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Abstract 

The City of Johannesburg, has in recent years, been addressing the need to transform the spatial 

inequalities still present in the City through the provision of efficient mass public transportation. 

Unfortunately many resident of the city still reside far from their place of work and struggle to get to 

their destinations. This was one of the driving factors of the Corridors of Freedom spatial policy. This 

policy is focused on providing the City of Johannesburg with corridor transit-oriented development 

in an attempt to increase densities around transport stations and bring people closer to education, 

leisure and their place of work. The Corridors of Freedom identified a number of corridors that will 

transform that part of the city and the Turffontein Development Corridor was the case study for this 

research report. 

Essentially this research report discussed the theories of corridor development, transit-oriented 

development and non-motorised transportation. In addition, the report also discussed the spatial 

policies of the City of Johannesburg in relation to these theories. These discussions were necessary 

in order to evaluate if the Turffontein Development Corridor was influenced by the objectives for 

future development provided by the spatial policies. Along with the evaluation of if the principles of 

these theories were used in the proposed conceptual framework for the study area. Essentially the 

main findings of this research was that the theories of corridor development, transit-oriented 

development and non-motorised transportation from the spatial policies where not adequately 

integrated into the Strategic Area Framework for the Turffontein Development Corridor. This 

shortfall hindered the final conceptual framework and implementation plan as many of the 

principles omitted did not appear in these plans. The biggest shortfall of the Turffontein 

Development Corridor was the proposed Rea Vaya BRT trunk route that will not provide the 

accessibility required to all forces of attraction nor will the chosen route be able to accommodate 

the trunk route as the road reserves in some section are too narrow.  
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1.1 Introduction 

“South African cities are in a challenging position, as they have shifted towards a more sustainable 

transport landscape, but the general structure of the built environment remains largely unaltered. 

And, while a shift has occurred within transport thinking in the country, largely galvanised by the 

hosting of the FIFA World Cup, much remains to be done. There is a growing awareness that, despite 

the understanding that transport and land use are mutually dependent (Bertolini, 2012), transport 

investment alone will not automatically generate spatial restructuring. A host of factors enable and 

facilitate the growth of transit-oriented cities – investment in improved public transport is but one, 

albeit critical, ingredient in the transformation agenda.” 

(Bickford, 2014: 2) 

 

This is a challenge that is increasingly difficult to control and manage in the City of Johannesburg. 

After 2000, the policies in the City of Johannesburg shifted away from producing master plans 

towards the production of spatial frameworks (Todes, 2012). It was this shift that brought about the 

development of strategic spatial planning in the City of Johannesburg as planning tool that would 

provide guidelines for the efficient development of addressing the challenges encountered within 

the City. In an attempt to address the spatial division and lack of efficient public transportation still 

encountered in the City of Johannesburg, a new spatial policy was developed in an effort to address 

these concerns. This spatial policy was termed – Corridors of Freedom – based on promoting 

“corridor transit-oriented development” that would link “transport arteries” with land uses with the 

Rea Vaya as its backbone(City of Johannesburg, 2013:ii).Nonetheless, the investment in public 

transportation will not facilitate the transformation of the spatial challenges encountered in the City 

of Johannesburg, because a number of principles and concepts have to be implemented in order to 

facilitate this transformation. 

 

Based on this discussion, this research report is interested in evaluating how the spatial policies have 

tried to address the challenges encountered in the City of Johannesburg through the improvement 

and investment in public transportation. A main driving factor of this approach in the transformation 

of the City is the Corridors of Freedom policy. Therefore this research focused on how this spatial 

policy is determined on utilising the Rea Vaya Bus Rapid Transport (BRT) as a mechanism to integrate 

the City of Johannesburg. However, this research was also interested on whether sufficient attention 

had been given to the provision of non-motorised transportation. 
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1.1.1 Background 

The City of Johannesburg still feels some of the effects of the apartheid planning. Some of the 

challenges that the City faces is that many residents still reside far from their place of work and this 

is aggravated by a transport system that is, in most instances, fragmented and inaccessible to many 

of these residents (City of Johannesburg, 2013). The City of Johannesburg has tried to address these 

challenges by developing the Corridors of Freedom. The Corridors of Freedom is focused on linking 

people to their jobs and vice versa and is trying to link them by creating transport corridors and 

focusing development around these corridors. These corridors also want to address issues of 

housing by increasing the density and providing mixed-use development(City of Johannesburg, 

2013).A number of corridors have been identified as part of the Corridors of Freedom but for the 

purpose of this research report only the Turffontein Development Corridor was analysed and 

evaluated. 

 

1.2 Rationale 

The research was focused on the Turffontein Development Corridor, as a case study. It was 

important in order to understand if the proposed corridor developments would encompass the 

principles of transit-orientated development (TOD) and focus on all modes of public transportation. 

According to the initial draft Turffontein Corridor plan it was suggested that the focus would be 

entirely on providing connections to the BRT system and did not include other non-motorised modes 

of transportation. This was the first reaction I had when I attended the first round of public meetings 

for the Turffontein Corridor. At first my impression was that a Rea Vaya BRT route had already been 

identified but I felt that the route that was proposed did not make sense. I was born and grew up in 

the study area identified in the Turffontein Development Corridor and due to my knowledge of the 

functioning of the study area I believed that the proposed BRT route and the identified transit 

oriented development nodes appeared cumbersome to me. In addition to this I also felt that there 

was only a brief mention of how pedestrians and cyclists (non-motorised transport) would be 

integrated into in the plans.  

With this in mind, it was important to understand if the Strategic Area Framework for the 

Turffontein Development Corridor would integrate all modes of public transport as well as improve 

the connection of places for pedestrians. For these corridors to be successful elements of density 

and mixed used development were considered vital in the equation, however, the pedestrian and 
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the quality of pedestrian space was equally important in the functionality and success of these 

corridors. 

 

1.3 Problem Statement and Research Question 

The Corridors of Freedom propose the development of transport corridors and transit- oriented 

development that caters for the pedestrian. However corridors can be developed to cater for 

different requirements. In the Turffontein Development Corridor I had a concern that these 

corridors would only cater and provide the infrastructure for the Rea Vaya BRT with no integration 

with land uses, other modes of public transportation or consideration for non-motorised 

transportation (pedestrian and cyclist). Therefore the following research question was proposed: 

Will the focus on Transit-Orientated Development integrate the various modes of transportation 

as well as cater for the needs of Non-Motorised Transportation in the Turffontein Development 

Corridor? 

In order to answer this research question the following sub-questions were used to guide and break 

down the research. 

1. How are corridors defined and used in internationally as well as in South Africa? 

It is important to understand what corridors are and how they can implemented into the urban 

form based on a number of principles. 

 

2. What are the functions and characteristics of transit-oriented development and non-motorised 

transportation? 

Transit-oriented development (TOD) is one of the guiding theories to implement the Corridors 

of Freedom it is therefore necessary to understand what TOD is about and which characteristics 

are used to implement and guide their development. At the same time it is vital get a general 

understanding about the general functions and characteristics of non-motorised transportation 

(NMT) with a particular focus on pedestrians and cyclists.  

 

3. How are the elements of corridor development, transit-oriented development and non-

motorised transportation present in the various spatial policies in the City of Johannesburg? 

A number of spatial policies that guide development in the City of Johannesburg will be 

discussed based on their use of the theories of corridor development, TOD and NMT. The 
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Strategic Area Framework for the Turffontein Development Corridor will also be discussed 

based on these theories. 

 

4. Which spatial policies informed or influenced the Turffontein Development Corridor? 

All of the theories identified in the spatial policies of the City of Johannesburg will be used to 

evaluate if they have shaped or influenced the theoretical direction of the Turffontein 

Development Corridor. 

 

5. How have the principles of corridor development and transit-oriented development been 

integrated into the proposed strategic framework for the Turffontein Development Corridor? 

This section will first have to be provided with a discussion of the current context of the 

Turffontein Development Corridor study area and then analysed how the principles of the 

theoretical concepts were utilised in the formulation of the strategic framework.  

 

6. Are the pedestrians and cyclists (non-motorised transport) integrated into the proposed 

strategic framework for the Turffontein Development Corridor? 

The strategic framework plan and the Turffontein Precinct will be analysed based on the 

principles to promote non-motorised transportation if it was adequately integrated into the 

proposed development. 

 

1.4 Conceptualising the Existing Literature  

There are four key concepts of importance in analysing the research topic. The first concept is to 

understand the theory related to corridors both internationally as well as in South Africa. The 

second concept is to uncover what is meant by the term 'transit-oriented development' also called 

TOD and the third concept is focused around the notion of ‘non-motorised transportation’ also 

termed NMT. The fourth concept is not related to theory, instead it is focused on the spatial policy, 

it is important to analyse what is the existing policy in the City of Johannesburg that discusses the 

concepts of corridors, TODs and NMTs; and how have they shaped or influenced the Turffontein 

Development Corridor. 

The concept of corridors in South Africa is not a new one, especially with the attention it received 

during the development of the Maputo Corridor. There have been a number of literatures written 

about the use of corridors during the apartheid regime as well as afterwards, and due to the 

challenges the country currently faces with traffic and congestion, the notion of combining land use 
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and transportation has resurfaced in a slightly different manner. Literature is now taking into 

consideration the concept of transit-oriented development and combining it with the development 

of corridors.   

The concept of transit-oriented development (TOD) has been mentioned in the policy of the City of 

Johannesburg since 2008, however only now with the release of the Corridors of Freedom policy did 

this theory gain momentum. The concept is discussed, even if briefly, in a number of policies in the 

City of Johannesburg. October is the transport month in the City of Johannesburg, and the South 

African Cities Network released a document labelled “How to Build Transit Oriented Cities: Exploring 

Possibilities” in August 2014(Bickford, 2014). This suggests that the concept of TOD is increasingly 

picking up momentum in the South African literature. The non-motorised transportation (NMT) on 

the other hand has received great attention in the policies of South Africa. There is a national policy 

on NMT and the City of Johannesburg has also implemented a policy on NMT since 2008. However, 

even though the City has policy on this theory, there has been little implementation or discussion 

about the importance of NMT until recently. In July 2014 the Gauteng City-Region Observatory 

(GCRO) released a document titled “Mobility in the Gauteng City-Region” where Christina Culwick 

writes a chapter on the “Transitions to non-motorised transport in Gauteng” (Mobility in the 

Gauteng City-Region, 2014: i). 

However although there is literature and research conducted on these theories no research has 

been conducted on this topic, primarily because the Corridors of Freedom is a new spatial policy to 

be implemented by the City of Johannesburg. My research will be of relevance in the context of 

Johannesburg because it is a new plan that is trying to combine TOD and corridors as a key driving 

force of the policy, which will affect the future development of key routes in the City of 

Johannesburg. It with therefore be important to investigate if the City's plans and visions, for the 

Turffontein Corridor in particular, will negatively or positively affect the area and also take into 

consideration if the concept of TOD will be implemented efficiently or if it is just stands as a label for 

the project and does not take into consideration NMT.  

 

1.5 Research Methods 

This research report was undertaken as an evaluation research. The research report focused on 

understanding the theoretical aspects of the concepts of corridors, transit-oriented development 

(TOD) and non-motorised transportation (NMT), before undertaking the evaluation research. The 
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information required with regards to the sub-questions of the report, as discussed previously, where 

based on the theories of: 

a. Corridor development 

b. Transit-oriented development 

c. Non-motorised transportation  

Evaluation research “is a type of inquiry employed to assess the merit of programmes, policies, 

services or interventions” and “its main purpose is to provide information about various aspects of 

programmes, such as whether such programmes, policies, services or interventions are worth 

pursuing, supporting or continuing” (Sarantakos, 2005: 322). Therefore, an evaluation report can be 

a “policy research with a practical orientation and a policy focus” (Sarantakos, 2005: 323). 

The evaluation research will therefore comprise two elements; the spatial policy analysis and the 

case study (Turffontein Development Corridor). The policy analysis is based on policies and 

frameworks in the City of Johannesburg and they will be analysed against the Turffontein 

Development Corridor policy in order to understand how these spatial policies present in the City of 

Johannesburg influence and shape one another: 

a. Growth and Development Strategy 2040 

b. Integrated Development Plan 2012/2016 

c. Spatial Development Framework for Johannesburg 2013/2014 

d. Strategic Integrated Transport Plan Framework for the City of Johannesburg (draft for 

discussion 2013) 

e. Framework for Non-motorised Transport 2009 

f. Corridors of Freedom 

g. Strategic Area Framework for the Turffontein Development Corridor  

The case study for this evaluation research, as mentioned above, is focused on the Turffontein 

Development Corridor, which is the second element of the evaluation research. A case study is 

described by Yin (1991: 23 as cited in Sarantakos, 2005: 211) as “an empirical inquiry that 

investigates a contemporary phenomenon within its real-life context when the boundaries between 

phenomenon and the context are not clearly evident; and  in which multiple sources of evidence are 

used”. The process of developing the Turffontein Development Framework was undertaken by two 

separate consultant firms. The first consultancy firm appointed by the City of Johannesburg was 

Aurecon, which was responsible for the analysis of the study area and the development of the 

framework, including the public participation process, occurred between 2013 and 2014. Aurecon 
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presented the draft 1 and draft 2 of the Strategic Area Framework for the Turffontein Development 

Corridor. The draft 2 document produced by Aurecon was used in this research report in order to 

understand the study area through their analysis. The Strategic Area Framework for the Turffontein 

Development Corridor was, later in 2014, given over to the second consultancy firm, Iyer, who 

produced the final document later approved by the City of Johannesburg on the 4th  of September 

2014. The final Strategic Area Framework for the Turffontein Development Corridor produced by 

Iyer was used in this research report to understand how the Turffontein Development Corridor was 

influenced by the spatial policies of the City of Johannesburg and how their focal points were 

translated into the conceptual framework. The Turffontein Development Corridor was analysed 

based on theories and spatial policies of the City of Johannesburg, as mentioned previously. 

However, in order to successfully answer my research question and sub-questions the case study 

was further enhanced through the use of qualitative research.  

Smith (1994: 491 as cited in Philip, 1998: 266) described qualitative research as “a set of tools 

developed to pursue the epistemological mandate of the philosophies of meaning” which are 

techniques of interpreting the meaning of the research material. With this being said there are a 

number of ways in which to conduct this research such as; participant observation, key respondent 

interviews (Philip, 1998), public participation minutes and also the conceptual analysis of the spatial 

policies and data for the study area. 

In this research report the primary research method was the qualitative approach. It was achieved 

by performing interviews with key respondents, through structured and unstructured interviews. 

Initially the key respondents were supposed to focus on City officials and their understanding of the 

proposed development in the Turffontein Development Corridor. The key respondents were also 

supposed to include the view points of the local ward councillors. As elaborated below: 

1. Department of Development Planning 

a. Councillor – Roslynn Greeff 

2. Department of City Transformation 

a. Krishni Gounden 

3. Department of Transportation 

a. Simphiwe Ntuli 

b. Gugu Mbambo 

4. Ward Councillors 

a. Rashieda Landis – ward 55 

b. Denis Jane – ward 56 
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c. Faeeza Chame – ward 57  

d. Sydney Radabe – ward 124  

Unfortunately throughout the research these key respondents were unable to assist me or I was 

unable to contact them. Therefore the key respondent interviews were primarily focused on 

consultant’s views and their understandings of the type of development that were proposed for the 

case study. The key respondents were kept anonymous throughout the research, however they 

were all consultants: 

1. Respondent 1 – private consultant 

2. Respondent 2 – Aurecon consultant 

3. Respondent 3 – Aurecon consultant 

The participant observation on the other hand is made of notes collected from some of the meetings 

and presentations attended which were focused on the Corridors of Freedom, more specifically the 

Turffontein Development Corridor. The research also made use of the public participation minutes 

from the Turffontein Development Corridor, they facilitated in interrogating topics or issues that 

were not previously identified or attainable from the key respondent interviews. Below is a list of 

some of the meetings or presentations I attended: 

1. Turffontein Development Corridor public meetings, 09 and 28 October 2013 

2. Corridors of Freedom: Changing the Face of Joburg? – School Talk at the University of 

Witwatersrand, 24 February 2014  

 

1.5.1 Ethical Considerations  

The research required for this research report did not require the interviewing of sensitive or 

vulnerable people. This research was predominantly based on key interview respondents that 

comprise of consultants. The ethical issues that were experienced in this research were related to 

the interviews with key respondents were (1) many did not want their identity to be revealed; (2) I 

had to respect the respondents demands and time schedule; (3) some of the issues asked about the 

research, the respondent did not feel comfortable to discuss and (4) I tried to remain objective in 

order to not skew the information. Due to these ethical concerns all the respondents received an 

information sheet and a consent form in which permission was given for the interview to be 

recorded for my use only as they would remain anonymous.  
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1.6 Key Definitions 

All of the theoretical concepts of this research do not have one definition that is able to encompass 

their entire complexity. However the following definitions express how these terms mean when 

used in the research report: 

Corridor: “A broad (commonly in the order of at least a kilometer wide) band of mixed-use activity 

continually identified around one, or, more commonly, an interlinked system, of transportation 

routes of different lengths” (PPDC, 2007: 18). 

Transit-Oriented Development: “TOD is a straightforward concept: concentrate a mix of moderately 

dense and pedestrian-friendly development around transit stations to promote transit riding, 

increased walk and bicycle travel, and other alternatives to the use of private cars” Cervero (2009: 

23). 

Non-Motorised Transport: “Refers to all forms of human-powered transport including walking, 

cycling, skateboarding and other small wheeled innovations, wheelchair transport, and animal 

powered travel” are considered in the functionality of urban spaces (DoT, 2008 as cited in Culwick, 

2013: 1). 

 

1.7 Chapter Outline 

This research report is made up of six chapters. 

Chapter 2 discusses the theoretical foundations of the concepts of corridors, transit-oriented 

development and non-motorised transportation. This chapter begins by defining the concept of 

corridor and providing a brief historical background of the concept internationally. It then unpacks 

and explores the required characteristics of a corridor. These concepts do not only provide an 

explanation of what is required but also explains the different corridors that are able to co-exist. It 

then explores the historical background and meaning behind the term transit-oriented development 

(TOD). The chapter then outlines the basic characteristics of TOD and what is required for these 

special nodes to function effectively in cities today with the integration of land uses and 

transportation. The discussion of non-motorised transportation (NMT) is focused more on what is 

meant by NMT and how the most common modes can be utilised and integrated into the car 

dependent urban environments present in most cities today. Although the importance of promoting 

and implementing NMT is acknowledged, it is also necessary to understand the importance of 
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integrating all the existing modes of transportation, in order for them to be complementary to one 

another.  

Chapter 3 is predominantly focused on the discussion of the existing spatial policies in the City of 

Johannesburg based on the theoretical concepts discussed in the previous chapter. The chapter then 

evaluates how these spatial policies have possibly informed or influenced the Strategic Area 

Framework for the Turffontein Development Corridor.  

Chapter 4 provides an understanding of the contextual characteristics present in the Strategic Area 

Framework for the Turffontein Development Corridor study area based on the analysis conducted by 

Aurecon in the draft 2 document. This will provide a foundation to understand the land uses that 

characterise the study area and the different types of movement patterns present in the study area; 

such as road hierarchy, public transportation, forces of attraction and non-motorised transportation. 

The chapter then discusses the proposed conceptual framework and implementation plan proposed 

in the final Strategic Area Framework for the Turffontein Development Corridor produced by Iyer 

and approved by the council on the 4 September 2014. 

Chapter 5 evaluates the proposed conceptual framework from the final Strategic Area Framework 

for the Turffontein Development Corridor document, to be implemented in the area, with the 

theoretical principles discussed in chapter 2. The evaluation of the proposed conceptual framework 

will be elaborated through the analysis of maps, the use of the responses gathered from the key 

interviews and the minutes from the public participations. The chapter will provide an illustration of 

what the plan suggests on the ground and evaluate it against what are the spatial elements required 

to achieve the efficient functioning of the theoretical concepts.  

Chapter 6 is the final chapter of the research report and provides an overall understanding of the 

finding gathered in the research report. A number of recommendations are then proposed; both in 

terms of the spatial requirements as well as policy shifts that need to be addressed in order to 

ensure that the implementation of the Turffontein Development Corridor is successful and efficient. 

The chapter then discusses some of the limitations encountered in the research and provides some 

possible future research, followed by some final remarks of the research report. 
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1.8 Conclusion 

This chapter provided an overview of the context of this research report. The background and the 

research question provide an explanation of why this research report was chosen and facilitated the 

development of the sub questions that helped to guide the research. It outlined the existing 

literature on the relevant theories and placed the importance of conducting this research. The 

research methods provided an overview of how the research conducted as well as discusses some of 

the ethical issues encountered during the research. Brief definitions of the theoretical cornerstones 

of the research were provided as a reference to how hose terms are used throughout the research 

report. The chapter then concludes with a brief outline and explanation of each chapter.  
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Chapter 2  

The Theoretical Relationship between the 

Concept of Corridors, Transit-Oriented 

Development and Non-Motorised 

Transportation 
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2.1 Introduction 

The growing dependency on private vehicles has increased the challenge for cities to develop new 

design approaches. One of the approaches to address or reduce the dependency on private vehicles 

is to develop the new concept of an activity corridor (Curtis and Tiwari, 2008). The corridor is not a 

planning approach, historically, nor is it a new concept. It has been used for centuries either through 

the development of pathways, streets or roadways then later developed into corridors focused on 

improving their location, accessibility or agglomeration (Jordaan, 2003).  The term ‘corridor’ is used 

in a number of fields to explain a variety of situations. In planning, corridors can be associated with 

infrastructure that connects urban areas in the form of highways, rail links, dedicated bus lanes or 

bicycle lanes (Priemus and Zonneveld, 2003). 

Cities today are largely associated with urban sprawl and long hours in traffic congestion. 

Commuters are becoming increasingly frustrated with this situation as well as the continuous loss of 

public open space (Belzer & Autler 2002). There seems to be disenchantment about the private 

vehicle transportation for the amount of time spent in transit and also the frustration of requiring a 

vehicle to be able to travel efficiently through a suburb or city (Belzer & Autler 2002). Transit-

oriented development (TOD) has gained attention in recent years as it concentrated development 

around transit station and seems to be a logical way to address some of the issues faced by many 

cities today (Belzer and Autler, 2002). It is believed that TOD can also be used to encourage 

alternative modes of transport and also create opportunities for areas to create liveable 

environments through the encouragement of non-motorised transportation; through walkability and 

cycling (Cunningham 2012). 

This chapter of the report will provide a literature understanding of the concept of corridors, transit-

oriented development and non-motorised transportation. However in order for the literature review 

to not be confusing each term will be discussed separately, nonetheless each concept will be 

discussed under the same structure. Initially, the chapter will provide clarity on the concept and 

elaborate how it is understood in South Africa and internationally (PPDC, 2007). The chapter will 

provide some of the many definitions that describe the function of a corridor. However, because 

there are a number of different types and functions of corridors the definitions are at times broad 

and provide a general explanation of what is meant by the term ‘corridor’. It is also vital to get an 

understanding about where the concept originated from and how it has evolved by exploring the 

historical background of the use of the corridor concept.  

After understanding a small portion of the historical evolution of corridors this chapter then provides 

an elaboration on some of the fundamental characteristics that are present in almost all the types of 
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corridors. This is achieved by elaborating how land uses can influence corridor development, how 

the different modes of transportation can shape a corridor and its function, what are the different 

types of physical forms that can define a corridor, as well as the different scales, what is the 

importance of providing connections and linkages and finally what is meant by the forces of 

attraction. The chapter then elaborates on the different typologies in which a corridor can function.   

 

2.2 Definitions 

2.2.1 Corridors 

The term ‘corridor’ is used in a number of disciplines such as planning, economics, geography and 

transport planning, among others. Depending on the discipline the term can be used to define a 

variety of concepts, dependent on what it is describing (PPDC, 2007).  

In planning, the corridor is used to describe a linear development based on the idea that along a 

single linear configuration there is a concentration of all the major activities that are developed 

around the access to transportation (Jordaan, 2003). The term can also be used to describe an urban 

corridor which refers to “a broad (commonly in the order of at least a kilometer wide) band of 

mixed-use activity continually identified around one, or, more commonly, an interlinked system, of 

transportation routes of different lengths” in which there is at least one route that accommodates 

public transportation (PPDC, 2007).    

The use of the term ‘corridor’ in the planning discipline has also allowed for a number of other 

terminologies to be used interchangeably to describe it. Such terminologies include concepts of 

land-use planning and transportation, economic corridors and infrastructural corridors (PPDC, 2007). 

An activity corridor for example is associated with the “principles of accessibility by all modes of 

transport and with it place-making in order to integrate land use with transport” (Curtis and Tiwari, 

2008: 1). It is also important to understand how corridors have developed over the years, especially 

the different corridors that co-exist. 

TOD is seen as a mechanism that provides an “integration of transport and land use development” 

around a transport station such as a railway or bus station (Curtis et al. 2009: 3). Some of the 

concepts related to and about TOD have influenced the way in which many cities around the world 

now prepare land use patterns and provide transport planning strategies (Wilkinson 2006).  
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2.2.2 Transit-Oriented Development 

Transit-Oriented Development as a broad definition is understood by “concentrating urban 

development around stations in order to support transit use, and developing transit systems to 

connect existing and planned concentrations of development” (Curtis et al., 2009: 3). This is 

generally the main argument behind the pursuit or implementation of a TOD. 

Peter Calthorpe (1993) states that the TOD concept “is simple: moderate and high-density housing, 

along with complementary public uses, jobs, retail and services, are concentrated in mixed-use 

developments at strategic points along the regional transit system” (as cited in Chen et al., n.d.: 1). 

According to Cervero (2009: 23) “TOD is a straightforward concept: concentrate a mix of moderately 

dense and pedestrian-friendly development around transit stations to promote transit riding, 

increased walk and bicycle travel, and other alternatives to the use of private cars”. However, there 

is still no universally acceptable definition that explains what TOD should achieve or strive for (Belzer 

and Autler, 2002).  

The success of a project that implements TOD can be skewed, as the success of a project can only be 

determined if there is a standard benchmark for its perceived success. It is therefore necessary to 

understand the framework that should guide the development and success of TOD projects and 

many can be termed successful even though they only achieve one of the main elements in a TOD 

(Belzer and Autler, 2002). 

There are another two elements that are important in understanding the creation of TOD namely 

understanding and elaborating the distinction between nodes and places. In a TOD the transit has a 

role of “creating a link between individual places and the broader region means that transit-oriented 

development, ..., should explicitly perform a dual function as both a node within a larger regional or 

metropolitan system and a good place in its own right” (Bertolini and Spit, 1998 as cited in Belzer 

and Autler, 2002: 4). TOD is a good place and can therefore be measurable based on certain 

functional characteristics such as: 

 “Choice of transportation modes, 

 Housing types, 

 Lifestyles, 

 Access to jobs and services, 

 Fewer negative impacts of the automobile, and 

 A high degree of satisfaction in residents and visitors” 

          (Belzer and Autler, 2002: 4) 
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2.2.3 Non-Motorised Transportation 

By NMT one “refers to all forms of human-powered transport including walking, cycling, 

skateboarding and other small wheeled innovations, wheelchair transport, and animal powered 

travel” are considered in the functionality of urban spaces (DoT, 2008 as cited in Culwick, 2013: 1). 

 

2.3 Historical Background 

The corridor concept has a lengthy tradition in planning history, especially in the form of linear belts. 

In the planning field, corridors were used as an alternative to some of the ills associated to the 

concentric industrial city in the form of linear city models (Priemus and Zonneveld, 2003). Corridors 

were initially developed to cater for a variety of needs in order to provide links between nodes, 

important business areas, cultural centres and political spaces. However, the relationship between 

spaces can change but the connectivity or corridors  always remain (Schönharting et al., 2003). 

