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Abstract

The City of Johannesburg, has in recent years, been addressing the needdfrrathe 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 wase of the driving factors of the Corridors of Freedom spatial policy. This
policy is focused on providing the City of Johannesburg with corridor trarisitted development

in an attempt to increase densities around transport statiamsl bring people cker 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 mearch report discussed the theories of corridor development, traovéénted
development and nommotorised transportation. In addition, the report also discussed the spatial
policies of the City of Johannesburg in relation to these theories. These slmtsisvere 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 theguosed conceptual framework for the study aréssentially the
main findings of this research was that the theories of corridor development, transmted
development and nommotorised 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 tinéfomtein
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 sectiontapenarrow.
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Chapter 1

Introduction and Research Methods
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1.1 Introduction

G{2dziK ! TNAOIY OAGASA INB Ay | OKIFftSy3aay3a LRaa

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. iBhegrowing 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 growh of transitoriented cities; investment in improved public transport is but one,

albeit critical, ingredient in the transformation agenéa
(Bickfod, 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 framework$odes, 2012)it was this shift that brought about the
development of strategic spatial planning in the City of Johannesburg as plananthad would
provide guidelires for the efficient development oaddressinghe challenges encounteredithin

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 wadaged in aneffort to address

these concerns. This spatial policy was terneecorridors of Freedont based on promoting
GO2NNAR2NX SWH FRARSOSE 2LIySydé GKIG o2 dAvwRhther y 1 &G N
Rea Vaya as its backbddy of Johannesburg, 2013Npnetheless,the investment in public
transportation will not facilitate the transformation of the spatial challenges encountered in the City
of Johannesburgyecausea number of principles and concepts have to be implementedrder to

facilitate thistransformation.

Basel 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 transportatiod main driving faor of this approach in the transformation

of the City is the Corridors of Freedom policy. Therefore this researchddomshow this spatial
policy isdeterminedon utilising the Rea Vaya Bus Rapid Trang{®RTas a mechanism to integrate

the City ofJohannesburg. However, this researedfisalso interested on whether sufficient attention

had beengiven to the provision of namotorised transportation.
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1.1.1Background

The City of Johannesburg still feels some of the effects of the apartheid plargoimg of the
challenges that the iy faces is that many residents still reside far from their place of work this

is aggravatedby a transport system that jsn most instancesfragmented and inaccessibte many

of these residentgCity of Johannesburg, 2013}he City of Johannesburg has tried to address these
challenges by developg 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 adihesss of
housing by increasing the density and providing mived developmen(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 Corridas analysed and

evaluated

1.2 Rationale

The researchwas focusel on the Turffontein Development Corridoas a case studylt was
important in order to understand if thgroposed corridor developmens would encompass the
principles oftransit-orientated development (TODand focuson all modes ofpublictransportation
According to the initiabraft Turffontein Corridorplan it was suggested that the focus would be
entirely on providing connections to the BRT system didaot include othemon-motorisedmodes

of transportation This was the first reaction | had wheattended 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 | felt that the route that was proposed did not make sense. | was born and grew up in
the studyarea identified in the Turffontein Development Corridor and due to my knowledge of the
functioning of the study area | believed that the proposed BRT raumig the identified transit
oriented development nodes appeared cumbersome to me. In addition ®lthiso felt thathere

was only a brief mention of how pedestrians and cyclists (namtorised transport) would be

integrated intoin the plans

With this in mind, itwas important to understand if the Strategic Area Framework for the
Turffontein Develpment Corridorwould integrate all modes of pubdi transport as well as improve
the connection of places for pedestrians. For theorridors to be successfalements of densty

and mixed used development wemnsidered vital in the equation, however,elpedestrian and
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the quality of pedestrian spaceas equally important in the functionality and success of these

corridors.

1.3 Problem Statementand Research Question

The Corridors of Freedom proposige development of transport corridors andransit- oriented
development that caterdfor the pedestrian. Howevecorridors can be developed to cater for
different requirements. In the Turffontein Development Corridor | had a concern that these
corridorswould only cater and provide thiefrastructure forthe Rea Vay®8RT with no integration
with land uses, other modes of public transportation or consideration for non-motorised

transportation (pedestrian and cyclistTherefore the following research question was proposed:

Will the focus on TransiOrientated Development integrate the various modes of transportation
as well as cater for the needd dlon-Motorised Transportationm the Turffontein Development

Corridor?

In order to answer this research question the followindp-gjuestionswere used to guide and bak

down the research.

1. How are corridors defined and used in internationaflyvell as in South Afriea
It is important to understandvhat corridors are and how they can implemented into the urban

form based on a number of principles.

2. What are the functins and characteristics of transitiented development and nemotorised
transportation?
Transitoriented development (TOD) is one of the guiding theories to implement the Corridors
of Freedom it is therefore necessary to understand what TOD is abouwhiuth 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 ofmotorised transportation

(NMT) with a particular focus on pedestriamglacyclists.

3. How are the elements of corridor development, traisiented development and nen
motorised transportatiorpresent in the various spatial policies in the City of Johannesburg?
A number of spatial policiethat guide developmentin the City of Johannesburg will be

discussed based on theirse 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 spatiapoliciesinformed or infuenced the Turffontein Development Corrielor
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 Caidor.

5. How have the principles of corridor development and trams@énted 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 theent 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 (Amotorised transport) integated into the proposed
strategic framework for the Turffontein Development Corridor?
The strategic framework plan and th&urffontein Precinct will be analysed based on the
principles to promote nommotorised transportation if it was adequately integratéato 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 ta@orridors both internationally as well as in 8 Africa. The

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

TOD and the third concept is focused around the notiort¥of ¥ (G 2 NXA a SR (i Moy & LJ2 NJi |
termed NMT. The fourth concept is not relatedttwory, instead it is focused on trepatial policy,

it is important to analyse what is the existing policy in the Cityaifannesburg 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 apartbderegime 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
consideraton the concept of transibriented development and combining it with the development

of corridors.

The concept ofransit-oriented development (TOD) has been mentioned in the policy of the City of
Johannesburg since 2008, however only now with the relesighe 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 CitiesNé& 2 NJ NBf S AaSR | R20dzySyid tFro6StftSR dal2¢ 0:
t 23aA0Af A0AS@iekiort,)2014) T8 defygestsHhatmie concept of TOD is increasingly

pickng up momentum in the South African literature. The frantorised 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 implementediegymm NMT since 2008. However,

even though the City has policy onigltheory, there has been little implementation or discussion

about the importance of NMT until recently. In July 2014 the GautengReigyon Obseratory

(GCRO) released a documentSiR da20Af Ad e AwS TAKSy ¢D I diSSNEE  // KANIARa (i
GNRGSa | OKE LI SNI 2 yoy 2i0KeSNI G SN yUaNG-Gyrspugantiii gheyy 20)1 dzil
Gauteng Cityregion, 2014:.i)

However although there is literature and research conducted on these theonesesearch has
been conducted onhis topic, primarily because the Corridors of Freedom is a new spatial policy to
be implemented by theCity of Johannesburdiy research will be of relevance in the context of
Johannesburg bewise it is a new plan that is trying combire TODand corridorsas a key driving
force of the policy, which will affect the future development of key routes in théyCof
Johannesburg. It with therefore benportant to investigate if the i§/'s plans ad visions, for the
Turffontein @rridor in particular, will negatively or positively affect the area and also take into
consideration if the concept of ODwill be imgemented efficiently or if it is just stands as a label for

the projectanddoes not take into consideratidNMT.

1.5 Research Methods

This research reponvas undertaken as an evaluation researcthe research report focused on
understanding the theorétal aspects of the concepts of corridors, trasmiented development

(TOD)and norrmotorised transportation(NMT) before undertaking the evaluation research. The
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information requiredwith regards to the suguestions of the report, as discusspreviously, where

based orthe theoriesof:

a. Corridor development
b. Transitoriented development

c. Non-motorised transportation

9@l fdzyr A2y NXaSHFNOK aia | GelIS 2F AyljdzANE SYLIX ;

ASNIAOSa 2NJ Ayl SNIpoygelisite@ pfodide inforyh&ioncahoiit varioas dspectsLdtiz
programmes, such as whether such programmes, policies, services or interventions are worth
LJdzNE dzA y 33 & dzLJLJ? (S&rdntgkds, 2008 322). Y liedefgrezan/edaduation report can be

' aBR2NBEOSF NOK gAGK | LINT O A(Sarahtak@sNRORY3ii | G A2y | YR

The evaluation research will therefore comprise two elements; gpatial policy anaysis 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 againsiTutéontein
Development Corridor policy order to understand how thesgpatial policies present in the City of

Johannesburgnfluence and shape one another

a. Growth and Development Strategy 2040
b. Integrated Development Plan 2012/2016

o

Spatial Development Framework for Johannesburg 2013/2014

d. Strategic Integrated Transport Plan fework for the City of Johannesburg (draft for
discussion 2013)

e. Framework for Nommotorised Transport 2009

f.  Corridors of Freedom

g. Strategic Area Framework for tAairffontein Development Corridor

The case study for this evaluation research, as mentioned/@bis 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 Sarantakos, 2005211)F & &y SYLIA NRA O f
investigates a contemporary phenomenon within its i@ context when the boundaries between
phenomenon and the context are not clearly evident; and in which multiple sources of evidence are
dza S Rhéptocess 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 dmmkent of the

framework, including lie public participation proces®ccurred 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 byrécon was used in this research report in order to
understand thestudy area through their analysis. The Strategic Area Framework for the Turffontein
Development Corridor was, later in 2014, given over to the second consultancy firm, lyer, who
produced tte final document later approved by the City of Johannesburg on the#September
2014. The final Strategic Area Framework for the Turffontein Development Corridor produced by
lyer was used in this research report to understand how the Turffontein Derednt Corridor was
influenced by the spatial policies of the City of Johannesburg and how their focal points were
translated into the conceptual framewark’he Turffontein Development Corridavas analysed
based on theories andpatial policies of the Ciy of Johannesburg, as mentioned previously
However, in order to successfully answer my research question andjgegtions the case study

wasfurther enhanced through the use of qualitative research.

Smith (1994: 491 as cited Philip, 1998:266)RS&a ONA G SR ljdzl t AGF GA GBS NXaSlH
developed to pursue the epistemological mandate of the philosopieE Y SI yAy 3¢ HKAO
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 olismrykey respondent

interviews (Philip, 1998) public participation minuteand alsathe conceptual analysis of thepatial

policiesand datafor the studyarea.

In this research report the primary research methedsthe qualitative approach. Kvasachieved

by performing interviews with key respondents, through structured and unstructured interviews
Initially the key respondentsvere supposed tdocus on City officials and their understanding of the
proposed development in the Turffontein Development Corridbne key respondents were also

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

1. Department of Development Planning
a. Councillorg Roslynn Greeff
2. Department of City Transformation
a. Krishni Gounden
3. Department of Transport&in
a. Simphiwe Ntuli
b. Gugu Mbambo
4. Ward Councillors
a. Rashieda Landisward 55
b. Denis Jane ward 56
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c. Faeeza Chameward 57
d. Sydney Radabeward 124

Unfortunately throughout the research these key respondents were unable tstass& or | was
unable to contactthem. Therefore he key respondent interviewsvere primarily focused on
O 2 vy a dziviéws ghikleiaunderstandings of the type of development thatre proposedfor the

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

were all consultants:

1. Respondent X private consultant
2. Respondent Z; Aurecon consultant

3. Respondent X Aurecon consultant

The participant observation on the other hand is made of notes collected from some of the meetings
and presentations attendedhich werefocused on the Corridors of Freedpomore specifically the
Turffontein Development CorridoiThe research also made use of the public participation minutes
from the Turffontein Development Corridothey facilitated in interrogating topics or isges that

were not previouslhjidentified or attainable from the key respondent interviewBelow is a list of

some of the meetings or presentations | attended:

1. Turffontein Development Corridor public meetings, 09 and 28 October 2013
2. Corridors of Freedom: Hanging the Face of Joburg?School Talk at the University of
Witwatersrand, 24 February 2014

1.5.1Ethical Considerations

The research required for this research repditl not require the interviewing of sensitive or
vulnerable people. This researalias predominantly based on key interview respondents that
comprise of consultats. The ethical issues thatere experienced in this researchere relatedto

the interviews with key respondents were (1) many did natant their identity to be revealed; (2) |
hadto respect the respondents demands and time schedule; (3) some of the issues asked about the
research, the respondentid not feelcomfortable to discuss and (4)ried to remain objectivein

order to not skew the informationDue to these ethical comens 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 researct dot 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:4! ONBFR 06002YY2yfté& Ay (GKS 2NRSMdasgactviy t SI &0
continually identified around one, or, more commonly, an interlinked system, of transportation
NRdzi S& 2F RAPPPGSROBAIB) f Sy Il Kaé

TransitOriented DevelopmenY & ¢ h5 Aa | &a0NI AIKIGF2NB I NRehyO2 y OS LI
dense and pedestriafriendly development around transit stations to promote transit riding,
AYONBF&aSR ¢l ft]1 YR 0A0&0tS (NI @St s Qerydio (BWKSNI | f
23).

Non-Motorised Transport:a WS ¥ SNBE (2 | f-poweFed Marisport AnEludifgdmdlking,

cycling, skateboarding and other small wheeled innovations, wheelchair transport,aaimdal
L2GSNBR (NI @Sté¢ | NBE O2yaARSNBR Ay (KS Qe OGA2Y |
2013: 1)

1.7 Chapter Outline
This regarch report is made up of sthapters

Chapter 2discussesthe theoretical foundatios of the concepts ofcorridors, transitoriented
development and nommotorised transportation This chapter begins by deihg 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 alsxplains the different corridors that are able to-exist. It

then explores the historical background and meaning behind the term trami&nted development
(TOD) The chapter then outlines the basic characteristic§ ®Dand what is required for thee
special nodes to function effectively in cities today with the integration of land uses and
transportation. Thediscussionof honmotorised transportation(NMT)is focuse more on what is
meant by NMT and how the most common modes can be utilised antbgrated into the car
dependent urban environments present in most cities today. Although the importahpeomoting

and implemening NMT is acknowledgedt is also necessary to undeasid the importance of
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integrating all the existing modes of transpation, in order for them to be complementary to one

another.

