Total GEF Outcome 1
	236,797
	211,097
	206,097
	212,597
	197,612
	1,064,200
	

	
	Total Outcome 1
	236,797
	211,097
	206,097
	212,597
	197,612
	1,064,200
	

	Outcome 2: 

Increased use of low carbon modes of transport and improved urban mobility in Kazan 


	TBD
	62000
	GEF
	71200
	International Consultants
	28,000
	40,000
	32,000
	27,000
	15,000
	142,000
	7

	
	
	
	
	71300
	Local Consultants
	115,600
	124,000
	124,000
	116,800
	91,200
	571,600
	8

	
	
	
	
	72100
	Contractual Services
	150,000
	200,000
	225,000
	180,000
	37,000
	792,000
	9

	
	
	
	
	71600
	Travel
	15,000
	15,000
	15,000
	15,000
	15,000
	75,000
	10

	
	
	
	
	72500
	Office Supplies
	10,000
	2,000
	2,000
	2,000
	2,000
	18,000
	11

	
	
	
	
	74500
	Miscellaneous
	10,000
	10,000
	10,000
	10,000
	10,000
	50,000
	12

	
	Total GEF Outcome 2
	328,600
	391,000
	408,000
	350,800
	170,200
	1,648,600
	

	
	Total  Outcome 2
	328,600
	391,000
	408,000
	350,800
	170,200
	1,648,600
	


	Outcome 3: 

Increased use of low carbon modes of transport and improved urban mobility in Kaliningrad 


	TBD
	62000
	GEF
	71200
	International Consultants
	34,000
	37,000
	29,000
	18,000
	18,000
	136,000
	13

	
	
	
	
	71300
	Local Consultants
	114,800
	119,600
	111,200
	111,200
	88,400
	545,200
	14

	
	
	
	
	72100
	Contractual Services
	200,000
	225,000
	190,000
	100,000 
	75,000
	790,000
	15

	
	
	
	
	71600
	Travel
	15,000
	15,000
	15,000
	15,000
	15,000
	75,000
	16

	
	
	
	
	72500
	Office Supplies
	10,000
	3,500
	2,000
	2,000
	2,000
	19,500
	17

	
	
	
	
	74500
	Miscellaneous
	10,000
	10,000
	10,000
	10,000
	10,000
	50,000
	18

	
	Total GEF Outcome 3
	383,800
	410,100
	357,200
	256,200
	208,400
	1,615,700
	

	
	Total Outcome 3
	383,800
	410,100
	357,200
	256,200
	208,400
	1,615,700
	

	Outcome 4: Successful pilots on SUT projects and low emission vehicles replicated in pilot cities and other medium-sized cities in Russia 
	TBD
	62000
	GEF
	71200
	International Consultants
	
	
	7,500
	17,000
	17,000
	41,500
	19

	
	
	
	
	71300
	Local Consultants
	6,000
	15,600
	15,600
	46,800
	46,800
	130,800
	20

	
	
	
	
	72100
	Contractual Services
	 
	 
	44,200
	30,000
	40,000
	114,200
	21

	
	
	
	
	71600
	Travel
	 
	5,000 
	15,000
	35,000
	35,000
	90,000
	22

	
	
	
	
	74100
	Evaluation
	
	
	40,000
	 
	40,000
	80,000
	23

	
	
	
	
	74200
	Printing costs
	3,000
	5,000
	15,000
	20,000
	20,000
	63,000
	24

	
	
	
	
	75700
	Workshops
	 
	6,000
	10,000
	10,000
	10,000
	36,000
	25

	
	
	
	
	74500
	Miscellaneous
	 
	4,000 
	4,000  
	4,000 
	4,000 
	16,000
	26

	
	Total GEF Outcome 4
	9,000
	35,600
	151,300
	162,800
	212,800
	571,500
	

	
	Total Outcome 4
	9,000
	35,600
	151,300
	162,800
	212,800
	571,500
	

	Project management


	TBD
	62000
	GEF
	71300
	Local Consultants and Local Staff
	66,027
	66,027
	66,027
	66,027
	66,027
	330,135
	27

	
	
	
	
	71600
	Travel
	12,000
	12,000
	12,000
	12,000
	12,000
	60,000
	

	
	
	
	
	72500
	Office Supplies
	5,000
	5,000
	5,000
	5,000
	5,000
	25,000
	

	
	
	
	
	72200
	Equipment
	15,000
	
	
	5,000
	
	20,000
	

	
	
	
	
	72400
	Communications
	5,000
	5,000
	5,000
	5,000
	5,000
	25,000
	

	
	
	
	
	74100
	Audit
	5,000
	5,000
	5,000
	5,000
	5,000
	25,000
	

	
	
	
	
	74500
	Miscellaneous
	2,973
	2,973
	2,973
	2,973
	2,973
	14,865
	

	
	Total GEF Project Management
	111,000
	96,000
	96,000
	101,000
	96,000
	500,000
	

	
	Total Project Management
	111,000
	96,000
	96,000
	101,000
	96,000
	500,000
	

	GEF Total
	1,069,197
	1,143,797
	1,218,597
	1,083,397
	885,012
	5,400,000
	

	UNDP Total
	
	
	
	
	
	
	

	Grand Total
	1,069,197
	1,143,797
	1,218,597
	1,083,397
	885,012
	5,400,000
	


Summary of Funds:

	
	Amount

Year 1
	Amount

Year 2
	Amount

Year 3
	Amount

 Year 4
	Amount

 Year 5
	Total

	GEF 
	1,069,197
	1,143,797
	1,218,597
	1,083,397
	885,012
	5,400,000

	Ministry of Transport
	2,060,000
	2,200,000
	2,220,000
	920,000
	1,200,000
	8,600,000

	Tatarstan Ministry of Transport
	60,000,000
	30,000,000
	23,000,000
	 
	 
	113,000,000

	Kaliningrad Administration
	11,660,000
	11,210,000
	11,786,000
	 
	 
	34,656,000

	Liotech
	400,000
	400,000
	400,000
	540,000
	140,000
	1,880,000

	TOTAL
	75,189,197
	44,953,797
	38,624,597
	2,543,397
	2,225,012
	163,536,000


Notes:

1. Involves an average of 15 weeks per year for EVS with support from the CTA and UP (average of 2 wks/yr) to assimilate data and formulate policies for LEVs and SUT projects

2. Involves 39 wks/yr for the NPM, 16 wks/yr for NMSS and 16 wks/yr for NVDS with support from NUTP and NUP for 10 wks in Years 4 and 5 to support work of international consultants

3. Includes the cost of baseline data collection of urban vehicle fleets in Kazan and Kaliningrad that will be used towards establishing a basis for calculation of GHG reductions for urban traffic in Russia’s secondary cities: USD 200,000 for outsourced assistance for data collection and analysis services; USD 160,000 for project personnel to manage contract and to transfer and disseminate knowledge to appropriate government officials; and the remainder for legal translation services for the draft legal and regulatory framework for low emission vehicles

4. Per diems, air travel for international consultants as well as in-country travel to pilot cities as well as other cities wanting to replicate LEV programs and SUT projects

5. Workshops to discuss various aspects of draft policies with at least 3 per year

6. Funds for publications of draft policy and information sheets

7. Involvement of CTA for average 3 wks/yr and EVS for an average of 4 wks/yr with 10 wks of support from the UP and TE over the duration of the Project

8. Involvement of CM for Kazan (full time), NUTP for 48 wks/yr, NUP for 24 wks/yr (Years 1 to 4), NMSS for 24 wks/yr (Years 1 to 4), NCE for 48 wks/yr (Years 1 to 5), and NVDS for 24 wks/yr (Years 1 to 4)

9. USD 100,000 (Output 2.1 - yrs 1 and 2) for outsourced assistance to TMoT in Kazan for the setup of the UTCC for the city and adapting the system for future traffic growth after 2013 to setup the UTCC for post-2013 traffic management; USD 300,000 for ITS (Output 2.3 for Yrs 1, 2 and 3), USD 220,000 for parking and NMV benefit/cost study (Output 2.4 yrs 2 to 4); and remainder for translation services

10. Mainly for travel and per diems for international consultants traveling to Kazan

11. Office supplies for Kazan component office

12. For awareness raising material and web-postings for ongoing pilot projects in Kazan

13. Involvement of CTA for average 3.5 wks/yr and EVS for an average of 3 wks/yr with 16 wks of support from the UTP, UP and TE over the duration of the Project

14. Involvement of CM for Kaliningrad (full time), NUTP for 24 wks/yr (Years 1 and 2) to 12 wks/yr (Years 3 and 4), NUP for 12 wks/yr (Years 1 to 4), NMSS for 24 wks/yr (Years 2 to 5), NCE for 48 wks/yr (Years 1 to 5), and NVDS for 24 wks/yr (Years 1 to 4)

