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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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TDC Turffontein Development Corridor 

TOD Transit-Oriented Development 
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Chapter 1  

Introduction and Research Methods 
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1.1 Introduction  

ά{ƻǳǘƘ !ŦǊƛŎŀƴ ŎƛǘƛŜǎ ŀǊŜ ƛƴ ŀ ŎƘŀƭƭŜƴƎƛƴƎ ǇƻǎƛǘƛƻƴΣ ŀǎ ǘƘŜȅ ƘŀǾŜ ǎƘƛŦǘŜŘ ǘƻǿŀǊŘǎ ŀ ƳƻǊŜ ǎǳǎǘŀƛƴŀōƭŜ 

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 ς investment in improved public transport is but one, 

albeit critical, ingredient in the transformation agenda.έ 

(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 ς Corridors of Freedom ς based on promoting 

άŎƻǊǊƛŘƻǊ ǘǊŀƴǎƛǘ-ƻǊƛŜƴǘŜŘ ŘŜǾŜƭƻǇƳŜƴǘέ ǘƘŀǘ ǿƻǳƭŘ ƭƛƴƪ άǘǊŀƴǎǇƻǊǘ ŀǊǘŜǊƛŜǎέ ǿƛǘƘ ƭŀƴŘ ǳǎŜǎ 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 Ψƴƻƴ-ƳƻǘƻǊƛǎŜŘ ǘǊŀƴǎǇƻǊǘŀǘƛƻƴΩ 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 NetǿƻǊƪ ǊŜƭŜŀǎŜŘ ŀ ŘƻŎǳƳŜƴǘ ƭŀōŜƭƭŜŘ άIƻǿ ǘƻ .ǳƛƭŘ ¢Ǌŀƴǎƛǘ hǊƛŜƴǘŜŘ /ƛǘƛŜǎΥ 9ȄǇƭƻǊƛƴƎ 

tƻǎǎƛōƛƭƛǘƛŜǎέ ƛƴ !ǳƎǳǎǘ нлмп(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 titlŜŘ άaƻōƛƭƛǘȅ ƛƴ ǘƘŜ DŀǳǘŜƴƎ /ƛǘȅ-wŜƎƛƻƴέ ǿƘŜǊŜ /ƘǊƛǎǘƛƴŀ /ǳƭǿƛŎƪ 

ǿǊƛǘŜǎ ŀ ŎƘŀǇǘŜǊ ƻƴ ǘƘŜ ά¢Ǌŀƴǎƛǘƛƻƴǎ ǘƻ ƴƻƴ-ƳƻǘƻǊƛǎŜŘ ǘǊŀƴǎǇƻǊǘ ƛƴ DŀǳǘŜƴƎέ (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  

9Ǿŀƭǳŀǘƛƻƴ ǊŜǎŜŀǊŎƘ άƛǎ ŀ ǘȅǇŜ ƻŦ ƛƴǉǳƛǊȅ ŜƳǇƭƻȅŜŘ ǘƻ ŀǎǎŜǎǎ ǘƘŜ ƳŜǊƛǘ ƻŦ ǇǊƻƎǊŀƳƳŜǎΣ ǇƻƭƛŎƛŜǎΣ 

ǎŜǊǾƛŎŜǎ ƻǊ ƛƴǘŜǊǾŜƴǘƛƻƴǎέ ŀƴŘ άƛǘǎ Ƴŀƛƴ Ǉǳrpose is to provide information about various aspects of 

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

ǇǳǊǎǳƛƴƎΣ ǎǳǇǇƻǊǘƛƴƎ ƻǊ ŎƻƴǘƛƴǳƛƴƎέ (Sarantakos, 2005: 322). Therefore, an evaluation report can be 

ŀ άǇƻƭƛŎȅ ǊŜǎŜŀǊŎƘ ǿƛǘƘ ŀ ǇǊŀŎǘƛŎŀƭ ƻǊƛŜƴǘŀǘƛƻƴ ŀƴŘ ŀ ǇƻƭƛŎȅ ŦƻŎǳǎέ (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) ŀǎ άŀƴ ŜƳǇƛǊƛŎŀƭ ƛƴǉǳƛǊȅ ǘƘŀǘ 

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 

ǳǎŜŘέΦ 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) ŘŜǎŎǊƛōŜŘ ǉǳŀƭƛǘŀǘƛǾŜ ǊŜǎŜŀǊŎƘ ŀǎ άŀ ǎŜǘ ƻŦ ǘƻƻƭǎ 

developed to pursue the epistemological mandate of the philosophies ƻŦ ƳŜŀƴƛƴƎέ ǿƘƛŎƘ ŀǊŜ 

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 ς 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 ς ward 55 

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

d. Sydney Radabe ς 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 

ŎƻƴǎǳƭǘŀƴǘΩǎ 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 ς private consultant 

2. Respondent 2 ς Aurecon consultant 

3. Respondent 3 ς 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? ς 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: ά! ōǊƻŀŘ όŎƻƳƳƻƴƭȅ ƛƴ ǘƘŜ ƻǊŘŜǊ ƻŦ ŀǘ ƭŜŀǎǘ ŀ ƪƛƭƻƳŜǘŜǊ ǿƛŘŜύ ōŀƴŘ ƻŦ Ƴƛxed-use activity 

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

ǊƻǳǘŜǎ ƻŦ ŘƛŦŦŜǊŜƴǘ ƭŜƴƎǘƘǎέ (PPDC, 2007: 18). 

Transit-Oriented DevelopmentΥ ά¢h5 ƛǎ ŀ ǎǘǊŀƛƎƘǘŦƻǊǿŀǊŘ ŎƻƴŎŜǇǘΥ ŎƻƴŎŜƴǘǊŀǘŜ ŀ ƳƛȄ ƻŦ ƳƻŘŜǊŀtely 

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

ƛƴŎǊŜŀǎŜŘ ǿŀƭƪ ŀƴŘ ōƛŎȅŎƭŜ ǘǊŀǾŜƭΣ ŀƴŘ ƻǘƘŜǊ ŀƭǘŜǊƴŀǘƛǾŜǎ ǘƻ ǘƘŜ ǳǎŜ ƻŦ ǇǊƛǾŀǘŜ ŎŀǊǎέ Cervero (2009: 

23). 

Non-Motorised Transport: άwŜŦŜǊǎ ǘƻ ŀƭƭ ŦƻǊƳǎ ƻŦ ƘǳƳŀƴ-powered transport including walking, 

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

ǇƻǿŜǊŜŘ ǘǊŀǾŜƭέ ŀǊŜ ŎƻƴǎƛŘŜǊŜŘ ƛƴ ǘƘŜ ŦǳƴŎǘƛƻƴŀƭƛǘȅ ƻŦ ǳǊōŀƴ ǎǇŀŎŜǎ ό5ƻ¢Σ нллу ŀǎ ŎƛǘŜŘ ƛƴ 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)Φ  ¢ƘŜ ǘŜǊƳ ΨŎƻǊǊƛŘƻǊΩ ƛǎ ǳǎŜŘ 

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 expƭŀƴŀǘƛƻƴ ƻŦ ǿƘŀǘ ƛǎ ƳŜŀƴǘ ōȅ ǘƘŜ ǘŜǊƳ ΨŎƻǊǊƛŘƻǊΩΦ Lǘ ƛǎ ŀƭǎƻ Ǿƛǘŀƭ ǘƻ ƎŜǘ ŀƴ 

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  

¢ƘŜ ǘŜǊƳ ΨŎƻǊǊƛŘƻǊΩ ƛǎ ǳǎŜŘ ƛƴ ŀ ƴǳƳōŜǊ ƻŦ ŘƛǎŎƛǇƭƛƴŜǎ ǎǳŎƘ ŀǎ ǇƭŀƴƴƛƴƎΣ ŜŎonomics, 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 

ŎƻǊǊƛŘƻǊ ǿƘƛŎƘ ǊŜŦŜǊǎ ǘƻ άŀ ōǊƻŀŘ όŎƻƳƳƻƴƭȅ ƛƴ ǘƘŜ order of at least a kilometer wide) band of 

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

ǘǊŀƴǎǇƻǊǘŀǘƛƻƴ ǊƻǳǘŜǎ ƻŦ ŘƛŦŦŜǊŜƴǘ ƭŜƴƎǘƘǎέ ƛƴ ǿƘƛŎƘ ǘƘŜǊŜ ƛǎ ŀǘ ƭŜŀǎǘ ƻƴŜ ǊƻǳǘŜ ǘƘŀǘ ŀŎŎƻƳƳƻŘŀǘŜǎ 

public transportation (PPDC, 2007).    

The use of ǘƘŜ ǘŜǊƳ ΨŎƻǊǊƛŘƻǊΩ ƛƴ ǘƘŜ ǇƭŀƴƴƛƴƎ ŘƛǎŎƛǇƭƛƴŜ Ƙŀǎ ŀƭǎƻ ŀƭƭƻǿŜŘ ŦƻǊ ŀ ƴǳƳōŜǊ ƻŦ ƻǘƘŜǊ 

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 activƛǘȅ ŎƻǊǊƛŘƻǊ ŦƻǊ ŜȄŀƳǇƭŜ ƛǎ ŀǎǎƻŎƛŀǘŜŘ ǿƛǘƘ ǘƘŜ άǇǊƛƴŎƛǇƭŜǎ ƻŦ ŀŎŎŜǎǎƛōƛƭƛǘȅ ōȅ ŀƭƭ ƳƻŘŜǎ ƻŦ 

transport and with it place-ƳŀƪƛƴƎ ƛƴ ƻǊŘŜǊ ǘƻ ƛƴǘŜƎǊŀǘŜ ƭŀƴŘ ǳǎŜ ǿƛǘƘ ǘǊŀƴǎǇƻǊǘέ (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. 

¢h5 ƛǎ ǎŜŜƴ ŀǎ ŀ ƳŜŎƘŀƴƛǎƳ ǘƘŀǘ ǇǊƻǾƛŘŜǎ ŀƴ άƛƴǘŜƎǊŀǘƛƻƴ ƻŦ ǘǊŀƴǎǇƻǊǘ ŀƴŘ ƭŀƴŘ ǳǎŜ ŘŜǾŜƭƻǇƳŜƴǘέ 

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 DŜǾŜƭƻǇƳŜƴǘ ŀǎ ŀ ōǊƻŀŘ ŘŜŦƛƴƛǘƛƻƴ ƛǎ ǳƴŘŜǊǎǘƻƻŘ ōȅ άŎƻƴŎŜƴǘǊŀǘƛƴƎ ǳǊōŀƴ 

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

ŎƻƴƴŜŎǘ ŜȄƛǎǘƛƴƎ ŀƴŘ ǇƭŀƴƴŜŘ ŎƻƴŎŜƴǘǊŀǘƛƻƴǎ ƻŦ ŘŜǾŜƭƻǇƳŜƴǘέ (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 ŎƻƴŎŜǇǘ άƛǎ ǎƛƳǇƭŜΥ ƳƻŘŜǊŀǘŜ ŀƴŘ ƘƛƎƘ-density housing, 

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

ŘŜǾŜƭƻǇƳŜƴǘǎ ŀǘ ǎǘǊŀǘŜƎƛŎ Ǉƻƛƴǘǎ ŀƭƻƴƎ ǘƘŜ ǊŜƎƛƻƴŀƭ ǘǊŀƴǎƛǘ ǎȅǎǘŜƳέ (as cited in Chen et al., n.d.: 1). 

According to Cervero (2009: 23) ά¢h5 ƛǎ ŀ ǎǘǊŀƛƎƘǘŦƻǊǿŀǊŘ ŎƻƴŎŜǇǘΥ ŎƻƴŎŜƴǘǊŀǘŜ ŀ mix of moderately 

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

ƛƴŎǊŜŀǎŜŘ ǿŀƭƪ ŀƴŘ ōƛŎȅŎƭŜ ǘǊŀǾŜƭΣ ŀƴŘ ƻǘƘŜǊ ŀƭǘŜǊƴŀǘƛǾŜǎ ǘƻ ǘƘŜ ǳǎŜ ƻŦ ǇǊƛǾŀǘŜ ŎŀǊǎέΦ IƻǿŜǾŜǊΣ ǘƘŜǊŜ 

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 

ǊƻƭŜ ƻŦ άŎǊŜŀǘƛƴƎ ŀ ƭƛƴƪ ōŜǘǿŜŜƴ ƛƴŘƛǾƛŘǳŀƭ ǇƭŀŎŜǎ ŀƴŘ ǘƘŜ ōǊƻŀŘŜǊ ǊŜƎƛƻƴ ƳŜŀƴǎ ǘƘŀǘ ǘǊŀƴǎƛǘ-oriented 

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

metropolitan system and a good place ƛƴ ƛǘǎ ƻǿƴ ǊƛƎƘǘέ ό.ŜǊǘƻƭƛƴƛ ŀƴŘ {ǇƛǘΣ мффу ŀǎ ŎƛǘŜŘ ƛƴ Belzer 

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

functional characteristics such as: 

¶ άChoice of transportation modes, 

¶ Housing types, 

¶ Lifestyles, 

¶ Access to jobs and services, 

¶ Fewer negative impacts of the automobile, and 

¶ A high degree of satisfaŎǘƛƻƴ ƛƴ ǊŜǎƛŘŜƴǘǎ ŀƴŘ ǾƛǎƛǘƻǊǎέ 

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

.ȅ ba¢ ƻƴŜ άǊŜŦŜǊǎ ǘƻ ŀƭƭ ŦƻǊƳǎ ƻŦ ƘǳƳŀƴ-powered transport including walking, cycling, 

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

ǘǊŀǾŜƭέ ŀǊŜ ŎƻƴǎƛŘŜǊŜŘ ƛƴ ǘƘŜ ŦǳƴŎǘƛƻƴŀƭƛǘȅ ƻf 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 fƻǊ ǘƘŜ ŘŜǾŜƭƻǇƳŜƴǘ ƻŦ ǘǊŀƴǎǇƻǊǘΦ Lǘ ǿŀǎ ǎŜŜƴ ŀǎ ŀ άƭƛƴŜŀǊ Ŏƛǘȅ ǊŜƎƛƻƴέ 

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

2003: 180)Φ ¢ƘŜ ά/ƛǳŘŀŘ [ƛƴŜŀƭέ ǿŀǎ ŘŜǾŜƭƻǇŜŘ ōȅ {ƻǊƛŀ ¸ aƻǘŀ ŀǎ ŀ ǇǳōƭƛŎ ǘǊŀƴǎǇƻǊǘ ŎƻǊǊƛŘƻǊ ǿƛǘƘ 

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 

ǳǎŜ ƛƴ ǘƘŜ ά/ƛǳŘŀŘ [ƛƴŜŀƭέ ǿƘŜǊŜ ŀ ǘǊŀƳǿŀȅ ŎŜƴǘǊŜŘ ƛƴ ŀ пллƳ ǿƛŘŜ Ŏƛǘȅ ǿŀǎ ǳǎŜŘ ǘƻ ōŜ ŀōƭŜ ǘƻ 