Chapter3 is predominantly focused on theiscussiorof the existingspatial policiesin the City of
Johannesburtpased on the theoretical concepts discussed in the previous chapter. The ctizgrer
evaluates how these spatial policidsave possibly informed or influenced thStrategic Area

Framework for the Turffontein Development Corridor

Chapter4 provides anunderstandng ofthe contextual characteristics present in tisrategic Area
Framework for theTurffontein Development Corridatudyareabased on the analysis conducted by
Aurecon in the draft 2 documentThis will provide a foundation to understand tlend uses that
characterise the study area and the different typesmafvement pdterns present in the study area;

such as road hierarchy, public transportation, forces of attraction andmotorised transportation.

The chapter then discusses the proposed conceptual framework and implementation plan proposed
in the final Strategic Ase Framework for the Turffontein Development Corridor produced by lyer

and approved by the council on the 4 September 2014.

Chapter5 evaluates theproposedconceptual framework from the final Strategic Area Framework
for the Turffontein Development Corridocdocument, to be implmented in the area with the
theoretical principles discussed in chapterThe 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 participatiorihe chapter will provide an illustration of
what the plan suggests on the ground aenhluate it againstvhat are the spatial elementsequired

to achievethe efficient functioning of the theoretical concep

Chapter6 is thefinal chapter of the research repodnd provides an overall understanding of the
finding gathered in the research report. A numbere€ommendationsare then proposegboth in

terms of the spatial requirements as well as policytshihat need to beaddressedin 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 reearch, 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 rclawgkfacilitated the
development of the sub questions that helped to guide the research. It outlined the existing
literature on the relevant theorieand placed the importance of conducting this research. The
research methods provided an overview of hdvwetresearch conducted as well as discusses some of
the ethical issues encountered during the reseaihief 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 TheoreticaRelationship between the
Concept of Corridors, Trans@@riented
Developmentand Non-Motorised

Transportation
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2.1 Introduction

The growing dependency qurivate 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 corrid@urtis and Tiwari, 2008The corridor is not a

planning approach, historically, nor is it a new concdgtak 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 agglomeratidordaan, 2003) ¢KS GSNY wO2NNR
in a number of fields to explain a variety of situations. In plannimgridors can be associated with
infrastructure that connects urban areas in the form of highways, rail links, dedicated bus lanes or

bicycle lanegPriemws 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 spacéBelzer & 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 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 sainthe issues faced by many
cities today(Belzer and Autler, 2002)t is believed that TOD can also be used to encourage
alternative modes of transport and also create opportunities for areas to createablige
environments through the encouragementdn-motorised transportation; throughvalkability and

cycling(Cunningham 2012)

This chapter of the report will provide a literature understanding of ¢bacept ofcorridors, transit-

oriented development and nomotorised transportationHoweer in order for the literature review

to not be confusing each term will be discussed separatebnetheless each concept will be

discussed under the same structuraitially, the chapterwill provide clarity onthe concept and

elaborate how it is undeteod in South Africa andhternationally (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 ekpl Y A2y 2F 6KIFG A& YSIyd o0& GKS (SN
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 smigbortion 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 influencdocadgvelopment, 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 dnlinkages 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
¢KS GSNY WO2NNRAR2ZNID Aa dza SR Ay ohomigsdpéanrapiy addF RA & C
transport planning, among others. Depending on the discipline the term can be used to define a

variety of concepts, dependent on what it is describiR§@DC, 2007)

In planning, the corridor is used to describe a linear development based on the idea that along a
sinde linear configuration there is a concentration of all the major activities that are developed
around the access to transportatiqdordaan, 2003)The term can also be used to describe an urban
O2NNAR2N) 6KAOK NBTFSNHE dr@er of &t leastNRkioReted Wide)YDariyof & A Y
mixeduse activity continually identified around one, or, more commonly, an interlinked system, of

N} yaLR NI A2y NRdziS&E 2F RAFFSNByG fSy3iakKag Ay
public transprtation (PPDC, 2007)

Theuse ot KS G SNY WO2NNAR2NR Ay (GKS LXFyyAy3a RAaAOAL
terminologies to be used interchangeably to describe it. Such terminologies include concepts of
landuse planning and transportation, economic corridors and infrastratcorridors(PPDC, 2007)
Anacth (18 O2NNAR2NJ F2NJ SEFYLX S Aa |ada20AFGSR 6AGK
transport and with itplacer 1 Ay 3 Ay 2NRSNJ (2 Ayl &artslaidSiwdri} y R dza
2008: 1) It is also important to understand how corridors have developed over the years, especially

the different corridors that ceexist.
¢th5 Aa aSSy lFa I YSOKFIyAaAayY (KFd LINRPOGARSE |y daAy
around a transport station such as a railway or bus stafi©ortis 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 stratdyiééinson 2006)
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2.2.2 Transit -Oriented Development

TransitOriented 5 @St 2LIYSyd |a + OoNBIFIR RSTAYAGARZ2Y A& dz
development around stations in order to support transit use, and developing transit systems to

02y ySOiG SEA&GAY3A FyR L} yySRurti©e\ad 2008: BJThisAig ya 2 F

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

Peter Calthorpe (1993) states thatthe TOR Y OS LJiI &G A & & A Y LMDty heBiRgS NI G S |
along with complementary public uses, jobs, retail and services, are concentrated in-usixed
RSOSt2LIySyida +d aidNI iS3IAO0 LI (ms/cited inClieegfd., nidkH NI I A
According taCervero (2009:23y ¢ h5 A& | & GNI AIKGF 2 NixbfBder@tgyy OS LJG Y
dense and pedestriafriendly development around transit stations to promote transit riding,
AYONBI&aSR ¢l f1 YR 0A080tS (UNX@gSt>x IyR 20GKSNJ I f i
is still no universally acceptable defioiti that explains what TOD should achieve or strivdBaidzer

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 atandard 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 element®ih a T
(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 Tfankit has a

NEtS 2F GONBIFGAY3 || ftAy]l 0SG6SSY AYyRADhieRtedr £ LI I C
development, ..., should explicitly perform a dual function as both a node within a larger regional or
metropolitan system and a good pladey Al a 26y NAIKGE 6. SNEeRdr Ay A |y
and Autler, 2002: 4)TOD is a good place and can thereftre measurablebased oncertain

functional characteristics such as:

oChoice of transpdation modes,

Housing types,

Lifestyles,

Access to jobs and services,

Fewer negative impacts of the automobile, and

A high degree of satistali A 2y Ay NBaAARSyida FyR GAaAiAi2NEE
(Belzer and Autler, 2002) 4

—a =4 A -a _a _a
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2.2.3 Non-Motorised Transportation

. @ Dbat¢ 2yS ANBFSNE orvered trdnsport Anliyding vearking, Koy, y°
skateboarding and other small wheeled innovations, wheelchair transport, and animal powered
GNF @St ¢ | NB O2y aA RiSMd Rpaces/ (Dol ,RE8 Fsdiedinwick? 3013t 1) G & 2

2.3 Historical Background

The corridor congat 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 modé@&iemus and Zonneveld, 200&)orridors

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 relatiorshige
spaces can change but the connectivity or corridaabvays remain(Schénharting et al., 2003)
Initially cities functioned as walking scale cities where there were high densities with-osekednd

the limited transportation option meant that cities were Kepmall The introduction of trains,

automobiles and trams changed the spatial dimensions of qiNesvman and Kenworthy, 1996)

The first linear plan was envisioned during 18820 by a Spanish urbanist, Soria Y Mota. This

model was tailored to cate2fNJ G KS RS@St 2LIYSyd 2F GNIyalLRNIo Li
that then developed into a linear suburban development around a part of Ma@idipman et al.,

2003: 180 ¢ KS &/ AdzZRFR [AySIfé¢ o1 a RSOSEt2LISR o0& { 2NA
intensified development along i(Curtis and Tiwari, 2008)The concept was based on creating
extensions of linear cities through the provision of efficient transport infrastructure instead of
creating alternativeihear cities. These concepts of efficient transport and linear connections were

dzaS Ay GUKS G/ AdzZRIFIR [AYySIté 6KSNS | GNIYgl& OSyl
connect, as a linear extension to other existing ci(gemus and Zonneveld, 2003, p.168his idea

gl a y2G 2yte | 02dzi ONBI & ANID STO2L0Y A W22 dZANINR 56 2 Iy NJ
G2 RS@St2L) I aY2RSt 2F WoSI Ra alfbelgroipédNdingdaNé oK S
along the corridor or infrastructure lingCurtis and Tiwari, 2008; Priemus and Zonneveld, 20083
O2yOSLIi ¢l a faz2 dzASR Ay GKS /I SNAga LIy OFftfSF
RSOSt 2SR Ayl2 | y2rioii2y RiSHITSRLIGBESRIAN GEAERIRERA2YN E
180)

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

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, 200&lthough 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 pattgfisemus 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 infrasticture would cater for the growth and demand of the automobile city

(Newman and Kenworthy, 1996)

TransitOriented Development (TOD) has gained momentum in the last twenty years. Many cities
around the world have begun adopting the principles of TODodallgovernment and in their
government agendas or policié€urtis et al. 2009)The concept has received extensive reflection in
2NRSNJ (2 LINRPY2(1S 02y OSLIIANIAdAADKF NIA TINESG 1KE 2 YRS @S]
technigue to reduce the demand for private vehicle travel and increase transit ridgf@hikinson

2006) These concepts have been particularly utilised in North American cities in recen{ @adiss

et al. 2009; Wilkinson 2006)

2.4 Corridor Characteristics

l OO2NRAY3 G2 | R20dzySyid SydaAdtSR GKS a5S@St2LI¥S
FYyR {dN} 0838 5808t 2LISyid tNRrOSaa T2NJ ¢ NI yalLR NI
chaacteristics that define the different corridor typologiéBPDC, 2007Yhis document refers to

work previously conductedby Professor David Dewar who is regarded as the leading South African
SELIS NI 2 y(PRDE, RO0K: R4ddik éf the main characteristics described in this document

are related to land usepresent n corridors, mods of transportation, the physical form of a
O2ZNNAR2NE AlGa FdzyOiAz2ys (GKS O2NNAR2NRa& ao0FftS 2NJ
well as the type of linkages the corridor is facilitat{RPDC, 2007)

2.4.1 Land Uses

All corridors in one way or another aoharacterised 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 fiX@PDC, 2007Jordaan (20033uggests that corridors

should provide for avide range of land uses that will not only attract but also become focal points
Ff2y3 | NPdzi S Son@&ad&KRQ 40 AyKSS LWERANA yaaS Sy Ay FA 3 dzNB
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Figure2.1: Corridor with the growth of 'beads’ or nodes with mixed land uses
Source:Uyterbogaart, Dewar andTodeschini, 1997 as citeBRDC, 20020

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
020K GKS AaYAYAYdzY RAERAXNESESYSBNI dedS K4 IKYyRSyRAGe 27
FOGADGAGASEE ( KNP dz3(Bordaak,200319.EG dzZNBE 2F I+ yR dzaSa

2.4.2 Mode of Transportation

Corridors can also be defined and characterised by the mode or type of transportegmunently
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 transportatiof{PPDC, 2007)n 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 transportatiqdordaan, 20083

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 comrsuteith a variety of modes of
transportation(PPDC, 2007 orridors 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 aredpminantly pedestrian corridor to
intersect and feed one another as demonstrated in figr2 below(PPDC, 20077t the same time

the intersection of pedestrians with transit or corridor interchanges should increase pedestrian
movementthrough the development or location of primary gentes (schools, clinics, libraries) that

will increase the attractive function in that location, as demonstrated in fig2iBe below (PDC,
2007)
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Figure2.2: Demonstration of the hierarchy and intersection of corridors.
Source:Dewar, bbuw and Le Grange, 2004 as citedPRDC, 200724.

Clustering
Genarative
Facilinas

3 J 'IJ“ 2 l;-;L
Figure2.3: Demonstration of the use of primary generators to increase pedestrian movement along corridor.
Source:Dewar, Louw and Le Grange, 2004 as citd@HBC, 20024.

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

attempting to achieve in transportatiofPPDC, 2007)

Integrate landuse and transport

Increase the use, efficiency and quality of public transport
Increase or maximise accessibility

Increase or maximise mobility

Increase modal choice

Increase mdal integration

= =4 =4 4 -4 A -

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 a¢BNRYC, 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(BPDC, 2007)

mobility, movement and transportation corridor
as an access or activityrciolor
development corridor

activity spine

= =4 =4 -4 -4

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 sc#e aforridor is
generally qualitative as it refers to the corridlamking provinces, metropolitan areas local areas.

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

or large(PPDC, 2007)

An activity corridor can functioat both the metropolitan and local scade 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 nddastis and Tiwari, 2008)

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

I aLX OS¢ 2F | auGNBSO GKIG SyKlFIyOSa ((@@sand SyasS z
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 tiaat 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 othe 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 access{BIRRPC, 2007)There are a
number of fctors 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 highe accessibility of an area the

greater the ability to attract intense activities as seen in figeigbelow (PPDC, 2007)

Figure2.4: Corridor demonstrating the increased accessibility to activities.
Source:Uytenbogaart, Dewar and TTesthini, 1997 as cited PPDC, 20020.