15. Costs covered include the cost of the Comprehensive Transport Scheme (CTS) for Kaliningrad (USD 250,000 for CTS (Output 3.1 Years 1 and 2), USD 50,000 to purchase Transnet software (for Output 3.1, Year 1)) and the cost of assisting the Kaliningrad Administration for the SUT scheme (USD 340,000 for outsourced assistance for planning and engineering consultants for the feasibility study USD 340,000 for feasibility and implementation study for SUT design (Output 3.2, Years 1, 2 and 3); and the remainder for translation services

16. Mainly for travel and per diems for international consultants traveling to Kaliningrad

17. Office supplies for Kaliningrad component office

18. For awareness raising material and web-postings for ongoing pilot projects in Kaliningrad

19. Involves 4 wks of CTA time in Years 4 and 5, 7 wks for UP in Years 3 to 5) and 4 weeks for EVS in Years 4 and 5

20. Involves all national consultants for 8 weeks in Years 4 and 5 to prepare and disseminate their experiences in developing SUT and LEV programs in pilot cities

21. Fees and outsourced services for capacity building, technical assistance, conferences and study tours, all in support of building the “National Center of Excellence for Transport” in Kazan

22. Mainly for travel and per diems for international and national consultants supporting workshops and capacity building efforts

23. For mid-term and terminal evaluations of the Project

24. Funds for the copying of draft policy papers and supporting information sheets for workshops, conferences and seminars

25. Funds for the 7 workshops proposed by the Project to report on progress on developing LEV and SUT projects

26. Funds required for additional promotional ads on TV, radio or the internet

Local Project Management staff consists of the NPM (13 wks per year), a Finance Assistant and an AA (both full time throughout the Project)
5. Management Arrangements 
106. Management arrangements have been structured to enable effective oversight and coordination while ensuring that individual components are implemented in an efficient manner with coordinated reporting.

107. UNDP is the Implementing Agency for this project. In line with UNDP’s comparative advantages within GEF, the project will focus on enabling regulatory environment, technical assistance and capacity building. In implementing this project UNDP will specifically build upon (i) profound experience, presence and networks in the regions of the Russian Federation (provinces) acquired through implementation of its solid GEF–funded CC portfolio, and (ii) technical expertise and experience in implementing sustainable transport projects worldwide. For over 20 years UNDP has been involved in providing transport-related technical assistance to developing countries with a focus on poverty alleviation and improved access to social services through promotion of public transport.  Over 2,000 such UNDP projects have been implemented, including but not limited to 11 GEF-funded projects on sustainable transport (51 million US$). Main focus of UNDP assistance has been and remains on the following priority areas: 

· Designing and supporting infrastructure that improves the safety and attractiveness of non-motorized projects, including setting up safety programs;

· Providing technical assistance to governments to improve the performance of public/collective transport; 

· Developing motor vehicle traffic controls in urban areas to control traffic congestion impacting public transport routes;

· Working with governments to set-up strategic urban air pollution mitigation strategies.

108. The Government of Russia represented by the Ministry of Transport will execute the project according to UNDP NIM modality. The Ministry of Transport will be the National Implementing Partner for this project. The governmental Implementing Partner’s responsibilities will include: (i) certifying expenditures under approved budgets and work plans; (ii) tracking and reporting on procurement and outputs; (iii) coordinating the financing from UNDP and GEF with that from other sources; (iv) preparation/ approval of Terms of Reference for contractors and required tender documentation; and (v) chairing the Project Board.  The National Implementing Partner will appoint a National Project Director for project supervision. The National Implementing Partner will also facilitate the implementation of the required policy reforms. 

UNDP Support Services

109. The UNDP Office will support the project’s implementation by maintaining the project budget and project expenditures, contracting project personnel, experts and subcontractors, carrying out procurement, and providing other assistance upon request of the National Implementing Partner. UNDP will be responsible for: (i) financial management; and (ii) the final approval of payments to vendors, the procurement of goods, recruitment of consulting services, and sub-contracting upon request of the National Implementing Partner.  The UNDP Office will also monitor the project’s implementation and achievement of the project outputs and ensure the proper use of UNDP/GEF funds.  Financial transactions and reporting will be carried out in compliance with the national regulations and UNDP rules and procedures for national execution.  The UNDP Programme Office in Russia will ensure the implementation of the day-to-day management and monitoring of the project operations through the appointed Project Officer in the UNDP Environment Unit based in Moscow. 

Collaborative Arrangements with Related Projects

110. The Project will complement the proposed global GEF/UNEP project “Stabilizing Greenhouse Gas Emissions from Road Transport through Doubling of Global Vehicle Fuel Economy by 2050: the Global Fuel Economy Initiative - Phase II” and the ongoing “Stabilizing Greenhouse Gas Emissions from Road Transport through Doubling of Global Vehicle Fuel Economy by 2050: the Global Fuel Economy Initiative - Phase I”. The Project will coordinate directly with the GEF-supported GFEI and serve as a secretariat to coordinate GFEI inputs and activities in Russia. The Project will also benefit from the GFEI’s international network of expertise, and the provision of direct technical support. Furthermore, the knowledge and expertise to be provided through the GFEI will be made available to Russia through the Project, and MoT will be invited to participate in relevant GFEI meetings worldwide. The Project will translate and distribute GFEI material at the national level and through other appropriate media including the Project website or the Ministry of Transport’s website. UNEP, on behalf of the GFEI, will serve on the Project Steering Committee (PSC).

111. Russia will no doubt benefit from the global experience to transform urban mobility towards more fuel efficient modes but, in the absence of this project, the benefits for Russia will be limited to slight improvements in urban mobility energy intensity confined to cities with fiscal support such as Kazan. With the project, however, Russia will develop sustainable urban transport systems that are on par with global standards. In addition, there will be increased availability of low emission vehicles resulting from global experience in developing and transforming the market. This will bring Russia into the mainstream of international efforts to improve the fuel efficiency in its urban transport sector. 

112. The Project will operate closely with the GEF-sponsored initiative “Stabilizing Greenhouse Gas Emissions from Road Transport through Doubling of Global Vehicle Fuel Economy by 2050: the Global Fuel Economy Initiative - Phase I” and, if approved, “Stabilizing Greenhouse Gas Emissions from Road Transport through Doubling of Global Vehicle Fuel Economy by 2050: the Global Fuel Economy Initiative - Phase II”. Initial contacts with the GEF/UNEP management of the Phase I project learned that there could be important synergies from developing the Project while the Phase II project is also being developed (the global project is expected to start its PPG on 1 April 2012). This cooperation will benefit the development of the national Project, which will take into account the global strategies and interactions with international industries that take place in the global project. This project will further coordinate closely with national energy efficiency programs in the Russian Federation, and with energy efficiency strategies of the governments of the City of Moscow.

Prior Obligations and Prerequisites

113. There are no prior obligations and prerequisites.

Audit Arrangements

114. Audits will be conducted annually following UNDP Financial Regulations and Rules and related audit policies. The Government will provide UNDP with certified periodic financial statements. The Audit will be conducted by the legally recognized auditor of the Government, or by a commercial auditor engaged by the Government or UNDP.
Inputs To Be Provided by Partners 
115. In order to facilitate participatory decision-making, a Project Steering Committee will be formed to provide overall guidance and support for project implementation activities.  PSC is responsible for making management decisions for Project, in particular when guidance is required by the Project Manager. The PSC will play a critical role in project monitoring and evaluations by quality assuring these processes and products, and using evaluations for performance improvement, accountability and learning. It ensures that required resources are committed and arbitrates on any conflicts within the project or negotiates a solution to any problems with external bodies. In addition, it approves the appointment and responsibilities of the Project Manager and any delegation of its Project Assurance responsibilities. Based on the approved AWP, the PSC will also consider and approve the annual plans and any essential deviations from the original plans.

116. PSC decisions will be made in accordance to standards that shall ensure management for development results, best value money, fairness, integrity, transparency and effective international competition. The PSC will also provide a formal forum for key stakeholders to discuss the progress of the Project. The PSC will review the Project “outcomes” in relationship with country priorities and provide policy guidance on implementation of the various Project components. The PSC will review the results of the Project vis-a-vis other relevant projects in the Climate Change & Sustainable Energy sectors. The PMU will provide it necessary support for arranging the meetings. The Project Manager will be an ex-officio member of the PSC. The PMU will serve as the Secretariat of the PSC and provide all necessary support for conducting the meetings. The PSC will meet twice during the first year of the project implementation and at least annually thereafter depending on the need for policy guidance by the project.

117. The PSC will be chaired by the National Project Director appointed by the Ministry of Transport. Members of the PSC will include UNDP, MoT, Ministry of regional development, Ministry of economic development, Ministry of Interior, MoE, Ministry of Industry, MoNRE, TMoT, the Head of the transport Municipal Unitary Enterprises of Kazan, Head of Transport Department of the Kaliningrad Administration, and representatives from UNEP(on behalf of the GFEI).

