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Figure 130: Recently confirmed location of the planned new public transport interchange and high
speed railway terminal, approximately 8km southwest of the central railway station.

In relation to this project the Communications Bureau provided the following information in
September 2007:

“Proposal of Inter-modal Change Project

In July 2007, the study team of TA6350 (Harbin) and the agencies of Harbin city hold a meeting about
this TA project. After this meeting, considering of the city’s location, political and economic needs, and
the city’s historical and cultural aspects, the communication bureau of Harbin city proposed this inter-
modal for consideration in this TA project.

The planned inter-modal change locates near the north exit of Harbin Rail Station. From 2005, the city
has paid attention on this project and begun to prepare for it. In March 2007, a team with members
from the planning bureau, communication bureau, and the city NDRC had an investigation about
highway public transport terminal in Hangzhou, Shanghai and Guangzhou. After this investigation,
Harbin city formed its draft thinking about the construction of highway public transport terminals. The
proposed inter-modal change is one of the terminals.

(i) Current situation and issues of highway public transport terminals in Harbin city

There are now 6 highway public transport terminals in Harbin city, and 365 intercity routes covering
the whole province of Heilongjiang and radiating to other 11 provinces and also Beijing and Tianjin
cities. There are in total 2000 shifts per day, and about 40,000 passengers are transported. When in
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the peak days, daily passengers may reach 80,000.

The distribution of the terminals: three terminals are within the inner ring road; two terminals are
between the inner ring road and the second ring road; and one terminal is between the second ring
road and the third ring road.

Current status of terminals in Harbin city

Land Building . Waiting | Daily
. Parking
No. | Name Location coverage area (m2) room passenger
(m2) (m2) (m2) s
1 | Nangang | 2% Chunshen Jie, Nangang 4355 4000 2555 3400 | 13000
District
2 San Ke Shu | Huochetou Jie, Daowai District | 9572 4500 1200 2000 6000
3 Da Qiao 109, Herun Jie, Daoli District 2835 1158 1935 400 4000
4 |JiaoHua |7 Songhuajianglie, Nangang | ., 1000 7000
District
5 An Fa An Fa Jie, Nangang District 7438 260 7438 260 3000
6 | DaoWai g?si:ife Square, Daowai 27882 24187 | 20900 | 3400 | 7000

Harbin is the capital of Heilongjiang province, and is also one of the hinges of in the national highway
transport network. But the situation of infrastructure of passengers transport is far behind the
development of the need. The main issues are as follows:

Most terminals have poor facilities and not enough parking and riding lots

Nangang terminal locates at the centre of Harbin city. This terminal attracts a lot of passengers each
day; the peak day passengers may reach 31000. There are 800 buses entering into this terminal every
day, but the area for parking and riding is only 2300m2, which can only meet 60 buses parking and
riding. Other buses can only park under nearby interchanges, in other social parking lots, and
hereabout-resident areas. Besides, there are 2 roadside terminals near Nangang terminal, which take
on about 30% of passengers of the whole city. These two terminals operate roadside, and this makes
passengers very discommodious, worsens the circumstance nearby, and disturbs residents nearby
greatly. In general, terminals in Harbin city have poor facilities. Main terminals all locate in downtown
areas, and that makes it very difficult to rebuild and enlarge of these terminals very difficult.

The current layout of terminals is not reasonable and the functions are limited

Due to ill direction and construction restrictions, current terminals were located without systemic
study about people density and trip distributions in the serving area; the collect-disperse function of
terminals is also seldom studied. Only the convenience of passenger’s waiting and riding was
considered when building a terminal, not fully considering efficient connections with other transport
modes. Seamless transfer is not available, passengers cannot to be collected and dispersed smoothly
and quickly.

(ii) Project location, scale and function

Location: This terminal locates at the planned new rail station, near the north exit of the current
Harbin rail station.

Scale: The terminal is design as Class | terminal. The land coverage is 40000 m2. The building area is
18000 m2. Design capacity is 25000 passengers per day.
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Service functions: As the central terminal of the whole city, it will take on medium and long distance
inter-city passenger transport. It has a role of collecting and dispersing passengers coming to Harbin
from other areas of china as well as international passengers. By this terminal, passengers can transfer
between highway and railway modes easily. This terminal will be built as a comprehensive center,
which will provide services for highway, railway, metro, urban bus, and Taxi. In this terminal, a
highway passenger information center will also be built.,

(iii) Construction goal, principal, and effect assessment of this project

(1) Construction goal
The goal of this project is:

In accord with the economy development, meet the needs of passenger transport; promote the
adjustment of land use, meliorate service functions of the city; organize passenger flows rationally,
mitigate the urban transport impact; optimize the environment of the city, keep a sustainable
development; construct seamless traffic network, improve transfer service.

(2) Construction Principal
a. According to the master plan, this project should display the style and features of Harbin city.

b. The terminal should be in line with the whole plan of hub terminals of Harbin city. This project, the
terminal, is one of the components of the new rail station project; all the components, including the
terminal, the rail station, and the square, should be integrated in one plan, one design, but the
implementation can be scheduled separately.

c. The scale and standard of this terminal should be greater/higher to some extent than current needs,
because of the rapid growth of passenger flow and ever increasing diversified service demands.

d. Financing should be under the guide of government, by any possible channels.