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

ǿŀǎ ƴƻǘ ƻƴƭȅ ŀōƻǳǘ ŎǊŜŀǘƛƴƎ άŎƻƴǘƛƴǳƻǳǎ Ǌƛōōƻƴ-ƭƛƪŜ ŘŜǾŜƭƻǇƳŜƴǘέ ƻǊ ƭƛƴŜŀǊ ŎƻƴƴŜŎǘƛƻƴǎ ōǳǘ ƛƴǎǘŜŀŘ 

ǘƻ ŘŜǾŜƭƻǇ ŀ άƳƻŘŜƭ ƻŦ ΨōŜŀŘǎ ƻƴ ŀ ǎǘǊƛƴƎΩέ ǿƘŜǊŜ ǎƳŀƭƭŜǊ ǳǊōŀƴ ŀǊŜŀǎ Ŏƻuld be grouped in nodes 

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

ŎƻƴŎŜǇǘ ǿŀǎ ŀƭǎƻ ǳǎŜŘ ƛƴ ǘƘŜ /ŀŜǊǎǿǎ Ǉƭŀƴ ŎŀƭƭŜŘ ǘƘŜ άƴŜŎƪƭŀŎŜ ƻŦ ōŜŀŘǎέ ŀǇǇǊƻŀŎƘ ŀƴŘ ƘŀŘ ǊŜŎŜƴǘƭȅ 

ŘŜǾŜƭƻǇŜŘ ƛƴǘƻ ŀ ƴƻǘƛƻƴ ǘŜǊƳŜŘ ǘƘŜ άǎǳǎǘŀƛƴŀōƭŜ ŘŜǾŜƭƻǇƳŜƴǘ ŎƻǊǊƛŘƻǊέ (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 
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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 

ƻǊŘŜǊ ǘƻ ǇǊƻƳƻǘŜ ŎƻƴŎŜǇǘǎ ǎǳŎƘ ŀǎ ǘƘŜ άŎƻƳǇŀŎǘ Ŏƛǘȅέ ƻǊ άǎƳŀǊǘ ƎǊƻǿǘƘέ ŘŜǾŜƭƻǇƳŜƴǘ ŀǎ ŀ 

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  

!ŎŎƻǊŘƛƴƎ ǘƻ ŀ ŘƻŎǳƳŜƴǘ ŜƴǘƛǘƭŜŘ ǘƘŜ ά5ŜǾŜƭƻǇƳŜƴǘ ƻŦ ŀƴ LƴǘŜƎǊŀǘŜŘ ¦Ǌōŀƴ /ƻǊǊƛŘƻǊ !ǎǎŜǎǎƳŜƴǘ 

ŀƴŘ {ǘǊŀǘŜƎȅ 5ŜǾŜƭƻǇƳŜƴǘ tǊƻŎŜǎǎ ŦƻǊ ¢ǊŀƴǎǇƻǊǘ !ǳǘƘƻǊƛǘƛŜǎ ŀƴŘ tǊƻǾƛƴŎŜǎέ ǘƘŜǊŜ ŀǊŜ ŀ ƴǳƳōŜǊ ƻŦ 

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

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

ŜȄǇŜǊǘ ƻƴ ŎƻǊǊƛŘƻǊǎέ (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 

ŎƻǊǊƛŘƻǊΣ ƛǘǎ ŦǳƴŎǘƛƻƴΣ ǘƘŜ ŎƻǊǊƛŘƻǊΩǎ ǎŎŀƭŜ ƻǊ ǎƛȊŜΣ ǘƘŜ ǳƴŘŜǊƭȅƛƴƎ ŦƻǊŎŜǎ ƻŦ ŀǘǘǊŀŎǘƛƻƴ ƛƴ ŀ ŎƻǊǊƛŘƻǊΣ ŀǎ 

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 

ŀƭƻƴƎ ŀ ǊƻǳǘŜΣ ǎǳŎƘ ŀǎ ǘƘŜ ΨǎǘǊƛƴƎ-on-a-ōŜŀŘΩ ŎƻƴŎŜǇǘ ŀǎ ǎŜŜƴ ƛƴ ŦƛƎǳǊŜ 2.1. 
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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 

ōƻǘƘ ǘƘŜ άƳƛƴƛƳǳƳ ŘŜƴǎƛǘȅ ƻŦ ǳǎŜǎέ ŀƴŘ ǎƘƻǳƭŘ άƎŜƴŜǊŀǘŜ ƘƛƎƘ ŘŜƴǎƛǘȅ ƻŦ ǇƻǇǳƭŀǘƛƻƴǎ ŀƴŘ ŜŎƻƴƻƳƛŎ 

ŀŎǘƛǾƛǘƛŜǎέ ǘƘǊƻǳƎƘ ǘƘŜ ƳƛȄǘǳǊŜ ƻŦ ƭŀƴŘ ǳǎŜǎ (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 

ŀ άǇƭŀŎŜέ ƻŦ ŀ ǎǘǊŜŜǘ ǘƘŀǘ ŜƴƘŀƴŎŜǎ ǘƘŜ άǎŜƴǎŜ ƻŦ ǇƭŀŎŜέ ŀǎ ƛǘ ōǳƛƭŘǎ ŀ ǎǘǊƻƴƎŜǊ ŎƻƳƳǳƴƛǘȅ (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: 5ŜƳƻƴǎǘǊŀǘŜǎ ǘƘŜ ΨǇƛƴŎƘŜŘΩ ǇǊƛƴŎƛǇƭŜ ǘƻ 

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 

ŎƻƴǘŜȄǘ ǿƘŜǊŜ ǘƘŜ ŎƻǊǊƛŘƻǊ ƛǎ ǘƻƻ ǿƛŘŜΣ ƛǘ ƛǎ ƴŜŎŜǎǎŀǊȅ ŦƻǊ ǘƘŜ ŎƻǊǊƛŘƻǊ ǘƻ ōŜ άǇƛƴŎƘŜŘέ ƻǊ ƴŀǊǊowed 

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: 5ŜƳƻƴǎǘǊŀǘŜǎ ǘƘŜ ΨǇƛƴŎƘŜŘΩ ǇǊƛƴŎƛǇƭŜ ǘƘŀǘ ƴŀǊǊƻǿǎ ǘƘŜ ŜƴǘǊŀƴŎŜ ŀƴŘ ǘƘŜƴ ǿƛŘŜƴǎ ŀƎŀƛƴ ǇǊƻǾƛŘƛƴƎ ŀƴ 

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 

ǘǊŀƴǎǇƻǊǘ Ǉƭŀȅǎ άŀƴ ƛƴǘǊƛŎŀǘŜ ǊƻƭŜ ƛƴ ŀƴȅ ǉǳŜǎǘ ŦƻǊ Ǝƭƻōŀƭ ǎǳǎǘŀƛƴŀōƭŜ ŘŜǾŜƭƻǇƳŜƴǘέ όŀǎ ŎƛǘŜŘ ƛƴ 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 
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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:ά/ƻƳǇƭŜǘŜ /ƻƳƳǳƴƛǘƛŜǎΣέΣ ƴΦŘΦ 

Image source: ά/ƻƳǇƭŜǘŜ /ƻƳƳǳƴƛǘƛŜǎΣέΣ ƴΦŘΦ is available at 

http://transportpolicy2013.blogspot.com/2013/06/transit-oriented-development-without.html  



40 | P a g e 
 

 

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)Φ Lǘǎ Ƴŀƛƴ ǇǊƛƻǊƛǘȅ ƛǎ άƛƳǇǊƻǾƛƴƎ ǘƘŜ ŎƻƳǇŜǘƛǘƛǾŜƴŜǎǎ ƻŦ ŀƭǘŜǊƴŀǘƛǾŜǎ 

ǘƻ ǘƘŜ ŎŀǊΣ ōȅ ƛƴŎǊŜŀǎƛƴƎ ǘƘŜƛǊ ŦƭŜȄƛōƛƭƛǘȅέ ŜǎǇŜŎƛŀƭƭȅ ƛƴ ǘŜǊƳǎ ƻŦ ƛƳǇǊƻǾƛƴƎ ǇǳōƭƛŎ ǘǊŀƴǎǇƻǊǘŀǘƛƻƴ ŀƴŘ 

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. 



41 | P a g e 
 

2.6.3 Integration  and Accessibility  

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

ƛƴŎǊŜŀǎŜ ǘƘŜ ǉǳŀƭƛǘȅ ƻŦ ǳǊōŀƴ ƭƛŦŜ ŀǎ ƛǘ ƛǎ ŀōƭŜ ǘƻ ǇǊƻǾƛŘŜ ŀ ǎŜƴǎŜ ƻŦ άǳǊōŀƴƛǘȅέ ǿƘŜǊŜ ǇŜƻǇƭŜ Ŏŀƴ 

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 ŀ άǿŀƭƪƛƴƎ ǎƘŜŘέΣ ǿƘƛŎƘ ƛǎ ŀƴ ŀǊŜŀ ǿƘŜǊŜ 

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 

ǇǊƻƳƻǘŜ ba¢ ŀƴŘ ŀǿŀȅ ŦǊƻƳ ǘƘŜ ŘŜǇŜƴŘŜƴŎȅ ƻŦ ǇǊƛǾŀǘŜ ǾŜƘƛŎƭŜǎΦ ¢Ƙƛǎ ǊŜǉǳƛǊŜǎ ǘƘŜǊŜ ǘƻ ōŜ ŀ άǇƻƭƛŎȅ 

reform, infrastructure development, sƻŎƛŀƭ ƛƴƛǘƛŀǘƛǾŜǎ ŀƴŘ ŎŀƳǇŀƛƎƴǎέ ǘƘŀǘ ǿƛƭƭ ŀǎǎƛǎǘ ǿƛǘƘ ǘƘŜ 

implementation of NMT projects (Culwick, 2013: 1). Lƴ ǘƻŘŀȅΩǎ ǎƻŎƛŜǘȅ ǘƘŜ ǳǎŜ ƻŦ ba¢Σ ǎǳŎƘ ŀǎ 

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 pedŜǎǘǊƛŀƴΩǎ Ŧƛƴŀƭ ŘŜǎǘƛƴŀǘƛƻƴ ŀƴŘ ǘƘŜ ǇǊŜŦŜǊǊŜŘ ǇǳōƭƛŎ 

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):  

¶ άwŜǎǘǊƛŎǘƛƴƎ 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 

¶ !ŘƻǇǘƛƴƎ ŀ ΨŎƻƳǇƭŜǘŜ ǎǘǊŜŜǘΩ ŘŜǎƛƎƴ ƳƻŘŜƭέ 
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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 

ƻǊ ƳƻǾƛƴƎ ŦǊƻƳ ŀƴŘ ǘƻ ŀ ǇǊƛǾŀǘŜ ǾŜƘƛŎƭŜΣ άƻƴŜ Ŏŀƴƴƻǘ ŀǾƻƛŘ ǘƘŜ ƴŜŜŘ ǘƻ ǿŀƭƪ ŀ ŎŜǊǘŀƛƴ ŘƛǎǘŀƴŎŜέ 

(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 

ǘƘŀǘ άǎǘǊŀǘŜƎƛŎ ǎǇŀǘƛŀƭ ǇƭŀƴƴƛƴƎ ƛǎ ŀ ǘǊŀƴǎŦƻǊƳŀǘƛǾŜ ŀƴŘ ƛƴǘŜƎǊŀǘƛǾŜΣ όǇǊŜŦŜǊŀōƭȅύ ǇǳōƭƛŎ-sector-led 

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

ǇǊƻŘǳŎŜŘ ǘƘŀǘ ǎƘŀǇŜ ŀƴŘ ŦǊŀƳŜ ǿƘŀǘ ŀ ǇƭŀŎŜ ƛǎ ŀƴŘ ƳƛƎƘǘ ōŜŎƻƳŜέΦ CǳƴŘŀƳŜƴǘŀƭƭȅΣ ǘƘŜǎŜ ŀǊŜ ǘƘŜ 

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 

нллс ǿƛǘƘ ǘƘŜ WƻōǳǊƎ нлпл DǊƻǿǘƘ ŀƴŘ 5ŜǾŜƭƻǇƳŜƴǘ {ǘǊŀǘŜƎȅ όD5{ύ ƻŦ ǘƘŜ ŎƛǘȅΩǎ ǇŀǘƘ ǳƴǘƛƭ нлплΦ 

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 

ƛǎ ŀ ƭƻƴƎ ǘŜǊƳ ǎǘǊŀǘŜƎȅ ƛǘ ƛǎ ƴŜƛǘƘŜǊ ŀ ǎǘŀǘǳǘƻǊȅ Ǉƭŀƴ ƴƻǊ ŀ ǎǇŀǘƛŀƭ ǾƛǎƛƻƴΦ LƴǎǘŜŀŘ ƛǘ ƛǎ ŀ άǇǊŜǊŜǉǳƛǎƛǘŜ 

for medium-term, strategic, spatially-ƻǊƛŜƴǘŜŘ Ǉƭŀƴǎέ ƻŦ ŘƛŦŦŜǊŜƴǘ ǎŜŎǘƻǊǎ ƛƴ ǘƘŜ Ŏƛǘȅ όǘǊŀƴǎǇƻǊǘŀǘƛƻƴΣ 

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

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

¢ƘŜ WƻōǳǊƎ нлпл {ǘǊŀǘŜƎȅ ǿŀǎ ǇǊƻŘǳŎŜŘ ǘƻ ǿƻǊƪ ƛƴ ŎƻƴƧǳƴŎǘƛƻƴ ǿƛǘƘ ǘƘŜ ŎƛǘȅΩǎ ƳŜŘƛǳƳ-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 city 

(City of Johannesburg, 2011). Essentially, the Joburg 2040 Strategy is ŀƴ ƛƳǇƻǊǘŀƴǘ ƳŜŎƘŀƴƛǎƳ άǘƻ 

ŘŜǾŜƭƻǇ ŀƴ ƻǇŜƴ ŜƴŘŜŘ ŀƴŘ ƘƻƭƛǎǘƛŎ Ŏƛǘȅ ǎǘǊŀǘŜƎȅ ǘƘŀǘ ǇǊƻǾƛŘŜǎ ŀ ΨǊƻǳƎƘ ŎƻƴǎŜƴǎǳǎΩ ƻŦ ǎǘǊŀǘŜƎƛŎ 

ŎƘƻƛŎŜǎΣ ǘƻ ƎǳƛŘŜ ŦǳǘǳǊŜ ŘŜǾŜƭƻǇƳŜƴǘέ ǿƘŜǊŜ ǘƘŜ ǎǘǊŀǘŜƎƛŜǎ ŀǊŜ ǳǎŜŘ ǘƻ άƳŜŀƴƛƴƎŦǳƭƭȅ ƛƴŦƻǊƳ ŀ 

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

WƻōǳǊƎ нлпл {ǘǊŀǘŜƎȅΣ ǎƛƴŎŜ нллсΣ Ƙŀǎ ŎƻƴǘƛƴǳŜŘ ǘƘŜ ŦƻŎǳǎ ƻƴ ǇǊƛƴŎƛǇƭŜǎ ǘƻ άǘǊŀƴǎŦƻǊƳ ǘƘŜ ǳƴƧǳǎǘ 
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Apartheid City of the past into a just, equitable, multi-cultural, multi-ǊŀŎƛŀƭ Ŏƛǘȅ ƻŦ ǘƘŜ ŦǳǘǳǊŜέ (City of 

Johannesburg, 2011: 8)Φ ¢ƘŜ WƻōǳǊƎ нлпл {ǘǊŀǘŜƎȅΩǎ Ǿƛǎƛƻƴ ǇǊƻvides 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 

Ǿƛǎƛƻƴ ǎǘŀǘŜǎ ǘƘŀǘ άWƻƘŀƴƴŜǎōǳǊƎ ς a World Class African City of the Future ς a vibrant, equitable 

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

ǇǊƻǾƛŘŜǎ ǎǳǎǘŀƛƴŀōƛƭƛǘȅ ŦƻǊ ŀƭƭ ƛǘǎ ŎƛǘƛȊŜƴǎΤ ŀ ǊŜǎƛƭƛŜƴǘ ŀƴŘ ŀŘŀǇǘƛǾŜ ǎƻŎƛŜǘȅέ (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 

ōŜŎƻƳŜΦ Lǘ ǎǳƎƎŜǎǘǎ ǘƘŀǘ ƛƴ ƻǊŘŜǊ ǘƻ ŀŘŘǊŜǎǎ ǘƘŜ ǎǇŀǘƛŀƭ ŦƻǊƳ ƻŦ WƻƘŀƴƴŜǎōǳǊƎΩǎ !ǇŀǊǘƘŜƛŘ ŎƛǘȅΣ ǘƘŜ 

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 

άŜƴǎǳǊƛƴƎ ǘƘŜ ŀŦŦƻǊŘŀōƛƭƛǘȅ ƻŦ ƳǳƴƛŎƛǇŀƭ ǎŜǊǾƛŎŜǎΣ ǇǳōƭƛŎ ǘǊŀƴǎǇƻǊǘ ŀƴŘ ǎƻŎƛŀƭ ŦŀŎƛƭƛǘƛŜǎέ (City of 

Johannesburg, 2011: 33).  