118. Owing to the diverse nature of the planned Project activities in three cities, Project management arrangements will require a unique approach to effectively manage activities in the three cities, initially Moscow, Kazan and Kaliningrad. As such, management arrangements for the Project will require central coordination in Moscow through the MoT and augmented by UNDP through the Project Management Unit (PMU). 

119. The Project Management Unit (PMU) will assist the Ministry of Transport (MoT) in the coordination of different responsible parties, support the republican and municipal agencies and consultants in conducting feasibility studies for SUT and ITM, preparing implementation plans for the pilot projects, conducting communication and advocacy activities for the promotion of the pilot SUT projects at the local level (Components 1 and 2). The PMU will also work closely with the MoT on development of federal policies, SUT awareness enhancement on a national scale and supporting other municipality efforts to replicate the pilot SUT projects (Components 1 and 4). To strengthen the functionality of the PMU, its head office will be in Moscow with two offices for the component implementation units (CIU) in the pilot cities of Kazan and Kaliningrad.

120. A Programme Officer within the Energy & Environment Unit in the CO will assume the Project Assurance role in supporting the PSC by performing objective and independent project oversight and monitoring functions

121. The Project Manager will be based in Moscow and have the authority to run the project on a day-to-day basis on behalf of the Implementing Partner within the constraints laid down by the PSC. The Project Manager will report to the National Project Director. The Project Manager’s prime responsibility will be to ensure that the project produces the results specified in the project document, to the required standard of quality and within the specified constraints of time and cost. The PMU will be a small unit comprised of the PM, an Administrative Assistant, and a Finance Assistant. Also assisting the PM will be a Senior Technical Advisor (STA), who will be responsible for technical oversight of all project work. Members of the PMU will be full time employees of the project and will be chosen in an open and competitive manner following standard UNDP hiring procedures.  The PM will be also responsible for the working level co-ordination of the other on-going relevant national and international projects. The PM’s time will be split 30% for management and 70% for technical input.  

122. The Tatarstan Ministry of Transport (TMOT) will provide office space in Kazan for the CIU for the Kazan pilot projects. They will also make arrangements for meetings and provide in-kind contributions for coordination with participating agencies including the Ministry of Internal Affairs, the Executive Committee of Kazan and the Municipal Unitary Enterprises.

123. The Kaliningrad Administration will provide office space in Kaliningrad for the CIU for the Kaliningrad pilot projects. They will make arrangements for meetings and provide in-kind contributions for coordination amongst participating agencies in Kaliningrad including the Department of Transport, Office of the Chief Architect and JSC KaliningradGorTrans.

124. The Project organizational structure is shown on Figure 11.

125. The proposed project will be implemented for 5 years. To accord proper acknowledgement to GEF for providing funding, a GEF logo will appear on all relevant GEF project publications. Any citation on publications regarding projects funded by GEF should also accord proper acknowledgment to GEF. The UNDP logo should also be present in all publications along with GEF logo. UNDP logo should be displayed very prominently on vehicles as UN visibility is important for security purposes on vehicles and other project hardware.

6. Monitoring Framework and Evaluation

126. The project team and the UNDP Office in Russia supported by the UNDP-GEF Regional Coordination Unit in Bratislava will be responsible for project monitoring and evaluation conducted in accordance with established UNDP and GEF procedures. The Project Results Framework provides performance and impact indicators for project implementation along with their corresponding means of verification. The GEF CC Tracking Tool will also be used to monitor progress in reducing GHG emissions. The M&E plan includes: inception workshop and report, project implementation reviews, quarterly and annual review reports, independent mid-term evaluation, and independent final evaluation. The following sections outline the principle components of the Monitoring and Evaluation Plan and indicative cost estimates related to M&E activities. The M& E budget is provided on Table 4. 

Figure 11: Project Organization Structure


Table 4: M&E Work Plan and Budget

	Type of M&E activity
	Responsible Parties
	Budget US$

Excluding project team staff time
	Time Frame

	Inception Workshop and Report
	· Project Manager

· UNDP CO, UNDP GEF
	Indicative cost:  12,000
	Within first three months of project start up 

	Measurement of Means of Verification of project results.
	· UNDP GEF RTA/Project Manager will oversee the hiring of specific studies and institutions, and delegate responsibilities to relevant team members.
	To be finalized in Inception Phase and Workshop. 


	Start, mid and end of project (during evaluation cycle) and annually when required.

	Measurement of Means of Verification for Project Progress on output and implementation 
	· Oversight by Project Manager 

· Project team 
	To be determined as part of the Annual Work Plan's preparation. 
	Annually prior to ARR/PIR and to the definition of annual work plans 

	ARR/PIR
	· Project manager and team

· UNDP CO

· UNDP RTA

· UNDP EEG
	None
	Annually 

	Project Board meetings
	Project Manager
	7,000 x 5 years
	Following IW and annually thereafter. 

	Periodic status/ progress reports
	· Project manager and team 
	None
	Quarterly

	Mid-term Evaluation
	· Project manager and team

· UNDP CO

· UNDP RCU

· External Consultants (i.e. evaluation team)
	Indicative cost:   40,000
	At the mid-point of project implementation. 

	Final Evaluation
	· Project manager and team, 

· UNDP CO

· UNDP RCU

· External Consultants (i.e. evaluation team)
	Indicative cost :  40,000

	At least three months before the end of project implementation

	Project Terminal Report
	· Project manager and team 

· UNDP CO

· local consultant
	0
	At least three months before the end of the project

	Audit 
	· UNDP CO

· Project manager and team 
	Indicative cost  per year: 5,000 x 5 years
	Yearly

	Visits to field sites (UNDP staff travel costs to be charged to IA fees)
	· UNDP CO 

· UNDP RCU (as appropriate)

· Government representatives
	5,000 x 5 years
	Yearly

	TOTAL indicative COST 

Excluding project team staff time and UNDP staff and travel expenses 
	 US$ 177,000

 (+/- 5% of total budget)
	


Project Inception Phase

127. A Project Inception Workshop will be held within the first 3 months of project start with those with assigned roles in the project organization structure, UNDP office and where appropriate/feasible regional technical advisors as well as other stakeholders. The Inception Workshop is crucial to building ownership for the project results and to plan the first year annual work plan.

128. The Inception Workshop should address a number of key issues including:

· Assisting all partners to fully understand and take ownership of the project. The workshop should detail the roles, support services and complementary responsibilities of UNDP CO vis-à-vis the project team. The roles, functions, and responsibilities within the project's decision-making structures will be discussed including reporting and communication lines, and conflict resolution mechanisms. Terms of Reference for project staff will be discussed again as needed;

· Finalizing the first annual work plan (AWP) based on the project results framework and the relevant GEF Tracking Tool if appropriate. The indicators, targets and their means of verification will be reviewed and agreed upon, as well as assumptions and risks being re-checked;  

· Providing a detailed overview of reporting, monitoring and evaluation (M&E) requirements. There should be agreement on the M&E work plan, budget and schedule; 

· Discussing financial reporting procedures and obligations, and arrangements for annual audit;

· Planning and scheduling PSC meetings. Roles and responsibilities of all project organization structures should be clarified and meetings planned. 

129. An Inception Report is a key reference document and must be prepared and shared with participants to formalize various agreements and plans decided during the meeting. A Project Inception Report will be prepared within three months after the Inception Workshop. It will include a detailed First Year / Annual Work Plan divided in quarterly timeframes detailing activities and progress indicators guiding first year project implementation. This Work Plan will include dates of specific field visits, support missions from the UNDP-CO, the Regional Coordinating Unit (RCU), or consultants, and scheduling of the project's decision-making structures. The Report will also include a detailed project budget for the first full year of implementation based on the Annual Work Plan and the monitoring and evaluation requirements for the first year. The Inception Report will also detail the institutional roles, responsibilities, coordinating actions and feedback mechanisms of project partners.  The IR will also discuss progress to date on project establishment, start-up activities, and an update of changed external conditions that may affect project implementation. The finalized report will be circulated to project counterparts who will be given one calendar month in which to respond with comments or queries. The UNDP Country Office and UNDP-GEF Regional Coordinating Unit will review the document prior to circulation of the IR.

Quarterly:

130. Quarterly progress reports: The project team will provide short reports each quarter outlining main updates in project progress. Reports will be submitted to the local UNDP Country Office and the UNDP-GEF RCU. Progress made shall be monitored in the UNDP Enhanced Results Based Management Platform. 

131. Based on the initial risk analysis submitted, the risk log shall be regularly updated in ATLAS. Risks become critical when the impact and probability are high. Note that for UNDP GEF projects, all financial risks associated with financial instruments such as revolving funds, microfinance schemes, or capitalization of ESCOs are automatically classified as critical on the basis of their innovative nature (high impact and uncertainty due to no previous experience justifies classification as critical). 

132. Based on the information recorded in ATLAS, a Project Progress Report (PPR) can be generated in the Executive Snapshot.

133. Other ATLAS logs can be used to monitor other issues such as lessons learned. The use of these functions is a key indicator in the UNDP Executive Balanced Scorecard.