(3) Effect assessment

After completion of this project, there will be two macroscopical functions:

a. Improve the layout of terminals, and passenger flow can be rationally distributed among terminals.

After completion of this terminal, there will be 5 terminals in Harbin city, and need of passenger
transport can be basically met. Meanwhile, the passenger flow will be rationally distributed among
these 5 terminals; the terminal in Daowai district will take on the northward passenger flow, Sankeshu
terminal will take on the eastward passenger flow, Nangang terminal will take on the southward
passenger flow, and this project, the north exit terminal, will take on inter main city, inter-province,
and international passenger transport.

b. Promote forming of network of passenger transport in north-east area of china

In the National Plan Of Highway Hub Terminals by MOC in 2005, Harbin city was planned as a hub city
in the national highway transport system, and the railway station north exit terminal was planned as
the central terminal of Harbin city. When the express rail way from Dalian to Harbin is completed, the
need of transfer will be increased greatly, and by that time, this terminal will play an important role in
collecting, dispersing and transferring passengers.”
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5.4. Urban Transport and the Poor

a. The urban population and the urban poor

(i) The urban population

The average family size in the Municipality in 2005 was 3.2 people. The resident population density
was 184 per sq km, 936 in the 8 urban districts and 118 in the 11 counties/county level cities. The
female male gender ratio was 100:103. Out of the total, non-agricultural population was 48.2% in the
whole municipal area, but 77.1% on average in the 8 urban districts. Actually in the 8 urban districts,
the original 6 districts have a non-agricultural population over 80% and the two new districts, Xinbei
and Hulan still have predominantly agricultural populations (72% and 75% respectively). Seventeen
percent of the population is aged under 18 and 11% over 60.

(ii) The urban poor population

There are three basic urban poor groups in Harbin. The first group is the poorest group under the
MLSS, which is the official urban poor population. The second group is the low income group whose
expendable income appears slightly higher than the poorest group but just meet the living
expenditures. The living expenditure of this group is limited to the basic minimum living needs. The
third group is the poor of the floating population.

The poorest under MLSS

Urban poverty has traditionally been regarded as relatively unimportant. Until the 1990s, poverty was
considered strictly a rural problem. Although poverty existed in urban areas, it affected only a small
portion of the population and social policies dealt mainly with helping the rural poor. In 1997, with
urban poverty increasing, the Government established the urban Minimum Living Standard Scheme
(MLSS), requiring each municipality to set an income level below which financial assistance would be
provided by local government. In principle, the poverty line is the minimum expenditure needed for a
“socially acceptable living standard”. This differs from city to city. In practice, the poverty line is
defined as the income needed to buy a specified amount of food plus a few essential non-food items.

The Harbin MLSS shows 200,447 urban poor in 99,088 households below the poverty line of
CNY245/145 per capita in the whole municipality; 4.16% of the non-agricultural population. Out of this
group, 110,857 are urban poor in 51,819 households, accounting for 3.2% of the non-agricultural
population in the 8 urban districts and 89,590 urban poor in 47,269 households or 6.5% of the non-
agricultural population in the 11 rural counties (Table 16).

The MLSS is set by the local municipal government based on availability of social assistance funds. For
this reason the MLSS line varies city by city. If the municipal government is facing financial difficulties
or the population in poverty is larger, there is a tendency for the municipal governments to arbitrarily
lower the poverty line to reduce its own burden of financial assistance. In the case of Harbin city, a
large number of workers were laid off in the late 1990s, increasing the urban poor population. The
municipal government set a correspondingly lower MLSS line. The urban poverty line in Harbin in 2007
is CNY245 per month in 6 central downtown districts and CNY145 in Songbei and Hulan districts. Field
interviews of 30 temporary employees in hotels, restaurants, institutes and self-employed vendors
revealed that this standard is very low to meet basic needs considering that for half year cold weather
means heating is required (Table 17). Therefore, the population living under the MLSS in Harbin can be
considered very poor in an absolute sense.

The low income group

Above the poorest group which is under the MLSS, field interviews identified another poor group
officially called the low income group, which accounts for around 15% of the total urban population.
This group is in the situation of “income only meeting the needs of buying a specified amount of food
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plus a few essential non-food items”. Table 18 shows the income and living expenditure by income
groups. The low income group’s living expenditures are as high as 95% of its disposable income. No
data is available regarding the living expenditure items of this group in Harbin city. But from the
Heilongjiang Province data, which includes Harbin, the living expenditure item of the low income
group is very basic as indicated in Table 19. It is reasonable to categorise them as the urban poor. The
total low income group population in 2007 was around 577,000, excluding the poorest group under
the MLSS.

