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ABSTRACT

The purpese of the investigation contained in this project report was to
identify what methods of value capture exist and what conditiomas would

favour their use in the transportation f£ield in South Africa.

The investigation was motivated by a need to identify new ways of
generating revenues for transport projects since traditional sources are
being depleted or used for other purpases.

A review of international literature on value capture identified Ffourteen
techniques which may be used. These techniques were grouped under three
headings - property-related charges, jeint ventures and merchandising
approaches., The advantages and disadvantages of each technique as
described in the literature are outlined. Examples of whaete these
technigques have been used around the world are also given and the
current situation in South Africa with regsrd to value capture is
presented.

A survey of transportation professionals in the public and private sectors
in South Africa regarding the identified wvalue capture techniques showed
that joint development, the lease or sale of development rights and
advertising space and the use of concessions were the most Favoured
techniques. Tax increment Zinancing, special benefit assessments and
employer wage-bill levies were the least f£avoured. fThe survey also
provided brief descriptions of some past value capture applications in
South Africa in the transport sector whilst, according to the survey
respondents, future applications will most likely occur in asscciation
with the provision of public transport facllities.

The main conclusions drawn from the investigation are that value capture
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must be seen a2z an essentisl compoment in the process of integrating
transport and land use; that the involvement of the private sector in
value capture exerciges is wital and that public authorities will need to
revise their role with regard to the delivery of transport facilities if
the number of wvalue capture applications is to grow. Additional
conclusions offer sowe guidelines to help further the implementation of
value capture in the ﬂwanspartation field in South Africa.
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CHAPTER 1:  INTRODUCIION

The cost of funding new transport facilitier and operating and maintaining
existing ones is a heavy financial burden to the public sector. For
example, in the Johannesturg WHetropolitan Area alome, implementation
prejects whose total costs were estimated at about R120m were put forward
in the 1990-91 financial year (Johannesburg City Council, 1950). Over the
past few decades, persistent inflation in South Africa has boosted the
capital and operating costs associated with the provision of transporc
facilities and whilst sources of revenue usually used for funding such
casts have also increased, they have done so more slowly. Furthermore,
competition for public funds has Iintensified and transport must compete
with other needs whose costs have also escalated.

In the present f£iscal climzte 3in South Africa, public authorities are
unable o unwilling to make additional budgetary allowences for transport
out of general tax revenues. Recently, in fact, there have been cuts in
real terms in central govermnment expenditure on transport and income from
tevenue sources traditionally earmarked for the construction and
mainteaance of 'transport facilities, such as the fuel levy, is being
divertes to other uses. As a comsequence, the transport sector needs to
become more self-sufficient and in doing so must explore more immovative
financing mechanisms.

The most visible beneficlaries of new transport facilities are clearly
their users, but benefits hestowed by such expenditure often accrue to
bedies and persons other than the users. In many cases, the value of such
benefits could be tapped in ways that would reduce the net costs of
providing the facilities and hence improve their feasibility and
viability. Such recoupment of costs is known as va’ue capture.

al
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Recognition of the potential value capture could hold for helping to fund
transport facilitles in South Africa forms the fundasmental reason for this
study. The principie aims of the iavestigation are thus:

o to identify what methods of value capture can be considsred
and
o what conditions are reguired, or would £avour, the

successful use of such methods in South Africa.

The msin research instruments which will be wused to achieve these
objectives are a Lliterature review of wvalue capture techniques and a
survey of tramnsportation professionals in South Africa regarding their
perceptions. understanding and experience o the identified value capiure

techniques.
1.2 Definition of value eapture

" The term "value capture™ is not confined to the field of tramsport. It
can be applied to any public sector improvement where benefits accrue to
pecple other than the direct users. For example, a public improvement may
involve substantial costs to the public and at the same time provide
benefits to nearby property owners. Any value thus conferred on such
neighbouring propsrty owncrs is arguably "unearned" since it resuits not
from eny effort by the owners, but rather is due to substantial
expenditures, sometimes accompanied by heavy public debt, by a govermment
body customarily wusing general tax revenues, If the unearned
increment can thus bhe "captured”, the result should be =z corresponding
reduction in public costs (Calliesg, 1979).

Thus, wvalue capture means the indirect recoupment by a funding oz
development orgenisation of a portion of the value created by it in
providing a facility. In the transpnrt context, this wvalue results from
the new pattern of accessibility generated by a new transport facility.
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The capture of such value does not inciude dirsct user charging (e.g. road
tolls and bus fares) or funding from the general tax fund which may be
earmarked specificzlly for tramsportation projects (e.g. fuel tax and
sales tax). However, users may make indirect contributions to the funding
of a tramsport facility through their support of asseciated ancillary
facilities. The relationship between value capture and other scurces of

funding 1s illustrated in Figure 1.1.

Voted funds

Y

> TRANSPORT FACILITY —4
4
Fare box revenue Benefits Value capture
and user charges revenue
A 4 v
A a4 A
v v
Users Non-users

FIGURE 1.1: THE CONCEPT QF VALJE CAPIURZ

In its broadest sense value <apture for transport facilities could include
the creation of a developmecni complex so as to generate enhanced returns

o investment. In such & case costs and returns should be calculated for

#
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the whole complex and not for the transport facility alome. At the other
end of the scale, returns on investment could be obtained by merely
offering advertising sightes at a transport facility. This would involve
little extra expenditure, if the opportunities which the transport
facility oifers to others are fully appreciated and exploited.

1.3 Evolution of the valve capture concept in South Africa

This section briefly summarises the major factors and circumstances which
in the South African context have promoted the concept of value capture.

1.3.1 The interaction between land use arl transport

To enhance appraciation of the relevance of the value capture comcept it
is necessary to make some observations about the relationship between land
use and transport. rhis relationship is often sald to be of the “chicken
and egg" type. This is because it is so difficult to determine which

comes first.

The choice of a piece of land for settlement car occur for a variety of
different reasons - e.g. defence, agriculture, trade, avallability of raw
materisls or source of food and water, ¥n many instances travel and
transposi &re important factsvs in such choices. This is especially true
when the choice is made for economic reasons because economic growth is
promoted by good accessibility. Even when the original choice is made for
reasong other than economic ones, the opportunities for travel and the
availability of transport facilities inevitably become important factors
in the well-being and growth of a community. Thus land use and transport
are inextricably bound together.

Exter (1986) omphasises this Iink in a paper discuseing the land use-

transport relationship, He refers to the description by Harold Marks et
al (1971) which illusirates the relationship in terme of a cyclic flow.
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According to this view, the cycle is continuous and starts with land use.
"Activities on a site generate trips; these trips comnecting points of
origin and destination didentify transportation needs; ransportation
facilities meet these needs; the transportation facilities in turn provide
additional access to land; with the provislion of such access, land value
is enhanced; land value completes the cycle by affeclting the land uge."

In this concise description is smbedded the focal point for the present
study, mnamely that the enhanced accessibility provided by transport
facilities increases land wvalues and raises marker potential for the
selling of goods and services, This is the key factor which, along with
the greater understanding of the land use-transport relationship acquired
by transport authorities in South Africa in recent yeare, has lad to the
proposition that value created by tramsport facilities can be captured and
used to help fund those same facilities.

1.3.2 The funding of tramsport facilities

In many societieg throughout the world it has Decome an unquesftioned norm
that certain services and infrastructure are provided by the public sector
for the benefit of the user and paid for out of communal revenue (like
general taxation). The provision of transport facilities is &n example of
such practice. However this has not always been so. Funding snd pricing
policies in fact have varied over time just as much as they do from
country to country. Toll roads provide an example of this. In 18th
century Zngland, when country-wide travel was becoming more commonplace, a
gystem of roads ceme into being which was paid for by the users through
the levying of tolls. Later, funding of the »oad network became entirely
a public sector respomsibility. In the United States, on the other hand,
the funding of new roads by tolls has been a common policy for many years
and such a "user pays® policy for some new roads has recently been adopted
in South Africa. Thus policy on the funding of transport facilities
should not be seen as static.
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Mach of the recent switch in policy im South Africa with regard to the
funding of transport facilities has been the result of central government
funds becoming progressively scarcer for transport as more emphasis is
given to the furding of other areas such as housing and education. At the
game time government-run or -assisted transport companies have been asked
to become more market orientated and self-supporting and thus less
dependent on public funds. Since 1984, State departments have also had to
face the payment of rates to local authorities on land they occupy. In
the transport field, these new policies are affacting Transnet (formerly
the South African Transport Services) particularly severely, becsuse they
are owners of large tracts of valuable land in city areas. The new policy
paths adopted by central government have meant that innovative means of
vbtaining funds for transport f£facilities such as through value capture

have received increasing attention.
1.3.3 Enabling legislation

It will become clear during the review of alternative valus capture
techniques in Chapter 2 of this project report that public authorities and
agencies can earn revenue only in ways which are permitted by certain
statutes. Usually the law which establishes a given iInstituti-n specifies
not only the functions of the institution but also its powers. The powers
granted to most public bodies have tended to limit their sbility to charge
for services, earn revenue, freely invest, mske profits, own, use, lease
or sell land and enter into agreements with cutside organisations. These
are the kinds of activities which are often involved in applying the
cencept  of value capture. Consequently if mno suitable enabling
legislation exists a tramsport authority will be unable to tske advantage
of any value capture techniques.

It will also emerge in the study that the scope of enabling legislation
differs widely in different parts of the world., In parts of North
America, for example, transport authorities have been able to acquire
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extensive land holdings adjoining their facilities and enter into jeint
development contracts with private sector conmcerns so as to gain control
of some of the value their transport services create. In South Africe
this has not been possible until recently, when the South African
Transport Services Amendment Act of 1986 enabled Transnet to leace its
land for business purposes for the fircr time. This change of legislatiom
was a response by Transnet to the new government poelicy of levying rates
on land occupied by State departments referred to in the previous
section,

An important factor in creating a climate which is favourable to value
capture is thus to allow & transport authority to act autonomously. This
should be a feature of any enabling legislatinn, for without 1t, transport
authorities will have to obtain separate approvzls to adopt new and
inmmovativ: procedures for funding transport facilities, This will delay
action and thus place the wviability of schemes at pisk. The recent
declared intent by central government to devolve more powers to a local
level and the success Transnet has achieved in amending the legislation
which governs its ability to generate income suggest that any legislative
requirements or changes necessary to promote schemes involving methods of
value capture may be favourably met.

1.4 Qutline of the study

The preceding sections have sketched an introduction to the concept of
value capture and a background to its incremaing relevance and aceceptance
in the transport field in South Africa. The organisation of the remainder
of this study conforms to che following framework.

A review of international literature on value capture is presented in
Chapter 2 which identifies techniques which may be used a&s a means for
contributing towards the funding of transport facilities. The advantages
and disadvantages idemtified in the literature with regard to the use of
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each technique are also described. Some examples of where these
techniques have been used around the world and in South Africa are given
in Chapter 3.

Chapters 4 o 7 form the central body of the study and present the results
of a survey of transportarion professionals in South Africa in the public
and private sectors regarding their knowledge and opinions of the various
valne capture techniques. Chapter 4 contains the reasoning behind and a
description of the research methodology adopted for the survey. General
comments made by the survey respondents concerning the notion of value
capture and remarke regarding other indirect fimancing methods, or local
variations of wva.ie capture techniques, serves as an introduction to
Chapter 5. The attitudes of the survey respondents to each identified
value capture technique are then presented and the results related to the
£indings of the literature review. Chapter 6 describes respondents’
experience of past value cepture applications in the transport field in
South Africa, Pavourable conditions and characteristics surrounding
potential future transport applications of walue capture identified by
survey respondents in the public sector are presented in Chapter 7.

A discussion of the study findings in Chapter 8 highlights the issues and
problems which the transport f£raternity must face in successfully
impiementing wvalue capture technigques in Scuth Africa and how such
difficulties could be teckled and resclved.

The conclusions and recommendaticns of the study are given in Chapter 9.

g e e e e
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CHAPTER 2: A LITERATURE REVIEW OF VALUE CAPTURE TECHNIQUES

2.1 Backpround

Thie chapter describes fourteen value capture techniques that have been
identified from the literature. The techniques are not listed in any fomm
of preference, but generally fall under one of three categorles. Where
information is available, the advantages and disadventages that have been
established about each technique are given. The three categorius ares

] Property-related charges
] Joint yentures
o Merchs sirg approaches

2.2 Eropexty-related charges

These focus on tapping & portion of the benefits pgained by the owmness or
users of properties as a result of their locatiop close to a transport
facility. Where such charges are related to the wvalue of the property
they could be calculated as g proportion of whatever value is used locally
for rating purposes. The techniques under this heading comprise:

Special benefit assassments
Tax increment financing
Connector fees

Impact requirements

Q © O o o

Employer wage-bill levies

2.2,1 Special benefit assessments

This technique is a fiacal measure whereby some or all of the costs
associated with providing a transport facility are botme by owners of
properties within 8 well-defined area, the boundaries of which are drawn
to include all properties benefiting from the project. Historically,

e e ———— i
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special benefit assessments have been used to fund local improvements such
as streets and sewers (US Department of Transportation, 1979), but more
recently, this spproach has been used to fund specific transport
facilities. A special taxing district (sometimes established voluntarily
by prior consultation) needs to be established, insids which property
owners benefiting from a facility pay additional taxes, The charge must
be proportionate to the benefits received and the assessment can be based
on criteria such as plot size, flootr area andfor distance from the
facility. The size of the assessment is usually related to the size of
the development site and the land value. It can be a one-time fee, which
does aci. tend Ly affect property value, or & recurring charge for a pre-
determined number of years. The assessment can he zomal or parcel
specific and can be levied on all existing uses and future uses or only on
new uses. The revenue can be used to support capital or cperating expenses
associated with the tranaport facility but {is typically used to repay
loans obtained to finance the construction of the facility. The revenue
potential of this technique depends largely on the cost of the facility,
the benefits bestowed on surrounding properties, the size of the tax
district, the intensity of economic activity within the district and the
attractiveness of rents in the district compared with others in the
reglon (98 Department of ¥ransporiation, 1982a and 1983a}.

Advantages: As special benefit assessments are rot community-wide tazes,
they are considered a mere politically desirable and acceptable methad of
value capture (US Department of Transportation, 1982a). This is because
only those directly benefiting from the improvement pay additicmal taxes.
Minimal additional administrative costs are incurred because the tax can
be added to the existing property rates.

Disadvantages: The principal problem with this method is in determining
equity in the proportion of benefit received versus ths assessment
allocated to a particular property owner. Obtaining the support of those
affected may be difficult if property owners challenge both the

"y
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establishment of the assessment district and the formula used to determine
the assessment. Enabling legislatiop might be reguired and this problem
could be compounded if the assessment district covers several local
authorities (Cheng-Min Feng, 1985), Revenue potential is also limited to
a circumscribed area and thus the tax base may be relatively small.

2.2.2 Tax increment financing

This technique is not unlike special benefit assessment. However., whereas
special benefit assessment imposes a flat tax on properties within the
sphere of influerce of a tramsport project, tax increment f£inancing
involves a charge in respect of the appreciation of those properties’®
values. The methsd is based upon the premise that public improvements
spur development in the surrounding areas and as a consequence property
tex revenues increase. The projected increases in property tax revenues
are pormally used to repay Josns with which the public improvement is
financed, Alternatively, annual increments of tax revenue are deposited in
a fund dedicated to improvements in the tax district. Tax increment
financing typically works 4in three basic steps (US Department of
Transportation, 1986). PFirstly, a tax increrent E£inancing district is
established covering the area likely %¢ bhenefit from the project or
improvement. Secondly, a base year of assessed property value is set down
and assessments are frozen at that level for normal tsxing purposes for a
specified period. Thirdly, the increases in property walne attributable
to the improvement are estimated and the resulting Ilncreases in preperty
taxes are dedicated to the improvement while the taxes on base line
property vaiues are distributed te pre-existing purposes.

Advantages: This techn;{qué does not impose an additional tax hut resezves
the dincremental increase in property tax revenues for financing the
transport facility. It can also spread the burden of repayment over a
period of time. Tax increment financing can generate substantial revenue
depending on the local tax rate, the size of the taxing district, the
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amount of development after the base year and the attractive power si the
transport facility (US Department of Transportation, 1982a and 1983a).

Disadvantages: Enabling iegislation may be necessary before the technique
can be employed and political rvesistance can be expected to the crestion
of speclal tax districts by those property owners inside their boundaries.
Resistance may also be encountered from other tax revenue rvecipients such
as health and education bodies which rely heavily on genersl tax revenues
{US Department of Tramsportation, 1983a). It is often hard te justify
utilising incresses in property tax revenues within a distrizt solely for
transportation purposes =zlone. This is due to the fact that it is
difficult to separate transport-induced wvalues from the myrlad of other
economic forces . at work in a tax district (US Department of
Trangportation, 3#86). Thus tax increment finencing has been limited to
areas with potential real estate development and has been most used in
locations wunderpoing widespread redeveiopment rather than for financing
specific transport projects.

2.2.3 Comnector fees

Comnectry fees are charges to owners or developers of buildings adjacent
to & traﬁ%parhation facility in return for the advantage of bDeing
physically connected to it. They are typically of three types (US
Department of Transportation, 1986):~ 1) = lump sum payment to compeusate
for the capital cost of being connected; ii) an annual contribution te the
operating costs of a transportation facility, e.g. cleaning and
maintenance; 1ii) the dounation of property held by the owner of a building
in return for being connmected o the transport facility.

'Advuntagesa The technique is simple to Implement, usually requires faw

changes to existing property interests and has benefits for both parties
involved.
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Digmdvantages: Public authorities may not possess the legal power to
negotiate connector fees and thus enabling legisiation may be necessary &s
a prerequisite to instituting such a scheme,

2.2.4 Tmpact requirements

Impact requirements are charges or other conditions that are imposed upon
new developers te mitigate or compensate for the (. ract of their projects
on existing or planned transport facilities. Such reqguirements are
established by local regulations and are administered through powers such
as the building permit process (US Department of Transportation, 1986).
They are seen as compensation to a public bedy for the extra transport
demands and infrastructure needs imposed by & new development.

Advontages: The cherges can generate sizable revenues and can be
coenvincingly argued €or by public authorities in the case of new
developments.

Dissdvantages: Legal issues guestioning the axtent to which a public body
can attach conditions to regulations governing iand use and building may
be raised. Developers are also likely to argue that such charges impede
growth and economic development and that existing zoning rights imply the
supply of infrastructure by the public suthority (US Depastment of
Transportation, 1986).

2.2.5 Employer wage-bill levies

This method is wsimilar in its opersticnal procedure =rxo the other
technigues in this category, but emphasis in this case is placed on
employers in a defined avea affected by & transport facility rather than
on owners of propertles. It can be introduced in situations where
employers benefit, as a result of & new or improved transport facility,
from a greater and/or more relisble availability of labour {(US Depariment
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of Transportation, 1982a). & tax is levied on all wage-bills paid by
employers within a defined geographical area and dedicated to the funding
of the transport facility. The tax may be applied to all private
employers within that defined azsa. Non-profit organisations and State
and local authorities may be exempt. Utilisation of the employer wage-
bill tax for transport purposes has been limited but where used it has
been successful in generating substantial revenues.

Adventsges: The employer gains access to a larger work force than would be
available with unreliable or no transport. Improved public transport can
reduce the need for parking space which can be a major cost to both public
suthorities and employers. Employee morale may be improved 1f better
public transport facilities relieve congestion du.ing peak hours, thereby
reducing commuting time. In certain cases the tax payments can be
considered to be business expenses and thus deductible from taxable
:Ei.lcqme (US Department of Transportation, 1982a).

Disadvantages: It is possible that statutes may restrict public bodies
from using the employer wage-bill levy at a local level. Employers may
object to paying an additionsl employee-related expense and may argue that
this tax would discriminate against those employers whose employees do not
have convenient access near their homes to public transport facilities (US
Dapattment of Transportation, 1982:°.

2.3 Jojnt veptureg

The techniquea in this Jfategnry recognise that it is frequently 'mutually
advantageous for the” public sand private sectors to co-operate on
transportation p/o_lecta. The extent to which either sector iz involved in
each tﬂchnﬁ;m{ can vary but the techniques have been iisted so that the
fivst ones involve largely the prblic sector and the later ones more the
priﬁte sector. However, it must not be thought that the techniques are
mutually exclusive; in fact they can be and often are linked to form an
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effective package. The techniques discussed under the heading of joint

venturesy are:

Land hanking

Leasing ox selling development vights
Lessing or selling developed property
Joint development

Negotiated investments

Cost sharing and turnkey agreements
Donations

c 0o o O 0 D

0f these, the first four invoive public sector activity in both land and
transport development and financial benefits accrue to the public sector
from their involvement in the associated private development. However, in
the last three the emphasis changez, In these caves the public sactor is
not directly involved in private sector development but obtains financial
benefit through agieements with the private sector developers whereby the
latter contribute in different ways to the costs associated with the
transport facility.

2.3.1 Land hlnk.ﬁlg

This involves the public sacquisition and holding of land for plammed
future wuses - (IS Department of Transportation, 1982a2). Land can be
acquired at a lower cost before value due to its ultimate development
.potential accrues to it and before speculative increases in vaiue oczur
due to planned transport facilities., It also serves to avold inflationary

fncreases in land prices. Parcels of land may also be assembled so that

land can be retained, or more readilj assembled iInto tracts large enough
for major development. Gains in land valus due at least in part to public
investwent in transport facilities will thus accrue io the public sector
and can be recaptured through the latar sale or lease of development
rights (see section 2.3.2). In this way, the timing, pace =nd character

0
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of development around transport facilities cam be controlled (US
Department of Transportation, 1985). If the purchased land subseguently
becomes useless for transport purposes, 't can be sold, in most instances
for a profit. ' |

Advantages: Land banking can be a means of providing revenue through value
capture and control of development which helps maximise the financial
yield from a public body’s real estate portfolin, The early purchasing of
iand also enables the most desirable sites to be acquired and cen save &
wublic body large amounts of money through reduced future ouslays.

Disadvantages: Legislation or public policy may preclude the acquisition
of land and property by public bodies for future use. Elected officials
often perceive short term investments to have higher funding priorities
than long term investments, particularly if the future return on

- invesiment is .régarded as uncertain or speculative (US Department of

Transportation, 1982a). Acquirxng Iland may mnecessitate the use of
expropriation which may prove umpopular and, politically, guestions may be
reised about the desirability of a public body fulfilling the role of a
land barker (US Department of Transportation, 1985).