Annually:

134. Annual Project Review/Project Implementation Reports (APR/PIR):  This key report is prepared to monitor progress made since project start and in particular for the previous reporting period (30 June to 1 July). The APR/PIR combines both UNDP and GEF reporting requirements. 

135. The APR/PIR includes, but is not limited to, reporting on the following:
· Progress made toward project objective and project outcomes - each with indicators, baseline data and end-of-project targets (cumulative)  

· Project outputs delivered per project outcome (annual). 

· Lesson learned/good practice.

· AWP and other expenditure reports

· Risk and adaptive management

· ATLAS QPR

· Portfolio level indicators (i.e. GEF focal area tracking tools) are used by most focal areas on an annual basis as well. 

Periodic Monitoring through site visits:

136. UNDP CO and the UNDP RCU will conduct visits to project sites based on the agreed schedule in the project's Inception Report/Annual Work Plan to assess first hand project progress. Other members of the Project Board may also join these visits. A Field Visit Report/BTOR will be prepared by the CO and UNDP RCU and will be circulated no less than one month after the visit to the project team and Project Board members.

Mid-term of project cycle:

137. The project will undergo an independent Mid-Term Evaluation at the mid-point of project implementation. The Mid-Term Evaluation will determine progress being made toward the achievement of outcomes and will identify course correction if needed. It will focus on the effectiveness, efficiency and timeliness of project implementation; will highlight issues requiring decisions and actions; and will present initial lessons learned about project design, implementation and management. Findings of this review will be incorporated as recommendations for enhanced implementation during the final half of the project’s term. The organization, terms of reference and timing of the mid-term evaluation will be decided after consultation between the parties to the project document. The Terms of Reference for this Mid-term evaluation will be prepared by the UNDP CO based on guidance from the Regional Coordinating Unit and UNDP-GEF. The management response and the evaluation will be uploaded to UNDP corporate systems, in particular the UNDP Evaluation Office Evaluation Resource Center (ERC).

138. The relevant GEF Focal Area Tracking Tools will also be completed during the mid-term evaluation cycle.

End of Project:

139. An independent Final Evaluation will take place three months prior to the final Project Board meeting and will be undertaken in accordance with UNDP and GEF guidance. The final evaluation will focus on the delivery of the project’s results as initially planned (and as corrected after the mid-term evaluation, if any such correction took place). The final evaluation will look at impact and sustainability of results, including the contribution to capacity development and the achievement of global environmental benefits/goals. The Terms of Reference for this evaluation will be prepared by the UNDP CO based on guidance from the Regional Coordinating Unit and UNDP-GEF.

140. The Final Evaluation should also provide recommendations for follow-up activities and requires a management response which should be uploaded to PIMS and to the UNDP Evaluation Office Evaluation Resource Center (ERC).

141. The relevant GEF CC Tracking Tool will also be completed during the final evaluation.

142. During the last three months, the project team will prepare the Project Terminal Report. This comprehensive report will summarize the results achieved (objectives, outcomes, outputs), lessons learned, problems met and areas where results may not have been achieved. It will also lay out recommendations for any further steps that may need to be taken to ensure sustainability and replicability of the project’s results.

Learning and knowledge sharing:

143. Results from the project will be disseminated within and beyond the project intervention zone through existing information sharing networks and forums. Outcome 4 of the Project catalyzes this process.

The project will identify and participate, as relevant and appropriate, in scientific, policy-based and/or any other networks, which may be of benefit to project implementation though lessons learned. The project will identify, analyze, and share lessons learned that might be beneficial in the design and implementation of similar future projects. Finally, there will be a two-way flow of information between this project and other projects of a similar focus.

Communications and visibility requirements:

144. Full compliance is required with UNDP’s Branding Guidelines. These can be accessed at http://intra.undp.org/coa/branding.shtml, and specific guidelines on UNDP logo use can be accessed at: http://intra.undp.org/branding/useOfLogo.html. Amongst other things, these guidelines describe when and how the UNDP logo needs to be used, as well as how the logos of donors to UNDP projects needs to be used. For the avoidance of any doubt, when logo use is required, the UNDP logo needs to be used alongside the GEF logo.  The GEF logo can be accessed at: http://www.thegef.org/gef/GEF_logo.  The UNDP logo can be accessed at http://intra.undp.org/coa/branding.shtml.

145. Full compliance is also required with the GEF’s Communication and Visibility Guidelines (the “GEF Guidelines”). The GEF Guidelines can be accessed at: http://www.thegef.org/gef/sites/thegef.org/files/documents/C.40.08_Branding_the_GEF%20final_0.pdf. Amongst other things, the GEF Guidelines describe when and how the GEF logo needs to be used in project publications, vehicles, supplies and other project equipment. The GEF Guidelines also describe other GEF promotional requirements regarding press releases, press conferences, press visits, visits by Government officials, productions and other promotional items.

146. Where other agencies and project partners have provided support through co-financing, their branding policies and requirements should be similarly applied.

7. Legal Context

147. This Project Document shall be the instrument referred to as such in Article I of the Standard Basic Assistance Agreement between the Government of Russian Federation and the United Nations Development Program, signed by the parties on 17 November 1993. The host country-implementing agency shall, for the purpose of the Standard Basic Assistance Agreement, refer to the government co-operating agency described in that Agreement. 

148. Consistent with the Article III of the SBAA, the responsibility for the safety and security of the implementing partner and its personnel and property, and of UNDP’s property in the implementing partner’s custody, rests with the implementing partner. The implementing partner shall:

· Put in place an appropriate security plan and maintain the security plan, taking into account the security situation in the country where the project is being carried;

· Assume all risks and liabilities related to the implementing partner’s security, and the full implementation of the security plan.

149. UNDP reserves the right to verify whether such a plan is in place, and to suggest modifications to the plan when necessary. Failure to maintain and implement an appropriate security plan as required hereunder shall be deemed a breach of this agreement.

150. The implementing partner agrees to undertake all reasonable efforts to ensure that none of the UNDP funds received pursuant to the Project Document are used to provide support to individuals or entities associated with terrorism and that the recipients of any amounts provided by UNDP hereunder do not appear on the list maintained by the Security Council Committee established pursuant to resolution 1267 (1999). The list can be accessed via: http://www.un.org/Docs/sc/committees/1267/1267ListEng.htm. This provision must be included in all sub-contracts or sub-agreements entered into under this Project Document. 

annexes

Annex I: Risk Analysis

 OFFLINE RISK LOG

	Project Title: Russia Sustainable Urban Transport Project

	Project ID: 4304
	Date: 


	#
	Description
	Date Identified
	Type
	Impact &

Probability
	Countermeasures / Management Response
	Owner
	Submitted, updated by
	Last Update
	Status

(compared with previous evaluation)

	1
	Lack of investment and government support for SUT systems in Kazan
	
	Political


	P = 1

I = 5

	The project will work closely with Kazan to deliver assistance that will strengthen pilot SUT projects to an international standard and demonstrate the energy and GHG reduction benefits of these systems. This will include strengthening institutions involved with the formulation of urban transport policy and planning, assistance in integrated urban transport planning to international standards, and assistance to implement SUT projects to its operation. 
	Project manager


	Submitted by Project Proponent, updated by Project Manager


	
	

	2
	Lack of finances committed to developing SUT development in Kaliningrad 


	
	Financial


	P = 4

I = 5
	The project will assist the Kaliningrad municipality in planning and preparing bankable feasibility studies to secure financing for SUT development in Kaliningrad. The studies will account for all benefits of SUT and provide an economically feasible proposal to financial institutions to secure the necessary finance.
	Project manager


	Submitted by Project Proponent, updated by Project Manager


	
	

	3
	Replication of pilot SUTs and increased sales of low emission vehicles does not occur
	
	Political and financial


	.