Table 16: Registered urban poor (May 2007)

Districts/Counties Urban Poor Poor pop. % of Poor ML
pop. households as Urban (CNY/mth)
pop.
Daoli 570000 9417 20692 3.63 245
Nangang 980000 7906 17589 1.79 245
Daowai 574319 13002 28401 4.95 245
Xiangfang 724100 8226 18080 2.6 245
Pingfang 135000 2479 5546 411 245
Songbei 54000 649 1355 2.51 245
Hulan 156000 4137 7150 4.58 145
Acheng 246000 6003 12044 4.90 145
Sub-total of Urban 3439419 51819 110857 3.2
Districts
Yilan 131000 4533 7623 5.82 145
Fangzheng 99000 2632 6131 6.19 145
Binxian 108000 3418 7381 6.83 145
Bayan 131000 6558 13431 10.25 145
Mulan 65000 3234 7046 10.84 145
Tonghe 107000 3288 6012 5.62 145
Yanshou 76000 1907 4382 5.77 145
Shuangcheng 170000 10253 15007 8.83 145
Shangzhi 252000 4844 9223 3.66 154
Wuchang 235000 6602 13354 5.68 145
Sub-total of 11 counties 1374000 47269 89590 6.5
Total 4813419 99088 200447 4.16

Source: Harbin Civil Affairs Bureau
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Table 17: Basic living expenditures required

Living ltems  Costs Estimation notes
Food (100-150) x 3persons = CNY300-450 Powder: 25kg*2.8=70
Rice: 25kg*3.6=90
Oil: 2kg=20
Egg: 3kg=20.4
Vegetable: 5 yuan/day x 30=150
Heating Centralized heating: CNY34.55/ m’ Similar in Northern China city,
X30=CNY1216.5 or Harbin is as long as 6 month
Self heating by Coal: 20/m°X30=CNY600
Cooling Electricity for Fan: 0 Not really necessary in Harbin
Electricity 50*0.51=CNY25.5 Similar to other cities
Gas water 20*1=20 Similar to other cities
Water 4-6*2.3=CNY9.2-13.8 Similar to other cities
MLSS line CNY 245 CNY55 lower than the CNY300 in Changzhou

Source: field interview of 30 temporary employees and self-employed vendors.

Table 18: Per capita disposable income and living expenditure in Harbin urban households

Item Urban Disposable  Consumption As % of
Population Income Expenditures disposable

income

Low Income Households (Make up 20%) 688,000 4546 4341 95

Lower Middle Income Households (Make up 688,000 7165 5871 82

20%)

Middle Income Households (Make up 20%) 688,000 9807 7798 80

Upper Middle Income Households (Make up 688,000 13265 10132 76

20%)

High Income Households (Make up 20%) 688,000 24746 16455 66

Source: Harbin Civil Affairs Bureau. Urban population based on registered number rather than sample survey.

The poor of the floating population

Not all people in urban areas below the defined assistance line receive government assistance. The
urban population is defined as registered urban residents (non-agricultural). Members of the ‘floating
population’ are not registered as urban residents and not counted in the urban population.
Registration has to be approved by the government. Many rural migrants stay registered as rural,
temporary residents, regardless of how long they stay in the city. Poor temporary residents are
excluded from the MLSS.

No population data is available in Harbin with regard to this group. However, according to experience
in other Chinese cities, it is suggested that more than 80% of the floating population (who have been
living in Harbin for more than one month) could be categorized as being in the low income poor group.
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Table 19: Composition of per capita annual living expenditure of urban households by income
groups (Heilongjiang 2005)

Item Averag  Lowest Low Lower Middle Upper High
e Income Income  Middle Income Middle Income
(10% (10% Income (20%HH) Income  (20%HH)
HH) HH) (20% HH) (20%HH)
Disposable Income 8273.0 2388.2 3804.9 5209.3 7314.1  10297.8 18654.4
Total Living Expenditures 6178.0 24745 3548.3 44458 5580.3 7625.9 12090.7
Food 2071.6  1058.7 1402.7 1669.0 1973.8 2549.7 3376.0
Clothing 878.0 206.9 370.1 571.7 754.1 1154.8 1953.1

HH Facilities, Articles and Service 282.8 71.8 106.6 149.9 272.1 347.4 677.3

Medicine and Medical Services 613.1 246.3 458.2 404.3 550.8 768.2 1177.6
Transport 232.9 54.7 103.3 133.8 180.5 242.5 652.6
Communication Services 364.1 115.5 178.8 277.6 323.4 470.7 712.6
Recreational Durable Consumer 180.9 38.3 54.3 104.1 143.1 210.7 485.8
Goods

Education 480.0 200.0 285.8 408.3 467.7 650.1 737.8

Recreation 141.6 27.4 39.7 68.7 97.8 158.1 427.2

Housing 159.1 31.0 38.3 49.3 110.4 154.0 536.6

Water, Electricity, Fuels and 505.0 359.5 401.7 441.1 494.7 602.6 670.3

Others

Miscellaneous Commodities and 237.8 57.6 93.8 147.6 188.9 281.3 602.5

Services

Source: Heilongjiang Statistics Year Book 2006
Note that major food item prices increased by around 10% in 2007.

b. Economic condition of the poor

(i) Overall economic background

The average wage was around CNY16,500 in 2005. Nominal wages increased by 136% between 2001
and 2005. A household survey shows expenditure on transport accounting for 3.1% of disposable
income in 2005. Total employment in 2005 was 4.56 million (47% of the total population), a 7%
decrease since 2000. There has a slight decline in agricultural employment, from 38% to 35% by 2001-
2005, while manufacturing industry employment was fairly constant between 2000 and 2005 at about

27%. Service sector employment expanded by about 1% per year between 2000 and 2005, reaching 38%
in 2005.