Initially cities functioned as walking scale cities where there were high densities with mixed-uses and 

the limited transportation option meant that cities were kept small. The introduction of trains, 

automobiles and trams changed the spatial dimensions of cities (Newman and Kenworthy, 1996).  

The first linear plan was envisioned during 1844-1920 by a Spanish urbanist, Soria Y Mota. This 

model was tailored to cater for the development of transport. It was seen as a “linear city region” 

that then developed into a linear suburban development around a part of Madrid (Chapman et al., 

2003: 180). The “Ciudad Lineal” was developed by Soria Y Mota as a public transport corridor with 

intensified development along it (Curtis and Tiwari, 2008). The concept was based on creating 

extensions of linear cities through the provision of efficient transport infrastructure instead of 

creating alternative linear cities. These concepts of efficient transport and linear connections were 

use in the “Ciudad Lineal” where a tramway centred in a 400m wide city was used to be able to 

connect, as a linear extension to other existing cities (Priemus and Zonneveld, 2003, p.168). This idea 

was not only about creating “continuous ribbon-like development” or linear connections but instead 

to develop a “model of ‘beads on a string’” where smaller urban areas could be grouped in nodes 

along the corridor or infrastructure line (Curtis and Tiwari, 2008; Priemus and Zonneveld, 2003). This 

concept was also used in the Caersws plan called the “necklace of beads” approach and had recently 

developed into a notion termed the “sustainable development corridor” (Chapman et al., 2003: 

180).  

The advent of the private motor vehicle brought about the development of highways, straightened 

curves, paved roads and an increase of the average speeds. These new developments made the road 



32 | P a g e  
 

network increasingly elaborated and also increased the traffic of these new types of corridors 

(Priemus and Zonneveld, 2003). Although the development of the private motor vehicle, trams and 

railways provided the needed progression of urban decentralisation it also created the suburbs 

dependent on motor vehicles and transformed cities into fragmented patterns (Priemus and 

Zonneveld, 2003). These trends lead to the separation of land use and transport due to the negative 

impact of automobile cities, because land uses were now able to be placed anywhere around the 

city and the transport infrastructure would cater for the growth and demand of the automobile city 

(Newman and Kenworthy, 1996).  

Transit-Oriented Development (TOD) has gained momentum in the last twenty years. Many cities 

around the world have begun adopting the principles of TOD in local government and in their 

government agendas or policies (Curtis et al. 2009). The concept has received extensive reflection in 

order to promote concepts such as the “compact city” or “smart growth” development as a 

technique to reduce the demand for private vehicle travel and increase transit ridership (Wilkinson 

2006). These concepts have been particularly utilised in North American cities in recent years (Curtis 

et al. 2009; Wilkinson 2006).   

 

2.4 Corridor Characteristics 

According to a document entitled the “Development of an Integrated Urban Corridor Assessment 

and Strategy Development Process for Transport Authorities and Provinces” there are a number of 

characteristics that define the different corridor typologies (PPDC, 2007). This document refers to 

work previously conducted “by Professor David Dewar who is regarded as the leading South African 

expert on corridors” (PPDC, 2007: 14). Some of the main characteristics described in this document 

are related to land uses present in corridors, modes of transportation, the physical form of a 

corridor, its function, the corridor’s scale or size, the underlying forces of attraction in a corridor, as 

well as the type of linkages the corridor is facilitating (PPDC, 2007). 

2.4.1 Land Uses 

All corridors in one way or another are characterised by different land uses, where some are more 

predominant than others such as retail, residential, commercial, industrial, offices and in some cases 

these land uses might be either mixed or fixed (PPDC, 2007). Jordaan (2003) suggests that corridors 

should provide for a wide range of land uses that will not only attract but also become focal points 

along a route, such as the ‘string-on-a-bead’ concept as seen in figure 2.1. 



33 | P a g e  
 

 

Figure 2.1: Corridor with the growth of 'beads' or nodes with mixed land uses . 

Source: Uytenbogaart, Dewar andTodeschini, 1997 as cited in PPDC, 2007: 20 

The land uses should therefore also be mixed and designed or developed a manner that allows for 

their harmonious interaction, perhaps through the development of a destination or catalytic projects 

(Jordaan, 2003). Density works in close collaboration with land uses of a corridor. A corridor relies on 

both the “minimum density of uses” and should “generate high density of populations and economic 

activities” through the mixture of land uses (Jordaan, 2003: 19). 

2.4.2 Mode of Transportation 

Corridors can also be defined and characterised by the mode or type of transportation frequently 

utilised, either through the use of private motor vehicles, trucks, various modes of public 

transportation or a combination of these modes of transport or a mixture of the private and public 

modes of transportation (PPDC, 2007). In order for a corridor to be successful it needs to provide a 

wide range of options for both transportation and movement. This will allow for the increased usage 

of the corridor, making it more accessible to all income groups and the general population by 

stimulating the use of public transportation (Jordaan, 2003). 

Another important element of transportation is the interconnection of different modes of transport 

when corridors intersect. There is a need for transport interchanges at these points that allow the 

movement and quick access of pedestrians and commuters with a variety of modes of 

transportation (PPDC, 2007). Corridors will attract different activities that will shape the movement 

route and also the transit interchanges. This develops a hierarchy of activity along a corridor that 

also require smaller corridors, specifically those that are predominantly pedestrian corridor to 

intersect and feed one another as demonstrated in figure 2.2 below (PPDC, 2007). At the same time 

the intersection of pedestrians with transit or corridor interchanges should increase pedestrian 

movement through the development or location of primary generators (schools, clinics, libraries) that 

will increase the attractive function in that location, as demonstrated in figure 2.3 below (PDC, 

2007).  
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Figure 2.2: Demonstration of the hierarchy and intersection of corridors.  

Source: Dewar, Louw and Le Grange, 2004 as cited in PPDC, 2007: 24. 

 

 

 

 

 

 

Figure 2.3: Demonstration of the use of primary generators to increase pedestrian movement along corridor.   

Source: Dewar, Louw and Le Grange, 2004 as cited in PPDC, 2007: 24. 

According to Del Mistro (2001) there are a number of objectives that a corridor development is 

attempting to achieve in transportation (PPDC, 2007): 

 Integrate land-use and transport 

 Increase the use, efficiency and quality of public transport 

 Increase or maximise accessibility 

 Increase or maximise mobility 

 Increase modal choice 

 Increase modal integration 

 Shorter, fewer and safer trips 

2.4.3 Physical Form 
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The shape or physical form of a corridor can also characterise it. A corridor can be seen as either 

having beads on a string where the corridor is made up of a number of smaller nodes or it can 

function as a thick bracelet that is able to accommodate more movement and activity (PPDC, 2007). 

The shape and physical form of a corridor can also lead to a defining characteristic of a corridors 

function. A corridor can function as a (PPDC, 2007):  

 mobility, movement and transportation corridor 

 as an access or activity corridor  

 development corridor 

 activity spine 

 activity strip or street 

2.4.4 Scale 

A corridor can be used for a number of reasons in order to connect specific areas, these connections 

occur (through the use of corridors) at different scales and sizes. The scale of the corridor is 

generally qualitative as it refers to the corridor linking provinces, metropolitan areas or local areas. 

The size of the corridor on the other hand is associated with whether the corridor is small, medium 

or large (PPDC, 2007).  

An activity corridor can function at both the metropolitan and local scales. At the metropolitan scale 

an activity corridor can provide a higher density development opportunity and also provide a 

multimodal transport system that is able to link a number of activity nodes (Curtis and Tiwari, 2008). 

At the local scale an activity corridor is focused not only on the vehicular movement but on creating 

a “place” of a street that enhances the “sense of place” as it builds a stronger community (Curtis and 

Tiwari, 2008).  

 

2.4.5 Forces of Attraction 

Corridors are also defined by the type of forces it has in order to attract people to those corridors in 

order for them to be successful. There are many factors that can contribute towards the attraction 

of a corridor such as land uses and even the type of entertainment. A corridor can have a single, dual 

or even multiple attractor, although a multiple attractor can be made up of a multimodal corridor or 

a strip attractor (PPDC, 2007).  
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Perhaps one of the most prominent forces of attraction can be associated to the intensity of the 

activities on a corridor. However, the intensity of certain activities along a corridor are uneven, as 

many cluster or agglomerate, especially because of their accessibility (PPDC, 2007). There are a 

number of factors that affect the accessibility of activities, perhaps the most pivotal element is the 

proximity of these activities with activities that generate movement; schools, transit stations, places 

of work and high movement interchanges. In general the higher the accessibility of an area the 

greater the ability to attract intense activities as seen in figure 2.4 below (PPDC, 2007).  

 

Figure 2.4: Corridor demonstrating the increased accessibility to activities.  

Source: Uytenbogaart, Dewar and TTodeschini, 1997 as cited in PPDC, 2007: 20. 

 

Increasing the accessibility of a corridor provides a long term benefit where people are able to move 

away from travelling in their private vehicle towards travelling either by public transportation or by 

non-motorised transportation (PPDC, 2007). In order for a corridor to be successful it must be two-

sided. This suggests that a corridor must provide activities and land uses on both sides of the 

corridor as it creates an agglomeration of intensive activities but must also provide the safety of 

pedestrians crossing the corridor, as seen in figure 2.5 and 2.6 below (PPDC, 2007). 

 

Figure 2.6: Demonstrates the extensive width of 

a corridor that makes it unsafe for pedestrian 

crossing. 

Source: Dewar, Louw and Le Grange, 2004 as 

cited in PPDC, 2007: 22. 

 

 

Figure 2.5: Demonstrates the ‘pinched’ principle to 

narrow the movement of private vehicles and provide 

more space for the movement of pedestrians in this 

area. 

Source: Dewar, Louw and Le Grange, 2004 as cited in 

PPDC, 2007: 22.  
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Figure 2.8: Demonstration of the nature of a two 

sided corridor that is successful.   

Source: Dewar, Louw and Le Grange, 2004 as cited 

in PPDC, 2007: 21. 

 

 

Figure 2.9: Demonstration of the nature of a single 

sided corridor that is not successful. 

Source: Dewar, Louw and Le Grange, 2004 as cited 

in PPDC, 2007: 21 

 

 

As mentioned above, a corridor must still provide for the safe crossing of pedestrians and in a 

context where the corridor is too wide, it is necessary for the corridor to be “pinched” or narrowed 

as demonstrated in figure 2.7 and 2.8 below (PPDC, 2007). There are two principles in narrowing a 

corridor. The one is demonstrated in figure 2.5 through the narrowing of a corridor by reducing the 

entrance, which emphasises the importance placed on the pedestrian in this area (PPDC, 2007).  

 

The other principle is demonstrated in figure 2.9 where only the entrances are narrowed providing a 

cautioned entrance, but the corridor is then widened again prioritising both vehicles and pedestrians 

at the same time making it a safe environment for the pedestrian (PPDC, 2007). 

2.4.6 Connectivity and Linkage 

As mentioned previously, corridors are used in order to connect and link places and nodes. It can link 

a township with a CBD, an industrial area, a suburb or even a retail node. It can link a suburb with 

another suburb or with a CBD (PPDC, 2007). A corridor must have a decisive interaction and 

 

Figure 2.7: Demonstrates the ‘pinched’ principle that narrows the entrance and then widens again providing an 

increased priority for the pedestrians. 

Source: Dewar, Louw and Le Grange, 2004 as cited in PPDC, 2007. 
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connectivity between the nodes within it and on its extremes. This will allow for the increase in 

accessibility to the job market and new opportunities (Jordaan, 2003). These characteristics are 

present in every different typology of a corridor.  

2.4.7 Integration 

The planning of urban transportation can no longer be viewed in isolation from land uses, especially 

when taking into account sustainable development. Himanen et al. (2004: 692) argued that 

transport plays “an intricate role in any quest for global sustainable development” (as cited in Curtis, 

2008: 104).  

Corridor development can also be linked to sustainability. For example, in order for transportation to 

be sustainable it should be integrated with land use by providing a variety of mixed land uses that 

would reduce the need to travel and provide that public transportation be in close proximity which 

would encourage the development of an urban environment that promotes walking and cycling 

(Curtis, 2008).  

It can therefore be deduced that land use planning can be integrated and used with transportation 

in order to influence the development of corridors. This type of planning is usually designed through 

a spatial planning strategy that provides, at varying spatial scales, the land use and transport 

network that will increase the accessibility and sustainable development of a city (Curtis, 2008).  

 

2.5 Advantages and Disadvantages 

There are some challenges when transforming already existing urban arterial roads, that are 

predominantly vehicular orientated, into an activity corridor. One of the main challenges of 

achieving a successful activity corridor is by placing a larger emphasis on the public over the private 

mode of transport (Curtis and Tiwari, 2008).  

There is a need to actively increase the access of the pedestrians and cyclists by creating an 

integration of the place function of the corridor with the traffic function (Curtis and Tiwari, 2008). 

Moderman (2005 as cited in Curtis and Tiwari, 2008) argued that there should not be an segregation 

but instead integration on a street. He also suggested that a street functions through social and 

economic transaction, and in order for the street to function effectively the traffic must be calmed 

(Curtis and Tiwari, 2008). For Engwicht (1999 as cited in (Curtis and Tiwari, 2008) the street should 

be utilised by pedestrians in an efficient manner. For social, economic and cultural activities to occur 



39 | P a g e  
 

there needs to be a reduction of traffic, an increase in movement (pedestrian movement) and an 

exchange between the different land uses and the pedestrians. There needs to be a balance of the 

types of movement on a street, especially between the private vehicles and the different street 

users; pedestrians, residents, cyclists and business people (Curtis and Tiwari, 2008).  

 

2.6 Transit-Oriented Development Characteristics 

Another element that is constant in the debate of TOD is the concern of sustainability. Many 

policies, planners and government agendas are advocating for the development of transit-oriented 

plans and non-motorised transportation as their use of natural resources are efficient (Curtis et al., 

2009). There are five key characteristics that are present in almost every TOD that can be 

understood in the figure 2.10: 

 It contains a walkable, high-quality pedestrian environment that integrates streetscaping. 

 The highest housing densities are located closest to the transit center in order to decrease 

sprawl and promote compactness. 

 The transit center is also at the center of a destination that has a diverse, mixed-use 

development. 

 Parking is carefully located, designed, and managed.  

 Most importantly, the community has quality public transit facilities and service 

 

Figure 2.10: Characteristics of TOD  

Source:“Complete Communities,”, n.d. 

Image source: “Complete Communities,”, n.d. is available at 

http://transportpolicy2013.blogspot.com/2013/06/transit-oriented-development-without.html 
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Transit oriented developments is not only found at 

the local scale but often works in conjunction with 

the metropolitan scale, figure 2.11. TOD is made 

up of small activity nodes that connect to a city-

wide network of transport corridors. At a larger 

scale this allows for the restructuring of the urban 

system in order to achieve a more compact urban 

development by improving social, economic and 

environmental benefits for an area (Wilkinson 

2006). 

 

 

 

2.6.1 Land uses 

Another important element is the notion of creating a land use pattern where there is a variety of 

choices of transportation (Curtis et al. 2009). TOD is supposed to increase the access of a mixed use, 

residential or commercial area to public transport (Holmes & van Hemert 2008).  

 

2.6.2 Public Transportation 

TOD is generally centred on a form of public transport, either railway station, metro station, or bus 

station. The public transport is then, typically, surrounded by high-density development that 

decreases in density as it spreads out from the centre (Chen et al., n.d.; Holmes and van Hemert, 

2008). It tries to reduce vehicle dependency and increase the number of transit rider which in turn 

will help alleviate traffic congestion, reduce carbon dioxide emissions and improve the quality of air 

(Chen et al., n.d.). TOD must be able to meet the needs and requirements of its residents by 

providing public transportation that is of a high service quality, that is arrives frequently and 

provides good connections between social amenities in the area and also with places of work 

(Holmes and van Hemert, 2008). Its main priority is “improving the competitiveness of alternatives 

to the car, by increasing their flexibility” especially in terms of improving public transportation and 

providing effective modes of non-motorised transportation (Curtis et al., 2009: 5).    

Figure 2.11: The TOD function at a metropolitan 

scale 

Source: Hall and Ward, 1998 as cited in Wilkinson, 

2006: 225. 
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2.6.3 Integration and Accessibility 

The integration of transportation and land uses patterns is a vital element especially as it is able to 

increase the quality of urban life as it is able to provide a sense of “urbanity” where people can 

interact in the public space and become less dependent of private vehicles (Bertolini, 2000 as cited 

in Curtis et al., 2009: 3). A TOD is largely associated with an increase in accessibility as it provides an 

alternative to the vehicle dependency many cities encounter (Curtis et al. 2009). 

 

2.6.4 Density 

The density is greatest around the transit station and then begins to decrease, but always with a 

mixture of land uses. One of the preconditions for TOD is the development of higher density around 

the transit stations with a distance of approximately 100-150m (300-500ft) (Chen et al., n.d.). It is at 

approximately 150-500m of the transit station that the density begins to decrease. From 500m until 

the end of the TOD area the density decreases further and the land uses usually blend in with the 

surrounding areas (Chen et al. n.d.).    

 

2.6.5 Walkability 

TOD is associated with providing an area that as an increased access to transit therefore reducing 

the dependency of vehicles, suggesting that the area must be pedestrian friendly (Holmes and van 

Hemert, 2008). Chen et al. (n.d.: 2) makes mention of a “walking shed”, which is an area where 

people are willing to walk in order to access public transportation, either from home, work or other 

activities. Many professionals suggest that the most appropriate distance is one that takes 

approximately five minutes to walk and is about 500m from a transit station (Chen et al., n.d.). 

Walking is therefore a vital element in providing an area of TOD. The walkability of the precinct 

should therefore remove any possible barrier that would hinder the walkability. All sidewalks should 

therefore be widened, provide pedestrian infrastructure, and provide an appropriate location for 

parking, avoid long blocks and alleviate sudden changes in elevation (Holmes and van Hemert, 2008; 

Chen et al., n.d.). It is generally suggested that a pedestrian is likely to walk more to transit stations if 

the city blocks are shorter compared to if the blocks are long, making the walk seem longer (Chen et 

al., n.d.).  
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 Organise growth on a regional level to be compact and transit-supportive; 

 Place commercial, housing, jobs, parks, and civic uses within walking distance of 

transit stops; 

 Create pedestrian-friendly street networks which directly connect local destinations; 

 Provide a mix of housing types, densities and costs; 

 Preserve sensitive habitat, riparian zones, and high quality open space; 

 Make public spaces the focus of building orientation and neighbourhood activity; 

 Encourage infill and redevelopment along transit corridors within existing 

neighbourhoods. 

2.6.6 Urban Design Principles 

There are a number of urban design principles of TOD summarised by Peter Calthrope: 

Source: The next American Metropolis: Ecology, Community, and the American Dream: 43 as cited in Chen et 

al., n.d.: 2. 

 

2.7 Non-Motorised Transportation 

Research and literature in recent years pays considerable attention to the movement of private 

vehicles and how cities can function more efficiently for them. However, there is still little focus on 

the importance of creating better urban environments for non-motorised transportation (NMT). 

Over the last few years there has been an increased shift towards projects and programmes that 

promote NMT and away from the dependency of private vehicles. This requires there to be a “policy 

reform, infrastructure development, social initiatives and campaigns” that will assist with the 

implementation of NMT projects (Culwick, 2013: 1). In today’s society the use of NMT, such as 

cycling and walking, does not receive much attention nor is it efficiently used by the vast population 

in cities (Reitveld, 2000). Even though not much attention is placed on their importance in urban 

environments, pedestrians and cyclists still comprise the largest forms of NMTs (Culwick, 2013). 

 

2.8 Cyclists and Pedestrians 

One of the most important modes of NMT is the use of the bicycle. Not only can it be used to travel 

short distances but it can also play an important role in accessing public transport nodes (Reitveld, 
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2000). Although cycling is an important mode of transport when taking into consideration NMT, it is 

walking that is by far the most fundamental of all.  

 

2.9 Multimodal Transportation 

As it has been discussed previously all modes of transportation have certain advantages and 

disadvantages, however in order for them to function efficiently there needs to be a balance 

between them all. The way in which cities can develop areas of multimodal transportation is 

important for both policy and research in order to achieve it efficiently (Reitveld, 2000). The NMT 

provides an important link between a pedestrian’s final destination and the preferred public 

transport. In order to guarantee the successful movement of pedestrians in an urban environment it 

is necessary for the motorised and NMT to work effectively together in order to integrate the 

transport network (Culwick, 2013).   

If a city is able to provide an efficient multimodal change with NMTs it would be able to provide the 

lower income groups with a more affordable and perhaps safer choice of transportation instead of 

the private vehicle that is commonly associated with higher income groups (Culwick, 2013). 

Accessibility is one of the most vital elements of the functionality of NMTs in public transport nodes 

through the provision of adequate parking facilities for private vehicles and bicycles (Reitveld, 2000). 

Providing a safer urban environment that is convenient for walking and cycling allows for the 

increased number of users (Culwick, 2013).  

The development of NMT is usually enforced through the provision of programmes and strategies 

that allow for a gradual shift away from the private vehicle towards a greater usage of NMTs as well 

as public transportation. Some of these strategies and programmes include the (Culwick, 2013: 4):  

 “Restricting Car access to certain areas (permanently or temporarily) 

 Reducing parking bays 

 Upgrading public transport 

 Providing bicycle share schemes 

 Developing high quality NMT networks 

 Supporting social NMT mainstreaming activities 

 Created linkages between public transport and NMT networks 

 Adopting a ‘complete street’ design model” 
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The Complete Street is a recent document produced by the City of Johannesburg on the design 

principles on creating streets that are universally accessible and cater for all modes of 

transportation.  

 

2.10   Disadvantages and Advantages Associated to NMT 

Perhaps the lack of attention paid to NMT could be associated to the fact that this mode of 

transportation is of low technology and therefore requires less equipment and less investment, 

therefore influencing it to be of little importance in the national economy of countries (Reitveld, 

2000). Another reason for the lack of importance of NMT is that they do not provide the largest 

number of traffic nor does the congestion of pedestrians occur and is therefore deduced that it 

required less attention. Perhaps the only problem directly associated with NMT is the concern of 

safety, as in many countries around the world around 20-40% of the road accidents are related to 

cyclists and pedestrians (Reitveld, 2000). 

Nonetheless, NMT is not only associated with negative connotations it also has some important 

qualities that makes it environmentally friendly with (Reitveld, 2000; Culwick, 2013): 

 less noise,  

 less carbon emissions and pollution,  

 decrease in traffic congestion, 

 it is a cheaper mode of transportation, 

 reduces road accidents and fatalities,    

 improves safety,  

 increased accessibility,  

 reduces the parking space that is required and  

 is able to increase the quality of life and improve health.  

Another quality that is of strong importance to the use of NMT is that it is the most effective when 

travelling or making short distance trips. In Netherlands for example about 50% of short distance 

trips are less than 3.5km and when taking into consideration walking and cycling the modal share is 

above 50% (Reitveld, 2000). It can therefore be deduced that the NMT is most efficient where the 

destinations are all found in short distances and other modes of transport would make it difficult, 

slow or time consuming to reach the desired destination. Hence there is a higher number of trips by 

pedestrians in a high-density area than there would be in rural area (Reitveld, 2000).  
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The only manner in which NMT can be entirely successful is if cycling and walking is seen as a 

complementary mode of transport to all the other modes of transportation. This is evident, 

especially when considering that there is a need for NMT whether to get to a public transport stop 

or moving from and to a private vehicle, “one cannot avoid the need to walk a certain distance” 

(Reitveld, 2000: 32).          

 

2.11  Conclusion 

This chapter has discussed the characteristics associated to the three theories and it is evident that 

the discussion becomes repetitive as most of the principles are encountered in all three theories. A 

fundamental consolidation of the corridor concept is that there is an attempt to promote a mixture 

of land uses along the corridor, provide different modes of transportation and provide an integration 

of the two not forgetting the importance of promoting a more intensity in the movement and 

accessibility of the and also encouraging the use of non-motorised transportation (PPDC, 2007).  
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Chapter 3  

Policy Assessment 
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3.1 Introduction 

The City of Johannesburg modified their approach to developing and implementing policy after 2000 

(due to the Municipal Systems Act, 2000) from producing master plans towards producing spatial 

frameworks (Todes, 2012b). This shift caused the City of Johannesburg to become increasingly 

focused on strategic spatial planning in order to address the planning and development of the city. 

In essence, strategic planning is concerned with providing a broad directional guideline and policy 

instead of the typical detailed comprehensive plans (Todes, 2012a). Albrechts (2006: 1491) states 

that “strategic spatial planning is a transformative and integrative, (preferably) public-sector-led 

sociospatial process through which a vision, coherent actions, and means for implementation are 

produced that shape and frame what a place is and might become”. Fundamentally, these are the 

elements that shaped the spatial policies in the City of Johannesburg.  

Previous chapters have shown that internationally there is a growing demand for the integration of 

land use and transportation in planning urban areas as well as in the development of adequate local 

policy and legislation (Marrian, 2001). The urban policies in South Africa, more specifically in the City 

of Johannesburg, have focused their influence on issues of public transportation and land uses. 

Policy now places greater importance on public modes of transportation instead of private 

transportation (Bickford, 2014). This chapter is fundamentally divided into three sections focused on 

the evaluation of how the City of Johannesburg addresses public transportation through transit-

oriented development and non-motorised transportation in their different policies.  

The first section of this chapter will discuss the various policies that guide strategic spatial planning 

in the City of Johannesburg. This section will begin by discussing the Joburg 2040 Growth and 

Development Strategy which is the policy that guides all the other policies developed by the City of 

Johannesburg, as seen in figure 3.1. The chapter will then discuss the policies of Integrated 

Development Plan 2012/2016; the Spatial Development Framework for Johannesburg 2013/2014; 

Strategic Integrated Transport Plan Framework for the City of Johannesburg and; Framework for 

Non-motorised Transport 2009. Figure 3.2 demonstrates how the policies will be discussed based on 

their policy significance and scale in the City of Johannesburg. These policies are broader at a 

citywide scale and become more detailed as it becomes regional and local. The discussion of these 

policies will be focused on their purpose and how they guide the future development within the city 

as well as discuss their approach on public transportation through corridor development, transit-

oriented development and non-motorised transportation. Unfortunately this may lead to the 

repetition of the planning elements; however this is necessary as it will assist in the evaluation of the 

last section of this chapter. 
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Figure 3.1: he interrelationship between the different policies at varying scales in the City of Johannesburg 

as guidelines and details change.  

Source: Edited from the City of Johannesburg, 2013a: 64 

 

 

Figure 3.2: Importance of the Joburg 2040 Growth and Development Strategy in relation to the Integrated 

Development Plan (IDP) and other city policies.   

Source: City of Johannesburg, 2013c: 4 

 

 

 

 

 

The second section of this chapter will discuss the Corridors of Freedom policy as it is, in relation to 

this research, the most important spatial vision. It will have to be adopted by all the main policies in 

the City of Johannesburg. The next policy (document) discussed is the Strategic Area Framework for 

the Turffontein Development Corridor. All of the policies discussed in this chapter are from the City 

of Johannesburg and the policies discussed at a local scale are based on region F of the City, as seen 

in map 3.1. 
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Map 3.1: Map of the City of Johannesburg 

divided by regions, with Region F being of 

highest importance in this research.  

Source: City of Johannesburg, 2013a: 13 

 

 

In essence this evaluation is attempting to access 

how the city views corridor development, transit-

oriented development and non-motorised 

transportation in their policy, as well as if their 

recommendations have been carried through into 

the Turffontein Development Corridor. The third 

section of this chapter takes this into account and 

attempts to evaluate which elements in the spatial 

policies of the City of Johannesburg have 

influenced the Strategic Area Framework of the 

Turffontein Development Corridor.    

 

 

3.2 Joburg 2040 Growth and Development Strategy 

The City of Johannesburg developed its first long term path for the future development of the city in 

2006 with the Joburg 2040 Growth and Development Strategy (GDS) of the city’s path until 2040. 