2.3.2 Leasing or selling development righi

Public bodies can lsase or sell the rights to devylop above or below a
transport £ac111ty or the rights to develop land surrounding a site used
for transport purposes. Such rights are imown as air, below-ground and
ground: rights, respectively. In some instances, a public authority may
choose actively to acquire land adjacent to 2 tyranspert facllity at pre-
construction prices and, once the faclility is completed, lease or sell the
tights at a higher price to developers who value proximity to the
facility (US Department of Transportation, 1983a), This involves the
purchasing of more land than is actually required for transpert purposes
and consequently means additional public investment. Bowever, wherve the

T T - YL e e e e e .
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existing owner does not wish to retain ownership of sn awkward remainder,
the purchase of such extra land is unaveidable, In many other rnases
public authorities may want to recoup some of the increase in property
value associated with an existing transport facility through the leave or
sale of air, surfesr or sub-gsurface reasl estate development rights
directly associatec with the facility or on land that is surplus to or net
of immediate trangport use,

Long term leasing of development rights is generally more satisfactory
than selling (US Department of Transportation, 1979). This is because in
contrast to a one-time payment from a sale the owner retains t'tle and
hence sverall control of the land, an important long range consideration
if the transportation requlrements change. In additlon the owner g2an
participate in the long term appreciation in land values and can pravide
through lessing arrangements important investment and tax incentives to
developers considering e project. Although such benefits and incentives
lessen initial revenue returns, more revenue may be generated in the long
term. The private developer usually pays the public body an anmmual rent
and in some cases a percentage of retail sales or some other form of
additional payment (US Department of Transportation, 1985). However,
because the ground level public use 1is charged with the value of the
land, the developer*s initial cost is zeduced. Leasing also allows for
the periodic upward adjustwment of rents, thereby compensating for
infiation.

This technique ceuld also include leasing of a whole site on which &
trangport facility is sitwated for mansgemesnt by private enterprise., In
this sivuation, the privrte sector would take full responsibility for the
*public" facility. 5

Advantages: The leasing or selling of undeveloped air and ground rights is
a8 way of generating substantial amounts of revenue for public bodies. The
amount of inceme which may be realised is directly dependent on mérket
demand for lesse space, transport facility lecation, the existing value of
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land and the amount of surface and air rights which are available for
lease. Putting such resources to productive use does not reguire any
significant new public investment.

Disadvantages: Me; owners lack sufficient authority and legal prec. . ~nts
to engage in the process of leasing or selling development rights,
Returns may not be substantial if the property climate is weak or the
transport facility located in an unfavorable positicn. In the case of aiv
rights, development is wueunally economically feasible only where the
surrounding land is developed in high density use and the market for
further high density development is strong (US Department of
Trensportation, 1985}, The public may complain that the lease/sale
agreement benefits the private developers more than the public sector.
Very close lilaison is called for between developer and owner, especially
in the cmse of air rights development, where continuous transport
operations must be catered for during the construction phase.

2.3.3 Leaging or selliilag developed property

This technique 18 similar to the one described above with the exception
that the public body itself develops the air and ground rights they hold
and then leases or sells the property that has been erected. The
opportunity for real estate development exists when the difference between
existing land value and its value in a changed state exceeds the cost of
conversion. While the economic ¢onditions which are basic to development
are relatively simple, the application of this concept to real situations
is more compiex (Urban Land Institute, 1980).

Advantages: Significant amounts of reve~ue can be generated to finance
transport facilities. Control of the nsture of ths development will
remain with the public authority.
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Disadvantages: Many of those identified with the previous technique also
apply, but larger initial capital investments beyond the cost of land will
be required. In the case of air rights development, a substantial capital
outlay to build the deck over the transport facility may be needed to
support the development (US Department of Transportation, 1282b).
Expertise with respect to the real estate market would also be required by
tke public body.

2.5.4 Joint development

One of the means by which some of the disadvantages of the previous
technique can be overcome is for pubiic owners to enter into joint
development projects with the private sector. This approach recognises
that it is ¥frequently mutually advantageous for the public and private
sectors to co-operate on the development or improvement of transportation
facilities and surrounding properties, since a pairing of public and
private resources can benefit both sectors and initiate development which

might otherwise not take place. The concept does not necessarily imply a

form of partnership between the two sectors and the degree of involvement
on both sides can vary from case to case. It often happens, however, that
the public authority parcticipates in the overall plonning and
implementation of the praject and the private sector involves itself with
the design and operation of the commercial aspects of the project (US
Department of Transportation, 1985).

Joint development projects are those in which investments in transport
facilities are closely linked to the development of private property to
stimuclate economic development and to encourage urban renewal and public

‘transport. The right of direct access to the transport facility for the

private developer is a usual facet of joint development. From the private
investor’s point of view, the advantages of access and the large volume of
traffic genurated by transport facilities make joint development projects
very attractive. Many private developers realise that private facilities

it
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can operate more efficlently if they are integrated with public facilities
(Urban Lend Institute, 1980). From the point of view of the public
guthority on the other hand, joint development offers access to the
financial resources and entrepreneurial skills of the private sector. The
success of such projects depends largely on the degree of co-operation
between the various parties involved and the role of Individual
personalities,

Advantages: Joint development projects can often be extremely profitabile
though existing examples tend wo be mainly large in scale. For the public
body, not only is there the opportunity to recapture some of the value
added to their land holdings, but also the possibility of rewards in
respect of lIncreasing transport petromnage, expanding job opport-mities,
increasing the tax base and the revitalisacion of depressed areas (US
Department of Transportation, 1983b). For the ptivate developer, there is
the prospect of sharing project expenses snd risks with the public sector
and an increased return on investment.

Disadvantages: The viability of such projects must be well researched and
depends largely on market forces, eccnomic cycles and the money market.
The public gector carries s certain amount of *he risk and costs normally
carried by the private developers. Close planning and co-operation is
regulired and time and complexity may be added to the project by the
involvement of the public sector (US Department of Transportation, 1983b).
The necessity to employ highly qualified staff for the public authority
may also be an impediment (Keefer, 1985), The legal authority, financial
resources and administrative requirements. to implement a joint development
plan could pose gignificant barriers. Equally, responsibility In the case
of the financial failure of a development needs to be clearly ldentified.

2.3.5 Negotiated investments

A negotiated investment invelves an agreement between & developer and a

,
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public body through which the former agrees either to make 2 needed public
improvement or to contribute z fized sum towards an improvement which will
benefit his development. This contribution is usuaily made in exchange for
some concession needed by the developer. The concession by the public
authority often takes the form of land use rezoning, building permit
approval or the leasing of publicly-owned land. The public body is not,
however, involved in the development of the land. Public authorities must
exercise their political skills to influence the negotiated investment
process (US Department of Transportation, 1982a) which often takes place
between the developer and the planning or development control authority.
The types and levels of benefits likely to result from any agreement will
have to be adeguately shown by the public authority.

Adveptages: The mutual benefit which accrues to the parties concerned
means negotiated investments usually have a good chance of being carried
out. Revenue potential can be significant.

Disadvantages: Legal issues guestioning the extent to which a public body
can attach conditions to regulations governing land use and building may
be raised (US Department of Transportation, 1982a). If the bargaining
procass becomes too protracted or the demands toc excessive, the developer
may decid: to move his project elsewhere. Opportunities to bargain with
developers can be limited by the desirability of the location selected for
develops:. . c and the rate of growth in the area.

2.3.6 Cost sharing and turnkey agreements

This technique is, in the opinion of many, the most effectlve joint
venture technigue., It is based on the fact that, in order teo gain a long
term competitive advantage for their projects, developers are often
willing to share operating expenses or contribute to the capital
construction coets of transportation facilities that are intercomnected to
or integrated with their developments (US Department of Trans, srtation,
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1986). Cost sharing agresments invelve expenditure by developers to
support the transport facility and do not include any concept of joint
land development.

A slight variation of this technique is that of turnkey agreements. A
turnkey agreement is a contract between private developers and a public
authority authorising the developer to deliver a newly constructed
transport facility ready for use. For example, a developer would build a
transport facility to the authority’s specification and turn it over to
that authority for reimbursement at cost or as a donation in return for
transport services at the developer’s location (U8 Department of
Transportation, 1983a). Turnkey agrsements are suitable for a site where
the land needed for the transport facility is controlled by a large
landowner or the transport facility will be next to a large development
such as a shopping centre. The landowner may be most willing to
cortribute to the transport facility on a turnkey basis in a situation
where access to large volumes of passengers promises significant financial
returns to him. Emphasis in this case, is placed on the initial cost to
the public authority of creating the transport facility.

Cost sharing of transportation facilities is thus an approach to achieving
an equitable relationship hetween the distribution of public and private
costs for transport projects. Opportunit:es exist in comnection with the
maintensnce and operation of existing and new facilities as well as with
new construction.

Advantages: The level of investment and staff requirements of the public
authority are less than those in the case of joint development because of
the authority's more passive role. This applies not only to its
Involvement in land development but also %o its respensibilities for
operation and construction of the transport facility itself,

i g e o e
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Disadvantages: All poiential cost sharers need to be identified and
included in the design stage of a transport facility (US Department of
Transportation, 1986). This may lengthen the initial stages of project
implementation. As with other joint venture techniques, public
authorities must possess the legal authority to emtor into cost sharing

agreements.
2.3.7 DPonations

Public authorities may be successful iIn obtaining donations £rom the
private sector to dmprove or expand their transportation systems.
Donations are generally of two types - monetary donations for capital
improvements or donations of real property as sites for transport
facilities (US Department of Transportation, 1986). They are usually made
in connection with some highly wisible project through which companies or
individuals will be recognised for their contributions or they are made
for reasoms of pure self iInterest-s.g. to increase access to =2
development,

Advantages: Little administrstion or work by the public authority is
requirved to dmplement this technique. However, consideration of both
doniors and investment opportunities is important when establishing a
system for donations. If & non-profit tax-exempt fund can be established
to accept the donations, such contributions can be invested without tax
liability and corporations making contributions are eligible to receive
tax rebates.

Disadvantages: The public authority must be legally empowered to accept
donatlons. The type of project whick companies or individuals may wisk to
contribute to may bhe limited to those of a prestige or high profile
nature.

wr g e - -
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2.4 T 8 X

These techniques focus on the opportunities for sales prerented at the
transport facility itself. Such sales are basically limited to the sale
of advertising space and the sale of goods and services. Consequently the

techniques under this heading comprise:

o Leasing of advertising space
0 Concessions

2.4.1 Leasing of advertising space

The sale of advertising rights at transport facilitiee can yield
significant revenues for public bodies. Transport terminals and public
transport vehicles themselves make excellent locations for marketing goods
and services due to the large volume of people coming into contact with
them each day (US Department of Transportation, 1986). Advantage can be
taken of this situation by renting or leasing advertising space in high
traffic aress. Mechanisms include the use of kiosks, rental display
cases, audio-visusl displays, panel boards, vehicles, timetables and
tickets. Public authorities may deal with a single contracting agency
when hiring out advertising space or use direct~bid procedures. Thesa may
allew for long term contracts.

Advertising can help to create an exciting environment 4if it is
sensitively integrated with the overall urban design concept, but care
must be iaken to avoid visual confusion and clutter, which would be
stressful to the viewer.

Advantages:s The technique is 2 widely sapplicable revenue producing

mechanism at transport facilities that can be carried out without
engendering opposition.

i Ve T TS
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Disadvantages: The literature gives no disadvantages associated with this
technique. If, however, advertising rights are not handled by a
contracting agency, the public authority may incur certain administrative
costs as a result of dealing with various advertisers. On the other hand,
loss of control may result from dealing with an advertising agency.

2.4.2 Concessions

Public authorities have the opportunity to generate additional revenues
through the sale or lease of concesslion epace in or around their transport
facilities. Pedestrian traffic through most transport terminala will
genexrate adequate business to support news-agents, food enterprises,
florists, ‘banks, dry cleaners and other convenience orientated
undertakings. Precise revenue potential depends on three principal
factors (US Department of Transportation, 1983a). Firstly, the on-site
availability and condition of wunder-utilised facilities ot property;
secondly, the strength of the real estate market surrounding the facility;
and thirdly, ridership levels. This technique generates low to moderate
amounts of revenue depending on the amount of space that can be leased at
a transport facility. Market research will help to determine needs and
opportunities.

Advantages: Few legal or political problems are encountered in leasing
concession space at transport facilities since each concession provides &
convenient service tc travellers. Functional improvements to the facility

way be generated by lianison with concessionaires.

Disadventages: The design of a transport facility may dictate how many
trading activities cen be given concessions. If = new facility is being
built, the design may have to be more elaborate to acceommodate concession
development. Issues that arise in providing concession areas are related
to maintenance, cleaning, safety and security requirements (US Department
of Transportation, 1985). Therefore it is essential that good management
relationships De established and maintained.

v R [T
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2.5 Summary

The literature review of value capture techniques shcows that there are
fourteen methods which can be considered, although many of these are

variations of one of three particular approaches. These approaches are:

o Property related charges - which aim to obtain a share of
the benefits gained by owners or users of properties as &8
result of thelr location close to a transport facility;

0 Joint ventures -~ which attempt to expioit the advantages
gained through public and private sector co-operation on
transportation projects; and

o Merchandising approaches - which focus on the opportunities
for sales presented at a transport facility.

It ie possible, however, to use some of the techniques in combination with
each other thereby strengthening any financing strategy.

Each techniqua has both advantages and disadvantages which must be weighed
up against each other. In addition, the applicebility of any wvalue
capture technigue, or combination of techniques, as tools for funding
transportation projects is 1likely tc depend upon the nature of the
individual project being considered as well as the prevailing national or
regional economic and political culture.

e . B —
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CHAPTER 3: VALUE CAPTURE USACE WORLIWIDE

3.1 Background

The budget cutbacks and revenue shortfalls faced by public authorities in
the transport sector worldwide have meant that increasing attention has
been given to value capture techniques., The avallable literature on value
capture covers three areas of the world - chiefly North America, but also
gtern Europe and the Far East. To a large extent, experience has been
confined to projects associated with mass transportation, chiefly rapid
reil schemes. However, the techniques are being increasingly applicd to
other transportation projects in varying degrees. This chapter briefly
reviews which techniques have been utilised in the three areas of the
woxld previously mentioned and gives examples of the levels of income that
can be expected from each technique. The chapter includes a summary of
recent developments in South Africa in this sphere.

3.2 North Awerica

The significant role played by private enterprise in the North American
economy along with its federal political structure has probably
contributed to the fact that all the techniques described in this report
have been adopted to some degree or another in this part of the world. In
Canada, emphasis has mainly been on joint venture techniques, but in the
United States all the techniques have bheen applied. Examples of the
places where each technique has been used are given below in accordance
with the categories slready identified in Chapter 2.

3.2.1 Property-related charges

Special benefit assessgents have been utilised in Denver and Los Angeles

(US Department of Transportation, 1983c and Braun, 1984). A 1978 revision
to the Denver city charter permitted the creation of a special assessment
district adjacent to the rail corridor which helped fund maintenance of
it. The first year's ascessment was expected to ralse US$1,5m. In Los
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Angeles, commercial property located in a special benefit assessment
district around a rsail system is expcocted to contribute up to US§250m
towards supporting the project at a rate of 27,5 cents per square foot.
Clearly, the scale of the project affects the total revenue generated.

There has not been much experience in North America with tax increment
finapecing for purely transportation purpeses. It has, however, been used
extensively in urban redevelopment projects, some of which have had
transportation components. Examples of where it has been used only for a
transport project include a station in San Francisco (US Departme . of
Transportation, 1982b) and a county in Maryland (Rice Centre, 1985) whichk
established ten tax increment financing districts to finance transport
improvements. Over a period of six years, these districts have generated
US$8, 5m.

A number of US cities have used gonpector fees. In Washingten D.C., a
department store paid US$500 00G to comnect the shop’s basement level to
the region’s Metro system (US Department cf Tramsportation, 1983d). The
shop experienced an initial 532 increases in retail saies volume end to
date has vealised subsequent increases each time the Metro system was
expanded. A coupty in Florida is projecting that U8$5m in revenues could
be collected through connector fees from the central component of their
rail Eystem which is currently under construction.

There are some good examples of the technique of wmm in
California (US Department of Transportstion, 1984 and 1982a)., Through the
enactment of a "transit development fee ordinance" in San Francisco,
developers can be required to pay up to US$5 per square foot of new office
space to compensate for the likely impact of their developments on
transportation services. In another example in California, developers are
required to design ride-sharing programmes in order to reduce potential
traffic congestion.

L
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Utilisation of smployer wape-bill levies for transportation purposes has
been limited. This technique has been used in Portland in the state of

egon tc support the local transit system (US pepartment of
“:ﬁnaportation, 198%a). Revenue must be used for operating expenses before
it is used for any cmpital expenditures. In 1980 and 1981, the Portland
tax geuerated US§35m and US§37m, respectively, or 55% of the system’s
operating budgets in those years.

3.2.2 Joint ventures

Examples of where the range of joint venture techniques have been
implemented cun be found in both the United States and Canada.

Land banking cen occur through negotiated purchase or through the exercise
of appropriation but effective use of it requires a long term plan.
Instead of acquiring land by default, it should be obtained strategically
and examples of such land hanking programmes can be found in post: major
clties (US Departmant of Teoansportation, 1982a and 1985).

The sale or lease of develppment rights has been used widely too, Aic

rights over Denver*s central transit district is expected to provide some
Us$55m in  income during dits first 15 years (US Department of
Transportatior 1982a). In Miami US$2-3m per year will be received from
development -rights over one of the stations of its xapid. rail 'sys&em
(Brosch, 1984). Development around Toronto’s heavy rail undexground
system which cost Gan$63m to build has created Can8$l0 hillion worth of
assessment (Mass Transit, 1588).

A pood example of a pegotiated investment is in New York (US Department of
Transportation, 1982a). A group of developers there are providing
US$31,5m to the city’s rail authority to renovate an overcrowded subway.
The money forms part of a US$100m package of public improvements tc the
developers' proposed housing and commercial project along the Hudson

Fry .
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River. A second example of a community that has used negotiated
investments successfully is a county in Virginia (Spielberg, 1885). In
that county, a developer recently contributed alrest US$20m in road
improvemsnts, only a proportion of which were reguired for his
development, in exchange for being allowed to construct sn office and
hotel complex in an area which had previousily been zoned for residential
PUXpOSes.

Cost sharing agreements have been negotiated in Los Angeles and Washington
D.C. with regard to station meintensnce and the provision of heating and
air conditioning respectively (US Department. of Tramsportation, 1983d}.
Similarly, in Towa, a reai estate firm is sharing in the start-up costs of
a bus service to an outlying area {US Department of Transportatiom,
1982b). In Houston, turnkey apreements have been utilised to construct
park and ride facilities {US Departwent of Transportation, 198Za).

Several communities have alsc been successful in raising hundreds of
thousands of dollars for specific transport projects via private
donatione (US Department of Transportation, 1982a).

3.2.3 Merchandising approaches

Two final techniques for which figures can be given have been well used
throughout North Amexice - those of advertising rights and concessions.

New York raises almost US§17m annually from advertising while the Het;:o in
Hasﬁington D.C. raises US§l,6m and that in Chicago Uss2,2m (Ui Department
of Tramsportatvion, 1983d). With regard &0 ' copcessiong, the Southern
California rapid transit district generates approximately US$im in annual/
revanue from its vending machines whilst in Toledo, several banks are
paying the maintenance costs of bus shelters in which they have installed
automatic teller machines (US Department of Transportation, 1983d and
1432h).
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3.3 Western Europe

The literasture shows that value capture techniques have almost exclusively
been wused in Eurcpe in comnection with rail schemes. Although the
literaturs indicates that emplover wage-bill levies have been utilised for
transportation purposes in Paris and Viemna (City Tramsport, 1587) and
that joint development projects have been implemented in West Germany and
France, no figurss on the amount of revenue generated are available. It
a8lso appears that the use of gpecial benzfit assegsments and tax incremant
Einancing has not proved popular. The reasons for this are not given in
the literature. In Western Europe generally, joint venture projects and
the exploltation of advertising rights and concessions at stations seem to
have enjoyed priority. In the case of the latter two tecimniques no
revenue flgures are available.

In Britain, some figures on the amounts of revenue earned f£rom joint
venture projects are available (Hayes, 1985 and Loubser, 19386). Hist-
orically, British Rail has held large emounts of land and during the
1970*s the British Rail Properiy Board was established to utilise the land
it held to best advantage and accrue as much revenue as possible from it.
Initially, revenue was earned by selling surpius land and during the
1970'e between £22 and £42m annually was obtained. In 1980, British Rail
Investments Ltd. V;As set up and the responsibility for all non-operational
property was transferred to it from the Property Board. This was to
prepare for the introduction of private capital for development of British
Rail 1Iand holdings in accordance with the governmentts policy of
privatisation, Since 1980, they have succeeded in attracting £345m £rom
‘the private sector to create offices, shops snd factories on zailway
lard., '

London Regionel Transport tLRT) , the operators of London buses and the
London upderground, was also involved with private developers in the
1970's in several - joint developments on LRT sites which earned extza
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revenue of approximately £2m per annum. This initiative has been stepped
up recently end the development of property assets in 1984/85 included a
programme of sales, ground leases and direct developments. In this perilod,
the net rental income from property management was £13,6m and the receipts
frem the development programmes were £3,6m.

Cities in Britain such as Glasgow, Liverpocl and Newcastle have not used
value capture techniques to help support their extensive rail systems and
have vrelied inctead om support from central government and local

ratepayers.

The mew Docklands redevelopment scheme in London is expected to generate
substantial profits from property development but no evidence exists as to
whether thls revenue will be used to support the new Docklands Light
Railwuy {(City Transport, 1988). In the main, local authorities in Eritain
have been keen tc secure the vealisation of their development plans hy
involving both public and private capital. Typically, these have been
redevelopment schemes adjacent to commercial centres of towns and cities
or .. . developments in suburbsm locations., Transport projects have formed
only one element of these broader schemes {(GB Department of the
Environment, 1583).

In Croydon, London, the Valley Park redevelopment scheme provides evidence
that the pegotiated jnvestment technique can generate large-scale private
capital for transpbrt improvements out of new development rights created
for m 40 hectare derelict power station site (Surveyor, 1988)., In this
proposal, thz developer will pay over 80 of the total of £6 to £7m for
major road improvements, a relatively small proportion of the total cost
of the development scheme, which is estimated at £475m {1988 prices).