P = 3

I = 4
	The project will raise awareness at the municipal and federal government levels on the city benefits of SUT systems and low emission vehicle use. The project will provide the necessary assistance to them to plan and develop appropriate SUT systems for their cities as well as legal and regulatory framework for EVs and PHEV
	Project manager


	Submitted by Project Proponent, updated by Project Manager


	
	

	4 
	Resistance of public to switch to less GHG intensive transportation
	
	Political and financial


	P = 3

I = 4
	The project will develop a wide public outreach campaign aiming at changing behavioral patterns and motivating people to use alternatives to private cars. The current economic recession already appeared to be a stimulus for the consumers to change their purchasing patterns towards more economical/efficient vehicles.
	Project manager


	Submitted by Project Proponent, updated by Project Manager


	
	


Submitted by Project Manager ________________

           

Approved by UNDP Programme Analyst ______________
Annex II: Detailed CO2 Calculations and Assumptions
A. Direct Emission Reductions

Direct GHG emission reductions that are attributable to the Project are a result of:

1. Outcome 1: Approved and enforced supportive federal policies, regulations, institutional arrangements to encourage the use of low emission vehicles and developing SUT projects in Russia by:
· Increased usage of low emission vehicles resulting from improved legal and regulatory framework that facilitates penetration of low emission vehicles to a large percentage of the urban owners of private motor vehicles;  
· Key assumption for baseline emissions would include fuel consumption intensity of 13 l/100 km for urban areas;
· Key assumption of project emissions resulting from a switch to a hybrid vehicle is a reduction of fuel consumption intensity to 5.0 l/100 km in urban areas;

· GHG emission reductions from increased sales of low emission vehicles is calculated as follows:

· Supportive policies result in additional (beyond BAU) sales of at least 20,000 hybrid cars over 10 years beyond the Project lifetime;

· Each hybrid vehicles purchased directly replaces old gasoline-fuelled cars with the higher fuel consumption intensity, yielding a net fuel saving of 0.08 l/km;

· Assumed each urban vehicle drives an average 30 km each day for the entire year;

· Default emission factor for vehicle fuel is used: 2.75 kg CO2/l of gasoline
;
· Hybrid vehicle lifetime is assumed to be 10 years, as per GEF guidance;

Total direct (secondary) GHG emission reductions from approved and supportive federal policies are estimated at 480,000 tonnes CO2 from increased sales of hybrid cars over 10 years beyond the Project.
2. Outcome 2: Increased use of low carbon modes of transport and improved urban mobility in Kazan by:
· Improved efficiency of traffic flow through integrated traffic management (ITM) along 13 km of selected Kazan corridors including Tatrastan St., Pushkin St., Bulachnaya St. to Palyukhin St., Said-Galeyev St. to Narimanov St. resulting from the project assistance provided in the utilization of the new urban transit control center by Year 4;

· Providing technical assistance in the design and implementation of park-and-ride facilities at strategic locations including Goat Sloboda (northern terminus) and Prospekt Pobedy (southern terminus) metro stations in Kazan in Year 4 (Metro length is 13 km). This would encourage the use of public transit into central areas of Kazan and NMV modes of transport within the city center (i.e. walking and cycling), and avoid car fuel consumption over a 6.5 km distance from the terminus stations to the city center of Kazan;

· Implementing a pilot project on promoting the use of low emission vehicles commencing in Year 3;

· Key assumptions for baseline emissions:

· Average number of passengers per car is 1.8 passengers;
· Average car fuel consumption in Kazan along selected corridors is 13 liters/100 km due to congestion in Kazan city;

· Assumed traffic volumes along selected ITM corridors will be 2,000 cars per hour during a 12-hour period (08:00 to 20:00) for traffic in two directions in 2012, assuming 15% growth (i.e. 2300 cars) by 2015 and 20% growth (i.e. 2400 cars) by project end in 2016 (after which car volumes level off due to road network capacity constraints); daily fuel consumption over the 13 km length of the pilot corridor is 40,560 liters per day of petrol (13 km * 2,000 cars/hr * 13 l/100 km * 12 hrs);

· Default emission factor for vehicle fuel is used: 2.75 kg CO2/l of gasoline
;

· Bus fuel consumption is 10,000 liters of diesel fuel (13 km x 40 liters/100 km) – bus fuel consumption will not be counted in baseline given that the number of buses on the selected corridors for ITM is not known;

· No marshrutkas operating in Kazan;

· Different fares and tickets are required for different modes of public transport throughout Kazan forcing a certain number of passengers to use more intensive modes of public urban transport;

· No HEVs, EVs or PHEVs in operation in Kazan.

· Key assumptions for project emissions: 
· Traffic flow efficiency improvements of 15%
 along selected corridors that are 13 km in length. The GHG calculation, as such, assumes equal growth in passenger car traffic along selected corridors under baseline and project scenarios (i.e. 2,300 cars per hour in 2015, 2,400 cars by 2016 and 2600 cars by 2026). The GHG calculation is based on expected fuel savings (an average of 7,400 liters over 2015-2026) resulting from 15% traffic flow efficiency improvements based on experience of OMNIA traffic control systems from Italy. The GEF TEEMP Model default emission factor for gasoline (2.75 kg CO2/l) is used (Table 1 on page 10 of GEF Manual for GHG calculation for transport projects), to yield an average of 7,400 tonnes of CO2 in avoided emissions per year over 2015-2026;

· Transport modal switch means 1,000 cars are parked daily to use the new metro system yielding a daily VKT reduction of 13,000 km (1,000 cars not traveling 6.5 km in two directions).  This will avoid consumption of 1,690 liters of petrol daily and emission of 4.6  tonnes of CO2 daily from 1,000 cars parked in the facilities and not travelling downtown, or around 1,600 tons of CO2 per year;

· Project will create emissions from power required from the grid for the metro.  The grid emission factor for energy supplied to the metro and trolleys in Kazan is 0.387 tonnes CO2/MWh for 2012, 0.382 in 2016 and 0.450 in 2020.  The additional electricity consumption by the metro to carry passenger traffic induced by the users of park-and-ride facilities, however, would be difficult, if possible at all, to quantify from baseline electricity use.  Hence, this additional electricity consumption is considered negligible;

· Increased use of lower carbon intensive forms of public transit through a re-structured fare collection system allowing passengers to use one ticket for all modes of public transport throughout Kazan.  The emission reductions resulting from this intervention while considered negligible are not included here due to the complexity of such a survey and will be studied during the project;

· GHG benefits from 12 PHEVs are from displacing 12 gasoline-fueled taxis in Kazan that average over 100 km daily with average fuel consumption of 13 l/100 km, compared to 5 l/100 km for a PHEV in urban conditions.  The program is started in Year 2 with 12 PHEVs and scaled up to 50 taxis in Year 4.

· PHEVs lifetime is fixed at 10 years;

· Annual emission reductions expected from the project interventions are estimated at: 
· ITM along 13km of corridors: 7,000 tons CO2/year

· Mode shift from park-and-ride: 1,600 tons CO2/year 

· Demonstrations of 50 HEVs, EVs or PHEVs: 400 tons CO2/year

Therefore, the total direct GHG emission reductions from the pilots in Kazan are estimated at 176,000 tons of CO2 over 20 years (10 years for PHEVs).
Due to the lack of any traffic data for Kazan, Project activities for Kazan will include the collection of traffic data to improve the baseline knowledge.  The GHG emissions presented in this report should be revised to reflect the new baseline data.

3. Outcome 3: Increased use of low carbon modes of transport and improved urban mobility in Kaliningrad by:
· The TEEMP MRT model was used to calculate project emission reductions based on the following assumptions:

	Without Project
	
	With project

	
	
	
	
	
	
	
	
	

	
	2012
	2016
	2026
	
	
	2012
	2016
	2026

	Total Number of Trips ('000s)
	 36.0 
	41.4 
	54.0 
	
	Total Number of Trips ('000s)
	 36.0 
	 41.4 
	54.0 

	
	
	
	
	
	
	
	
	

	Mode share (% of Trips)
	
	Mode share (% of Trips)

	
	2012
	2016
	2026
	
	
	2012
	2016
	2026

	Walking/cycling
	0.1%
	0.1%
	0.1%
	
	Walking/cycling
	0.1%
	0.2%
	0.2%

	Marshrutka
	9.9%
	11.9%
	14.7%
	
	Marshrutka
	9.9%
	3.5%
	0.6%

	Car
	64.5%
	66.6%
	69.5%
	
	Car
	64.5%
	63.2%
	53.1%

	Bus
	19.1%
	15.7%
	11.1%
	
	Bus
	19.1%
	18.5%
	19.2%

	Electric
	6.4%
	5.7%
	4.6%
	
	Electric
	6.4%
	14.6%
	26.9%

	
	100%
	100%
	100%
	
	
	100%
	100%
	100%

	
	
	
	
	
	
	
	
	

	Average Trip Length (km)
	
	Average Trip Length (km)

	
	2012
	2016
	2026
	
	
	2012
	2016
	2026

	Walking/cycling
	1.5
	1.5
	1.5
	
	Walking/cycling
	1.5
	1.5
	1.5

	Marshrutka
	4.4
	4.4
	4.4
	
	Marshrutka
	4.4
	3.9
	3.9

	Car
	4.4
	4.4
	4.4
	
	Car
	4.4
	3.9
	3.9

	Bus
	4.4
	4.4
	4.4
	
	Bus
	4.4
	3.9
	3.9

	Electric
	4.4
	4.4
	4.4
	
	Electric
	4.4
	3.9
	3.9

	
	
	
	
	
	
	
	
	

	Average Speed (km/hr)
	
	Average Speed (km/hr)

	
	2012
	2016
	2026
	
	
	2012
	2016
	2026

	Walking/cycling
	 4.00 
	4.00 
	4.00 
	
	Walking/cycling
	 4.00 
	 5.00 
	10.00 

	Marshrutka
	29.00 
	23.00 
	19.00 
	
	Marshrutka
	 29.00 
	 29.00 
	29.00 

	Car
	30.00 
	24.00 
	20.00 
	
	Car
	 30.00 
	 30.00 
	30.00 

	Bus
	16.00 
	14.00 
	13.00 
	
	Bus
	 16.00 
	 20.00 
	24.00 

	Electric
	12.00 
	10.00 
	9.00 
	
	Electric
	 12.00 
	 15.00 
	18.00 

	
	