The first GDS was developed in 2006 as a long term strategy for the 2006-2011 term of office, and a 

new document in 2011-2016 for the next office term (City of Johannesburg, 2011). Although the GDS 

is a long term strategy it is neither a statutory plan nor a spatial vision. Instead it is a “prerequisite 

for medium-term, strategic, spatially-oriented plans” of different sectors in the city (transportation, 

housing and infrastructure) that provides the strategic directions of the medium-term plans within 

the city (City of Johannesburg, 2011: 8).  

The Joburg 2040 Strategy was produced to work in conjunction with the city’s medium-term 

development strategy, the Integrated Development Plan. The Joburg 2040 Strategy is a five year 

review that takes into consideration new opportunities and challenges faced by the city and 

evaluates the long-term strategy of its goals, strategies and objectives in order to improve the cit y 

(City of Johannesburg, 2011). Essentially, the Joburg 2040 Strategy is an important mechanism “to 

develop an open ended and holistic city strategy that provides a ‘rough consensus’ of strategic 

choices, to guide future development” where the strategies are used to “meaningfully inform a 

range of long-term strategic plans and programmes” (City of Johannesburg, 2011: 6). The 2011 

Joburg 2040 Strategy, since 2006, has continued the focus on principles to “transform the unjust 
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Apartheid City of the past into a just, equitable, multi-cultural, multi-racial city of the future” (City of 

Johannesburg, 2011: 8). The Joburg 2040 Strategy’s vision provides an overview of what the city will 

become by 2040, and will be considered in all the strategic spatial plans developed by the city. The 

vision states that “Johannesburg – a World Class African City of the Future – a vibrant, equitable 

African city, strengthened through its diversity; a city that provides real quality of life; a city that 

provides sustainability for all its citizens; a resilient and adaptive society” (City of Johannesburg, 

2011: 35).  

Transportation, more specifically mass public transportation, has been identified by the Joburg 2040 

Strategy as a mechanism to try and curb the vehicle dominated City which Johannesburg has 

become. It suggests that in order to address the spatial form of Johannesburg’s Apartheid city, the 

city would have to invest and scale up its mass public transportation, in order to improve the 

connectivity of residents who still reside in disadvantaged communities (City of Johannesburg, 

2011). One of the Joburg 2040 Strategy principle is to address the problem of transportation by 

“ensuring the affordability of municipal services, public transport and social facilities” (City of 

Johannesburg, 2011: 33).  

The transportation system is vital for the efficient function of Johannesburg’s residents and its 

economy. Through the development and implementation of the Rea Vaya Bus Rapid Transit (BRT) 

system, it has been established that transportation is a vital element to integrate a divided city (City 

of Johannesburg, 2011). The city still lacks integration between different modes of mass public 

transportation. Even though the city has rolled out and implemented the Rea Vaya BRT system there 

is still limited access and efficient modal shift for the middle class residents of the city (City of 

Johannesburg, 2011). In order to reduce the usage of private vehicles in the city and promote a shift 

towards the use of more public transportation, there needs to be a greater integration between the 

various modes of public transportation.   

The Joburg 2040 Strategy suggests that the provision of the Rea Vaya BRT system provides 

“opportunities for corridor development and transit-oriented development”, with a number of 

nodes already identified (City of Johannesburg, 2011: 71). In order for corridor development and 

TOD to improve the modal shift (private vehicles to public transport) and integrate public 

transportation it is necessary to diversify transport by including alternative modes of transportation; 

cycling and walking. It is therefore important to improve the access to key infrastructure through 

appropriate design. This can be achieved by creating neighbourhoods with a one-hour walking 

distance (access to most social amenities); activating the street edges in order to prevent people 

walking next to inactive streets (long walls); improving the city’s connectivity and improve the gaps 
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in public transportation; as well as improving the linkages of green spaces within the city (City of 

Johannesburg, 2011). 

In order to improve the accessibility and inclusivity of public transportation there is a need to 

provide multi-modal transport infrastructure with mass transit interventions. In order for this to be 

introduced efficiently there is a need to develop transport nodes that have mixed uses that allows 

for economic development to occur around these nodes (City of Johannesburg, 2011). However, a 

modal shift cannot only focus on providing mass transit transportation, but must also create a focus 

on providing areas for NMTs where the urban fabric provides pathways and streets that are 

adequate for cyclists and pedestrians (City of Johannesburg, 2011). The modal shift must occur 

between private vehicles, BRT buses, bicycles and walking. Some of the infrastructure required for 

NMTs include: wider sidewalks, dedicated bicycle lanes and bicycle storage facilities, lay byes for 

public transport, monitoring capacity and active policing (City of Johannesburg, 2011).  

The Joburg 2040 Strategy identified four outcomes to direct spatial plans. Of these outcomes, it is 

“Outcome 2: Provide a resilient, liveable, sustainable urban environment – underpinned by 

infrastructure supportive of a low-carbon economy” (City of Johannesburg, 2011: 9), with the 

element of greatest importance to this research being the eco-mobility. The Joburg 2040 Strategy is 

committed in making “continued investments in mass public transport and non-motorised transport, 

prioritising the pedestrian over the car” and by 2040, “the City will be pedestrian and public 

transport oriented” (City of Johannesburg, 2011: 95). The main elements highlighted about 

transportation in this policy should be used as a guideline to develop all of the city’s spatial plans in 

order to achieve the Joburg 2040 Strategy vision.  

 

3.3 Integrated Development Plan 2012/2016 

The Integrated Development Plan (IDP) is a municipal tool that is used as an incremental five-year 

plan that is able to facilitate the achievement of both long- and medium-term goals (City of 

Johannesburg, 2011). The Joburg 2040 Strategy of 2006-2011 was the first time that the strategy 

was integrated into the medium-term IDP. Whereas the Joburg 2040 Strategy provides a long-term 

strategy with a vision for the City of Johannesburg, the IDP is a medium-term delivery of the GDS 

vision and goals. The Joburg 2040 Strategy “therefore frames the IDP, charting long-term ambitions, 

strategies and overarching decisions relating to prioritised areas of focus” (City of Johannesburg, 

2011: 5). 
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The IDP begins with the statement on the cover page “Corridors of Freedom ‘Re-stitching our City to 

create a new future’” (City of Johannesburg, 2013a: 1) which indicated that the main aim of the 

policy document is to achieve the elements highlighted in the Corridors of Freedom policy. The 

vision of the IDP is the same as the vision laid out in the Joburg 2040 Strategy, therefore facilitating 

the consolidation of the two planning tools.  

The main approach in order to achieve the spatial vision is by undertaking “on-going expansion and 

extension of Rea Vaya BRT” as well as “the restructuring and integration of all public transport 

modes across the Gauteng City Region and increased focus on, and support for, walking and cycling” 

(City of Johannesburg, 2013a: 36). There needs to be a shift from the construction and maintenance 

of roads for private vehicle and more attention towards the construction of ‘complete streets’ for 

residents who use public transportation and walking.  

The Joburg 2040 Strategy developed four long term outcomes, but as mentioned previously, the 

most relevant was outcome 2. The IDP aligned its development priorities with those of the Joburg 

2040 Strategy. One of these priorities is to achieve the spatial transformation of a compact city 

through the improvement of “infrastructure and economic growth projects driving transit-oriented 

development” (City of Johannesburg, 2013a: 54).   

In order to achieve the Joburg 2040 strategy for TOD, it was placed as one of the ten priorities, 

namely the Sustainable Human Settlements (SHS). The SHS has a key objective to address the spatial 

inequalities, and one of the main approaches to achieve this is through the improvement of public 

transportation (City of Johannesburg, 2013a). This would be achieved by ensuring an increased 

usage of public transportation through:  

 “Ongoing roll out of Rea Vaya BRT as well as using BRT as a catalyst to promote walking, 

cycling and the restructuring and integration of all public transport modes 

 Universal access to a mass transit system in a manner that integrates multiple nodes 

 Integrated public transport, walking and cycling network in place” 

(City of Johannesburg, 2013a: 57) 

All of these elements will be rolled out and implemented through the identification and allocation of 

key (priority) transport corridors and also the development of public transportation nodes (City of 

Johannesburg, 2013a). However, in the list of nodes and transport corridors provided there is no 

mention of the Turffontein Development Corridor.  
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The ten priorities set out by the Joburg 2040 Strategy are provided with further detail in the 2013/16 

IDP review. Within these ten priorities it is the SHS that has the most influence of the provision of 

public transportation. Any of the interventions planned within the SHS priority is focused on 

ensuring the spatial integration and suggests that the backbone of the spatial transformations in the 

city will only be possible by providing investment in public infrastructure on mass public transport 

(City of Johannesburg, 2013a).  

There is a much larger emphasis on the importance of TOD in the IDP. According to the 2013/16 IDP, 

TOD can be used to knit “the urban form together through mass transit (goods and people) along 

corridors that strengthen the connectedness of different parts of the city. These corridors will be 

developed to support inclusivity (varied residential typologies, tenure options, income groups) and 

high intensity mixed use developments to reduce commute times and costs” (City of Johannesburg, 

2013: 91). These planning elements can be achieved through the development of appropriate urban 

design interventions and improved public urban form through ‘complete streets’. This will allow for 

the improvement of accessibility, walkability and safety of the urban form and streets. There is also a 

priority to promote non-motorised transportation (NMT) and support cycling (City of Johannesburg, 

2013a). The 2013/16 IPD review provides a list of the corridors identified in the Corridors of 

Freedom in the medium term and, in relation to this research, it identifies the Turffontein Node. All 

of the identified nodes and corridors will consist of “mixed income housing, schools, offices, 

community facilities, cultural centres, parks, public squares, clinics and libraries” where TOD “will 

change the entrenched settlement patterns in the City” that will “consist of high-rise residential 

developments growing around transit nodes, gradually decreasing in height and density as it moves 

further away from the core” (City of Johannesburg, 2013a: 92). These identified transport corridors 

and TOD nodes were elaborated further at a precinct level through the Strategic Area Framework 

(SAF).  

The Turffontein Development Corridor is also identified in the IDPs ‘Capital Investment Priority 

Areas’ (CIPA) that take into account the modified routes of the Rea Vaya BRT as well as the areas of 

investment of the Growth Management Strategy (GMS). The CIPA provides a development footprint 

of the corridors that have been identified for improvements and initiatives on public transportation 

(City of Johannesburg, 2013a).  
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3.4 Spatial Development Framework for Johannesburg 2010/2011 

The Spatial Development Framework (SDF) addresses the developmental challenges by providing 

policy guidelines that are able to shape development strategies (City of Johannesburg, 2013a). The 

SDF specifically “provides the policy basis for assessment and determination of development 

proposals and applications that fall outside the scope of  prevailing Town Planning Schemes” that 

provide a “citywide perspective of spatial challenges and interventions within the City” (City of 

Johannesburg, 2010: 2).  

The most recent SDF is the 2010/2011; however there is a review of the SDF that is expected to b e 

released in 2014. More specifically the 2013/2014 SDF will “effectively incorporate and align the 

tenets of the Joburg 2040 Strategy, review the plan in relation to both cross-border issues and the 

Gauteng City Region, and undertake extensive public participation of the draft document in 

2013/14” (City of Johannesburg, 2013a: 61–62). Since the reviewed 2013/14 SDF has still not been 

published, some of the main planning concepts prevalent in the Corridors of Freedom, the Joburg 

2040 Strategy and the IDP, are not present in the 2010/11 SDF. Therefore, this reduces the 2010/11 

SDF’s authenticity to this research, as only some sections of the current report are still relevant.  

The Regional Spatial Development Framework (RSDF) is one of the supporting documents that help 

guide the developments identified and also provides some development components; the seven 

fundamental Development Strategies in the SDF (City of Johannesburg, 2013a).  Similar to the 

2010/11 SDF, the RSDF is also a 2010/11 version, and no review has been released for the 2013/14 

RSDF. Therefore, the Region F 2010/2011 RSDF does not comprise all the elements emphasised in 

the Corridors of Freedom or the Joburg 2040 Strategy. Since the reviewed Region F RSDF policy is 

not available it will not be discussed in this research. 

One of the central themes of the SDF, which is of relevance to this research, is the “emphasis on 

public transport as a key lever towards spatial transformation and inclusive access to the City” (City 

of Johannesburg, 2013a: 61). This theme is also supported in the Joburg 2040 Strategy in the 

priorities set out by the ‘Sustainable Development and Resource Sustainability’ which signifies that 

the seven key Development Strategies in the 2010/11 SDF are still relevant (City of Johannesburg, 

2013a). Apart from the emphasis placed on public transportation in the reviewed 2013/14 SDF there 

is also a new attention towards “Transit-Oriented Development Guidelines” (City of Johannesburg, 

2013a: 64). Some of the concepts that are prevalent in the 2010/11 SDF are the corridor and nodal 

developments, as well as the Strategic Public Transport Network (SPTN) explained better in the 

Strategic Integrated Transport Plan Framework, and the Bus Rapid Transit (BRT) (City of 

Johannesburg, 2010). These concepts are all important in the concept of TOD that will be 
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incorporated in the reviewed 2013/14 SDF. In order to improve the delivery of goals and objectives 

identified in the IDP, the SDF provides seven Development Strategies to achieve medium- to long-

term development objectives. However, of the seven development strategies only these three are 

relevant to this research which: 

1. “Supporting an Efficient Movement System;  

2. Ensuring Strong Viable Nodes;  

3. Initiating and Implementing Corridor Development”  (City of Johannesburg, 2010: ND) 

The SDF attempts to develop an efficient movement system by facilitating an urban design based on 

“multi-modal transportation and land use patterns that support public transport and pedestrian 

movement” as well as focus development on “existing public transport infrastructure” (City of 

Johannesburg, 2010: ND). It would therefore be necessary to invest in the public infrastructure of 

BRT, the Strategic Public Transportation Network (SPTN) and NMT. The objectives of investing in this 

infrastructure are related to:  

 supporting NMT’s such as cycling and pedestrians; 

 reducing transport and travel costs; 

 providing an increase in accessibility to social facilities, employment and recreation for the 

city’s residents; 

 the movement system of public transportation must be linked and supported by higher 

density neighbourhoods and higher intensity transportation nodes  

   (City of Johannesburg, 2010) 

Map 3.2 identifies the BRT networks of the city and there are two routes that run through the 

Turffontein Development Corridor (TDC). The route in the north-west corner connects to Soweto, 

while the proposed route travelling south-east in the study area runs through City Deep to South 

Crest. There is also a SPTN network in the study area that connects City Deep to Haddon in the 

south-west part of the TDC. Maps 3.3 and 3.4 on the other hand have not identified TOD precincts or 

NMT priority routes in the TDC. In these maps there are no identifications of the Turffontein 

Development Corridor area as a priority for any of the planning principles mentioned.  

The development strategy that ensures strong viable nodes is focused predominantly on increasing 

the interaction between the nodes that cater for public transportation and the pedestrian 

movement. In order for this to occur, activities have to be located in close proximity to the node as 

to increase their accessibility. 
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Map 3.2: Map of full BRT system and SPTN Network for the City of Johannesburg of approximately 330km. 

Source: City of Johannesburg, 2010: ND  

 

 

 

Map 3.3 and map 3.4: Identification of all the TOD precincts and the identification of the NMT priority routes in the City of 

Johannesburg, respectively. 

Source: City of Johannesburg, 2010: ND 
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Figure 3.3: Conceptual illustration of corridors interconnected with nodes and open spaces.   

Source: City of Johannesburg, 2010: 143 

 

According to the city a node is “a well-defined and legible urban environment where highly 

accessible, mixed and compatible land uses are concentrated and serviced” (City of Johannesburg, 

2010: ND). In order for a node to be successful it must provide:  

 a variety of land uses;  

 an urban form that is contained and focuses on transportation, movement and pedestrian 

orientated; in terms of the urban infrastructure such as the pedestrian networks, squares 

and parks; 

 the strong pedestrian connectivity must improve the accessibility of nodes for pedestrian 

and public transport users, and reduce the dependency on private vehicles   

     (City of Johannesburg, 2010) 

However, nodal development is only successful with an adequate implementation of corridor 

development. The City of Johannesburg describes a development corridor as a: 

 “High volume transport routes that connect major activity centres and nodes; 

 Existing / potential for regional and inter-regional accessibility; 

 Provision of a number of movement options – i.e. road and rail; 

 Potentially lower transit costs on current/ potential routes; 

 Intense, high-density mixed land uses” 

      (Del Mistro, 2001 as cited in City of Johannesburg, 2010: 142) 

Apart from these principles, a development corridor must also have a number of spatial elements 

that work in conjunction. These elements include a variety of road hierarchies that consist of activity 

and mobility spines with connection to open space systems that are all interconnected through 

nodes as illustrated on figure 3.3 (City of Johannesburg, 2010). 
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3.5 Strategic Integrated Transport Plan Framework for the City of Johannesburg 

(draft for discussion 2013) 

Johannesburg’s Strategic Integrated Transport Plan Framework (SITPF) 2013 is a new, as well as the 

first, component of the Integrated Transport Plan (ITP) for 2013-2018. Both the ITP and the SITPF 

were developed by the Transport Department of the City of Johannesburg (City of Johannesburg, 

2013c). The Transport Department has a vision of creating “a people-centred transport system” that 

is able to transform the City of Johannesburg (City of Johannesburg, 2013c: 41). Their vision is only 

possible if policies and the development of projects are able to achieve the objectives of: 

 Providing integrated transportation; 

 Promoting the usage of public transportation and non-motorised transportation (NMT), such 

as cycling and walking, as alternative modes of choice for residents; 

 Providing public transport services that are safe, of high quality, environmentally friendly, 

affordable and accessible to all the residents.   

(City of Johannesburg, 2013c) 

The SITPF is firstly focused on identifying the status quo of the City of Johannesburg as well as 

providing an overview of the short comings and major developments that the city has undergone in 

the past ten years (City of Johannesburg, 2013c). Secondly, it is focused on analysing the status quo 

of transportation in the City of Johannesburg and the SITPF provides the vision of transportation for 

the city, followed by a number of objectives and strategies in order to achieve its vision (City of 

Johannesburg, 2013c).  

The 2013 SITPF has changed its emphasis from improving the mobility of private vehicles towards 

improving the accessibility and mobility of the population through the improvement of public 

transport system (City of Johannesburg, 2013c). The ITP recommended the development of a 

Strategic Public Transport Network (SPTN), designed in order to provide an identification of the 

public transportation networks that were required to develop a well-connected city network. Its 

main aim was to support “a compact, multi-nodal city form, by providing a legible permanent public 

transport ‘grid’ of focused high-frequency public transport routes connecting key high-density  

nodes  and  also  dense  residential  areas”, as seen on map 3.5 (City of Johannesburg, 2013c: 20).  

There is no identification of the Turffontein Corridor as a node or as corridor on this map however 

the SPTN connects City Deep, Southcrest and Haddon that are in the Turffontein Development 

Corridor. The Turffontein Corridor is only mentioned further into the document under the “City’s 

Capital Investment Priority Areas” (City of Johannesburg, 2013c: 32).  
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Map 3.5: Strategic Public Transport Network (SPTN) 

for the City of Johannesburg, red circle highlights 

the Turffontein node.   

Source: City of Johannesburg, 2013c: 21 

 

The SITPF developed nine thrusts in order to 

achieve the vision of the Transport Department 

and of the Joburg 2040 Strategy. For the 

purpose of this research three of the nine 

thrusts are relevant, more specifically: 

 “Thrust no. 1: Restructure and integrate 

the city 

 Thrust no. 2: Improve and expand 

provision of quality public transport and 

use of non-motorised transport 

 Thrust no. 3: Maintain, improve, extend 

and integrate transport infrastructure” 

(City of Johannesburg, 2013c: 47) 

 

 

 

3.5.1 Thrust no. 1: Restructure and integrate the city 

The main outcome of this thrust is to provide the City of Johannesburg with an efficient and 

accessible public transport system located along development corridors with a mixture of land uses 

and high density (City of Johannesburg, 2013c). In order to develop spatial transit-oriented 

development (TOD) interventions a large investment must be placed on mass public transportation 

as it has been identified as being the backbone for TOD. The identified TOD corridors and nodes are 

highlighted in the map 3.6 however there are no TOD precincts in the south of the red circle 

highlighted in the map. 

There are some key strategies that have been placed together in order to achieve TOD. They must 

have a “strong high-frequency public transport corridors” that promote “residential density along 

them and complexity of land use in the nodes on these corridors through attracting density and 

mixed-use developments to them” (City of Johannesburg, 2013c: 50).  
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Map 3.6: Map of the nodes and transit-oriented development networks for the City of Johannesburg, with 

the red circle highlighted the location of the Turffontein Development Corridor.   

Source: City of Johannesburg, 2013c: 49 

  

3.5.2 Thrust no. 2: Improve and expand provision of quality public transport and 

use of non-motorised transport 

In this thrust the main outcome is to provide the residents of the City of Johannesburg with a choice 

of different modes of transportation; public transportation, cycling and walking that increases 

accessibility and affordability (City of Johannesburg, 2013c). These elements will only be achieved 

through the improvement of public transportation that is of good quality, the Rea Vaya BRT, and 

improving infrastructure that allows for shorter trips and convenience for cyclists and pedestrians. 

Public transportation must be both convenient and integrated with different public transport 

services, especially non-motorised transportation (NMT) (City of Johannesburg, 2013c).  

Nonetheless, there are various components that must be taken into consideration when highlighting 

the importance of ‘integration’. Integration could include the integration of “route network and 

services”, “fare structures and medium”, “infrastructure”, “passenger information”, “timetables” 

and “branding” (City of Johannesburg, 2013c: 51). In order to achieve integration between different 

modes of transportation, there must be a change in the modal shift in the City of Johannesburg. 

SITPF suggests that NMT, cycling and walking, is the best mode of transportation for convenience-
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related trips and short-distances, especially for learners. The “international standards recognise 

distances of 500 m to 1 km as representing a fair walking distance” and that the “recommended trip 

times are 30 minutes to jobs/school and 10 to 15 minutes for trips to shops or services” (City of 

Johannesburg, 2013c: 55). On the other hand for cycling it is recommended that a destination should 

not be more than 10 km (City of Johannesburg, 2013c). 

The SITPF has strengthened these important elements of improving public transportation by laying 

out a number of key strategies. With regards to this research, the strategies that are most relevant 

are the Rea Vaya BRT, the Conventional Bus, and the Cycling Strategy. The City of Johannesburg 

identifies the Rea Vaya BRT systems as being the prime choice of mobility for mass public 

transportation, as it is the most suitable mode for busy corridors and plays an important role in TOD 

(City of Johannesburg, 2013c). Some of the strategies of the Rea Vaya BRT are focused on “continue 

to integrate BRT with other modes including the mini and metered taxis and non-motorised modes 

at a strategic and operational level” (City of Johannesburg, 2013c: 58). 

The conventional bus on the other hand is seen as a limited mode of transport in its priority for 

public transportation; however it is seen as important in order to strengthen transport corridors by 

extending its services to residential areas that are predominantly car orientated. The strategy on 

cycling is mostly focused on increasing cycling as a preferred mode of transportation, and also 

increasing the number of learners that are able to cycle safely to school. There are a number of 

interventions that are outlined in this strategy to promote cycling in the city:  

 “Creation of a dedicated network of high quality pedestrian and cycling routes; 

 Integrating cycling at public transport nodes; 

 NMT projects focusing on university and school learners; 

 Increasing the availability of bicycles; 

 Amending relevant technical roads standards and planning requirements: 

o The “Complete Street” standards will include guidelines for the provision of cycling”  

(City of Johannesburg, 2013c: 60–61) 

However for all of these planning elements to function together efficiently there is a need for 

transport infrastructure and public transportation to be universally accessible. Universal accessibility 

must apply universal principles that are implemented into key areas through the “provision of 

passenger information; sidewalks to public transport facilities; stops, stations and interchanges; and 

public transport vehicles” (City of Johannesburg, 2013c: 63). 
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3.5.3 Thrust no. 3: Maintain, improve, extend and integrate transport 

infrastructure 

This thrust is focused mainly on the outcome of achieving transport infrastructure that is well-built, 

properly managed and maintained in order to support “the mobility needs of all its users in a safe 

and efficient manner, so that the value of the assets are preserved, and so that pedestrians, cyclists 

and public transport users are prioritised” (City of Johannesburg, 2013c: 63). Essentially transport 

infrastructure comprises of roads (all road classes, infrastructure in road reserves such as sidewalks, 

signage, street lighting and traffic lighting), storm water, bridges and the facilities of public 

transportation (City of Johannesburg, 2013c). Taking these elements into consideration increases the 

city’s commitment to provide NMT and public transportation that is of good infrastructural quality 

with appropriate design and plans. These elements are categorised and explained better in table 3.1 

that follows1.  

Element Definition 

Managed Lanes 

Managed Lanes Road lanes whose general use by traffic is restricted in some way so as 
to reduce travel demand, manage the flow of traffic, exploit spare 
capacity in some lanes, or extract more person-carrying capacity from 
the lanes 

BRT Dedicated Lanes Dedicated lanes reserved for BRT buses 

Dedicated Public 
Transport Lanes 

Dedicated lanes reserved for public transport modes including buses 
and minibus taxis, but excluding BRT buses, contra-flow lanes 

Contra flow lanes Lanes that is demarcated/constructed to flow in the other direction to 
improve mobility. Can include all vehicles or certain vehicles classes e.g. 
freight or public transport 

By-pass lanes Priority  passing  lane  at  large  intersections  and  BRT  stations  for 
public transport modes 

Public Transport Facilities 

BRT Stations Enclosed  stations  for  BRT  buses  located  alongside  or  between  BRT 
running lanes 

BRT Station Precincts The area within a 500 metre radius of a BRT station 

Park and Ride Facilities Off  street  parking  facilities  adjacent  to major public transport 
facilities/stations which include rail, BRT stations and Taxi ranks 

Large Public Transport 
Facilities 

Fully fledged off-street public transport facility which includes trading 
stalls, holding facilities, loading bays for buses and taxis, metered taxis, 
wash bays, offices were applicable, commuter square, ablution facilities, 
control room with CCTV cameras, waste bins, tower clock, destination 
boards, intercom, joint management by the City and operators 

Small Public Transport 
Facilities 

Public Transport facilities mainly on large road reserves. Depending on 
the size of the reserve, the facility may include loading and few holding 
bays, few trading stalls, tower cloak, waste bins, destination boards, 

                                                             
1 Table3.1 was extracted and quoted directly from “table 17: the elements of Johannesburg’s public transport 
and NMT infrastructure” in the City of Johannesburg, 2013c: 65-67  
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possible joint management by the City and Operators 

Commuter Stops and 
Related 

Public Transport lay-bys, commuter shelters with passenger information 

Walk-in Centres Facility run by the City to provide public transport-related customer 
services such as smartcard replacement, lost property claims etc. 