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 transportatiofPPDC, 2007)n order for a corridor to be succéskit must be twe

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 sée figure 2.5 and 2.6 belo@®PDC, @07)

|
j
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|
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Reduced Width / The Use of Splay Excessive Width
Figure 25: 5SY2y ai N} 6Sa (GKS Figure2.6: Demonstrates the extensive width
narrow the movement of private vehicles and pro\ a corridor that makes it unsafe for pedestr
more space for the movement of pedestrians in crossing.
area. Source: Dewar, Louw and Le Grange, 200
Source:Dewar, Lounwand Le Grange, 2004 as citel cited inPPDC, 20022
PPDC2007 22
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Figure2.8: Demonstration of he nature of a two Figure2.9: Demonstration of the nature of a singl

sided corridor that is successful. sided corridor that is not successful.

Source:Dewar, Louw and Le Grange, 2004 as ci Source:Dewar, Louw and L@&range, 2004 as citet
in PPDC, 20021. in PPDC, 20021

As mentioned above, a corridor must still provide for the safe crossing of pedestrians and in a
O2yGSElG 6KSNB GKS O2NNAR2NJ Aa (22 6ARS>owsdi A&
as demonstrated in figure 2.d@nd 2.8 below (PPDC, 2007here are two principles inarrowing a
corridor. The one is demonstrated in figu2es through the narrowing of a corridor by reducing the

entrance, which emphasises the importance placed on the pedestrian in thigRPEC, 2007)

EW ‘ / GATEWAY
\ STOP ! INTERCHANGE

|| GENERATIVE FACILITIES
‘l_ IMIXED USE
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SUB METRO

ACCESS

ACCESS
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Pinching and the Incorperation of Local Access

o

Figure27:5SY2y aid NI 1Sa GKS WLIAYOKSRQ LINAYOALX S GKI
increased priority for the pedestrians.
Source:Dewar, Louw and Le Grange, 2004 as citdeHBC, 2007

The other pringle is demonstrated in figure 2\8here only the entrances are narred 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 pedest(RIrRDC, 2007)

2.4.6 Connectivity and Linkage
As mentioned previously, corridors are used in order to connect anglades 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 CBPPDC, 2007)A corridor must have a decisive interaction and
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connectivity between the nodes within it and on its extremes. This allow for the increase in
accessibility to the job market and new opportuniti€ordaan, 2003)These characteristics are

present in every different typology of a corridor.

2.4.7 Integration
The planning of urban transportation can no longer lewad in isolation from land uses, especially

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

(NI YyEALERNI LXF&&d Gty AYGNAROFGS NBES Ay ICis, |j dzS4& i

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 byvjiting 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 designedtthrou
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 éCaitys, 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 activcorridor 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 functi¢@urtis and Tiwari, 2008)
Moderman (2005 as cited i@urtis and Tiwari, 2008ygued that there shouldot be ansegregation

but instead integrationon a street. He also suggested thatstaeet functions through social and
economic transaction, and in order for the street to function effectively the traffic must be calmed
(Curtis and Tiwari, 2008For Engwicht (1999 as cited(i@urtis and Tiwari, 2008he street should

be utilised by pedestrians in an efficient mannesr social, economic and culturattivities to occur
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there needs to bea reduction of traffic, an increase in movente(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, residentsyclists and business peogl@urtis 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 -wdasted

plans and nommotorised transportationas their use ofhatural resources are efficientCurtis et al.,
2009) There are five key characteristics that are present in almost every TOD that can be

understood in thefigure 210:

7 It contains a walkable, highuality pedestrian environment that integrates streetscaping.

1 The highest housing densities are located closest to the transit center in order to decrease
sprawl and promote compactness.

1 The transit center is also at the rter of a destination that has a diverse, mixase
development.

1 Parking is carefully located, designed, and managed.

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

Figure2.10: Characteristics of TOD

Sourced / 2 Y LI SGS /2YYdzyAGAS&aZés yoRO

Image sourced / 2 YLI SGS / 2 YivasilableatSa>¢é > y ORO
http://transportpolicy2013.blogspot.com/2013/06/transit-oriented-developmentwithout. html
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Urban TOD Neighbourhood TOD

Transit oriented developmenis not only found at

Freeway

the local scale but ¢&én works in conjunction with tenfsior_J | Foederbus

Express Bus

the metropolitan scale, figur@.11 TODis made *’a”‘”“de\;q

Core Commercial /

up of small activity nodes that connet¢bd a city-  TransitSer
wide network of transport corridorsAt a larger
scalethis allowsfor the restructuring of the urban Park\*‘-\l S
system inorder to achiexe a more compact urban & A
developmentby improving social, economic anc
environmental benefitsfor an area (Wilkinson

2006)

Travel Commercial Secondary area

Figure 2.11: The TOD function at a metropolita
scale

Source:Hall and Ward, 1998 as cited \iilkinson,
2006: 225

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 transportatioiiCurtis et al. 2009)TOD is supposed to increase the access of a mixed use,

residential or commercial area to public transp@olmes & 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 ‘ighsity development that
decreases in density as it spreads owdnfi the centre(Chen et al., n.d.; Holmes and van Hemert,

2008) It tries to reduce vehiclegpendency and increase the number of transit rieMdrich 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 amdjuirements 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) L& YI Ay LINA2NAGE Aad GAYLINRGAY3
G2 GKS OFNE o6& AYONBlI&aAy3d (GKSANI Ft SEAO0AfAGEE S&

providing efective modes of nommotorised transportatior(Curtis et al., 2009: 5)
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2.6.3 Integration and Accessibility

The integration of transportation anduhd uses patterns is a vital element especially as it is able to
AYONBI &S GKS ljdzatAde 2F dNbBFYy tAFS a AdG Aa | of
interact in the public space and become less dependent of private velig&solini, 2000 as cited

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

alternative to the vehicle dependency many i€t 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 precatians for TOD is the development of higher density around
the transit stations with a distance of approximately 1080m (300500ft) (Chen et al., n.d.)t is at
approximately 156600m of the transit station that the density gims 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 areagChen et al. n.d.)

2.6.5 Walkability

TOD is associated with providing an areatths an increased access to transit therefore reducing
the dependency of vehicles, suggesting that the area must be pedestrian frigtaliymes and van
Hemert, 2008) Chen et al. (n.d.: 2nakes mentionof I a g+ £ {Ay3 aKSRE£I gKAOK
people are willingo walk in order to access public transportation, either from home, work or other
activities. Many professionals suggest that the most appegpridistance is one that takes
approximately five minutes to walk and is about 500m from a transit staf@men et al., n.d.)
Walking is therefore a vital element in providing an area of TOD. The walkability of the precinct
shauld therefore remove any possible barrier that would hinder the walkability. All sidewalks should
therefore be widened provide pedestrian infrastructureand provide anappropriate location for
parking, avoiddng blocks and alleviate suddehanges in @vation(Holmes and van Hemert, 2008;
Chen et al., n.d.)it is generally suggested that a mstrian 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 (Qtggr et

al., n.d.)
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2.6.6 Urban Design Principles

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

9 Organise growth on a regional level to be compact and tramgiportive;

1 Place commercial, housing, jobs, parks, andccuses within walking distance
transit stops;

Create pedestriadfiriendly street networks which directly connect local destinations
Provide a mix of housing types, densities and costs;

Preserve sensitive habitat, riparian zones, and high quality spane;

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

= =4 =4 -4 -4

Encourage infill and redevelopment along transit corridors within exis

neighbourhoods.

Source:The next American Metropolis: Ecology, Community, and the American Dream: 43 as Gtezhiet

al., nd.: 2

2.7 Non-Motorised Transportation

Research rad literature in recent years paysonsiderableattention to the movement of private

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

the importance of creating better urban environments for Amotorised transportation (NMT).

Over the last few years there has been an increased shift towards projects and programmes that
LINEY23GS bat¢ FYyR gl @& FNRY (GKS RSLISYRSyOe 2F LINR
reform, infrastructure development,2sOA L+ f AYAGALF GAGS& FyR OFYLI A3y
implementation of NMT project¢Culwick,2013: 1)Ly G 2RI 28Qa &a20ASG& GKS dz
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 larigests of NMTs(Culwick, 2013)

2.8 Cyclistsand Pedestrians
One of the most important modes of NMT is the use of the bicycle. Not onlit bernused to travel

short distances but it can also play an important role in accessing public transport fReleseld,

42| Page



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 tramafion 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 reseah in order to achieve it efficientl{Reitveld, 2000)The NMT

provides an important link between a p8d G NA I y Q& FAYIf RSalbGAyllAzZYy
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

transportnetwork (Culwick, 2013)

If a city is able to provide an efficient multimodal change with NNIWuld 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 grd@pswick, 2013)
Accessibility is one of the most vital elements of the functionality of NMTs in public transport nodes
through the provision of adequatparking facilities for private vehicles and bicy¢Rsitveld, 2000)
Providing a safer urban envirament that is convenient for walking and cycling allows for the

increased number of use(€ulwick2013)

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 strategiad arogrammes include th@Culwick, 2013: 4)

G wS a i 8a axdedsyoertain areas (permanently or temporarily)
Reducing parking bays
Upgrading public transport

Providing bicycle share schemes

Supporting social NMT mainstreaming activities

1

1

1

1

1 Developing high quality NMT networks

1

1 Created linkages between publi@hsport and NMT networks
1

IR2LIGAY3I | wO2YLX SGS adNBSIiQ RSarady Y2RSt ¢
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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

trangportation.

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 countfiRsitveld,
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 MM is the concern of
safety, as in many countries around the world around4®296 of the road accidents are related to

cyclists and pedestriar{Reitveld, 2000Q)

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

qualities that makes it environmentally friendly wigReitveld, 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 fatalgie
improves safety,

increased accessibility,

reduces the parking space that is required and

= =4 =4 4 -4 -4 -4 - -4

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 effectiem w
travelling or making short distance trips. In Netherlands for example about 50% of short distance
trips are lesghan 3.5km and when taking into consideration walking and cycling the modal share is
above 50%Reitveld, 2000Q)It can therefore be deduced that the NMT is most efficient where the
destinations are all found in short distances and other moofegansport would make it difficult,

slow or time consuming to reach the desired destinatidencethere is a higher number of trips by

pedestrians in a highdensity area than there would be in rural ar@eitveld, 200Q)
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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 athe 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
2N Y2@Ay3a FNBY FyR G2 F LINARGIGS @SKAOtE ST az2yS
(Reitveld, 2000: 32)

2.11 Conclusion

This chapter hadiscussedhe 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 atterogiromote 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 encouragthg use of noAmotorised transportationPPDC, 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 arelopevent of the city.

In essence, strategic planning is concerned with providing a broad directional guideline and policy
instead of the typical detailed comprehensive pldi®des, 2012a)Albrechts (2006: 1491states

GKFG aadNIGSIAO aLI GAlLf LAFYYyAYy3d Aa -$ecodledd yaF2N
sociospatial process through which a vision, coherent actions, and means for implementation are
LINE RdzOSR GKIFG &aKFLIS FyR FNIYS 6KFG | LIXIOS Aa |
elements that shaped the spatial policies in the City bdmesburg.

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 legislatiofMarrian, 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 quublic modes of transportation instead of private
transportation(Bickford, 2014)This chapter is fundamentaliivided into three sections focused on

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

oriented development and nemotorised transportation in their different policies.

The first section of this chapter widiscuss 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 bipytlad C
Johannesburg, as seen in figure 3The 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 ofrlogsburg and; Framework for
Nonrmotorised Transport 200Figure 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 moretdiled 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 developnnansitt
oriented development and nemotorised 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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e | Integrated Development Plan

30-50
years

Vision and Integrated Transport ~ Spatial Development
outcomes Outputs Plan Framework

Figure 3.2: Importance of theJoburg 2040 Growth and Development Strategy in relation to the Integr:
Development Plan (IDP) and other city policies.
Source City of Johannesburg, 2013c: 4
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Figure3.1: he interrelatbnship between the different policies at varying scales in the City of Johannes
as guidelines and details change.
Source Edited from the City of Johannesburg, 2013a: 64

The second sectionf ahis 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) discusskd $trategic 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 orFrefjite City, as seen

in map 31.
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In esence this evaluation is attempting to access
how the city views corridor development, transit

oriented  development and nomotorised | &
transportation in their policy, as well as if their -
recommendations have been carried through into e
the Turffontein Develoment Corridor. The third | . o =
section of this chapter takes this into account and P —
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.

Map 3.1: Map of the City of Johannesbur
divided by regions, with Region F being
highest importance in this research.