In 2005, private organizations or enterprises accounted for 46% of the total number of enterprises
(but only 30% of total employment), with collection enterprises 17% of the total (18% of total
employment), and state-owned enterprises 37% of the total (but 52% of the total number of
employees). This indicates that the scale of private enterprise/organization was much smaller than the
state owned enterprises, and that local employment still relies heavily on state-owned enterprises or
organizations.

The average expendable income per person increased 79% and expenditures increased 78% during
2000-2005. The income and expenditure balance reached its highest level in 2003 (Table 20).

Page 249 of 259



52.

53.

54.

RETA 6350 Sustainable Urban Transport Final Report Harbin

Table 20: Income and expenditure of urban households

Year No. of HH  Average Expendable  Average Per capita Balance of
Surveyed Size income income per  expenditure living income and
HH per person  person per person expenditure expenditure

(yuan) (yuan) (yuan) (yuan)

2000 500 3 5661.5 5632 5354.4 4508.3 277.6

2001 500 3 6444.3 6407.3 6037.4 5044.6 369.9

2002 500 2.89 7268.2 7003.8 6648.2 5500.3 355.6

2003 500 29 81385 7907 7345 6228.9 562.0

2004 500 29 9202 8940.3 8437.2 6895.7 503.1

2005 500 2.83 10490.4 10064.8 9528.5 7897.2 536.3

Source: Harbin Statistical Year Book 2006

(ii) Economic situation of the poor

There is no separate data available by income group in the Harbin Statistical Yearbook. Interviews
found that there is a big difference between the poorest group and the low income group in terms of
income source and expenditure items. The floating poor group is similar with the low income group in
terms of income source and expenditures.

The poorest group, under the MLSS

Lack of a source of income is the biggest challenge of the poorest group. Out of 110,857 urban poor
under the MLSS, only 3.4% has a stable job, 18.6% are unemployed, and 5.3% are retired (with
pension). The remaining 72.7% are unemployed or unable to be employed (Table 21). In other words,
on average only around one half of households have one employed or temporarily employed while
another half of households have none employed. Temporary employment mainly includes hotel
service staff, cleaners in institutions, hospitals, vendors, waiters in restaurants, and other informal
service sector positions.

Table 21: Employment indicator of the urban poorest group under MLSS

Item Total Total Working Temporary Retired Unemployed Others*
urban urban poor Pop. Employed
poor HH  poor
pop.
Number 51,819 110,857 37,55 20,646 5,894 26,381 54,181
% 100 3.4 18.6 5.3 23.8 48.9

* Including students, old, kids, handicapped, people with chronic disease, “San Wu” people.
Source: Harbin Civil Affairs Bureau

A heavy burden is the second characteristic of this group. As can be seen in Table 22, more than one
third of such families have with students or young children to support, more than two thirds of such
families have old, handicapped, or chronically ill people, and around 2.5% have families with “Sanwu”
people. Primary school and middle school is free in urban areas, but high school is not. One high
school student’s minimum expenditures require 2000 yuan per year excluding additional payments if
one wants to be enrolled in a better school. Medical expenditure is another big item of this group
because more than two thirds of this group has a chronically ill, handicapped or old person in the
household.
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Table 22: Indicator of the urban poorest group under the MLSS

Item Total HH Employed Temporary Students “san Unemployed Others*
under MLSS employed and wu”
children people

Number 51,819 3,755 20,646 22,827 1,410 26,381 35,838

% of HH 7.2 39.8 44.1 2.7 50.9 69.2
* Including students, old, kids, handicapped.
Source: Harbin Civil Affairs Bureau

The households included in MLSS package receive a cash subsidy to a maximum of CNY245 per person
per month; over CNY1000 medical support for 9 major serious diseases; 20% higher MLS Subsidy for
primary and middle school students, and 20% higher MLS Subsidy for higher school students; CNY1500
for those who are accepted by university through official national entry exam; 1742 for a household
cheap rent rate; heating subsidy in winter; provision of priority for employment; subsidy of water and
electricity supply; and others.

Low income group

A household in the low income group usually consists of 3-4 people (parents plus one child or parents
plus one child and one old person) with two with temporary work or with one person with a stable job.
Job opportunities is the biggest concern of this group.

Temporary jobs includes vendors, small self-employed business, restaurant and hotel service staff,
market service staff, cleaners at institutions, etc. These people usually earn CNY300-1000 a month
with few other benefits. A 3-4 member family with two people with temporary jobs usually falls into
this group. People with temporary jobs often rely on rickshaw, tricycle and bicycle.

Stable jobs usually entail a better benefits package compare to temporary employment, such as
pension fund, medical insurance, housing subsidy, etc. There are two basic categories of stable job.
Normal workers in a factory receive an average salary usually around CNY800-1000 per month, with
only around one quarter to one third receiving over CNY1000. Staff of government organizations or
management of factories receive a salary of over CNY2000 per month. Interviews found that a 3-4
member family with one person as a normal worker in a factory usually falls into this group. Seldom
does a family with government staff or managers fall into this group.

In terms of expenditure, this group has several concerns. For most families the immediate concern
was tuition fees of their children. Apart from struggling in their daily lives, they are trying their best to
save money for sending children to high school and college or university. The second major concern of
this group is medical costs. “Dare not to be sick” is a common response from interviewee. The third
concern is housing. Most of them live in areas of 20-40m?. Some of them worry about their children
having no house making it difficult to attract a girlfriend or boyfriend.