	
	
	
	
	
	
	

	Average Occupancy
	
	Average Occupancy

	
	2012
	2016
	2026
	
	
	2012
	2016
	2026

	Walking/cycling
	 1.0 
	 1.0 
	 1.0 
	
	Walking/cycling
	 1.0 
	1.0 
	 1.0 

	Marshrutka
	 7.0 
	 7.0 
	 7.0 
	
	Marshrutka
	 7.0 
	7.0 
	 7.0 

	Car
	 1.8 
	 1.8 
	 1.8 
	
	Car
	 1.8 
	1.8 
	 1.8 

	Bus
	 33.0 
	31.0 
	29.0 
	
	Bus
	 33.0 
	 37.0 
	40.0 

	Electric
	 25.0 
	23.0 
	22.0 
	
	Electric
	 25.0 
	 31.0 
	37.0 


	Fuel Efficiency at 50 kph 

(km/unit of consumption)
	
	

	
	2012
	2016
	2026

	
	Gasoline
	Diesel
	Electric
	Gasoline
	Diesel
	Electric
	Gasoline
	Diesel
	Electric

	unit of consumption
	 liters 
	 liters 
	 kwh 
	 liters 
	 liters 
	 kwh 
	 liters 
	 liters 
	 kwh 

	Marshrutka
	6.67 
	 
	 
	6.94 
	 
	 
	7.63 
	 
	 

	Car
	9.00 
	11.00 
	 
	9.36 
	11.44 
	 
	10.30 
	12.58 
	 

	Bus
	 
	2.08 
	 
	 
	2.16
	 
	 
	2.38 
	 

	Electric
	 
	 
	0.40 
	 
	 
	0.42 
	 
	 
	0.46 


GHG calculations follow the formula built into the Excel MRT spread sheet. 

· Completing a pilot project on sustainable urban transit in the corridor between Amber Stadium and Mira Avenue City Center over the proposed Gaydar Street overpass.  Components of the new SUT corridor consisting of:

· A new Gaydar Street 6-lane overpass that will route traffic away from the 2-lane Narvaskaya Utilisa, and have dedicated priority lanes for the trolleys and high occupancy vehicles;

· The new corridor will cut the total distance from Amber Stadium and Mira Avenue City Center from 4.4 km to 3.9 km

· 6 120-seat (maximum capacity) trolley buses that will take 20 minutes to travel along the entire route;

· Park-and-ride at Amber stadium and at the Mira Avenue terminus that is also located near the Kaliningrad railway station.  These facilities are designed to increase ridership along the SUT corridor;

· Bus priority lanes along the entire route with a modern signaling system designed to provide priority to public transit vehicles;

· Implementing a pilot project promoting the use of 6 PHEVs commencing in Year 3.  The assumed PHEVs will replace 6 gas-fueled taxis in Kaliningrad that average over 100 km daily;

· Key assumptions for the baseline scenario:

· Average number of trips along the proposed SUT corridor assume at 36,000 per day in 2012 based on the estimated population living along the corridor of 20,000 people and a default per capita trip rate of 1.8;

· Assumed modal shares of daily trips along the SUT corridor: cars 64.5%, bus 19.1%, marshrutka 9.9%, trolleybus 6.4%, walking/cycling 0.1%, all estimated based on 2008 Analysis of Kaliningrad Transportation System report and Rosstat data;

· Average occupancy rate: 1.8 passengers for cars, 7 for marshrutkas , 33 for buses, 25 for trolleybuses;

· Average speed of traffic assumed at 30 km/h for cars, 29 km/h for marshrutkas, 16 km/h for buses, 12 km/h for trolleybuses;

· Average fuel consumption in Kaliningrad along demonstration SUT corridors is 11 liters/100 km for passenger cars, 15 liters for marshrutkas, 48 liters for diesel buses, 2.5 kWh/km for trolleybuses. Default annual technology improvement rate of 1% is assumed;

· Default emission factors for vehicle fuel are used: 2.75 kg CO2/l of gasoline, 2.94 kg CO2/l of diesel. Grid emission factor for electricity use by trolleybuses is taken as 468 kg CO2/kWh in 2012, 565 kg CO2/kWh in 2016 and 515 kg CO2/kWh in 2026, as per EBRD’s calculation of Russian power grid emission factor (Northwestern grid figures are used). Same emission factors are used for the baseline and for the project scenarios. 

· Average trip length assumed equal to the total length of the corridor, i.e. 4.4 km;

· Dynamic baseline shifts are assumed for most of the key parameters for project lifetime plus 10 years beyond based on extrapolations of transport sector developments from Russian Transportation Strategy until 2030. 

· Key assumptions for the project scenario:
· Average number of daily trips assumed equal to the baseline;
· In the short run, the completion of the sustainable urban transit pilot in Kaliningrad around 2015 may not immediately bring about major improvements in modal shares along the pilot corridor. The assumed modal shares of daily trips along the SUT corridor by 2016 are as follows: cars 63.2%, bus 18.5%, marshrutka 3.5%, trolleybus 14.6%, walking/cycling 0.15%. In the longer-run, the GHG calculation under the project scenario does assume more profound modal shifts in 2026 in favor of public transit: cars at 53.1%, buses at 19.2%, trolleys 26.9%.   The projected BAU modal share in 2026: cars at 69.5%, buses at 11.1%, trolleys 4.6%;

· Average occupancy rate by 2016: 1.8 passengers for cars, 7 for marshrutkas , 37 for buses, 31 for trolleybuses;

· Average speeds of both mixed traffic and public transit (buses and trolleybuses) increased by 2016 compared to baseline due to lower congestion: to 30 km/h for cars, 29 km/h for marshrutkas, 20 km/h for buses, 15 km/h for trolleybuses;

· Average fuel consumption of different transport modes assumed equal to the baseline. At the same time, eventual fuel savings are reflected traffic speed improvements;

· Average trip length assumed equal to the new shorter corridor, i.e. 3.9 km;

· Average occupancy rate of the 6 new trolleybuses is assumed to increase from 25 passengers in 2012, to 31 passengers in 2016 and 37 by 2026;

· GHG benefits from integrated traffic measures (ITMs) are already counted by the modal switches.  If there were no ITMs along these demo corridors, trolleys would not provide efficient transport and thus would not compete with marshrutkas and private cars;

· Average useful life of the trolley system is 20 years; 

· GHG benefits from 6 PHEVs are from displacing 6 gasoline-fueled taxis in Kaliningrad that average over 100 km daily with fuel consumption of 13 l/100 km, compared to 5 l/100 km for a PHEV in urban conditions;

· Construction emissions are estimated based on planned length of a new flyover (1.5 km) and default quantities of materials (cement, bitumen and steel) and respective GHG emission factors, as suggested by the GHG assessment model.

· Annual expected emission reductions from: 

· PHEV demonstrations: 45 tons CO2/year

· Mode shift: 2,300 tons CO2/year 

Therefore, the total direct GHG emission reductions from the SUT pilot in Kaliningrad are estimated at 46,500 tons of CO2 over 20 years (10 years for PHEVs).

B. Direct post-project emission reductions 

The project does not include activities that would result in direct post-project greenhouse gas emission reductions. 

C. Indirect emission reductions (bottom-up)

Using the GEF bottom-up methodology, indirect emission reductions attributable to the project are estimated at 1,335,000 tons of CO2 calculated over 20 years of useful lifetime of the investments. Through the lessons learnt from the pilot SUTs in Kazan and Kaliningrad, and the facilitation of SUT policies emanating from SUT experience from the pilot projects, replication of the pilot SUT systems will be facilitated along other corridors in these cities as well as other municipalities of the Russian Federation.  The Project will raise the confidence of other municipalities as well as Kazan and Kaliningrad authorities to consider and implement other SUT systems and measures.  In this respect, any CO2 emission reductions from these efforts by these cities and other municipalities in the future can be considered as indirect CO2 emission reductions.  

The GEF bottom-up approach implies the replication of the project methodology and investments across Russia and has been calculated per following formula:

CO2 indirect BU = CO2 direct * RF, where 

· CO2 direct = estimate for total direct emission reductions. To avoid double-counting, direct secondary GHG impacts from PHEV supporting policies are excluded from this figure 

· RF = replication factor

The replication factor has been arrived at as follows: there are about 60 cities in Russia with a population of 250,000 – 1 million people.  Assuming a conservative 10% of these cities follow the GEF project’s path during 10 years after the project, a replication factor of 6 can be assumed. 

Thus, bottom-up indirect emission reductions over a 20-year period were calculated as follows: 

222,500 tCO2 * 6 = 1,335,000 tons CO2.