¢ƘŜ ǘǊŀƴǎǇƻǊǘŀǘƛƻƴ ǎȅǎǘŜƳ ƛǎ Ǿƛǘŀƭ ŦƻǊ ǘƘŜ ŜŦŦƛŎƛŜƴǘ ŦǳƴŎǘƛƻƴ ƻŦ WƻƘŀƴƴŜǎōǳǊƎΩǎ ǊŜǎƛŘŜƴǘǎ ŀƴŘ ƛǘǎ 

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 

άƻǇǇƻǊǘǳƴƛǘƛŜǎ ŦƻǊ ŎƻǊǊƛŘƻǊ ŘŜǾŜƭƻǇƳŜƴǘ ŀƴŘ ǘǊŀƴǎƛǘ-ƻǊƛŜƴǘŜŘ ŘŜǾŜƭƻǇƳŜƴǘέΣ ǿƛǘƘ ŀ ƴǳƳōŜǊ ƻŦ 

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 

ǿŀƭƪƛƴƎ ƴŜȄǘ ǘƻ ƛƴŀŎǘƛǾŜ ǎǘǊŜŜǘǎ όƭƻƴƎ ǿŀƭƭǎύΤ ƛƳǇǊƻǾƛƴƎ ǘƘŜ ŎƛǘȅΩǎ ŎƻƴƴŜŎǘƛǾƛǘȅ ŀƴŘ ƛƳǇǊƻǾŜ ǘƘŜ ƎŀǇǎ 



51 | P a g e 
 

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 

άhǳǘŎƻƳŜ нΥ tǊƻǾƛŘŜ ŀ ǊŜǎƛƭƛŜƴǘΣ ƭƛǾŜŀōƭŜΣ ǎǳǎǘŀƛƴŀōƭŜ ǳǊōŀƴ ŜƴǾƛǊƻƴƳŜƴǘ ς underpinned by 

infrastructure supportive of a low-caǊōƻƴ ŜŎƻƴƻƳȅέ (City of Johannesburg, 2011: 9), with the 

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

ŎƻƳƳƛǘǘŜŘ ƛƴ ƳŀƪƛƴƎ άŎƻƴǘƛƴǳŜŘ ƛƴǾŜǎǘƳŜƴǘǎ ƛƴ Ƴŀǎǎ ǇǳōƭƛŎ ǘǊŀƴǎǇƻǊǘ ŀƴŘ ƴƻƴ-motorised transport, 

ǇǊƛƻǊƛǘƛǎƛƴƎ ǘƘŜ ǇŜŘŜǎǘǊƛŀƴ ƻǾŜǊ ǘƘŜ ŎŀǊέ ŀƴŘ ōȅ нлплΣ άǘƘŜ /ƛǘȅ ǿƛƭƭ ōŜ ǇŜdestrian and public 

ǘǊŀƴǎǇƻǊǘ ƻǊƛŜƴǘŜŘέ (City of Johannesburg, 2011: 95). The main elements highlighted about 

ǘǊŀƴǎǇƻǊǘŀǘƛƻƴ ƛƴ ǘƘƛǎ ǇƻƭƛŎȅ ǎƘƻǳƭŘ ōŜ ǳǎŜŘ ŀǎ ŀ ƎǳƛŘŜƭƛƴŜ ǘƻ ŘŜǾŜƭƻǇ ŀƭƭ ƻŦ ǘƘŜ ŎƛǘȅΩǎ ǎǇŀǘƛŀƭ Ǉƭŀƴǎ ƛƴ 

order to achieve the Joburg 2040 Strategy vision.  

 

3.3 Integrated Develop ment 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 

Ǿƛǎƛƻƴ ŀƴŘ ƎƻŀƭǎΦ ¢ƘŜ WƻōǳǊƎ нлпл {ǘǊŀǘŜƎȅ άǘƘŜǊŜŦƻǊŜ ŦǊŀƳŜǎ ǘƘŜ L5tΣ ŎƘŀǊǘƛƴƎ ƭƻƴƎ-term ambitions, 

ǎǘǊŀǘŜƎƛŜǎ ŀƴŘ ƻǾŜǊŀǊŎƘƛƴƎ ŘŜŎƛǎƛƻƴǎ ǊŜƭŀǘƛƴƎ ǘƻ ǇǊƛƻǊƛǘƛǎŜŘ ŀǊŜŀǎ ƻŦ ŦƻŎǳǎέ (City of Johannesburg, 

2011: 5). 
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¢ƘŜ L5t ōŜƎƛƴǎ ǿƛǘƘ ǘƘŜ ǎǘŀǘŜƳŜƴǘ ƻƴ ǘƘŜ ŎƻǾŜǊ ǇŀƎŜ ά/ƻǊǊƛŘƻǊǎ ƻŦ CǊŜŜŘƻƳ ΨwŜ-stitching our City to 

ŎǊŜŀǘŜ ŀ ƴŜǿ ŦǳǘǳǊŜΩέ (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 Ƴŀƛƴ ŀǇǇǊƻŀŎƘ ƛƴ ƻǊŘŜǊ ǘƻ ŀŎƘƛŜǾŜ ǘƘŜ ǎǇŀǘƛŀƭ Ǿƛǎƛƻƴ ƛǎ ōȅ ǳƴŘŜǊǘŀƪƛƴƎ άƻƴ-going expansion and 

ŜȄǘŜƴǎƛƻƴ ƻŦ wŜŀ ±ŀȅŀ .w¢έ ŀǎ ǿŜƭƭ ŀǎ άǘƘŜ ǊŜǎǘǊǳŎǘǳǊƛƴƎ ŀƴŘ ƛƴǘŜƎǊŀǘƛƻƴ ƻŦ ŀƭƭ ǇǳōƭƛŎ ǘǊŀƴǎǇƻǊǘ 

modes across the Gauteng City Region and increased focus on, anŘ ǎǳǇǇƻǊǘ ŦƻǊΣ ǿŀƭƪƛƴƎ ŀƴŘ ŎȅŎƭƛƴƎέ 

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

ƻŦ ǊƻŀŘǎ ŦƻǊ ǇǊƛǾŀǘŜ ǾŜƘƛŎƭŜ ŀƴŘ ƳƻǊŜ ŀǘǘŜƴǘƛƻƴ ǘƻǿŀǊŘǎ ǘƘŜ ŎƻƴǎǘǊǳŎǘƛƻƴ ƻŦ ΨŎƻƳǇƭŜǘŜ ǎǘǊŜŜǘǎΩ ŦƻǊ 

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 

ǘƘǊƻǳƎƘ ǘƘŜ ƛƳǇǊƻǾŜƳŜƴǘ ƻŦ άƛƴŦǊŀǎǘǊǳŎǘǳǊŜ ŀƴŘ ŜŎƻƴƻƳƛŎ ƎǊƻǿǘƘ ǇǊƻƧŜŎǘǎ ŘǊƛǾƛƴƎ ǘǊŀƴǎƛǘ-oriented 

ŘŜǾŜƭƻǇƳŜƴǘέ (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:  

¶ άhƴƎƻƛƴƎ Ǌƻƭƭ ƻǳǘ ƻŦ wŜŀ ±ŀȅŀ .w¢ ŀǎ ǿŜƭƭ ŀǎ ǳǎƛƴƎ .w¢ ŀǎ ŀ Ŏŀǘŀƭȅǎǘ ǘƻ ǇǊƻƳƻǘŜ ǿŀƭƪƛƴƎΣ 

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 

¶ LƴǘŜƎǊŀǘŜŘ ǇǳōƭƛŎ ǘǊŀƴǎǇƻǊǘΣ ǿŀƭƪƛƴƎ ŀƴŘ ŎȅŎƭƛƴƎ ƴŜǘǿƻǊƪ ƛƴ ǇƭŀŎŜέ 

(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.  



53 | P a g e 
 

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, 

¢h5 Ŏŀƴ ōŜ ǳǎŜŘ ǘƻ ƪƴƛǘ άǘƘŜ ǳǊōŀƴ ŦƻǊƳ ǘƻƎŜǘƘŜǊ ǘƘǊƻǳƎƘ Ƴŀǎǎ ǘǊŀƴǎƛǘ όƎƻƻŘǎ ŀƴŘ ǇŜƻǇƭŜύ ŀƭƻƴƎ 

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 costsέ (City of Johannesburg, 

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

ŘŜǎƛƎƴ ƛƴǘŜǊǾŜƴǘƛƻƴǎ ŀƴŘ ƛƳǇǊƻǾŜŘ ǇǳōƭƛŎ ǳǊōŀƴ ŦƻǊƳ ǘƘǊƻǳƎƘ ΨŎƻƳǇƭŜǘŜ ǎǘǊŜŜǘǎΩΦ ¢Ƙƛǎ ǿƛƭƭ ŀƭƭƻǿ ŦƻǊ 

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 

ƻŦ ǘƘŜ ƛŘŜƴǘƛŦƛŜŘ ƴƻŘŜǎ ŀƴŘ ŎƻǊǊƛŘƻǊǎ ǿƛƭƭ Ŏƻƴǎƛǎǘ ƻŦ άƳƛȄŜŘ ƛƴŎƻƳŜ ƘƻǳǎƛƴƎΣ ǎŎƘƻƻƭǎΣ ƻŦŦƛŎŜǎΣ 

community facilities, cultural centres, parks, public squares, clƛƴƛŎǎ ŀƴŘ ƭƛōǊŀǊƛŜǎέ ǿƘŜǊŜ ¢h5 άǿƛƭƭ 

ŎƘŀƴƎŜ ǘƘŜ ŜƴǘǊŜƴŎƘŜŘ ǎŜǘǘƭŜƳŜƴǘ ǇŀǘǘŜǊƴǎ ƛƴ ǘƘŜ /ƛǘȅέ ǘƘŀǘ ǿƛƭƭ άŎƻƴǎƛǎǘ ƻŦ ƘƛƎƘ-rise residential 

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

further away from the ŎƻǊŜέ (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 tƘŜ L5tǎ Ψ/ŀǇƛǘŀƭ LƴǾŜǎǘƳŜƴǘ tǊƛƻǊƛǘȅ 

!ǊŜŀǎΩ ό/Lt!ύ ǘƘŀǘ ǘŀƪŜ ƛƴǘƻ ŀŎŎƻǳƴǘ ǘƘŜ ƳƻŘƛŦƛŜŘ ǊƻǳǘŜǎ ƻŦ ǘƘŜ wŜŀ ±ŀȅŀ .w¢ ŀǎ ǿŜƭƭ ŀǎ ǘƘŜ ŀǊŜŀǎ ƻŦ 

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 

{5C ǎǇŜŎƛŦƛŎŀƭƭȅ άǇǊƻǾƛŘŜǎ ǘƘŜ ǇƻƭƛŎȅ ōŀǎƛǎ ŦƻǊ ŀǎǎŜǎǎƳŜƴǘ ŀƴŘ ŘŜǘŜǊƳƛƴŀǘƛƻƴ ƻŦ ŘŜǾŜƭƻǇƳŜƴǘ 

ǇǊƻǇƻǎŀƭǎ ŀƴŘ ŀǇǇƭƛŎŀǘƛƻƴǎ ǘƘŀǘ Ŧŀƭƭ ƻǳǘǎƛŘŜ ǘƘŜ ǎŎƻǇŜ ƻŦ  ǇǊŜǾŀƛƭƛƴƎ ¢ƻǿƴ tƭŀƴƴƛƴƎ {ŎƘŜƳŜǎέ ǘƘŀǘ 

ǇǊƻǾƛŘŜ ŀ άŎƛǘȅǿƛŘŜ ǇŜǊǎǇŜŎǘƛǾŜ ƻŦ ǎǇŀǘƛŀƭ ŎƘŀƭƭŜƴƎŜǎ ŀƴŘ ƛƴǘŜǊǾŜƴǘƛƻƴǎ ǿƛǘƘƛƴ ǘƘŜ /ƛǘȅέ (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 be 

ǊŜƭŜŀǎŜŘ ƛƴ нлмпΦ aƻǊŜ ǎǇŜŎƛŦƛŎŀƭƭȅ ǘƘŜ нлмоκнлмп {5C ǿƛƭƭ άŜŦŦŜŎǘƛǾŜƭȅ ƛƴŎƻǊǇƻǊŀǘŜ ŀƴŘ ŀƭƛƎƴ ǘƘŜ 

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 

нлмоκмпέ (City of Johannesburg, 2013a: 61ς62). 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 

{5CΩǎ ŀǳǘƘŜƴǘƛŎƛǘȅ ǘƻ ǘƘƛǎ ǊŜǎŜŀǊŎƘΣ ŀǎ ƻƴƭȅ ǎƻƳŜ ǎŜŎǘƛƻƴǎ ƻŦ ǘƘŜ ŎǳǊǊŜƴǘ ǊŜǇƻǊǘ ŀǊŜ ǎǘƛƭƭ ǊŜƭŜǾŀƴǘΦ  

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. 

hƴŜ ƻŦ ǘƘŜ ŎŜƴǘǊŀƭ ǘƘŜƳŜǎ ƻŦ ǘƘŜ {5CΣ ǿƘƛŎƘ ƛǎ ƻŦ ǊŜƭŜǾŀƴŎŜ ǘƻ ǘƘƛǎ ǊŜǎŜŀǊŎƘΣ ƛǎ ǘƘŜ άŜƳǇƘŀǎƛǎ ƻƴ 