Floating poor population

The floating population in Harbin is strongly seasonal. No data is available, but it is estimated that
around one third to half of them are construction workers. The rest mainly work as vendors, in
restaurants or other services. A small proportion are businesspeople. This group is very similar to the
low income group. The major differences is that these people are mostly registered as rural residents:
They normally have land at home, with most of them working in the city for only half a year. Their
families are left in their hometown. They choose living quarters as close as possible to their workplace,
or a job with accommodation provided.

c. Transport patterns and needs of the urban poor

The major transport means of the poor include walking, cycling, bus and combinations of these means.
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(i) Walking

In the year 2000 travel mode split survey walking accounted for 39% of trips, ranking as the most often
used travel mode. Initial interviews suggested that walking is still the most important mode for the
poor and the lower income groups, particularly for those travelling distances of less than 5 bus stops
who view paying for a bus trip as an unnecessary expenditure for such trips. Walking is the most
important travel mode with travel distance less than 400 metres which mainly happens within the
residential community or street block or when accessing public transport; trips which were not
captured during the travel survey. Wheelchairs were very rarely observed during the study periods, as
almost none of Harbin’s current walkways accommodate them.

For the poorest group, most of them are not working, travel demand therefore is relatively lower than
for the low income group, travel distances are shorter and travel purposes in most cases are not as
rushed as for the working group. But due to the high proportion of handicapped, ill and old people in
this group, the main problems found in interviews and field visits related to walking lanes being
blocked by parked cars, dirty waste or water, missing walking ways, lack of light in some small streets
in the evening, and especially unsafe pedestrian crossings.

(ii) Cycling

Cycling is an important alternative to bus and walking due to its obvious advantages of convenience
and cost. Relatively more bicycles were observed being used or parked in the vicinity of construction
material markets, wholesale markets and agricultural products markets. People use bicycles or freight
cycle rickshaws for small volume goods transport in such markets, as well as to access the market.

People interviewed explained different reasons for cycling including convenience, low cost and health
benefits. However, cycling in comparison to 10 year ago has significantly declined. Although field
interviews revealed a significant decrease in cycling, it is still a choice of the poor. Cycling plus bus and
cycling plus walking can form the basis of a ‘pro-poor’ transport system, especially with the current
bus fare system which penalizes transfers compared to the situation before monthly passes were
scrapped.

(iii) Cycle rickshaws

The main use of cycle rickshaws is around businesses and markets. Passenger and freight cycle
rickshaws support small businesses in many areas of Harbin, although not in the Zhongyang Dajie
pedestrian street. Around two third of the interviewees of the rickshaw and freight rickshaw operators
were laid-off workers who started the business after being laid-off in the mid 1990s. Their average
earning per month is around CNY600-1000; in the winter season earning less. Income from the
passenger cycle rickshaw and freight cycle rickshaw is the main income source of their family. Another
approach to using cycle rickshaws as income generation tools can be seen amongst small vendors. This
type of cycle rickshaw use is common throughout Harbin. In addition, in some cases, bicycles also
serve as a direct income generation tool, such as for bottled water delivery and small goods delivery.

“One tricycle one family’s livelihood” captures the other role of cycling for the poor. In some case,
bicycle and motorcycles serve the same purpose. The role of cycle rickshaws in the life of the urban
poor, and especially for laid-off workers, should be one consideration taken into account by those
determining urban transport policies.

(iv) Bus

The Harbin Residential Travel Survey in 2000 showed that buses accounted for 34.8% of trips and for
45.7% of commuting trips. Bus is more often used by the poor whose job requires regular time inputs,
such as cleaners, waitresses at hotels, staff of the supermarkets, shop attendants, and so on.

Most of the poor who were interviewed agreed that bus has become more attractive in terms of
accessibility, frequency and facility improvement. The major disadvantage of the bus is the high costs
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if a transfer is needed and the early ending time of lines serving the suburban area. Average bus
expenditure for those who have a regular working time is 44yuan a month. Using an IC card can save
10%. A transfer would double the costs. Therefore, all the poor interviewed tried every possible means
to avoid bus transfer, since the monthly passes have been cancelled. Walking plus bus is the major
choice, with another choice being cycling. Some poor choose cycling in order to avoid a bus transfer
otherwise required from home to workplace.

Most of the poor interviewed view cycling as a poor choice. The main reasons include safety (cycling is

more dangerous than before due to increases in the number of vehicles, and aggressive drivers),
slipperiness during Winter, pollution from other vehicles (particularly on the bridge and in sloping

areas); and bad weather during winter. Few of the poor mentioned the health benefits that some non-

poor interviewee had referred to.

(v)

Very few of the poor can afford taxis. In the case of emergency use, their first choice is motorcycle taxi.

Rickshaw, minibus and motorcycle

Minibuses mainly serve the suburban area, with usage similar to buses. Rickshaw taking is an

alternative to buses when it is necessary to transfer heavy articles.

Table 23 summarizes the advantages and disadvantages of the major travel means from the
perspective of the urban poor.