3.4  Far East

There are indications from the literature that privately owned railways in
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Japan have implemented developments over railway cattings (Toukada and
Kuranami, 1990) and that tax increment financing has been experimented
with in Taiwen (Kuo-Ping Chang, 1586}, but no dgtail on these projects is
available,

In Hong Rong, however, the mass transit corporation ﬁaa_ entered inte &
number of joint ventupes which have been widely documented {Hong Kong Mass
Transit Rallway Corporation, 1585), Joint development 'was undertaken to
develop sirspace above stations and depots to take advantage of enhancad
land values in the vicinity rf the railway. The corporation has taken a
50 share of the profits from commercial and residential developmeuts and
this revenue has made a significant contribution of ahoirt 102 of rallway
construction costs up to 1983. In addition, recurring rental inceme from
retained commercial facilities makes a aseful annual contribauion to
revenue (HK$80m in 1985). By 1985, eight joint development ventures had
been completed, with work on another nine sites in progress. The
corporation manages residentizl properties which house more than 50 00C
people, provide 127 500 and 24 000 square metres of office and shop nrace,
respectively, and it owns &nd operates 54 500 square metres of ghops.
During 1985, the corporation disposed of a number of sites originally
acquived for railway construction generating HK$151m from the sales.

Earnings from poster gdvertising, and concessions (vental of kiosks and
mini-banks) incressed from HKS$42m to HK$57m in 1985. Over 106 000 poster
sltes and 113 kiosks are in operation.

The success achieved in Hong Kong has spurred Singapore and Calcutta to
acquire land for development around stations, although it must be
remembered that the very high population densities and keen competition
for limited urban property in Hong Kong has emabled the large scale
‘developments to take place. .. |
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3.5 A ca

The initial interest in value capture in South Africa, which has come to
the fore in recent years, 4s alsc largely centred on rail based
trangsportation, This was generated on the one hand by Transnet's moro
business-like approach to the land assets it holds as a resalt of having
to pay taxes on them {(referred to easrlier in the introductory chapter) and
on the other by the attempts of a committee, set up to investigate the
feasibility of an underground railway system for Johannesburg, to seek
ways of ralsing funds to support the huge capital costs of constructiom.
More recently, interest has been expressed by local suthorities who want
to find ways to fund transportation Ffacllitles £for which they are
responsible. The potential for the joipt venture approach has aiready
been demonstrated in the Golden Acre/Strand Comcourse development schemes
in Cape Town, for exsmple (Brand, 1980), even though such schemes have not
been specifically designed te benefit the transport system.

Traasnet has made great seotrides towards realizing the development
potential of some of its land holdings., It has set up a Business
Davelopment Section to stimulate the generation of income through the
leuse of unutilised or under-utilised fixed assets for development by
private  developers. A policy of generating profit from Transmet land
holdings has been energetically pursued. It is expecting £o secure
revenue even greater than that reguired to cover additional expenditure
incurred by property rates and taxes (Loubser, 1986). Transnet is offer-
ing mainly three options - leasing air space and Leasing and selling land.
The opportunity to establish model interchanges at strategically located
gtations is arousing particular iInterest. Already, development is taking
place at a station site in Germiston and sites in Johannesburg,
Cape Town, Pretoria and Durban hdve been identified ap possible future
projects. In addition, the proposed development of waterfroant facilities
at harbour sites in Cape Town and Durban is attracting the attention of
prive .~ developers.
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The committee set up to investigate the feasibility of an underground rail
system for Johannesburg js aware of the potential which wvalue capture
techniques hold for making the proposal into a viable proposition and is
likely to advocate the use of such technigues if the scheme goes ahead
{Johannesburg Mass Transit Committee, 1986).

At a local level, authorities are now becoming more aware of the potential
that transport facilities hold for encouraging development. In Cape Town,
the strong development that has taken place adjacent to the main line
station has encouraged the authorities to investigate Ffurther ways of
strengthening the relationship as well as utilising value capture
technigues for 1light rail proposals in the city., Similar awareness is
also being expressed on the Witwatersrand and in other South African
cities., This is particularly evident in the development of modal transfer
facilities.

A £inal comment can be made in relstion to the sale of advertisipg rights
and gcopcepsion space at transportation facilities in South Africa.

Although this is exploited to some extent by Transnet at rallwsy stations,
local suthovities at public transport terminl and the Department of Civil
Aviation (DCA) &t State airports, it is unclear whether this approach has
been sufficiently promoted. These are techniques which could probably be
more sctively used. '

3.6 Susmary

| The examples described in this chapter of whers wvalue capture techniques

have been used around the world demonstrate that substantial revenues,
totalling meny millions in monetary terms, can be generated by each
teckniaue. The income obtained wvaries according to the natuzre of and
sircumstances surrounding each individual project. Based on the available
literature, 1t is clear that North America and in jmrticular the United
States leads the way in terms of experience with numercus examples of the
successful implemegntation of 4 broad range of value capture technigues.
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In Europe, evidence indicates that the joint venture and merchandising
categories of techniques are most popular whilst countries in the Far East
are fast emerging as mnew centres of value capture knowledge and
experience.

The literatute thus confirme that considerable scope does exist for South
Africa to investigate and experiment.further with the range of identified
value capture techniques since to date use of them locally has besn
limited.

The following chapters focus on research which attempts to agsess local
attitudes, opinion and knowledge of value capture so that the capacity for
its development in financing transportation projects in South Africa can
be determined.
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CHAPTEE 4: VALUE CAPTURE AND TRANSPORTATION IN SOUTH AFRICA: A SURVEY

4.1  Background

The planning and execution of a survey is a combination of technical and
organisational decisions (Moser and Kalton, 197%). At some point in such
an exercise, the following methodological questions have tc be addressed:
the purpose of the survey and the nature of the information or data to be
collected, the coverage of the survey, the survey method to be employed
including its design and the nature of the sampling frame. This chapter
describes the planning and methodology adopted for the survey on value
centure undertaken as part of this study.

6.2 Purpose and objectives of the survey

In order to investigate the potential value capture might hold for the
funding of transportatioi projects in South Africa, it was considered -
important to obtain feedback from appropriaste individuals and bodies
inside the country. This would aseist in evaluating the suitability of
each value capture technique identified from the literature according to
prevailing local conditions and circumstances. A survey of transportation
p:ofeasionals from the public sector and representatives of organised
buginess in the privata sector was believed apt for acquiring relevant
information because these pecple were likely to be the chief actors in any
value capture exercise in the transport field. In turn, their perceptions
and awareness of the different value capture methods would most probably
prove fundamental in respect of the surcessful outcome, or otherwise, of
any locsl application of the value capture concept.

Three principle objectives were established for the survey:

o to canvass opinion about the value capture techniques
identified in the literature review;
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0 to identify existing examples in South Africa in the
transportation field where value capture has been applied;
and '

o to describe and evaluate proposed transport schemes in the

major cities throughout the country which were considered to

have value capture potentizl.

The results of the survey were expected to show whethexr consensus existed
among the participants with regard to the use of the various value capture
techniques in South Africa and whether a pattern could be identified in
respact of both the nature of j .st applications of value capture in the
transport sector and prospective transport projects advocated as

candidates for the future application of walus capture.
&.3 ] qovera

Although possibilities for value capture should ideally be investigated
for all transpori projects, evidence from the literature review suggested
that success in implementing value capture techmniques is more likely in
conditions where there are large concentrations of people. This generaily
implies urban areas and more particularly transport nodes in urban areas.
As a consequence, it was decided in the first place to undertake the
survey amongst public sector representatives responsible for road
transportation in all the metropolitan core cities in South Africa, viz.
Pretoria, Jokannesburg, the FEast Rand, Durban, Pietermaritzburg, Port
Elizabeth, Cape Town and Bloemfontein. It was consldered that the
potential for applying value capture to transport projects in these areas
would be greatest and thus worthy of extensive investigation. In
addition, representatives of Transuet, Fformerly the South African
Transport Services {SATS8), and the Directorate of Civil Aviation (DCA)
were consulted in order to ensure that feefback was obtained regarding the
use of value capture in relation to other major trsasport modes (i.e.
rall and air transport).
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Since value capture techniques normally require the involvement of the
private sector, views were also sought from the South African Property
Owners Association (SAPDA), the Johannesburg Central Business District
Association and the Association of Chambers of Commerce and Industry of
South Africa (ASSOCOM). Subsequent to the completion of this research,
the latter organisation has amalgamated with the Federated Chamber of
Industries te form the South African Chamber of Buslness (SACOB}.

In order to obtaln acceptable feedback, the survey involved various
professionals practising in the transport field. Thus in the metropolitan
core cities, respondents _uncluded chiefly transportation engineers and
town planners, but also representatives of cities® legal and fimancial
services (e.g. Chief Estates Dfficer, City Secretary). Representatives
of Provincial authorities also parteck in the survey in some instances.
In the case of Transnet, discussions were held with the Directors of
Business  Development, Passenger  Sexrvices and Planning, whilst
representatives of the State Airport Administration were consulted from
the DCA.

With regard to the private sectox, respondents included property and
financisl executives, transportation and wurban affairs consultants,
gconomists and public transport operators.

4.4  Survey method

Having identified the purpose and coverage of the survey, the next step
concetned the decigion as to what survey method should bs used. The
majority of sample surveys use a questionnaire of some kind and the choice
in this area is usually between a self-administered questionnaire survey
or an interviewer-administered questionnaire survey.
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In an extensive study of the efficts of survey method and gquestionnaire
design on the quality of data collected in transportation surveys, Bariow
{1981) compared the advantages and limitations of the two questionmaire
methods previously mentioned., His results showed that the self-
administered questionnaire survey was suitable for collecting simple
factual information and genmerally had time and cost advantages over the
interview-administered questionnaire survey. However, the latter method
iz more suitable for collecting complex attirudinal and perceptual
information where the presence of the iInterviewer can help overcome any
comprehension problems experlenced by the respondents in understanding the
design of, or gquestione contained in, the questioanaire. In addition, a
larger volume of information can be collected, upen-ended questions can be
asked, probing is possible and the interviewer can provide encouragement
and motivation to orevent non-response and discourage guesses. Finally,
the interviewer-administered guestionnaire survey was more likely than the
self-administered questionnaire survey to provide high quality inform-

ation.

It was decided that the survey method to Le employed for the value capture
study would be an interviewer-administered (by the suthor} gquestionnaire
survey primarily because both perceptual and attitudinal information would
be sought as well as £actual Ianformation. For each organisation
approached, the interviews conducted would involve, wherever possible, the
individual compietion of s gquestionraire followed by a group discussion.
Prior to the interview, a copy of a report of the literature review
completed as a resulr of the first phage of the study was forwarded to the
body or persons to be interviewed and those attending the interview were
asked to read the findings in oxder to acquaint themselves more fully with
the subject of value capture. This was to enable respondents te partake
more fruitfully in the subsequent survey and discussion.

The questionnaire (see Appendix A) which each respondent at the interviews
was asked to complete attempted to obtein information by asking two
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questions. The first question asked for general comment sbout value
capture based on the literature review findings together with information
on any other value capture techniques or variations the respondent was
aware of. The second question asked respondents to indicate the.r
attitude towarde each of the fourteen value capture teochniques identified
in the literature review in terms of their pote lal for practicai
implementation in South Africa. This was =attempted by asking cor one of
six possible responses concerning each technique using a verbal rating
scale. The responses were: like a lot, like some, indif.erwnt, dislike
some, dislike a2 lot and don’t know. Van der Reis (1983) has shown that
verbal rating scales are superior to numerical or visual rating scales in
terms of respondent understanding and familjarity and that a five-point
scale is the optimum for westernised respondents judging tramsport
attributes, as would be the case in this study. The response "don’t know"
was added to the five point scale in order for respondents to express the
view that they did not understand the significence or intention of a
particular walue capture technique. Having selected their cholce,
respondents were then asked to state motivatilons for their answer and to
indicate whether they were aware ol any leglslative or other obstacles
which might impede the implementation of a technique in South Africa.

During the group discussions that Ffellowed - ..ipletion of ths
questionnaires, information was sought on three topics. Firstly, =
general discussion was held concerning the fourteen techniques and the
responses given in the completed questionnaires. Secondlw, any existing
local transport related scheme where value capture techlmniques had been
applied was Identified and examined in terms of its pcoblems and
successes. Finally, respondents were asked to identify prospective
transport schemes in their local area which they considered to have value
capture potential. Each of these proposed schemes was discussed and
categorised according to a list of wvaripbles (see Appendixz B) associated
with the tramsport-land use relationship. This exercise was intended to
establish two things: firstly, whether particular types of transport

Cat
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scheme were perceived to lend themselves more readily to value capture
than others and serondly, whether those schemes idemcified as having value
capture potential had particular characteristics in terms of the
transport-land use variables used to categorise them.

The questionnaire was pilot tested amongst colleagues in the
transportation research field and on respondents £rom the Pretoria City
Council ané found to perform to adequate standards. Minor adjustments to
the format of the interview were made, however, in order to reduce the
time required to complete it. Thus Jetails of past applications of value
capture and possible future applications were recorded by the interviewer
and not the respondents.

4.5 Sampling frame

The practical difficultles posed by time and cost constraints precluded
the use of a randomly selected representative sample of individuals from
all the respondent organisations.

Therefore, eince it is public authorities, or their agents, which to a
large extent plan and control transport facilities, the first priority was
to obtain opinions regarding value capture techniques from these guarters.
In order to enable wvalue capture to become a practical reality, however,
it was realised that the views of the private sector would need to be
obtained and contrasted with those of the public sector.

In total, the interview survey obtained the opinions and comments of
eighty individuals who represented three broad sectors of interest - local
authorities, private sector groups and transport operators/administrators.
The majority of the responses (two thirds) were cobtained from local
authority representatives. The remaining responses {one third) were those
of representatives of private sector organisa_ions and of .ransnet and the
DCA. '

e e e A A e e e s e
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In terms of completed questionnaires, which provided a full evaluation of
the fourteen identified value capture techniques, fifty-two were obtained
from local authorities, six from individusls in the privats sector and
three from representatives of Transnmet, giving a total of sizty-one. The
DCA representatives declined to complete the guestionnaire on the grounds
that they considersd themselves ill equipped to offer valid judgemente
concerning the techniques. They did, however, provide interesting
information regarding policy in respect of commercial practices permitted
at State airports and the successes zad problems experienced in this
regard. The comparatively low number of completed questionnaires cbtained
from private sector respondents was largely the result of many of these
individuals being unable to afford the time (up to three hours) required
to complete both the questionnaire and hold a worthwhile discussion. In
most cases the respondents preferred, in the time they did have available,
tc provide a more general overview concerning value capture end the

identified techniques as part of a group discussion.

The sample is, therefore, skewed with regard to completed questionnaires
in favour of public sector respondents. In terms of interpreting the
results, however, this bias need mnot be considered a drawback for the
following reason. Although fewer completed questionnaires were obtained
from private sector respondente, thelr opinions were expressed through
group discussions and, as shown in the following chapter, their opinions
did not differ sharply from those of the public sector respondents.

It can also be argued that initiatives to dimplement wvalue capture
extensively in the transport field would necessarily have to obtain the
approval and support of those currently responsible fox policy regarding
the provision of transport f£acilities, wviz. public authorities.
Consequently, the experience and opinion of the public sector respondents
would be particularly significant in establishing workable gunidelines
regarding the implementation of value ~apture, However, the wital role to
be played by private sector interests in converting value capture concepts

into successful practices must not be overlooked.
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4.6 Pregentation of survey findings

The results of the interview survey are presented in the next three
chapters according to the fellowing format. Chapter 5 includes the
general comments made by the respondents on the concept of value capture,
it reports on variations to the value capture techniques not described in
the literature and it analyses the attitudes of the respondents towards
the fourteen identified value capture techniques. Chapter 6 describes
past applications of walue capture in the transport field in South Africa
as recalled by the respondents whilst Chapter 7 presemts an examination of
possible future transportation applications of value capture.

Where relevant and where a particular organisation, or respondent from an
prganisation, emphasised a specific point, the views and comments
expressed are broadly referemced to either the public sector or the
private sector or to the three source groups identifiel in section 4.5
{i.e. local authorities, privete soctor groups and transport operators/
administrators), but confidentiglity In terms of individual response is
maintained.

AL e e e e e —— e - o

W



W

© e ——

I T T ——————

—45

CHAPTER 5: ATTITUDES EXPRESSED TOWARDS VALUE CAPTURE

5.1 val on the concept of walue capture

Before a detailed analysis of attitudeg towards each value capture
technigue is presented, this section provides a brief overview of the
apinions expressed by the respondents towards the general notion of value
capture as well as noting variations to the value capture techniques the
respondents were aware of but which were not identified from the
literature.

Although reaction to the fourteen identified wvalue capture techniques
varied {see saection 5.2), the general concept of wvalue capture was
favourably perceived by all the interest groups interviewed, albeit from
different perspectives.

Many public sector representatives conceded that to date the possible
benefits of value canture had not been fully appreciated or exploited by
public authorities in South Africa. To s large degree, this stems from
economic and political ideologies concerning the provision of public
facilities that have existed until recently in the public sector, but
which now seem unlikely to prevail into the 1990s as funding problems
worgen and the world-wide trend towards privatisation and deregulation
gains momentum. Indeed, the 1link between the government’s current
privatisation initiatives and the involvement of the private sector in the
provision of transport facilities through value capture was widely
recognised and cited as topiral.

As a result of past public sector practices, however, the possibilities of
raising revenue for transport projects by means other than through direct
user charpes or taxation was, for some local authority respondents, an
approachk that was now being considered for the first time and the lack of
public sector expertise in this area was consequentliy a cause of major
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concern. It was also recognised that any future application of value
capture will require, in many cases, e change in philosophy towards land
use control which, if not carefully handled, could lead to the rejectlon
of long established land use principles in order to produce revemue. This
in turn could affect the prioritisation of projects and compromise codes
of equity. In the opinion of some local authority representatives, the
possibilities for raising funds Ffor transport projects wvia value capture
methods was only likely to succeed in metropolitan areas where wealth was
sufficiently concentrated and where private sector invesiment was likely
to yield an adequats return.

Public sector respondents considered that the qualifications and
personality of *those people involved in the implementation of value
capture projects was crucial in ensuring success and that before wvalue
hapture could be widely applied, structures to enhance co-operation
between the public and private sectors would meed to be established. The
issue of whether a lodal authority should be seen as a development agency
in the market place and the question of its involvement in risk venture
schemes also required attention; these matters necessitated joint planning
betwezn the private and public seetors.

Transnet, which is presently a pioneer in maﬁy respects in South Africa
with regard to the employment of certain value capture technigues, has
inherited from SATS &n autonomous arm set up to pursue this methoed of
raising funds. Thiz is interesting in view of the comments made by local
authority respondents concerning the establishment of structures to
facilitate the implementation of value capture. The land heldings that
the railways administration historically acquired has placed Transnet in a
strong position to employ joint wventure type value capture techniques.
The Transnet repregsentatives interviewed, however, were keen to point out
‘that development and transport should be looked at in their totality and
not from the perspective of trangport, or & particular transport mode,
vione. Value capture revenues obtained could be used by Transaet for
sugmenting funds to support socio-economic services although the level of
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transport service operated would probably be a crucial factor in the issue
of attrscting investment. It has not yet been decided to which part of
Transnet value capture revenues would be earmarked or dedicated. This
remains a matter of current debate pending Transnet's commerciallsation
and possible privatisation,

The dissue of dedicating funds was alsc raised by private sector
respondents. It was the view of many interviewed in this sector that the
credibility of dedicated funds has fallen away, particularly in the
transport field, where revenues received from levies on fuel, for
instance, are now utilised for purposes other than transport. Such a
trend could undermine potential transport related value capture projects
if private sector investment were not matched by adequate public sector
expenditure om transport. Transport systems would have to remain viable

to encoursge private sector participafion.

In gemeral, the private sectur representatives smphasized that for the
private sector to willingly enter intb value capture projects, & benefit
or profit in their favour would need to he clearly ideprified. A fear
eristed that overseas models regarding vslue capture oshould mot be
accepted without first conducting more research or feasibility studies
demonstrating the workability of walue capture in the South African
éituation, where the danger of the concept becoming politiclzed was a
distinct possibility.

One point that was repeatedly made concerned any pre-supposition that the
provision of a tramsport facility would sutomatically create s potential
for the use of wvalue capture techniques. The privat&“éector respondents
emphaslzed that %0 promote walue capture purely because of a2 lack of

public Ffunds for transport is an incorrect approach. Resl economic growth

was required to create real value which could be captured and this was mnot
possible in a stagnant or declining ecraomy nor where policles were not
co-ordinated,
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‘It was further pointed out that adequate transport systems may be
necessary in certain situations to protect existing investments £rom
declining and that decentralization policies, for example, work against
the viabiliry of central business districts. Although it can be argued in
this particular example that any investment wundertaken does not
automatically warrant further e:ipenditure to suppert it, there is a need
to focus on how value capture interacts with other pelicies in the -
planning and transport fields so that attemtion is brought to bear on what
is being iwplemented in pursuing value capture rather than gimply on how
to implement it.

Relevant Jlegislation was widely recognised by many respondents as a
. potential obstacle to the implementation of value capture in South Africa.
Respondents were asked in the survey to identify what legislation might
prevent the use of a particular technique ard although this problem was
alluded to with regard to many of the techwiques, the respondents were
generally unable to identify spacific legislation which should bs
investigated. This largely reflects their lack of legal expertise and is
compounded by the large number of executive authorities which exist in
South Africa. They did emphusise, however, that all land use and
transport legislation affecting the different levels of government as well
as laws governing what duties public authorities may perfomrm or how they
should operate would require attention. The guestion will thus reguire
research which 1s beyond the limits of this i_nvestigation.

All of the '}:espondents étressed that value cspture was not a panacea to
present funding problefns in the transpart fileld end that there was no
single formula that could be applied with regard te its implementation.
Instead each individual situation should be assessed op its merits and
value capture recognised as ‘ona tool wh:.ch can be used in the funding nf
transport projects.
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Notwithstanding 8ll of the issues rxaisad by the 3iInterest groups
interviewed, sufficient interest was expressed on the bkrme of co-
operation between the private and public sactors im the pravision of
transport facilities to justify more sericus investigatis of the value
capture concept. If zdequately tested and marketed, value capture could,
in the opinion of many rospondents, make a meapningful contribution towards
the funding and provision of transport facilities.

5.1.1 Value capture technigues not identified in the literasure review

As part of their general c.ments on the concept of value capture, survey
respondents were also asked to state whether there were any variatiuns or
other value capture techniques they were aware of which were not contained
in the literature review,

A method commonly used by some local authorities in South Africa (either
in the past or currentl, . obtain funds Ffor required infrastructure,
aover and above revenue d  »d from ordinary local taxation, is that of a
charge collected when granting more intensive use of, or a change in, land
uge rights (i.e. rezoning).