Holding Facilities Off-street holding facilities for public transport linked to major public 
transport facilities 

Transfer Facilities Interchange facilities for buses, taxis, metered taxis, BRT buses and rail. 
This could be linked to one of the above 

Complete Streets 

Side walk 
improvements 

Wide sidewalks (2.5m) for walking by the public, these will include 
street furniture like bins, benches, public art, greening, proper storm 
water management, lighting, signage, bollards and universal access 

Cycling lanes Robust bicycle lanes, side by side with traffic lanes (or following desired 
lines for cyclist), separated from traffic lanes 

Traffic Calming A variety of measures including roundabouts, traffic cycles, table tops, 
textured roads, narrow roads, narrow meandering streets, pedestrian 
only roads, zebra crossings, rumble strips 

Parking Solutions Demarcation and or possible construction of bicycle parking, proper 
demarcation of loading zones, parking restrictions, Goods loading/ 
offloading time restrictions, on street/off street parking management, 
congestion charging zones 

Way Finding and Signage 

BRT Passenger 
Information 

Directional and tourist signage pointing passengers towards BRT 
stations or stops or from BRT stations towards major destinations in the 
vicinity of the station 

Public Transport 
Information 

Signage demarcating dedicated public transport lanes, direction signs to 
public transport facilities, destination boards or VMS, Names of Public 
Transport Facilities. Information signs for bicycle lanes Public Transport 

Table 3.1: Description of the elements on the integration of transport infrastructure 

Source: City of Johannesburg, 2013c: 65-67 

 

3.6 Framework for Non-motorised Transport 2009 

Non-motorised Transport (NMT) has been identified as an important planning priority in national, 

provincial and municipal planning policy in the 2008 Draft Non-Motorised Transport Policy, the 2005 

Strategic Agenda for Transport in Gauteng (City of Johannesburg, 2009) and the 2011 Joburg 2040: 

Growth and Development Strategy, respectively. The Framework for Non-motorised Transport 

(FNMT) is a policy that provides the City of Johannesburg with a set of objectives and strategies that 

directs the development for adequate NMT networks. The document also identifies key principles 

that determine appropriate routes and zones that should implement NMT infrastructure (City of 

Johannesburg, 2009). Unfortunately, this policy was released in 2009 and does not include the 

identified corridors and nodes of the Corridors of Freedom or the Joburg 2040 Strategy. Therefore, 
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the proposed routes and zones in this FNMT are not relevant to this research, however the strategic 

intervention provided in this document are.        

The FNMT defines NMT as the inclusion of “all forms of movement that are human powered and do 

not rely on engines or motors for movement” that “includes walking, cycling, rickshaws, wheelchairs, 

animal-drawn carts and recreational activities such as equestrian, rollerblades, skates and scooters” 

(City of Johannesburg, 2009: 4). However, in relation to this research the NMT that is most relevant 

is walking and cycling. In order for NMT to be implemented successfully it has to improve the 

universal access for all the different users, whether they are parents pushing prams, children, elderly 

or disabled pedestrians (City of Johannesburg, 2009).  

The vision of the FNMT is to develop the City of Johannesburg “to be a cycle and pedestrian friendly 

city where everyone has access to urban opportunities and mobility, walking and cycling are safe and 

convenient and are the preferred modes for short distance and convenience related trips” (City of 

Johannesburg, 2009: 13). A number of primary objectives have been outlined in order to achieve the 

policy’s vision, such as:   

 “To establish a dedicated network of high quality pedestrian and cycling routes across the 

City;  

 To establish pedestrian and cycling modes of transport as preferred modes for short distance 

and convenience related trips within the City;  

 To increase the percentage modal split of cycling and walking as preferred modes of 

transport for travel to work and school trips;  

 To facilitate access to the City for marginalised and low income communities;  

 To integrate NMT modes with other strategic public transportation initiatives within the City 

including the Gautrain, Metrorail and BRT stations in order to enhance local feeder services 

and support the successful functioning and take up of public transport;  

 To promote increased access to educational institutions by NMT modes” 

(City of Johannesburg, 2009: 13) 

The objectives require a number of strategic interventions in order to implement NMT. These 

strategies are explained under a number of categories in the table 3.22.  

 

                                                             
2 Table 3.2 extracted sections and quoted directly from table 7.1; 7.3; 7.4; 7.5 in the City of Johannesburg, 
2009: 14-17  
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Element Strategic Intervention 

Road Safety Develop a network of cycle and pedestrian paths. Designated separate cycle 

and pedestrian paths which are separated from motorised traffic will be 

important on roads which carry high volumes of traffic at high speeds 

 Incorporate NMT (cycle paths and footpaths) into future road upgrades. 

Upgrade and maintain existing pedestrian pathways 

 Implementing planning requirements for developer contributions towards 

cycle paths where development proposals are located in close proximity to 

planned and existing cycle/walkways 

 All new development proposals to incorporate NMT provision in and 

immediately adjacent to site boundary 

 Adopt Urban design standards for footpaths and cycle paths ensuring that this 

incorporates Universal Design 

 Adopt Technical standards for footpath and cycle path design ensuring this 

incorporates access for the disabled 

 Adopt 'Secure by Design' standards (lighting, sight lines, signage, passive 

surveillance etc.) 

 Reduce volume and speed of traffic at points of interaction conflict by 

implementing traffic calming, streetscape improvements, vehicle restrictions 

and road space reallocation 

 Prioritise cyclist and pedestrian movement within the streetscape 

 Safe Routes to School program which identifies safe cycling and walking routes 

for children. Work with schools to appoint parents to walk with children, 

crossing guards etc. 

Distance and 

Typography 

Support mixed and clustered pedestrian oriented land uses which present 

active frontages at street level in order to support accessibility and reduce trip 

times from origin to local amenities. (New Urbanism) 

 Link the NMT network to public transport nodes to reduce travel distances 

 Reduce distances for cyclists and pedestrians by increasing road and path 

Connectivity. eg. special non-motorised shortcuts, such as paths between cul-

de-sac heads and midblock pedestrian links 

Climate Implement a scheme of shelters along primary cycle routes with a particular 

focus on shared shelter facilities with existing and proposed bus / BRT shelters 

Status Promotion of cycling as a faster mode of transport. Erect electronic signage 

indicating to motorists in traffic how long the journey would take by bicycle 

 Introduce a cycle park and ride scheme in conjunction with other park and ride 

schemes which will allow cyclists to commute short distances to the cycle park 

facility and integrate with the public transport network 

 Create a Multi-Modal Access Guide, which includes maps and other 

information on how to walk and cycle to a particular destination 

 Implement supporting signage for cycle and pedestrian routes (directional and 

safety). Potential to include signage indicating to drivers that cyclists are 

allowed use of the lane 
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 On-line trip planner that shows drive time & parking cost versus walking time 

and cycle time 

 Publish online/paper maps showing preferred cycle routes: location of cycle 

lanes, shared lanes, parking; and roads which have a steep gradient 

Table 3.2: Description of the strategic elements required to achieve successful NMT in the City of Johannesburg 

Source: City of Johannesburg, 2009: 14-17 

All of these elements in the strategic interventions have to be used in the design of dedicated NMT 

networks at both a local and neighbourhood scale. The design elements need to be incorporated as 

a priority to the surroundings of all public transportation nodes through the implementation of 

urban design techniques for NMT that adheres to the universal access of pedestrians (City of 

Johannesburg, 2009).  

 

3.7 Corridors of Freedom 

The Corridors of Freedom is a new spatial vision that the City of Johannesburg is promoting based on 

the concepts of corridors and transit-oriented development (City of Johannesburg, 2013b). In 2013 

the Mayor of the City of Johannesburg introduced the Corridors of Freedom vision in his State of the 

City Address. In this address the Mayor outlined a “number of ‘fundamental rights’ which the city 

will strive to provide” including:  

 “The Right to Developmental Service Delivery – where the city maintains and improves 

existing infrastructure, while expanding new infrastructure. Where citizens have the right to 

hold us accountable and become active participants in the delivery of services. 

 The Right to a Spatially Integrated and United City – in which we rebuild and reconnect the 

divisions created by decades of Apartheid spatial planning” 

    (Bickford, 2014: 19) 

This spatial vision is in line with many of the principles highlighted in the Joburg 2040 Growth 

Development Strategy (City of Johannesburg, 2013b). The main areas of focus which the Corridors of 

Freedom is addressing is trying to create a city that “will consist of well-planned transport arteries” 

that are “linked to interchanges where the focus will be on mixed-use development” (City of 

Johannesburg, 2013b: i), as seen in image 3.1. 

The focus on TOD is associated with the restructuring of the city by creating easier and quicker 

connections between residents’ jobs and their homes. The Corridors of Freedom is concerned about 

implementing TOD because they are located on transport corridors where the provision of public 
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Image 3.1: This illustration is on the cover page of the Corridors of Freedom and highlights the main 

elements of a people orientated area that is focused on public transportation and non-motorised transport. 

Source: City of Johannesburg, 2013b 

 

 

transportation, such as the Rea Vaya BRT, will increase the mobility of people in a safe and 

affordable manner along the corridors (City of Johannesburg, 2013b). By focusing on the 

improvement of public transportation, the city is attempting to reduce the high percentage of 

income used by households for transport which in turn would increase the income available by 

households for other needs, and also assist with the reduction of poverty. The fundamental 

characteristics of the Corridors of Freedom is that they “will consist of high-rise residential 

developments growing around the transit nodes, gradually decreasing in height and density as it 

moves further away from the core” (City of Johannesburg, 2013b: 2).  

 

The City of Johannesburg has identified a number of corridors and nodes of importance that will 

transform the city, one of these corridors is the Turffontein node, identified as a medium term 

spatial vision until 2016 (City of Johannesburg, 2013b). The main planning concepts used to develop 

the spatial vision are that “the most efficient urban form is compact, mixed land-use with an 

extensive public transport network that includes high intensity movement corridors and with 

attractive environments for walking and cycling” (City of Johannesburg, 2013b: 4).  

There are a number of key features about transportation that provides a clear direction about the 

Corridors’ spatial vision. These key features include providing corridors with appropriate facilities 

and infrastructure that are designed with active streets that accommodate cycling and walking. 

Another important feature is the provision of safe streets that are complete, either through the 

principles of discouraging private vehicle transportation or controlling vehicle traffic through traffic 
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calming and reducing traffic speeds. The other key feature is the provision of transit stations and 

stops that are convenient to residents (City of Johannesburg, 2013b). The fundamental advantages 

and benefit that the Corridors of Freedom want to achieve with public transportation is the 

reduction of travel time for residents due to shorter distances and the increased effectiveness of 

public transportation (City of Johannesburg, 2013b). 

 

3.8 Strategic Area Framework of the Turffontein Development Corridor 

According to the final Strategic Area Framework (SAF) for the Turffontein Development Corridor 

(TDC) “the Strategic Area Framework provides the basic (spatial) mechanism for planning and 

implementation of the Corridors of Freedom. The document outlines the desired spatial response to 

the intent of the Corridors of Freedom vision, and the projects and programs required to realise this 

spatial vision” (IYER, 2014: 18). In essence the “SAF does not exist in isolation to other levels of 

planning, but is considered rather as a key component within a broader package of plans” (IYER, 

2014: 18), already discussed in the first section of this chapter.  

This discussion on the SAF of the TDC highlights the point of departure of the final SAF for the study 

area. The main aims and priorities discussed in this section of the document will influence the focus 

used in the implementation section of the SAF. The SAF of the TDC begins by outlining all the 

elements and approaches presented in the Corridors of Freedom policy, discussed previously. 

Fundamentally, the SAF of the TDC is focused on an “approach to re-stitch the city together, using 

the philosophy of Transit Oriented Development” and “corridor development to transform space” 

(Iyer, 2014: 12). The SAF provides a discussion of the characteristics of a corridor that facilitate their 

growth in an urban context:  

 “Corridors are fundamentally origin and destination driven  

 Corridors are generally made up of a series of multi-stranded movement systems, predicated 

on some form of Public or Mass Transit, with stations within walking distance.  

 The streets that link the different movement systems together, the “rungs” of the ladder, 

are integral to the broader corridor system, very often developing as “high streets”;  

 The points of intersection of the cross streets and the major corridor elements become 

significant nodal areas, with the propensity to become major metropolitan and regional 

nodes, depending on the generative capacity of the system at these points;”   

   (Iyer, 2014: 14) 
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On the other hand, policy suggests that transit-oriented development (TOD) is a critical element in 

the development of the study area as it would redevelop the existing urban form to accommodate 

transit nodes that provide density and mixed land use within walking distance. However in order for 

TOD to be successful it is required that a hierarchy of TOD centres be provided, as not all the transit 

hubs and nodes have the same potential (Iyer, 2014). Generally successful TOD are characterised as:  

 “A vibrant mix of land uses including residential, employment, social services and retail 

activities, stimulating economic activity and significant provision for public or civic spaces 

 Moderate to higher density, with housing typologies that engages with the public 

environment 

 Prioritised pedestrian orientation/connectivity, including safe neighbourhoods designed for 

walking and cycling with sufficient facilities and attractive street conditions 

 Transportation choices, but with discouragement of the use of private vehicles 

 A road network laid out in the form of a topologically open grid 

 Convenient transit stops and stations; extend to an easy walking distance radius of 400m-

800m”  (Iyer, 2014: 17) 

Essentially the SAF of the TDC is aiming to achieve a number of outcomes able to provide some long-

term benefits. Firstly it focuses on improving the urban efficiencies by providing “viable public 

transport service; reduced car dependency and shorter trip lengths; more people closer to work, 

shopping and leisure opportunities; efficient service provision; accessibility to economic and social 

opportunities” (Iyer, 2014: 17). Secondly by facilitating the social and spatial transformation by 

creating “connected neighbourhoods; integrative development that can benefit areas beyond the 

limit of the study area” (Iyer, 2014: 17). 

 

3.9 How have the Spatial Policies of the City of Johannesburg influenced the 

Strategic Area Framework for the Turffontein Development Corridor? 

The SAF for the TDC will provide guidance in the future development of the study area. However, the 

SAF must focus on the main theories and elements present in the spatial policies of the City of 

Johannesburg to guide the framework. From the discussion of the spatial policies in the City of 

Johannesburg there are a number of elements that are present in the SAF. In order to understand 

how the spatial policies of the City of Johannesburg influenced the SAF for the TDC a table was 

developed to identify the discussion of each policy in terms of their main concepts to change the city 
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and also their principles of corridors, transit oriented development and  non-motorised 

transportation (NMT), refer to table 9.1 in the annexure.  

As discussed previously there are two spatial policies in the City of Johannesburg that guide and 

influence the focus of all the other policies, namely the Joburg 2040 Growth and Development 

Strategy and the Corridors of Freedom (CoF). The CoF is the spatial policy that has influenced the 

SAF for the TDC the most, as all the elements discussed in the CoF are present in the SAF. One of the 

limitations of CoF also present in the SAF for the TDC is the lack of emphasis placed on the 

development of NMT. The SAF for the TDC only mentions that there is a need to provide 

environments that are attractive and safe for both walking and cycling. There is no further discussion 

of how the sidewalks should be made wider or that there should be dedicated cycling lanes. There is 

therefore a shortfall in the influence of the spatial policies of the City of Johannesburg, particularly in 

the formulation of the SAF for the TDC. NMT is identified in Joburg 2040 Strategy, the overarching 

policy in the city, where greater attention must be given on providing areas for NMT through the 

provision of pathways and streets that are adequate for cyclists and pedestrians. Fundamentally the 

pedestrian must be prioritised over the private vehicles. The importance of implementing strategies 

and principles of NMTs are present in all the spatial policies previously discussed. The Strategic 

Integrated Transport Plan Framework and the Framework for Non-motorised Transport further 

highlighting their importance and also highlight all the strategies and principles required for NMT to 

be implemented successfully, especially through the implementation of ‘complete streets’ and 

universal access.  

The Joburg 2040 Strategy highlights the need to invest and scale up mass public transportation as a 

mechanism to curb the vehicle dominated City Johannesburg has become. According to this policy it 

is the Rea Vaya BRT system that will facilitate the integration of a divided city. All of the spatial 

policies previously discussed all agree and highlight its importance. The Rea Vaya BRT system was 

identified as providing an opportunity to implement corridor development and transit-oriented 

development. Although the Joburg 2040 Strategy only mentions this opportunity briefly, these 

elements are then elaborated and discussed in greater detail in all the spatial policies. 

Fundamentally a corridor development will provide the movement of mass public transportation 

and the intersection of corridors will facilitate the development of transit nodes through the 

implementation of TOD. However the SAF for the TDC, together with the CoF, do not discuss a 

number of important elements that will facilitate the successful implementation of corridor 

development and TOD. It is necessary to provide multi-modal transport infrastructure that can 

facilitate the modal shift discussed in the spatial policies. These elements are vital to achieve the 
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vision laid out by the CoF and the SAF for the TDC as it will support pedestrian and public transport 

movement, facilitating the accessibility of transit nodes and other facilities.  

Another element that is not mentioned in the CoF or the SAF for the TDC, and is vital for the 

successful implementation of their vision, is the notion of integration. Integration is discussed as an 

important element in all the other spatial policies of the City of Johannesburg. There is a need to 

integrate all the different modes of transportation (private vehicles, BRT, Metrobus, minibus taxi and 

NMTs), the integration of all transportation within the transit nodes, especially NMTs. By creating 

this integration the SAF for the TDC would be able to increase the level of accessibility and mobility 

in the study area that will facilitate the easy movement of the city’s residents. 

In essence the SAF for the TDC was influenced by all the spatial policies discussed in this chapter, in 

one way or another. The Corridors of Freedom fundamentally influenced the SAF the most, with 

many of the planning elements and principles of the other spatial policies also influencing the SAF. 

However, a number of principles where not present in the SAF for the TDC discussed above that 

require further emphasis in the study area.  

 

3.10  Conclusion 

This chapter discussed all the main spatial policies in the City of Johannesburg, namely the Joburg 

2040 Growth and Development Strategy, Integrated Development Planning 2012/2016, Spatial 

Development Framework for Johannesburg 2013/2014, Strategic Integrated Transport Plan 

Framework for the City of Johannesburg, Framework for Non-motorised Transport 2009, Corridors of 

Freedom, and Strategic Area Framework of the Turffontein Development Corridor. All of these 

spatial policies discussed their relevance and importance in the planning process for the City of 

Johannesburg and their emphasis on transportation. The policies discussed the importance of 

implementing corridor development, transit oriented development and non-motorised 

transportation in an attempt to curb the use of private vehicles and the spatial segregation that still 

exists in the City of Johannesburg.  

All of these policies brought up the need to focus the development of the city on improving and 

upgrading mass public transportation through the Rea Vaya BRT system and the development of 

corridors. The implementation of transit-oriented development will facilitate the development of 

compact nodes that provide the densification of mixed uses and high-rise residential development 

with areas prioritised for NMT. All of the spatial policies discuss these planning elements, with some 
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policies highlighting their importance and implementation approaches. The spatial policy of Strategic 

Integrated Transport Plan Framework for the City of Johannesburg and the Framework for Non-

motorised Transport are two policies that not only guide the required development to achieve 

integrated public transportation and NMT but also provide design guidelines and the required 

infrastructural improvements.   

The spatial policies of the City of Johannesburg have influenced the Strategic Area Framework (SAF) 

for the Turffontein Development Corridor (TDC). The most influential policy was the Corridors of 

Freedom that highlighted the need to use the Rea Vaya BRT as driving force to create TOD. The SAF 

for the TDC did have some shortcomings in their policy as little attention was placed on the need to 

implement NMT, provide multi-modal transport infrastructure, and the integration of all modes of 

transportation in transit nodes with NMT. These planning elements require further attention in 

order to be implemented. 
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4.1 Introduction  

According to the Turffontein Development Corridor (TDC) document the study area was “identified 

due to its location and proximity to regional economic and industrial nodes such as the CBD, Selby, 

Booysens, City Deep and Kaserne freight terminals. The area is also strategically located as the 

gateway to Johannesburg from South Gauteng. Although the area is in a general state of decline, its 

strategic location results in it being attractive to people seeking affordable accommodation. The 

Proposed Rea Vaya routes do not intersect the study area, however there is opportunity to propose a 

new public transport route alignment through the study area and unlock the full development 

potential of the area”(Aurecon, 2014: 15). 

Based on this explanation the Turffontein Development Corridor (TDC) was identified as one of the 

corridors of the Corridors of Freedom policy. This chapter will focus on understanding the context 

and characteristics of the TDC as the study area for this research. It is important to understand how 

the TDC functions with regards to transportation and movement in order to provide a more concise 

and accurate evaluation in chapter 6. There are five sections in the outline of this chapter. The first 

three sections of this chapter are based on the analysis provided in the draft 2 Strategic Area 

Framework of the Turffontein Development Corridor. While the last two sections of this report will 

be based on the proposals in the final Strategic Area Framework of the Turffontein Development 

Corridor. This division occurs because the analysis created by Aurecon in the draft 2 is not present in 

the final document, and without this analysis and understanding of how the study area function 

would hinder the evaluation carry out in chapter 6.  

The first section of this chapter will provide a description of the location of the Turffontein 

Development Corridor. The second section of this chapter will discuss the general characteristics of 

the study area by outlining land uses and major road networks existent in the study area. The third 

section of this chapter will unpack the theoretical components of distance and destination discussed 

in the Strategic Area Framework (SAF) for the Turffontein Development Corridor (TDC). These 

elements were used to analyse the study area and understand how the movement networks 

function and what the attractors are of this movement. With regards to this research report it is vital 

to understand what are the main modes of transportation in the study area and how the public 

transportation functions. The chapter then discusses the SAF on the TDC analysis of the current level 

of accessibility for public transportation, how non-motorised transportation is present and finally 

what would be the future public transportation for the study area. 

The fourth section of this chapter is focused on the conceptual framework presented in the final SAF 

of the TDC. It elaborates on how the framework is addressing the public transportation and what the 
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Map 4.1: The Gauteng Provincial map highlights the Municipality of the City of Johannesburg. The City of 

Johannesburg map highlights the seven administration regions and the main highways of the city with a 

particular focus on Region F, the M2 highway and the Turffontein Development Corridor study area. 

Source: City of Johannesburg, 2010 

 

proposed movement framework would be. The fifth section of this chapter discusses the 

implementation plans for the TDC with a particular attention to unpacking the Turffontein Precinct 

area. This precinct area elaborates on creating a green link and rehabilitating Rotunda Park by using 

the principles of transit-oriented development and non-motorised transportation.      

 

4.2 Location 

The Turffontein Development Corridor (TDC) is the study area for this research report located in 

Region F, in the south eastern border of the City of Johannesburg within the Gauteng Province map 

4.1. Region F consists of fifteen municipal wards and covers an area of 240,2km2 (City of 

Johannesburg, 2010). Region F can be divided into two areas dissected by the M2 highway. To the 

north of the M2 highway lays the Johannesburg CBD and the northern suburbs. To the south of the 

M2 highway there are a number of industrial and residential areas, generally referred to as 

Johannesburg South (City of Johannesburg, 2010). The TDC is used as the main entrance to the City 

of Johannesburg from the southern suburbs, another common name given to the area (Aurecon, 

2014). 
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Map 4.2: The travel distance and time for private 

vehicles, cyclist and pedestrians. 

Source: Aurecon, 2014: 14 

 

The TDC study area, map 4.2, begins from the M2 highway, which is located 1km to the south of the 

Johannesburg CBD, until the N12 further south of the study area, at approximately 7km from the 

Johannesburg CBD (Aurecon, 2014). The residential areas in South of Johannesburg are located at 

about 4km from the CBD. According to the Turffontein Development Corridor document this close 

proximity “provides great potential and opportunities to access a wide range of economic and 

employment opportunities situated in the 

CBD and Industrial Belt” (Aurecon, 2014: 

13). The study area provides a great 

opportunity for residents who live in the 

area and work in the industrial areas or CBD 

as the southern boundary of the study area 

is only at a distance of 7km. This distance is 

relevant when translated into different 

travelling times for private vehicles, cyclists 

and pedestrians. While it takes a private 

vehicle 11 minutes to travel 7km it will take 

a cyclist 35 minutes and a pedestrian 

approximately 90 minutes, (Aurecon, 2014) 

as illustrated on map 4.2.  

The TDC document suggests that “Turffontein’s proximity to the Inner City means that the area 

functions as the first point of entry into Johannesburg from” the southern suburbs, this makes the 

area a “Gateway to the City” (Aurecon, 2014: 14). However, the area does not actually function “as a 

destination in itself, but rather an area experiencing large volumes of through traffic heading further 

north. As a result, Turffontein is not currently gaining substantial economic benefits from its 

strategic location” (Aurecon, 2014: 14). 

 

4.3 Characteristics of the Study Area 

This section of the chapter will discuss the characteristics of the study area, it will be predominantly 

based on the draft 2 Strategic Area Framework for the Turffontein Development Corridor, as all of 

the analysis was compiled by Aurecon and Iyer uses their analysis in compiling the final SAF and TDC.  
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Map 4.3: This map highlights the study area and also the major road networks that surround the area. 

Source:www.joburg.org edited by Simoes, 2014. 

 

 

4.3.1 Major Road Network 

Region F, as well as the study area, is extremely well connected in terms of highways that give access 

to all parts of the city. The TDC is bounded by the M2 highway in the north, access to the N17 

highway in the east, the N12 highway to the south and the M1 highway to the west (Aurecon, 2014), 

as highlighted in map 4.3. These highways provide further access to the N1, N3 and N12 highways.  

 

Although the study area is well connected in terms of its road network the “the M1 and M2 

highways become severely congested during peak periods of traffic flow” (City of Johannesburg, 

2010: 22). The M2 highway is daily placed under pressure as a result of “the limited number of high-

capacity east-west vehicular routes traversing the Region” (City of Johannesburg, 2010: 22). The 

north-south routes also experience large pressures in traffic congestion caused by the home-to-work 

movement towards the north in the morning and the opposite in the afternoon (City of 

Johannesburg, 2010). Map 4.4 illustrates the most frequent trips by land transportation and it is 

http://www.joburg.org/
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Map 4.4 and Map 4.5: The thickness of the black lines identifies the most frequent transportation trips and 

the most frequent trips only by private vehicles, respectively. The red circle highlights the study area. 

Source: GCRO, 2014: 33-34  

  

 

 

evident that there are a number of people that travel from the west (Soweto) to the north 

(Johannesburg CBD) and south east to Alberton. When looking at map 4.5 on the other hand the 

black lines become thinker when illustrating the frequent trips taken by private vehicles and it is 

evident that there is large congestion that travels in a north-south direction and vice versa. This 

congestion is caused by the private vehicles travelling from the southern suburbs towards the CBD.  

 

According to the Region F RSDF “majority of the roads are in a fair to good condition but the 

pavements, walkways and pedestrian space need upgrading and maintenance particularly in nodes 

where pedestrian volumes are high” (City of Johannesburg, 2010: 22). These elements will be 

discussed further in this chapter.    
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Map 4.6: TDC identifies the wards 55, 56, 57and124 as well as the residential and industrial. 

Source: www.joburg.org edited by Simoes, 2014. 

 

 

4.3.2 Land Uses 

As discussed previously the TDC is an area is a combination of both residential as well as industrial 

areas that are vital in the functioning of the City of Johannesburg, especially to the Johannesburg 

CBD. The study area is made up of a number of different land uses; with majority of it comprising 

residential areas located about 4km from the CBD and a large area of industrial activity. These 

residential and industrial areas are all administrated by, with regards to this study area, four 

different wards, namely 55, 56, 57 and 124; seen in map 4.6.  

 

The study area is made up of the following residential areas; Turffontein, Turf Club, LaRochelle, 

Rosettenville, Kenilworth, Townsview, Glenesk, The Hill, Regents Park, Rewlatch, Linmeyer and 

Oakdene, as seen in map 4.6 and 4.7. There are also a number of industrial, business and 

commercial areas present in the study area namely; Village Main, Park Central, Selby, Ophirton, 

Booysens, Reuven, and West Turffontein, as seen in map 4.6, 4.8 and 4.9. The study area is also 

made up of a number of private and public open spaces as illustrated in map 4.9. Perhaps the most 

important recreational facility is located at the Wemmer Pan near Pioneers Park and the Turffontein 

Race Course among many other activities. Map 4.10 on the other hand illustrates all the different 

social and education facilities.    

 

http://www.joburg.org/
http://www.joburg.org/
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4.4 Contextual understanding of the area in relation to Distance and Destination 

4.4.1 Road hierarchy  

As discussed earlier in this chapter the study area is bounded by a number of national and municipal 

highways. These highways are classified as class 1 in terms of the road hierarchy (Aurecon, 2014). 

Based on the Region F RSDF a highway “accommodates mainly national, regional and longer distance 

 

Map 4.7, Map 4.8, Map 4.9, Map 4.10: These maps illustrate the different land uses present in the study area, 

namely residential, business and commercial, mining and open spaces and also public services and education; 

respectively.  