Table 23: Advantages and disadvantages of the travel means

Travel Advantages Disadvantages Coping strategies
Means
Bus Comfortable Cost, particularly when Walking + Bus to save costs
Safer transfer required, less Walking
Long distance over 5 bus flexible Use bicycle or tricycle
stops with no transfer Less frequency in Northern yio rickshaw if with goods
i River A
required verarea - Rent apartment near work place
Faster if no traffic Difficult to bring big or require accommodation
luggage or big volume provision (actually a lot of shops
goods and construction sites provide
accommodation)
Cycling Cheaper Danger, particularly during  Taking bus if HH income
Convenient winter increased
Income generating tools in Cold and slip during winter
some case (such as bottled
water deliver)
Tricycle Income generating tools Cold during winter, not as Minivan if HH economic condition
Cheaper fast as taxi or pickup improves
Convenient
Flexible
Walking No costs Time consuming, difficult Bus +Walking

Source: Field interviews and group discussion; 31 respondents from poor and low income HH

d.

Health benefits

for long distance travel

Accessibility and affordability of buses and bicycles

As an alternative to express and rapid road development for cars, which provides no benefit to the
poor (the poor do not own cars, and are worst affected by the resulting problems of congestion and
road crashes), bus development is an important transport development strategy in Harbin. Most
interviewees agreed that bus frequencies had increased greatly in recent years and were generally
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impressive. However, speeds are very slow, many bus vehicles are in poor condition, bus stop
conditions are abysmal, bus stop access is difficult and unsafe, bus system information is poor, buses
are overcrowded during peak times, and bus service reliability is poor.

With the current bus fare system which penalizes transfers (monthly passes have been abolished), it is
especially important to provide high quality bicycle and pedestrian access to bus stops, as many lower
income commuters will choose to walk or cycle longer distances rather than transfer to a second bus.

As two major transport means aside from walking, affordability of bus taking and cycling are important
affordability factors to the poor. As a choice of the poorest and the low income group, owning a bike is
not particularly problematic. It is the issues of unsafe cycling and parking, the bias against cycling at
the policy and design level, and discontinuous and blocked cycling lanes which mainly affect the
accessibility, availability and affordability of cycling for the poor.

The minimum bus fare cost for the working poor is 36 yuan a month with the current bus fares with
50% off for students, and 10% off for ordinary IC car user. This bus fare would amount to 14.7% of the
working poor income of the poorest group under the MLSS and 9.5% of the income of the low income
group. Even for students with a 50% discount, this bus fare will account for 8.2% of the average
monthly income per person (Table 24).

Table 24: Bus affordability estimation by income group

Income Group Urban Per capita Bus Taking Bus fare Other Existing
Population monthly Cost* as % of  Pro-poor
income of average Subsidy
HH* income
1. The poorest group under 110,857 245%**
the MLSS:
a). Working Poor & 24,401 245 20 X 2 X90% 14.7% No
Temporary working poor =36 yuana
group under MLSS month
b). Students under MLSS 18,698 245 20 X 2 X50% 8.2% No
=20yuan
2. Low Income Households 688,000 379 20 X 2 X90% 9.5% No
(Make up 20%)** =36 yuan a
month
3. Lower Middle Income 688,000 587 20 X 2 X90% 6.1% No
Households (Make up 20%) =36 yuan a
month
4. Middle Income 688,000 817 20 X 2 X90% 4.4% No
Households (Make up 20%) =36 yuan a
month
5. Upper Middle Income 688,000 1105 20 X 2 X90% 3.3% No
Households (Make up 20%) =36 yuan a
month
6. High Income Households 688,000 2062 20 X 2 X90% 1.7% No
(Make up 20%) =36 yuan a
month

Note: *.Assume 20 working/schooling days, 2 trips a day with no transfer required,

** The Low Income Households (Make up 20%) actually included the poorest group.

**% MLSS assistance line

Source: Based on data from the Harbin Civil Affairs Bureau. Calculation based on registered urban population number.

Average biking cost per year is around 30 yuan. Some of them need pay bicycle parking fee which is
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around 40 yuan a year. Assume a bike’s average cost is 300 yuan for 6 years use. The estimated cycling
costs and its proportion of average monthly income showed in Table 25.

Table 25: Affordability estimation of cycling by income group

Income Group Urban Per capita Cycling cost Cyling Other Existing
Population monthly per month cost Pro-poor
income of HH (yuan)* as % of  Subsidy
(yuan) avg
income

1. The poorest group under 110,857 245%*
the MLSS:
a). Working Poor & 24,401 245 (30+40+300/6) 4.1% No
Temporary working poor /12=10
group under MLSS
b). Students under MLSS 18,698 245 (30+40+300/6) 4.1% No

/12=10
2. Low Income Households 688,000 379 (30+40+300/6) 2.6% No
(Make up 20%)* /12=10
3. Lower Middle Income 688,000 587 (30+40+300/6) 1.7% No
Households (Make up 20%) /12=10
4. Middle Income 688,000 817 (30+40+300/6) 1.2% No
Households (Make up 20%) /12=10
5. Upper Middle Income 688,000 1105 (30+40+300/6) 0.9% No
Households (Make up 20%) /12=10
6. High Income Households 688,000 2062 (30+40+300/6) 0.5% No
(Make up 20%) /12=10

Notes: * The Low Income Households (Make up 20%) actually included the poorest group.
** MLSS assistance line in Changzhou Urban districts

Cycling costs makes up only 4.1% and 2.6% respectively of the average monthly income of the poorest
group under MLSS and the low income group. Therefore cycling is considered as affordable to all poor
groups including the poorest and the low income group. An additional advantage of cycling is the
flexibility it offers compared to the bus to the working poor with irregular working hours.