These charges are known as an engineering services levy, enhancement levy,
bulk services contribuiion, endowment contribution or betterment levy
depending on where in the country is under discussinn.'Thg charge is, or
has been, levied according to various formulae, many of which are baged on
the incressed rateable value of the land or property after rezoning takes
place,

To & certain extent, these charging methods are akin to some of the
techniques 1dentified in the property related charges group' . the
litergture review., However, they have generally been applied in the
transportation field in South Africa only in respect of lozal road
constryction or improvements {often in residential areas) and not as &
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contribution towards, for instance, system wide improvements or public
transport facilities. Purthermore, whereas the supply of other public
services, such as water and electricity, may secure additional revenue
based on s measurement of their use, this does not apply in the case of
public =©oad usage. Funds from fuel levies, which were previously
earmarked for transport improvements and maintenance, have declined in
real terms and have recently bsen diverted for other purposes. One result
of this 1loss of funds for transport has menifested itself in the recent

moves to privatise and toll certait new roads.

It is evident, therefore, that methods such as rezoning levies, which can
be considered te fall within the value capture feamily of techniques, will
have to be sericusly reviewed in attempting to redress the imbalance
between the need for transport facilities and the lack of available funds
for meeting this need.

Most of the other possible instruments mentioned by respondents for
obtaining revenue for transport projects are essentially varlations of
those technigues described in the literature review. They intlude the
transfer of development or bulk rights, the buying of prierity for a
‘transport imprévement vital to a developers® project, a proposal call for
the design and construction of a transport project and the establishment
of a private company (in which shares are sold) to establish and/or
operate a transport facility, These methods could all be described as
variations of the joint venture category of value capture techmigues,
details of which have been summarised in the literature review. '

Two other techniques menticned by survey respondents were a local sales
tax and a prefitabiliry tax. Although, 2s direct forms of taxation, these
virrant attention from a wider perspective of the gunding proﬁlem ic
transport, they were not considered to fall, for t:hé purposes of this
study, under the value capture umbrella and are therg,".nre not discussed

-,

further.
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5.2

5.2.1 Background

The responses obtained from those who took part in the interview survey
regarding their attitudes and perceptions towards the fourteen value
capture techniques are reviewed in the following sections.

The analysis of the questionnaire responses focused as much on detecting
trends and areas or points of emphasis or agreement as on the number or
percentage ef respondents .who expressed preferences or particular
sttitudes towards each technigue according to the rating scale. It was
congiderad that care had to be exercised in relying solely on a
statistical analysis of the rating scale results. This was because the
options selected and the perceptions expressed by the respondents in
sup“;kt of their choice were subjective and were based on the respondent’s
think*ng ead experience. Equally, answers may have been influenced by a
respcﬂdent s understanding of how a particular technique is utilised or
implemented. One technique may therefore have been appropriste for one
individual or erganisation and not for another.

Furthermore, it was felt that by following this more holistic approach,
inajghts of greater relevance would be shiained. This would assist in the
task of developing & value capture policy in the field of transportation
and in turn would facilitite the drawing up of guidelines which both
identify the major issues surrounding valae capture as well as suggesting
ways of taﬁkling them.

Therefore, in order to interpret more readily the responses obtained. a
two step process was followed., Firstiy the number of positive responses
{(i.e. like a lot, like some)}, negative responses (i.e. dislike a2 lot,
dislike some) and non~commital responses (i.e. indifferent, don't know)
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given to each technique were totalled, as shown in Appendix C. Secondly.
examination of the comments given by the respondents, both in the
questionnaires as motivations for supporting the response they selected
and in the general discussions, enabled specific strengths or weaknesses
concerning each technique to be highlighted. This second step in the
analysis allowed for the inclusion of comments made by those respondents
who wers unable to complete the questionnaire because of time

constraints.

The presentation of the results of the attitude survey thus adheres to the
following structure, Firstly, a brief definitlon of the value capture
technique is given. The definition is the same as that used in the
questionnaire to remind each respondent of how the technique is utilised.
A summary of the responses received in the rating scale exercise is then
shown followed by & résumé of the positive and negative perceptions
mentioned by the respondents in either supporting thelr rating of each
techninue or as expressed in tne group discussions. Finally, a synopsis
of the most pertinent rematks made about each technique is presented and
related to the major issues raised in the literature.

In the literature review, the value capture techniques were grouped into
one of three categories: property-related charges, jeint ventures and
merchandising. PFor the purposes of showing the responses obtained in the
interview survey, this categorisation is maintained. Each category and
the wvalue capture techniques contained in it are, therefore, briefly
sunmarised below for the purposes of continuity and to aid the reader,

Value capture technigues placed in the property-related charges group
forus on tapping & portion of the benefits gained by the owners or users
of properties ss a result of their location vloge to a transport facility.
The five techniques wunder this heading comprise: special benefit
assessments, tax increment financing, comnector fees, impact requirements
and employer wage-bill levies.




The techniques in the joint ventures category embody the principle that it
is frequently mutually advantageous for the public and private sectors to
co-operate on transportation projects. The extent to which either sector
is involved in each technique can wvary. The techniques placed in this
category ace: land banking, leasing or selling development rights,
leasing or selling developed property, Jjoint development, negotiated

investments, cost sharing and donations,

The technigues in the third category, merchandising approaches, focus con
the opportunities for sales presented at the trawasport facility itself.
Such sales are basically limited to the sale of advertising space and the
sale of goods and services. Conmsequently, the technigues under this
heading comprise the leasing or selling of advertising space and

concessions.

5.2.2 Property related charges

(i} Specizl benefit assessments

Definition: A fiscal measure whereby some or all of the costs associated
with providing a utransport facility are borme by owners of properties

within a well defined arzs, ihe boundaries of which are drawn to include
all properties benefiting from the project.

Positive responges 31z

Kegative responces 59%

Rating scale results: Non-commltal respouses 10z
TOTAL 1002

Positive perceptions: This technigue had appeal for some respondents
based on its theoretical rationale and because it incorpsrated elements of
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the user pays principle. There was a belief that applying this technique
would be more appropriate in the case of new transport facilities end that
it may reduce the harmful aspects of property speculation in respect of a
proposed transport facility. It was suggested that a better understanding
of North American sexperience in relation to implementing this technigue
might serve to reduce many of the negative perceptions surrounding ir,
especially the impression gained by most respondents that it would be
anforced rather than wvoluntarlly applied.

Negative perceptions: Probleme associated with this technique, which were
repeated'y mentioned by respondents from all interest groups, were those
of implementing it in practi-e. This would involve eguitably assessing
the extent of any benefit fs.iivy® c¢ver both tiwe and distante from the
transport facility. The dete.sinction of the area over which the
asgessment would apply, the drawing of boundaries and the problem of
discontinuity associated with boundariss were all cited as sipgnificant
disadvantages which would arouse opposition. There was also the
possibility that the sssessment might be contested in court culminating in
expensive and protracted litigation. Concern was expressed that property
owners in an assessment district might bear the risk of an unsuccessful
transport project or pass on any costs Incurred to consumers or tenants.
If land and property values wers to increise around a transport facility
because of its presence, some respondents argued, increased revenue would
accrue to local authorities in any case through higher property taxes.
Thus to add a further charge in the form of an assessment £fee would
constitute double :axation. Bince South Africa was already in mony
people’s opinion a heavily tazxed nation, such a - -se would not be
favourably received. Extra adminietration costs would arise and changes
in legislation would probably be needed.

Sumpary: Although the principles behind the special benefit assessment

were generally supported, the respondents perceived that because the
technique is a f£iscal measure, any assessment might be imposed rather than
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applied with the support of the community who had to pay Jt. In addition,
the ‘“espondents endorsed the problems with this technique highlighted by
the literature, most notably those of how to equitably determine the

henefit received and thus the assessment to collect.
{i1) Tax Increwent financing

Definitions A charge which is based on the expected appreclation of
propesty values within the sphere of influence of a proposed trannport
project. The property wvalue increment 1s used as a security to ohtainm
funding for the project.

Positive responses 332

Negative regponses 572

Rating scale results: Non-commital responses - 10Z
TOTAL 1601

Positive perceptions: Although stili generally disliked, tax inczement
financing was marginally more favoured tban special benefit assessments on
the prounds that the bhenefits which would he expected to accrue as =&
result of a transport project would have to be more adequately
demonstrated jip advance in order to secure the necessary financing, The
technique would also allow for relevant before and after datsa ﬂo be
collected, which wonld ease the revenue assessment and collection prafess.
Despite possible distortions such s technique might have on the proderty
market, property valuations were seer in general as being governed largely
by free market forces. Property rating was also considered to habe a
tradition of arbitration and was a mechenism many officials hud exper#ence
cf.

Regr’ ive ’ﬁerneptiﬁnsz Many of the problems identified with sperial

benefit assessments were seen as commoz to takx increment financing.
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Agaln, measuring any appreciation in property wvalues due to a tramnsport
project would prove difficult, particularly when taking into account
:nflation and the effects of non-transport factors. It was considered
1ikely that the property valuation system would need to be refined and
improved. The degree of risk involved concerned many public sector
representatives, particularly if, after a transport project was completed,
grewth failed to take place or development was driven away because of
extra costs. The uffect on small business might be especially critical in
this respect. Increased administrative costs and legislative problems

were also envisaged.

Summary: Tay jacrement €£inanzing was not well Iiked by majority oi ths
survey respondents for much the same reasons as the speclal benefit
asseasment. In particular, it was considered that the sophistication of
the local property valmation and local tax systems might have to be
considerably emhanced in order to accommodate the use of the technique.
The respondenmts fully agreed with the point raised in the literature
concerning the difficulty of separating transport induced benefits from

those generated by other factors, but added that probleme in this regard
coald be compounded by inflation and by weak or no economic growth
situations.

(iii)  Connector fees
Definition: Charges to owners or developers of buildings adjacent te a

tranepertation facility specifically in return for the advantage of being
pbysically connected to it.

Positive responses 77%

Negative responses 152

Rating scele results: Ron-commital responses 82
TOTAL 1002
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Positive perceptions: It was generally accepted by all of the respondents
that the benefits to be obtained through the application of the connector
fees technlque could be more easily calculated that the other techniques
in the property related charges group. Private sector respondents
balieved that any charge could be based on some assessment of turnover or
income. This would meske it easier for a developer or entrepreneur o
decide whether the costs of connection were bearable. An annual charge
rather than a one.off fee might prove more eguitable and could also allow
for adjustments., It was further believed that both private and public
sectors could easily recognise the benefits that both parties could secure
from an agreement of this twpe., The public authority was likely to be in
a ressonably strong bargaining position where such a technique was a
poseibility eince something tangible was being offered to the private
sector. It would seem to be a relatively easy technique to implement and
a negotiated agreement could be drawn up at the beginning of a project so
reducing property speculaticn. An important factor concerning this
technique was that it was perceived to be veiuntarily applied rather than
enforced. Substantial bepefits can be derived by certain businesses from
a good location and undertakings with strong accessibility needs or
dependent on passing trade may well be enthusiastic to enter into a
partnership of this nature. Being attacied to a transport facility could
offer a captive market if travellers must pasg through the connecting
access way and in return the attractions of & connected develcpment may

stimulste the patronage of the traansport mode involved.

Negative percepticoms: Despite s genera! perception that connector fees
could ke fairly easily calculated, there remained concern amongst public
sector respondents that difficulties could he faced in reaching agreement
between the parties involved and that costs incurred by the private sector
might eventually be pasced on to their clients. Leglslation would
probably require amendment and the public body*s responsibility with
regard to this technique would need to be clearly defiued. It was felt
that there may be relatively few opportunities to utilise this technique,
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particularly in low income or depressed areas. Furthermore, others not
connected to a transport facility would not contribute to its cost yet
could still derive benefit from their proximity to it. Care should be
exercised to ensure that community needs were not sacrificed for
commercial interests and that pedestrians leaving & transport facility

would not be forced to walk contrary to thelr desired routes.

Summary: Considered ar appealing technique by most respondents, but
especially those from the private sector, the only major drawback
mentioned about connector fees was that the opportunitles to implement the
technique might be limited to facilities such as public transport
terminals or parking garages. The commercial advantages to be cbtained by
connecting developments to transport facilities €£or both the private
sector (through increased trading opportunities) and the transport
operator (through increased patronage) were points well understood by the

respondentr even though not highlighted in the literature.
(iv)} 1Impact requirements
Definition: Charges or other conditions imposed on new developers to

mitigate or compensate for the impact of their projects on existing or
planned transport facilities,

Positive responses 77%

Negative responses 132

Rating scale results: Non-commital responses 16z
TOTAL 1002

Positive perceptions: Like connector fees, impact requirements were
mostly seen as charges which could be negotiasted rather than legislated
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for and thus would be relstively easy to implement and administer. If the
technique was used at the outset with regerd to a development proposal, it
would 1likely be more acceptable and would thus reduce any costs the
community might otherwise have to bear, The technique was seen as an
extension of reguirements which already exist in many local authorities
covering contributions towards the provision of engineering services and

parking facilities necessitagted by new developmente.

Negative perceptions: Dissatisfaction may be caused amongst developers if
suitable guidelines regarding the use of this technique are not drawn up
and implemented equitably. Any charges levied would need to be carefully
managed, for Iif costs exceed perceived benefits, development may be
stifled and diverted elsewhere. It would appear unlikely that this
technique uould be imposed upon developsrs acting within their existing
rights without first studying the legal ramificatlone.

Swwmary: Impact requiremsnis (like comnector fees) were not seen as
compulsory contribi®’nns +owards funding trangport facilities as was
perceived in the case of special benefit assesuments apd tax increment
financing. Hewever, the respondents agreed with the literature review
finding that if impact requirementis tave aggressively applied, development
could be constrained. Given 3wuth Africa’s need to stimulate economic
growth, this issue would require careful attention. Nevertheless,
respondents had had experience of locsl interpratations of this method
vhich could be bujlt on to ensure that application and management of the
technique is vniform.

{v) Employer wage-bill levies

Definition: A tax levied on all wage-bills paid by employers within a
defined area served by & transport facility.
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Positive responses 282

Negative responses 562

Rating scale resulis: Non-commital responses 152
TOTAL 1003

Positive perceptions: This technijue may be easier to implement anu
control following expsrience of this type of levy with the establishment
of the Regional Service Councils. As transport improvements generally
benefit a whole region and help to ensure a steady workforce supply, this
method allows for the costs associated with those transport improvements
c¢ be spread more eveniy. The technique may be more suvccessful where new,
especially industrisl, areas are established and the rharge levied could

either be & one-off or an annual charge.

Hegative perceptions: The major difficulties identified with implementing
this technique were again those of defining the basis for ecalculating the
charge and the area over which it would apply. Problems might also be
encountered with respect to how nr where revenue obtained would be spent.
Although widely based, it was argued that not all contributors may clearly
benefit. Labour intensive companies would be discriminated apainst and
small or young businesses would be burdeped with extra costs. This could
result in lower wages for the workforce and have a negative effect on job
creation. The objections raised when jutroducing Regional Service Council
enployer wage-bill levies could well mean that their further use would be
unpopular or politically unacceptable. Legislation would probably require

amendment and certain administrative casts could be incurred.

Summary: Familiarity with this technigue, as a consequence of its recent
introduction in South Africa as a general revenue raising mechanism, did
not encourage the survey respondents to favour it. Instead, its use as a
method to fund specific transport projects was perceived more as an extra
employee~related expense which would particularly affect companies or
industries employing large labour forces., This latter point, which was
not highlighted in the Iliterature is particularly importsat in South
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Africa. Given the country’s present population profile, where large
numbers of young people will be entering the job market over the next
decade, the need to create employment opportunities, especially unskilled
ones, is an issue which may preclude any extended use of employer wage-
bill levies.

5.2.3 Joint ventures
{i) Land banking

Definition: The public zcquieition and holding of land for planned future

use.
Positive responsas 582
Kegative responses 332
Rating scale results: Hon-commital responses 8%
TOTAL 1002

Positive perceptioms: To a certain extent, some public authorities in
South Africa (e.g. Transnet and Bloemfontein) have passively hanked land
in the past., Land banking can be an effective policy if carried out with
circumspection and it can support forward planning and the co-ordination
of appropriate land use to achieve desired planning goals. Revenue may ba
cbtained¢ through a land banking policy te provide facilities and services
which arv not generally income producing or cost covering. Land banking
might alsc help to avoild problems currently experienced when expro-
priating land.

Negative perceptions: Msny respondents, especially from the private
sector, cited ethical reasons against allowing public auvthorities to
operate in the property market. There were fears that such a move could
distort market forces and that corruption and speculation might be
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fostered, for instance, hy authorities withholding information to obtain
land at cheaper prices. The acquisition of land could also drain an
authority’s resources and might 3in some cases expose it to a certain
degree of risk, If 1land acquisition accelerated, the planning of
transport schemes might not keep pace and acquired land might then
possibly lie sterile before development, a sub-optimal use of land that
could affect surrounding property wvalues. Often, local suthorities are
not permitted te purchase land except for a specific reason, but to
prevent abuse, a time limit could be set beyond which land should either
be sold or developed. Most government agencies are also now obliged to
pay tax on thair land holdings. A negative reaction could ensue 1f land
acquired by & public authority was not used for the purposes ~riginally
intended. In an atmospheras of privatisation and dersgulation, ic appeared
incongruous to many respondents to encouarage public sector anguisition of
land. Land banking was likely to be of limited use in mere developed
cities and administrative and legal difficulties could arise.

Summary: The land banking technique proved to be one »f the more
controversial value capture methods in the minds of meny respondents. The
ability to centrol land use and development through large holdings of land
was clearly perceived by all respondents. Those from the public sector
understood their planning responsibilities could be more easily carried
out if ihey owned large tracts of land, but present government policy
directions tended +to temper their enthusiasm. The private sector
respendents, on the other hand, fully supported the contention made in the
literature auestioning the desirability of public bodies performing the
role of a land banker. The financial constraints and the long time frame
often associated with the development of land, already appears, however,
£0 be restraining the public sector's influence in this area.
Nevertheless, the significance which the ownership of land imparts upon
the mechanics of meny of the techniques in the joint ventures category was

recognised.
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(iij Leasingfselling develcopment rights

Pefinition: The leasing/selling of rights to develop above, belew or

around a site used for transportation purposes.

Positive responses 902

Negative responses 52

Rating scale results: Non-commital responses 5z
B

TOTAL 100z

Positive perceptions: This technique was well liked by virtually all
respondents as it could be fully negotiated and no coercion was involved.
In most cases smere this technique could be utilised, the public authority
would be In a strong bargaining position, yet the priwate sector would
probably be willing to co-operate if it perceived a clear benefit to its
operations., Little development expertise is required by the public sector
and minimal risk is involved. The technique also helps to optimise land
use and encourage integrated plamning. The planning authority is in a
position to retain & degree of control over the type of development,
especinlly through leasing, which would be useful if the transportation
facility needed to expand at a later date.

Negative percepticns: Public authorities would need to acquire new
expertise with regard to negotiating or gauging the economic climste in
the property market. This vwould also involve preventing any distortions
to the property market by the release or acquisition of publicly owned
land. There was concern, too, that commercial Iinterests should not be
allowed to override soclal ones and that revenue obtained should be
dedicated in some way in order to prevent its misuse. Any lease or sale
of development rights should preferably be carried out on a tender basis
and should be preceded by a well thought out land use and urban design
plan. Legislation to enable the use of this technique may be required.
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Summary: Very strong support was received ... nearly all the respondents
regarding this technique and the literature findings were fully agreed
upon. The most significant Iimiting factor appeared only to be one of
sufficient understanding by the public secror of the workings of the
property market, although this could be relatively easily overcome through
eo-operation with private sector interests.

(1ii) Leauing/selling developed properties

Definition: The public body itself develops the rights it holds and then
leases or sells the property that has been erected. This could inclvde
leasing of the whole site on which the transport facility is situasted for
management by private enterprise.

Positlve responses 62X

Negative responses 202

Bating scale results: Non-commital responses 18%
TOTAL io0x

Positive perceptions: Many of the positive perceptions concerning the
leasing or selling of developmeni rights applied equally to the technigue
of leasing or selling developed property. Although input from the private
sector way stilll necesszary, more control rested with the public authority
in this case and more attention could be paid to enhancing the vwiability
of the transport facility in concert with the development. An alternative
to direct public sector involvement could be the establishment of private
companies to control such projects. This might involve a sale te the
private sector {including the transport facility) and a leaseback by the
publib authority.
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Negative perceptions: Far more negative feedback was received regarding i
this technique than with the sale or lease of development rights. This '
was mainly because it was perceived by many respondents, including thase

from the local authorities, that it was not the role of the public sector

to compete with the private sector in the property market. In any casse,

little expertise was available in the public sector to fulfil the

requirements necessary to implement this technigue and there was currently

little prospect of funds being made avallahle to employ specialists In

this field. In addition, if a strain was placed on funds through

investing in property, more urgent projects could be neglected and this

could arouse opposition in many circles, mnot least from the State, which

had to approve the expenditure of public authorities. Investing in

property also carries a financial risk which is subject to the vagaries of

the economic climate and although such investments had the potential to

secure good returns in the long term, they were deemed not to be as

flexible as leasing development rights. The gensal consensus wids that

private enterprise was more gesred towards the optimal utilisationr of land J
and property. Practlcal difficulties in terms of administration and

legislation would also be faced when implementing this technique.

Summary: Leasing oz selling developed property was less favourably
perceived by the survey respondents than the previous technique largely
because neither the expertise nor the resources presently exists on any
significant scale in the public sector in South Africa to exploit this
method of value capture. In this regard thz iiterature findings were
again endorsad.

{iv} Joint development

Definition: Projects in which investment in transport facilities is
closely linked to the development of private property, thus involving both
the private and public sectors in informal and formal development
partnerships.
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Positive responses 93z

Negative responses 0x

Rating scale results: Non-commital responses 2
TOTAL 1p0zZ

Positive perceptions: This technique was favourably perceived by all
respondents because the prime f£anctions of the public sector to co-
ordinate and the private sector to make a profit were seen to be brought
together. In this way, tramsport and land use could be integrated and
development stimuliated over and azbove the creation of the trangport
facility itself. The respsctive contributions of the public and private
sectors to joint projects would be the subject of negotiation, but large
expensive projects, for example mass transit systems, could be made more
feasible in this way. An emphasis lay on flexibility in securing
agreements of this sort. Joint projects were likely to increase the rates

bage end also the patronage of the transport facility.