Source City of Johannesburg, 2013a: 13

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
Hnnc GAOGK (GKS W20dz2NH Hnnn DNRBgOK FyR 5S@St2LISy
The first GDS as developed in 2006 as a long term strategy for the ZBOEL term of office, and a

new document in 201-R016 for the next office terniCity of Johannesburg, 201BIlthough the GDS

Ad F ft2y3 GSNXY aGNrdS3e A4 A& YSAGKSNI F adl Gdzi2
for mediumterm, strategic, spatiallg NA Sy 4§ SR LJX I yaé¢ 2F RAFTFSNByd aso
housing and infrastructure) that provides the strategic directions of the medrm plans within

the city(City of Johannesburg, 2011: 8)

¢tKS W206dz2NB Hnann {G0NrdS3e 41 & LINPRAIzZOSR -tein2 ¢ 2 NJ
development strategy, the Integted 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 longerm strategy of its goals, strategies and objectives in order to improve tlye cit

(City of Johannesburg, 201Bssentially, the Joburg 2040 Strategh i¥ A YLER2 NI I yi YSOKI
RS@St21L) Iy 2Ly SYRSR IyR K2tAadGAO0 OAdGe &GN GS:
OK2A0Sasx (2 3JdzARS TFdzidz2NS RSGSEf 2LI¥Syiié H6KSNB (K¢
range of longerm strategic plans andlJNEB 3 NJ {CiySod dohannesburg?011: 6) The 2011
W20dz2NBH wHnnn {GNYGS3es aayOS uwnncs KIa O2yGAydzsSR
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Apartheid City of the past into a just, equitable, mualtitural, multiNI OA I £  OA { ECitydF (1 KS 7
Johannesburg, 2011:®) ¢ KS W2 06 dzNH H n nvides{ar dvdrvies & &Qtthe @ity &ilk 2 y  LIN
become by 2040, and will be considered in all the strategic spatial plans developed by the city. The
Grar2y all G§Sa qiakWoid CiasyDkiday §it$ &f dhdzRuEara vibrant, equitable

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

LINE GARSE adzadGlAylroAftAade F2NJ I (ChyloBiJoharnésbuigSy a T |
2011: 35)

Transportation, more specifically mass public transportation, has been identifiede Joburg 2040

Strategy as a mechanism to try and curb the vehicle dominated City which Johannesburg has
0S02YSo LG &adzaasSada GKIFIG Ay 2NRSN) G2 | RRNBaa (K
city would have to invest and scale up its masiblic transportation, in order to improve the
connectivity of residents who still reside in disadvantaged communit@&sy of Johannesburg,

2011) One of the Joburg 2040 Strategy principle is to address the problem of transportation by
GSyadzaNAy3a GKS FFF2NRIFIOAfAGE 2F Ydzy A OA(Cltyfof & SNIDA
Johannesburg, 201B3)

¢CKS (NI yaLRNILFGAZY a&adsSy A& QAGLt F2N GKS STF
economy. Through the development and implementation of the Rea Vaya Bus Rapid Transit (BRT)
system, it has been established that transportation istal @lement to integrate a divided cifCity

of Johannesburg, 2011)Fe 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 ofith€City of
Johannesburg, 2011 order to reduce the usage of prieavehicles 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 VayasyBRm provides
G2LILIR2 NI dzy AGASE F2N] O2NBANRSNIGIEBRIRSHIIVGYIY SY ¥R (0 ald
nodes already identifiedCity of Johannesburg, 2011: 71 order for corridor development and

TOD to improve the modal shift (private vehicles to public transport) and rategpublic
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 achieveyg creating neighbourhoods with a oieur walking

distance (access to most social amenities); activating the street edges in order to prevent people
glLt1Ay3a ySEG G2 AyFOGAGS adaNBSGa oft2y3a glLttaoT
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in public transportation; as well as improving the linkages of green spaces within théCdiyyof
Johannesburg, 2011)

In order to improve the accessibility and inclusivity of public transportation there is a need to
provide multimodal 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 nod€gy of Johannesburg, 201However, a

modal shift cannot only focus on providing mass transit transportation, but must also create a focus
on providing areas for NMTs where the urbéabric provides pathways and streets that are
adequate for cyclists and pedestriaf€ity of Johannesburg, 2011yhe 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 fadlitiések for

public transport, monitoring capacity and active polic{@dy of Johannesburg, 2011)

The Joburg 2040 Strategy identified four outcomes to direct spatial plans. Of these outcomes, it is
Ghdzi 02YS HY tNRBOARS | NB&AfASY (¢ uhderghdeédobly S= & dz
infrastructure supportive of a lowaNd 2y S OEiy Dol Ioliannesburg, 2011:, Qith the

element of greag¢st importance to this research being the exwbility. The Joburg 2040 Strategy is
O2YYAGGSR Ay YE{Ay3 aO2yGAydSR A ydbrddvdhspérta Ay Y
LINA2NRGAAAYI G(KS LISRSAGNREFY 208 NHestrirBanddpuig | v R

0 NJ y & LJ2 NI (Citg N Bhaidn&sButg, 2011: 95yhe main elements highlighted about

OGN YALRNIFGAZ2Y Ay GKAA LRftAOE aK2dAZ R 0SS dzaSR | a

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 incrementeafive

plan that is able to facilitate the achievement of both lerand mediumterm goals (City of
Johannesburg, 2011)he Joburg 2040 Strategy of 288®L1 was the first time that the strategy

was integrated intahe mediumterm IDP. Whereas the Joburg 2040 Strategy provides atény

strategy with a vision for the City of Johannesburg, the IDP is a mddiumdelivery of the GDS
GraAAZ2Y FYR 321 fad ¢KS W20dz2NB Hnann {feirMdEmbitdrdze & G KS|
A0NXY10S3IASa YR 2@SNI NOKAyYy3 RSOA {Cit2of dohaiiBsburgi A y 3 (i
2011: 5)
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¢KS L5t 0S3Aya oAlGK GKS aidl dSYSy l-stighhg duKCyt®@ 2 S NJ L
ONBI GS | (CHwof JolindshBgQ 2013a: ihich indicated that the main airof 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.

TheYl Ay | LILINBLF OK Ay 2NRSNJ G2 I OKA Sai& exp&sonandlt G A I f
SEGSyarzy 2F wShk zlel .w¢ég a ¢Sttt Fa adikKS NBA
modes across the Gauteng City Region and increased focus®n, andzLJLJ2 NI F2NE &6+ f 1 A Y
(City of Johannesburg, 2013a: 38here needs to be a shift from the construction and maintenance

2F NBIFR& F2NJ LINARGIF(GS GSKAOES YR Y2NB FdGSyhaAazy

residerts 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. Onef these priorities is to achieve the spatial transformation of a compact city
GKNRdZAK G(KS AYLINROSYSYyd 2F aAy TN adNUzOrenedB | y R
RS@St 2 (QwySfJadhéannesburg, 2013a: 54)

In order to aclkeve 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 througlntprovement of public
transportation (City of Johannesburg, 2013ajhis would be achieved by ensuring an increased

usage of public transportation through:

f ahy3az2iay3a Neftft 2dzi 2F wSI L&l .w¢ a ¢Sttt I
cycling and the restructuring andtegration of all public transport modes
1 Universal access to a mass transit system in a manner that integrates multiple nodes

f LYGSaINIGSR Lzt AO GNIYaLR2NIE ¢lft1Ay3 FyR OeéOf
(City of Johannesburg, 2013a: 57)

All of these éements will be rolled out and implemented through the identification and allocation of
key (priority) transport corridors and also the development of public transportation n¢Géyg of
Johannesburg, 2013alHowever, in the list of nodes and transport corridors provided thereois n

mention of the Turffontein Development Corridor.
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The ten priorities set out by the Joburg 2040 Strategy are provided with further detail in the 2013/16
IDP review. Within these ten priorities it is the SHS that has the most influence of the provision of
public transportation. Any of the interventions planned within the SHS priority is focused on

ensuring the spatial integration and suggests that the backbone of the spatial transformations in the
city will only be possible by providing investment in paltifrastructure 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,
¢hs OFly 68 dzaSR (2 (1yAl GGKS dzNBlFy F2N¥Y (23SGKS
corridors thatstrengthen 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 €Sty of Johannesburg,

2013: 91) These planning elements can be achieved through the development of appropriate urban
RSaA3AY AYUIGSNBSYylGA2ya YR AYLNROSR Lzt A0 dzNB Iy
the improvement of acessibility, walkability and safety of the urban form and streets. There is also a

priority to promote normotorised transportation (NMT) and support cyclif@ty of Johannesburg,

2013a) The 2013/16 IPD review provides a list of the corridors identified in the Corridors of
Freedon in the medium term and, in relation to this research, it identifies the Turffontein Node. All

2F GKS ARSYGAFTASR y2RS8a IyR O2NNAR2NE sAtf O2y
community facilities, cultural centres, parks, public squargs,yeh O& Yy R € A0 NF NR Sa¢
OKIFIy3S GKS SyUiNBYyOKSR aSdadaftSySyd LlideaeSideptial Ay UK
developments growing around transit nodes, gradually decreasing in height and density as it moves
further away from theO 2 N&it§ of Johannesburg, 2013a: 9Zhese 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 f0& L5t a W/ FLAGIE Ly@S
I NBFaQ o/Lt! 0o GKIG GF1S Ayid2 002dzyi GKS Y2RAFTA!
investment of the Growth Management Strategy (GMS). The CIPA provides a development footprint

of the corridors that hae been identified for improvements and initiatives oulyic 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 thaare able to shape development strategigsity of Johannesburg, 2013&he

{5C ALISOATFTAOFff& AGLINRPYARSA (KS LltAde olara T2
LINPLR2A&lFEA& FYR LWL AOFGA2yAE GKFIG FrEf 2dziaARS (K
LINE A RS RS &IONBBBOIAGS 2F aLl aAlf OKFf{EHWESE |yl
Johannesburg, 2010:.2)

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

NBf SFaSR Ay HamMnd az2NB aALISOATAOIffe (GKS HAMOKHDN
tenets of the Joburg 2040 Strategy, review the plan in relation to both droster issues and the

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

H n Mo KQiynof Johannesburg, 2013a:¢@2) Since the reviewed 2013/14 SDF has still not been
published, some of the main planning concepts prevalent in the Corridorseefiém, the Joburg

2040 Strategy and the IDP, are not present in the 2010/11 SDF. Therefore, this reduces the 2010/11
{5CQa ldzZikKSyiArOate (2 GKAA NBaSINDK:E | a 2yfe &2Y

The Regional Spatial DevelopmentriReavork (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 S@y of Johannesburg, 2013a)Similar to the
2010/11 SDF, the RSDF is also a 2010¢étdion, 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 avalable it will not be discussed in this research.

hyS 2F (KS OSyaNrft GKSYSa 2F (GKS {5C>X 6KAOK A&
LJdzof AO (NI yalLR2NI Fa | 1Se& tSOSNI G261 NRA(CigyLI G AL f
of Johannesburg, 2013a: 61)his theme is also supported in the Joburg 2040 Strategy in the
LINAR2NAGASa asSd 2dzi o0& (GKS WwW{dzaililAylroftS 5S@St 2Ll
the seven key Development Strategies in the 2010/DE @re still relevantCity of Johannesburg,

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

Ad rftaz2 | ySg | G GhSNOGSR2YS Ri 2563 diRia2 (Qiy Sidayaaikdblirg St A y S ¢
2013a: 64) Some of the corepts 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)of

Johannsburg, 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 Strategietitvaenedium to long
term development objectives. However, of the seven development strategies only these three are

relevant to this research which:

1. G{ dzLIRNIAY3I Iy 9FFAOASYl a20SYSyid {eaasSvyT
2. Ensuring Strong Viable Nodes;
3. Initiating and Implementing CairR2 NJ 5 S @S 2 I(OSof Jbkannesburg, 2010: ND)

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

& Y dahdilal transportation and land use patterns that support public transport and peid@str

Y20SYSyié¢ +a 4SSttt a FT20dza RS@St 2LIvSy(@ity afy &G SEA

Johannesburg, 2010: NO} would therefore be necessary to invest in the public infrastructure of
BRT, the Strategic Public Transportationak (SPTN) and NMT. The objectives of investing in this

infrastructure are related to:

1 &4dzLL2NIAY3I bac¢cQa &dzOK Fa O0edftiay3a FyR LISRSa
9 reducing transport and travel costs;
1 providing an increase in accessibility to social facilities, employment andatemn for the
OrG20a NBAARSYGAT
1 the movement system of public transportatiomust be linked and supported byigher
density neighbourhoods and higher intensity transportation nodes
(City of Johannesburg, 2010)

Map 32 identifies the BRT networks of théycand there are two routes that run through the
Turffontein Development Corridor (TDC). The route in the ramist corner connects to Soweto,
while the proposed route travelling soutmst in the study area runs through City Deep to South
Crest. Theresi also a SPTN network in the study area that connects City Deep to Haddon in the
southwest part of the TDC. Maps 3.3 and43on the other hand have not identified TOD precincts or
NMT priority routes in the TDC. In these maps there are no identificatibnthe Turffontein

Development Corridor area as a priority for anyhefplanning principles mentioned.

The development strategy that ensures strong viable nodes is focused predominantly on increasing
the interaction between the nodes that cater for pidltransportation 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.

55| Page

0 NJ



LEGEND
Roads
=SPTN Network
o SPTN Nodes
—Rea Vaya Network
0 5 10 15
| Se—— r—
Kilometers

Map 3.2: Map of full BRT system and SPTN Network for the City of Johannesburgafiaytely 330km.
Source:City of Johannesburg, 2010: ND
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Map 3.3 and map3.4: Identification of all the TOD precincts and the identification of the NMT priority routes in the City of
Johannesburg, respectively.
SourceCity of Johannesburg, 2010: ND
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I O0O2NRAY 3 G2 (KS -@efingd anllegibfe2urd&n ehvitonnient whérs thighly

I 008aaArAo0t ST YAESR FyR O2YLJ (Aot §City of yoRanrumbBg | NB

2010: ND)In order for a node to be successful it must provide:

1 avariety of land uses;

1 an urban fom 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;

9 the strong pedestrian connectivity must improve the accessibility of nodes ddegirian
and public transport users, and reduce thepgndency on private vehicles

(City of Johannesburg, 2010)

However, nodal development is only successful with an adequate implementation of corridor

development. The City of Johannesburg describéswelopment corridor as a:

9 a1l ATK G2fdzyS GNIFYaLERZ2NI NRdziSa GKFG O2yysOi
9  Existing / potential for regional and inteegional accessibility;
1 Provision of a number of movement optiogs.e. road and rail;
1 Potentially lower tansit costs on current/ potential routes;
T Intense, hig)RSy aAiée YAESR flyR dzaSas¢
(Del Mistro, 2001 as cited in City of Johannesburg, 2010: 142)

Apart from these principles, a developmergrador 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

nodesas illustrated on figure .3 (City of Johannesburg, 2010)

High level of mokillity

<::| !Q & accassibility

Connectivity
betwean major
nodes
)k
Absence of
Existance of multi-
Inhitlicrs modal transport

Figure3.3: Conceptual illustration of corridors interconnected with nodes and open spaces.
Source City of Johannesburg, 2010: 143
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3.5 Strategic Integrated Transport Plan Framework for the City of Johannesburg