e. Solutions

Walking, cycling and buses, the main ‘sustainable transport’ modes, are also the main components of
a pro-poor transport system. With the current bus fare system which penalizes transfers (monthly
passes have been abolished), it is especially important to provide high quality bicycle and pedestrian
access to bus stops, as many lower income commuters will choose to walk or cycle longer distances
rather than transfer to a second bus. However, these modes face many challenges:

e Improvement of walking lanes. Improvements should be based on the requirements of a
wheelchair, as this will meet the needs of virtually all potential users including handicapped,
old and/or infirm people.

e Having more pedestrian streets which provide more small business opportunity to the poor, as
well as free public space and social and recreational opportunities.

e Mitigating through improved route planning and transfer discounts the current problem of bus
penalty on transfer which is a particular barrier for the poor taking bus.

e Provision of secure and convenient bicycle parking at residences, offices and retail buildings,
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and near bus stops.

e Provide regulations and physical design measures for cycle rickshaws. Rickshaw or freight
rickshaw is not only an important transport means for the poor but also a family livelihood
source for the laid-off workers who are often rickshaw drivers.

5.5. Best practices for urban transport

Best practices are documented in the preceding ‘solutions’ section of this report. Two topics not
discussed above, however, are urban freight systems, and best practices for urban transport in winter
conditions.

Urban freight systems

Freight traffic has a relatively low impact on centre city transport, with most industry located well
outside and truck movements restricted to off-peak hours. A follow-up study could consider options
for further improving distribution. A modern logistics industry should be fostered through a
development plan including: (i) necessary infrastructure, including logistics and distribution centres;
(ii) improving logistics technology and management skills; (iii) policies and regulation to support the
development of logistics industry, such as market entry and exit policies, competition and pricing
policies. Enterprises should be encouraged to reorganize to increase the scale of logistics and to
achieve economies of scale. The distribution network should be rationalized, consistent with city
master planning, to optimize distribution patterns.

Information technology should be applied in logistics management and distribution to improve
efficiency, lower energy consumption, reduce emissions and mitigate impacts on the environment and
traffic. Intermodal transport should be encouraged through seamless connections between modes
and supply chain management should be encouraged.

Winter conditions

This study was conducted during summer and autumn months, when there was no snow and the river
was not frozen. During winter months conditions are different. In general traffic flows are lower, the
river is frozen (and hence no ferries), and there is a greater reliance on public transport and walking.
When snow and ice is present, more difficult road and traffic conditions apply.

Further studies and surveys need to be conducted to document specific issues and possible solutions
for application during the winter period.

The winter conditions raise several potential issues requiring more detailed consideration:

e  Bus Rapid Transit or busway or other bus priority measures operating costs should take into
account the additional cost of clearing snow from the bus lanes. Special design issues, such
as possible heating at BRT stations, should also be considered.

e  Many cold cities are developing and expanding ‘underground cities’ which provide protection
from the winter cold. Harbin already has many underground shopping centres and walkways,
but these need to be better connected. Air vents and stairway access points need to be
designed so that they do not unduly obstruct the walkway above.

e Snow clearing should prioritise walkways, bus lanes, and bike lanes, in that order. Clearance
of car traffic lanes is important but should be a lower priority. Clearance of walkways and
bike lanes will require the purchase of smaller ploughs.

e Harbin should continue to promote and celebrate its winter conditions (Figure 131).
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Figure 131: Ice sculptures in Zhongyang Dajie pedestrian street. Winter conditions are celebrated in
Harbin

5.6. Summary of Projects/Cross-Cutting Analysis

Many of the required projects outlined in this report are inter-related. One of the key projects which
brings together a range of related issues is the potential application of a Bus Rapid Transit project. BRT
relates to land use planning, station area development, bicycle facility integration, pedestrian facilities,
public space, transportation demand management, road safety, as well as a host of detailed
management, institutional, demand and infrastructure issues in bus system planning. A detailed cross-
cutting analysis is beyond the scope of this preliminary report, but could form part of the
implementation planning and analysis for the measures described earlier in this report.

Page 257 of 259



15.

16.

17.

18.

19.

20.

RETA 6350 Sustainable Urban Transport Final Report Harbin

6. CONCLUSION

Issues and challenges

Harbin is potentially one of the world’s great cities to live in, visit, and do business in. It has a rich
culture and history, an astonishing array of architectural styles, a fascinating network of high density
city streets, and a highly liveable and vibrant city centre. Harbin, is however, struggling to cope with
rapidly increasing motorization. The motor vehicle fleet roughly doubled between 2000 and 2005, and
the car fleet is projected to more than double between 2005 and 2010, and nearly double again
between 2010 and 2020. Congestion is rapidly worsening along with a range of associated problems
including sub-optimal parking space allocation, deteriorating bus speeds and service quality, increasing
fatalities and injuries from road crashes, worsening air and noise pollution, increasing fuel
consumption, a decline in general urban liveability and appeal, as well as increasing costs of doing
business in the city.

Vision

A vision for a sustainable transport system in Harbin must be developed. In order to establish a vision,
and from this to set goals and priorities, an initial decision needs to be made to define the mode share
goals for different modes of transport. This figure should be based on reliable modelling and current
demand data. A vision backed up by specific goals and targets need to be defined in each major topic

area and for short, medium, and long term time frames. Following is an outline concept of a short
term vision.