Kegative perceptiomg: Public sector respondents expressed limited
reservations in respect of their lack of expertise in negotiasting skills
and knowledge of the real estate market. They wished to prevent public
authorities from being taken advantage of and priorities from being
distorteé ti the - detriment of the public interest. The selecticn of
suitable partners Ffor joint development was seen as critieal, because
negotirtions coald bz protracted and involved. Responsibilities and
ownership with respect to different elements of a project would need to be
defined. Legislatiut nay require amendment .

Summary: Well received by all the respondents, the survey showed this
methed to be the most popular acrogs all three categories of value capture
technigues., The period of change which South Africa is currently
undergoing is lending itself to co-operation between the public and
private sectors. This 1s particularly true with regard to the funding of
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infrastructure because resources available to the public sectoxr are being
progressively strained. The pressing need to address the less developed
parts of the economy is, therefore, increasingly likely to require a form
of partnership between the private scector and the various levels of
government, Given this backdrop to the South African situation, it is
perhaps not surprising that the notion of jeint development was S0
favourably received.

{v) Negotiated investments

Definition: An agreement between a developer and a public body through
which the former agrees either to make a needed pnblic improvement or to
contribute a sum tcwards’an improvement in excuaange for a concession witich
wlll benefit his development.

Positive responses 822

Negetive rasponses loz

Rating sqﬁla resuits: Nog-commital responses | , 8%
TOTAL lo0z

Positive perceptions: Tho p}':sitive statements which were made in £avour
of the !oint developmeni tachnique were repeated to a large extent with

~ respect to wegotiated investments, The importance and value of

negotiation and fiexibility were emphasised.

Megarive perceptions: Most of the reservations concerning this technique
agsin emanated from the public sector respondents. Their amxieties,
however, were more pronounced in this case than with the joint development
technique. They were particularly concerned that there would be more
ecope for corruption and bribery and‘ £or land use principles to be




disregarded in Ffavour of cobtainiupg revenwe. If a transport facility were
to be completely in the hands of the private sector, design standards may
be difficult to enforce. Attention would need to be given to the legal

implications of utilising this technique.

Summary: Although this technique was gemerally liked, the lack of any
guldance int the literature on negotiating procedures to be followed as
well as the possibility that several planning dictates could be undermined
caused concern samongst certain public sector respondents. A conflict of
interest between adhering %o specific jridelines on the one hand and an
exchange Bf concessions inherent in the negotiating process on the other
will likely require the attention of tacs» skilled in:*he management of
negotiation and bargaining procedures in é.rder to help &11&,7 fears raised
in this regard,

(vl) Cost sharing (turakey agreement)

Definition: The sharing of operating "-;r.*;~penses or contributions to thet
construction costs of a tramsport facility by a private developer.' ¥o
joint lsnd development is invalved but the benefits are derived from
integration or intercompection between the transport -facility end the

private development. (A tl_;mk;y agreement involves the construction of a
traneport facility by private enterprise on behalf of a transport

authority).
Positive responses T eer
< ‘ : Negative responses 27
Rating scale results: Non-commital responses 28X
TOTAL 1o00% i
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Positive percepiions: This technique also sttracted much of the positive
comment recorded for the joint development and negotiated inve.tment
techniques. Its flexibility was liked but it was seen as a technigue that
was likely to be more selectively applied chan the latter two.

Negative perceptions: Difficuities were foreseern in resolving the
apporticnment of costs and benefits amongst the various Iinvolved narties.
Although this technigue may help with some of the capital requirements
necessary to fund transport facilities, doubt was expressed as to its
capacity to help suppert operating expenses. As with many of the
technigues in the joini venture category, the guestion of whether public
bodies possess the isgal authority to enter frto agreements of this kind

would require invastigation.

Sumary: A degree of confusion existed in the minds of many survey
respondents concerming this technigue judging by the relatively large
number of non-comnital responses received. The literature indicates that
cost sharing does not involve any joint land development, but envisages
private developers contributing t&wards the cost of a transport facility
because the penalty incurred in doing vo is outweir 2d by the actioms
raceived from improved accessibility to & develogment. The survey
respondents, however, did reslise that sgreement on the allocation of
tosts was & crucial element in asny cost sharing scheme.

Mo

{vil} DPonations

Definition: Thé obtaining of donations  {monetary or physical
land/property) from the private sgector ‘n return for recognition or
publicity.

Positive responses 612

Negative responses 13z
Rating scale results: Non-commital respenses 212

TOTAL 1501




[y 1) P

Positive perceptions: Most respondents considered this technidque
acceptable providing the private sector saw feasible opportunities in this
regard, Donations on a small scale or in prestiglous areas were a
possibility. Such a technigue would require minimsl administration.

Kegative perceptions: Large scale altruism on the part of the private
sector was seen as unlikely by many respondents. Although no major
problems were envisaged in pursuing this technigque, it was seen as limited
in scope with few opportunities capsble of generating significant amounts
7 revenue, especially if the economy were weak. Public bodies should
remain open, accountable and impartial in receiving donations te avoid
malpractices and should be wary of any later favours requested by a
sponsor.

Sumwary: The survey respondents were supportive of the literature in
thelr comments on the donations technique. However, a certain degree of
indifference was expressed by some respondents because thay did not
envisage many opportunities to meteralise.

5.2.4 Merchandising approaches

{i) Ileasing advertising space

Definition: The sale of advertising rights in or arcund transport
facilities.

Positive respon}jes-” 852
Regative responses 5z
Buting scale resulty: Non-commital responses 10X

TOTAL 1007
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Positive perceptions: This technigque was accepted by nearly all
respondents as a suitable method of earming extra revenue for transport
facilities and ome that was commonly practised in many aress. It had a
proven track record., required no changes in legislation and had the

potential to be further exploited to maxiwmize revenue.

Hegative perceptions: The revenue to be earned via this technique was
considered in most Instances to be relatively small. Concern was
expressed that advertising could be environmentally disruptive, causing
visual intrusion. Thus a poliey of control may be required to apply
certain standards and limits to advertiring and so wensure that it is
respousibly handled. Temders and contracts may have to be drawn up and
the services of an advertising contractor rould be wused. By-itws may

require amending.

Susmary: The lease or sale of advertising space in association with
transport facilities was seen as a very acceptable revenue raising
mechanism by nearly all the respondents not least because it is one that
is not unknown in South Africa. The survey respondents agreed with the
literature that the major issues here were ones of sesthetics and control,
although as some respondents pointed out, revenues are subject %o the
fluctuations of the economic cyclé.

{ii) Concessions

Definition: The generation of vrevenues through the saleflease of
concessions for business purposes in or around trausport facilities.

Positlve responses 79

_ Negative responses 82
Rating scale results: Non-commital respon s 132
TOTAL ) | 100z
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Positive perceptioms: This method was also recognised as one which is
already well utilised in certain areas and could easily be developed
further. Concession areas are usually an integral part of a transport
facility and the dedication of revenues to transport should not arouse
much controversy. Concessions could also be integrated with other value

capture techniques.

Negative perceptions: The prenting of concessions needs to be
contractually tied up and safety, operational and maintenance control
exercised. The planning of the layout is important and will depend on the
availability of space and passenger volumes. Market research may be
necessary, tenders will need to be drawn up and the public authority will

hawve to bear the management burden.

Summary: The uase of concessions, like the lease or sale of advertising
space, was a method of raising revenue of which certain respondents had
had experience and was also very popular with the majority of those
interviewed, It was generally agreed, though, that transport facilities
in South Africa are often planned and designed in isolation without due
regard to ancillary features.

5.3 A_comment on public snd private mector attitudes expressed
towards 8 capture techniyues

A full discussion of the main issues raised by the survey respondents with
respect to each value capture technigue and to the three categories of
techniques (i.e. property related charges, joint ventures and
rerchandising approsches) is contained in Chapter 8 of the study.

& palient feature apparent from the comments receilved in the survey,
however, is worth noting at this point. This is the degree of broad
consensug shown between respondents representing the interest groups
interviewed. The relatively small number of completed questionnaires
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obtained from the private sector respondents means that no significance
can be attached to any statistical comparison of the rating scale results
between respondents from the pubilc and private sector. Nevertheless
based on the discussions held with all the interest groups, there appears
to be 2 clear appreciation amongst the majority of respondents of the
diminishing level of funds available in the public sector for transport

and also a willingness to seek new sources of revenme for this purpose

which will involve input from the private sector.

Although, as might be expected, certain differences of opinion regarding
the applicability of the wvalue capture techniques was reflected on an
axdividual lavel, the .:edback indicates that in general, there is much in
common regarding the viewpointe expressed by respondents from both the
public and private sectors, Differences which can bLe 1dentified are more
of emphasis than substance and this tends to reflect the priorities held
by each sector. For example, pubiic gector respondents were more
concerned with equity and fairness in terms of implementing value capture
whilst the private sector respendents were more interested in opportunity
and profit. The areas of agfésment which do exist between the public and
private sector respondents, however, indicate that given the right
incentives, scope exists to pursue the concept of value capture into the
ephere of practical possibilities.

5.4 Sumpary
Based on the rating scale results and the comments made about each value

capture tecimigque in both the gquestionnaire and the group discussions, &
simplified summary of responses was compiled end is shown in Table 5.3.
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No or little
regervation

Some reservation

Stronger
reservation

Not favoured

Joint development

Leasing developmens
rights

Leasing advertising
space

Negotiated invest-
manta

Impact requirements

Connector fees

Leasing devel-
oped property

Land banking

Tax increment
financing

Special benefit
assesoments

Employer wage-

- Cost sharing bill levies
Concessions

Dopations

TABLE 5.1: DEGREES OF FAVOUR EXPRESSED TOWARDE VALUE GAPTURE TECH! TIQUES

The four sections of Table 5.1 relate to the degrees of favour expressad
towards the wvarious va’ capture technigues., The table sarves as a
ugeful guide for gauging _he likely reception a technique masy encounter
should an attempt be made “o implement it in South Africs in the near
future. It should neot, however, be interpreted in a way that would
preclude the techniques that are least favoured f£rom being considered in
any value capture exercise nor that the most favoured technigues should be
the only ones to considor. The possible benefits and pitfalls identified
by the respondents in the survey that may be faced in Implementing each
technigue should thus be rarefully weighed in any decision making process

" invelving value capture.
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CHAPTER 6: PAST APPLICATIONS OF VALUE CAPTURE IN THE TRANSPORT FIELD IN
SOUTH AFRTCA

5.1 Background

In order to evaluate recent exzperience of value capture techniques in
South Africa, public sector respondents from the metropolitan core cities
and those from Transnet and the DCA were asked to identify any examples of
transport related schemes they knew of within their ambits where value
capture techniques had been applied. Specific problems or successes
agsociated with the implementation of amy of the techniques were also
discussed. The information supplied by iLa respondents in this regard is
detailed below heneath the headings of the three categories of value
capture technigues that have been used in this study.

6.2 rt te raes

None of the respondents were able to cite examples of where either special
benefit assessments or tax increment fimancing have been utilised for
transport projects In South Africa. To come extent, this may explain the
embivalence expressed towards these techniques in the attitude survey.

A single example of the connector feeg technigues was cited in respect of
the Strand Concourse development in Cape Town. This development involved
the construction by the local authority of a pedestrian subwey beneach
Adderley Street in central Cape Town %o cater for up to 6 000 pedestrians
an hour who were walking between the Golden Acre and 0ld Mutual
developments. The owners of these two developments paid a sum, or
connector fee, of RO,5 m to extend their premises beneath the street and
link up with the subway. The owneres or lessees of additional shops which
were constructed beneath the street with frontazes onto the subway
contributed revenue in the form of rent, which, together with the income
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obtained from the connector fees, enabled the costs of the gscheme
(approximately R6,5 m) to be paid off within 10 years without any form of
subsidy.

In spite of the success achleved with the Strand Concourse development, no
other examples of where connector Ffees have been used iIn relation to
schemes for transport purposes were given either elsewhere In Cape Town or
in other cities. This demonstrates that public authorities have remained
largely passive to date with regard to opportunities which exist te 'imk
transport facilities with surrounding developments.

Utilisation of the impact requirements technique has occurred om a emall
scale in most of the major urban centres, especially in respect of the
provision of parking facilities. It has become common practice for local
autnoritles in these centres to assess the Impact of proposed
developments, new townships, rezonings or sub-divisions on existing
parking facilities, or on the existing road system, according to the
requirements laid down in town planning ordinances. Contributions may
then be asked for in respect of the meed to provide parking or improve the
local road system or traffic flow as a result of the expected impact of a
new development. In many cases, permission to proceed with 2 development
will not be granted unless the developer agrees to provida a certain level
of parking as part of a development. In most instances, however, such
conditions are not absclute reguirements but are subject to negotiation
between public authority officials and the developer. This situation
highlights the dilemme faced by local authorities which is posed by the
desire to encourage development whilst at the same time ensuring that the
necessary infrastructure to support such development is available. In
Johannesburg, the local authority has faced legal difficulties in
implementing itz development fee for the provision of parking as it could
not be shown that levies paid in this regard were actually dedivated to
providing parking facilities.
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In the past, levies have been collected from employers to help fund the
operation of public tramsport for blacks and coloureds in South Africa.
These levies have now been superseded in Regional Service Council (R5C)
areas by levies on payrolls - pmployer wage.bill Jevies - and turnover.
Revenues obtained from this source are not speclfically dedicated to
transport related schemes, but go instead into a general fund from which

monies may be allocated to transport projects. Funds adminlstered by the\

R5Cs are applied malnly to the provision of infrastructure in areas where
the need is judged to be greatest. Thus, as is the case with the
allocation of central government funds, transport must compete with other
demands in securlng & share of available revenue. To date, therefore, the
support of tramsport projects through employer wage-bill levies, which
falle strictly within the scope of the term value capture, has not taken

place in South Africa.

6.3 Joint ventures

The practice of land bsnking has occurred in South Africa, but in sll the
examplas cited by respondents in the survey, the primary motivation has
been one of attaining specific public sector development goalg rather
than the obtajning of a maximum return on the land asset. The railways
administration in particular has historically acquired large trvacts of
land, muck o7 it in prime locaticns in the country's largest cities.
Bloemfontein mumicipality is also & substantial land holder, the land
having been acquired for the development of residential and industrial
townships. A number of local authorities also gave examples of where land
had been acquired, sometimes well in advance, for a particular transport

project,

An iateresting example of where value capture has taken place in the case
of Transnet’s land holdings is that of the reclamation of the Foreshore in
Cape Town, which occurred as a conseguence of the recomstructicn of the
city’s harbour during the 1940s. The sale of part of the reclaimed land
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allowed the railways administration to recoup some of the costs of
building the harbour. It was expected that the reclaimed land would allow
for the expansion of Cape Town’s central business district (CBD) and would
provide space for the construction of roads to relieve bottlenecks in the
city centre. Although this has happened to some extent, controls on
development seen to have inhikited the spreading of some of the CBD core
activities and the city centre has tended to become denser instead of

spreading outwards.

Public authorities in general, though, have not been particularly active
in seeking out the best possible returns on their land assets, nor in the
co-ordination of tramsport projects together with any development of their
land holdings. However, following the introduction of recent legislation
which now requires government egencies tc pay rates snd taxes on land they
own, Transrat is leading the way in introducing more flexible planning
with regard to its land holdings in order to generate income to help meet
its tax obligations. A spin-off of this new perspective by Transnet hasw
been the co-ordination of transport facilitles with business opportunities
on the land it owmse.

With regard to the Jleasing or selling of development rights, a few

examples were given by the representatives of the metropolitan core
citles, These included the construction of a skyway on land leased from
the local anthority to link two developments in Port Elizabeth., The short
term leasing of local authority owned land obtained for future transport
purposes is more common place. Revenue collected in this manner, however,
normally goes to a lecal authority’s general fund and is not dedicated to
the transport account. Furthermore, pro-active policies in respect of
generating income from unutilised public owned land are not followed in

most gities.

Prior to the more commercimlised position which Transnet is now adopting,

revenue from the lease of Tranenet owned land amounted to no more than
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R10 m per annum. This has already increased to R50 m per annum in the
last few years. The DCA also obtzins income from the lease of land around
State airports to airlines and cargo handlers as well as a major hotel in
the case of Jan Smuts airport in Johsmmesburg. Bales of grass cuttings

sold to farmers as fodder is an additional, if unusual, source of income.

There is evidence, too, of the leasing of developed property associated

with transport facilities. In Durbmn, for example, a parking garage
attached to the Workshop development was constructed by the loecal
authority and then legased for the private sector to run. In
Pistermaritzburg, the local authority has developed a site at a cost of
R40m which houses municipal offices, a shopping centre and a bus station.
The commercial part of the property is leased to the private sector for
retail activity. Tn general, however, it appears that the capital
reguired for the construction of publically owned property for subsequent
leasing to the private sector precludes most public authorities from
entering this market.

Despite the evident popularity in the attitude survey of joint development
as a value capture technigue, very few examples were given by the public
sector representatives where this technique has been utiliced in
association with the provision of transport facilities. Ormet, (the East
Rand Metropolitan authority), gave an example where they have entered into
a joint venture with a developer of a shopping centre in order to include
& pedestrian mall and a parking garage in the scheme. In Cape Town, the
provision of facilities for buses and taxis in Claremont has been éarried
1t in association with a private sector development. One of the problems
which public representatives noted presently works against public bodies
entering into joint development contracts was that they were cobliged to go
to tender with regerd to any mootad project. This tended to discourage
private developers who wished to maintain confidentiality with respect to
thair ideas.

Bt
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Examples of negotiated investments and turnkey projects, a varilation of
the gost sharing techniqgue, which were allied to tronsport facilities were
given by respondents from Cape Town. The Golden Acre development in the
city centre included the resurfacing of the bus terminus as part of the
project, whilst the housing authority responsible for the devalopment of
Mitchells Plain constructed the bus station there as it considered this to
be an important part of the vownship's development. The Exzchange Place
Mall was financed as ‘a turnkey project by 014 Mutual sand access to
Adderley Street was made a part of the project at no cost to the city.

Donations, the remaining technigue in the joint ventures category, have
not, according to the respondents in the survey, occurred with respect to
transport facilities. The only example which could be considered to
represent a donation is where advertising is permitted on road or street
signs and the signs are manufectured :nd erected at the expense of the
advertiser. This particular form of wvalue capture is discussed more
fully, however, in the follouwing section with respect to advertising.

6.4 Merchandising approaches

Concessions and the leasing or selling of advertising space are the value
capture technigues with which public bodies in South Africa have had the

most experience to date. In spite of this, there is evidence that
existing attitrdes and regulations thave prevented their fall
exploitation.

The granting of concessions by local authorities has occurred, where
deemed appropriate, at council owned public transport facilities or on
surplus land where people congregate. In Durban, concessions have been
granted on the parking area along the beach front whilst in Bellville,
Cape Town, the leasing of concessions at the bus terminus helps to pay for
the cleaning and maintenance of the facility. In Jchannesburg,
concessions have been granted on the Smal Street mall which encroaches
onto the former street area.

T e g g e
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Both Tramsmet and the DCA have alsc granted concessions at railway
stations and State airports respectively. Areas surrounding mainline
passenger railway stations such as Johannes! .rg and Cape Town have been
designad to accommodate specific concessicnaires, especizlly catering
services. However, the graniing of the cemcessions has been done mo:e in
erder to provide basic conveniences for passengers rather than to gensrate
revenue. As a result of the recent growth of the informal sector around
railway stations and in particular the decline of long distance rail
passengers, revenue from concessions has not contributed significantly to
Transnet's income- to date. What revenue has accrued goes into the general
account and is not dedicated in any way. The more pro-active, commercial
stance recently adopted by Transmet, however, may well result in increased

revenue from this souzce in future.

All land on which State airports are situated is owred by the Departmrat
of Tand Affairs and Public Wbrks.'who determine concession rates accort ing
to the regulations of the State Tender Board. As with railway statl ms,
catering concesgions are most prevalent, although banks, chemists, book
and gift shops are also allowed to operste, and there are aslzo cor.ference
facilities for hire at Jan Smuts airport. Additiopal income & crues from
car hire firms permitted to operate from airports; this is ugaally on the
basis of a percen:age of a company’s turnover. % the larger airports, a
major concession is the operatlion of car parking facilities.

Most public authorities have generated revenue in thahpast through the
leasing of advertising space associated with transport facilities. Loecal
authorities have allowed advertising on publicly operated buses, oz bus
shelters, road signs and parking meters as wall as alongside certain major
arterials and at public transport termini. In many situations, however, =
conflict has arisen between maximum exposure for the advertisuxiéﬁ& the
maintenance of aesthetics or the efficient location or functioning of the
transport facility. In cases where bus shelters or road signs have been
provided in return for advertvising rights on the structure, the facilities

o
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have o on been poorly maintained. Advertising agencles have been sub-
contracted by some public anthorities te handle such accounts, but with
recent chifts to other advertising me¢dia and the relatively smali amounts

of rewenue generated, this method has in some Instances lost favour.

Advertising ir also found at railway stations zand State airports. In
fact, advertising revenue is the third most important source of income for
the DCA after aircraft parking and landing fees, The DCA, however, does
not operate a trading acenunt and all revenue from advertising goes to a
central consolidated revenue Ffund., The outcome of this form of
organisation zesults in the DCA concerning ltself primarily with aviation
matters and although opportunities for retailing and advert’-ing are taken
up, commerciel activities tend to be of secondary importance.

6.5 Summary

Transport related applications of wvalue capture have occurred in South
Africa in the past. Generally spesking, however, 1t appears that these
have been isclated or unco-ordinated httempts with no specific intention
of helping to Fund che costs of the associated transport facility through
tha revenues generated. In fact, most of the Jdncome obtained has been
c¢redited to public authorities’ general accounts. '

Despite this situation, the experience gained in such exercises should
serve as a suitable springhoard to further a more widespread application
of value capture in the transport sector. A useful exsrcise would he to
establish the precise financial returns which value capture applications
vreate dy conducting case studies of both past examples and zny planned
future applications,
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Based on the examples cited in thie chejptet, Table 6.1 provides an
introductory guide to the experience South Africa has acquired regarding

r

the various valune capture technigues.

Muchk expervience

Some experience

Little
experience

No experience

Leasing advertising
space

Concessions

Leasing development
rights

Land banking

Employer wage-hill
levies =

Joint develop-
ment

Comrecteor fees
Leasing devel-
oped property

Negotiated
investments

Donations

Tax increment
financing

Special benefit
assessments

* Only as & generzl revenue raising mechanism.