(draft for discussion 2013)
W2KIFIYyySaodz2NBQa {GNIFGS3IAO0 LYGSaINIGSR ¢NIFyZLR2NI
first, component of the Integrated Transport Plan (ITP) for 28A88. Both the ITP and the SITPF
were developed by the Transport Department of the City of Johannegility of Johannesburg,
2013c) The Transport Departmenthastbh & A 2y 2 F O MXSSHYHANYSTR &N LIS 12N
is able to transform the City of Johannesby(@ity of Johannesburg, 2013c: 4Their vision is only

possible if policies and thidevelopment of projects are able to achieve the objectives of:

1  Providing integrated transportation;
1 Promoting the usage of public transportation and Aootorised transportation (NMT), such
as cycling and walking, as alternative modes of choice for residen
1  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 staius 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 year¢City of Johannesburg, 20138econdly, it is focused on analysing thegiss 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 y{Sionof

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, 2043 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 developweell-connectedcity network. Its

main aim was todzLJLJ2 NIi & | Gndddllclty @im3 by providitigia legible permanent public
NI yalL}2 NI W3 NRAfRquend Publie 2ZrahsparS ButeK dodhicting key hignsity

y2RSA FYR I taz RSy as  MRGith a Sopatiredbidrg, 2013080 & ¢ =

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 irutfientiein Development

t f

~

a

/| 2NNAR2NXP ¢KS C¢dNFF2yiSAYy [/ 2NNAR2NJ A& 2yfté& YSyi

[T LIAGEE Ly @Sail Chyoiidohandsiung2a18c: I2NS | & ¢
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The SITPF developed nine thrusts in order to

D-am!ool'j"‘ fo— ] /

achieve the vision of the Transport Department

and of the Joburg 2040 Strategy. For the 7 -

purpose of this research three of the nine )" v vt ol

thrusts are relevant, more specifically:

Laser Park 0
Strijdom Park 5 kg
A FLl

f G¢KNHzaG y2® MY wsa il
the city

nnnnn

Thrust no. 2: Improve and expand
provision of quality public transport and

use ofnon-motorisedtransport

9 Thrust no. 3: Maintain, improve, extend “* “ m Iy
FYR AYGS3INIFGS GNIFyaLR A Y TN A GNBZO G dzZNB ¢

[ 2] f

Ennerdale ) (»‘

(City of Johannesburg, 2013c: 47)
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Map 3.5: Strategic Public Transport Network (SPT
for the City of Johannesburg, red circle highligt
the Turffontein node.

Source:City of Johannesburg, 2013c: 21

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 cosridith a mixture of land uses

and high density(City of Johannesburg, 2013cn order to develop spatial transiriented
development (TOD) interventions a large investment must be placed on mass public transportation
as it has bee identified as being the backbone for TOD. The identified TOD corridors and nodes are
highlighted in the map3.6 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 plaogéther in order to achieve TOD. They must
KFEI®S | G aFNSBRYWAYyORIKIZ0E A0 GGNFyaLR2NI O2NNRARR2NRSE
them and complexity of land use in the nodes on these corridors through attracting density and

mixeduse developmy (i & { ACityi ik Bhadnesburg, 2013c: 50)
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Map 3.6: Map of the nodes and transdriented development networks for the City of Johannesburg, wi
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 ofnon-motorised transport
In this thrust the main outcome t® 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 affordabilit¢City of Johannesburg, 2013dheseelements 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 & both convenient and integrated with different public transport

services, especially nemotorised transportation (NMT(City of Johannesburg, 2013c)

Nonetheless, there are various components that must be taken into considenatien highlighting

GKS AYLRNIFYOS 2F WAYUSINIXGA2YyQd LyidGSaINIXraGaAzy O2
ASNIAOS&a¢YT aFIFNB adaNUzOGdzNBa |yR YSRAdMzZYEZT daGAy TN
I YR & 0 NEity ¢t doyfaBréesburg, 2013c: 5l 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 antkiag, is the best mode of transportation for convenience
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related trips and shorRA &G yOS&as>x SalLISOAlLtfe F2NJ €t SFNYSNaR® ¢
RA&AGIyOSa 2F pnn Y (G2 wm Y a NBLNBaSydiAy3a | Tl
GAYSa IINB on YAydziSa (2 220akalOKz22f I yRyoun G2
Johannesburg, 2013c: 5%)n the other hand for cycling it is recommended that a destinatiuuld

not be more than 10 kn{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 stegdbiat 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 e for busy corridors and plays an important role in TOD

(City of Johannesburg, 2018) { 2YS 2F GKS &GN} iS3AsSa 2F GKS wSl|
to integrate BRT with other modes including the mini and metered taxis anelmmaiorised modes

Fa F adNY G§S3AO (City 8f Jahdnledhlirg, R0A36158) f SOST ¢

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 rpeefenode 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:

G/ NBFrGA2y 27F I RB®AlY peleStRan §n8 dydidghdutesg T KA 3
Integrating cycling at public transport nodes;
NMT projects focusing on university and school learners;

Increasing the availability of bicycles;

= =4 =4 4 -

Amending relevant technical roads standards and planning requirements:
0 ¢CKS a/2YLX SGS {iNBSii¢ aidl yRINRa gAft AyOf dzf
(City of Johannesburg, 2013c:c6Q)

However for all of these planninglements to function together efficiently there is a need for

transport infrastructure and public transportation to be universally accessible. Universal accessibility

Ydza G LI & dzy AGSNEIFf LINRYOALX Sa GKIFG | NBf AYLIE S
passenger information; sidewalks to public transport facilities; stops, stations and interchanges; and
LJdzo £ A O G NI y(&ityJef Bdhanr@érd, 0036:53)
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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 il
LINRLISNI & YIyFr3aSR YR YFAYUlrAYySR Ay 2NRSNlel?
and efficient manner, so that the value of the assets are preserved, and so that pedestrians, cyclists
FyR Llzof AO NI yalLREiy ofdah&hibury, 1908 3c ORIty tianispol R ¢

infrastructure comprises of roads (all road classes, infrastructure in road reserves such as sidewalks,

a dzLJ

signage, street lighting and traffic lighting), storm water, bridges and the facilities of public

transportation(City of Johannesburg, 2013@gaking these elements into consideration increases the

OrGeQa O2YYAGYSyd G2 LINBPOARS ba¢ FyR LlzmtAO NI

with appropriate design and plans. These elements are categoriseéxqidined better in tabl&.1

that follows".

| Managed Lanes

Managed Lanes Road lanes whose general use by traffic is restricted in some way
to reduce travel demand, manage the flow of traffic, exploit sp
capacity in some lane®r extract more persoigarrying capacity from
the lanes

BRT Dedicated Lanes | Dedicated lanes reserved for BRT buses

Dedicated Publiq Dedicated lanes reserved for public transport modes including bi

Transport Lanes and minibus taxis, but excluding BRiSes, contrélow lanes

Contra flow lanes Lanesthat is demarcated/constructed to flow in the other direction t
improve mobility. Can include all vehicles or certain vehicles classe
freight or public transport

By-pass lanes Priority passing fe at large intersections and BRT stations
public transport modes

\ Public Transport Facilities

BRT Stations Enclosed stations for BRT buses located alongside or betwee
running lanes

BRT Station Precincts | The area within a 500 me radius of a BRT station

Park and Ride Facilities Off street parking facilities adjacent to major public transy
facilities/stations which include rail, BRT stations and Taxi ranks

Large Public Transpor Fully fledged offtreet publt transport facility which includes tradin

Facilities stalls, holding facilities, loading bays for buses and taxis, metered 1
wash bays, offices were applicable, commuter square, ablution facil
control room with CCTV cameras, waste bins, tower clock,rdg&in
boards, intercom, joint management by the City and operators

Small Public Transpor| Public Transport facilities mainly on large road reserves. Dependir

Facilities the size of the reserve, the facility may include loading and few hol
bays, few trading stalls, tower cloak, waste bins, destination boal

¢l 6f Sodom 461 & SEGNIOGSR yR [jd2GSR RANBOGt& FNRBY daidl o

YR bat

A Y Titde Git§ dfpBainrzdbiyg, 2013c-66
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\ possible joint management by the City and Operators
Commuter Stops and Public Transport lalpys, commuter shelters with passenger informatic
Related

Walk-in Centres Facility run by the Gitto provide public transpostelated customer
services such as smartcard replacement, lost property clatms

Holding Facilities Off-street holding facilities for public transport linked to major puk
transport facilities

Transfer Facilities Interchange facilities for buses, taxis, metered taxis, BRT buses an

This could be linked to one of the above
Complete Streets

Side walk| Wide sidewalks (2.5m) for walking by the public, these will incl

improvements street furniture like bins, benchegublic art, greening, proper storr
water management, lighting, signage, bollards and universal access

Cycling lanes Robust bicycle lanes, side by side with traffic lanes (or following de:
lines for cyclist), separated from traffic lanes

Traffic Calnng A variety of measures including roundabouts, traffic cycles, table t

textured roads, narrow roads, narrow meandering streets, pedest
only roads, zebra crossings, rumble strips
Parking Solutions Demarcation and or possible construction of bleyparking, proper
demarcation of loading zones, parking restrictions, Goods loac
offloading time restrictions, on street/off street parking manageme
congestion charging zones

Way Finding and Signhage

BRT Passenge Directional and toust signage pointing passengers towards E

Information stations or stops or from BRT stations towards major destinations ir
vicinity of the station

Public Transport Signage demarcating dedicated public transport lanes, direction sig

Information public transprt facilities, destination boards or VMS, Names of Pu

Transport Facilities. Information signs for bicycle lanes Public Trans
Table3.1: Description of the elements on the integration of transportastructure
Source City of Johannesburg, 2013c:-6%

3.6 Framework for Non -motorised Transport 2009

Nonmotorised Transport (NMT) has been identified as an important planning priority in national,
provincial and municipal planning policy in the 2008 DraftiNMotorised Transport Policy, the 2005
Strategic Agenda for Transport in Gautdity of Johannesburg, 2008hd the 2011Joburg 2040:
Growth and Development Strategy, respectively. The Framework fornNaaorised Transport
(FNMT) is a policy that provides the City of Johannesburg with a set of objectives andisgraihat
directs the development for adequate NMT networks. The document also identifies key principles
that determine appropriate routes and zones that should implement NMT infrastrudi@ity of
Johannesburg, 2009)JUnfortunately, this policy was released in 2009 and does not include the

identified corridors anchodes 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 asth®ih dza A 2y 2F Gl ff F2N¥Ya 2F Y2@0SYSyi
y2i NBfe 2y SyaaySa 2N Y202NR F2N Y2@0SYSydé GKI
animakdrawn carts and recreational activities such as equestrian, rollerblades, skates @r#l2 (i S NE& £
(City of Johanesburg, 2009: 4However, 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 parerghipg prams, children, elderly

or disabled pedestrian&ity of Johannesburg, 2009)

¢tKS @GraAizy 2F (GKS Cba¢ A& (2 RS@OSt2L) GKS [/ Ade 2°
city where everyone has access to urban opportunities and mobility, walking and cyclsefeend

02y BSYyASYyld FYR FINB GKS LINBTSNNBR Y2RSACiHtFaNJ & K2 N
Johannesburg, 2009: 13) number of primary objectives have been outlined in order to achieve the

L2t Ad0&Qa Qgrairzys adOK | &y

f a¢2 SaidlofAak I R SRaltppedeStitin ahd dydirgy Ndutes Adrosskiie 3 K
City;

1 To establish pedestrian and cycling modes of transport as preferred modes for short distance
and convenience related trips within the City;

1 To increase the percentage modal split of cycling and wnagllds preferred modes of
transport for travel to work and school trips;

1  To facilitate access to the City for marginalised and low income communities;

1 Tointegrate NMT modes with other strategic public transportation initiatives within the City
includingthe Gautrain, Metrorail and BRT stations in order to enhance local feeder services
and support the successful functioning and take up of public transport;

f ¢2 LINRPY23GS AYyONBIFaSR I00Saa G2 SRdzOF GA2y Lt Ay
(City of Johannesburg, 2009: 13)

The objectives rguire a number of strategic interventions in order to implement NMT. These

strategies are explained under a nber of categories in the table &.

% Table 3.2 extracted sections and quoted directly from table 7.1; 7.3; 7.4; 7.5 in the City of Johannesburg,
2009: 1417
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Strategic Intervention

Road Safety

Distance
Typography

Climate

Status

and

Develop a network of cycle and pedestrian paths. Designatpdrate cycle
and pedestrian paths which are separated from motorised traffic will
important on roads which carry high volumes of traffic at high speeds
Incorporate NMT (cycle paths and footpaths) into future road upgra
Upgrade and maintain existinpedestrian pathways

Implementing planning requirements for developer contributions towa
cycle paths where development proposals are located in close proximi
planned and existing cycle/walkways

All new development proposals to incorporate NMrovision in and
immediately adjacent to site boundary

Adopt Urban design standards for footpaths and cycle paths ensuring ths
incorporates Universal Design

Adopt Technical standards for footpath and cycle path design ensuring
incorporates acess for the disabled

Adopt 'Secure by Design' standards (lighting, sight lines, signage, p.
surveillanceetc.)

Reduce volume and speed of traffic at points of interaction conflict
implementing traffic calming, streetscape improvements, vehigstrictions
and road space reallocation

Prioritise cyclist and pedestrian movement within the streetscape

Safe Routes to School program which identifies safe cycling and walking 1
for children. Work with schools to appoint parents to walk wihildren,
crossing guards etc.