In the short term (within the next 3 years), 20-30km of world class bus priority measures served by
clean high capacity buses procured by the bus operators will deliver time savings of up to 60 minutes
per day to passengers using the corridors. High profile improvements in the public pedestrian spaces
of the city will be achieved, achieving at least a 30% reduction in crashes with injuries and fatalities.
New roads will include dedicated bicycle lanes and high quality bike parking will be included at busway
stations. Regulation of cycle rickshaws encouraging innovation and investment in new vehicles will
encourage pedicabs as a downtown taxi mode. A speed limit of 30km/hr will apply on all defined ‘local’
streets in the city. Air quality measurements will be taken at street level in areas of dense pedestrian
activity, and significant ambient air quality improvements will be achieved.

Solutions

A multi-faceted approach to transportation system solutions is necessary in Harbin. Implementation-
oriented studies and plans need to be elaborated for urban transport institutions, public transport,
mass transit, transport demand management, land use planning, parking, pedestrian facilities, vehicle
and fuel technologies, air quality management, road safety, public space (including courtyard
improvements), bicycles and rickshaws, and related intelligent transport system applications.

Although improvements are needed in all of these areas as part of a short term, medium term and
long term vision and related set of goals for the city, there are two areas where improvements are
perhaps the most critical and urgently needed.

The first critical area is public transport and mass transit. The bus system carried 57% of non-walking
trips in 2000 (and more than 60% of morning non-walking commute trips) and as the bike mode share
has fallen the bus system is now estimated to account for an even higher percentage of non-walking
trips. Major bus system improvements are needed in all areas including studies and analysis, capacity
building, terminals and depots, bus stops, passenger information, new and clean buses, and bus
priority measures / Bus Rapid Transit. A BRT project would require detailed studies and analysis,
capacity building, some form of terminal and depot facilities, BRT stations, dedicated runways, a
control centre, clean buses, passenger information, pre-board ticket collection systems, bicycle
parking at BRT stations, operational and business plans, advanced forms of contracting, and a range of
other measures.
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The government has a high level of interest in the projects identified during this study, and it is
necessary to compare and evaluate the three projects (public transport priority and optimization —
including BRT, new railway station and passenger transfer hub at West Railway Station, and the Line 1
Metro). Based on the evaluation, a project sequence should be devised and integrated into plans for
urban transport financing and investment projects in coming years.

In a resource constrained environment, some balance needs to be made between the metro system, a
full BRT system, and more modest location specific improvements in bus system operations. At one
extreme would be to put all the money into a single metro corridor. This would bring the highest
benefits to the fewest people, with benefits delayed several years during construction. Another option
would be to invest the money into a Phase | network of full BRT corridors which could be planned and
implemented within a time frame of around 18 months. This option would offer the high status
transportation required to retain current public transport users and attract motorists, while being far
less expensive than a metro. At the other extreme would be a series of point specific minor
improvements in the bus system which could be distributed as widely as possible across the entire
existing bus network.

As a next step in the decision making process, we suggest making three alternative scenarios and
testing the relative costs and benefits of each scenario based on travel time savings and operational
cost savings relative to investment and operational costs. Defining scenarios (including different
corridor options for BRT) acceptable to the government is key. Our suggestion is to prioritize mass
transit investments into corridors where the maximum passenger volumes would benefit, where the
impact on mixed vehicle speeds would be positive rather than negative, and where existing bus speeds
are slow. An increase in speeds also results in a reduction of the number of buses needed to serve
existing passenger volumes, and hence increases the profitability of the system, allowing regulators to
require bus operators to obtain cleaner buses that will also help reduce the exposure of dense urban
populations to damaging vehicular exhaust.

The second critical area requiring immediate improvements is pedestrian facilities and road safety.
Improving pedestrian facilities brings together several important areas including traffic management,
public space enhancement, road safety improvements, and parking improvements (especially in the
short term the prevention of parking on walkways). A pedestrian facility improvement project could
be elaborated based on a prioritization of streets and locations, which in turn could proceed in several
ways.

One clear priority is to introduce improvements at pedestrian blackspot locations, including large
sections of the second ring road. A family where the primary breadwinner is maimed or killed is
thrown into destitution. From a poverty alleviation perspective, reducing the high level of injuries and
fatalities is the highest priority. The severity of risk should be weighted and ranked at different
locations, and funds should be allocated for reconfiguring links and intersections following this rank
order. A second order priority could be established based on road network plans, especially areas
which are being prioritized for pedestrian circulation and access. Obvious locations would be those in
the vicinity of Line 1 Metro stations, BRT stations, and the Zhongyang Dajie pedestrian street area in
Daoli.

Two additional measures would have win — win effects of helping to raise the money that the city will
need to pay back the infrastructure loans. First, more systematic enforcement of paid on street
parking would not only tend to rationalize the use of scarce parking space, it would also create a
revenue stream for urban investments. Secondly, an increasing number of cities are implementing
various road user charges, like London’s or Singapore’s congestion charging, or they are increasing
local gasoline taxes, vehicle registration fees, and applying other economic disincentives to private
motor vehicle use. Application of such measures in Harbin should be explored.
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