TABLE 6.1s SOUTH AFRICAN EXPERIENCE OF VALUE CAPYUPE TECANIQUES
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CHADYER 7: POSSIBLE FUTURE APPLICATIONS OF VALUE CAPTURE IN THE
TRAHNSPORT FIELD IN SOUTH AFRICA

7.1 Background

Discussions held with the representatives of the metropolitan cors cities
and Transnet included the consideration of future applications of value
capture and the identification of proposed transport, or transport
related, schemes in the major cities of South Africa which were considered
by the respondents to have value capture potential. These schemes are
examined in this section.

The representatives from the DCA felt that they had fully exploited
possibilities for value capture at State airports in so far as present
institutional and iegal gstructures allowed whilst the private sector
respondents stated that if legal obstacles aﬁd prevailing attitudes with
regard to the funding and provision of transport facilities were amended,
they would probably be more pro-active with regard to the inclusion of
transport facilities as part of their develophents.

In genersl, private developers tend to respond to ec;i\{*mtm and market
piguals when implementing their projects and usually complete developments
within a. reletively short time frsme compared to transport schemes.
Consequently, the private sector respondents who weére interviewed were
unable to identify any proposed developments which could contain transport
elements and where valug. capture might be applied. Neverthuiess, they
were keen to point out i:hat this sitvation should not be construed as
meaﬁing they were ndt in fivom: of the conce;’it of walue capture, but
rather thet the policies and structures to “scilitate the use of yalue
capture in respect of 'pfoviding transport infrastructure were not yet in
place. '
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7.2 Current developments regarding value capture in South Africa

As a result of the changing spending priorities occurring in the public
sector, pressures ave now Increasingly being brought to bear on private
sector interests tu assist in the provision of transport facilities., This
is already manifesting itself in terms of the construction and tolling of
stretches of road by private consortia. Furthermore, the potential role
of value capture in helping to provide and fund transport facilitles was
endorsed by both the representatives of the metropolitan core cities and

Transret.

In broad terms, the respondents from the metropolitan local authorities
indicated that, in future, inecreasing attention is likely t¢ be focused on
the demand which new or expanded developments generate forx parking
facilities snd also on traffic flow on sccess roads surrounding
developments. The use of the property relsted charges group of
techniques, in particular the impact requirements techrigue, could thus be
increasingly applied in such situations providing suitable methods of
apportioning costs can be devised and agreed upon.

The pessibility of joint venture schemes materialising has been enhanced
following the recent promulgation of legislation empowering 3iocal
authorities to form companies or close corporations and such schemes might
be particularly applicable i;l the redevelopment of specific areas (e.g.
Cape Town Harbour, Church and Verwoerd Squares in Pretoria). Such
redevefopmentsﬁmay or may riot contain transport elements, b'_ut they will

almost  inevitably have an impact on  existing transportation
infrastructure, '

The merchandising pair of wvalue capiure technigues were mptheds which
local authorities could implement more rapidly than many of the other
techrniques because of the knowledge, experience and consequent familiarity
gained from thelr earlier use. A current example, in fact, is the recent

i
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introduction of new street name signs in Pretoria’s central city area.
Permission has been granted for advertisements to be placed on the
standards bearing the street name and for this privilege advertisers must
pay the local authority a fee, The large number of people who congregate
daily in the city centre means that the advertisements receive a high
degree of exposure and, as a result, the opportunities presented for
advertising in this manner have proved populer. Althowgh not a novel
example of wvalue capture in South Africa, it indicates that local
authorities are giving attention to such possibilities. It is also
evident that such initiatives are not without their teething problems.
Appendix D contains an article from the local Pretoria newspaper
highlighting complaints received by the local authority from the public
regarding the new street signs,

The predominant type of transport scheme, however, which the local
authority respondents expected to materialise within the near future in
their cities and which they envisaged as having the most potential for
applying value capture was in the provision of public transport terminal
facilities. In practice, these were bus and combi-taxi termini and
stations which would form part of proposed new rail based networks for
certain cities. The respondents were of the opinion that a2 number of the
valie capture technigues I1dentified in this study could be esnloyed,
either individually or in combination with one ancother, in helping to fund
the provision of such facilities.

The techniques which appeared most applicable in these cases were
connectsr feee, joint venture schemes and advertising and concession
posaibilities,

The Transnet representatives who wery interviewed explained that the
railways administration holds large tgacts of land, much of it in prime
central city areas, which, because of recently introduced leglslation, is
now costing it money in the form 51" rates and’taxes. A result of this
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change in circumstance has been the establishment of an independent amm
known as the Business Development section, which has the objective of
securing a better return on the asseta held by the organisation. In
certain respects, this has thrust Transpnet into a leading role with
raspect to the widespread application of value capture in South Africa and
it is expected that much may be learnt in future from their experience.

As of January 1589, the Business Development section was investigating
over 80 projects countrywide with regard to the generation of revenue on
Transnet owned land and the majority of these projecis were asgsoclated
with station sites. Of the 80 projects, mnearly a third had been given
high priority status and of this total thirteen had been identified as
having specific transportation elements, although this situation is
constantly reviewed as projects mature.

The schemes which Transnet had identified as containing transportaticn
elements and where value capture could be applied would favour wvery
heavily the joint venture and merchandising group of walue capture
techniques and in particular the leasing of development rights and
developed property and joint developmont.

In total, the respondents from the metropolitan core cities and Transnet
were able to identify 28 possible. future transport projecté which were
deemed suitable candidates for the application of wvalue capture. A
significant feature of these projects was that they were all focused on
public transport termini or facilities. This clearly indicates whers
future initial efforts to pursve value capture in the transportation field
in South Africa are likely to lie., The proposed projects ar? exsmined in
the £ollowing section by assessing each one in terms of 8 set of
descriptive veriables. The intentlon of this exercise 1}13 to establish
whether the proposed schemes contalned particular characteristics which
might be considered important in successfully applying value capture.

B T T T e
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7.3 Characteristics of potential value capture projects

Having obtained from the local authority and Transmet vespondents an
understanding of the type of future transport projects perceived as having
ralue capture potential {(viz public transport facliities), each of the 28
identified possible projects was examined in terms cof thirteen variables.
The variables were related mainly tn the transportation and land use
aspects of the projects (see Appendix B). The set of variables employed
in this analysis was not exhaustive, but was considered relevant in
establishing the nature of the projects in question and whether certain
characteristics pertaining to the projects emerged frequently encugh to
suggest that their occurrence might be significant in supporting the
deployment of value capture. This in turn could help in identifying other
possible transportation projects where value capture could be applied.

Although 8ll the proposed projects involved public transport facilities,
they were separated for the purposes of clarity in the anelysis into three
sub-categories - bus and combi-taxi termini (12 projects), new rail based
transport uchemes (3 projects) and development schemes at rallway stations
(13 projects). The results of the exercise are detailed for eazh sub-
category in Appendix E along with composite results covering all the
projectﬁ. Since there is no guarantee that the projects will come to
fruition and also to retain confidentiality requested by the survey
respondents, the location of the projects has not been divulged.

The predominant characteristic for each wariable type ({(drawn from the
composite table of results for all prpjects in Appendix B) is showm in
Table 7.1, The detailed results given in Appendix E suggest that a wide
range of characteristics exist for many of the varisgbles, indicating that
there are no precise or absolute conditions when value capture should be
considered. However, a “typical® scensrio, based on the projects analysed
can be derived from Table 7.1.
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is typlcal scenario may serve us a starting point or a preliminary check
list for individuals or parties involved in a proposal where the provision
of transport facilities is required. If some or a majority of the
characteristics shown in Table 7.1 are found to pertain to a proposed
project, then the possibilities for utilising value capture methods should
be seriously investigated. Projects which would appear most worthy of
investigation appear to be specific inner city sites in fairly dense
commercial areas which are close to other nodes and ripe for redevelopment
and also where the +transport element involyes various modes and
substantial pedestrian flows. The transport component is likely to be
serving the low to medium income groups where freeway access 1s not vital.
The most serious obstacle for the parties inveilved is likely to be up
front costs incurred by the public authority before value capture revenues

accrue or are secured.

VARJABLE TYPE PREDOMINANT VARIABLE

GHARACTERISTIC

Transport Facility Status Upgrade

Transport Mode Involved Multi-modal

Locati - {ced

Scale Single site

Lend Ownership | .Public

Perceived Dominant Surrounding Commercial retail

Land Use

Intensity of Surrounding Land Use Floor area ratio: 0,2-1

Condition of Surrounding Land Use Mixed order

Income Group Served by Transport Low to medium

Freeway Accesaibility > 1km

Pedestrian Flow 10-50,000 per day

Proximity to Other Commerclal or < lkm

Transport Nodes

Potential Deterrents/Obstacles Up front costs to public authority

TABLE 7.1: PREDOMINANT CHARACTERISTYCS OF POTENTIAL PROJECTS CONSIDERED
SUITABLE FOR IMPLEMENTING VALUE CAPTURE
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The conditions described in Table 7.1 should not be seen as overriding,
but rather as a guide which can suggest situstions and circumstances under
which the implementatioh of value capture can be consjdered. Once trial
applications have been initiated in South Africa sand when further
experience of value capture methods begins to accumulate, the use of value
capture in wider and less clear cut situations may become possible.

7.4 Susmary

The appreciation of the value capture concept in South Africa would stem
to be gathering some momentum based on Transnet*s recent actione and those
of certain local authorities. An attempt has been made in this chapter to
further these developments by examining the characteristies of potential
value capture projects identified by the survey respondents. Out of this
exercise has emerged a description of certain conditions which might
favour the implementation of value capture techniques. This description
in turn could aseist public bodies in identifying potential wvalue
captute projects in their areas.
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CHAPTER 8: n DISCUSSION OF THE RESEARCH FINDINGS

8.1 Intro tion

This chapter brings together both the findings of the literature review on
value capture as well as those from the survey of local practitioners in
the transport field and discusses them against the backdrop of the major
economic¢ and political trends currently at work in South Africa.

Certain general issues which have emerged from this investigatiom of value
capture are discussed first, followed by comment regarding the findings on
the three categories of identified wvalue capture techniques (i.e.
property-related charges, joint ventures and merchandising approaches).
The p-tential for each category of techniques and each individual
technique for helping to fund tranepoft projects is discussed within the
context of the conditions which will be necessary, or which will favour,
their implementation in South Africa. The discussion will enable local
problems regarding the use of wvalue capture to be clarified as well as
identifying possible solutions or paths which can be pursued im attempting
to regalve such problems.

8.2 General issues surrounding walue capture

The investigation of wvalue capture deacribed in this project report has
confirmed that changing central government policies in South Africa, which
are now encouraging greater private sector imput and participation in the
provision of transport facilities, have laid the foundations for a move
active pursuit of value capture in the transportation field.

In order to further possibilities in this sphere, however, it is evident
that co-operation between the public and private sectors will be necessary
and that satructures and communication channels to fecilltate discussions
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on value capture may be a pre-requisite before value capture methods can
be widely and successfully implemented. Past government policies have
tended to place the onus for providing transport facilities almost sclely
on the public sector and prevailing attitudes regarding the functions of
the two sectors in this regard have become somewhat cigid - i.e. the
provision of transport facilities is seen =zg a public sector
responsibility. Tf value capture is to play a progressively meaningful
role in the provigion of transport facilities, current attitudes may have
to be broken down and hence the need for discussions on value capyure
between relevant bodies. A pgood start might be made here by initiat.ag
contacts between relevant local authority and other government departments
on the one hand and private sector bodies on the other such as SAPOA and
the vrecently formed South African Chamber of Business (SACOB). The
interview survey carried out in this study demonstrated that although
opinions on value capture in both the public and private sectors were not
dissimilar, structures to give momentum to the implementation of weaiue

capture technigues in the transport sector were not yet in place.

Both the literature review aud the survey respondents also identified
another hindrance to the successful implementation of many of the value
capture technigques. This iz the possible need to amend pertinent
legislation. Most of the survey respondents were unable to pinpoint which
legislation might require attention because of a lack of legal expertise,
but supgesited that local authority and.provircial planning ordinances as
well as certain State Jlegislation affecting transportation should be
examined. Statutes governing how public bodies may function or operate
also require attention as implementing value capture techniques may
require public authorities to act in ways whick current leglslation

precludes.
The legal issue is comsounded, in the view of some survey respondents, by

the belief that much legislative power in South Africa is currently vested
in central government. A result of this may be that options for local
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government or governmext agenciez to implement value capture techniques
may be limited unless central government is prepared to approve changes to
certain laws or unless the power to do so is devolved to a local level.
The current fluidity in South African politics may yet lend itself te
revised constitutional structures which would permit more local autonomy.
At present, lowever, due to historical ties, much existing South African
legislation 1s derived from Great Britain and 1t may be ihat from a legal
perspective, should this sitwvation remain largely unchanged, particular
value capture techniques may be simpler to introduce than others. As the
literature review indicated, it is worth moting that the wides. use of ali
the different value capture techniques identified in this study is found
in the United States, where scope for Ilocal sources of funding is
undoubtedly higher than in many countries becanse of the separation and

relative independence of the three tiers of government.

0a the other hand, it may be that existing legislation in South Africa
need not have to be amended, but rather that the interpretatien of
relevant legislation or practice requires modification. It should also be
remembered that separate pieces of legislation often have to be read and
understood with each other. Thus, changes to one law may impact upon the
mezning o’ anotker. It would appesr necessary, therefore, to enlist the
gservices of a member of the legal profession, who has experience in
legisiation affecting transport, to investipate the legal implications of
using any of the value capture techniques. This wo 'ld serve to confimm
what legal obstacles might exist with regard to the implementation of each
technigue and how relevant leglslation should be amended.

Another issue raised by the survey respondents revolved arocund the
question of dedicating revenues obtained through the application of value
capture to the tramspsrt facility which generated them in the first place.
It was argued thet if at least part of the income derived in this manner
were not dedicated to the transport facility, the cradibility of the value
capture concept might be undermined and this would sct as a disincentive

T R e T L UV
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to its acceptance. This is a difficult problem and is likely to rekindle
the debate on dedicated funds which continues to surrce:d the allocation
of revenues received from fuel levies in South Africa. It is a guestion
which would appear to reguire investigation, however, especially if, as
gome survey respondents in this study inferred, it challenges the very

hasis of the value capture concept.

A final point worth mentioning in this section on general comments
surrounding value capture is one emphasised by many of the transportatiocn
planners in the survey. This was that although value capture is primarily
a fuud’ =g concept, in many cases it can be much more than that. It can
also be a means towarde achieving better integration of land use and
transport development since land use and transportation planning decisions
can exploit transport as a development tool. To date, planning for
transport and land development in South Africa has generally been carried
out in isolation although this weakness 1s being increasingly recognised
by the transportation Efraternity. Thus, part of any scheme to improve
transport siould be to co-ordinate it with land use planning so that
transport developments can foster related urban development benefits.

Iransport, however, may not be sufficient to encourage development on its
own. Changes in land use and development patterns may occur only in the
presenc« )f other favourable factors such as supportive land use policies
and development incentives, availability of developable land and a good
investment climate. Neverthelese, there is Ilittle doubt that investment
in transportation, €from whatever quarter, can help to shape towns and
cities and where conditions are supportive, there should be no reason why

value capture can not be used to good effect.

The fellowing three sections 3in this chapter examine the varicus value
capture techniques according to the three categorles used throughout this
study - property-related charges, joint wventures and merchandising

approaches.
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8.3 P ty-ra charpes

Based largely on the experience gained in the United States, the
literature review indicated that the use of value capture technigues in
the category of in property-related charges (i.e. special benefit
aggesements, tax increment financing, connector fees, impact requirements
and employer wage-bill levies) can pgenerate significant revenues for
transpo. . projects. Property-related charges are ultimately linked to
land values and to the location of property. Since land is fized in
location end its identity registered, it mnkes an ideal local tax base and
taxes on land value or rharges related to location can be easlly adjusted

and thus are an effestive plapning tocl.

Despite these favourable factors, rnertain value capture techniques in this
category attracte® strong criticism from the lLocal survey respondents.
These were the area-wide techniques of special benefit assessments, tax
increment financing and employer wage-bill levies. In the case of
business property in particulasr, a fine balance needs to be achieved if it
is golng tc be taxed. If the assessment, charge or tax imposed 1s too
severe, it may force a business to relocate elsewhere, This may have
repercussions no: only with regard to the revenue required to help pay for
a transport faciiity, but also with regard to general economic activity in
the area. This, in turn, will have a negative impact on revenue from the
property tax base as a whole. It would seem vital, therefore, should an
authority consider using sperial benefit assessments, tax incremeat
financing or employer wage-bill levies that a ligh degree of understanding
and acceptance be achieved with the local community affected before a
level of taxation is Ffixed. This underlines the merit of establishing
veluntary tax districts and using referenda to gauge local opinion.

A second area of criticism associated with the property-related charges
group of technigquss was thelr regressive nature and the question of

equity. TFor example, non-resident owners of property within a tax
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district may pass on the charges levied to the tenants or users of the
proparty who may be deriving insufficient benefit from the transport
facility to make the charge acceptable. Such a redistribution of the
burden of property-related chucges can slso occur in the case where
businesses charge more for their goods and services {thus transferring the
burden to the consumer) or where they are able to claim tax concesslons
thus transferring a portion of the burden to the State). Possibility of
*leakrger" occurring when applying technigues in this categery should thus
be evaluated. A uniform tax charge may also not be considered eguitable
if, for instance, wide wvariations in property values occwr Inm & small

areg.

The survey respondents were also of the opinion that South Africans were
already too heavily taxed and that any method which was enforced would not
be well received. Central government acceptance of the recent
recommendations of the Marge Commission Report, which investigated South
Africa’s tax structure, supgests that there may well be a concerted effort
made to reduce the burden of direct taxation in favour of indirect taxing
methods. Such a shi t may create the conditions under which the value
capture techniques involving area-wide taxation on a local level become
more acceptable, particularly if the present lack of funds for transport
result in increasing congestion or deteriorating transport Infrastruc-
ture.

In the case of the employer wage-bill levies, it was often remarked that
the use of such a technigue could hinder job creation - a critical proklem
the country is presently trying to address - and that such a levy would
duplicate those already applied by the Regional Service Councils. The
introduction of a further charge specifically for tramsport projects might
thus prove unpopular uniess the bemefits of new or better transportation

can be clearly shown.

Impact requirements and connector fees were more favourably perceived on

9
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the grounds that they could be spplied voluntarily, through negotiation or
in accordance with current practice. However, there were certain
reservations concerning both techniques in that impact techniqgues might

inhibit development and connector fees could invite favouritism.

In swmmary, with the exception of the site specific techniques of impact
requirements and connector fees, much uncertainty surrounds the use of
property-ralated charges in South Africa as a form of value capture. The
application of the techniques, especially those which are area-wilde in
nature, would need to be Fformalised, would likely require new legislation
as well as c¢pecilal expertise by a local authority in order to calculate
the charge. If the mammer in which a charge 1s calculzted 1s not clear,
it is likely to be challenged. Nevertheless, the significant revenue
returns these techniques can offer indicate they should not be discounted.
Inicially, copnector fees and impact requirements should perhaps receive
more detailed attention giwven the survey results from this study, but the
other techniques in this category could be more favourably received iIf
applied on a voluntary basis and thus should not be ignored.

8.4 Jaint vent

When reviewing evidence of the spplication of wvalue capture techniques
around the world, those in the joint venture category seem to be the most
utilised. Joint venture projects have been accepted and implemented in
North America, Western Burope and the Far East. It is alsgo interesting to
note that this category of technigues is at present also recelving most
attention in South Africa. The investigations carried out by Transnet in
this sphere have generated much Jinterest and press coverage ({(e.g.
Financlal Mall, 1986 and Pretoria News, January and August 1986).

The acceptability of joint wventure projects appears to lie in the
widespread benefits which accrue to both the private and public sector
bodies involved and the fact that from the outset cc-opevation between the

__dun_mm.__v.‘u._~?“m_n___m“._*f mr : T S
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perties is encouraged. Whereas property.related charges can be imposed,
in the case of joint ventures, points of conflizt are the subject of more
open negotiation and bargesining. Although this may Ilead to a more
protracted implementation process, the chances of success for a project
are enhanced, Moreover, it is often found that a By-product of using
joint venture technigues is to increase transport patyonage and viability.
This 1s because these methods typically take advantage of the improved
accessibility at tranaport nodes by concentrating development nearby.

The drawbacks 1likely to be associated with implementing joint wenture
techniques in South Africa revolve largely around eny legislative changes
which may have to be made to permit a project to take placs and the need
to obtain or train staff able to organize and maintain 3:int development
programmes. This might also involve establishing administrative dand
negotisting procedures for top public officials to follow. The cosr
incurred in this process, however, should be relatively modent in

comparison ¢o the revenue achivvable once the project is completed,

. Neverthless, a period of several years can still be expected tn glapea

between a public authority making initial joint venture expeuditures and

it receiving significant revenue returns.

Tramsnet has already shown that problems In this sphere in South Africa
can be overcome, It has succeeded in pbtaining amending legislation
affecting the nsture of its operations and has set up & separate section
which has both the autonomy and the drive to further Transnet’s objectives
in the property and commercial fields.

Joint ventures were generally well liked by the survey respondents,
although in the case of land banking and the sale or lease of developed
properties, doubt was expressed about the role of the public sector in the
real estate and property markets. It was generally felt that a land
acquisition policy could deplete public sector funds and lead to the
sterilisation of land and that property development should rather be left

=
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in the hands of the private sector. Nepotlate: investments, cost sharing
and donations, although generally f£avoured, alsa Iinvoked ‘concern about
possible malpractices with regard to favouritism and a lack of
impartiality ir the granting of conzent.

Joint development and the lease and sale of development rights were the
most popular of all the value capture techniques and it appears very
likely that prejyects utilising these techniques will proliferate in Bouth
Africa following the lead taken by Transnet. The expertise gained by
local zuthorities in the joint implementation of town planning schemes and
commercial projects with the private sector should also prove useful when
applying joint venture walue capture techniques to transport projects.
Finally, it should be mentioned that the strong involvement of the private
sector in many of these techniques is in line with the government policy
of privatisation,

8.5 Merchandisi{ng approaches

Unlike many techniques in the previous two categories, those of
merchandising approaches are well known in South Africa. From this
perspective, therefore, returns Ffrom pursuing such techniques more
vigorously are likely to be more immediate.