Support mixed and clustered pedestrian oriented land uses which pre
active frontages at street level in order to support accessibility and reduce
times from origin to local amenities. (Newhanism)

Link the NMT network to public transport nodes to reduce travel distances
Reduce distances for cyclists and pedestrians by increasing road anc
Connectivity. eg. special nanotorised shortcuts, such as paths between-c
de-sac heads and miblock pedestrian links

Implement a scheme of shelters along primary cycle routes with a partic
focus on shared shelter facilities with existing and proposed bus / BRT shi
Promotion of cycling as a faster mode of transport. Emdettronic 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
schemes which will allow cyclists to commute short distances to the cycle
facility and integrate with the public transport network

Create a MultModal Access Guide, which includes maps and o
information on how to walk and cycle to a particular destination
Implement supporting signage for cycle and pedestrian routeg¢tonal and
safety). Potential to include signage indicating to drivers that cyclists
allowed use of the lane
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Ortline trip planner that shows drive time & parking cost versus walking 1
and cycle time

Publish online/paper maps showing preferregicle routes: location of cycl
lanes, shared lanes, parking; and roads which have a steep gradient

Table3.2: Description of the strategic elements required to achieve successful NMT in the City of Jdliagnes
SourceCity of Johannesburg, 2009:-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 pedeqi@iansof
Johannesburg, 2009)

3.7 Corridors of Freedom

The Corridors of Freedom is a new spatial vision that the City of Johannesburg is promotingrbased

the concepts of corridors and transitiented developmen{City of Johannesbgr 2013b) In 2013

the Mayor of the City of Johannesburg introduced the Corridors of Freedom vision in his State of the
JAGe | RRNBAaad Ly (KAa FRRNBaa GKS al@2N) 2dzdit Ay S
GAEE AGNADOS (2 LINPOARSE AyOf dRAy3Y

1 dThe Right to Developmental Service Deliverwhere 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
1 The Right to a Spatially Integrated and United €itywhich we rebuild and reconnect the
RAOGAAAZ2Yya ONXBIFGSR o0& RSOIFIRSa 2F ! LI NIKSAR aLJ
(Bickford, 2014: 19)

This spatial vision is in line with many of the principles highlighted in the Joburg 2040 Growth

Development StrategfCity of Johannesburg, 2013@he main areas of focus which the Corridors of

Freedom is addressing istrying@oNB I 6 S I OA (e (KM & yySRE i NODFEIR NG 2
GKIFId FNB aftAY1SR (2 AyiSNOKUzZSI SRS @ KEGHBIY 8 REE T2 Odza

Johannesburg, 2013b; Bs seen in image 3.1.

The focus on TOD is associated with the restructuring of the city by mgea#isier and quicker
O2yySOiGA2ya 0SG6SSy NBaAARSyi(iaQ 2204 FyR GKSAN K:

implementing TOD because they are located on transport corridors where the provision of public
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transportation, such as the Rea Vaya BRIll, increase the mobility of people in a safe and
affordable manner along the corridorgCity of Johannesburg, 2013bBy 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 dr other needs, and also assist with the reduction of poverty. The fundamental

OKI' NI O0SNRAadAaAOa 2F GKS / 2NNAR2NHE 2ife re€deB&ER2Y A3
developments growing around the transit nodes, gradually decreasing in heightlemgity as it

Y2 @Sa FdzNI KSNJ I (Bity & JoRakdaburg] R0$3b:QR NI ¢

Corridors of Freedom

Johurg

3 world chass African Gty

Image 3.1: This illustration is on the cover page of the Corridors of Freedom and highlights the
elements of a people orientated area that is focused on public transportation anenmarised transport.

Source:City of Johannesbgr 2013b

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 unti2016 (City of Johannesburg, 2013@he main planning concepts used to develop

thea L GAFE @AaAA2Y |INB GKIFIG aGKS Y2aiusSwith anrOA Sy i
extensive public transport network that includes high intensity movement corridors and with
FGGNI OGADS Sy @AaNRYyYSCilyadf JghanNdshing, 2Q13by4 | yR O& Of Ay 3¢

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

/I 2NNAR2NBQ aLJ GAFET @QArairzyd ¢KSasS 1Se FSFHddaNBa A
and infrastructure that are designed with active streets that accommodate cycling ahldhgia

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 otlkey feature is the provision of transit stations and
stops that are convenient to residen{€ity of Johannesburg, 2013@}he 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 effectivehess

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
6¢5/ 0 AaGKS {GNIFGS3IAO ! NBF CNXYSg2N] LINPOARSA 0
implementation of the Corrida 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

aLJ GALF (IVERRAI2AG)E LY SaaSyO0S G(KS a{!C R2Sa y2i( SEA
planning, but iSO2 Yy A RSNBR NI GKSNJ Fa  (1S& O2YLRYERYy (G gAl

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 prioritiesdussed 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.
Fundr Sy drfftes GKS {!'C 2F (GKS ¢-&ich theXity bgetDeizusSng 2y |
0KS LIKAf232LKe 2F ¢NIyaAd hNASYGSR 5S@St2LI¥Syis¢
(lyer, 2014: 12)The SAF provides a discussion of the characteristics of a corridor that fatiémte

growth in an urban context:

f ¢/ 2NNAR2NA FFNB FdzyRIYSyiGltfte 2NAIAY YR RSaid;
9 Corridors are generally made up of a series of raiinded movement systems, predicated
on some form of Public or Mass Transit, with stations within waldtis@gnce.
T ¢KS aidNBSia GKIFIG tAy]l GKS RAFFSNByYyld Y20SYSyi
FNBE AydSaNIf G2 GKS ONRFRSNJI O2NNAR2NJ a2adsSy:
1 The points of intersection of the cross streets and the major corrielements become
significant nodal areas, with the propensity to become major metropolitan and regional
Yy2RS4Y RSLISYRAYy3I 2y (KS 3ISYSNIGAGBS OF LI OAGE
(lyer, 2014: 14)
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On the other hand, policy suggests that transitented development (TOD) is a ardl 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 aréaiehy of TOD centres be provided, as not all the transit

hubs and nodes have the same potential (lyer, 2014). Generally successful TOD are characterised as:

7 a! GAON}I yi YAE 2F fFyR dzasSa AyOfdzZRAYy3I NBEAAR
activities, stimulating economic activity and significant provision for public or civic spaces

1 Moderate to higher density, with housing typologies that engages with the public
environment

9 Prioritised pedestrian orientation/connectivity, including safe neighboodwdesigned for
walking and cycling with sufficient facilities and attractive street conditions

1  Transportation choices, but with discouragement of the use of private vehicles

1  Aroad network laid out in the form of a topologically open grid

1 Convenient trasit stops and stations; extend to an easy walking distance radius of-400m
ynnvYg (lyer, 2014: 17)

Essentially the SAF of the TDC is aiming to achieve a number of outcomes able to provide some long
GSNY o0SySFTAalad CANBGEfE AlG F20dzaSa 2y HWIINR Ay 3
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

2 LJLJ2 NI diyeh 20148 47 Secondly by facilitating the social and spati@ngformation by
ONBIFIidAy3a a02yySOGSR ySAIKo2dzZNK22RAT AYydS3aINI GADS
fAYAG 2F ((Kges 204 tiZRe | NB I £

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 disaussif 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 identifythe 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 -motorised

transportation (NMT), refer to table 9.1 in the annexure.

As discussed previously tleeare 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 ufthence

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 mentitias 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 shortfalin 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 providingas 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 went in all the spatial policies previously discussed. The Strategic
Integrated Transport Plan Framework and the Framework for-idotorised Transport further
highlighting their importance and also highlight all the strategies and principles required/fortdl

0S AYLI SYSY(GSR &adzOO0SaafdZ tesx SalLISOAlffe (KNPRdIzIF

universal access.

The Joburg 2040 Strategy highlights the need to invest and scale up mass public transportation as a
mechanism to curb the vehicle dominat€ity 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 BRTwvagstem
identified as providing an opportunity to implement corridor development and traosénted
development. Although the Joburg 2040 Strategy only mentions this opportunity briefly, these
elements are then elaborated and discussed in greater detail linthe 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 foe 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 amiidal transport infrastructure that can

facilitate the modalshift 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 otherifaes|

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 poligef the City of Johannesburg. There is a need to
integrate all the different modes of transportation (private vehicles, BRT, Metrobus, minibus taxi and
NMTSs), 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
Ay GKS &aiddzRé I NBIF GKIG oAttt FrOAtAGrGS GKS Sk ae

In essence the SAF for the TDC was influenced by all the spatial piiBciessed 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 principleshere 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 Strategintegrated Development Planning 2012/2016, Spatial
Development Framework for Johannesburg 2013/2014, Strategic Integrated Transport Plan
Framework for the City of Johannesburg, Framework for-Motorised Transport 2009, Corridors of
Freedom, and Stratég 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 inggorén
implementing corridor development, transit oriented development and mootorised
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 broung 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 transitriented development will facilitate the development o
compact nodes that provide the densification of mixed uses and-tisghresidential 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 implemeritat 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 transprtation 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 trinBuential 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 multimodal 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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Chapter 4

Contextual Understanding of the Strategic
Area Feamework: Turffontein Development

Corridor
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4.1 Introduction

According to the Turffontein Development Corridor (TDC) document the study are@a WaB Sy G A T A SR
due to its location and proximity to regional economic and industrial nodes such as the ®BD, Sel
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 toqude seeking affordable accommodation. The
Proposed Rea Vaya routes do not intersect the study area, however there is opportunity to propose a

new public transport route alignment through the study area and unlock the full development

potential of the area(Aurecon, 2014: 15)

Based on this explanation the Turffontein Development Corridor (TDC) was identified as one of the
corridors of the Corridors of Freedom policy. This chapter will focus on understanding thextcont
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 figetions 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 a 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 understandindn@# 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 theajemaracteristics 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 FrameworlSAF) 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 nomotorised transprtation 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 adsiresthe public transportation and what the
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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 areaadorates on creating a green link and rehabilitating Rotunda Park by using

the principles of transibriented development and nemotorised transportation.

4.2 Location

The Turffontein Development Corridor (TDC) is the study area for this research legated 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 24QqRityn of
Johannesburg, 2010Region F can be divided into two areas dissected by the M2 highwalge To
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 SouttCity of Johannesburg, 2010)jhe TDC is used as the main entrance to the City

of Johannesburg from the southern suburbs, another common name given to the(Atgacon,

2014)

Gauteng Province City of Johannesburg

Nokeng sa
tae mane

Tshwane

Kungwini

Ledger
Municipalities

City of
Johannesburg

[] Regions
D Region F

= Highways

Randfontein Ekhurunleni

Merafong

Emfuleni Midvaal

= M2 Highway

Turffontein
Development

Corridor

Map 4.1: The Gauteng Provincial map highlights the Municipality of the City of Johannesburg. The
Johannesburg map highlights the seven administration regions and the main highways ofythétitia
particular focus on Region F, the M2 highway and the Turffontein Development Corridor study
Source City of Johannesburg, 2010
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The TDC study area, mag®, begins from the M2 highway, which is located 1km to the south of the
Johannesburg CBD, until the N12 further south of the studg,aaé approximately 7km from the
Johannesburg CB@urecon, 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
LINEEAYAG& & LINE G ki Dpportdniidsaiaccedd & Hiddirange of economic and
employment opportunities situated in the :
/.5 FYR Ly RAvedonNIbIE: . S

13). The study area provides a great

opportunity for residents who live ithe
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 t@s a private

vehicle 11 minutes to travel 7km it will take

a cyclist 35 minutes and a pedestrian _ _ _
Map 4.2: The travel distance and time for privat

approximately 90 minutegAurecon, 2014) vehicles, cy st and pedestrians.

as illustrated on mag.2. Source:Aurecon, 2014: 14

¢tKS ¢5/ R20dzYSyid &adza3sada GKIG G¢dNFT2y@edAyQa L
FdzyOlA2ya Fa GKS FANRG LRAYyOG 2F SyYyauNB Aydz W2Kl
FNBF | aDI G S@ureconfi2R14:i14S| 28888SNE (GKS | NS R2Sa y2i
destinatian 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

& G NI G S 3 A(Bureip’, 20141 MP v £

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 lyer uses their analysis in compiling the final SAF and TDC.
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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. TheDOT 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 (&astcon, 2014)

as highlighted in map 4.3’ hese highways provide further access to the N1, N3 and N12 highways

Ledger

Study area

Class 1-
Highways

Highway
L names

Map 4.3: This map highlights the study area and also the major road networks that surround the
Sourcewww.joburg.orgedited by Simoes, 2014.

l'f 0K2dAK GKS addzReé FFNBIF Aa ¢Sttt O2yySOGSR Ay &
KAIKglea o0S02YS aS@SNBte 02y3Sa {CiRof RuzhNispury, LIS |
2010: 22) The M2 highway is daily placed under pressuredgaa dzf ¢ 2F G GKS f AYAGSR
capacity east S& 0 @SKA Odzft I NJ NP dzii €y ofiinkdard&bUEgA20HD: 2d)eS wS 3 A
north-south routes also experience large pressures in traffic congestion caused by thethravoek

movement towardsthe north in the morning and the opposite in the afternoon (City of

Johannesburg, 2010). Map4 illustrates themost frequent trips by land transportation and it is
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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 at4rbagn the otherhandthe
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 hegbuth direction and vice versa. This

congestion is caused by the private vehicles travelling from the southern suburbs towards the CBD.

Map 4.4 and Map4.5: The thickness of the black lines identifies the most frequent transportation trips
the most frequent trips onlyby private vehicles, respectively. The red circle highlights the study ¢
Source: GCRO, 2014:-33

Il O0O2NRAY3 G2 (GKS wS3IA2Yy C w{5C aYlF22Nxide 27
pavements, walkwayand pedestrian space need upgrading and maintenance particularly in nodes
GKSNB LISRSAGNR I y (Ciyaf dibdrshéasbuilg,N2B10: RA)@secelements will be

discussed further in this chapter.
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4.3.2 Land Uses

As discussed previously the TD@risarea 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 majorityoaigtising
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 ap#h6.

‘ :," Wemmerpah %" &7

.
& ; . Regents Park
B LaRochelle Sy s
Turffontein ° o . Rewlatch
Turf Ciiib ’ Kenilwarth .