ǇǳōƭƛŎ ǘǊŀƴǎǇƻǊǘ ŀǎ ŀ ƪŜȅ ƭŜǾŜǊ ǘƻǿŀǊŘǎ ǎǇŀǘƛŀƭ ǘǊŀƴǎŦƻǊƳŀǘƛƻƴ ŀƴŘ ƛƴŎƭǳǎƛǾŜ ŀŎŎŜǎǎ ǘƻ ǘƘŜ /ƛǘȅέ (City 

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

ǇǊƛƻǊƛǘƛŜǎ ǎŜǘ ƻǳǘ ōȅ ǘƘŜ Ψ{ǳǎǘŀƛƴŀōƭŜ 5ŜǾŜƭƻǇƳŜƴǘ ŀƴŘ wŜǎƻǳǊŎŜ {ǳǎǘŀƛƴŀōƛƭƛǘȅΩ ǿƘƛŎƘ ǎƛƎƴƛŦƛŜǎ ǘƘŀǘ 

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 

ƛǎ ŀƭǎƻ ŀ ƴŜǿ ŀǘǘŜƴǘƛƻƴ ǘƻǿŀǊŘǎ ά¢Ǌŀƴǎƛǘ-hǊƛŜƴǘŜŘ 5ŜǾŜƭƻǇƳŜƴǘ DǳƛŘŜƭƛƴŜǎέ (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. ά{ǳǇǇƻǊǘƛƴƎ ŀƴ 9ŦŦƛŎƛŜƴǘ aƻǾŜƳŜƴǘ {ȅǎǘŜƳΤ  

2. Ensuring Strong Viable Nodes;  

3. Initiating and Implementing CorrƛŘƻǊ 5ŜǾŜƭƻǇƳŜƴǘέ  (City of Johannesburg, 2010: ND) 

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

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

ƳƻǾŜƳŜƴǘέ ŀǎ ǿŜƭƭ ŀǎ ŦƻŎǳǎ ŘŜǾŜƭƻǇƳŜƴǘ ƻƴ άŜȄƛǎǘƛƴƎ ǇǳōƭƛŎ ǘǊŀƴǎǇƻǊǘ ƛƴŦǊŀǎǘǊǳŎǘǳǊŜέ (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:  

¶ ǎǳǇǇƻǊǘƛƴƎ ba¢Ωǎ ǎǳŎƘ ŀǎ ŎȅŎƭƛƴƎ ŀƴŘ ǇŜŘŜǎǘǊƛŀƴǎΤ 

¶ reducing transport and travel costs; 

¶ providing an increase in accessibility to social facilities, employment and recreation for the 

ŎƛǘȅΩǎ ǊŜǎƛŘŜƴǘǎΤ 

¶ 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 

 

!ŎŎƻǊŘƛƴƎ ǘƻ ǘƘŜ Ŏƛǘȅ ŀ ƴƻŘŜ ƛǎ άŀ ǿŜƭƭ-defined and legible urban environment where highly 

ŀŎŎŜǎǎƛōƭŜΣ ƳƛȄŜŘ ŀƴŘ ŎƻƳǇŀǘƛōƭŜ ƭŀƴŘ ǳǎŜǎ ŀǊŜ ŎƻƴŎŜƴǘǊŀǘŜŘ ŀƴŘ ǎŜǊǾƛŎŜŘέ (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: 

¶ άIƛƎƘ ǾƻƭǳƳŜ ǘǊŀƴǎǇƻǊǘ ǊƻǳǘŜǎ ǘƘŀǘ ŎƻƴƴŜŎǘ ƳŀƧƻǊ ŀŎǘƛǾƛǘȅ ŎŜƴǘǊŜǎ ŀƴŘ ƴƻŘŜǎΤ 

¶ Existing / potential for regional and inter-regional accessibility; 

¶ Provision of a number of movement options ς i.e. road and rail; 

¶ Potentially lower transit costs on current/ potential routes; 

¶ Intense, high-ŘŜƴǎƛǘȅ ƳƛȄŜŘ ƭŀƴŘ ǳǎŜǎέ 

      (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). 



58 | P a g e 
 

3.5 Strategic Integrated Transport Plan Framework for the City of Johannesburg 

(draft for discussion 2013)  

WƻƘŀƴƴŜǎōǳǊƎΩǎ {ǘǊŀǘŜƎƛŎ LƴǘŜƎǊŀǘŜŘ ¢ǊŀƴǎǇƻǊǘ tƭŀƴ CǊŀƳŜǿƻǊƪ ό{L¢tCύ нлмо ƛǎ ŀ ƴŜǿΣ ŀǎ ǿŜƭƭ ŀǎ ǘƘe 

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 Ǿƛǎƛƻƴ ƻŦ ŎǊŜŀǘƛƴƎ άŀ ǇŜƻǇƭŜ-ŎŜƴǘǊŜŘ ǘǊŀƴǎǇƻǊǘ ǎȅǎǘŜƳέ ǘƘŀǘ 

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 sǳǇǇƻǊǘ άŀ ŎƻƳǇŀŎǘΣ Ƴǳƭǘƛ-nodal city form, by providing a legible permanent public 

ǘǊŀƴǎǇƻǊǘ ΨƎǊƛŘΩ ƻŦ ŦƻŎǳǎŜŘ ƘƛƎƘ-frequency public transport routes connecting key high-density  

ƴƻŘŜǎ  ŀƴŘ  ŀƭǎƻ  ŘŜƴǎŜ  ǊŜǎƛŘŜƴǘƛŀƭ  ŀǊŜŀǎέΣ ŀǎ ǎŜŜƴ ƻƴ ƳŀǇ 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 

/ƻǊǊƛŘƻǊΦ ¢ƘŜ ¢ǳǊŦŦƻƴǘŜƛƴ /ƻǊǊƛŘƻǊ ƛǎ ƻƴƭȅ ƳŜƴǘƛƻƴŜŘ ŦǳǊǘƘŜǊ ƛƴǘƻ ǘƘŜ ŘƻŎǳƳŜƴǘ ǳƴŘŜǊ ǘƘŜ ά/ƛǘȅΩǎ 

/ŀǇƛǘŀƭ LƴǾŜǎǘƳŜƴǘ tǊƛƻǊƛǘȅ !ǊŜŀǎέ (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: 

¶ ά¢ƘǊǳǎǘ ƴƻΦ мΥ wŜǎǘǊǳŎǘǳǊŜ ŀƴŘ ƛƴǘŜƎǊŀte 

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 

ŀƴŘ ƛƴǘŜƎǊŀǘŜ ǘǊŀƴǎǇƻǊǘ ƛƴŦǊŀǎǘǊǳŎǘǳǊŜέ 

(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 

ƘŀǾŜ ŀ άǎǘǊƻƴƎ ƘƛƎƘ-ŦǊŜǉǳŜƴŎȅ ǇǳōƭƛŎ ǘǊŀƴǎǇƻǊǘ ŎƻǊǊƛŘƻǊǎέ ǘƘŀǘ ǇǊƻƳƻǘŜ άǊŜǎƛŘŜƴǘƛŀƭ ŘŜƴǎƛǘȅ ŀƭƻƴƎ 

them and complexity of land use in the nodes on these corridors through attracting density and 

mixed-use developmeƴǘǎ ǘƻ ǘƘŜƳέ (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 

ǘƘŜ ƛƳǇƻǊǘŀƴŎŜ ƻŦ ΨƛƴǘŜƎǊŀǘƛƻƴΩΦ LƴǘŜƎǊŀǘƛƻƴ ŎƻǳƭŘ ƛƴŎƭǳŘŜ ǘƘŜ ƛƴǘŜƎǊŀǘƛƻƴ ƻŦ άǊƻǳǘŜ ƴŜǘǿƻǊƪ ŀƴŘ 

ǎŜǊǾƛŎŜǎέΣ άŦŀǊŜ ǎǘǊǳŎǘǳǊŜǎ ŀƴŘ ƳŜŘƛǳƳέΣ άƛƴŦǊŀǎǘǊǳŎǘǳǊŜέΣ άǇŀǎǎŜƴƎŜǊ ƛƴŦƻǊƳŀǘƛƻƴέΣ άǘƛƳŜǘŀōƭŜǎέ 

ŀƴŘ άōǊŀƴŘƛƴƎέ (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-



61 | P a g e 
 

related trips and short-ŘƛǎǘŀƴŎŜǎΣ ŜǎǇŜŎƛŀƭƭȅ ŦƻǊ ƭŜŀǊƴŜǊǎΦ ¢ƘŜ άƛƴǘŜǊƴŀǘƛƻƴŀƭ ǎǘŀƴŘŀǊŘǎ ǊŜŎƻƎƴƛǎŜ 

ŘƛǎǘŀƴŎŜǎ ƻŦ рлл Ƴ ǘƻ м ƪƳ ŀǎ ǊŜǇǊŜǎŜƴǘƛƴƎ ŀ ŦŀƛǊ ǿŀƭƪƛƴƎ ŘƛǎǘŀƴŎŜέ ŀƴŘ ǘƘŀǘ ǘƘŜ άǊŜŎƻƳƳŜƴŘŜŘ ǘǊƛǇ 

ǘƛƳŜǎ ŀǊŜ ол ƳƛƴǳǘŜǎ ǘƻ ƧƻōǎκǎŎƘƻƻƭ ŀƴŘ мл ǘƻ мр ƳƛƴǳǘŜǎ ŦƻǊ ǘǊƛǇǎ ǘƻ ǎƘƻǇǎ ƻǊ ǎŜǊǾƛŎŜǎέ (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)Φ {ƻƳŜ ƻŦ ǘƘŜ ǎǘǊŀǘŜƎƛŜǎ ƻŦ ǘƘŜ wŜŀ ±ŀȅŀ .w¢ ŀǊŜ ŦƻŎǳǎŜŘ ƻƴ άŎƻƴǘƛƴǳŜ 

to integrate BRT with other modes including the mini and metered taxis and non-motorised modes 

ŀǘ ŀ ǎǘǊŀǘŜƎƛŎ ŀƴŘ ƻǇŜǊŀǘƛƻƴŀƭ ƭŜǾŜƭέ (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:  

¶ ά/ǊŜŀǘƛƻƴ ƻŦ ŀ ŘŜŘƛŎŀǘŜŘ ƴŜǘǿƻǊƪ ƻŦ ƘƛƎh 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 ¢ƘŜ ά/ƻƳǇƭŜǘŜ {ǘǊŜŜǘέ ǎǘŀƴŘŀǊŘǎ ǿƛƭƭ ƛƴŎƭǳŘŜ ƎǳƛŘŜƭƛƴŜǎ ŦƻǊ ǘƘŜ ǇǊƻǾƛǎƛƻƴ ƻŦ ŎȅŎƭƛƴƎέ  

(City of Johannesburg, 2013c: 60ς61) 

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 

Ƴǳǎǘ ŀǇǇƭȅ ǳƴƛǾŜǊǎŀƭ ǇǊƛƴŎƛǇƭŜǎ ǘƘŀǘ ŀǊŜ ƛƳǇƭŜƳŜƴǘŜŘ ƛƴǘƻ ƪŜȅ ŀǊŜŀǎ ǘƘǊƻǳƎƘ ǘƘŜ άǇǊƻǾƛǎƛƻn of 

passenger information; sidewalks to public transport facilities; stops, stations and interchanges; and 

ǇǳōƭƛŎ ǘǊŀƴǎǇƻǊǘ ǾŜƘƛŎƭŜǎέ (City of Johannesburg, 2013c: 63). 
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3.5.3 Thrust no. 3: Maintai n, improve, extend and integrate transport 

infrastructure  

This thrust is focused mainly on the outcome of achieving transport infrastructure that is well-built, 

ǇǊƻǇŜǊƭȅ ƳŀƴŀƎŜŘ ŀƴŘ ƳŀƛƴǘŀƛƴŜŘ ƛƴ ƻǊŘŜǊ ǘƻ ǎǳǇǇƻǊǘ άǘƘŜ Ƴƻōƛƭƛǘȅ ƴŜŜŘǎ ƻŦ ŀƭƭ ƛǘǎ ǳǎŜǊǎ ƛƴ ŀ ǎafe 

and efficient manner, so that the value of the assets are preserved, and so that pedestrians, cyclists 

ŀƴŘ ǇǳōƭƛŎ ǘǊŀƴǎǇƻǊǘ ǳǎŜǊǎ ŀǊŜ ǇǊƛƻǊƛǘƛǎŜŘέ (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 

ŎƛǘȅΩǎ ŎƻƳƳƛǘƳŜƴǘ ǘƻ ǇǊƻǾƛŘŜ ba¢ ŀƴŘ ǇǳōƭƛŎ ǘǊŀƴǎǇƻǊǘŀǘƛƻƴ ǘƘŀǘ ƛǎ ƻŦ ƎƻƻŘ ƛƴŦǊŀǎǘǊǳŎǘǳǊŀƭ ǉǳŀƭƛǘȅ 

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 ¢ŀōƭŜоΦм ǿŀǎ ŜȄǘǊŀŎǘŜŘ ŀƴŘ ǉǳƻǘŜŘ ŘƛǊŜŎǘƭȅ ŦǊƻƳ άǘŀōƭŜ мтΥ ǘƘŜ ŜƭŜƳŜƴǘǎ ƻŦ WƻƘŀƴƴŜǎōǳǊƎΩǎ ǇǳōƭƛŎ ǘǊŀƴǎǇƻǊǘ 
ŀƴŘ ba¢ ƛƴŦǊŀǎǘǊǳŎǘǳǊŜέ in the City of Johannesburg, 2013c: 65-67  



63 | P a g e 
 

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 inŎƭǳǎƛƻƴ ƻŦ άŀƭƭ ŦƻǊƳǎ ƻŦ ƳƻǾŜƳŜƴǘ ǘƘŀǘ ŀǊŜ ƘǳƳŀƴ ǇƻǿŜǊŜŘ ŀƴŘ Řƻ 

ƴƻǘ ǊŜƭȅ ƻƴ ŜƴƎƛƴŜǎ ƻǊ ƳƻǘƻǊǎ ŦƻǊ ƳƻǾŜƳŜƴǘέ ǘƘŀǘ άƛƴŎƭǳŘŜǎ ǿŀƭƪƛƴƎΣ ŎȅŎƭƛƴƎΣ ǊƛŎƪǎƘŀǿǎΣ ǿƘŜŜƭŎƘŀƛǊǎΣ 

animal-drawn carts and recreational activities such as equestrian, rollerblades, skates and ǎŎƻƻǘŜǊǎέ 

(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).  