Source: Aurecon, 2014: 44 
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metropolitan trips” where “access is restricted to the interchanges only” (City of Johannesburg, 

2010: 34). In the study area the class 1 roads would comprise the N17, N1, M1 and M2.  

The class 2 routes are identified as major arterials or mobility spines that provide local and regional 

connections. According to the Region F RSDF a mobility spine “is an arterial along which through 

traffic flows with minimum interruption (optimal mobility)” and is usually “the main arterial road 

between major nodes or between nodes and the freeway and motorway system” (City of 

Johannesburg, 2010: 35). In the TDC document a number of roads are classified as class 2; Kliprivier 

Road, Booysens Road, Turf Club Road, Rosettenville Road, Heidelberg Road and Prairie Road. All of 

these roads provide an important north-south connection in the study area and often “serve a 

significant amount of ‘rat running’ traffic, whose trips do not start or finish within Turffontein and 

use these routes as a short cut into Johannesburg instead of the Class 1 roads mentioned above” 

(Aurecon, 2014: 25). Unfortunately, only two of these roads (Prairie Road and Kliprivier Drive) 

provide direct access to the south of the study area and past the N12 highway, further south. The 

class 2 roads that provide important east-west connections are Verona Street, South Rand Road and 

Rifle Range Road that also bisects the more affluent residential areas (Oakdene and Linmeyer) 

towards the south of the study area (Aurecon, 2014).  

The class 3 roads are generally known as minor arterial roads or mobility roads that provide local 

movement and mobility of “intra regional traffic” that “often connects mobility spines or 

neighbourhood nodes” (City of Johannesburg, 2010: 35). The main east-west connections 

encompass the Southern Klipriviersberg Road, Turf Club Street and Drakensburg Road. While the 

only north-south connections in the study area of class 3 are Heronmere Road and Eloff Street 

(Aurecon, 2014).  

Class 4 roads on the other hand are known as activity streets or collectors. These streets are 

important local streets that provide access to activities along streets where “mobility is 

compromised in favour of the activity” (City of Johannesburg, 2010: 36). Class 5 roads are considered 

local residential streets “that serve primarily local traffic accessing the served area” (City of 

Johannesburg, 2010: 36). Class 6 routes are dedicated to pedestrian and cyclist; however these 

routes are not officially classified in this area. limiting the local accessibility between locations 

(Aurecon, 2014). Map 5.12 allocates the different road hierarchies discussed above to the study 

area, based on information from the Road Infrastructure Framework South Africa (RIFSA) (Aurecon, 

2014).  
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Map 4.11: This map highlights the different RIFSA classifications or road hierarchies in the study area 

Source: Aurecon, 2014: 26 

The TDC document provides a list of objectives required to improve the functioning of corridor 

development and mobility in the study area:  

 “The development of an alternative vehicular north-south route which clearly prioritises 

through traffic without detrimentally affecting local interests 

 Routes with significant mobility functions be appropriately defined or reclassified including 

Eloff Street, Wemmer Pan Road and Rosettenville Road. 

 The development of new connections to facilitate local accessibility, particularly in the form 

of class 6 routes through open space networks connecting Rosettenville to Wemmer Pan.  

 The development of strong north-south pedestrian and cyclist links into the CBD, particularly 

traversing the industrial and mining belt. 
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 Activity routes to be established to stimulate interaction between communities and to 

enhance connections. Main Street, Eloff Street, Prairie Street and Turf Club Street presently 

have the potential to facilitate this function. 

 Strengthen east-west linkages  

 The proposed N17 extension dissects the study area immediately to the south of the 

industrial belt. The highway could, much like the M2 in the north, act as another barrier 

between the study area and the CBD.  

 Improved North-South linkages are needed to counter this and better link the study area 

with adjacent areas. 

 N17 also strengthens the east-west linkages in the industrial belt, and would greatly improve 

localised traffic within the study area.” 

(Aurecon, 2014: 26) 

4.4.2 Regional movement  

As mentioned previously the study area is often not a destination in itself but an area where 

residents pass through (through traffic) to get to other areas of the city. It is not practical to 

disregard this movement as it not only allows for the movement of local economies but represents 

an opportunity to capture this movement in the study area and “generate economic development” 

(Aurecon, 2014: 22). According to the TDC document about “35,600 workers and learners travel to 

Turffontein each day to access employment and education facilities” (Aurecon, 2014: 22). The 

number of residents that use the area is already high however this usage could be increased by 

improving the road networks.  

According to map 4.12 the major north-south connections occur along Kliprivier Road, Booysens 

Road, Prairie Street, Wemmer Pan Road and Comaro Road. The main east-west connections occur 

along the M2, N17, Turf Club Street, Drakensburg Road, Southern Kliprivier Road, Rifle Range Road, 

Verona Street, South Rand Road and the N12 highway. Of all the roads that were mentioned above 

there are two main north-south connections and four east-west connections in the study area. There 

are not enough connections in the study area for both private vehicles and local movement and it 

“must be recognized that continuously providing for private vehicle travel based on current trends is 

not sustainable and viable” and therefore “stronger emphasis should be given on providing 

infrastructure and directing land uses which support shorter trips via public transport, walking and 

cycling” (Aurecon, 2014: 22).  
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Map 4.12: This map highlights the major movement patterns present in the study area.  

Source: Aurecon, 2014: 22   

 

4.4.3 Localised movement 

Localised movement refers to the shorter trips that occur by motorised and non-motorised 

transportation. These trips usually include trips to educational facilities, employment, shops and 

recreational areas (Aurecon, 2014). Map 5.14 highlights the main local movements in the study area 

however in the TDC document it makes reference to orange routes that indicate pedestrian routes, 

but only dark purple routes are visible.  

Map 4.13 indicates that the majority of the local movement occurs in an east-west direction 

suggesting that this occurs due to trips between residential areas and educational facilities, 

recreational facilities and local commercial areas (Aurecon, 2014). These trends are particularly 

evident in the centre of Turffontein, LaRochelle, Rosettenville and The Hill. This trend could be 
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caused by the “low car ownership” in conjunction with the fact that “majority of these trips are 

made on foot” (Aurecon, 2014: 23). There are a number of non-motorised trips (pedestrians) that 

occur in the study area even though pedestrian facilities and infrastructure are inadequate. 

Therefore there is a need for “improving and providing an accessible, coherent and connected non-

motorised transport” in order to “increase the proportion of trips made in a sustainable manner” 

(Aurecon, 2014: 23).  

 

Map 4.13: This map highlights the movement within the TDC  

Source: Aurecon, 2014: 23  

 

4.4.4 Attractors and Movement Patterns 

The location of specific land uses defines the type of movement patterns that occur within the study 

area. This movement can be directly associated with the demand that occurs due to specific services 

or destinations (Aurecon, 2014). Transportation is therefore considered an important element in the 

movement between different land uses or destinations. According to the TDC document “land uses 
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may be characterised as either those that attract trips or those that generate trips” (Aurecon, 2014: 

18). As an example the typical trips that occur in the morning period (or peak hour) are generally 

created from residential areas, while the land uses that attract trips are generally those of 

employment and education. In the afternoon on the other hand these trips would generate 

movement in the opposite direction.  

The TDC document suggests that “movement is derived by connecting trip generators (origins) to 

trip attractors (destinations) and it can therefore be appreciated that not only does land use 

instigate movement, but the type, intensity and mix of land uses also influences travel 

characteristics, for example the distances people are required to travel between particular origin-

destination pairs” (Aurecon, 2014: 18). With regards to the study area these land uses - education 

and employment - can be considered as the main purpose of trip movements, map 5.15. 

 

Map 4.14: Main land uses that attract movement in the study area. 

Source: Aurecon, 2014: 18 
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The TDC document points out that “employment centres, education and health facilities and 

recreational and open spaces such as Pioneers and possibly Moffat Park are typically areas that 

attract trips” (Aurecon, 2014: 18). The study area has a number of business and commercial areas 

that provide employment opportunities along mobility spines and roads namely in the areas of 

Village Main, Booysens, City Deep, Turffontein, Rosettenville, Kenilworth, LaRochelle, Regents Park, 

Linmeyer and Oakdene. However, as seen on map 4.14, recreation and open spaces are not 

highlighted on the map. However map 4.14 does not indicate recreational or open spaces.  

“When transportation and land use are well coordinated, public transport and non-motorised 

transport can provide more people with fast, direct and cost-effective access to more destinations, 

thereby increasing the possibility of people living and working or learning within the corridor” 

(Aurecon, 2014: 18). Although the area has a number of land uses that facilitate destination trips 

there is a lack of adequate public transport service, making the area predominantly vehicle oriented.     

4.4.5 Main Modes of Transportation 

Although land uses and road hierarchies affect the movement of residents in a city, the type of 

transportation used by these residents provide a better understanding of how people move around 

and why. Based on the TDC document the main reasons for the movement of residents in the study 

area are trips to work and educational facilities. According to the 2004 NHTS data, table 4.13, the 

main modes of transportation used in the study area and also the modes of transportation used by 

resident coming into the study area are significantly different.  

 Within the study area Coming into the study area 

Main Mode of 

Transport 
Employment Education Employment Education 

Bicycle 0% 2% <1% 2% 

Bus 9% 17% 7% 7% 

Car Driver 51% 1% 26% 0% 

Car Passenger 12% 28% 4% 33% 

Company Transport 3% 0% <1% 0% 

Lift Club 5% 12% 2% 12% 

Taxi 7% 11% 39% 15% 

Train 1% 0% 16% 1% 

Walk 12% 39% 4% 31% 

Total 100% 100% 100% 100% 

Total Trips 14 300 10 300 N/A N/A 

                                                             
3 Table 4.1 was extracted, combined and quoted directly from table 3 and 4 in Aurecon, 2014: 19-20  
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Table 4.1: Modes of transportation to employment and education used by residents living in the area and 

those coming into the area  

Source: Aurecon, 2014: 19–20  edited by Simoes, 2014 

Table 4.1 provides a clearer understanding of how land uses are able to affect the movement of 

residents. In this study area, according to the 2004 NHTS, the main mode of transportation to work 

used by residents in the area is the motor vehicle (as either a driver 51% or passenger 12%) at 63% 

while the main mode of transportation to educational facilities is through walking at 39% (Aurecon, 

2014). It can therefore be assumed that there are a higher percentage of motor vehicle owners in 

the study area than residents who walk. On the other hand, there is a high percentage of movement 

that occurs walking to school, which would suggest that there are many schools in close proximity in 

the study area.  

The other section of the table provides data on the percentage of residents that travel into the study 

area. According to the 2004 NHTS the main mode of transportation travelling into the study area to 

work is by taxi at 39% whereas the main mode of transportation to educational facilities is as 

passengers in private vehicles at 33% (Aurecon, 2014). Based on this information it can therefore be 

assumed that at high percentage of residents into the study area travel by taxi suggesting that they 

cannot afford to travel in a private vehicle. On the other hand the main mode of transportation to 

educational facilities into the study area is made by passengers in private vehicles suggesting that 

the study area has high access to education.  

The TDC document discusses that the study area is highly accessible by motor vehicle, as seen in the 

road network and main modes of transportation. However, “there is a strong demand for public 

transport (taxis and trains) along the corridor between Soweto and Turffontein” indicating that the 

study area “is easily reached from a variety of locations by private vehicle and public transport. 

Taking into account that 70% of Turffontein residents work externally to the study area despite the 

amount of local job opportunities, reinforces that fact that Turffontein is an accessible location to 

both work and live” (Aurecon, 2014: 20). Based on these findings the TDC document suggests that 

there is a need to provide and improve public transportation and non-motorised transportation with 

appropriate stations or stops that facilitate the local accessibility and provide employment 

opportunities (Aurecon, 2014).  

 

4.4.6 Public Transportation  
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There a number of different types of public transportation that serves the study area and links it to 

the Johannesburg CBD and the surrounding areas. The TDC document discusses three different 

modes of transportation present in the area namely; Metrorail, Minibus taxis and 

Metrobus(Aurecon, 2014). However, for the purpose of this research only the analysis of Metrobus 

routes will be taken into consideration as it focus of the research is based on mass public transport. 

According to the TDC document there are no BRT plans currently in place for the study area but 

“based on the current movement patterns and densification strategies proposed as part of the 

Corridors of Freedom initiative, the future area could possibly be better served by a public transport 

feeder route providing a high quality link between the area and the wider Johannesburg” (Aurecon, 

2014: 28). According to the TDC document the PTAL analysed that: 

 “The Turffontein study area is poorly served and largely inaccessible from public transport 

stops 

 Public transport route and stop coverage should be improved, particularly within the 

residential suburbs. 

 Densification strategies should align and be supported by a new public transport feeder 

service with stops located at appropriate locations and regular frequency.” 

(Aurecon, 2014: 31) 

4.4.6.1 Metrobus 

The movement patterns of the Metrobus run predominantly in a north-south direction, thus creating 

connections mainly between the study area and the Johannesburg CBD (Braamfontein and Ghandi 

Square), as seen on map 4.15. The TDC document suggests that the study area is adequately served 

by municipal buses in terms of its coverage network however the “irregular frequencies and 

operating times of these services limits the ability of local residents to solely depend on public 

transport as a means of transport to adjacent areas” (Aurecon, 2014: 28).  

Map 4.15 indicates the existing BRT routes and stations, which in the study area are not much, and 

also highlights the Metrobus routes and where those routes end. As seen on map 4.11 the Metrobus 

routes run predominantly north-south and there are few east-west connections. There are however 

some important aspects of the Metrobus service that hinder the effective functioning of their service 

in the study area. 

 “The municipal bus fleet contains only six (1% of total fleet) special needs buses, with none 

of these operating on any of the routes serving this area. 
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Map 4.15: This map highlights the existing Metrobus routes in the study area. 

Source: Aurecon, 2014: 29 

 

 

 Bus stops and facilities in a state of disrepair. The majority of these are in a bad condition 

and currently contributes to the general negative perception towards public transport in the 

area 

 Buses run at capacity within the morning peak due to the low frequency service.” 

          (Aurecon 2014: 28) 

 

4.4.7 Non-motorised Transportation 

According to statistics by the 2004 NHTS, about 29% of the movement in the study area is provided 

by non-motorised transportation (NMT), especially to educational facilities and employment 

(Aurecon, 2014). NMT facilities are extremely important in the efficiency of movement in an area. 



91 | P a g e  
 

 

Map 4.16: The existing NMT movement, mostly by pedestrians in the study area. 

Source: Aurecon, 2014: 32 

 

 

The conditions of travel by NMT are affected by the access as well as quality of sidewalks, 

connections to activity areas, road crossings and lay-byes. The study area “has a strong walking 

culture, which coupled with its proximity to the CBD, creates the opportunity to establish non-

motorised transport as the priority mode in the area” (Aurecon, 2014: 32). 

There needs to be considerations and appropriate identification of physical barriers and facilities in 

order to provide safe access and movement to all pedestrians (Aurecon, 2014). Map 4.16 indicates 

that all of the existing sidewalks in the study area located on class 2 and 3 roads. These sidewalks are 

nonetheless “considered to be inadequate as the network is discontinuous and poorly maintained” 

and “no dedicated cycle facilities currently exist” in the study area (Aurecon, 2014: 32).  

 

According to the TDC document the study area has a number of factors - wide road reserves, variety 

of facilities and the topography has a low slope making it an ideal place for NMT interventions 

(Aurecon, 2014). These interventions could include the improvement of “linkages to employment 

opportunities situated to the north of the railway line, existing recreational facilities and regional 

recreational-tourism areas situated to the south of the study area” (Aurecon, 2014: 32).   
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4.4.8 Future Public Transportation 

After analysing the study area there are a number of projections made in the Strategic Area 

Framework in the improvement of the Turffontein Development Corridor. According to the TDC 

document “in the future corridor, transportation and land use will be integrated in the future 

Turffontein area by concentrating development along transport corridors and destinations. The 

study area will be served by a quality public transport service connecting the area with employment, 

education and recreational destinations situated in and around the study area. This will decrease the 

length and number of trips and increase the possibility of living, working, learning and playing within 

the corridor” (Aurecon, 2014: 18). Many of these strategies are suggested to be implemented 

through the design manual of complete streets. This will be applied in order to improve the 

infrastructure so as to allow for the efficient movement of people in environments that encourage 

residents to opt to cycle, walk and use public transportation instead of private vehicles (Aurecon, 

2014).  

As mentioned previously Transit-oriented Development (TOD) and public transportation was 

identified as the main restructuring tool by the City of Johannesburg in the Corridors of Freedom 

(Aurecon, 2014). The TDC document proposes that the study area is adequate, in terms of the city’s 

intention to transform the study area, to integrate it with the existing public transportation present 

in the Johannesburg CBD. These objectives are stressed further in the TDC document which states 

that “it is critical to connect the area to existing public transport network: 

 To link Turffontein to economic opportunities situated in the CBD, 

 To make Turffontein’s recreational opportunities accessible for wider region.”  

(Aurecon, 2014: 30) 

The TDC document began by identifying three main north-south routes that connect the 

Johannesburg CBD with the study area where it is vital to connect them with the existing Rea Vaya 

BRT system (Aurecon, 2014). These roads comprise Rosettenville Road, Eloff Street and Booysens 

Road. According to the TDC document the “Eloff Street and Rosettenville Roads have the biggest 

impact on the study area, as the majority of trips from the study area are north-south between the 

area and the CBD, and thus not via Booysens” where the “wider area could possibly be connected 

via Booysens into the existing Rea Vaya” (Aurecon, 2014: 33).  
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4.5 Conceptual Framework  

The conceptual framework of the TDC document takes into consideration the analysis of the study 

area and begins to identify appropriate areas for their proposed implementation. The SAF provides a 

vision for the TDC based on the Corridors of Freedom where Turffontein will “become a quality 

urban environment by providing a range of housing, economic and social amenity options with 

affordable higher residential density provided in mixed-use precincts surrounding quality transit 

service routes and stops (which provide both choice in terms of transport options as well as high 

frequency, reliability and user-quality); supported by an integrated public (hard and soft) open space 

system; connected by user friendly, high quality, continuous non-motorised transport networks; 

making Turffontein the premium non-motorised transport community of Johannesburg, within 

walking distance from Johannesburg CBD” (Aurecon, 2014: 72).  

The final SAF for the TDC identifies four elements that influence the framework plan. The only 

element that is relevant to this research is the movement network which suggests that by 

“optimising connectivity within the corridor, and harnessing connections with the city” is  vital to its 

functioning (IYER, 2014: 53). According to the final TDC document movement is an important 

element in the development of cities as it provides accessibility and choice either in terms of private 

vehicle or as a pedestrian (IYER, 2014). There has also been a shift in the perspective taken in the 

final TDC document as it identifies sustainable urbanism as an important objective in reducing the 

dependency on private motor vehicles and improving the shift towards public transportation. The 

final TDC document suggests that “sustainable transport includes the strengthening or replacing of 

current transport systems of an area with more fuel-efficient, space-saving and healthy lifestyle 

promoting alternatives such as bus or rail rapid transport systems, cycling or pedestrian oriented 

movement” (IYER, 2014: 54). It is also vital to promote and support non-motorised transportation 

(NMT) as a key component of sustainable transportation (IYER, 2014). With these new proposed 

shifts the final TDC document focuses their solutions for transportation to be people orientated as: 

 “The transport system will promote the appropriate transport mode for the appropriate trip.  

 Road classifications will complement adjoining land uses in terms of accessibility and 

mobility supported by appropriate complete street cross sections i.e. roads that 

accommodate the needs of all road users. 

 The road network will be designed to accommodate heavy vehicles and facilitate ease of 

access to relevant origins and destinations. 

 The network will efficiently and appropriately manage the needs of through movement 

along appropriate routes. 
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 Safe, legible, accessible, interconnected non-motorised transport networks will be 

developed in line with complete streets principles to facilitate access between destinations. 

 Public transport infrastructure will contribute to quality living environments and will serve to 

stimulate private to public transport mode shift.  

 A diverse and connected street network that promotes pedestrian accessibility - Good 

corridors connect communities” (IYER, 2014: 54) 

There are three main elements used in the final TDC document that support the movement 

framework. The first element is based on a trunk public transport spine, cross section 4.1, which is a 

“higher order public transport spine” that will be used in the study area (IYER, 2014: 55).  

Cross section 4.1: Proposed trunk public transport spine.  

Source: Iyer, 2014: 55 

The second element is based on improving the regional links within the study area, cross section 4.2. 

These regional links are “key arterial connections” that connect the study area with the “broader city 

structure” as well as connecting this corridor to “key nodes, higher level movement systems, and 

related city-scale elements” (IYER, 2014: 55).  

Cross section 4.2: Proposed regional links  

Source: IYER, 2014: 55 
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Map 4.18: Proposed public transportation route 

and stations in the draft SAF for the TDC  

Source: Aurecon, 2014: 77 

  

 

Map 4.17: Proposed public transportation route and 

stations in the final SAF for the TDC.  

Source: Iyer, 2014: 56 

  

The third element focuses predominantly on NMT as a key public connector, cross section 4.3. These 

connectors or movement routes allow for the movement of NMT and private vehicles and also 

providing the connection with “the Public Transport Spine and its secondary network with key 

activity focii, public facilities and existing area within the corridor” (Aurecon, 2014: 78; IYER, 2014: 

55).    

Cross section 4.3: Proposed local connectors  

Source: IYER, 2014: 55 

Both the final and draft 2 SAF of the TDC identify the same public transportation service routes as 

well as stops, map 4.17 and 4.18. The final TDC suggests that apart from the three elements that 

shape the movement network it is important that the development of the Rea Vaya BRT provide the 

fundamental tools for regeneration to occur within the study area in the long term (Aurecon, 2014; 

IYER, 2014). In order for this to occur the final TDC document highlighted that the location of public 

transportation stops must align with the existing activity in the study area, such as the retail strips, 

as well as the existing recreational and historical commercial areas (Aurecon, 2014; IYER, 2014). The 

public transportation stops are classified based on both their distance as well as the land uses 

surrounding the next stop on the route. 

Therefore, “if the stops are 400m apart, one of 

the stops will be classified as a local stop” but if 
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Map 4.19: The proposed movement framework for the TDC based on the three main elements; trunk BRT 

route, regional connector and a local connector.  

Source: IYER, 2014: 57 

 

 

the “stops are more than 700m apart then both stations will be premium stations depending on next 

and previous stops along the line” (Aurecon, 2014: 77; IYER, 2014: 56). 

As seen on map 4.17 the stops in the TDC “were identified based on current land use mix and land 

use trip attractor / generator characteristics” (Aurecon, 2014: 77; IYER, 2014: 56). Therefore the first 

stop was positioned in the centre of the existing business district in Turffontein and then placed at 

400m intervals. The TDC document states that “stops will be accessible for both travel directions and 

it was assumed that the stops will be situated in the median of the road” (Aurecon, 2014: 77; IYER, 

2014: 56). The three key elements that informed the movement framework as well as the routes and 

stops for the public transportation services can be seen on map 4.19.  
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4.6 Implementation Plan 

The implementation plan in the final SAF for the TDC identified sixteen precincts in the study area, as 

seen in map 4.20. These precincts will incorporate all the principles and elements identified in the 

analysis and conceptual framework (IYER, 2014).  

 

Map 4.20: The identification of the sixteen precincts in the implementation plan for the TDC.  

Source: IYER, 2014: 81 

According to the final TDC document “there is no doubt that the proposed Rea Vaya route in 

Turffontein will be highly influential in shaping the future urban form in its proximity, as firstly it 

centres on the core economic and recreational areas of Turffontein, secondly it brings with it many 

development opportunities which the private market is certain to identify and explore and thirdly 

density and land use changes are inevitable” (IYER, 2014: 88). However the influence does not only 

lie on the Rea Vaya but the “emphasis is also on creating a strong non-motorised transport based 

infrastructure based on cycle and walkways to link the area to the Inner City” (IYER, 2014: 88). The 
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final TDC corridor begins to address these implementation priorities by focusing on only three of the 

sixteen precincts that were identified. These Priority Precincts are made up of:  

 “Wemmer Pan 

 Turffontein  

 Stafford (Booysens Precinct)”             (IYER, 2014: 81) 

Of these three precincts, the Turffontein precinct plan will be discussed further in this analysis.  

4.6.1 Turffontein Precinct Area 

The Turffontein area is predominantly a residential area, one of the oldest suburbs in the City of 

Johannesburg, but it is also made up of a small number of retail areas. This precinct has been chosen 

as the focus of the residential densification of the TDC due to its proximity to existing recreational, 

educational and social facilities (IYER, 2014). The Turffontein Precinct will not only focus on 

affordable housing but will also provide access to the Rea Vaya BRT route, and support the 

development of appropriate walkways and cycle lanes (IYER, 2014).  

The Turffontein Precinct is focused around the creation of a linear park along De Villiers Street, 

proposed to be the catalyst of the area towards Rotunda Park (IYER, 2014). Map 4.21 highlights the 

conceptual plan for the Turffontein Precinct and is focused primarily on the ‘green link’ and the 

‘Rotunda Park’ as pivotal in the development of this area.  

 
Map 4.21: Conceptual plan for the Turffontein Precinct.  

Source: IYER, 2014: 84 
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4.6.1.1 Green Link  

As mentioned previously the green link is situated along De Villiers Street which is seen as the east-

west catalyst connection for the development in the area.  The Turffontein area is made up of grid 

layout with De Villiers Street and Tramway being the main east-west linkages that connect to retail 

areas on both side, east and west (Aurecon, 2014; IYER, 2014). According to the final TDC document 

this linear park “will assist in strengthening the area’s unique character and support the establishing 

of Turffontein as a recreational destination in Johannesburg due to its excellent non-motorised- and 

public transport linkages with the recreational precinct in Pioneers Park” (Aurecon, 2014: 117; IYER, 

2014: 84). 

De Villiers Street can be viewed as a boulevard due to its wide sidewalk and row of trees. By using 

these existing characteristics the final TDC document sees an opportunity in making the street a 

“green link between the Turffontein local node and the La Rochelle node” where the central “part 

will become a themed, meandering green corridor, with a service road for local access, on either 

side” (Aurecon, 2014: 117; IYER, 2014: 84). The area will then be introduced with a number of 

activities, “including a space for an urban market and a trim park, will be introduced into the themed 

walk, this allows for pockets of interest, creating a push pull factor leading the user through the 

space” (Aurecon, 2014: 117; IYER, 2014: 84).All of these elements of the proposed green link can be 

seen in image 5.4.  

4.6.1.2 Rotunda Park 

The Rotunda Park is an existing park that according to the conceptual plan will provide two 

interactive activity areas in order to promote fitness levels for all ages and well as provide a 

connection between the park and the green link (Aurecon, 2014; IYER, 2014). This connectivity will 

be able to create a safer environment due to an increase in pedestrian activity. The park will also be 

provided with an “original Portuguese fountain will be restored and placed together with a small 

neighbourhood amphitheatre; this will serve as a celebration of the areas rich history dating back 

from the early 1900’s” (Aurecon, 2014: 117; IYER, 2014: 85). These elements for the proposed 

upgrading of the Rotunda Park can be seen in image 4.1.  
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Image 4.1: Conceptual representation of the implementation plan of the Turffontein Precinct, with a particular 

focus on the green link and Rotunda Park.  

Source: IYER, 2014: 85 

 

4.7 Conclusion 

This chapter has provided a description of how the TDC functions in terms of movement, 

transportation and accessibility. The TDC is located in an extremely well connected area as it is in 

close proximity to Johannesburg CBD and most of the metropolitan and national highways. Based on 

the characteristics of movement and transportation of the study area a number of concerns in the 

study area are that there are a lack of linkages or connections, networks and the public 

transportation.  