D. Indirect emission reductions (top-down)

Using the GEF top-down methodology, indirect emission reductions attributable to the project have been estimated at around 3.2 million tCO2 over 20 years of useful lifetime of the investments. 

The GEF top-down assesses indirect GHG impacts by estimating the combined market potential for the proposed approach or technology within the 10 years after the project lifetime and is calculated per following formula:

CO2 indirect TD = P10 * CF, where 

· P10 = technical and economic potential for GHG savings with the respective application within 10 years after the project; 

· CF = GEF causality factor.

The market potential for energy savings in the road transport sector has been estimated by the World Bank
 at 17 million toe, which translates into aggregate GHG emission reductions of close to 50 MtCO2 (assuming IPCC default emission factor for gasoline as the fuel to be substituted; diesel would yield even higher emission reductions). Most of that potential is estimated by the World Bank to be economically viable: for the sake of this project, economic potential is assumed to be 80% of the overall market potential, i.e. 40 MtCO2. Assuming 20% of that potential is realizable in 10 post project years, yields 8 MtCO2. Again, assuming a conservative GEF causality factor of 40%, top-down indirect emission reductions total 3.2 MtCO2.

Thus, in summary, project-related emission reductions over a 20-year period are estimated as follows:

Direct (including direct secondary impacts) ERs: 702,500 tCO2
Range of Indirect ERs: 1.3 to 3.2 million tCO2
Indirect bottom-up ERs: 1.3 million tCO2
Indirect top-down ERs: 3.2 million tCO2
E. Energy Savings

Direct energy savings were calculated by estimating fuel savings from displacement of private car trips:

· ITMs in Kazan saves 7,000 liters petrol/day;

· Transport modal switches from parked cars in Kazan saves 1,690 liters petrol/day;

· Demonstration of low emission vehicles in Kazan saves 156 liters petrol/day;

· Transport modal switches and ITMs in Kaliningrad saves 2,300 liters petrol/day;

· Demonstration of low emission vehicles in Kaliningrad saves 78 liters petrol/day;

· Total direct energy savings generated by pilot projects from petrol savings is 11,224 liters petrol/day;

· Assuming 35 MJ/litre of petrol, 393,000 MJ or 9.4 TOE is saved each day.  Over one year, this is equivalent to 143 million MJ or 3,430 TOE of direct energy savings each year.

Figure II-1: View of high volume of traffic along Pushkin Street (Kazan)
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Figure II-2: Uncontrolled parking in central Kazan

[image: image12.jpg]



Figure II-3: Traffic congestion along Profsouznaya Street in downtown Kazan
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Figure II-4: Promenade along Bauman Street in central Kazan
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Figure II-5: View of Amber Stadium from the south (Kaliningrad)
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Figure II-6: View looking north to Soglasiya Street (road to Amber Stadium) from Gaydara Street (Kaliningrad)
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Figure II-7: View looking south along Soglasiya Street towards Gaydara Street (Kaliningrad)
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Figure II-8: View looking north Sovetskiy Avenue from Mira Avenue (Kaliningrad)
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Figure II-9: View looking south along Sovetskiy Avenue at junction with a side street (Kaliningrad)
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Annex III: Agreements

Annex IV: Terms of Reference:

Regular Project Staff


1. National Project Manager (NPM):
Duties and Responsibilities:  The incumbent will be responsible for implementation of the project, including mobilization of all project inputs, supervision of project staff, consultants and oversight of sub-contractors. The PM will be the leader of the Project Team (PT) and shall liaise with the government, UNDP, CIU managers, and all stakeholders involved in the project. S/he will be specifically responsible for (a) overall management of the project, (b) work closely with project stakeholders and ensure the project deliveries as per project document and work plan, (c) ensure technical coordination of the project and the work related to legal and institutional aspects, (d) mobilize all project inputs in accordance with UNDP procedures and GEF principles, (e) finalize the ToR for the consultants and subcontractors and coordinate with Business Solution Center for recruitment, procurement and contracting, (f) supervise and coordinate the work of all project staff, consultants and sub-contractors, (g) ensure proper management of funds consistent with UNDP requirements, and budget planning and control, (h) prepare and ensure timely submission of monthly reports, quarterly consolidated financial reports, quarterly consolidated progress reports, annual, mid-term and terminal reports, and other reports as may be required by UNDP; (i) submit the progress reports and key issue report to the National Steering Committee, (j) prepare quarterly and annual work plan, (k) provide regular input to UNDP corporate system ATLAS for financial and programme management on project progress, financial status and various logs, (l) arrange for audit of all project accounts for each fiscal year (m) undertake field visit to ensure quality of work, and (n) undertake any activities that may be assigned by UNDP and National Steering Committee.

Qualifications and Experience: The incumbent should have a minimum Bachelor degree in Engineering with MBA/Master degree or Masters in energy/environment or other relevant academic discipline and profession qualifications with at least ten (10) years professional experience at senior level. S/he should have extensive experience and technical ability to manage a large project and a good technical knowledge in the fields related to private sector development, climate change, energy efficiency and institutional development and/or regulatory aspects. S/he must have effective interpersonal and negotiation skills proven through successful interactions with all levels of project stakeholder groups, including senior government officials, financial sectors, private entrepreneurs, technical groups and communities. S/he should have ability to effectively coordinate a complex, multi-stakeholder project and to lead, manage and motivate teams of international and local consultants to achieve results. Good capacities for strategic thinking, planning and management and excellent communication skills both in English and Russian are essential. Knowledge of UNDP project implementation procedures, including procurement, disbursements, and reporting and monitoring will be an added advantage.

2. Admin Assistant (1 position): 
Duties and Responsibilities:  The incumbent will be responsible to provide overall administration and financial services of the project such as processing payments, raising requisition, purchase order, projects logs etc. using UNDP corporate software ATLAS. S/he will be responsible to provide information to UNDP Project web, RRMC reporting and administrative trouble shooting. S/he will also perform (a) word processing, drafting routine letters/messages/reports, mailing (b) arrange travel, itinerary preparation for project related travels, (c) assist to arrange workshops/seminar/training programmes and mailing, (d) work at reception desk and make appointments and schedule meeting, (e) assist in work-plan and budgeting, (f) photocopying, binding and filing, (g) maintenance of all office equipment and keeping inventory/records of supplies and their usage and any other duties assigned by Project Manager or concerned officials.
Qualifications and Experience: The incumbent should have at least a Bachelor degree in any discipline from a recognized university. S/he should have at least 3 years relevant working experience with foreign aided projects or international development or organizations. Computer proficiency in MS Office (Word, Excel and PowerPoint) and other common software is a prerequisite. Diploma in computer/secretarial science is desirable but not essential. Basic knowledge in procurement, petty cash handling, logistics supports, and filling systems is a basic requirement. Knowledge of UNDP project implementation procedures, including procurement, disbursements, and reporting and monitoring is preferable. Fluent both in written and spoken English and Russian is required. 

Key Short-term Consultants


3. International Consultant: Chief Technical Advisor (CTA) for Components 1 to 4

· Provide management oversight for project as required and recommend actions that focus work plans on achieving key milestones in a timely manner;
· Recommend special expertise to be deployed on the Project to assist in its achievement of key milestones, and provide the interface between Project team and key specialist consultants, both domestic and international when appropriate;
· Provide oversight to the activities related to modernization of public transit vehicles where old vehicles are required for jobs or public service contracts in new SUT systems;
· Provide oversight to engineering plans and implementation of SUT developments in pilot cities to ensure compliance with global standards to implementation of SUT systems. 
4. International Consultant: Urban Transit Planner (UTP) for Components 1, 2 and 3

· Provide oversight and guidance for the holistic planning of public transit components of SUT systems;

· Recommend key actions for data and information collection and stakeholder consultations;

· Design public transit route for SUT systems with holistic aspects such as feeder routes and economic development at transit points;

· Provide inputs for policy framework for SUT systems.

5. International Consultant: Urban Planner (UP) for Components 1, 2, 3, and 4

· Provide best practices of urban planning from other cities in the context of integrating urban transit and planning land use;

· Work with municipality to prepare amendments to functional plans and planned urban improvements based on pilot SUT plans;

· Setup system for monitoring immediate impacts of land use changes and traffic flow patterns resulting from pilot SUT implementation and share monitoring results with appropriate stakeholders.

6. International Consultant: Traffic Engineer (TE) – Components 2 and 3
· Provide lead on measures to improve traffic flow along selected traffic corridors of Kazan and Kaliningrad including strategic location of parking lots, intersection modifications, use of dedicated lanes for public transit and lanes for NMV modes of transport;

· Recommend implementation modalities for measures to improve traffic flows in conjunction with improved public transport measures in Kazan and Kaliningrad;

· Monitor and recommend improvements to traffic management measures along the pilot corridors;

· Provide recommendations for other corridors where improved traffic flow measures can be replicated.