¢ƘŜ Ǿƛǎƛƻƴ ƻŦ ǘƘŜ Cba¢ ƛǎ ǘƻ ŘŜǾŜƭƻǇ ǘƘŜ /ƛǘȅ ƻŦ WƻƘŀƴƴŜǎōǳǊƎ άǘƻ ōŜ ŀ ŎȅŎƭŜ ŀƴŘ ǇŜŘŜǎǘǊƛŀƴ ŦǊƛŜƴŘƭȅ 

city where everyone has access to urban opportunities and mobility, walking and cycling are safe and 

ŎƻƴǾŜƴƛŜƴǘ ŀƴŘ ŀǊŜ ǘƘŜ ǇǊŜŦŜǊǊŜŘ ƳƻŘŜǎ ŦƻǊ ǎƘƻǊǘ ŘƛǎǘŀƴŎŜ ŀƴŘ ŎƻƴǾŜƴƛŜƴŎŜ ǊŜƭŀǘŜŘ ǘǊƛǇǎέ (City of 

Johannesburg, 2009: 13). A number of primary objectives have been outlined in order to achieve the 

ǇƻƭƛŎȅΩǎ ǾƛǎƛƻƴΣ ǎǳŎƘ ŀǎΥ   

¶ ά¢ƻ ŜǎǘŀōƭƛǎƘ ŀ ŘŜŘƛŎŀǘŜŘ ƴŜǘǿƻǊƪ ƻŦ ƘƛƎƘ 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;  

¶ ¢ƻ ǇǊƻƳƻǘŜ ƛƴŎǊŜŀǎŜŘ ŀŎŎŜǎǎ ǘƻ ŜŘǳŎŀǘƛƻƴŀƭ ƛƴǎǘƛǘǳǘƛƻƴǎ ōȅ ba¢ ƳƻŘŜǎέ 

(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 

/ƛǘȅ !ŘŘǊŜǎǎΦ Lƴ ǘƘƛǎ ŀŘŘǊŜǎǎ ǘƘŜ aŀȅƻǊ ƻǳǘƭƛƴŜŘ ŀ άƴǳƳōŜǊ ƻŦ ΨŦǳƴŘŀƳŜƴǘŀƭ ǊƛƎƘǘǎΩ ǿƘƛŎƘ ǘƘŜ Ŏƛǘȅ 

ǿƛƭƭ ǎǘǊƛǾŜ ǘƻ ǇǊƻǾƛŘŜέ ƛƴŎƭǳŘƛƴƎΥ  

¶ άThe Right to Developmental Service Delivery ς 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 ς in which we rebuild and reconnect the 

ŘƛǾƛǎƛƻƴǎ ŎǊŜŀǘŜŘ ōȅ ŘŜŎŀŘŜǎ ƻŦ !ǇŀǊǘƘŜƛŘ ǎǇŀǘƛŀƭ ǇƭŀƴƴƛƴƎέ 

    (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 ŎǊŜŀǘŜ ŀ Ŏƛǘȅ ǘƘŀǘ άǿƛƭƭ Ŏƻƴǎƛǎǘ ƻŦ ǿŜƭƭ-ǇƭŀƴƴŜŘ ǘǊŀƴǎǇƻǊǘ ŀǊǘŜǊƛŜǎέ 

ǘƘŀǘ ŀǊŜ άƭƛƴƪŜŘ ǘƻ ƛƴǘŜǊŎƘŀƴƎŜǎ ǿƘŜǊŜ ǘƘŜ ŦƻŎǳǎ ǿƛƭƭ ōŜ ƻƴ ƳƛȄŜŘ-ǳǎŜ ŘŜǾŜƭƻǇƳŜƴǘέ (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 

ŎƻƴƴŜŎǘƛƻƴǎ ōŜǘǿŜŜƴ ǊŜǎƛŘŜƴǘǎΩ Ƨƻōǎ ŀƴŘ ǘƘŜƛǊ ƘƻƳŜǎΦ ¢ƘŜ /ƻǊǊƛŘƻǊǎ ƻŦ CǊŜŜŘƻƳ ƛǎ ŎƻƴŎŜǊƴŜŘ ŀōƻǳǘ 

implementing TOD because they are located on transport corridors where the provision of public 



67 | P a g e 
 

 

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 

ŎƘŀǊŀŎǘŜǊƛǎǘƛŎǎ ƻŦ ǘƘŜ /ƻǊǊƛŘƻǊǎ ƻŦ CǊŜŜŘƻƳ ƛǎ ǘƘŀǘ ǘƘŜȅ άǿƛƭƭ Ŏƻƴǎƛǎǘ ƻŦ ƘƛƎƘ-rise residential 

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

ƳƻǾŜǎ ŦǳǊǘƘŜǊ ŀǿŀȅ ŦǊƻƳ ǘƘŜ ŎƻǊŜέ (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 ǎǇŀǘƛŀƭ Ǿƛǎƛƻƴ ŀǊŜ ǘƘŀǘ άǘƘŜ Ƴƻǎǘ ŜŦŦƛŎƛŜƴǘ ǳǊōŀƴ ŦƻǊƳ ƛǎ ŎƻƳǇŀŎǘΣ ƳƛȄŜŘ ƭŀƴŘ-use with an 

extensive public transport network that includes high intensity movement corridors and with 

ŀǘǘǊŀŎǘƛǾŜ ŜƴǾƛǊƻƴƳŜƴǘǎ ŦƻǊ ǿŀƭƪƛƴƎ ŀƴŘ ŎȅŎƭƛƴƎέ (City of Johannesburg, 2013b: 4).  

There are a number of key features about transportation that provides a clear direction about the 

/ƻǊǊƛŘƻǊǎΩ ǎǇŀǘƛŀƭ ǾƛǎƛƻƴΦ ¢ƘŜǎŜ ƪŜȅ ŦŜŀǘǳǊŜǎ ƛƴŎƭǳŘŜ ǇǊƻǾƛŘƛƴƎ ŎƻǊǊƛŘƻǊǎ ǿƛǘƘ ŀǇǇǊƻǇǊƛŀǘŜ ŦŀŎƛƭƛǘƛŜǎ 

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 

ό¢5/ύ άǘƘŜ {ǘǊŀǘŜƎƛŎ !ǊŜŀ CǊŀƳŜǿƻǊƪ ǇǊƻǾƛŘŜǎ ǘƘŜ ōŀǎƛŎ όǎǇŀǘƛŀƭύ ƳŜŎƘŀƴƛǎƳ ŦƻǊ ǇƭŀƴƴƛƴƎ ŀƴŘ 

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 

ǎǇŀǘƛŀƭ Ǿƛǎƛƻƴέ (IYER, 2014: 18)Φ Lƴ ŜǎǎŜƴŎŜ ǘƘŜ ά{!C ŘƻŜǎ ƴƻǘ ŜȄƛǎǘ ƛƴ ƛǎƻƭŀǘƛƻƴ ǘƻ ƻǘƘŜǊ ƭŜǾŜƭǎ ƻŦ 

planning, but is ŎƻƴǎƛŘŜǊŜŘ ǊŀǘƘŜǊ ŀǎ ŀ ƪŜȅ ŎƻƳǇƻƴŜƴǘ ǿƛǘƘƛƴ ŀ ōǊƻŀŘŜǊ ǇŀŎƪŀƎŜ ƻŦ Ǉƭŀƴǎέ (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. 

FundaƳŜƴǘŀƭƭȅΣ ǘƘŜ {!C ƻŦ ǘƘŜ ¢5/ ƛǎ ŦƻŎǳǎŜŘ ƻƴ ŀƴ άŀǇǇǊƻŀŎƘ ǘƻ ǊŜ-stitch the city together, using 

ǘƘŜ ǇƘƛƭƻǎƻǇƘȅ ƻŦ ¢Ǌŀƴǎƛǘ hǊƛŜƴǘŜŘ 5ŜǾŜƭƻǇƳŜƴǘέ ŀƴŘ άŎƻǊǊƛŘƻǊ ŘŜǾŜƭƻǇƳŜƴǘ ǘƻ ǘǊŀƴǎŦƻǊƳ ǎǇŀŎŜέ 

(Iyer, 2014: 12). The SAF provides a discussion of the characteristics of a corridor that facilitate their 

growth in an urban context:  

¶ ά/ƻǊǊƛŘƻǊǎ ŀǊŜ ŦǳƴŘŀƳŜƴǘŀƭƭȅ ƻǊƛƎƛƴ ŀƴŘ ŘŜǎǘƛƴŀǘƛƻƴ ŘǊƛǾŜƴ  

¶ 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.  

¶ ¢ƘŜ ǎǘǊŜŜǘǎ ǘƘŀǘ ƭƛƴƪ ǘƘŜ ŘƛŦŦŜǊŜƴǘ ƳƻǾŜƳŜƴǘ ǎȅǎǘŜƳǎ ǘƻƎŜǘƘŜǊΣ ǘƘŜ άǊǳƴƎǎέ ƻŦ ǘƘŜ ƭŀŘŘŜǊΣ 

ŀǊŜ ƛƴǘŜƎǊŀƭ ǘƻ ǘƘŜ ōǊƻŀŘŜǊ ŎƻǊǊƛŘƻǊ ǎȅǎǘŜƳΣ ǾŜǊȅ ƻŦǘŜƴ ŘŜǾŜƭƻǇƛƴƎ ŀǎ άƘƛƎƘ ǎǘǊŜŜǘǎέΤ  

¶ 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 

ƴƻŘŜǎΣ ŘŜǇŜƴŘƛƴƎ ƻƴ ǘƘŜ ƎŜƴŜǊŀǘƛǾŜ ŎŀǇŀŎƛǘȅ ƻŦ ǘƘŜ ǎȅǎǘŜƳ ŀǘ ǘƘŜǎŜ ǇƻƛƴǘǎΤέ  

   (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:  

¶ ά! ǾƛōǊŀƴǘ ƳƛȄ ƻŦ ƭŀƴŘ ǳǎŜǎ ƛƴŎƭǳŘƛƴƎ ǊŜǎƛŘŜƴǘƛŀƭΣ ŜƳǇƭƻȅƳŜƴǘΣ ǎƻŎƛŀƭ ǎŜǊǾƛŎŜǎ ŀƴŘ ǊŜǘŀƛƭ 

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-

уллƳέ  (Iyer, 2014: 17) 

Essentially the SAF of the TDC is aiming to achieve a number of outcomes able to provide some long-

ǘŜǊƳ ōŜƴŜŦƛǘǎΦ CƛǊǎǘƭȅ ƛǘ ŦƻŎǳǎŜǎ ƻƴ ƛƳǇǊƻǾƛƴƎ ǘƘŜ ǳǊōŀƴ ŜŦŦƛŎƛŜƴŎƛŜǎ ōȅ ǇǊƻǾƛŘƛƴƎ άǾƛŀōƭŜ 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 

ƻǇǇƻǊǘǳƴƛǘƛŜǎέ (Iyer, 2014: 17). Secondly by facilitating the social and spatial transformation by 

ŎǊŜŀǘƛƴƎ άŎƻƴƴŜŎǘŜŘ ƴŜƛƎƘōƻǳǊƘƻƻŘǎΤ ƛƴǘŜƎǊŀǘƛǾŜ ŘŜǾŜƭƻǇƳŜƴǘ ǘƘŀǘ Ŏŀƴ ōŜƴŜŦƛǘ ŀǊŜŀǎ ōŜȅƻƴŘ ǘƘŜ 

ƭƛƳƛǘ ƻŦ ǘƘŜ ǎǘǳŘȅ ŀǊŜŀέ (Iyer, 2014: 17). 

 

3.9 How have the Spatial Policies of the City of Johannesburg influenced the 

Strategic Area Framework for the Turffontein Development Corr idor? 

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 

ōŜ ƛƳǇƭŜƳŜƴǘŜŘ ǎǳŎŎŜǎǎŦǳƭƭȅΣ ŜǎǇŜŎƛŀƭƭȅ ǘƘǊƻǳƎƘ ǘƘŜ ƛƳǇƭŜƳŜƴǘŀǘƛƻƴ ƻŦ ΨŎƻƳǇƭŜǘŜ ǎǘǊŜŜǘǎΩ ŀƴŘ 

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 

ƛƴ ǘƘŜ ǎǘǳŘȅ ŀǊŜŀ ǘƘŀǘ ǿƛƭƭ ŦŀŎƛƭƛǘŀǘŜ ǘƘŜ Ŝŀǎȅ ƳƻǾŜƳŜƴǘ ƻŦ ǘƘŜ ŎƛǘȅΩǎ ǊŜǎƛŘŜƴǘǎΦ 

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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Contextual Understanding of the Strategic 

Area Framework: Turffontein Development 

Corridor 
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4.1 Introduction  

According to the Turffontein Development Corridor (TDC) document the study area was άƛŘŜƴǘƛŦƛŜŘ 

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 areaέ(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 

ǇǊƻȄƛƳƛǘȅ άǇǊƻǾƛŘŜǎ ƎǊŜŀǘ ǇƻǘŜƴǘƛŀl and opportunities to access a wide range of economic and 

employment opportunities situated in the 

/.5 ŀƴŘ LƴŘǳǎǘǊƛŀƭ .Ŝƭǘέ (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.  

¢ƘŜ ¢5/ ŘƻŎǳƳŜƴǘ ǎǳƎƎŜǎǘǎ ǘƘŀǘ ά¢ǳǊŦŦƻƴǘŜƛƴΩǎ ǇǊƻȄƛƳƛǘȅ ǘƻ ǘƘŜ LƴƴŜǊ /ƛǘȅ ƳŜŀƴǎ ǘƘŀǘ ǘƘŜ area 

ŦǳƴŎǘƛƻƴǎ ŀǎ ǘƘŜ ŦƛǊǎǘ Ǉƻƛƴǘ ƻŦ ŜƴǘǊȅ ƛƴǘƻ WƻƘŀƴƴŜǎōǳǊƎ ŦǊƻƳέ ǘƘŜ ǎƻǳǘƘŜǊƴ ǎǳōǳǊōǎΣ ǘƘƛǎ ƳŀƪŜǎ ǘƘŜ 

ŀǊŜŀ ŀ άDŀǘŜǿŀȅ ǘƻ ǘƘŜ /ƛǘȅέ (Aurecon, 2014: 14)Φ IƻǿŜǾŜǊΣ ǘƘŜ ŀǊŜŀ ŘƻŜǎ ƴƻǘ ŀŎǘǳŀƭƭȅ ŦǳƴŎǘƛƻƴ άŀǎ ŀ 

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 

ǎǘǊŀǘŜƎƛŎ ƭƻŎŀǘƛƻƴέ (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.  

 

!ƭǘƘƻǳƎƘ ǘƘŜ ǎǘǳŘȅ ŀǊŜŀ ƛǎ ǿŜƭƭ ŎƻƴƴŜŎǘŜŘ ƛƴ ǘŜǊƳǎ ƻŦ ƛǘǎ ǊƻŀŘ ƴŜǘǿƻǊƪ ǘƘŜ άǘƘŜ aм ŀƴŘ aн 

ƘƛƎƘǿŀȅǎ ōŜŎƻƳŜ ǎŜǾŜǊŜƭȅ ŎƻƴƎŜǎǘŜŘ ŘǳǊƛƴƎ ǇŜŀƪ ǇŜǊƛƻŘǎ ƻŦ ǘǊŀŦŦƛŎ Ŧƭƻǿέ (City of Johannesburg, 

2010: 22). The M2 highway is daily placed under pressure as a ǊŜǎǳƭǘ ƻŦ άǘƘŜ ƭƛƳƛǘŜŘ ƴǳƳōŜǊ ƻŦ ƘƛƎƘ-

capacity east-ǿŜǎǘ ǾŜƘƛŎǳƭŀǊ ǊƻǳǘŜǎ ǘǊŀǾŜǊǎƛƴƎ ǘƘŜ wŜƎƛƻƴέ (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.  