In many ceses in South Africa, lJocal authorities have not realised the
commercial potential of their transport facilities. Mors often than not,
retail developments seem £o be tacked on te a transport facility rather
than plenned for snd fully exploited at the design stage. There is &
need, therefore, to incorporate such development along with the
improvement of any transport facility. By following a4 more market
orientated approach, much interest may be svoked in the privats sector to
establish outlets selling goods and services, particularly at transport
termini and interchanges. The encouragement of merchandising techniques
may also be particularly suited to the growth of both the infotmal and the
sm.1; buginess sectors, facets of the South African economy which are
becoming increasingly important.
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Merchandising techniques were recognised by the survey respondents as the
methods most commonly used in South Africa and were well received. After
joint development and the lease or sale or development rights, these were
envisaged as the value capture methods most likely to succeed given South
Africa's present economic and political realities. For the most part,
this reflects support for free market principles whereby uulue can be

negotiated and agreed upon between the parties concerned.
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CHAPTER 9: COKCLUSIONS ARD RECOMMENDATIONS

9.1 Background

The concept of value capture as it applies to tramsportation has been
investigated in this project repor:. The term value capture zefers to the
indirect funding of transport facilities through securing a portion of the
value or benefits created in providing them which may accrue to people or
bodies other than the transport facilitiles direct users.

The investigation was undertaken in order to achieve two main objectives:
a to identify what methods of value capture exlet; snd

o to establish what conditions are required which would
favour the use of wvalue capture teckniques in South

Africa.

Two avenues of research were followed in order to achieve these
objectives, The first was a review of available literature on valueg
capture technigques employed in the transportation fileld and their usape
around the world. The second was 2 suzvey of professional people active
in the transport field in the public and private sectors in South Africa
regarding thelr views and knowledge of walue capture. The survey
attempted to establish which value capture techniques were favoured most
by the respondents for use in South Africa, to what extent value capture
methods have heen utilised in tﬁé past and what traassport projects in the
future might be consldered for employing value capture technlques,

Brief summaries of the research £findings from the two parts of the
investigation are given below before the main conclusions and
recommendations from the study are presented. Areas identified from the
investigation where future research on value capture in South Africa ceuld
be frnitfully pursued are found in the final section.
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9.2 SOA findings from the litexrature revi

Fourteen methods of value capture were identified from the literature.
Broadly speaking they fall into one of three categories - property-related
charges, joimt ventures and merchandising approaches. Property-related
charges intend to secure a share of the benefits gained by owners or users
of properties as a result of their location close to a transport facility.
Joint venture techniques attempt to capatalise on the advantages gained
through public and private sector co-operation on transportation projects.
Merchandising approaches focus on the opportunities for sales presented at
transport facilities.

Each of the techniques described in the three categories can be used on
its own or in combination with other tecbnigques. As the Jliterature
explained, the technigues all hawve particular advantages and disadvantages

- regarding their use, but ultimately it Is most likely to be the type, size

and circumstances surrqunding the particular project under congideration
as well as the prevailing institutional, political and economic climate
which will dictate the outcome of any value capture exercise.

According to the available literacure, usage of value capture techniques
to help fund transportation projects has been most extensive in the United
States. Exsmples of where sil fourteen value capture methods have been
employed can be Zfound here. Joint veutures and merchandising approsghes
are the categories of techniques which have been most widely used. in

- Ganada, Western Europe and the Far East. This is also the case with Sduth

Africa although this c“““tf7€ha8'n0tﬁbeen particularly pro-sctive to date
in this.area. The income to he obtaﬁ\ed through the use of value capture
techniques varies de,.uding on the \yize and nature of the tramspart
project being considered, but the lit\rature indicates that revenues.cﬁp :
be generated wvhich may %otal up to qkny millions of rands in nmnetnggl
tems. L
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9.3 Research findings from the value capture survey

Enthusiasm for the concept of walue capture was shown by the majority of
respondents interviewed in the survey carried out for this study, 1t was
admitted, however that the possible benefits of value capture have yet to
be fully appreciated and exploited In the transportation field in South
Africa. Public sector respondents were mostly concerned with questions of
equity and fairness in terms of implementing value capture whilst the
private sector respondents were more interested in opportunities for long
term profit. |

Daspite the differences in emp.asis of approach, a remsrkable degree of
consensus was shown between the survey respondents in terms of their
sttitudes towards each value capture technique. The most favoured
techniques were joint development and the lease or sale of development
rights from the joint ventures category and the sale or Jlease of
advertising space and concessions from the merchandising approaches
category. The least favoured wvalue capture techniques were special
benefit ascessments, tax increment financing and employer wage-bill levies
-~ all from the property-related charges category.

Past applications of value capture in the Lransport fieldlin South Africa
have occurred on an ad hoc basis. These have most frequently involved the
merchandising pair of value cdpture technigues. However, little concerted
effort has been made in the past by most public authoritles to exploit
value capture potentisl. Feedback obtained from the survey respondents
suggest that public transport facilities st nodal interchanges are likely
to be the best candidates in the near future for the use of value capture.
This 1s basically because of the concentrations of people which gather at
these points and the consequent <commercial opportunities which are
presented, on‘?hich private sector interests would be keén to capitalise.
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Sonclusions

A number of conclusions can be drawn from the work undertaken on value

capture in this project repozt:

Planning for public transport and land development in
South Africa is often carried out in isolation. Any
scheme to improve transport should thus be co-ordinated
with land use plamning and value capture can be used to
good eff ¢ in this sphere,

The involvement of the private sector in most value
capture techniques is of major importance.

If value captare techniques are to be accépt.ed as valid,
especially from the point of view of the private sector,
it is Amportant that additionel wealth is seen to be
brelted.

The ability of any public body to utilise =ny of the

value capture techniques is dependent not only on the
organisational structure of the body, hut also;on the
legislative basis of its existence and the personalities
involved in implementation., Negotiating skills, drive
and comnitment are often attributes required by
individuals involved in Ffulfilling wvalue capture
proposals.

Public authorities should not see themselves only as
providers of transportation services, but also as
undertakings with the duty to seek profit in private
seqtor sctivities as a means of reducing operating
deficits and public subsidies., This is readily
understood by taxpayers. )
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Value capture i: not a remedy to funding problems in the
transport sector and no single value capture technigue is
likely to provide a means to offset all of a project’s
capital and operating costs. Returns from use of the
techniques are likely to vary from very small amounts to
significant returns. Application of a wvalue capture
policy, however, could contribute towards partially
resolving the financing difficulties faced by the public
sector in the provision of tramsport facilities.

Value capture is appliceble tn all modes of transport but
is best suited to conditiwns where there are large
concentrations of people. Vaiue gapture techniques can
pe most readily applied at nodal points. Along a route,
value can De dissipated but opportunities 4till exist to
exploit nodes oan a route or to encourage corridor
deveispment, capeclally along lLusy freewsys and major
roads and adjrrent to well patronised rail routes.

Bvident suggests that success in impiementing value
capture techniques is most likeiy at sites where new
transport facilities are proponed. The application of
value capture to old Facilities, which are considered
paid for, may arouse apposition.

The connector fees and impact requirements value capture
techniques in the property-related charges category were
the most f£favoured by the survey respandents in this
investigation. The remaining techniques in the property-
related charges group - tax increment fiuencing, special
benefit assessments and employer wage-bill levies - are
likely to be successful only when convincing «vidence can
be produced %o show that the transport facility will
generate or has generated significant bDenefits for
property-owners, hkanants or employsrs.
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3] Joint wenture projects loock promising for South Africa
judging by the reactions of the survey respomndente in
this study to the value capture techniques in this
category. Overseas experience suggests they are able to
generate large amounts of revenue as well as offering

potentia. for increasing transport  Jership.

o In South Africa, the application of merchandizing
approaches can be utilised with wvirtually Jmmediste
effect. Past experience in this area can be capitalised
upon.

o Results obtained im this investigation suggest publie
. transport terminals and interchanges in South Africa,
especially in inner city aress, are worthwhile starting
points for exploiting value capture potential.

2.5 ec 5

Understanding the mechanics of how walue capture can be employed will be
insufficient unless relevant parties help promote its use in the transpost
field. It is therefore recommended that: -

] Government bodies at all levels presently responsible for
the provision and funding of tramsport facilities as well
as interested crganisations from the private sector
eridgavour to become more femiliar with the range of value
capture techoiques.

0 Value capture possibilities be automatically corsidered
prior to any approval or implementation of proposed
transport projects.
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Structures be established or 2 local 1level which
facilitate communication between the public and private
sactors and whick investigate and encourage the use of

walup capture in relation to transport propesals.

Research needs

The follawing research needs were identified during this inﬁestigation:

. __\
} L

To identify south African legislation which deters the
implementation of walue captire in the transportation
field;

To establish how existing legislation could de amended or
enabling legislation introduced which would facilitate

the wuse of wvalue capturey

To determine the range of fimancizl returns which could
be expected from the use of different walug capture
techniques by conducting individual project case
studies.

Te investigate the extent to which it is necessary for
value capture revenuses to be dedicated to supporting the
transport project which generates them; and

To undertake similar work to wvalidate the results
obtained from this study.
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VALUE CAPYURE QUESTIORNATRE

The cbjectives of the questlonnaire are:

a})

b)

c)

d)

e)

To obtain feedback and uiscussion on the first part of the study -
namely the Iiterature review on value capture.

Based on the resp. .dents' experience and judgement, to obtain
reection to the applicability in South. Africa of the 14 wvalue
capture techniques identified in the literature review.

To identify legislation requiring revision in order to implement
any of the value capture techniques.

To identify existi».  “ue capture applications in South Africa and
the issues associar -  ith them.

To produce a typology of potential value capture schemes in South
Africa.

Please fill in your name and affiliation below:

LR R N N N R R R R RN R LR

L I N N N N R A N AR R R L R N R R R N NN NI E R L
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QUESTION ORE

i) Please give the three comments on the value capture literature
review which you personally consider to be moet significant.

1tlocnuwsoo‘u¢aaoa-o.a.-q...--..u---..-c--oot.oootutvvo.-aeuulcoonco.oool
L N N N N N N R N NN LA LR
L N R N N N N P I P R R NN N R Y NN N N NN EE NN
ZIIOQOOIUGQOIOGCDQt.s-oo.ooonu'oIcon.ootcoo.ln.ecIatlncc—u-tvonna-n--otﬁlo
L N N N N N N N N NN RN SRR NN E R R
L R N N N N N N N LN NN BN R LR Y
3..-’"'Illl'tOII-oonbtvbllct-.--cll.ut.---n.ottctal.uv.vﬁl.lli'.l"“'.'
LA AR R SRl R R N N R N N R R NS R N R A

LR A A R R N Y Ny R R

ii) Do you know of any varistion or other value capture technique apart
from those identified in the literature review? If so, please give
details.

LB R R R R R R R AN R N N NN AR R N RS NN
LR R R N N N N R NN RN NN A N RN R LA

LA R R LR N N NN YR N R AR SR RN
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QUESTION TWO

in this question, we would like to know what you feel about each technique
in terms of its potential Ffor practical implementation in South Africa.
The definition of each technique is given and then you are asked to
express your opinisns regarding them.

1. Special benefit assessments

& fiscal messure whereby some or 8ll of the costs associsted with
providing a transport facllity are borne by owners of properties within a
well defined ares, the boundarles of which are drawn to include zll
properties beneliting from the project (area-wide).

LIKE LIKE | INDIFFERENT | DISLIEE | DISLIKE | DONT KNOW
A LOT | SOME S0ME A LOT

{please tick the box you feel is most applicable)

If you chose one of the first five options, please give reasons for your
choice.

AR A SR RS N A RN R TR N A AR R T AN E S A AN RS E R AR T TR N ER A AR B AN AR AL AT R RS AR
L Y N N N N RN RN RN AN
LR R AR R N R N N N N L Y Y N AN RN RN R
LR R N N N N N N N NN E PR A NN PN RN NN E NN
L N R N N N N N N N N Y I R N N NN NN N E NN E R EE RN RN R

LR R R N N N N N Y RN E NN R R R

Do you foresee any problems with regard to legislation, or other snags, if
this technique is implemented? If sc please give details. With regard to
any legislative problems, can you suggest who should be consulted
further?

L A NS AR R R EERE R EEENENNNENNENRNNINNNNIEENENNRNINN NI RN RN
LR R RS R R R AN N R N N N NN RN EER SN NN R RN

LA AR R AR R R R AR R A R N N N R NN N RN N RN R RN NN A
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2. Tax increment financing

& charge which is based on the expected appreciation of property values
within the sphere of influence of a proposed transport project. The

property value increment is used as a security to obtain funding for the
praject (area-wide).

LIKE } LIERE | INDIFFERENT | DISLIKE | DISLIKE | DONT KNOW
A LOT | SONE SCME A LOT

(please tick the box you feel is most applicable)

If you chose one of the first five options, piease give ressoms for your
choice.

L RN IR I N R R R R I R I W RN N R A T TR R N N I IR T RRCRE RN R A R B I I O B L R
[ N N N N N N N N Y N NN N NN NN NN
L N N N N N N L A R R NN NN RN AN RN R NN EEE RN R RN N
LE NN N E R EENENREIENNENNEWENNFEWNSREE NI WA AN AN NN NN R R I L
LR O LI T I B R RS IR A T O R N B R A A R A T SR RN I T R I O A O B N CRE R KRR N N R O BB L L

LR B N B BT I N I R I BB BN R R R A R T T I S N N AT N A O B LRI R O I L L L

Do you foresee any problems with regard to legislation, or other snags, if
this technigue iz implemented? If so pleass give details. With regard to

any legislative problems, can you suggest whp should be consulied
further?

L R R A R R N N NN N NN N RN R R LR
LR L N R N R N N N e YRR TN RN NN AR N R N L L

LA AR R RN RN R N N N N N N N R TR N RN R S NN E R R RN

B
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3. Comnector fees

Charges tc owners or developers of buildings adjacent tc a transportation
facility specifically 4in return for the sdvantage of being physically
connected to it {site-specific).

LIKE LIKE | INDIFFERENT [ DISLIKE ¢ DISLIKE { DONT KNOW
A LOT | SOME SOME A LCT

{please tick the box you feel is most applicable)

If you chose one of the first five optioms, please give reasons for your
choice.

LA R R NN NN N NN RN NN N Y NN RN NN R L RN R AL LR R
IR RN NE S ERE N AR R R NN N N NN R R N Rl AR AR Rl RS
LR R R NN R NE N R N N Y N N R LR
[ AR NN R R N N N N N N RN R LA AR R RN R A
LR N R N T R N N N RN AR NN A L

LR N RN NN N NN T N N NN NN F RN E SRR NN RSN NEE S LR LR S

Do you foreses any problems with regard to legislation, or other snags, if
this technique is implemented? If so please give details. With regard to
any legisiative problems, can you suggest whe should be consulted
further?

I Y A R T I N Ty s A R R N P N R N ]
LA R N NN N N N N N N N R R E RN R e

AR N R R N N N RN R R R R
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&, Impact requirements

Charges or othexr conditions imposed on new developers to mitigate or
compensate for the impact of their projects on existing or planned
transport facilities (site-gpecific).

LIKE LIRE | INDIFFERENT | DISLIKE | DISLIKE | DONT KNOW
A LOT | SOME SOME A 10T

{pieasze tick the box you feel is most applicable)

If you chose one of the first five options, please give reasons for your
choice.

FEPLALILLTAFI I T RARIIIRSIEN GOSNl B 41N AusdIrsABAIFSIEIREEYILARLIAS [ E XN EER NN
..‘-l...‘.‘ﬂlﬂlIOOI(.ll.lIIOQDCIQIOII..!0..'}.-.tilUQII.I.I.I..IQS"‘.IIll
LR R AN N LR Y N N NN N RN N RN RN EREEN RS
LR R R N R N N N NN N N EE R R E R NI R RN NN B IR B I L L B
..‘.l....‘.‘-ICC‘I.‘.l.....1...4.‘..'...01'..!I’.C.ﬂ.-'..IDICJ’I.“‘.‘.‘...

LI I I B N I IR RN N A R R R A I I R N SRR N U A O T RN B A B B B L

Do you foresee any problems with regard to legislation, or other snags, if
this technique is implemented? If so please give details. With regard to
any legislative problems, can you suggest who should be consulted
further? :

LR N A I B A I N R A A I A R R I BRI S B e N T Y RN R E R E N R N R R N I R
LR R R R R N N S NN SN N RS EE LN LR R R EL LR

LR R R R A N N Y AR RN N AR N R N NN N R RN

T



CLeN

=120~

5. Employer wage-hill levies

A tax levied on all wage-bills paid by employers within a defined area

served by a transport facility (aree-wide).

LIRE LIKE | INDIFFERENT } DISLIKE { DISLIKE | DONT EROW
A LOT | SOME SOME A LOT

{please tick the Box you feel is most applicable)

!

If you chose cne of the first five options, please give reasons for youp

choice, ‘- ;

l..‘lDll’l'l“‘ID!-.Ot'lOQI.ll.I.t.lltl..lllII'.!-'-t.lll.It.ﬁl't"lnl’.ll!llf

LR R I R N N N N I N N N N NN N E R N R R RS

OC‘I!.\\'OOC!QIIIC.I.CQe.tllcﬂnlt-i’so'o..tt.nn-'llnoulouonlttllonl-nln..‘- b
i .

!

¢
L N NN N R R TR R A N NN SN N R R RN R R LR LI N
I N I N R R o A A T L N TN N Y RN N RN

LR R N RN N N N N N N L N Y NN R R R R RN N NN R

‘ '
o . 1

Do you forssee any problems with regerd to legislatidn, or other snags, |
‘this technique is implemented? If eo please give details. With regawd o
any legislative problems, can yuu suggest who should be consultid

further?

LR R I N N N N Y NN P NN L A L LR

.‘-l.......l..OQ..'lll.t.tO..i.'1...0ll..I.’lll.i‘I..t.‘.lll'.'.ll..l.l‘i .

:

00"'\0'!!00--.,.--llanclt‘o.tcoqa-o-.npa.o.cn.l.up_tqqi B.nlll.!'olltl‘.!l.%
'

'- R |

AN
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G. Land banking

The public acquisition and hoiding of land for planned future use.

LIKE ﬂIKE ISDIFFERENT DISLIKE | DISLIRE  DONT ENOW
A IOT | SOMBE SOME A LOT

{please tick the box you feel is most applicable)

If you chogse one of the first five options, please give reasons for your
choice,

LR N N N Y Ny R R N NN FFN R NS N RN R AL LN
LR R N N N N T N N E R R N N N NN N LR RN EEENEELEEEERE
D R R A R R S R R N Y L L R R R R R N R RN ]
B4 PRV I AN SR AT AR RSN R PR Y AT F A AR A PRI RN A AR R PR R T AA RSO R RSy
IR R N N N N N Y N N L E R R R E R BN E RN R E YRR N R LR RN AN

L

LR R N N N N N Y SN NN RN RPN N E RN RN RN NN EEE N R ERR NN

Do you foresee any problems with regard to legislation, or other snags, if
this technique is impliemented? If so please give detaila. Witk regard to

sny legislative problems, can you suggest who should be consulted
further?

LR R R I R N N N N R AR AR AR
."iOl&o.QOGvt-.iuva-t.in{onqgnoln-‘-cu.un-a-i‘y\nn-vonl-aoot..o----o.-ac.

R R R R RN RN N N N R R A NN NN NN R R R RN S RS R RN AL
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7. Leasing/selling development rights

The leasing/selling of rights to develop sbove, below or around a site
used for transportation purposes.

LIKE LIKE | INDIFFERENT | DISLIKE | DISLIKE { DONT ENOW
A LOT | SOME SOME A LOT

{please tick the box you feel is most applicable)

If you chose one of the first five options, please give reasons for your
choice,

L N A N N N N N N A A N E E AR RN NN E NN RN S RN LN R IR
nto-toln..nunn.u-t..u-..!-a.;'...ia.n‘.‘olaoln.nvo.cilI!'lto..l.o.‘l!c-'cco
LR R N NNy N RN F Y R NN TN NN AL EERLEEREE
..'“.."'...."ll.ﬁ...ll'....UID-.bDIOICIOQI..ICI.I.'..OI‘-.C.“I“O.‘.D’C
LR N N N N L N e N e N P NN N L R N RN R

LR R N N N N N Y E T R R N N E NS RN F R PN N AN N E RN RN RN LR R

Do you fcresee any probiems with regard to legislation, or other snags, if
this technigue is implemented? If so please give details. With regard to

any legisi.  .ve prohlems, can you suggest who should be consulted
further?

LA R R R RNy NN X E R R RN NN AN NN AN AR
[ RN N N Y Y R R R R Y Yy > R AR R N RN

LA R N N R RN N N N N N A R T Y N NN E NN RN R RN A
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8. Leasing/selling developed properties

The public body itself develops the rights it holds and then leasaes ox
sells the property that has been erected. This could include leasing of
the vhole gite on which the transport facility is situated for management
by private enterprise.

LIKE LIKE | INDIFFERENT | DISLIKE } DISLIKE | DONT ENOW
A LOT | SOME S0ME A LOT

(please tick the box you feel is most applicable)

If you chose one of the £irst five options, please give reasons for your
cholce.

l"ﬁ.l.""...b.‘l.t...l.i"tb'tl!..l.l!‘l'...I.ll'll'.l’-’!’".’....'l.p‘.lbl
LR N N N N e I R N N R R AR RN
LR N N NN N Y R R R R e E R P RN NS R PR R NN NN NE R R R RN
LE R R R NN N R N N N N N N N N R R N R LR A
'C.li‘....‘ll.'lit‘..I.lQ.t'l.a.‘.l.-.tl.lllltli..b.‘..‘.’ﬂ!’.lll..l...i.lll‘

BT A ASEGY RS AP AR Ak A s R BN AR RS AT R AN B T RSP EFRA NP R RN

Do you foresee any problems with regard to legislation, or other snags, if
this technique is implemented? If so please give details. With regard to

any legislative problems, can yon suggest who should be consulted
further?

LR NN PN EE R NN NN NENENE NI AN AN N N IR AR A IR L LB BB
LR R R NN AN NN N N YR RN R RN NN R RN EE RN RN

LR R R AR R L N N NN RN R LN AR
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9. Joint development

Projects In which investment in tramsport facilities is closely linked to
the development of private property, thus invelving both the private and
public sectors in informal and formal development partnerships.

LYKE LIKE | INDIPFERENT | DISLIKE | DISLIKE | DONT KNOW
A LOT | SOME SOME A LOT

(please tick the box you feel is most applicable)

If you chose one of the first five options, please give reasons for your
choice.