¢ The Hill,
Rosettenville - South Hills
3 - 1l
Haddon SR 5 y
3 : . 56
«‘Forest Hiﬂ PREIDY >
Townsview
(e

(1 L

Linmeyer

i
Oakdene (4 s
- =

| A 4% s
s

Sourcewww.joburg.orgedited by Simoes, 2014.

The study area is made up of the following residential areas; Turffontein, Turf Club, LaRochelle,
Rosettenville, Kenilworth, Townsview, Glenesk, The Hill, Regents Park, Rewlatch,eLianay
Oakdene, as seen in map64and 4.7. There are also aaumber 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 gp4.8 and 4.9. The study area is also
made up of a number of privatand public open spaces as illaded in map 4. Perhaps the most
important recreational facility is located at the Wemmer Pan near Pioneers Park and the Turffontein
Race Course aong many other activities. Map.#0 on the other hand illustrates all thdifferent

social and education facilities.
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Map 4.7, Map 4.8, Map 4.9, Map 4.10: These maps illustrate the different land uses present in the study
namely residential, business and commercial, mining and open spaces and also public services and
respectively.

Source Aurecon, D14: 44

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. Thse highways are classified as class 1 in terms of the road hiergkahgcon, 2014)

FAaSR 2y (KS wS3IAaz2y C w{5C I KAITKgle& alF O02YY2RI i
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YSGNRLREAGIEY GNARLIEE GKSNBE al OOS iy ofiJahanNdsuig,NRA OG S F
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 Regi@h w{ 5C | Y20Af A& &aLAYyS daira Iy
OGN FFAO Ff26a 6AGK YAYAYdzY AYUGSNNUzLIGA2Y 02LIGAYL
0SG6SSy YI22N) y2RSa 2N) 0SGsSSy y2RSa(City iR (KS
Johanneshbrg, 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 norouth connection in the szR& | NBF FyR 2FidSy
AAIAYAFAOLIYG FY2dzyd 2F WNI G NHzyyAy3aQ GNFYFFAOZ 6K
dzaS G(KSasS NRdziSa Ia I akKz2NI OdaZi Ayidz2z W2KIlIyySaod

(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 easést comections 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 ardé&urecon, 2014)

The class 3 roads are generally known as minor arterial roaasobility roads that provide local
Y208SYSyid FyR YzoAafAade 2F GAYGNI NBIAZ2YyLEE GNIF
Y SAIKO 2 dzNXK 2(eitR of yJahRnBesliurg, 2010: 35The main easivest connections
encompass the Southern KlipriviersgeRoad, Turf Club Street and Drakensburg Road. While the

only northrsouth 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. Theds siree
AYLRNIFYG ft20If a0NBSia GKIFIG LINPOGARS | 00Saa i
O2YLINRYAASR Ay T (CHdiddhhnBeSburg, RE0: BERSsAS Coads &ré considered

f 20! ¢ NEaARSYGAL € & G NBSES G & NJaTKA @ -aGINIESECiyDER YT KNS
Johannesburg, 2010: 36flass 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 (RMNe8&on,

2014)

81| Page



" JEPPESTOWN™™

T maRsHAWSTOWN = [ % o
G e b ¢ - LU S
v,a’g'l UMk 5 - -
L ol \
== A ' -
> GEORGE GOCH
M2 W
, =
— "% =

/ \ g - ‘.Iq
s s R E [ e
'Y P ‘ TURFFONTEIN EXT.2 —ﬁrg'—

& )" g —e — e = )

= 8

= S -

= "f'!
2 R e 5 | ‘JV
S L
= o = s

Legend
RIFSA Classification

s CLASS 1 - National, Motorway

\ X \ s CLASS 2 - Major Arterial
g ~ s CLASS 3 - Minor Arterial

Y GLENARDS CLASS 4 - Collector
\\ 1 — CLASS 5 - Local Roads

Open Spaces
Potential Destinations

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 thstudy area:

1 G¢KS RS@GSt2LIYSyd 27F I y-sodthf raute Ndfich (clea@hySprioghtiSes A O dzf I |
through traffic without detrimentally affecting local interests

1 Routes with significant mobility functions be appropriately defined or reclassifieddimgju
Eloff Street, Wemmer Pan Road and Rosettenville Road.

1  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.

1  The developmenbf strong northsouth pedestrian and cyclist links into the CBD, particularly

traversing the industrial and mining belt.

82| Page



1 Activity routes to be established to stimulate interaction between communities and to
enhance connections. Main Street, Eloff Streegife Street and Turf Club Street presently
have the potential to facilitate this function.

1  Strengthen eastvest linkages

1 The proposed N17 extension dissects the study area immediately to the south of the
industrial belt. The highway could, much like th® in the north, act as another barrier
between the study area and the CBD.

1 Improved NorthSouth linkages are needed to counter this and better link the study area
with adjacent areas.

T N17 also strengthens the eagtest linkages in the industrial belthd would greatly improve
f20FfA&8SR GUNIFFAO GAGKAY (KS aiddzRe | NSI ¢

(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 pasdhrough (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

by 2LILRNIidyAde (2 OFLIGANE (KAEA YYOFSXOYRSHBE 6 KES
(Aurecon, 2014:22) ! OO2NRAyYy 3 G2 (GKS ¢5/ R20dzySyid o62dzi a
CANFF2yGSAy SIFOK RI& G2 | O00SajAur&dn . p0o24e XFTifel I+ Y R
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 nordouth connections occur along Kliprivier Road, Booysens

Roal, Prairie Street, Wemmer Pan Road and Comaro Road. The maiwesistonnections 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 thetiwdsere mentioned above

there are two main nortksouth connections and four eastest connections in the study area. There

are not enough connections in the study area for both private vehicles and local movement and it
GYdzad ©S NXO2 3 yislyipBurlingifdt private@ehigléitdayeldzgsed on current trends is

y2i &adzadlAyrotS FTyYyR @AFo6ftSeé YR GKSNBF2NBE aadh
infrastructure and directing land uses which support shorter trips via public transport, wailkithg

D& O f(Aueds, 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-nmatorised
transportation. These trips usually include trips to educational facilities, employment, shops and
recreational areagAurecon, 2014)Map 5.14 highlights the maindal 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-wast direction
suggesting that this occurs due to trips between residential areas and educational facilities,
recreational facilities and local commercial arg@sirecon, 2014) These trends are particularly

evident in the centre of Turffontein, LaRochelle, Roseitke and The Hill. This trend could be
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OF dzZaSR o0& GUKS at2g OIFN 2ySNARAKALE Ay O2yadzyOiA?z
YI RS 2 yAurécdr? A044: 23)There are a number of nemotorised trips(pedestrians) that

occur in the study area even though pedestrian facilities and infrastructure are inadequate.
CKSNEF2NS GKSNB Aa I ySSR T2NJ GAYLINRBZAY 3 -I YR LN
Y202NR&SR NI yaLR NI ¢ LIMRYLI22NNIRSNS (227 GGANAQLBES | Yal- SR Sl KASY
(Aurecon, 2014: 23)

" JEPPESTOWN
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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 destinationg(Aurecon, 2014)Transportation is therefore considered an important element in the

-

Y2@0SYSyili 0SisSSy RAFFSNBYy(OH flyR dzaSa 2NJ RSadGAyl
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YFred 0SS OKFNIOGSNARASR |a SAGKSNI (K2 ¥Mredork 20d4: I G G NI ¢
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 am education. In the afternoon on the other hand these trips would generate

movement in the opposite direction.

¢tKS ¢5/ R20dzyYSyid ada3Sada GKFG avy2@0SYSyid Aa RSN
trip attractors (destinations) and it can therefo 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
RSadAyY!l G(Aukeyon, 2D14: NFWith regards to the study area these land usesiucation

and employment can be considered as the main purpose of trip movements, map 5.15.
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Map 4.14: Main land uses that attract movement in the study area.
Source:Aurecon, 2014: 18
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¢KS ¢5/ R20dzySyid LRAyida 2dzi GKId aSYLX28YSyi
recreational and open spaces such as Pioneers and possibly Moffat Park ardytygrieas that

F G G NI O(AuredoNJRA1& 48)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 Man, Booysens, City Deep, Turffontein, Rosettenville, Kenilworth, LaRochelle, Regents Park,
Linmeyer and Oakdene. However, as seen on mdp), recreation and open spaces are not

highlighted on the map. However mdpl4does not indicate recreational or opepaces.

G2 KSYy UGN} yaLRNIFGA2Y YR fFyR dza$S | Nidtorige§ f f 022
transport can provide more people with fast, direct and ecefective access to more destinations,

thereby increasing the possibility of people living ad® NJ Ay 3 2NJ € SFENYAy3I 6Al
(Aurecon, 2014: 18)Although the area has a number of land uses that facilitate destination trips

there is a lack of adequate public transpeérvice making the area prexminantly 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

andwhy. 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 datadtiblthe

main modes of transportation used in the study area and alsontbedes of transportation used by

resident coming into the study area are significantly different.

D Within the study area Coming into the study area

M?ri:arl:/lscz)c(l)ertof 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 Transpor 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 Aureceh, BP0
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Table4.1: Modes of transportation to employment and education used by residents living in the area and

those coming into the area

Source Aurecon, 2014: 9¢20 edited by Simoes, 2014

Table4.1 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 areattse 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 (Z2@fecon,

2014) It can therefore be assumed that there are a higher percentage of motor vehiaiersvin

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 tablerpvides 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 &ilgi as
passengers in private vehicles at 388recon, 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 vehicl®n 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 t@gb@ssible by motor vehicle, as seen in the

NREFR ySé2N]l +FYR YFEAY Y2RSa 2F GNIYALRNIFGAZY ®
GNI yaLR2 NI o6GFEA&E YR GNIXAyao Ff2y3a GKS O2NNAR2 N
a0 dzRe | Ngpreached fiom & Wadiety 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 Turffonteirais accessible location to

020K &2 NJ(AulegbiR 20014k DBased on these findings the TDC document suggests that

there is a need to provide and improve public transportation and-mmtorised transportatio 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
Metrobug/Aurecon, 2014)However, for the purpose of this research only the analysisletrobus

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
GolFd&SR 2y (GKS OdzNNEB Yy lensificatidnt r&tefiés ptaposed SsNFAréiof the/ R R
Corridors of Freedom initiative, the future area could possibly be better served by a public transport
FSSRSNJ NRdziS LINPOGARAY3I | KAIK ljdz £ AG&(Adrekon,] 0S4
2014: 28) According to the TDC document the PTAL analysed that:

f G¢KS ¢dzNFF2yGSAy adGdzRe FNBIF Aa LR22NIeé aSNBSR
stops

1 Public transport route and stop coverage should be improvedrticularly within the
residential suburbs.

1 Densification strategies should align and be supported by a new public transport feeder
ASNDAOS gAGK adG2L1a f20F0SR FdG | LILIINBLINRIFGS f 2«

(Aurecon, 2014: 31)

4.4.6.1 Metrobus

The movement patterns of the Metrobus run predominantly in a nestiuth direction, thus creating

connections mainly between the study area and the Johannesburg CBD (Braamfontein and Ghandi
Square), as seen on mdpl5 The TDC doenent suggests that the study area is adequately served

08 YdzyAOALIf o0dzaSa Ay GSN¥a 2F AGa O2@0SNF3IS vy
operating times of these services limits the ability of local residents to solely depend on public
transportl & + YSFya 2F (NI yAuteonR014i28)  R2l OSy G | NBI aé

Map 4.15indicates the existing BRT routes and stations, which in the study area are not much, and
also highlights the Metrobus routes and where thosates end. As seen on mdpl1lthe Metrobus
routes run predominantly nortfsouth and there are few eastest connections. There are however
some important aspects of the Metrobus service that hinder the effective functioning of their service

in the studyarea.

f G¢KS YdzyAOALN f odza FtSSG O2yilAya 2yteée &AAE o

of these operating on any of the routes serving this area.
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1 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

f .dzaSa NHzy G OF LI OAGe 6AGKAY GKS Y2NYyAy3 LISI |
(Aurecon 2014: 28)
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Map 4.15: This map highlights the existing Metrobus routes in the study area.
Source:Aurecon, 2014: 29

4.4.7 Non-motorised Transportation
According to staitics by the 2004 NHTS, about 29% of the movement in the study area is provided
by nonmotorised transportation (NMT), especially to educational facilities and employment

(Aurecon, 2014)NMT facilities are extremely important in the efficiency of movemenan area.
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The conditions of travel by NMT are affected by the access as well as quality of sidewalks,
connections to activity areas, road crossings andolay Sa ® ¢ KS &G dzRe | NBF GKI :
culture, which coupled with its proximity to the CBDeates the opportunity to establish nen
Y202NR&E&SR GNI yaLR2 NI | a(AdrdeS, 200MIB2)NA & Y2RS Ay GKS

There needs to be considerations and appropriate identification of physical barriers and facilities

order to provide safe access and movement to all pedestrinsecon, 2014)Map 4.16indicates

that all of the existing sidewalks in the study area located on class 2 and 3 roads. These sidewalks are
Yy2ySUKSt Saa GO2yAARSNESR2NR ©%5 RY&aGSY A v & dz& KRS
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Map 4.16. The existing NMT movement, mostly pedestrians in the study area.
Source Aurecon, 2014: 32

According to the TDC document the study area has a number of factide road reserves, variety

of facilities and the topography has a low slope making it an ideal place for NMT interventions
(Aurecon, 2014p ¢ KS&S AYyGSNBSyGAzya O2dzZ R AyOf dzRS (GKS
opportunities situated to the north of the iavay line, existing recreational facilities and regional

recreationalli 2 dzZNA &Y | NSI & & A (dzk G§ SR (AlirgconjZ0B1:38)2dzi K 2F (KS
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4.4.8 Future Public Transportation

After analysing the study area there are a number of projections made in ttee§ic Area
Framework in the improvement of the Turffontein Development Corridor. According to the TDC
R2O0dzYSyid Ay GKS FdzidzNB O2NNAR2NE GNI yaALRNII GAz
Turffontein area by concentrating development along tgamg 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 numbeof trips and increase the possibility of living, working, learning and playing within
0KS O2(NN&dR229F4: 18)Many of these strategies are suggested to be implemented
through the design manual of compde 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 veliislgscon,

2014).