 

!ŎŎƻǊŘƛƴƎ ǘƻ ǘƘŜ wŜƎƛƻƴ C w{5C άƳŀƧƻǊƛǘȅ ƻŦ ǘƘŜ ǊƻŀŘǎ ŀǊŜ ƛƴ ŀ ŦŀƛǊ ǘƻ ƎƻƻŘ ŎƻƴŘƛǘƛƻƴ ōǳǘ ǘƘŜ 

pavements, walkways and pedestrian space need upgrading and maintenance particularly in nodes 

ǿƘŜǊŜ ǇŜŘŜǎǘǊƛŀƴ ǾƻƭǳƳŜǎ ŀǊŜ ƘƛƎƘέ (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). 

.ŀǎŜŘ ƻƴ ǘƘŜ wŜƎƛƻƴ C w{5C ŀ ƘƛƎƘǿŀȅ άŀŎŎƻƳƳƻŘŀǘŜǎ Ƴŀƛƴƭȅ ƴŀǘƛƻƴŀƭΣ ǊŜƎƛƻƴŀƭ ŀƴŘ ƭƻƴƎŜǊ ŘƛǎǘŀƴŎŜ 

 

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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ƳŜǘǊƻǇƻƭƛǘŀƴ ǘǊƛǇǎέ ǿƘŜǊŜ άŀŎŎŜǎǎ ƛǎ ǊŜǎǘǊƛŎǘŜŘ ǘƻ ǘƘŜ ƛƴǘŜǊŎƘŀƴƎŜǎ ƻƴƭȅέ (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 C w{5C ŀ Ƴƻōƛƭƛǘȅ ǎǇƛƴŜ άƛǎ ŀƴ ŀǊǘŜǊƛŀƭ ŀƭƻƴƎ ǿƘƛŎƘ ǘƘǊƻǳƎƘ 

ǘǊŀŦŦƛŎ Ŧƭƻǿǎ ǿƛǘƘ ƳƛƴƛƳǳƳ ƛƴǘŜǊǊǳǇǘƛƻƴ όƻǇǘƛƳŀƭ Ƴƻōƛƭƛǘȅύέ ŀƴŘ ƛǎ ǳǎǳŀƭƭȅ άǘƘŜ Ƴŀƛƴ ŀǊǘŜǊƛŀƭ ǊƻŀŘ 

ōŜǘǿŜŜƴ ƳŀƧƻǊ ƴƻŘŜǎ ƻǊ ōŜǘǿŜŜƴ ƴƻŘŜǎ ŀƴŘ ǘƘŜ ŦǊŜŜǿŀȅ ŀƴŘ ƳƻǘƻǊǿŀȅ ǎȅǎǘŜƳέ (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 stǳŘȅ ŀǊŜŀ ŀƴŘ ƻŦǘŜƴ άǎŜǊǾŜ ŀ 

ǎƛƎƴƛŦƛŎŀƴǘ ŀƳƻǳƴǘ ƻŦ ΨǊŀǘ ǊǳƴƴƛƴƎΩ ǘǊŀŦŦƛŎΣ ǿƘƻǎŜ ǘǊƛǇǎ Řƻ ƴƻǘ ǎǘŀǊǘ ƻǊ ŦƛƴƛǎƘ ǿƛǘƘƛƴ ¢ǳǊŦŦƻƴǘŜƛƴ ŀƴŘ 

ǳǎŜ ǘƘŜǎŜ ǊƻǳǘŜǎ ŀǎ ŀ ǎƘƻǊǘ Ŏǳǘ ƛƴǘƻ WƻƘŀƴƴŜǎōǳǊƎ ƛƴǎǘŜŀŘ ƻŦ ǘƘŜ /ƭŀǎǎ м ǊƻŀŘǎ ƳŜƴǘƛƻƴŜŘ ŀōƻǾŜέ 

(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 

ƳƻǾŜƳŜƴǘ ŀƴŘ Ƴƻōƛƭƛǘȅ ƻŦ άƛƴǘǊŀ ǊŜƎƛƻƴŀƭ ǘǊŀŦŦƛŎέ ǘƘŀǘ άƻŦǘŜƴ ŎƻƴƴŜŎǘǎ Ƴƻōƛƭƛǘȅ ǎǇƛƴŜǎ ƻǊ 

ƴŜƛƎƘōƻǳǊƘƻƻŘ ƴƻŘŜǎέ (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 

ƛƳǇƻǊǘŀƴǘ ƭƻŎŀƭ ǎǘǊŜŜǘǎ ǘƘŀǘ ǇǊƻǾƛŘŜ ŀŎŎŜǎǎ ǘƻ ŀŎǘƛǾƛǘƛŜǎ ŀƭƻƴƎ ǎǘǊŜŜǘǎ ǿƘŜǊŜ άƳƻōƛƭƛǘȅ ƛǎ 

ŎƻƳǇǊƻƳƛǎŜŘ ƛƴ ŦŀǾƻǳǊ ƻŦ ǘƘŜ ŀŎǘƛǾƛǘȅέ (City of Johannesburg, 2010: 36). Class 5 roads are considered 

ƭƻŎŀƭ ǊŜǎƛŘŜƴǘƛŀƭ ǎǘǊŜŜǘǎ άǘƘŀǘ ǎŜǊǾŜ ǇǊƛƳŀǊƛƭȅ ƭƻŎŀƭ ǘǊŀŦŦƛŎ ŀŎŎŜǎǎƛƴƎ ǘƘŜ ǎŜǊǾŜŘ ŀǊŜŀέ (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:  

¶ ά¢ƘŜ ŘŜǾŜƭƻǇƳŜƴǘ ƻŦ ŀƴ ŀƭǘŜǊƴŀǘƛǾŜ ǾŜƘƛŎǳƭŀǊ ƴƻǊǘƘ-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 

ƭƻŎŀƭƛǎŜŘ ǘǊŀŦŦƛŎ ǿƛǘƘƛƴ ǘƘŜ ǎǘǳŘȅ ŀǊŜŀΦέ 

(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 

ŀƴ ƻǇǇƻǊǘǳƴƛǘȅ ǘƻ ŎŀǇǘǳǊŜ ǘƘƛǎ ƳƻǾŜƳŜƴǘ ƛƴ ǘƘŜ ǎǘǳŘȅ ŀǊŜŀ ŀƴŘ άƎŜƴŜǊŀǘŜ ŜŎƻƴƻƳƛŎ ŘŜǾŜƭƻǇƳŜƴǘέ 

(Aurecon, 2014: 22)Φ !ŎŎƻǊŘƛƴƎ ǘƻ ǘƘŜ ¢5/ ŘƻŎǳƳŜƴǘ ŀōƻǳǘ άорΣслл ǿƻǊƪŜǊǎ ŀƴŘ ƭŜŀǊƴŜǊǎ ǘǊŀǾŜƭ ǘƻ 

¢ǳǊŦŦƻƴǘŜƛƴ ŜŀŎƘ Řŀȅ ǘƻ ŀŎŎŜǎǎ ŜƳǇƭƻȅƳŜƴǘ ŀƴŘ ŜŘǳŎŀǘƛƻƴ ŦŀŎƛƭƛǘƛŜǎέ (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 

άƳǳǎǘ ōŜ ǊŜŎƻƎƴƛȊŜŘ ǘƘŀǘ Ŏƻƴǘƛƴǳƻusly providing for private vehicle travel based on current trends is 

ƴƻǘ ǎǳǎǘŀƛƴŀōƭŜ ŀƴŘ ǾƛŀōƭŜέ ŀƴŘ ǘƘŜǊŜŦƻǊŜ άǎǘǊƻƴƎŜǊ ŜƳǇƘŀǎƛǎ ǎƘƻǳƭŘ ōŜ ƎƛǾŜƴ ƻƴ ǇǊƻǾƛŘƛƴƎ 

infrastructure and directing land uses which support shorter trips via public transport, walking and 

ŎȅŎƭƛƴƎέ (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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ŎŀǳǎŜŘ ōȅ ǘƘŜ άƭƻǿ ŎŀǊ ƻǿƴŜǊǎƘƛǇέ ƛƴ ŎƻƴƧǳƴŎǘƛƻƴ ǿƛǘƘ ǘƘŜ ŦŀŎǘ ǘƘŀǘ άƳŀƧƻǊƛǘȅ ƻŦ ǘƘŜǎŜ ǘǊƛǇǎ ŀǊŜ 

ƳŀŘŜ ƻƴ Ŧƻƻǘέ (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. 

¢ƘŜǊŜŦƻǊŜ ǘƘŜǊŜ ƛǎ ŀ ƴŜŜŘ ŦƻǊ άƛƳǇǊƻǾƛƴƎ ŀƴŘ ǇǊƻǾƛŘƛƴƎ ŀƴ ŀŎŎŜǎǎƛōƭŜΣ ŎƻƘŜǊŜƴǘ ŀƴŘ ŎƻƴƴŜŎǘŜŘ ƴƻƴ-

ƳƻǘƻǊƛǎŜŘ ǘǊŀƴǎǇƻǊǘέ ƛƴ ƻǊŘŜǊ ǘƻ άƛƴŎǊŜŀǎŜ ǘƘŜ ǇǊƻǇƻǊǘƛƻƴ ƻŦ ǘǊƛǇǎ ƳŀŘŜ ƛƴ ŀ ǎǳǎǘŀƛƴŀōƭŜ ƳŀƴƴŜǊέ 

(Aurecon, 2014: 23).  

 

Map 4.13: This map highlights the movement within the TDC  

Source: Aurecon, 2014: 23  

 

4.4.4 Attractor s 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 

ƳƻǾŜƳŜƴǘ ōŜǘǿŜŜƴ ŘƛŦŦŜǊŜƴǘ ƭŀƴŘ ǳǎŜǎ ƻǊ ŘŜǎǘƛƴŀǘƛƻƴǎΦ !ŎŎƻǊŘƛƴƎ ǘƻ ǘƘŜ ¢5/ ŘƻŎǳƳŜƴǘ άƭŀƴŘ ǳǎŜǎ 
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Ƴŀȅ ōŜ ŎƘŀǊŀŎǘŜǊƛǎŜŘ ŀǎ ŜƛǘƘŜǊ ǘƘƻǎŜ ǘƘŀǘ ŀǘǘǊŀŎǘ ǘǊƛǇǎ ƻǊ ǘƘƻǎŜ ǘƘŀǘ ƎŜƴŜǊŀǘŜ ǘǊƛǇǎέ (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.  

¢ƘŜ ¢5/ ŘƻŎǳƳŜƴǘ ǎǳƎƎŜǎǘǎ ǘƘŀǘ άƳƻǾŜƳŜƴǘ ƛǎ ŘŜǊƛǾŜŘ ōȅ ŎƻƴƴŜŎǘƛƴƎ ǘǊƛǇ ƎŜƴŜǊŀǘƻǊǎ όƻǊƛƎƛƴǎύ ǘƻ 

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-

ŘŜǎǘƛƴŀǘƛƻƴ ǇŀƛǊǎέ (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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¢ƘŜ ¢5/ ŘƻŎǳƳŜƴǘ Ǉƻƛƴǘǎ ƻǳǘ ǘƘŀǘ άŜƳǇƭƻȅƳŜƴǘ ŎŜƴǘǊŜǎΣ ŜŘǳŎŀǘƛƻƴ ŀƴŘ ƘŜŀƭǘƘ ŦŀŎƛƭƛǘƛŜǎ ŀƴŘ 

recreational and open spaces such as Pioneers and possibly Moffat Park are typically areas that 

ŀǘǘǊŀŎǘ ǘǊƛǇǎέ (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.  

ά²ƘŜƴ ǘǊŀƴǎǇƻǊǘŀǘƛƻƴ ŀƴŘ ƭŀƴŘ ǳǎŜ ŀǊŜ ǿŜƭƭ ŎƻƻǊŘƛƴŀǘŜŘΣ ǇǳōƭƛŎ ǘǊŀƴǎǇƻǊǘ ŀƴŘ ƴƻƴ-motorised 

transport can provide more people with fast, direct and cost-effective access to more destinations, 

thereby increasing the possibility of people living and ǿƻǊƪƛƴƎ ƻǊ ƭŜŀǊƴƛƴƎ ǿƛǘƘƛƴ ǘƘŜ ŎƻǊǊƛŘƻǊέ 

(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: 19ς20  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 

ǊƻŀŘ ƴŜǘǿƻǊƪ ŀƴŘ Ƴŀƛƴ ƳƻŘŜǎ ƻŦ ǘǊŀƴǎǇƻǊǘŀǘƛƻƴΦ IƻǿŜǾŜǊΣ άǘƘŜǊŜ ƛǎ ŀ ǎǘǊƻƴƎ ŘŜƳŀƴŘ ŦƻǊ ǇǳōƭƛŎ 

ǘǊŀƴǎǇƻǊǘ όǘŀȄƛǎ ŀƴŘ ǘǊŀƛƴǎύ ŀƭƻƴƎ ǘƘŜ ŎƻǊǊƛŘƻǊ ōŜǘǿŜŜƴ {ƻǿŜǘƻ ŀƴŘ ¢ǳǊŦŦƻƴǘŜƛƴέ ƛƴŘƛŎŀǘƛƴƎ ǘƘŀǘ ǘƘŜ 

ǎǘǳŘȅ ŀǊŜŀ άƛǎ Ŝŀǎily 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 

ōƻǘƘ ǿƻǊƪ ŀƴŘ ƭƛǾŜέ (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 

άōŀǎŜŘ ƻƴ ǘƘŜ ŎǳǊǊŜƴǘ ƳƻǾŜƳŜƴǘ ǇŀǘǘŜǊƴǎ ŀƴŘ Řensification strategies proposed as part of the 

Corridors of Freedom initiative, the future area could possibly be better served by a public transport 

ŦŜŜŘŜǊ ǊƻǳǘŜ ǇǊƻǾƛŘƛƴƎ ŀ ƘƛƎƘ ǉǳŀƭƛǘȅ ƭƛƴƪ ōŜǘǿŜŜƴ ǘƘŜ ŀǊŜŀ ŀƴŘ ǘƘŜ ǿƛŘŜǊ WƻƘŀƴƴŜǎōǳǊƎέ (Aurecon, 

2014: 28). According to the TDC document the PTAL analysed that: 

¶ ά¢ƘŜ ¢ǳǊŦŦƻƴǘŜƛƴ ǎǘǳŘȅ ŀǊŜŀ ƛǎ ǇƻƻǊƭȅ ǎŜǊǾŜŘ ŀƴŘ ƭŀǊƎŜƭȅ ƛƴŀŎŎŜǎǎƛōƭŜ ŦǊƻƳ ǇǳōƭƛŎ ǘǊŀƴǎǇƻǊǘ 

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 

ǎŜǊǾƛŎŜ ǿƛǘƘ ǎǘƻǇǎ ƭƻŎŀǘŜŘ ŀǘ ŀǇǇǊƻǇǊƛŀǘŜ ƭƻŎŀǘƛƻƴǎ ŀƴŘ ǊŜƎǳƭŀǊ ŦǊŜǉǳŜƴŎȅΦέ 

(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 

ōȅ ƳǳƴƛŎƛǇŀƭ ōǳǎŜǎ ƛƴ ǘŜǊƳǎ ƻŦ ƛǘǎ ŎƻǾŜǊŀƎŜ ƴŜǘǿƻǊƪ ƘƻǿŜǾŜǊ ǘƘŜ άƛǊǊŜƎǳƭŀǊ ŦǊŜǉǳŜƴŎƛŜǎ ŀƴŘ 

operating times of these services limits the ability of local residents to solely depend on public 

transport ŀǎ ŀ ƳŜŀƴǎ ƻŦ ǘǊŀƴǎǇƻǊǘ ǘƻ ŀŘƧŀŎŜƴǘ ŀǊŜŀǎέ (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. 