(R R RN AR RN R RN RN N R LR EER R
AR RN N Y NN Ny N L N LR R RN
L R N N N N N X N R N R R NN R E RN R AR AN ER AL
I R RN N N N R N N N NN RN N NN RN EENE RN AN
L N N N N R R R N R N N NN N R NN RN NN NI

L N N N N N N N e e N RN N NN TSN N NN E NN RN NN NN NN A NN

Do you foresee any problems with regard to legislation, or other snags, if
this technigue is implemented? If so please give details. With regard to
any legislative problems, can you sugast who should be consulted
further?

BEES AT AR B LSRR E A E RS BRI T RAA SRR AP P NP E RN AR S A IR A AN E AR RN AR
[ AR RN RN N N N Y R NN AR

LI N R R R R e N Y R A R R e s E T E N N AR N N N R R RN NN RN
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10. Negotiated investments

An agreement between a developer and a public bedy through which the
former agrees either to make a needed public improvement or to contribute

B sum towards an improvement in exchange for a concession which will
benefit his levsiopment.

LiKe LIKE | INDIFFERENT | DISLIKE | DISLIKE | DONT ENOW
A LOT | SCME SOME A LOT

{plesse tick the box you feel is most applicable)

If you chose one of the first rive options, please give reasons for your
choice,

St

LR R N N N A R N RN RN LR L
L R I R R N I N N Y R R E N E RN RN IR
LR R NN RN N N N N N N R RN N N NN N R
LR RN N R NN N N NN LR NENE AR
I E R NN N N Ny N N N N N X RN N R R NN SR

LR N N N NN R N T NN AN N IR I LB U SRR LI L

Do you foresee any problems with regard to legislation, or other snags, if
this technique is implemeated? If so plaase give details. Witk regard to

any legislative problems, oan you suggest who should be consulted
further?

LR R N N N Y P R N R RN NN RN AN SN RN R
R EARA N A PA T R T ARG A I A N AR AR A AR AR IR RN R AR AR RO R RAI s

[E R R AN RN RN N Y N RN TN T N RN YN RN N RN RN NN NN NN
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1l. Cost sharing {turnkey agreement)

The sharing cof operating expenses or contributions to the construction
costs of a transport facility by a private developer. No joint Iland
development is involved but the benefits are derived from integration or
interconnection between the transpert fzcility and the private
development. (A turnkey agreement involves the construction of a
transport facility by private enterprise oin behalf of a transport
authority.)

LIKE LIKE | INDIFFERENT : DISLIKE { DISLIKE | DONT ENOW
A LOT | SOME SOME A LOT

{piease tick the box you feel is most applicable)

If you chose one of the First five options, please give reasons for your
choice.

AR F AN RS A RN AN A AR LY AP R RS A AR R AT RN IR AT RS RA AN AR T AR T SRR R TR
IR AR N RN R N RN NN R NN N N N AL R NN AR
L R RN N AR R R N NN N N L R RN E LA AR
L R R N N R R R I I R N N Ny R N N N R AR
L N R N N N E R E R RN R N N E NN IR N I N A BRI B I L BB LI

R R A R R T T I T T T T T T I T T T T I O Oy s Y e Y RN R R N |

Do you foresce any problems with regard to legislation, or other snags, if
this technique is implemented? If so pleasse give details., With regard to
any legislative problems, can you suggest who ghould be consalted
further?

L R N N N N e NN RN NN AL RN RN
LR N N N N R A R N R RN N NN NN NN N NN N ENEE RN ]

L IR R A I R I I R A R N I R I R BRI I NI I R R I SR R I B RE B R R Y
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12. Donations

The obtaining of donations (monetary or physical landfproperty) from the
private sector in return for recognition or publiciry.

i
LIKE LIKE § INDIFFERENT { DISLIKE | DISLIKE | DONT ENOW
A LOT ; SOME SOME A LOT

(please tick the box you feel is most applicable)

If you chose ome of the first five options, please give reasons for your
choice,

LR R R N N Y NN N N N N R R AN RN
l..B...'('ICII..l-.l....-i‘dtI..l...vI.t‘..‘I.'...II'.""...‘...l"..'.‘
.....'...Q..'.I.QI..I.I“......II‘..-It.l.l‘(.'ﬁI"..C..'.l..'...'l...l.l'
..'...‘..‘.'..‘.‘I.-...'I.l‘..C..ﬂ.lll.'..l.-.'l..I‘I'.'...I-..'Ilt.ﬂ.l..
L N N N N N R N P NN RN R

LR R R R NN N Y R R N N N NN R YN AN R E R RN NN

Do you foresee any problems with regard to legislation, or other snags, if
this technique is implemented? If so please give detailw. With regard to
any legislative problems, can you suggest who should be consulted
further?

L AR R R R N R N N N Y AR NN NSNS i
LR R R R R N N N NN N N R N NN RSN NN EEEEE LN

L L R N N N R N N N N N N N R R R AL LR RN
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i3. Leasing of advertising space

The sale of advertising rights in or arcund transport facilities.

LIKE LIKE j INDIFFERENT ; DISLIKE | DISLIKE | DONT ENOW
A LOT ;| SOME SOME A 10T

{please tick the box you feel is most applicable)

If you chose one of the first five options, please give reasons for your
choice.

I"..U...i..‘..l.CI...-.’-.QI&'.UC..CIIO...lll.h"lllblll.l.!‘l.p‘*llo!."
L N R R N N N N N I LN EEE R RN E NN RN RN RN N RN IR NI RN N
LI R R R R R R R N N N N N N N N NN T RN S RN N NEE R EEE RN RN
LR N N N N N N N N R NN T NN RN NN NN ERENEENENEERLEEA
IR R N RN N N N R N N N R N RN NN NN NENEREE S

LI I I R N A N N N e N I EE R NN NN I BN NI BRI B N BT B B I

7o you foresee any problems with regard to legislatien, or other snags, if
this technique is implemented? i¥ so please give details. With regard to
any legislative problems, can you suggest who should be consulted
further?

...."'l.lﬂ...Il."l-‘l..I..l"lIQ....O-.l'......I......ﬁ......l...........
LR N N A NN R N N RN NN LR

LA AR S AR R ER AR RN N NN N A R NN RS AR A
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15, Concessions

The generation of revenues through the sale/leaze of concesslons for
business purposes in or arownd transport facilities.

LIKE LIKE { INDIFFERENT | DISLIEE | DISLIKE | DONT KNOW
A LOT | SOME SOME A LOT

(please tick the box you feel is most applicable)

If you chose one of the first five options, pleasc give rezsons for your
choice.

LR N N N N N N R R N N R R R N N R R R RN NN ]
L R N N N N R N N NN R RN S N EE LR LR
LR R N N N N N N N N A R R AR RN Rl
L R N N N N T R N NN N NN N N LR
L N N N N N R N N N N NN NN R RN RN RN N R R LR B N

BE A AR IR PR R B R A SR N AR PP R R FE R E RN AR R AN NN AR A R R AR AR F BRI A AR

Do you foresee any problems with regard to legislation, or other snags, if
this technique is implemented? If so please give details. With regard to

any legislative problems, can you suggest who should be consulted
further?

LA R N N N N I L] R E AR R N N R E R EE NN RN R R
L R R N N N NN RN NN SRR

BEES A A AA AT AN AR SN AR AR R R AN A AT E R AR A AT AN S R F A A A AT ARSI r AR PR SRR s
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APPENDIX B:

CATEGORTSATION OF PROPOSED TRAGHPORT SCHEMES
WITH VALUE CAPTURY POTENTIAL
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CATEGORISATION OF PRCPOSED TRANSPORT SCHEMES
WITH VALUE CAPTURE POTENTYAL

Proposed transport schemes identified by questionnaire respondents as
having value capture potential were categorised according to the following
criteria:

TRANSPORT FACILITY STATUS

Existing
Upgrade
New

TRANSPORT MODE INVOLVED

Reil - iight; heavy

Boad - car; bus; combi-taxi; other (specify)}
Sea

Alr

LOCATION

CBD
Suburban
Other (specify)

SCALE

Single site
Area wide

LAND OWNERSHIP

Public
Private
Multiple

PERCEIVED DOMINANT SURROUNDING LAND USE

Commercial - retail off'ze

Residential

Industrial

Dther (specify) continued overleaf
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INTENSITY OF SUEROUNDING LAND USE (within walking distance}
Floor area ratio: < 0,2
Floor arez ratio: 0,2-.1
Floor area ratic: > 1

CONDITION OF SURROUNDING LAWD USE

Good order (hard)
Bed order (soft)

INCOME GROUP SERVED BY TRANSPORT

Low
Medium

High
FREEWAY ACCESSIBILITY

< 1 km
> 1 &m

PEDESTRIAR FLOW

< 10,000 per day
10,000-50,000 per day
» 50,000 per day

DPROYIMITY TO OTHER COMMERCIAL OR TRARSPORT NODES

< 1 km
> 1 km

POTEFTIAL DETERRENTS/OBSTACLES

Resistance from property owners
Logses to businesses elsewhere
Up~front costs to puhlic anthority
Resistant? within public authority
Legiclative changes requirerd
Other:

[ E R RN NN N R R NNy YN E R N R NN R EENEN RN

o
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APPENDIX C:

RATANG SCALE RESLLTS OF ATTITUDES TOWARDS
THE VALUE CAPTURE TECHNIQUES

-
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RATING SCALE RESULT.S OF ATTITUDES TOWARDS

THE VALUE CAPTURE TECHNIQUES

ATTITUDES OF XESPONDENTS LIEE A LOT LIKE SOME UM OF FAVOURABLE RESPONSES
temgntats l Bepoces
YALUE CAPTURE TRGAKIQURS | Rilin m Toarseest, Trspet | TOIN, ToFAaL Rilic & Tspmt | TR
Sactor * opematux tpenatocs PESLONES Sacroc + Operatrxs
otalsl) | el {totalesl) (Total=0} (Total=61) (Toeal~52) {Totaleo) (Totxlmsl)
Spacia], Benefit: Asgesvarents 4 1 5 ] b1 5 p1 1 at 1Y 5 19 anx
Tiex Treooes, Financing ¥ s we n 3 7 7 15 5 2 nr
b v g -
|RLADD | Camector Feet = & % » 1 5 B £ = 9 & "
e Trgack: Rerpizemnts 15 1 ® .3 ] 3 i nz & 7 & ™
Eeploger We 8111 Levias 6 L2 8 bk g 2 1 b ®» 4 b1 .2
Yool Parkdog n 2 B anz 15 2 7 = 2 4 3% %z
LoaxingjEaYlirg Deyelornent Riges n 5 v o 15 3 1 = % 8 =5 @z
Lowsing/Selling Tevelopad Propecty b 2 b} 3 2 $ » ax a 7 S e
mwﬁ:ﬁ; Satri; Pevelopren: 2 8 » & 18 1 3 i @ 8 g o1
Segpriated Troastuerks = 3 o £ n 5 o &z a, g 5 g
Coe Sharing pL} 3 T .0 4 a 5 - i 3 8 ] o
Toteting bl 1 . 5 1Y 3 7 e n 4 7 a1z
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AFFENOIX D:

PROSLIMS ASSOCTATED WITH THE LEASTNG OF ADVERTISING SPACK
ON STREET SIS TN PRETORIA

{Source: Pretoria News, 25 April, 1989)
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THE PRETONA NKEWS Tuesday Api} 26 1989

in

L

the dark X

HYMAN

Signa of tha times: advertising boards il-
lumicate Pretaria’s strest carners but for
Ria Fourie & map was pecessary
derstand the sign at the {ynnwoad Road-

{Duncan Streat cormar.

¢ un-

Which way: Church Strest? Van der Weit
Straat? Thia sign ocutslds tha Reservo

Bank eonld confuse visitors to the clty, . erow indicating Van

- W

New signs 1

VALERIE BOJE, Stafl Regoriar

NEW ilumioated
street name boards
are up now, but for
many Pretoria resi-
dents and visitors do
the capital they are
ot proving toe
fllustinating. -

- Roards beasing dotiily |
of their

ir spansors, cfien
fnclading o wtreet wl-
{-:t\-.ss,u{l\:vc o confu-
swn comylaints, not
aply because of the ad-
vertisements but becatrse
af mcorrert neming and
the chalos of sdvertisers,
AR the busy intersec.
tlon of Lyne Fcad
and Duncag Strogt,
strest name board
Sirectn and comaiog
trect", crossing it
“Duncan Road”, Bei
immeadiately atove the
Dvocin Road Is

name
" “Buenott Stoeet™ on wn

advertisement for the
Hatfield fass,

Walt Street, .
After much debzate the
city conzcil decided ta
sbrad with the oew a
vertiaing-sponsored
streel signs in Pretnria’y
busloess aress and oan
bimy strect intersectic: .

A councll spokeymm
s2id the public pot, at oo
charge, 3 streel aign
which was bold and easy
1o read, and the city
council received a

from vhe advertiser, tou,

“We check that the
wdveetisement will not

S

Brookiyn or Club: confusion is cu

eave drivers

used bacsusze tha size of type

usad on tha advertising pans! is fergar than thot on the strast

&M,

coutre af the

In Beatrix Street near
the Kingsley Centre 2
wipn sdvertises 1 basinen
o Soutter Strect, at leust

© 3km away.

Whece Claxles Stevey
"and Brooklyn Resd

meet, & Eign advertises a
Club Avene resturant
L e
e a

than the Brookiyn Rm
Kgmy 52y residenty,

Jia Del} now kave to kelp
then a street sign indie
cating Charles Stzeot)
Walker Strect and Uni-

cenure the
ennfusion cuigﬁnuu with’

& oew strest name
putslde tie Reverve Hank

stating thet this Is Lhe
of Prinske wnd

revene 3ide) sign E
)a:gnu;::

TS

&



CHARACTERISTICS OF PROPOSED TRANSPORT PROJECTS CONSIDERED TO HAVE VALUE

A)
B}
C)
Dy
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APPENDIX E:

CAPTURE POTENTIAL

BUS AND COMBI-TAXY TERMINI (12 Projects)

REW RAIL BASED TRANSPORT SCHEMES (3 Projects)

TRANSPORT SCHEMES AT STATIONS ON TRANSNET OWNED LAND (13 Projects)
ALL PROJECTS (Total of 28)

i
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CHARACTFRISTICS OF PROPOSED TRANSPORT PROJECTS COMSIDEREY) 10 HAVE VALUE CAPTURE POTERTIAL
A} BUS AND OOMBT-TAXT TLMINL (12 Projects)

VARIAELE TYPE

VARTARLE, CHARACTRRISTIC

INCIDEMCE OF
VARJAERLE

1

Tesnsport Facility Status

a) Hew
b} Upgrade

-~ L

2)

Transport Mode Trvolved

a) Railfcar{bus/conbi-teod
b) Railftus/conbi~taxi

2y Carfbus/combi~taxl

) Susfoorbi-taxd

o ke g

3)

Locetima

a)} CED
b} Suburban

[

h)

Scale

a) Single site

LY

Land Cunership

a) Fublic
b) Private
c) Maltiple

Wt o

6)

Pervejved Daninant Surrounding Land-Use

a) Cammercial retail and officefindustrisl
b} Commercial retail/industrial

¢} Comercial retailf/residential

dy Commercial retail and office

e} Camercial retail

£) Industrial

MR W N

7

Intensity of Surrounding Land-Use

a) Eloor area rgtioe 0,2-1
b} Floor areg ratio:s > 1

-

8)

Condition of Surrounding iand.-':'.'ée

a) Good order
b) Ead order
)} Mixed order

a o

9)

Tncome Group Served by Transport

a)y Low

b} Low/tedium

¢} Medium

dy LowfMedinn/High

L

10) Freevay Accessibility

g8) »ikm
b) <1km

LA

1) Pedestrian Flow

8) < 10,000 pet day
b) 10-50,000 per day

w

L7

12) Proocimdty o Other Conmercial or Transport la) <ikm

Nodes

b} >1km

oS

13) Potential Deterremts/Cbstacles

a) Resistance fram property owners

b) Losses to Dusiness elsswhers

) Registance within publiz authority
4y Up front costs to public authoricy
e) Legislative changes required

oo wvin




CHARACTERISTICS OF

PROPOS]
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B) NEW RATL BASED TRANSFORT SCHBMES (3 Projects)

D) TRANSPORT PROJECTS CORSITERED 10 HAVE VALIE CAPTURE POTENTIAL

VARTAELE TYPE VARTARLE CHARACSTFRISTIC INCIHFELE oF
VARTARLE
CEARACTERTSTIC

1) Transport Facility Status a) Existing/Upgrade/New 1

b) New 2

2) Transport Mode Involved a) Railflight rail 3

b} Light rail 2

3) Locetim a) CEb/Suburban 3

4} Scale a) Avea wide 3

15) Land Ownership a) Miltiple 3
&) Terceived Dominant Surrounding Lend-Use a) Camrercial retail and office]

residential/industrial 3

7) Intensity of Surronding Land-Usa 4 2} Floor area ratio: < 0,2-0,2-1« > 1 2

b} Floor area ratio: 0,21 -~ » 3 1l

8} Condition of Surrounding Land-Use a} Mixed 3

8) Income Group Served by Trensport a) Low/Medium 3

10) Freeway Accessibility a) > Im / < Ikm 3

11) Pedestrian Flow a) > 50,000 per day (for system) 3

12) Proximity to Other Comercial or Transport |a) < Zkm / > 1km 3

Nodes

13) FPotentisl Deterrents/Obstacles a) Resistance from property owners 3

b) Losses to business elsevhers 2

c} Up front costs to public authority 3

d) Resistance within public authority 2

£} Legislative changes required 2

£} Registance from transport cperators i




CHARACTFRISTTCS OF PROPOSED TRANSECRT PEOJECTS CONSITERED
C) TRANSPORT SCHEMES AT STATIONS 0N TRANSNET OWNED LAND {13 Projects)

-142-

T0 HAYE VALTE CAFTORE POTENTIAL

VARTARLE TYFPE VARTARLE, CHARACTERESTIC BCIDERCE OF
VARTABRLE
CHARACTERISYIC

1} fTransport Fecility Status a) Existing 2
b) Upgrade 8

¢} Upgrade/N=w 3

2) Trensport Mode Tavolved a) Rail/light railfcarfbus/conbi-tasi i
b} Eailflight raillcarfcobi-taxi i

¢) Rail/light railjear 1

d} Rail/car/bus/conbi-taxi 3

e) Railfbusfcoibi-taei 6

£} Rail/corbi~taxi 1

3) Location a) CED 9
b) Suburbum &

4y Scale z) Single site 10
b) Arvea wide 3

5) Land Qunership a) Public 12
b} Maitiple 1

6) Percedved Dombnant. Surroomding Land-Tse a) Comercial retail and offina/ 1

residential
b) Camercial retail/residentislf 1
industrial

¢) Conmercial retail/industrial 2

d) Comercial retail and office &

e) Camercial retail 2

£} Camercial office/industrial i

gy Residential/industrial i

h) Residential 1

7) Intensity of Surrounding Land-Use a) Floor area ratio: < 0,2 1
h) Floot area ratio: 0,2-1 10

¢) Floor area ratio: > 1 2

8) Condition of Surrounding Lend-Use a) Good oxder 4
b) Bed order &

¢) Mixed erder 5

9) Income Group Sexrved by Transport a) Tow 7
b} Lowftdedium 5

¢} Low/Medivm/High 1

10) Preeway Accessibility a) »ikm 10
b) <ikm 3

11) Pedestrisn Flow a) < 10,000 per day 2
by 10-50,000 per day g

¢} > 50,000 per day 2

12} Proximity to Other Camerical or Transport ja) <ikm 10
Nedes by sllan 3
13) Potertial Deterremts{Obstacles a) Resistance from property owners 2
b) Resistance within public authority 3

¢) Up fronk costs to public authority 3

d) Politiral difficulties 3
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ROPOSED TRANSPORT PBOJECTS CONSILERED TO HAVE VALE CAPTURE POTENTIAL
D) ALL PROJECIS (Total of 28)

VARTARLE TiPE

VARTARLE CHARACTERISTIC

INCILENCE OF

1) Transport Fecility Status

a) Pxisting
b) Existing/Upgrade/New
¢) Upgrade

d) Upgrade/ti=r
e) New

MWGHN

2) Teransport Hode Inwolved

a) Rail/Light railfcar/bus/combi-taxd
b) Railfiight rail/car/combi-taxi

2) Railfear/bus/cambi-tami

d) Rallftusfeonbi-taxi

@) Rallflight railfcar

£) Reiiflight rail

2) Ralljfcombi-taxi

hy Light rail

i} Carftus{combi.tasct,

) Bus/combietaxi

Ok pd o e s ] R

3) Locatim

a) CED
b) CED{Suburban
¢) Suburban

4) Scale

a) Single site
b) Area wide

ol |Buh

3) Land Ounership

a} Public
b) Private
¢) Multiple

vk

5) Perceived Daminert Surrounding — -Use

a) Commercial retail and office/
residentialfindustrial

b) Commercial retail and office/
Industrial

c) Covmercial retail and office
residential

d) Conmercial retail/residentialf
Industrial

e} Comercial retail/residential
£} Comercial retail/industrial
g} Camercial retail and office
h) Comercial ratail

1) Coamercial officefindustrial
1) Residential/industrial

k) Residemtial

1) Industrial

[

R e

continued overleaf

i
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N

VARTARLE TYPE VARTABLE CHARACTERTSTIC INCITENCE, OF
VARTARLE
CHARACTRRTSTIC

1) Inteneity of Surroumding Land-Use aj Floor area ratio: < 0,2 1
) Floor area ratios <€ 0,2-0,2-1 - > 1 2

¢) Filoor area ratio: 0,2-1 17

d) Floor aree ratio: ¢,2-1 - > 1 1

e) Floor area ratio: » 1 7

8) Condition of Surrounding Land-Use &} Good order 7
b) Bad order 10

¢) Mixed order 1)

2} Income Growp Sexved by Transport a) Low 1
b) Low/Madium 12

¢) Low/Medbam/High 4

d) Medium 1

10) Freeway Accessibility a) >lm 19
b) <ilm 6

¢} > lm/< 1lm 3

11) Pedestrian Flow a) < 10,000 per day 5
b) 10-50,000 per day 18

c) > 50,000 per day 5

12) Proximity to Other Commercial or Transport ja) <lam 20
Nodas by <ilen/>lim 3

c) > lim 5

13) Potentia] Deterrente/Chstacles 8) Resistance from property owners 1¢
b) Losses to Musiness elsewhere 5

c) Up front costs to public authority 14

d) Resistance within public authority 11

e) Legisiative changes required 2

f) Political difficulties 3

g) Besistarnce from transport opesators 1
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