7. International Consultant: Electric/Plug-in Hybrid Vehicle Specialist (EVS) – Components 1, 2 and 3

· Formulate strategy for the adoption and increased use of EVs and PHEVs in pilot cities of Kazan and Kaliningrad;

· Provide guidance to national consultants on implementing a program to demonstrate the energy and operational performance of EVs and PHEVs. This would include the setup of supporting infrastructure including battery charging stations and technical support shops;

· Provide oversight to monitoring activities and the collection of data and information on energy performance of demonstration EVs and PHEVs;

· Provide oversight on EV and PHEV demonstration program reports to the federal MoT;

· Provide guidance to MoT and draft legal and regulatory framework required to increase sales and use of EVs and PHEVs in Russia.

8. Component Managers (CM) – two (one for each CIU for Outcomes 2 to 3):
Duties and Responsibilities:  The incumbent will be responsible for implementation of the Outcomes 1 and 2 including assistance to mobilize all component inputs; supervise CIU staff, consultants and oversight of sub-contractors. The CM will be the leader of the Component Team (CT). The CM shall under the direction of the NPM liaise with the government, UNDP, and all stakeholders involved in the project in either Kazan or Kaliningrad. She/he will be specifically responsible for (a) overall management of the component, (b) working closely with stakeholders to ensure delivery of outputs and outcomes as per project document and work plan, (c) ensuring technical, legal and institutional coordination of the component in close collaboration with the NPM, (d) assisting in mobilizing all component inputs in accordance with UNDP procedures and GEF principles, (e) finalizing the ToR for the consultants and subcontractors and coordinate with the NPM for recruitment, procurement and contracting, (f) supervising and coordinating the work of all component staff, consultants and sub-contractors, (g) ensuring management of component funds consistent with UNDP requirements, and budget planning and control, (h) assisting NPM in the preparation of timely submissions of monthly reports, quarterly consolidated financial reports, quarterly consolidated progress reports, annual, mid-term and terminal reports, and other reports as may be required by UNDP; (i) assisting NPM in the submission of progress reports and key issue report to the PSC, (j) assisting in the regular input to UNDP corporate system ATLAS for financial and programme management on component progress, financial status and various logs, (k) arranging component audits for each fiscal year (l) undertaking field visits to ensure quality of work, and (m) undertaking other activities as assigned by NPM.

Qualifications and Experience: The incumbent should have a minimum Bachelor degree in Engineering with MBA/Master degree or Masters in energy/environment or other relevant academic discipline and profession qualifications with at least ten (10) years professional experience at senior level. S/he should have extensive experience and technical ability to manage a large project and a good technical knowledge in the fields related to private sector development, climate change, energy efficiency and institutional development and/or regulatory aspects. S/he must have effective interpersonal and negotiation skills proven through successful interactions with all levels of project stakeholder groups, including senior government officials, financial sectors, private entrepreneurs, technical groups and communities. S/he should have ability to effectively coordinate a complex, multi-stakeholder project and to lead, manage and motivate teams of international and local consultants to achieve results. Good capacities for strategic thinking, planning and management and excellent communication skills both in English and Russian are essential. Knowledge of UNDP project implementation procedures, including procurement, disbursements, and reporting and monitoring will be an added advantage.

9. National Consultant: Urban Transit Planner (NUTP) – Components 1, 2 and 3 

· Provide guidance to the international urban transport planner on local nuances to the development of urban transport projects;

· Contribute to the holistic planning of SUT systems under the guidance of the NPM, CTA and UTP;

· Organize and conduct key actions for data and information collection and stakeholder consultations;

· Contribute towards pilot SUT designs in Kazan and Kaliningrad and its holistic aspects such as feeder routes and economic development at transit points.

10. National Consultant: Urban Planner (NUP) – Components 1, 2 and 3 

· Present best practices of urban planning from other cities and how lessons of integrating urban transit and planning land use can be applied in Kazan and Kaliningrad;

· Assist municipalities in preparing amendments to functional plans and planned urban improvements;

· Monitor immediate impacts of land use changes and traffic flow patterns resulting from SUT implementation and share with appropriate stakeholders.

11. National Consultant: Management Systems Specialist (NMSS) – Components 1, 2 and 3 

· Under the guidance of the CTA and NPM, setup an on-line monitoring system for GHG emissions from motor vehicle transport fleets in Kazan and Kaliningrad. The system should include GHG reductions resulting from transport modal switches from private motor vehicles to public transport;

· Under the guidance of the NPM, CTA and other international experts, setup an on-line management system to monitor private bus operations including number of passengers carried, fares collected, fuel consumed and emissions.

12. National Consultant: Civil Engineers (NCE) (2 positions) – Components 2, 3 and 4

· Assist in technical and cost evaluations of proposed civil works required for sustainable urban transport infrastructure including road modifications, sidewalks, bicycle lanes, bus stops, traffic signals and signage;

· Provide recommendations on the suitability of selected transport corridors for modifications for improved public transport systems and integrated traffic management measures;

· Assist in the feasibility designs and cost estimates of infrastructure works for the SUT pilots that can be submitted to bank for loan finance;

· Provide detailed designs for SUT pilot corridors for tendering and construction;

· Provide oversight to construction quality to ensure civil works are constructed according to designs, and make recommendations for field changes wherever appropriate;

· Assist in the preparation of replication plans for the development of other SUT corridors.
13. National Consultant: Vehicle Demonstration Specialist (NVDS) (2 positions) – Components 1 and 2

· Implement strategy recommended by the EVS for the demonstration of EVs and PHEVs in Kazan and Kaliningrad;

· Provide technical and logistical support and coordination to setup the EV and PHEV demonstration program in Kazan and Kaliningrad;

· Collect information and data pertaining to the energy and operational performance of demonstration EVs and PHEVs, and prepare and submit reports on the demonstration performance.

14. National Consultant: Workshop Facilitator (NWF) – Component 4

· Serve as the key facilitator in strategic planning sessions on SUT development;

· Provide summary of key strategic planning points;

· Serve as key facilitator during workshops where SUT experiences are shared.

Detailed TORs of the national and international consultants will be developed during the Project Inception period, in the first 3 months after project start-up, by the NPM in consultation with UNDP and the implementing partners. 
Programme Period:		                 2012 - 2017


Atlas Award ID:			00063176


Project ID:			00080462


PIMS #				4304


Start date:		     	1 October 2012


End Date			                30 Sept 2017


Management Arrangements		NIM


PAC Meeting Date			TBD





Total resources required           	$163,536,000


Total allocated resources:		$163,536,000


GEF  	                                $     5,400,000	


Ministry of Transport               $     8,600,000


Tatarstan Min. of Transport	$ 113,000,000


Kaliningrad Admin		$   34,656,000


Liotech				$     1,880,000


			$ 163,536,000





Brief Description


The objective of the Project is to reduce GHG emissions from the road transport sector by piloting low carbon modes of transport systems in medium-sized Russian cities. The pilots will inform federal and local level policies towards the development of sustainable transport in Russia, and provide examples to other secondary cities of Russia to replicate. Specifically, the Project will: (i) conduct pilot activities in Kazan on integrated transport planning, setting up of promotion of a long-term shift to more efficient and less polluting forms of transport such as improved public transit services and electric and plug-in hybrid vehicles; (ii) conduct pilot activities in Kaliningrad on the planning, design and development of a sustainable urban transit corridor and a demonstration on plug-in hybrid/electric vehicles; (iii) provide assistance in the preparation of legal and regulatory framework for low emission vehicles and the development of sustainable urban transit systems for secondary cities in Russia; and (iv) workshops and seminars to disseminate information from pilot activities in Kazan and Kaliningrad. The main outcomes of the project will be the pilot projects in the two demonstration cities, supportive federal policies and legislative framework for sustainable transport in the Russian Federation and successful information dissemination and replication of the pilot activities.





Component 1:


Pilot project on SUT development in Kazan


Component Manager, Short-term local and international consultants








Component 2:


Pilot project on SUT development in Kaliningrad


Component Manager, Short-term local and international consultants








Component 3:


Federal policies and legal/regulatory framework for EVs/PHEVs and SUT development 


Short-term local and international consultants





PMU: Project Manager, Assistant, Component Managers 


(Full-time for each pilot city), International CTA (part-time)





Project Steering Committee/Project Board





Component 4:


Information dissemination and replication plans for SUT development


Short-term local and international consultants








Tatarstan Ministry of Transport


Ministry of Internal Affairs (Traffic Enforcement)


Executive Committee of Kazan (transport planning)


Municipal Unitary Enterprises (public transit network management)





Ministry of Transport


Ministry of Industry


Ministry of Energy


Ministry of Regional Development


Ministry of Economy


Ministry of Natural Resources and Environment


Ministry of Taxation








Ministry of Transport


Ministry of Energy


Ministry of Regional Development


Ministry of Economy


Ministry of Natural Resources and Environment





Kaliningrad Administration


Department of Transport


Office of the Chief Architect (under Committee of Architecture and Construction)


JSC KaliningradGorTrans (KGT)





UNDP Russia





Federal Ministry of Transport





Reporting lines


Cooperation with stakeholders
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