¶ ά¢ƘŜ ƳǳƴƛŎƛǇŀƭ ōǳǎ ŦƭŜŜǘ Ŏƻƴǘŀƛƴǎ ƻƴƭȅ ǎƛȄ όм҈ ƻŦ ǘƻǘŀƭ ŦƭŜŜǘύ ǎǇŜŎƛŀƭ ƴŜŜŘǎ ōǳǎŜǎΣ ǿƛǘƘ ƴƻƴŜ 

of these operating on any of the routes serving this area. 



90 | P a g e 
 

 

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 

¶ .ǳǎŜǎ Ǌǳƴ ŀǘ ŎŀǇŀŎƛǘȅ ǿƛǘƘƛƴ ǘƘŜ ƳƻǊƴƛƴƎ ǇŜŀƪ ŘǳŜ ǘƻ ǘƘŜ ƭƻǿ ŦǊŜǉǳŜƴŎȅ ǎŜǊǾƛŎŜΦέ 

          (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-ōȅŜǎΦ ¢ƘŜ ǎǘǳŘȅ ŀǊŜŀ άƘŀǎ ŀ ǎǘǊƻƴƎ ǿŀƭƪƛƴƎ 

culture, which coupled with its proximity to the CBD, creates the opportunity to establish non-

ƳƻǘƻǊƛǎŜŘ ǘǊŀƴǎǇƻǊǘ ŀǎ ǘƘŜ ǇǊƛƻǊƛǘȅ ƳƻŘŜ ƛƴ ǘƘŜ ŀǊŜŀέ (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 

ƴƻƴŜǘƘŜƭŜǎǎ άŎƻƴǎƛŘŜǊŜŘ ǘƻ ōŜ ƛƴŀŘŜǉǳŀǘŜ ŀǎ ǘƘŜ ƴŜǘǿƻǊƪ ƛǎ ŘƛǎŎƻƴǘƛƴǳƻǳǎ ŀƴŘ ǇƻƻǊƭȅ ƳŀƛƴǘŀƛƴŜŘέ 

ŀƴŘ άƴƻ ŘŜŘƛŎŀǘŜŘ ŎȅŎƭŜ ŦŀŎƛƭƛǘƛŜǎ ŎǳǊǊŜƴǘƭȅ ŜȄƛǎǘέ ƛƴ ǘƘŜ ǎǘǳŘȅ ŀǊŜŀ (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)Φ ¢ƘŜǎŜ ƛƴǘŜǊǾŜƴǘƛƻƴǎ ŎƻǳƭŘ ƛƴŎƭǳŘŜ ǘƘŜ ƛƳǇǊƻǾŜƳŜƴǘ ƻŦ άƭƛƴƪŀƎŜǎ ǘƻ ŜƳǇƭƻȅƳŜƴǘ 

opportunities situated to the north of the railway line, existing recreational facilities and regional 

recreational-ǘƻǳǊƛǎƳ ŀǊŜŀǎ ǎƛǘǳŀǘŜŘ ǘƻ ǘƘŜ ǎƻǳǘƘ ƻŦ ǘƘŜ ǎǘǳŘȅ ŀǊŜŀέ (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 

ŘƻŎǳƳŜƴǘ άƛƴ ǘƘŜ ŦǳǘǳǊŜ ŎƻǊǊƛŘƻǊΣ ǘǊŀƴǎǇƻǊǘŀǘƛƻƴ ŀƴŘ ƭŀƴŘ ǳǎŜ ǿƛƭƭ ōŜ ƛƴǘŜƎǊŀǘŜŘ ƛƴ ǘƘŜ ŦǳǘǳǊŜ 

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 

ǘƘŜ ŎƻǊǊƛŘƻǊέ (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 iǎ ŀŘŜǉǳŀǘŜΣ ƛƴ ǘŜǊƳǎ ƻŦ ǘƘŜ ŎƛǘȅΩǎ 

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 

ǘƘŀǘ άƛǘ ƛǎ ŎǊƛǘƛŎŀƭ ǘo connect the area to existing public transport network: 

¶ To link Turffontein to economic opportunities situated in the CBD, 

¶ ¢ƻ ƳŀƪŜ ¢ǳǊŦŦƻƴǘŜƛƴΩǎ ǊŜŎǊŜŀǘƛƻƴŀƭ ƻǇǇƻǊǘǳƴƛǘƛŜǎ ŀŎŎŜǎǎƛōƭŜ ŦƻǊ ǿƛŘŜǊ ǊŜƎƛƻƴΦέ  

(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 

wƻŀŘΦ !ŎŎƻǊŘƛƴƎ ǘƻ ǘƘŜ ¢5/ ŘƻŎǳƳŜƴǘ ǘƘŜ ά9ƭƻŦŦ {ǘǊŜŜǘ ŀƴŘ wƻǎŜǘǘŜƴǾƛƭƭŜ wƻŀŘǎ ƘŀǾŜ ǘƘŜ ōƛƎƎŜǎǘ 

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 vƛŀ .ƻƻȅǎŜƴǎέ ǿƘŜǊŜ ǘƘŜ άǿƛŘŜǊ ŀǊŜŀ ŎƻǳƭŘ Ǉƻǎǎƛōƭȅ ōŜ ŎƻƴƴŜŎǘŜŘ 

Ǿƛŀ .ƻƻȅǎŜƴǎ ƛƴǘƻ ǘƘŜ ŜȄƛǎǘƛƴƎ wŜŀ ±ŀȅŀέ (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 

Ǿƛǎƛƻƴ ŦƻǊ ǘƘŜ ¢5/ ōŀǎŜŘ ƻƴ ǘƘŜ /ƻǊǊƛŘƻǊǎ ƻŦ CǊŜŜŘƻƳ ǿƘŜǊŜ ¢ǳǊŦŦƻƴǘŜƛƴ ǿƛƭƭ άōŜŎƻƳŜ ŀ ǉǳŀƭƛǘȅ 

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 

ǿŀƭƪƛƴƎ ŘƛǎǘŀƴŎŜ ŦǊƻƳ WƻƘŀƴƴŜǎōǳǊƎ /.5έ (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 

άƻǇǘƛƳƛǎƛƴƎ ŎƻƴƴŜŎǘƛǾƛǘȅ ǿƛǘƘƛƴ ǘƘŜ ŎƻǊǊƛŘƻǊΣ ŀƴŘ ƘŀǊƴŜǎǎƛƴƎ ŎƻƴƴŜŎǘƛƻƴǎ ǿƛǘƘ ǘƘŜ Ŏƛǘȅέ ƛǎ  Ǿƛǘŀƭ ǘƻ ƛǘǎ 

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 

Ŧƛƴŀƭ ¢5/ ŘƻŎǳƳŜƴǘ ǎǳƎƎŜǎǘǎ ǘƘŀǘ άǎǳǎǘŀƛƴŀōƭŜ ǘǊŀƴǎǇƻǊǘ ƛƴŎƭǳŘŜǎ ǘƘŜ ǎǘǊŜƴƎǘƘŜƴƛƴƎ ƻǊ ǊŜǇƭŀŎƛƴƎ ƻŦ 

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 

ƳƻǾŜƳŜƴǘέ (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: 

¶ ά¢ƘŜ ǘǊŀƴǎǇƻǊǘ ǎȅǎǘŜƳ ǿƛƭƭ ǇǊƻƳƻǘŜ ǘƘŜ ŀǇǇǊƻǇǊƛŀǘŜ ǘǊŀƴǎǇƻǊǘ ƳƻŘŜ ŦƻǊ ǘƘŜ ŀǇǇǊƻǇǊƛŀǘŜ ǘǊƛǇΦ 

¶ 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 comƳǳƴƛǘƛŜǎέ (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 

άƘƛƎƘŜǊ ƻǊŘŜǊ ǇǳōƭƛŎ ǘǊŀƴǎǇƻǊǘ ǎǇƛƴŜέ ǘƘŀǘ ǿƛƭƭ ōŜ ǳǎŜŘ ƛƴ ǘƘŜ ǎǘǳŘȅ ŀrea (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. 

¢ƘŜǎŜ ǊŜƎƛƻƴŀƭ ƭƛƴƪǎ ŀǊŜ άƪŜȅ ŀǊǘŜǊƛŀƭ ŎƻƴƴŜŎǘƛƻƴǎέ ǘƘŀǘ ŎƻƴƴŜŎǘ ǘƘŜ ǎǘǳŘȅ ŀǊŜŀ ǿƛǘƘ ǘƘŜ άōǊƻŀŘŜǊ Ŏƛǘȅ 

ǎǘǊǳŎǘǳǊŜέ ŀǎ ǿŜƭƭ ŀǎ ŎƻƴƴŜŎǘƛƴƎ ǘƘƛǎ ŎƻǊǊƛŘƻǊ ǘƻ άƪŜȅ ƴƻŘŜǎΣ ƘƛƎƘŜǊ ƭŜǾŜƭ ƳƻǾŜƳŜƴǘ ǎȅǎǘŜƳǎΣ ŀƴŘ 

related city-ǎŎŀƭŜ ŜƭŜƳŜƴǘǎέ (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 ǘƘŜ ŎƻƴƴŜŎǘƛƻƴ ǿƛǘƘ άǘƘŜ tǳōƭƛŎ ¢ǊŀƴǎǇƻǊǘ {ǇƛƴŜ ŀƴŘ ƛǘǎ ǎŜŎƻƴŘŀǊȅ ƴŜǘǿƻǊƪ ǿƛǘƘ ƪŜȅ 

ŀŎǘƛǾƛǘȅ ŦƻŎƛƛΣ ǇǳōƭƛŎ ŦŀŎƛƭƛǘƛŜǎ ŀƴŘ ŜȄƛǎǘƛƴƎ ŀǊŜŀ ǿƛǘƘƛƴ ǘƘŜ ŎƻǊǊƛŘƻǊέ (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. 

¢ƘŜǊŜŦƻǊŜΣ άƛŦ ǘƘŜ ǎǘƻǇǎ ŀǊŜ пллƳ ŀǇŀǊǘΣ ƻƴŜ ƻŦ 

ǘƘŜ ǎǘƻǇǎ ǿƛƭƭ ōŜ ŎƭŀǎǎƛŦƛŜŘ ŀǎ ŀ ƭƻŎŀƭ ǎǘƻǇέ ōǳǘ ƛŦ 
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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 

 

 

ǘƘŜ άǎǘƻǇǎ ŀǊŜ ƳƻǊŜ ǘƘŀƴ тллƳ ŀǇŀǊǘ ǘƘŜƴ ōƻǘƘ ǎǘŀǘƛƻƴǎ ǿƛƭƭ ōŜ ǇǊŜƳƛǳƳ ǎǘŀǘƛƻƴǎ depending on next 

and previous stops along the ƭƛƴŜέ (Aurecon, 2014: 77; IYER, 2014: 56). 

As seen on map 4.17 ǘƘŜ ǎǘƻǇǎ ƛƴ ǘƘŜ ¢5/ άǿŜǊŜ ƛŘŜƴǘƛŦƛŜŘ ōŀǎŜŘ ƻƴ ŎǳǊǊŜƴǘ ƭŀƴŘ ǳǎŜ ƳƛȄ ŀƴŘ ƭŀƴŘ 

ǳǎŜ ǘǊƛǇ ŀǘǘǊŀŎǘƻǊ κ ƎŜƴŜǊŀǘƻǊ ŎƘŀǊŀŎǘŜǊƛǎǘƛŎǎέ (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 

пллƳ ƛƴǘŜǊǾŀƭǎΦ ¢ƘŜ ¢5/ ŘƻŎǳƳŜƴǘ ǎǘŀǘŜǎ ǘƘŀǘ άǎǘƻǇǎ ǿƛƭƭ ōŜ ŀŎŎŜǎǎƛōƭŜ ŦƻǊ ōƻǘƘ ǘǊŀǾŜl directions and 

ƛǘ ǿŀǎ ŀǎǎǳƳŜŘ ǘƘŀǘ ǘƘŜ ǎǘƻǇǎ ǿƛƭƭ ōŜ ǎƛǘǳŀǘŜŘ ƛƴ ǘƘŜ ƳŜŘƛŀƴ ƻŦ ǘƘŜ ǊƻŀŘέ (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 

!ŎŎƻǊŘƛƴƎ ǘƻ ǘƘŜ Ŧƛƴŀƭ ¢5/ ŘƻŎǳƳŜƴǘ άǘƘŜǊŜ ƛǎ ƴƻ Řƻǳōǘ ǘƘŀǘ ǘƘŜ ǇǊƻǇƻǎŜŘ wŜŀ ±ŀya 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 

ŘŜƴǎƛǘȅ ŀƴŘ ƭŀƴŘ ǳǎŜ ŎƘŀƴƎŜǎ ŀǊŜ ƛƴŜǾƛǘŀōƭŜέ (IYER, 2014: 88). However the influence does not only 

ƭƛŜ ƻƴ ǘƘŜ wŜŀ ±ŀȅŀ ōǳǘ ǘƘŜ άŜƳǇƘŀǎƛǎ ƛǎ ŀƭǎƻ ƻƴ ŎǊŜŀǘƛƴƎ ŀ ǎǘǊƻƴƎ ƴƻƴ-motorised transport based 

infrastructure based on cycle and ǿŀƭƪǿŀȅǎ ǘƻ ƭƛƴƪ ǘƘŜ ŀǊŜŀ ǘƻ ǘƘŜ LƴƴŜǊ /ƛǘȅέ (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:  

¶ ά²ŜƳƳŜǊ tŀƴ 

¶ Turffontein  

¶ Stafford (BoƻȅǎŜƴǎ tǊŜŎƛƴŎǘύέ             (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 

ŎƻƴŎŜǇǘǳŀƭ Ǉƭŀƴ ŦƻǊ ǘƘŜ ¢ǳǊŦŦƻƴǘŜƛƴ tǊŜŎƛƴŎǘ ŀƴŘ ƛǎ ŦƻŎǳǎŜŘ ǇǊƛƳŀǊƛƭȅ ƻƴ ǘƘŜ ΨƎǊŜŜƴ ƭƛƴƪΩ ŀnd the 

ΨwƻǘǳƴŘŀ tŀǊƪΩ ŀǎ ǇƛǾƻǘŀƭ ƛƴ ǘƘŜ ŘŜǾŜƭƻǇƳŜƴǘ ƻŦ ǘƘƛǎ ŀǊŜŀΦ  

 
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 

ǘƘƛǎ ƭƛƴŜŀǊ ǇŀǊƪ άǿƛƭƭ ŀǎǎƛǎǘ ƛƴ ǎǘǊŜƴƎǘƘŜƴƛƴƎ ǘƘŜ ŀǊŜŀΩǎ ǳƴƛǉǳŜ ŎƘŀǊŀŎǘŜǊ ŀƴŘ ǎǳǇǇƻǊǘ ǘƘŜ ŜǎǘŀōƭƛǎƘƛƴƎ 

of Turffontein as a recreational destination in Johannesburg due to its excellent non-motorised- and 