The analysis of the study area suggested that “there is a lack of adequate linkages between 

destinations, including” many of the open pieces of land that “act as barriers between certain 

suburbs within the corridor” (Aurecon, 2014: 24; IYER, 2014: 34). Due to the mining belt or mining 

dumps and landfills the linkages of the study area, from the north-south, have resulted in only three 

major linkages, making the north-south linkages extremely weak. The TDC is seen as “a crucial link 

between Johannesburg and Gauteng South, and functions as the gateway to Johannesburg” 

(Aurecon, 2014: 24; IYER, 2014: 34). Apart from the linkages not being sufficient the road network is 

also operating near capacity due to the current network prioritising private vehicles (IYER, 2014: 33). 
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It is therefore required that with the proposal to densify the TDC and increase the population, the 

increased road network pressure will require a modal shift towards public transportation and 

pedestrian infrastructure. Therefore the SAF for the TDC proposes “the alignment of a high quality 

public transport route connecting the area with the existing Rea Vaya network” (Aurecon, 2014: 34). 

This would also improve the public transportation in the study area, as the transport stops are 

currently inaccessible and poorly served (Aurecon, 2014). 

The concerns also provide the study area with a number of opportunities. As discussed in the 

conceptual framework and implementation plan, the TDC can be developed based on principles of 

TOD and support for NMT. This is proposed by the development of mixed land uses to decrease 

travel distance, provision of high-density housing around transit stations (IYER, 2014). There is also a 

need to prioritise the improvement of the public realm and infrastructure to cater for NMT. These 

elements can all be achieved through the complete streets principles. The next chapter will use the 

theory and the contextual understanding of the study area to evaluate proposed development of the 

SAF for the TDC. 
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Chapter 5  

Spatial Planning Policies and Observations of 

the Turffontein Development Corridor 
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5.1 Introduction 

Theory suggests that it is vital to create a connection between the development of infrastructure 

and strategic planning. The infrastructure of roads and the various modes of transportation shape 

the spatial forms of cities and help make those cities more inclusive and sustainable (Todes, 2012b). 

The importance of infrastructure in the urban form is directly linked to the different modes of 

transportation. This in turn is, and can be, affected by land uses, roads and different systems of 

public transportation that facilitate the accessibility patterns of a city (Todes, 2012a). The City of 

Johannesburg has embarked on a journey of integrating the importance of infrastructure with the 

city’s spatial policies. It has become important to link public transportation with land uses as it 

facilitates the creation of a strong relationship in making transit-oriented development (TOD) and 

the use of public transportation (Rea Vaya BRT) systems successful by developing mixed uses around 

transport nodes (Todes, 2012a).  

The importance of creating integration between public transportation and land uses is vital for the 

efficient functioning of a city. In the City of Johannesburg this has been addressed by the 

implementation of transit-oriented development (TOD) with a particular attention to non-motorised 

transportation (NMT). This chapter will fundamentally analyse the theoretical concepts (corridors, 

TOD and NMTs) to the Strategic Area Framework (SAF) of the Turffontein Development Corridor 

(TDC). In essence, this chapter will evaluate how these theories have influenced or used in the 

conceptual framework of the TDC.  

Fundamentally the SAF for the TDC will be analyses and evaluated based on principles present in 

these theories; land uses, density, forces of attraction, physical form, modes of transportation, 

public transportation, connectivity, linkages, integration and walkability. Basically the analysis of the 

proposed development in the spatial framework will also be analysed based on table 9.2 of the 

annexure that compares these principles from the theories. The analysis of this chapter will also be 

based on information gathered in the interviews conducted to the key respondents (respondent 1 – 

private consultant, respondents 2 and 3 – Aurecon consultants) and the draft minutes from the 

public participation meetings, refer to annexure 9.3, 9.4 and 9.5. The chapter will then conclude with 

an analysis of what were the proposed spatial interventions to develop TOD and NMT in the 

Turffontein Precinct Area.  
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5.2 Is the proposed Spatial Framework for the Turffontein Development Corridor 

taking into consideration the theories of Corridor Development, Transit-

Oriented Development and Non-Motorised Transportation? 

As mentioned in previous chapters, the Strategic Area Framework (SAF) for the Turffontein 

Development Corridor (TDC) using both the draft 2 document produced by Aurecon and the final 

document produced by Iyer. There is a need to use both documents, not just the final one, because 

there are a number of aspects and basic approaches in analysing the area that were not included in 

the final document. The final document utilised a large percentage of the data collected in draft 2 of 

the TDC, however sections of the characteristics of the study area that would inform the conceptual 

framework were omitted in the final document. This lack of clarity on the analysis  information of the 

study area would hinder this analysis of the proposed conceptual framework and proposed 

implementation, as there would be no clear understanding about how the interventions were 

chosen in the final SAF for the TDC.  

The proposed spatial interventions in the strategic framework for the TDC will be understood and 

analysed using the characteristics (principles) present in the theories of the corridor development, 

transit-oriented development (TOD) and non-motorised transportation (NMT). These characteristics 

are based on principles of: 

 Physical Form 

 Modes of transportation 

 Public transportation, Connectivity, Linkages, Integration and Walkability 

 Land uses, Forces of Attraction and Density 

 Urban Design Principles 

The urban design principle will be discussed and used to analyse the spatial implementation of TOD 

and NMT in the Turffontein Precinct, in the next section of this chapter. However, before analysing 

the strategic framework based on these themes, it is important to get an understanding of the final 

consolidated framework plan presented in the final TDC document, as seen on map 5.1, it will help 

guide this analysis as it is the final plan for the study area. 
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Map 5.1: The Framework Plan for the Turffontein Development Corridor 

Source: IYER, 2014: 66 

 

 

The framework plan identifies the proposed stations or 

stops with a buffer of approximately 400m, located along 

the proposed trunk routes. The framework plan also 

identifies regional connectors and local connectors (NMT 

priority links) as discussed in the previous chapter. It then 

identifies the areas that will undertake densification. The 

framework identifies the main open spaces (does not 

identify smaller parks or sport fields) and social clusters or 

facilities (encompassing education and public services). The 

framework plan also identifies key projects however there 

is no mention of what these projects are in the final 

document, they seem to only be numbers that do not make 

reference to anything.  
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According to Respondent 1 (2014) a private consultant there is a mixed feeling about the SAF for the 

TDC, “whether they are doing the right thing or the wrong thing, I think it is a mixed answer. Let us 

look at the right thing, the right thing is upgrading, redeveloping, regenerating, recycling, densifying. 

I think there is a huge opportunity there. How they are doing it and where they doing it in terms of 

the planning framework I have a problem with. What we are missing is how it is going to happen and 

where it is a going to happen”. The next section of this chapter will therefore analyse how the 

theories will be implemented and if they are adequate.   

5.2.1 Physical Form 

Based on theory a corridor is characterised by its function, whether it caters for mobility, movement, 

as a transport corridor, development corridor or an activity corridor (PPDC, 2007). Essentially a 

corridors’ physical form is it to connect point A and B, regardless of the type of activity that occurs 

within it, with a number of nodes along it. Generally a corridor will always be developed along a 

mode of public transportation. TOD on the other hand is characterised by the compact development 

that occurs around a node. It is also found along a public transport route but it is based around a 

transit centre surrounded by diverse mixed-use development (Chen et al., n.d.). 

Taking these elements and analysing the TDC it is clear that the proposed transport corridor creates 

a loop and does not connect the south of the study area nor the north-east. These elements were 

also addressed at the public participation meeting. Da Silva (2013: 6-7) made an observation and 

question that “the proposed transport routes will send people to the centre of Johannesburg. The 

dynamics of the greater Johannesburg has changed and there are now very few businesses in the 

CBD, so why are all the routes focused on this area?” Pienaar (2013: 6-7) responded by saying that 

“regarding the transportation routes being focussed on the CBD a key  consideration  was  that  it  

links  back  into  the  existing  transport  system.  The inner city of Johannesburg is still the largest 

node in Gauteng and is a major place for work.” However, this did not answer as to why the 

proposed route makes a loop in the study area. It makes sense to link the area to the main transport 

hubs in the City of Johannesburg to facilitate the movement of resident to other parts of the city but 

does not address the purpose of the loop that does not connect the south of the north-east section 

of the study area, as analysed in map 5.2.  
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Map 5.2: Physical form of the Turffontein Development Corridor transport route and the area not 

connected by it.  

Source: Base map used from Iyer, 2014: 35 and then analysed by author, 2014. 

 
 

Vakaloudis (2014: 2) tries to “to find out on what basis was the route identified? The whole BRT 

route what was established and how was those streets identified and chosen above others?” 

According to Hanger (2014: 2–3) “in terms of choosing the streets the process followed was a 

combination of technical aspects in terms of what would be required for it to operate as a system, 

but what became more significant was looking at the opportunities where that system could actually 

become a catalyst for redevelopment and regeneration in certain areas” and basically “at this stage 

we have looked ideally at where that system should go and where the stops related to that system 

ideally should be placed for them to get the best response in that area. The final details of that 
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system will be based on other factors as well like things like ridership numbers once they do the 

proper planning in that case, as well as things like constraints and where there are constraints then 

they may be part of the system that needs to be reassessed. At this stage it is a proposal for that and 

that could then be taken further in terms of more detailed planning”. Hanger (2014: 5) then goes on 

to say that “the broader study area ... is a very large area, but when it comes to focussing we need to 

tie it down and we have gone through the thinking behind the actual route, the alignment of that 

route and the stations”. However, in chapter 4 (maps 4.17 and 4.18) highlighted that the route 

identified in the draft 2 document and the final document where the same, therefore the route was 

not changed nor where some of the issues raised in the public meeting taken into consideration.  

According to Respondent 2 (2014) an Aurecon consultant “it does not make sense to do a loop. You 

would not spent R650 million to do a round trunk feeding into the city because a distance of about 6 

km from the M2 to the Rifle Range or even to the N12, which is basically 7km, of which a Metro bus 

route would take about 17 minutes in a bus to the city if there is no traffic”. The route “was the 

urban designer saying that it could go here, after I had spent three-months saying in terms of costing 

the road and road width and infrastructure costs; saying that in terms of this, actually trying to prove 

this. In the end they basically just made up their mind” (Respondent 2, 2014).Barker (2014: 9) also 

suggests that “the focus is very inward bound and is not taking into account the surrounding areas 

and what is happening, but I am seeing a very interesting not  necessarily an acceptable urban 

design framework ... again doesn’t show how the bigger picture has been taken into account”. 

It can therefore be suggested that there are a number of questions and queries about the chosen 

route and it unfolds when respondent 2 highlights that the route was chosen by an urban designer in 

the City of Johannesburg. Respondent 3 (2013) an Aurecon consultant, states that the final report 

does not even take into consideration the routes we identified”, nonetheless this route will be 

analysed further below. 

5.2.2 Modes of transportation 

Based on the theory discussed in previous chapters, all modes of transportation must be taken into 

consideration. Even though there is an attempt to reduce the use of private vehicles and promote 

the use of public transportation and NMT. There needs to be a mixture and integration of all the 

modes of transportation, especially in transit nodes and interchanges (Curtis et al., 2009). These 

elements would increase accessibility and mobility of nodes by increasing the modal choice and 

modal integration. The main focus of the transport corridors are based on a mode of public 

transportation (PPDC, 2007). With regards to the TDC the backbone of the project is the Rea Vaya 
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Image 5.1: This photograph highlights of the BRT and the Metrobus already service Eloff Street. This type 

of integration needs to be enhanced and improved.  

Source: Photograph taken by author, 2014 

 

 

BRT system that will link the study area with the Johannesburg CBD, map 5.1. However, there is no 

mention of any other modes of public transportation or how these different modes could function 

together in the conceptual framework and implementation, there is no further mention of the 

Metrobus or the minibus taxis, image 5.1, discussed further below.  

According to Respondent 1 (2014) the City of Johannesburg is “focused politically in this area. This 

plan is driven by political imperative and not planning transportation logic. That planning and 

transportation logic has been informed by consultants who didn’t know the area. They were driven 

by their masters, to do certain things and ignore planning and transportation logic, because of the 

political imperatives. I don’t believe that those consultants really believe what they have got in that 

report. I don’t believe that a lot of the stuff that we seeing in this report is what the consultants 

would have liked to see themselves out of their understanding”. This was already mentioned 

previously where the route was chosen by an urban planner in the city and the technical opinions 

were not taken into consideration. Respondent 2 (2014) also highlights that “the Metro bus routes 

originate on rifle range and travel north to the city. If you spent 10% of the money and get, the 

problem of the Metro and it is not exactly a problem, it is just that there is a frequency of the 45 

minutes or two hours that the problem. If you get a lower quality bus that takes 10 minutes there is 

a bus stop at various points that connect to the city”, as seen on map 4.15. At this stage the most 

visible difference between the proposed BRT bus route to the already existing Metrobus is that the 

route is longer “because while a Metrobus will take you straight to the city, a person now has to wait 

30 minutes for a BRT and then travel the entire route. It is a nicer looking bus but a lower level of 

service than the most basic Metrobus service that is currently in place. So why, from any 

professional point of view, does this have any credibility” Respondent 2 (2014). 
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Map 5.3: Comparison of the alignment of the proposed Rea Vaya BRT route in the final TDC and the routes 

and nodes identified for the Rea Vaya BRT route and SPTN route.  

Source: Base map used from Iyer, 2014: 35 and then analysed by author, 2014. 

 

 

Based on the interview with Respondent 2 (2014) the Turffontein Development Corridor “was left 

for wishful thinking, it is very difficult because the area is in no long-term BRT plans from the city. 

JRA and Joburg transport do not care about Turffontein because it is 1km down from the CBD. The 

Johannesburg transport from the beginning says they are not interested. They also do not like 

Joburg strategic planning doing the transport planning for the city. BRT has nothing to do with 

strategic planning that is a JRA or Joburg transport department”. This argument is extremely evident 

in the Rea Vaya BRT route for the TDC and the Rea Vaya BRT identified in the Strategic Public 

Transport Network (SPTN), previously discussed in the Strategic Integrated Transport Plan 

Framework (SITPF) of chapter 4. If the routes that are provided in the SPTN, map 3.8 and the Rea 

Vaya BRT route for the TDC were compared, map 5.3, it is evident that they are not aligned.  
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As seen in map 5.3 the proposed route in the final TDC document is only aligned with the identified 

BRT routes and SPTN routes on Booysens Road and along Moffat Park, along Verona Street until the 

corner with Main Street. It can therefore be concluded that not only does the route not align with 

the routes proposed in the SITPF or the Spatial Development Framework for the City of 

Johannesburg, nor was the TDC BRT route carefully thought through as it was suggested by the city 

officials in the public meetings.   

5.2.3 Public transportation, Connectivity, Linkages, Integration and Walkability 

Public transportation, as mentioned on various occasions in this research report is the core principle 

of the theories, policies and SAF for the TDC. The Rea Vaya BRT has been identified as the backbone 

of the TDC. Based on theory public transportation must be improved and provide quality public 

transit facilities and services, especially at transit station and stops (Curtis et al., 2009). Public 

transportation must connect places of work and social amenities in order to increase the 

connectivity and accessibility of places and nodes. It is also required that public transportation 

provides further connections to the city-wide network of transport corridors (PPDC, 2007).  

Unfortunately, this does not occur in the TDC as the BRT system only serves a portion of the study 

area. The areas of industry, business, social amenities and educational facilities within the TDC are 

not all linked by the BRT system, as seen on map 5.2. This hinders the possible connectivity and 

accessibility of the area.  

Neither the Metrobus nor the minibus taxi’s are suggested to be part of the connectivity of the study 

area or even used as feeders to the main BRT system proposed in the TDC, map 5.1. Nonetheless 

Respondent 2 (2014) pointed out that in the beginning they looked at the Metrobus routes and 

“would basically increase the level of service for the Metrobus routes in the area and maybe 

collaboration with the taxi industry because in other cities we formalised a lot of the small taxi 

routes to work, even in the Gautrain, to use taxi’s as Gautrain feeder buses, like in Alexandra, so we 

tried that and they said no. We said maybe not a trunk maybe a BRT feeder route that maybe just 

links into Booysens because that is the trunk and they kept saying no”. nevertheless in the public 

meeting the city suggested the opposite, saying that “in terms of accessing certain key land uses ... 

that is where the feeder services such as Metrobus will play a role and the non-motorised 

transportation system” (Scheepers, 2013: 5). This resilience from the officials of the City of 

Johannesburg comes through in the conceptual framework where no other modes of public 

transportation are considered to be integrated with the BRT system in the plan, as seen also on map 

5.1. 
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Map 5.4: The north-south and east-west connection required in the TDC in order to increase the 

connectivity of the study area   

Source: Base map used from Iyer, 2014: 35 and then analysed by author, 2014 

 

 

There are no connections provided or future connections proposed with strategic areas outside the 

study area, apart from the connection to the CBD. The proposed BRT routes are contained within the 

study area, as discussed previously, and there are not enough north-south or east-west connections 

provided to move residents in the study area to other parts of the City of Johannesburg apart from 

the Johannesburg CBD, map 5.4. Barker (2014: 10) also raised this concern that  there is a “need  to  

look  at  the  strategic  picture,  what  is  the strategic existing and future trends for development”.  

Apart from the lack of modal integration and linkages in the study area there are also inadequacies 

with the three key elements proposed in the movement framework. Scheepers (2013: 5) highlights 

that the city envisions a “population growth and density increase in the future” this “may warrant 

the transition of the route from feeder to trunk.” and “with the framework we were thinking about a 

BRT trunk route for the future, so the selection of routes were done on a geometric road reserve 

basis”. However, based on the final SAF for the TDC, the Rea Vaya BRT route (public transport spine) 
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Cross section 5.1: The design elements for a BRT trunk route with a 30m road reserve 

Source: City of Johannesburg, 2013b: 86 

 

 

 

 

Cross section 5.2: The design elements for a BRT trunk route with a 40m road reserve 

Source: City of Johannesburg, 2013b: 85 

 

 

that is proposed in the movement framework is identified as a trunk route where “the stops will be 

accessible for both travel directions and it was assumed that the stops will be situated in the median 

of the road” (IYER, 2014: 56). However, based on the Complete Streets guidelines a BRT trunk route 

is placed in a class 2 hierarchy as per the RIFSA classification and requires 30-40m road reserve with 

lane widths of about 3.3-3.5m each (City of Johannesburg, 2013b). These design elements for a BRT 

trunk route can be seen on cross section 5.1 and 5.2, and these do not even include the station in 

the median as the final TDC suggests.  

 

 

Map 5.5 provides a photographic analysis of all the proposed transit station locations in the TDC. 

These photographs attempt to demonstrate how the trunk route that chosen in the final TDC has 

flaws as most, if not all the roads, are too narrow.  
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 Map 5.5: Route driven on the proposed BRT route to analyse if it would be able to accommodate a BRT trunk route. The route is highlighted the location of the proposed BRT stations and the photos demonstrate those areas. From these photographs it is evident that the roads are 

not wide enough to accommodate a BRT trunk route. Photos A-C highlights the use of the area by pedestrians and their access to public transportation.   Source: Base map used from Iyer, 2014: 37 and analysed by author, 2014 and photographs taken by author, 2014. 
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None of the roads identified in the movement framework are wide enough to cater for a BRT trunk 

route. The widest roads identified are Booysens Road, part of Rosettenville Road and Tramway 

Street, image 5.2-5.4. The widest road identified was Tramway Street with a road reserve of 

approximately 40m (cross section 5.5), while many of the other road reserves range from 10-20m 

(cross section 5.3, 5.4 and 5.6). With regards to the RIFSA classification of roads in the TDC some of 

the roads identified are located on class 2, as previously seen on map 4.11. However most of these 

roads are not wide enough and at the same time many of the roads chosen for the BRT trunk route 

are located on class 3 and 4 roads, image 5.3.  

Respondent 1, (2014) suggested that the concepts that the city is trying to implement are “right, but 

because we driven by political imperative to make it happen, we squeezing into something and we 

are actually going to destroy it. At the end you are not going to have space for the other stuff, 

because we have not designed it for that, because we have not got the space to design for it. The 

principle is right, put down corridors, but be bold and put down CORRIDORS. Do not squeeze it in 

and create this compaction of your system which is not going to work in the long term”. It can 

therefore be suggested that the movement framework for the BRT trunk feeder is not viable nor will 

it be possible to provide this infrastructure on these narrow roads. The entire route will not be able 

to accommodate a trunk route and therefore the route should be reconsidered and alternatives 

investigated, as there is just not enough space. “We have not design it with forethought about 

everything else we want. Now we want cycle lanes to ride down these BRT routes. Now we want to 

put pedestrian systems down these things. There is no space for it” (Respondent 1, 2014). 

With regards to the proposed NMT routes on the movement framework for the TDC there also 

seems to be a lack of connectivity and linkages to the south and north of the study area, map 5.1. 

Unfortunately, the final SAF for the TDC makes very little if any reference to the implementation of 

NMTs. Their importance is highlighted but there is no explanation of how the routes were decided.  

Image 5.6 demonstrates how there are people who cycle in the area, yet the proposed NMT route in 

the final TDC document is just that a route, as there is little explanation about its function. The final 

TDC document states that NMT infrastructure should connect to the inner city; however there are 

very little, if any, NMT routes in the northern part of the study connecting with the Johannesburg 

CBD.     
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Again it appears that the reason to which there is hardly any focus on the implementation plan of 

NMT is caused by the city officials. In the public meetings (Scheepers, 2013b: 1) highlighted that they 

had “made an effort largely in relation to the non-motorised transport (NMT) to use some of the 

linear green open space in the area and to incorporate that into the NMT.” However, they did not go 

through with it. According to Respondent 3 (2013) they had “made a lot of suggestions but I do not 

think the suggestions made were even taken into consideration”. For example the “NMT link was 

identified to go through the existing linear park”, between Rosettenville, “where the NMT would go 

along the park. It was identified as being a safe cycling route because currently there are a lot of 

people cycling but they have to cycle on the road and sometimes are adjacent to a car and it is 

unsafe” (Respondent 3, 2013). However, even though this “connection made more sense as an NMT 

link” it does not even appear in the final document (Respondent 3, 2013).  

There are a number of shortfalls when considering NMT. Just providing a proposed route of where 

NMTs will be developed in the study area is not enough. The city officials were asked by (Karam, 

2013: 5) “who is the non-motorised transport being provided for?” and the answer provided by 

(Scheepers, 2013b: 5) “a lot of people are walking and the question for who this is, it is for 

everybody so we need to put those measures in place to ensure a quality urban environment”. It 

appears that the pedestrian is only mentioned because it is necessary. No actual attention is given to 

how the urban should be improved environment to accommodate the cyclist they are planning and 

also create connections with adequate land uses and other modes of public transportation. 

 

Image 5.6: This photograph highlights that there are cyclist that use the area and require adequate 

connections.  

Source: Author, 2014 
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The principle of integration is vital in all the theories covered in this research report. Transportation 

can be made sustainable by integrating it with a variety of land uses in order to reduce travelling. 

Integration should be made by all modes of transportation, especially NMT. There is a need to create 

multimodal interchanges or transit stations with NMT networks that increase the movement, 

accessibility and safety of pedestrians and cyclists (Curtis, 2008). Unfortunately the SAF for TDC 

makes little reference to the need of integrating all modes of transportation. This is extremely 

evident as the pedestrian and cyclist are given little reference and there is no mention of the 

possible integration of the Metrobus, as discussed previously. 

According to theory and policy, discussed previously, the integration of public transportation with 

NMT is necessary, especially since they should be pedestrian orientated. By integrating the 

landscape and providing wider sidewalks there is an increase in the quality of pedestrian movement 

and walkability. All sidewalks should provide adequate pedestrian infrastructure. According to the 

development guidelines in the final TDC document there is a need to provide access to NMT through 

appropriate sidewalks and cycle paths by implementing the Complete Street guidelines. The 

document also states that street paving signage and furniture should be legible as well as constant 

with the broader TOD precinct that must be appropriately located and aesthetically pleasing 

(Aurecon, 2014; Iyer, 2014). As discussed, NMT is mentioned in the TDC but it makes no reference of 

the need for integration with TOD as does the policy. This can also be viewed in the graphical 

representation in the final TDC document, cross section 5.1. The proposed BRT trunk routes do not 

provide the integration for NMT. It is not clear from the movement framework which BRT trunk 

routes are combined with NMT routes, making it difficult to analyse these routes.  

5.2.4 Land uses, Density and Forces of Attraction  

According to theory discussed in the first chapters of this research report, land use is extremely 

important in the development of corridors and TOD precincts. It is required to promote a wide 

variety of land use patterns (mixed use) that are coupled with densification. Based on theory it is 

proposed that density is required, especially as high-rise residential development around transit 

nodes with a mixture of housing types that gradually decrease as it moves away (Holmes and van 

Hemert, 2008). In corridor development it is necessary for development to occur as a string-on-a-

bead, where there are focal points or catalytic projects along the corridor, in order to attract and 

increased movement (Jordaan, 2003).  

The framework plan, map 5.1, identifies the densification zones of the study. This densification 

occurs along the transportation corridors and especially around transport stations. However, the 
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mixtures of land uses are not identified on all the transit stops as analysed on, map 6.6. This suggests 

that the focus of the framework is predominantly on the densification of providing high-rise 

residential development. According to Pienaar (2013: 3) in their “calculation of densities they tried 

to balance the densities which are proposed with the capacity of the public transportation system 

and also with schools and clinics and other social amenities required”. However Respondent 3 (2013) 

revealed the opposite where from the beginning they “identify within the proximity of the station 

where the station should be located then you identify blocks that should be densified and it would 

be in walking distance, close to schools, everything in a reachable distance. And then to get the 

densities up they wanted us to propose a much denser area than what was initially, or that we 

though as consultants would be viable or would actually happening in the area. With a TOD densities 

would happen around a station and if it is a trunk it would happen in about 1km reach and if it is a 

feeder route it would be up to 600m and would only be within reachable distance. They did not take 

that into consideration, geography was never taken into consideration. So a lot of the stuff that got 

into the document was not necessarily our intellectual property, we were told. The area has about 

280 000 at the moment, and they wanted to bring in another 500 000 people so they wanted us to 

work with a density of plus minus 800 000 people that would mean that there would be houses in 

the industrial area.” Many of these trends are in the conceptual plan as what they have proposed 

goes against the principles of TOD because the transit nodes require a mixture of land uses in order 

to increase accessibility and movement within and around a node. If the transit stations are only 

residential there will not be enough movement at various times of the day making the movement 

lower than places that have as a force of attraction, a variety of land uses.  

From this discussion it also evident that the city officials were concerned predominantly on 

increasing the densities and future population of the study area, and not necessarily using their 

policies based on theory to develop a conceptual plan that would be successful. 

Focal points can also be understood as forces of attraction. Different land uses are important in the 

type of attractor a corridor can become. Fundamentally a corridor can include single, dual or 

multiple attractors through the development of clusters or agglomerations (PPDC, 2007). These 

attractors are usually associated with certain types of land uses; entertainment, educational 

facilities, transit stations, social facilities or places of employment. It is also important to note that 

for a corridor to be successful as well as safe for pedestrians it has to provide land uses and activities 

on both sides (PPDC, 2007). 
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Map 5.6: The Framework Plan for the Turffontein Development Corridor with the forces of attraction that are 

not accessible and nodes that have very little mixed use and densification 

Source: Base map used from Iyer, 2014: 66 and then analysed by author, 2014 

 
  

This would also be required as the proposed BRT trunk route does not access all of the existing 

attractors in the study area. The BRT route does not provide access to all the educational facilities, 

businesses, commercial areas, industrial areas or entertainment areas, map 4.8-4.11. As discussed 

previously, there are at least two areas of the TDC that have not been provided access through the 

BRT routes, map 5.6. These areas are predominantly City Deep and The Glen, among others. This 

issue was also raised in the public meeting by Barker (2014: 10) that suggested that there is a need 

to take the BRT route “down to The Glen or perhaps swing it up into the City Deep area? I don’t 
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know if you are aware but there is a very large industrial development being planned just north of 

the N17 – City Deep Extension 4” where there are “employment opportunities and the economic 

opportunities. It seems to have taken a static picture of what we’ve got now, but where are the 

trends of development which would then support where we are going to with public 

transportation”. This lack of connectivity to the main attractors of movement in the area will not 

produce the sufficient number of residents required for a BRT system to function efficiently. There is 

a need to connect residential areas however the areas mentioned above also require these 

connections for the working force and learners to reach their destinations, as these are some of the 

main generators of movement. 

 

5.3 What are the proposed spatial implementations to develop transit-oriented 

development and non-motorised transportation in the Turffontein Precinct 

Area? 

There is no better way in which to analyse how the SAF for the TDC are implementing their principle 

of TOD than at a precinct level, Turffontein Precinct Area. This section of the report wil l also 

investigate how NMT has been introduced at a precinct level. However, in order for this analysis to 

occur it will first be necessary to understand the urban design principles suggested in the theory of 

TOD and NMT.  

5.3.1 Urban Design Principles 

There are a number of urban design principles that apply to the development of TOD and NMT. TOD 

is generally compact and supportive of public transportation. It also encourages that mixed use 

development occurs along transit corridors, based on infill and redevelopments. It is also suggested 

that high density development should occur at 100-150m from the transit station and from 150-

500m the density begins to decrease and after 500m density decreases further (Chen et al., n.d.). 

Another important principle in TOD is the development of pedestrian friendly street networks where 

walking will take 5m to the nearest transit station or 500m (Chen et al., n.d.). NMT is focused on 

providing dedicated streets and pathways for cyclists and pedestrians. The sidewalks should be wide 

and provide connections to public transit facilities. Many of the principles for NMT should be applied 

based on universal access and the Complete Streets guidelines to public transport and public 

infrastructure (Culwick, 2013).  
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Cross section 5.7: This graphical representation highlights how the SAF wants to implement the trunk 

routes but do not cater for NMTs.   

Source: Cross section used from Iyer, 2014: 55 and then analysed by author, 2014 

  

 

 

 

5.3.2 Turffontein Precinct Area 

There are a number of interventions envisioned for the Turffontein Precinct Area. It is predominantly 

focused on providing affordable housing with access to the Rea Vaya BRT route, and is supported by 

the development of appropriate walkways and cycle lanes (Iyer, 2014). There is also a meandering 

green corridor that is proposed to be developed on De Villiers Street that connects to the 

rejuvenated Rotunda Park. 

Based on the urban design principles of TOD and NMT there are a number of spatial elements that 

are missing in the Turffontein Precinct. TOD plays a great focus on mixed use density around transit 

stations however one of the transit station in the Turffontein Precinct only caters for medium 

density and there, map 5.7. In map 5.1 there is an identification of where mixed land uses should be 

developed, however this is not present in map 5.7. The density should be increased as Tramway has 

a large road reserve and would ultimately benefit from the development of high-rise mixed-use, map 

6.8. Perhaps this is not evident in map 5.7 based on the city’s focus on densifying the study area to 

accommodate more people, as discussed previously by respondent 3. 

Based on the urban design principles discussed previously, a TOD precinct requires not only a 

dedicated public transport system, Rea Vaya BRT, but also high mixed use density around its transit 

station. Therefore the development on the two transit stations identified in the Turffontein Precinct 

needs to increase the mixed use density around the transit station, followed by medium density and 

only after 400m would the density become low, as exemplified in map 5.8.   
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Map 5.8: Conceptual plan for the Turffontein Precinct   

Source: IYER, 2014:84  

 

 

 

 
Map 5.7: Conceptual plan for the Turffontein Precinct with the required density and mixed land use 

Source: Base map used from IYER, 2014:84 and then analysed by author, 2014 
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Map 5.9: Highlights a section of the precinct plan that does not provide NMT paths.   

Source: Base map used from IYER, 2014:84 and then analysed by author, 2014 

 

 

In order to achieve a successful TOD precinct it is necessary to provide dedicated pedestrian and 

cycle lanes that make the precinct more accessible and walkable to all social and educational 

facilities. In map 5.7 there are a number of local connectors with NMT priority, however Rotunda 

Park and many of the other social and education facilities are not connected through NMT 

principles, as highlighted with the pink square in map 5.9.  

Map 5.10 identifies the NMT routes that should be part of the precinct plan in order to connect it to 

the BRT route and also all the schools, open spaces and social facilities present in the precinct. If 

these dedicated NMT routes are not provided or placed in the concept plan then there is a chance 

that it might be omitted in the detailed precinct design. This will increase the accessibility and 

walkability of the precinct. De Villiers Street which is proposed to develop a dedicated NMT route 

through the linear park is omitted from the conceptual plan, map 5.7. 

According to Respondent 3 (2013) “it would be necessary to revitalise that area from an urban design 

perspective and everything else should be revitalised as well. The linear park cannot do the only 

thing because the houses adjacent to the linear park would also need to be reconstructed or there 

would be bigger houses needed or apartment blocks. That connection was only considered because 

De Villiers Street is the only road with the biggest road reserve in the neighbourhood, in South 

Africa. So it made sense to take away all that tar and to make it a park but that would be in dream 

land”. This would create problems of accessibility to houses adjacent to the proposed linear park.  
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Map 5.10: Provide further connections through NMT routes to BRT route, open spaces and social cluster 

Source: Base map used from IYER, 2014:84 and then analysed by author, 2014 

 

 

 

 

5.4 Conclusion 

This chapter has provided an analysis and evaluation of the theories guiding the Strategic Area 

Framework for the Turffontein Development Corridor with regards to the proposed implementation 

of the development in the final TDC document. Essentially many of the theoretical concepts 

discussed in this research and present in the spatial policy of the City of Johannesburg are absent in 

the proposed implementation. In essence the analysis conducted by Aurecon in the draft 2 TDC was 

in depth however as the Respondent 3 (2013) suggested “what is in the analysis gets watered down 

in the conceptual framework” and gets misplaced.  

The evaluation of this chapter established that the spatial framework was unsuccessful in the 

proposed Rea Vaya BRT route. Not only did it not connect the main attractors of the study area 

(employment and residential) it also did not propose the most adequate route for a trunk BRT 

system, as many of the roads are too narrow. There was also no attempt in the proposal to integrate 

all the other modes of transportation, as the city officials had discussed in the public meeting, 

especially the use of the existing Metrobus routes. How the integration would occur between non-

motorised transportation (NMT) and the proposed BRT network was also not explored sufficiently. 

The final document’s cross section of a trunk route did not take into consideration the NMT priority 
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lanes nor was their mention of how the walkability of the new developments increase, either 

through the widening of sidewalks or improved pubic infrastructure. All of these lapses where 

present in precinct level, as many of the principles of TOD and NMT were not adequately conveyed.  

Perhaps the numerous omission highlighted in this analysis could have been caused by the 

timeframes given to the consultants. According to Respondent 2 (2014) “all the time frames are 

politically driven because every time we met with the City of Johannesburg, the Mayor wanted a 

number of things. Basically it was impossible because you get the same amount of time to do one 

focus of study in six months, where you would only focus on transport, MNT, land use, property 

studies and you would get eight months to do only that. Basically we were tasked in nine months to 

do NMT, infrastructure, everything it was basically 11 work streams. In the end you have no money, 

no time and they asking you to solve stuff that if you isolate it you would spend 6 months and ask R2 

million just to solve that.” In addition to this “the city was more worried about how the houses 

would look, and about 90% of the things you propose, like the infrastructure we proposed, they are 

not going to do” (Respondent 2, 2014). 

In conclusion the City of Johannesburg “have not thought it through, they have got these wild ideas 

and concepts and they throwing them in and putting money to it and that is what I find such a pity. 

There is good capital investment now going into the implementation of something which has not 

been properly thought through” (Respondent 1, 2014). 

 

  



127 | P a g e  
 
 
 

Chapter 6  

Conclusion and Recommendations 
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6.1 Introduction 

This research report was focused on the evaluation of how the Strategic Area Framework for the 

Turffontein Development Corridor integrated the concepts of corridor development, transit-oriented 

development (TOD) and non-motorised transportation (NMT). This was achieved through a 

discussion of the principles used to implement these theories. In addition, the research also 

provided a discussion of how the spatial policies of the City of Johannesburg have utilised these 

theories in their policies. Nevertheless, a discussion of the current characteristics of the Turffontein 

Development Corridor study area was provided in order to assist in the evaluation of how these 

theories shaped or influenced the final conceptual framework for the study area. In essence this 

research provided an insightful perspective of the manner in which the City of Johannesburg 

translates its policies into the Strategic Area Framework through the use of the previously 

mentioned theories. In addition, the manner in which decisions were taken with regards to which 

strategic proposals and possible interventions would be used was enlightening as it provided an 

understanding of how the decisions were taken and the final conceptual framework established.    

This chapter will provide an overview of the outcomes encountered in this research as well as 

provide some recommendations that could possibly improve the Strategic Area Framework (SAF) for 

the Turffontein Development Corridor (TDC). This will be followed by a discussion of several 

limitation encountered during the process of this research and perhaps provide a choice of 

suggestions for future research. 

 

6.2 Overall Outcome of the Research 

Chapter one fundamentally provides the overview of why this research was chosen, how the 

research would be conducted and what were the existing literature on the chosen research. 

Essentially there is no literature on this research as the Corridors of Freedom is a new spatial policy 

in the City of Johannesburg. In addition the final document of Strategic Area Framework for the 

Turffontein Development Corridor was only approved on the 4th of September 2014 and the precinct 

plans are still being compiled and therefore there is still no implementation of the project. This 

chapter also discusses the research methods for this report, as it is an evaluation research were it 

analyses if the policy has informed another policy or project and if this project would be worth 

pursuing. A chapter description is then provided in order to understand how the evaluation will be 

carried through. 
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The literature review is discussed in chapter two where it unpacks the understanding of the 

theoretical concepts of corridors, transit-oriented development (TOD) and non-motorised 

transportation (NMT). Essentially a corridor development “seeks to promote intensity, to encourage 

non-motorised and public transportation, to encourage a mix of activity, to promote small 

businesses, to pursue vigorously greater integration, and to improve equity and convenience” 

(PPDC, 2007: 26). “It is about the integration of the elements of public structure to create a logic to 

which a wide range of decision-makers can respond in their own interests, while improving the 

public benefit. It builds on and reinforces existing opportunities, while also creating new ones” 

(PPDC, 2007: 26). These principles are also present in the notion of TOD. “NMT has to be seen as a 

crucial partner to public transport and not merely an affordable option for those who cannot afford 

other modes. This transition will require commitment and bold decisions in the policy, planning and 

social spheres” (Culwick, 2013: 14). 

The third chapter of this research report provided a discussion of a number of spatial policies in the 

City of Johannesburg. The policies encompass the Joburg 2040 Growth and Development Strategy, 

Integrated Development Planning 2012/2016, Spatial Development Framework for Johannesburg 

2013/2014, Strategic Integrated Transport Plan Framework for the City of Johannesburg, Framework 

for Non-motorised Transport 2009, Corridors of Freedom, and Strategic Area Framework of the 

Turffontein Development Corridor. Essentially this chapter was trying to answer the sub question of 

“how are the elements of corridor development, transit-oriented development and non-motorised 

transportation present in the various spatial policies in the City of Johannesburg?”  These policies 

were discussed in order to understand how these spatial policies used these theories to guide the 

City’s future development. Fundamentally all the spatial policies discuss these theories, however 

some place more emphasis on one than another. The Joburg 2040 Strategy is a strong promoter of 

the need to invest in mass public transportation in order to integrate a separated city. The theories 

of TOD and NMT are addressed in all the spatial policies, however greater emphasis is given in the 

Strategic Integrated Transport Plan Framework and in the Framework for Non-motorised Transport, 

specifically for NMT. In addition, these spatial policies facilitated the evaluation of how these policies 

and their theories influenced the Strategic Area Framework for the Turffontein Development 

Corridor.  

The chapter also tried to answer the question of “which spatial policies informed or influenced the 

Turffontein Development Corridor?” One of the most enlightening results from this evaluation was 

that the SAF for the TDC was influenced by the Corridors of Freedom policy and since there was no 

mention of the necessity to development NMT, the TDC policy also made little mention about the 
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importance of the pedestrian and cyclist. This was also evident as neither policy discussed the 

importance of providing integration between all modes of transportation, and between transit 

stations and NMT. Unfortunately, although the SAF for the TDC was influenced by the theories of 

corridor development and TOD, some of the critical elements that make these concepts function 

efficiently were not present in the TDC policy.  

Chapter four provided a descriptive contextualisation of the Turffontein Development Corridor study 

area. The location of the study area was discussed in terms of its proximity to the Johannesburg CBD, 

approximately 1km from the northern boundary and 7km from the southern boundary. This 

proximity was identified as being the driving factor for the selection of this area as one of the City’s 

Corridors of Freedom. Even though it was established that the study area is extremely well 

connected in terms of the existing movement system (national and municipal highways) there is still 

a lack of strong north-south and east-west connections and is affected by a large amount of through 

traffic. This chapter fundamentally tried to discuss the current characteristics of the movement 

patterns and the state of existing public transportation (Metrobus) in the study area. It was 

concluded that although the area is serviced by the Metrobus the transport stops are inaccessible 

and poorly served as they have a low frequency rate.  

The chapter also provides a discussion of the final conceptual framework and implementation plan 

from the SAF for the TDC. They were discussed in order to understand how the SAF for the TDC had 

utilised the concepts of corridor development, TOD and NMT in the Turffontein Precinct area. How 

these theories were utilised on the conceptual framework was evaluated in the following chapter. 

The fifth chapter of this research report provided the evaluation of the case study of the Strategic 

Area Framework for the Turffontein Development Corridor. The chapter tried to answer the 

question of “how have the principles of corridor development and transit-oriented development been 

integrated into the proposed strategic framework for the Turffontein Development Corridor?” 

Fundamentally this question was answered through the evaluation of the principles from the three 

theories discussed, the key respondent interviews and the minutes from the public participation 

process. The evaluation of these elements established that many of the principles from the theories 

were absent in the proposed implementation plan. One of the main findings in this evaluation was 

that the principles where absent not because of a lack of understanding of the study area but 

because of the short timeframe to complete the analysis, coupled with the situation that the 

proposed interventions suggested by the consultants were dismissed by the city officials.  
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The main flaw in the proposed final conceptual framework was the preferred Rea Vaya BRT trunk 

route that according to consultants will not be able to be implemented in many parts of the route 

identified as they are too narrow. The absence of integration and NMT in the policy section of the 

SAF for the TDC was evident in the final conceptual framework. Another question answered in this 

chapter was if “the pedestrians and cyclists (non-motorised transport) integrated into the proposed 

strategic framework for the Turffontein Development Corridor?”  There was no mention of the need 

to integrate the various modes of transportation or what was meant by providing NMT routes and 

integrating them. These omissions became increasingly evident in the Turffontein Precinct area were 

not even the mixed land uses were identified around transit stations, and this is one of the principles 

all the policies, including the SAF for the TDC refer to.    

 

6.3 Recommendations 

One of the main outcomes from the evaluation of the proposed public transportation routes 

identified in the final conceptual framework for the TDC was that the proposed BRT trunk route was 

not appropriate for the study area. There were a number of flaws around this proposed route. The 

route is described as being a loop that does not provide accessibility to all the key attractors in the 

study area. The proposed trunk route will not be able to be developed regardless of the future 

increased densities, the road reserve is not wide enough, as analysed in chapter six. It is therefore 

recommended that the proposed trunk BRT route be re-examined.  

It was analysed on map 5.3 that the proposed BRT route by the SAF for the TDC does not align with 

the routes identified for SPTN and Rea Vaya BRT routes from the Strategic Development Framework 

and the Strategic Integrated Transport Plan Framework, map 3.2 and 3.5 respectively. Perhaps the 

starting point of a new route should be focused on aligning the identified routes from the spatial 

policies in the City of Johannesburg. Map 6.1 provides the recommended route. It took into 

consideration one of the elements suggested by Respondent 2 (2014) that “the trunk route would 

make sense if you connect it to the south of the site to Alberton. This would make sense in the long 

term as it would later join up with the proposed BRT route in Eukereleni”. 

Respondent 1 (2014) also suggested that “if you talking long term thinking and planning in terms of 

the infrastructural investment why not take it down to Riffle Range Road. Rifle Range Road has a 

massive road reserve all the way. Kliprivier Drive is a total system and along it you have the 

Booysens node, the Southdale node, you got your housing areas, Coloumbine Avenue, all along here 
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and create your transit orientated nodes of development, you got the road reserve put it in here 

with non-motorised transport and public transport systems”. 

 

Map 6.1: Recommendations of the possible future Rea Vaya BRT and Metrobus routes with multimodal 

transport nodes to service the Turffontein Development Corridor 

Source: Base map used from Iyer, 2014: 35 and then recommended by author, 2014. 

Fundamentally these two suggestions are in line with the recommendation proposed in map 6.1. 

Essentially this recommendation suggests that a Rea Vaya BRT route would be provided in the study 

area. However, instead of confining it within the study area, as the final conceptual framework 

suggested, it provides those regional connections discussed in the spatial policies. As discussed in 

chapter 4 majority of the through traffic of the study area originates from the residential areas south 

of the N12, therefore if the city is trying to promote the usage of public transportation and create a 
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shift away from the use of private vehicles then the Rea Vaya BRT system must access the areas that 

are car orientated. This is fundamentally the reason why three north-south connections were 

recommended, and as mentioned by respondent 1 creating a BRT route through Comaro Street 

down towards Meyersdale could provide a future connection with the BRT system in Alberton.  

This recommendation also suggests that the existing Metrobus service remains, with only some new 

proposed routes. Essentially the Metrobus would serve as a feeder into the Rea Vaya BRT system as 

well as compliment and access the area that would be more difficult with the BRT infrastructure. 

Therefore it would require that the level of service be increase as well as improve the conditions of 

bus stops and the public infrastructure around it, in order to make it pedestrian and cyclist friendly. 

The Rea Vaya BRT system would be a commuter corridor whereas the Metrobus would service 

activity and some local corridors. This recommendation would facilitate the initial integration of two 

main modes of public transportation with the provision of multimodal transport stations where they 

intersect. This would be the stepping stone for at a future creation of a network for the minibus 

taxis. Respondent 1 (2014) suggests that more thought should be given to “a far more efficient taxi 

system. Let us create a more efficient taxi system which is also more flexible. The south is old city, 

narrow streets small blocks. Let us fit taxis into existing infrastructural limitations and at the same 

time we would be upgrading a fundamental element of our transportation system and use the main 

roads as main movement spines”. The NMT network would work along the BRT routes and Metrobus 

routes with a number of local connections increasing the accessibility to social and education 

facilities. Focus should be given on providing wider sidewalks with dedicated cycle lanes, the 

improvement of public infrastructure (lighting, seating, pedestrian crossing, green landscaping and 

shelter with bicycle facilities).  

At the same time there is also a strong belief and recommendation that the TDC, at first, would 

require an improvement of the basic infrastructure. “There is not enough water, the electricity 

network is 100 years old so even if you don’t do anything in Turffontein and if you just do the stuff 

you suppose to do in the area, and in terms of the degradation of the infrastructure of the area and 

the public environment. If you just fix that, then the rest of area will take care of itself. You don’t 

have to force every single thing” (Respondent 2, 2014). Respondent 3 (2013) expressed a similar 

view stating that “Turffontein needs a boost, it needs infrastructure. If you revitalise all the parks, 

upgrade it to the standard it needs to be, make all the bus services that are there currently to run in 

a more frequent manner. Because if there is improved services, improved everything then 

development would happen on its own. You don’t need to identify densities, if you identify parks, 

public spaces, to meet a level of service. people go to where services are good. It’s the best cycling 
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route. I asked one of the city officials “what if you took out all the densities in this document and 

upgraded the schools, public services, upgraded the sidewalks and the street lighting? What then 

would happen? Wouldn’t densities happen in those areas because people react to what is there?”          

 

6.4 Research Limitations and Potential Future Research 

Unfortunately the research process experienced a number of limitations. Essentially these 

limitations were based on the absence of key interviewees, quantitative data and detailed design 

precinct plans.  

A number of key respondents initially identified as potential interviewees were not available. Initially 

the key respondents were supposed to be city official, consultants and ward councillors. 

Unfortunately many of the city officials I emailed were unable to assist me but did refer me to 

Krishni Gounden, the person responsible for the Turffontein Development Corridor. Regrettably 

Krishni Gounden was away for a few weeks and was unable to assist me, an interview date was then 

made but due to external events the meetings never took place. This caused a limitation on the 

research as I was unable to get a better understanding of how the City of Johannesburg viewed the 

TDC and their opinion of what was being proposed. Unfortunately I was also unable to get hold of 

any of the four ward councillors that fall within the study area, nor did any of them reply to my 

emails. This caused a limitation because I was unable to understand how the ward councillors, that 

know the area, felt about the proposals by the City. Due to these limitations it was necessary to 

make use of the minutes taken from three public participation meetings about the TDC in order to 

enrich my research about the different questions and points raised by community members, the city 

officials and the consultancy agency present. 

It proved difficult to access any quantitative data for the area. Initially it was identified that 

quantitative data was necessary in order to understand the movement of residents in the study area 

based on the type of transport movement preferred and what was the purpose of their trip. 

Unfortunately all the data that was available on transportation was predominantly municipal, 

provincial or national. On the other hand the census 2011 at a ward level did not provide any 

information of the transportation of people. Later into the research I was able to speak to someone 

from the GCRO that would be able to provide me with data at the ward level for the wards identified 

in the TDC. Unfortunately due to the need for release forms I was only able to get the data on 

Monday 20th of October, and due to time limitations I was unable to analyse the data and 

incorporate it into my research.  
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Another limitation in the research was that initially I believed that the final SAF for the TDC would 

provide more detailed precinct design plans that would allow my research and evaluation to be 

based on the principles of my theoretical concepts. Unfortunately the final document remained 

conceptual, even at a precinct level, and this limited the research. Especially in terms of analysing 

NMT, as table 3.1 and 3.2 would provide an appropriate evaluation of how the principles outlined 

where incorporated or not into the design of TOD and NMT. Nonetheless, this limitation for this 

research could provide the basis for a future research based on analysing how the precinct plans in 

the TDC have incorporated or not the principles laid out in the spatial policy of the City of 

Johannesburg based on TOD and NMT.  

 

6.5 Will the focus on Transit-Oriented Development integrate the various modes 

of transportation as well as cater for the needs of Non-Motorised 

Transportation in the Turffontein Development Corridor? 

In conclusion the research identified that the Turffontein Development Corridor does not integrate 

the various modes of transportation. The SAF for the TDC did not refer to the need of integrating all 

modes of transportation or the need of integrating transit station with all modes of transportation, 

especially NMT. This was evident through the analysis of the spatial policies of the City of 

Johannesburg as well as in the evaluation of the proposed conceptual framework and 

implementation plans for the TDC. 

Essentially there is a need to “address corridors and movement as an integral part of city life” to 

“enrich our activity spines, corridors or other movement patterns to be more than simply the 

movement people in cars, but the movement of people with cars and people without cars” (Jordaan, 

2003: 10). However there “must be caution in assuming a new ‘one size fits all’ approach and then 

applying this to all urban arterials” these “urban arterials differ according to the prevalent design 

philosophy, and some urban arteries do not offer the same built form potential” (Curtis and Tiwari, 

2008: 8).  

Nonetheless it must also be noted that “transit-oriented development is not a panacea” even 

though it is considered that “it has the potential to contribute to improvements in all the areas 

mentioned above. More intensive mixed-use development alone can allow an increase in walking 

and bicycling within the neighbourhood; when a transit connection is added to the mix then auto-

free travel to other parts of the metropolitan area become more feasible” (Belzer and Autler, 2002: 

1).  



136 | P a g e  
 
 
 

7. Reference List 
  



137 | P a g e  
 
 
 

Albrechts, L. (2006) Bridge the Gap: From Spatial Planning to Strategic Projects. European Planning 

Studies [online], 14 (10): 1487–1500. Available from: 

http://dx.doi.org/10.1080/09654310600852464 [Accessed 5 October 2014] 

 

Aurecon (2014) Turffontein Development Corridor: Strategic Area Framework, Draft Report 2 

[online]. City of Johannesburg and Johannesburg Development Agency. Available from: 

http://www.corridorsoffreedom.co.za/cofBB/viewtopic.php?f=1&t=2 [Accessed 25 March 

2014] 

 

Barker, A. (2014) Draft Minutes of the third round public meeting: Strategic Area Framework (SAF), 

Turffontein Development Corridor 

 

Belzer, D. and Autler, G. (2002) Transit-Oriented Development: Moving From Rhetoric To Reality. 

[online]. Available from: http://www.brookings.edu/research/reports/2002/06/cities-dena-

belzer-and-gerald-autler [Accessed 1 July 2014] 

 

Bickford, G. (2014a) “Introduction.” In How to Build Transit Oriented Cities: Exploring Possibilities 

[online]. South African Cities Network. Available from: http://sacitiesnetwork.co.za/wp-

content/uploads/2014/09/1978_SACN_Transit_Oriented_Cities_Web.pdf [Accessed 20 

October 2014] 

 

Bickford, G. (2014b) Transit Oriented Development: An appropriate tool to drive improved 

mobility and accessibility in South African cities? In City of Johannesburg. 25 February 2014. 

South African Cities Network. pp. 1–27 

 

Cervero, R. (2009) “Public Transport and Sustainable Urbanism: Global Lessons.” In Curtis, C., Renne, 

J.L. and Bertolini, L. (eds.) Transit Oriented Development: Making it Happen. Ashgate 

Publishing, Ltd. 

 

Chapman, D., Pratt, D., Larkham, P., et al. (2003) Concepts and definitions of corridors: evidence 

from England’s Midlands. Journal of Transport Geography [online], 11 (3): 179–191. 

Available from: http://www.sciencedirect.com/science/article/pii/S0966692303000292 

[Accessed 3 March 2014] 

 

Chen, J., Hamilton, M., Kindel, N., et al. (n.d.) Transit Oriented Development and Cluser 

Developments. [online]. Available from: 

http://courses.washington.edu/udp501/501%20papers/TOD_Cluster_Final.doc [Accessed 2 

July 2014] 

 

City of Johannesburg (2009) Framework for Non-motorised Transport [online]. Available from: 

http://www.joburg-archive.co.za/2009/pdfs/transport/nmt_framework09.pdf [Accessed 6 

May 2014] 

 

City of Johannesburg (2010a) Regional Spatial Development Framework for Region F 2010/2011 

[online]. Available from: 



138 | P a g e  
 
 
 

http://www.joburg.org.za/index.php?option=com_content&id=2403&Itemid=114 [Accessed 

5 August 2014] 

 

City of Johannesburg (2010b) Spatial Development Framework 2010/2011 [online]. Available from: 

http://joburg.org.za/index.php?option=com_content&view=article&id=5941:spatial-

development-framework-2010-2011&catid=61&Itemid=114 [Accessed 9 August 2014] 

 

City of Johannesburg (2011) Joburg 2040: Growth and Development Strategy [online]. Available 

from: http://www.joburg.org.za/gds2040/pdfs/joburg2040_gds.pdf [Accessed 6 May 2014] 

 

City of Johannesburg (2013a) 2012/16 Integrated Development Plan: 2013/14 Review [online]. 

Available from: http://www.joburg.org.za/images/stories/2013/June/2013-

16%20idp%2017may2013%20final.pdf [Accessed 6 May 2014] 

 

City of Johannesburg (2013b) Corridors of Freedom [online]. Available from: 

http://www.joburg.org.za/images/pdfs/corridors%20of%20freedom_s.pdf [Accessed 19 

February 2014] 

 

City of Johannesburg (2013c) Strategic Integrated Transport Plan Framework for the City of Joburg 

[online]. Available from: 

http://www.joburg.org.za/images/stories/2013/May/CoJ%20SITPF%20Draft%2013%20May

%202013.pdf [Accessed 29 June 2014] 

 

Culwick, C. (2013) Transitions to Non-Motorised Transport in the Gauteng City-Region 

 

Cunningham, L. (2012) Transit Oriented Development: A Viable Solution to Revitalize Inner Cities. 