ǇǳōƭƛŎ ǘǊŀƴǎǇƻǊǘ ƭƛƴƪŀƎŜǎ ǿƛǘƘ ǘƘŜ ǊŜŎǊŜŀǘƛƻƴŀƭ ǇǊŜŎƛƴŎǘ ƛƴ tƛƻƴŜŜǊǎ tŀǊƪέ (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 

άƎǊŜŜƴ ƭƛƴƪ ōŜǘǿŜŜƴ ǘƘŜ ¢ǳǊŦŦƻƴǘŜƛƴ ƭƻŎŀƭ ƴƻŘŜ ŀƴŘ ǘƘŜ [ŀ wƻŎƘŜƭƭŜ ƴƻŘŜέ ǿƘŜǊŜ ǘƘŜ ŎŜƴǘǊŀƭ άǇŀǊǘ 

will become a themed, meandering green corridor, with a service road for local access, on either 

ǎƛŘŜέ (Aurecon, 2014: 117; IYER, 2014: 84). The area will then be introduced with a number of 

ŀŎǘƛǾƛǘƛŜǎΣ άƛƴŎƭǳŘƛƴƎ ŀ ǎǇŀŎŜ ŦƻǊ ŀƴ ǳǊōŀƴ ƳŀǊƪŜǘ ŀƴŘ ŀ ǘrim park, will be introduced into the themed 

walk, this allows for pockets of interest, creating a push pull factor leading the user through the 

ǎǇŀŎŜέ (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 

ǇǊƻǾƛŘŜŘ ǿƛǘƘ ŀƴ άƻǊƛƎƛƴŀƭ tƻǊǘǳƎǳŜǎŜ Ŧƻǳƴǘŀƛƴ ǿƛƭƭ ōŜ ǊŜǎǘƻǊŜŘ ŀƴŘ ǇƭŀŎed together with a small 

neighbourhood amphitheatre; this will serve as a celebration of the areas rich history dating back 

ŦǊƻƳ ǘƘŜ ŜŀǊƭȅ мфллΩǎέ (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.  

¢ƘŜ ŀƴŀƭȅǎƛǎ ƻŦ ǘƘŜ ǎǘǳŘȅ ŀǊŜŀ ǎǳƎƎŜǎǘŜŘ ǘƘŀǘ άǘƘŜǊŜ ƛǎ ŀ ƭŀŎƪ ƻŦ ŀŘŜǉǳŀǘŜ ƭƛƴƪŀƎŜǎ ōŜǘǿŜŜƴ 

ŘŜǎǘƛƴŀǘƛƻƴǎΣ ƛƴŎƭǳŘƛƴƎέ Ƴŀƴȅ ƻŦ ǘƘŜ ƻǇŜƴ ǇƛŜŎŜǎ ƻŦ ƭŀƴŘ ǘƘŀǘ άŀŎǘ ŀǎ ōŀǊǊƛŜǊǎ ōŜǘǿŜŜƴ ŎŜǊǘŀƛƴ 

ǎǳōǳǊōǎ ǿƛǘƘƛƴ ǘƘŜ ŎƻǊǊƛŘƻǊέ (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 ¢5/ ƛǎ ǎŜŜƴ ŀǎ άŀ ŎǊǳŎƛŀƭ ƭƛƴƪ 

ōŜǘǿŜŜƴ WƻƘŀƴƴŜǎōǳǊƎ ŀƴŘ DŀǳǘŜƴƎ {ƻǳǘƘΣ ŀƴŘ ŦǳƴŎǘƛƻƴǎ ŀǎ ǘƘŜ ƎŀǘŜǿŀȅ ǘƻ WƻƘŀƴƴŜǎōǳǊƎέ 

(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 

ǇŜŘŜǎǘǊƛŀƴ ƛƴŦǊŀǎǘǊǳŎǘǳǊŜΦ ¢ƘŜǊŜŦƻǊŜ ǘƘŜ {!C ŦƻǊ ǘƘŜ ¢5/ ǇǊƻǇƻǎŜǎ άǘƘŜ ŀƭƛƎƴƳŜƴǘ ƻŦ ŀ ƘƛƎƘ ǉǳŀƭƛǘȅ 

ǇǳōƭƛŎ ǘǊŀƴǎǇƻǊǘ ǊƻǳǘŜ ŎƻƴƴŜŎǘƛƴƎ ǘƘŜ ŀǊŜŀ ǿƛǘƘ ǘƘŜ ŜȄƛǎǘƛƴƎ wŜŀ ±ŀȅŀ ƴŜǘǿƻǊƪέ (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 

ŎƛǘȅΩǎ ǎǇŀǘƛŀƭ ǇƻƭƛŎƛŜǎΦ Lǘ Ƙŀǎ ōŜŎƻƳŜ ƛƳǇƻǊǘŀƴǘ ǘƻ ƭƛƴƪ ǇǳōƭƛŎ ǘǊŀƴǎǇƻǊǘŀǘƛƻƴ ǿƛǘƘ ƭŀƴd 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 ς 

private consultant, respondents 2 and 3 ς 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 consideratio n 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 

¢5/Σ άwhether 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 

ǿƘŜǊŜ ƛǘ ƛǎ ŀ ƎƻƛƴƎ ǘƻ ƘŀǇǇŜƴέΦ ¢ƘŜ ƴŜȄǘ ǎŜŎǘƛƻƴ 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 

ŎƻǊǊƛŘƻǊǎΩ ǇƘȅǎƛŎŀƭ ŦƻǊƳ ƛǎ ƛǘ ǘƻ ŎƻƴƴŜŎǘ Ǉƻƛƴǘ ! ŀƴŘ .Σ ǊŜƎŀǊŘƭŜǎǎ ƻŦ ǘƘŜ ǘȅǇŜ ƻŦ ŀŎǘƛǾƛǘȅ ǘƘŀǘ ƻŎŎǳǊǎ 

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 

ǉǳŜǎǘƛƻƴ ǘƘŀǘ άǘƘŜ ǇǊƻǇƻǎŜŘ ǘǊŀƴǎǇƻǊǘ ǊƻǳǘŜǎ ǿƛƭƭ ǎŜƴŘ ǇŜƻǇƭŜ ǘƻ ǘƘŜ ŎŜƴǘǊŜ ƻŦ WƻƘŀƴƴŜǎōǳǊƎΦ ¢ƘŜ 

dynamics of the greater Johannesburg has changed and there are now very few businesses in the 

/.5Σ ǎƻ ǿƘȅ ŀǊŜ ŀƭƭ ǘƘŜ ǊƻǳǘŜǎ ŦƻŎǳǎŜŘ ƻƴ ǘƘƛǎ ŀǊŜŀΚέ Pienaar (2013: 6-7) responded by saying that 

άǊŜƎŀǊŘƛƴƎ ǘƘŜ ǘǊŀƴǎǇƻǊǘŀǘƛƻƴ 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 

ƴƻŘŜ ƛƴ DŀǳǘŜƴƎ ŀƴŘ ƛǎ ŀ ƳŀƧƻǊ ǇƭŀŎŜ ŦƻǊ ǿƻǊƪΦέ IƻǿŜǾŜǊΣ ǘƘƛǎ ŘƛŘ ƴƻǘ ŀƴǎǿŜǊ ŀǎ 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) ǘǊƛŜǎ ǘƻ άǘƻ ŦƛƴŘ ƻǳǘ ƻƴ ǿƘŀǘ ōŀǎƛǎ ǿŀǎ ǘƘŜ ǊƻǳǘŜ ƛŘŜƴǘƛŦƛŜŘΚ ¢ƘŜ ǿƘƻƭŜ .w¢ 

route what was established and how was those streets ƛŘŜƴǘƛŦƛŜŘ ŀƴŘ ŎƘƻǎŜƴ ŀōƻǾŜ ƻǘƘŜǊǎΚέ 

According to Hanger (2014: 2ς3) άƛƴ ǘŜǊƳǎ ƻŦ ŎƘƻƻǎƛƴƎ ǘƘŜ ǎǘǊŜŜǘǎ ǘƘŜ ǇǊƻŎŜǎǎ ŦƻƭƭƻǿŜŘ ǿŀǎ ŀ 

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 

ōŜŎƻƳŜ ŀ Ŏŀǘŀƭȅǎǘ ŦƻǊ ǊŜŘŜǾŜƭƻǇƳŜƴǘ ŀƴŘ ǊŜƎŜƴŜǊŀǘƛƻƴ ƛƴ ŎŜǊǘŀƛƴ ŀǊŜŀǎέ ŀƴŘ ōŀǎƛŎŀƭƭȅ άŀǘ ǘƘƛǎ ǎǘŀƎŜ 

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 

ǘƘŀǘ ŎƻǳƭŘ ǘƘŜƴ ōŜ ǘŀƪŜƴ ŦǳǊǘƘŜǊ ƛƴ ǘŜǊƳǎ ƻŦ ƳƻǊŜ ŘŜǘŀƛƭŜŘ ǇƭŀƴƴƛƴƎέΦ Hanger (2014: 5) then goes on 

ǘƻ ǎŀȅ ǘƘŀǘ άǘƘŜ ōǊƻŀŘŜǊ ǎǘǳŘȅ ŀǊŜŀ ΦΦΦ ƛǎ ŀ ǾŜǊȅ ƭŀǊƎŜ ŀǊŜŀΣ ōǳǘ ǿƘŜƴ ƛǘ ŎƻƳŜǎ ǘƻ ŦƻŎǳǎǎƛƴƎ ǿŜ ƴŜŜŘ ǘƻ 

tie it down and we have gone through the thinking behind the actual route, the alignment of that 

route and thŜ ǎǘŀǘƛƻƴǎέΦ IƻǿŜǾŜǊΣ ƛƴ ŎƘŀǇǘŜǊ 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 άƛt 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 

ǊƻǳǘŜ ǿƻǳƭŘ ǘŀƪŜ ŀōƻǳǘ мт ƳƛƴǳǘŜǎ ƛƴ ŀ ōǳǎ ǘƻ ǘƘŜ Ŏƛǘȅ ƛŦ ǘƘŜǊŜ ƛǎ ƴƻ ǘǊŀŦŦƛŎέΦ ¢ƘŜ ǊƻǳǘŜ άǿŀǎ ǘƘŜ 

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 

ǘƘƛǎΦ Lƴ ǘƘŜ ŜƴŘ ǘƘŜȅ ōŀǎƛŎŀƭƭȅ Ƨǳǎǘ ƳŀŘŜ ǳǇ ǘƘŜƛǊ ƳƛƴŘέ (Respondent 2, 2014).Barker (2014: 9) also 

ǎǳƎƎŜǎǘǎ ǘƘŀǘ άǘƘŜ ŦƻŎǳǎ ƛǎ ǾŜǊȅ ƛƴǿŀǊŘ ōƻǳƴŘ ŀƴŘ ƛǎ ƴƻǘ ǘŀƪƛƴƎ ƛƴǘƻ ŀŎŎƻǳƴǘ ǘƘŜ ǎǳǊǊƻǳƴŘƛƴƎ ŀǊŜŀǎ 

and what is happening, but I am seeing a very interesting not  necessarily an acceptable urban 

ŘŜǎƛƎƴ ŦǊŀƳŜǿƻǊƪ ΦΦΦ ŀƎŀƛƴ ŘƻŜǎƴΩǘ ǎƘƻǿ Ƙƻǿ ǘƘŜ ōƛƎƎŜǊ ǇƛŎǘǳǊŜ Ƙŀǎ ōŜŜƴ ǘŀƪŜƴ ƛƴǘƻ ŀŎŎƻǳƴǘέΦ 

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 

ŘƻŜǎ ƴƻǘ ŜǾŜƴ ǘŀƪŜ ƛƴǘƻ ŎƻƴǎƛŘŜǊŀǘƛƻƴ ǘƘŜ ǊƻǳǘŜǎ ǿŜ ƛŘŜƴǘƛŦƛŜŘέΣ ƴƻƴŜǘƘŜƭŜǎǎ ǘƘƛǎ ǊƻǳǘŜ ǿƛƭƭ ōŜ 

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) ǘƘŜ /ƛǘȅ ƻŦ WƻƘŀƴƴŜǎōǳǊƎ ƛǎ άfocused politically in this area. This 

plan is driven by political imperative and not planning transportation logic. That planning and 

transportation logic haǎ ōŜŜƴ ƛƴŦƻǊƳŜŘ ōȅ Ŏƻƴǎǳƭǘŀƴǘǎ ǿƘƻ ŘƛŘƴΩǘ ƪƴƻǿ ǘƘŜ ŀǊŜŀΦ ¢ƘŜȅ ǿŜǊŜ ŘǊƛǾŜƴ 

by their masters, to do certain things and ignore planning and transportation logic, because of the 

ǇƻƭƛǘƛŎŀƭ ƛƳǇŜǊŀǘƛǾŜǎΦ L ŘƻƴΩǘ ōŜƭƛŜǾŜ ǘƘŀǘ ǘƘƻǎŜ Ŏƻƴǎǳƭǘŀƴǘǎ ǊŜŀƭƭȅ ōŜƭƛŜǾŜ ǿƘŀǘ they have got in that 

ǊŜǇƻǊǘΦ L ŘƻƴΩǘ ōŜƭƛŜǾŜ ǘƘŀǘ ŀ ƭƻǘ ƻŦ ǘƘŜ ǎǘǳŦŦ ǘƘŀǘ ǿŜ ǎŜŜƛƴƎ ƛƴ ǘƘƛǎ ǊŜǇƻǊǘ ƛǎ ǿƘŀǘ ǘƘŜ Ŏƻƴǎǳƭǘŀƴǘǎ 

ǿƻǳƭŘ ƘŀǾŜ ƭƛƪŜŘ ǘƻ ǎŜŜ ǘƘŜƳǎŜƭǾŜǎ ƻǳǘ ƻŦ ǘƘŜƛǊ ǳƴŘŜǊǎǘŀƴŘƛƴƎέΦ ¢Ƙƛǎ ǿŀǎ ŀƭǊŜŀŘȅ ƳŜƴǘƛƻƴŜŘ 

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) ŀƭǎƻ ƘƛƎƘƭƛƎƘǘǎ ǘƘŀǘ άǘhe 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 

ŀ ōǳǎ ǎǘƻǇ ŀǘ ǾŀǊƛƻǳǎ Ǉƻƛƴǘǎ ǘƘŀǘ ŎƻƴƴŜŎǘ ǘƻ ǘƘŜ ŎƛǘȅέΣ ŀǎ ǎŜŜƴ ƻƴ ƳŀǇ 4.15. At this stage the most 

visible difference between the proposed BRT bus route to the already existing Metrobus is that the 

ǊƻǳǘŜ ƛǎ ƭƻƴƎŜǊ άōŜŎŀǳǎŜ ǿƘƛƭe 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 credibilityέ Respondent 2 (2014). 






















