[online]. Available from: https://www.irwaonline.org/eweb/upload/web_sepoct12_TOD.pdf 

[Accessed 3 March 2014] 

 

Curtis, C. (2008a) Evolution of the Transit-oriented Development Model for Low-density Cities: A 

Case Study of Perth’s New Railway Corridor. Planning Practice and Research [online], 23 (3): 

285–302. Available from: http://dx.doi.org/10.1080/02697450802423559 [Accessed 20 July 

2014] 

 

Curtis, C. (2008b) Planning for sustainable accessibility: The implementation challenge. Transport 

Policy [online], 15 (2): 104–112. Available from: 

http://www.sciencedirect.com/science/article/pii/S0967070X07000868 [Accessed 21 June 

2014] 

 

Curtis, C., Renne, J.L. and Bertolini, L. (eds.) (2009) “Introduction.” In Transit Oriented Development: 

Making it Happen. Ashgate Publishing, Ltd. 

 

Curtis, C. and Tiwari, R. (2008) Transitioning urban arterial roads to activity corridors. Urban Design 

International [online], 13 (2): 105–120. Available from: 

http://espace.library.curtin.edu.au/R?func=dbin-jump-full&local_base=gen01-



139 | P a g e  
 
 
 

era02&object_id=118496 [Accessed 21 June 2014] 

 

Hanger, P. (2014) Draft Minutes of the third round public meeting: Strategic Area Framework 

(SAF), Turffontein  Development Corridor 

 

Holmes, J. and van Hemert, J. (2008) Transit Oriented Development. [online]. Available from: 

http://www.law.du.edu/images/uploads/rmlui/rmlui-sustainable-

transitOrientedDevelopment.pdf [Accessed 2 July 2014] 

 

Iyer (2014) Strategic Area Framework for the Turffontein Development Corridor, Final Report. City 

of Johannesburg and Johannesburg Development Agency 

 

Jordaan, G.J. (2003) Urban design and environmental management implications of corridors. 

[online]. Available from: http://repository.up.ac.za/handle/2263/6582 [Accessed 21 June 

2014] 

 

Karam, A. (2013) Draft Minutes of the first round public meeting: Strategic Area Famework (SAF), 

Turffontein  Development Corridor 

 

Marrian, B. (2001) Towards a general theory of corridor development in South Africa. [online]. 

Available from: http://repository.up.ac.za/handle/2263/8193 [Accessed 21 June 2014] 

 

Mobility in the Gauteng City-Region (2014). [online]. Gauteng City-Region Observatory. Available 

from:http://www.gcro.ac.za/sites/default/files/reports/mobility_report_july_28_2014_medi

um_res.pdf [Accessed 22 August 2014] 

 

Newman, P.W. and Kenworthy, J.R. (1996) The land use—transport connection: An overview. Land 

Use Policy [online], 13 (1): 1–22. Available from: 

http://www.sciencedirect.com/science/article/pii/0264837795000275 [Accessed 1 July 

2014] 

 

Philip, L.J. (1998) Combining quantitative and qualitative approaches to social research in human 

geography—an impossible mixture? Environment and Planning A [online], 30 (2): 261 – 276. 

Available from: http://www.envplan.com/abstract.cgi?id=a300261 [Accessed 30 July 2014] 

 

Pienaar, H. (2013) Draft Minutes of the first round public meeting: Strategic Area Famework (SAF), 

Turffontein  Development Corridor 

 

PPDC (2007) Development Corridors: Toward Appropriate Planning within KZN. Provincial Planning 

and Development Commission of KZN 

 

Priemus, H. and Zonneveld, W. (2003) What are corridors and what are the issues? Introduction to 

special issue: the governance of corridors. Journal of Transport Geography [online], 11 (3): 

167–177. Available from: 

http://www.sciencedirect.com/science/article/pii/S0966692303000280 [Accessed 3 March 



140 | P a g e  
 
 
 

2014] 

 

Reitveld, P. (2000) NON-MOTORISED MODES IN TRANSPORT SYSTEMS: A MULTIMODAL CHAIN 

PERSPECTIVE FOR THE NETHERLANDS. Transportation Research Part D: Transport and 

Environment [online], 5 (1): 31–36. Available from: http://trid.trb.org/view.aspx?id=512509 

[Accessed 29 June 2014] 

 

Respondent 1 (2014) Strategic Area Framework for the Turffontein Development Corridor. 

 

Respondent 2 (2014) Strategic Area Framework for the Turffontein Development Corridor. 

 

Respondent 3 (2013) Strategic Area Framework for the Turffontein Development Corridor. 

 

Sarantakos, S. (2005) “Case Studies.” In Social Research. Palgrave Macmillan. pp. 210–218 

 

Scheepers, J. (2013a) Draft Minutes of the first round public meeting: Strategic Area Famework 

(SAF), Turffontein  Development Corridor 

 

Scheepers, J. (2013b) Draft Minutes of the first round public meeting: Strategic Area Famework 

(SAF), Turffontein  Development Corridor 

 

Schönharting, J., Schmidt, A., Frank, A., et al. (2003) Towards the multimodal transport of people and 

freight: interconnective networks in the RheinRuhr Metropolis. Journal of Transport 

Geography [online], 11 (3): 193–203. Available from: 

http://www.sciencedirect.com/science/article/pii/S0966692303000309 [Accessed 3 March 

2014] 

 

Da Silva, A. (2013) Draft Minutes of the first round public meeting: Strategic Area Famework (SAF), 

Turffontein  Development Corridor 

 

Todes, A. (2012a) New Directions in Spatial Planning? Linking Strategic Spatial Planning and 

Infrastructure Development. Journal of Planning Education and Research [online], 32 (4): 

400–414. Available from: http://jpe.sagepub.com/content/32/4/400 [Accessed 4 October 

2014] 

 

Todes, A. (2012b) Urban growth and strategic spatial planning in Johannesburg, South Africa. Cities 

[online], 29 (3): 158–165. Available from: 

http://www.sciencedirect.com/science/article/pii/S026427511100103X [Accessed 4 October 

2014] 

 

Transit-Oriented Development characteristics (n.d.). [online]. Available from: 

http://completecommunitiesde.org/planning/complete-streets/tod/ [Accessed 19 July 2014] 

 

Vakaloudis, N. (2014) Draft Minutes of the third round public meeting: Strategic Area Famework 

(SAF), Turffontein  Development Corridor 



141 | P a g e  
 
 
 

 

Venter, P. (2014) Draft Minutes of the third round public meeting: Strategic Area Famework (SAF), 

Turffontein  Development Corridor 

 

Wilkinson, P. (2006) “Transit Oriented Development” : a strategic instrument for spatial 

restructuring and public transport system enhancement in South African cities?. [online]. 

Available from: http://repository.up.ac.za/handle/2263/6099 [Accessed 12 March 2014] 

 

  



142 | P a g e  
 
 
 

8. Annexures 
 

 

  



143 | P a g e  
 
 
 

8.1  Policy Comparison Table 

Policy in the City 

of Johannesburg 
Main Concepts Principles of Corridors 

Principles of Transit-Oriented 

Development (TOD) 

Principles of Non-Motorised 

Transport (NMT) 

Joburg 2040 

Growth and 

Development 

Strategy 

 Invest and scale up mass public 

transportation 

 Improve connectivity and affordability 

of public transportation 

 Transportation is a vital element to 

increase the integration of a divided city 

 there is a lack of integration between 

different modes of public transportation 

 Need to integrate various modes of 

public transportation 

 Reduce the usage of private vehicles 

and support a shift towards public 

transportation 

 Modal shift between private vehicles, 

BRT buses, bicycles and walking 

 Rea Vaya BRT system provides 

opportunity for corridor development 

and TOD in many nodes 

 Improve access to key infrastructure 

through appropriate design 

 Provide or improve access to social 

amenities with 1hour walking distance 

in neighbourhoods 

 Active street edges 

 Improve gaps in public transport 

 Improve linkages of green spaces 

 Provide multi-modal transport 

 Only mention that the Rea 
Vaya BRT system provides 
opportunities for corridor 
development 

 Only mention that the Rea 

Vaya BRT system provides 

opportunities for transit-

oriented development 

 Urban fabric provides 

pathways and streets for 

cyclists and pedestrians 

 Need appropriate 

infrastructure 

 Wider sidewalks 

 Dedicated bicycle lanes 

 Bicycle storage facilities 

 Lay byes for public transport 
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Policy in the City 

of Johannesburg 
Main Concepts Principles of Corridors 

Principles of Transit-Oriented 

Development (TOD) 

Principles of Non-Motorised 

Transport (NMT) 

infrastructure with mass transit 

interventions 

 Transport nodes with mixed-uses  

 Provide investment in areas for NMTs 

 Eco-mobility  

 Prioritise pedestrian over car 

Integrated 

Development 

Planning 

2012/2016 

 On-going expansion and extension of 

the Rea Vaya BRT 

 Restructuring and integration of all 

modes of public transportation 

 Increase focus and support for cycling 

and walking 

 Focus less on the construction and 

maintenance of roads for private 

vehicles 

 Focus more on the construction of 

complete streets for residents who walk 

and use public transportation  

 Compact city by improving 

infrastructure for TOD 

 Improve public transportation 

 public transportation nodes 

 spatial integration 

 investment in public infrastructure on 

mass public transportation 

 promote NMT and support cycling 

 

 Key priority transport 

corridors  

 Identify Turffontein as a 

relevant node and 

corridor 

 

 Using BRT as a catalyst to 

promote cycling and walking 

 Integration of all modes of 

public transportation 

network 

 Universal access to mass 

public transportation and 

integrate multiple nodes 

 Knit urban form together 

through mass transit along 

corridors that strengthen 

connection 

 Corridors with inclusivity 

and high intensity mixed-use 

developments 

 Appropriate urban design of 

complete streets 

 Improve accessibility, 

walkability and safety of the 

urban form and streets 

 High-rise residential 

development growing 

 Cycling and walking 

 Complete streets 

 Improve accessibility, 

walkability and safety of the 

urban form and streets 
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Policy in the City 

of Johannesburg 
Main Concepts Principles of Corridors 

Principles of Transit-Oriented 

Development (TOD) 

Principles of Non-Motorised 

Transport (NMT) 

around transit nodes 

gradually decreasing in 

density and height 

 

Spatial 

Development 

Framework for 

Johannesburg 

2013/2014 

 Public transportation to promote 

inclusive access to the city 

 Attention to transit-oriented 

development (TOD) guidelines 

 Support an efficient movement system 

 Multi-modal transportation and land 

use patterns that support public 

transport and pedestrian movement 

 Improve existing public transport 

infrastructure 

 Invest in Rea Vaya BRT, Strategic Public 

Transportation Network (SPTN) and 

NMT 

 Increase accessibility 

 Nodal development 

 Increase the accessibility and proximity 

of public transport to nodes 

 Initiating and 
implementing corridor 
development 

 High volume transport 

routes that connect major 

activity centres and nodes 

 Regional and inter-

regional accessibility 

 Provide various modes of 

movement 

 High-density mixed land 

uses 

 Maximising already 

dominant movement 

flows 

 Variety of road hierarchies 
(activity and mobility 
spines) connect to open 
spaces and all 
interconnected through 
nodes 

 Well defined and legible 

urban environment 

 Highly accessible 

 Variety of land uses are 

concentrated and serviced 

 Contained urban form 

 Focused on transportation, 

movement  

 pedestrian orientated 

 Urban infrastructure 

(pedestrian networks, 

squares and parks) 

 Strong pedestrian 

connectivity to improve 

access of nodes for 

pedestrians and public 

transport users 

 Reduce dependency on 

private vehicles 

 Support cycling and 

pedestrians 

Corridors of 

Freedom 

 Transit-oriented development 

 Maintain and improve existing 

infrastructure 

 Expanding new infrastructure 

 Appropriate facilities 

 Corridors 

 Corridor transit-oriented 

development 

 Developments along 

transport corridors 

 Restructuring the city 

 Quicker and easier 

connections to jobs and 

homes 

 Located on transport 

 No mention of NMTs 
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Policy in the City 

of Johannesburg 
Main Concepts Principles of Corridors 

Principles of Transit-Oriented 

Development (TOD) 

Principles of Non-Motorised 

Transport (NMT) 

 Spatial integration 

 Well planned transport arteries linked 

to interchanges 

 Extensive public transport network  

 Transit stations and stops 

 Mixed-use development 

 High-rise residential development 

growing around transit nodes and 

decreasing gradually in density as it 

moves further away 

 Compact urban form is the most 

efficient 

 Active streets with attractive 

environments for walking and cycling 

 Complete streets that are safe 

 Discourage private vehicle transport 

 Control vehicle traffic through traffic 

calming and reduce traffic speeds 

 Provision of transport 

(Rea Vaya BRT) will enable 

fast, safe and affordable 

mobility along the 

corridors 

 Well planned transport 

arteries 

 High intensity movement 

corridors 

 Dedicated transport stops 

 Productive land uses and 

economic activities 

 Reduce private vehicle 

use 

 Promote public transport 

 High-density housing 

 

corridors 

 Provide public 

transportation (Rea Vaya 

BRT) to increase mobility in 

a safe and affordable 

manner 

Strategic 

Integrated 

Transport Plan 

Framework for the 

City of 

Johannesburg 

(draft 2013) 

 People-centred transport system  

 Provide integrated transportation 

 Improve accessibility and mobility 

through improve public transport 

system 

 Promote usage of public transportation 

that is safe, high quality, affordable and 

accessible   

 Mass public transportation (Rea Vaya 

BRT) 

 Efficient and accessible 

public transport systems 

along development 

corridors 

  

 Large investment on public 

infrastructure – mass public 

infrastructure as the 

backbone 

 Strong high-frequency 

public transport corridors 

 Residential density and 

mixed-use development 

along corridors 

 Identify public transport 

 Cycling and walking 

 Best mode of transport for 

convenience trips and shirt 

distances 

 Increase number of learners 

that cycle to school safe 

 Create dedicated network of 

high quality pedestrian and 

cycling routes 

 Integrate cycling at public 
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Policy in the City 

of Johannesburg 
Main Concepts Principles of Corridors 

Principles of Transit-Oriented 

Development (TOD) 

Principles of Non-Motorised 

Transport (NMT) 

 Integrate BRT with other modes of 

transportation 

 Promote usage of NMT 

 Compact multi-nodal city form 

 High-frequency public transport routes 

connect to high-density nodes 

 Mixture of land-uses and high density 

 Identification of TOD precincts   

 Access to NMT 

 Universal accessibility of transport 

infrastructure and public transport 

 Provide adequate transport 

infrastructure 

corridors 

 Development of integrated 

transport hubs and nodes 

 Improve pedestrian and 

cycling environments 

 Encourage NMT by 

decreasing long trips and 

increasing number of short-

distance trips 

transport nodes 

 Increase availability of 

bicycles 

 Complete street guidelines 

 Provide passenger 

information 

 Sidewalks to public transport 

facilities 

 Stops 

 Stations 

 Interchanges 

 

Framework for 

Non-motorised 

Transport 2009 

 All forms transport movements that are 

human powered – walking and cycling 

 Improve universal access 

 Promote cycle and pedestrian friendly 

city 

 Preferred mode for short distances 

 Dedicated network of high quality 

pedestrian and cycling routes 

 Integrate NMT with other modes of 

public transportation 

 No mention  No mention  Separate cycle and 

pedestrian paths from 

motorised traffic 

 Cycle paths 

 Apply urban design 

standards 

 Safety  by design (lighting, 

signage, etc) 

 Prioritise cyclist and 

pedestrian movement 

streets 

 Identify safe walking and 

cycling routes to school 

 Shared shelter 

 Electronic signage for the use 
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Policy in the City 

of Johannesburg 
Main Concepts Principles of Corridors 

Principles of Transit-Oriented 

Development (TOD) 

Principles of Non-Motorised 

Transport (NMT) 

of cyclist on a lane 

Strategic Area 

Framework for the 

Turffontein 

Development 

Corridor 

(FINAL) 

 Well planned transport arteries 

 Medium- and high density housing 

along transport arteries and around 

transport hubs 

 Transit nodes or precincts  

 Invest in bulk infrastructure  

 Expand and improve public transit 

infrastructure and facilities 

 Supported by social infrastructure 

 Reduce the use of private vehicles 

 Most efficient urban form is compact, 

mixed use 

 Extensive public transport network with 

high intensity movement corridors 

 Attractive environments for walking and 

cycling 

 Dedicated transport corridors 

 Re-stitch the city together using TOD  

 Build a new city along and around mass 

transit movement lines 

 

 Key public transport 

corridors 

 Transit corridors that 

carry large numbers of 

people 

 Corridor development  

 Origin and destination 

driven 

 Made up of a number of 

movement systems with 

stations in walking 

distance 

 Streets that link to 

different movement 

systems 

 Nodal areas where cross 

streets and major 

corridors intersect 

 Function as mobility and 

accessibility 

 Rea Vaya BRT backbone of 

public transport 

 Vibrant mix of high density 

residential development, 

office, retail and 

recreational spaces 

 Walkable precincts 

anchored by transit facilities 

 Along transit corridor 

 Transit nodes 

 Hierarchy of TOD centres 

(not all are transit hubs or 

nodes) 

 compact and mixed-use 

 Vibrant mix of land uses 

 Prioritised pedestrian 

orientated connectivity 

 Reduce use of private 

vehicles 

 Road network laid out in an 

open grid topology 

 Convenient transit stops and 

stations (walking distance 

radius 400m-800m) 

 Provision of walking and 

cycling movements 

 Design for safe walking and 

cycling with sufficient 

facilities and attractive 

streetscapes 
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8.2 Theory and Policy Characteristics   

Characteristics Corridors 
Transit-Oriented 

Development (TOD) 

Non-Motorised 

Transportation (NMTs) 

Spatial Policies in the City of 

Johannesburg 

Strategic Area Framework 

for Turffontein Development 

Corridor 

Land Uses  Provide wide range of 

land uses 

 Mixed or fixed 

 ‘string-on-a-bead’ 

 Focal points or catalytic 

projects along a route 

 Density 

 Increase access of 

mixed-use residential or 

commercial area 

 

   High-density (intensity) 

mixed land use 

developments 

 Land use patterns that 

support public transport 

and pedestrian movement 

 Variety of land uses are 

concentrated and serviced  

 Mixed use 

 Vibrant mix of land uses 

Mode of 

Transportation 

 Private vehicles 

 Trucks 

 Various modes of public 

transportation 

 Mixture of these modes 

 Wide range of options 

for transportation and 

movement 

 Interconnection of 

different modes at 

corridor intersections 

 Transport interchanges 

allow movement and 

access of pedestrians 

and commuters 

 Hierarchy of activity 

along the corridor 

 Require small corridors 

 Variety of choices of 

transportation  

 Centred on a form of 

public transportation  

 Reduce private vehicle 

dependency 

 Increase number of 

transit riders 

 Provide effective modes 

of non-motorised 

transport 

 Cyclists 

 Walking 

 Multimodal 

transportation 

 Reduce private 

vehicle dependency 

 Supports the use of 

public transportation  

 

 Reduce the usage of 

private vehicles 

 Support shift towards 

public transportation 

 People-centred transport 

system 

 Promote NMT 

 Pedestrian orientated 

 Support cycling and 

walking 

 Provide investment for 

NMTs 

 Modal shift 

 Prioritise cyclist and 

pedestrian movement 

streets over private 

vehicle 

 Increase focus and 

 Well planned transport 

arteries 

 Invest in bulk 

infrastructure 

 Expand and improve 

public transit 

infrastructure and 

facilities 

 Reduce the use of private 

vehicles 

 Dedicated transport 

corridors 

 Key public transport 

corridors 

 Transit corridors that 

carry large numbers of 

people 

 A number of movement 
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(predominantly 

pedestrian corridor) that 

intersect and feed main 

corridors 

 Corridor interchanges 

should increase 

pedestrian movement 

(development or 

location of primary 

generators) 

 Integrate land-use and 

transport 

 Increase or maximise 

accessibility and 

mobility 

 Increase modal choice 

and modal integration  

support for cycling and 

walking 

 Less focus on the 

construction and 

maintenance of roads for 

private vehicles 

 Key priority transport 

corridors 

 Variety of road hierarchies 

(activity and mobility 

spines) connect to open 

spaces and all 

interconnected through 

nodes 

 Well planned transport 

arteries linked to 

interchanges 

 Identify safe walking and 

cycling routes to school 

systems with stations in 

walking distance 

 Streets that link to 

different movement 

systems 

 Nodal areas where cross 

streets and major 

corridors intersect   

 Public transport and 

pedestrian spine 

 Prioritise pedestrian 

oriented connectivity 

Public 

Transportation 

 Increase use, efficiency 

and quality 

 Improve public transport 

 Quality public transit 

facilities and services 

 Public transport station 

 Surrounded by high-

density development 

 High service quality 

 Is frequent 

 Connects social 

amenities and places of 

work  

 Increase accessibility 

 Upgrade public 

transport 

 Provide bicycle share 

schemes 

 Invest, scale up and 

improve existing and 

future mass public 

transport and 

infrastructure 

 Improve connectivity and 

affordability of public 

transportation 

 Expansion and extension 

of BRT (catalyst) 

 Strategic Public 

Transportation Network 

 Extensive public transport 

network with high 

intensity movement 

corridors 

 Rea Vaya BRT is the 

backbone of public 

transport  
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(SPTN) 

 Provide adequate 

transport infrastructure  

 Increase number of 

learners who cycle to 

school  

 Increase availability of 

bicycles 

Physical Form  Characterises its 

function 

 Mobility, movement and 

transportation corridor 

 Access or activity 

corridor 

 Development corridor 

 Activity spine 

 Activity strip or street 

 Compactness  and 

contained 

 Small activity nodes 

 Transit centre with a 

diverse mixed-use 

development 

   Nodal development 

(identify TOD precincts) 

 Public transport nodes 

 Transit stations and stops 

 Compact city by improving 

infrastructure 

 Compact multi-nodal city 

form 

 Contained urban form 

 Development along 

transport corridors 

 Active streets for walking 

and cycling 

 Transit nodes or precincts  

 Compact and mixed use 

 Corridors function as 

mobility and accessibility 

 Hierarchy of TOD centres 

(not all are transit hubs 

nor nodes) 

 

Forces of 

Attraction 

 Land uses 

 Type of entertainment 

 Single, dual or multiple 

attractor 

 Multimodal corridor or 

strip attractor 

 Intensity of corridors 

can also cluster or 

agglomerate (based on 

their accessibility) 

   Attractive open 

spaces 

 Land uses 

 Residential 

 Educational facilities 

 Social facilities 

 Employment  

 Origin and destination 

driven 
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 Activities that generate 

movement (schools, 

transit stations, high 

movement 

interchanges) 

 Must provide activities 

and land uses on both 

sides of the corridor 

 Safety of pedestrians 

crossing the corridor 

 If the corridor is too 

wide it must be 

‘pinched’ or narrowed 

Connectivity 

and Linkages 

 Link places and nodes 

 Interaction and 

connectivity between 

nodes within the 

corridor and on its 

extremes 

 Increase accessibility 

 Connect with city-wide 

network of transport 

corridors 

 Accessibility is 

fundamental in 

public transit nodes 

 Develop high quality 

NMT networks 

 Create pedestrian 

linkages between 

public transport and 

NMT networks 

 Identify public transport 

corridors 

 Improve access to key 

infrastructures and social 

amenities 

 Improve linkages of green 

spaces 

 Corridors to strengthen 

connection 

 High volume transport 

routes that connect major 

activity centres and nodes 

 Increase accessibility, 

mobility and proximity of 

public transport to nodes 

  Regional and inter-

regional accessibility  

 Strong pedestrian  

 Provision of walking and 

cycling movements  

 Road network laid out in 

an open grid topology to 

increase mobility 

 Streets that link to 

different movement 

systems 
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connectivity to improve 

access of nodes for 

pedestrians and public 

transport users 

 Dedicated network of high 

quality pedestrian and 

cycle routes 

Integration  Make transport 

sustainable by 

integrating it with land 

uses (mixed) to reduce 

travelling 

 Encourage the 

development of urban 

environment that 

promotes walking and 

cycling 

 Integrate land use 

planning with 

transportation 

 Designed through 

spatial planning 

strategy, provides at 

various scales land 

use and transport 

network 

 Transport with land uses  Motorised and non-

motorised 

transportation 

 Create multimodal 

change 

 NMT networks and 

public transportation 

 Transportation is vital to 

increase integration  

 Integrate all modes of 

public transport including 

NMT 

 Integrated transport hubs 

and nodes 

 Provide multi-modal 

transport infrastructure 

with mass transit 

interventions 

 Spatial integration 

through the development 

of corridors 

 Integrate multiple nodes 

 Integrate cycling at public 

transport nodes 

 Integrate the city using 

TOD 

 

Density  Minimum density of 

uses 

 Generate high density of 

people 

 Highest housing 

densities located closest 

to transit centre 

 Mixture of housing types 

 Density decreases as it 

   High-rise residential 

development around 

transit node and then 

gradually decrease in 

density as it moves further 

 Medium- and high-density 

housing along transport 

arteries and around 

transport hubs 

 Vibrant mix of high 
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spreads out from centre 

 Mixture of land uses 

away 

 Residential density and 

mixed-use development 

along corridors 

density (residential 

development, office, retail 

and recreational space)   

Walkability    Walkable, high-quality 

pedestrian environment 

 Pedestrian friendly 

 Integrates landscaping 

 Remove any barriers 

that hinder the 

walkability  

 Sidewalks should 

provide adequate space 

 Pedestrian 

infrastructure 

   Improve accessibility, 

walkability and safety of 

urban form and streets 

 Pedestrian orientated  

 Attractive environment 

for walking and cycling 

 Walkable precincts 

anchored by transit 

facilities 

  

Urban Design 

Principles 

   Compact and transit 

supportive 

 Encourage infill and 

redevelopment along 

transit corridors 

 High density 

development should 

occur 100-150m from 

the transit station 

 At 150-500m density 

begins to decrease from 

transit station 

 500m until the end of 

TOD area densities 

decrease further 

 Pedestrian-friendly 

 Adequate parking 

facilities for bicycles 

 Restrict car access to 

certain areas 

 Reduce parking bays 

 Adopt complete 

street design 

 Active street edges 

 Provide pathways and 

streets for cyclists and 

pedestrians 

 Wider sidewalks 

 Sidewalks to public 

transport facilities 

 Dedicated cycle lanes and 

paths 

 Bicycle storage facilities 

 Lay byes for public 

transport 

 Apply urban design 

principles 

 Design using complete 

streets 

 Convenient transit stops 

and stations (walking 

distance radius 400-

800m) 

 Design for safe walking 

and cycling with sufficient 

facilities and attractive 

streetscapes  

  
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street networks 

 Walking to a transit 

station is appropriate if 

it takes about 5min or 

about 500m 

 Avoid long blocks  

 Decide appropriate 

location of parking 

supply 

 Public spaces the focus 

of development 

 Universal access to mass 

public transport and 

public infrastructure  

 Pedestrian networks 

 Squares 

 Parks  

 Control private vehicle 

traffic through traffic 

calming and reduce traffic 

speeds 

 Stops 

 Stations 

 Interchanges  

 Separate cycle and 

pedestrian paths from 

motorised transport 

 Safety by design (lighting, 

signage etc) 

 Shared shelter  
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8.3 Minutes from the Public Participation – 9 October 2013 
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8.4 Minutes from the Public Participation – 14 October 2013 
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8.5 Minutes from the Public Participation – 24 March 2014 
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