As mentioned previously Transitiented 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 adieair RSlj dzZt 6 S Ay (G SN¥&
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

0 KI G aA icohnict tDeNafed th éistihg plblic transport network:

1  To link Turffontein to economic opportunities situated in the CBD,
T ¢2 YIF1S ¢CdNFF2yiaSAyQa NBONBFGA2Y It 2 LIJI2 NI dzy A

(Aurecon, 204: 30)

The TDC document began by identifying three main nedith routes that connect the
Johannesburg CBD with the study area where it is vital to connect them with the existing Rea Vaya

BRT systengAurecon, 2014)These roads comprise RosettenvilleaBoEloff Street and Booysens

w2l R® ! OO2NRAY3 G2 GKS ¢5/ R20dzySyid GKS a9ft27FTF
impact on the study area, as the majority of trips from the study area are rsmthh between the

area and the CBD, and thusndtv . 228 3434Syaé¢ 6KSNB GKS G6ARSNI I NBI
Al . 228aS8Sya Ayl2Auiesod 2BAERR GAYT wSI x| &l ¢
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4.5 Conceptual Framework

The conceptual framework of the TDC document takes into consider#ite analysis of the study

area and begins to identify appropriate areas for their proposed implementation. The SAF provides a
GraA2Y F2NJ 0KS ¢5/ o6lFaSR 2y (GKS /2NNAR2NR 27
urban environment by providing eange of housing, economic and social amenity options with
affordable higher residential density provided in mixgsk precincts surrounding quality transit
service routes and stops (which provide both choice in terms of transport options as well as high
frequency, reliability and useguality); supported by an integrated public (hard and soft) open space
system; connected by user friendly, high quality, continuous-matorised transport networks;
making Turffontein the premium nemotorised transport comnunity of Johannesburg, within
gt 1Ay3a RAAGE YOS FARGN MNIKT2YYy Sa0dzNBH /. 5¢

The final SAF for the TDC identifies four elements that influence the framework plan. The only
element that is relevant tothis research is the movement network which suggests that by
G2LIGAYAAAYT O2yySOUAQBAGE GAGKAY GKS O2NNAR2NE
functioning (IYER, 2014: 53According to the final TDC document movement is an important
element in the development dfities as it provides accessibility and choice either in terms of private
vehicle or as a pedestrigihYER, 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 thédtgowards public transportation. The
FAYIE ¢5/ R20dzySyid adza3isSada GKIG dadzadlrAylotsS
current transport systems of an area with more fefficient, spacesaving and healthy lifestyle
promoting alternatves such as bus or rail rapid transport systems, cycling or pedestrian oriented
Y2 @SY QYER£2014: 54t is also vital to promote and support nemotorised transportation

(NMT) as a key component of sustainable transportalidfER, 2014)With these new proposed

shifts the final TDC document focuses their solusi for transportation to be people orientated as:

)

f da¢KS NI yaLRNI aeadsSy Attt LINRPY2GS GKS F LILINR I

1 Road classifications will complement adjoining land uses in terms of accessibility and
mobility supported by appmrpriate complete street cross sections i.e. roads that
accommodate the needs of all road users.

1 The road network will be designed to accommodate heavy vehicles and facilitate ease of
access to relevant origins and destinations.

1 The network will efficientlyand appropriately manage the needs of through movement

along appropriate routes.
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1 Safe, legible, accessible, interconnected +motorised transport networks will be
developed in line with complete streets principles to facilitate access between destisation

1 Public transport infrastructure will contribute to quality living environments and will serve to
stimulate private to public transport mode shift.

1 A diverse and connected street network that promotes pedestrian accessibil@pod
corridors connect coidzy A G A S & ¢ (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 sgireess sectiort.1, which is a
GKAIKSNI 2NRSNJ Lz f A O (NI yaLRreflYERL201M:SE) G KIF G GAf ¢

£ TRANSIT SPINE " MIN
1 1
1 1
0Om BUILD TOLINE | SIDE VEHICLE| BRT VEHICLE ! SIDE | Om BUILD TO LINE
| WALK LANE | LANE [WALK |
! !

1
1
1
1
1
1
1
1
1
1
1
1
1
|
1

e =) =

REAR PARKING COMMUNAL SPACE : ' : A COMMUNAL SPACE REAR PARKING
ROUND FLOOR RETAIL YOR RET

Cross setion 4.1: Proposed trunk public transport spine.

Source:lyer, 2014: 55

The second element is based on improving the regional links within the studycaosa,sectiont.2.

CKSaS NXIAFBRE NIBNAIENBD2¢ySOiA2yas GKIG 02yySOl
A0NHzOGdzNB¢ a ¢Sttt a O2yySOlGAy3a (GKA&a O2NNAR2NJ
related citya O £ S  S(EYBRY 0¢4i 56

REGIONAL LINKS /
LOCAL CONNECTORS

1 MIN. 50% FRONTAGE
'

: :
3m BUILDING LINE | SIDE .PARKING PARKING. NMT. SIDE | 3m BUILDING LINE
IWALK WALK |

=

REAR PARKING COMMUNAL SPACE 5 : E COMMUNAL SPACE REAR PARKING

Cross sectiod.2: Proposed regional Iin'ks
SourcellYER, 2014: 55
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The third elementocuses predominantly on NMT askey public connectocross sectiod.3. These
connectors or movement routes allow for the movement of NMT and private vehicles and also
providingi KS 02y ySOiGA2Y GAGK aiKS tdzofAO ¢NIFyalLl2NI
FQGABAGE F2O0AAZT Lzt AO Tl OAf (AufiehoS, 2014 YR IYEREZ054( A y 3
55).

3m BUILDING LINE . | SIDE .PARKING PARKING. NMT. SIDE
H | WALK ' WALK

' i |
COMMUNAL SPACE i ¢ ! { COMMUNAL SPACE
' i

Cross sectiod.3: Proposed local connéactofs

SourcelYER, 2014: 55

Both the final and draft 2 SAF of the TDC identify the same public transportation service routes as
well as stops, ma@.17and 4.18 The final TDC ggests 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 tgkarecon, 2014;

IYER, 2014)n order for this to occur the final TDC document highlighted that thetimea@f 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 gfaa®con, 2014; IYER, 2014he

public transportation stops are classified based on both their distance as well as the land uses

surrounding the next stop on the route.
CKSNEFT2NEs AT GKS aidz2

GKS atz2La ¢gratft oS Ofl a

Map 4.18: Proposed public transportation route \ap 4.17: Proposed public transportation route an
and stations in the draft SAF for the TDC stations in the final SAF for the TDC.

Source:Aurecon, 2014: 77 Source:lyer, 2014: 56
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GKS qadz2Lla NB Y2NB GKFYy TnannyY | LI NBpendifg®yned 2 G K & (
and previous stops along tie A yA8récon, 2014: 77; IYER, 2014:.56)

Asseenonmag.l70 KS ad2LJa Ay GKS ¢5/ a8SNS ARSYGAFASR
dza S GNALI I GGNI Ol 2 NJ (AureebB, gE NI 7{ 1ZER] 20114 1 T6dretdie Shaldirsi G A O & ¢
stop was positioned in the centre of the existing business district in Turffontein and then placed at
nnnY AYUGSNBlItad ¢KS ¢5/ R20dzySyid adldiieGignsan& | G & a
Al o1& aadzySR GKFdG GKS ad2Lla dgaukdn 2084: 7 AYERZE G SR
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.

® Proposed Station/Stop
(With 400m/5 Min Buffer)

. Proposed Trunk Route
. Regional Connectors

Local Connectors
(NMT Priority Links)

Map 4.19: The proposed movement framework for the TDC based on the thi@e elements; trunk BR1
route, regional connector and a local connector.
SourcelYER, 2014: 57
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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.20. These precincts will incorporate all the piijples and elements identified in the

analysis and conceptual framewdiN' R, 2014)

O City Deep

/
/

/

i I

\

Map 4.20: The identification of the sixteen precincts in the implementation plan for the TDC.

SourcelYER, 2014: 81

I O0O2NRAY3 G2 G4KS FAYyIlLIf ¢5/ R20dzyYSy( yacauté $/iNB A &
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 prte market is certain to identify and explore and thirdly
RSyaiide FyR fl yR dzA(ISEROZ014ysB)dever tNeSnflueycd& ddasindt only S £
fAS 2y GKS wSI +F &l odzi (KS & $nvttwked tahsportbasedl f & 2
infrastructure based on cycle amdl £ { g @& G2 €Ayl O KERI2008:188Ye2 G KS
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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:

1 G2 SYYSNI t Iy
q Turffontein

1 Stafford(B@ @ aSya t NSOAyYy Olové (I¥ER, 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, Ut 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 facilitietdYER, 2014)The Turffontein Precinct will not only focus on
affordable housing but will also provide aass to the Rea Vaya BRT route, and support the

development of appropriate walkways and cycle lafd¥€ER, 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 RPAER, 2014Map4.21 highlights the
O2yOSLJidzZl £ LA LY F2NJ 0KS ¢dNFF2yiSAy t MmBhd y Ol

Ww2idzyRF tFN]J1Q a LA@2GFE Ay (GKS RS@St2LIVSyi

®

9.2 9 e

o;",._-.@\‘a ]{lRFFONTEVIﬁE -
'l S|

@'THA o
/Q

==m== BRT Trunk Route
Local Connectors (NMT Priority)
B Social Clusters
- Key Open Spaces
Low - Medium Density (<100 dph)
| Medium Density (100 - 160 dph)
@ Medium - High (160 - 300 dph)

Map 4.21: Conceptual plan for the Turffontein Precinct.
SourcellYER, 2014: 84
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4.6.1.1 Green Link

As mentioned previously the green link is situatddng 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-eastt linkages that connect to retail

areason both side, east and weg§furecon, 2014; IYER, 201Agcording to the final TDC document

GKAAE fAYSFENILIN] agAftt Faarad Ay adNBy3IIKSyAy3I |
of Turffontein as a recreational destination in Johannesburg due toislient noamotorised and

LJzof AO (NI yaLBRNI tAy]1l3Sa ¢A0K(AlIes 203 ANSIVERA 2 v |- €
2014: 84)

De Villiers Street can be viewed as a boulevard due to its wide sidewdlkow of trees. By using

these existing characteristics the final TDC document sees an opportunity in making the street a
GaANBSYy tAy]l] 0SG6SSy GKS ¢dNFF2y(iSAy 201t y2RS
will become a themed, meanderingegn corridor, with a service road for local access, on either

& A RAugecon, 2014: 117; IYER, 2014:.8Me area will then be introduced with a number of
FOGABGAGASAT aGaAyOf dzRAY 3 tim parkJwiDie inffoBuNdd intg thaldhenédy” Y I NJ|
walk, this allows for pockets of interest, creating a push pull factor leading the user through the

& LJ \Grécon, 2014: 117; IYER, 201481 pf these elements dhe 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
comection between the park and the green lifkurecon, 2014; IYER, 2017his connectivity will

be able to create a safer environment due to an increase in pedestrian activity. The park will also be
LINE BARSR GAGK |y G2NARIAYIFE t 2 NedahdiavBth aFstnddy G | A y
neighbourhood amphitheatre; this will serve as a celebration of the areas rich history dating back
FNRY (KS S(ANdcan, 20idMh7QI¥ER, 2014:. 8Bese elements for the proped

upgrading of the Rotunda Park can be seen in infage
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De Villiers Street
Linear Park as
a catalyst for
Link to main redevelopment and
commercial intensification
node and
Pioneer Park

Proposed Transit
Way along
—® Tramway Street

Rotunda Park - focus
for investment in
social infrastructure
in the short term

Image4.1: Conceptual representation of the implementation plan of the Turffontein Precinct, with a particular
focus on the green link and Rotun@ark.
SourcelYER, 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 Johanis&urg 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.

¢tKS lylfeara 2F GKS addRe | NBlFI adAa3asaitSR GKI G
RSalGAylrGA2yas AyOftdzZRAYy3Ié Ylye 2F (GKS 2Ly LIASO:!
&4dzo dzND & ¢ A 0 K pAyrecan2614:(22; NER, RAANBM)e to the mining belt or mining

dumps and landfills the linkages of the study area, from the nediith, have resulted in only three

major linkages, making the norgouth linkages extremely weak. The5/ A& &SSy | a al
0SGsSSy W2KIyySaod2NBH FyR DFdziSy3a {2dzikKX |yR ¥Fc
(Aurecon, 2014: 24; IYER, 2014:. #art from the linkages not being sufficient the road netwigrk

also operating near capacity due to the current network prioritising private vehitfé&R, 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 trategjmn and
LISRSAGNALFY AYFNIF aGNHzOGdZNBEd ¢KSNBETF2NBE GKS {! C T2
LJzof AO GNJI YALRNI NRdziS 02y ySOGAy I(Auiesos, 201MB4 o6 A G K
Thiswould also improve the public transportation in the study area, as the transport stops are

currently inaccessible and poorly serv@lrecon, 2014)

The concerns also provide the study area with a number of oppdits. 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 higiensityhousing 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 wfileuse
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 Policeand Observations of

the Turffontein Development Corridor
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5.1 Introduction

Theory suggests that it is &ltto 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 sustaffiadies, 2012hb)

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 hydlaises, roads and different systems of
public transportation that facilitate the accessibility patterns of a €ifpdes, 2012a)The City of
Johannesburg has embarked on a journey of integrating the importance of infrastructure with the
OrtGeQa aLIGAILFE LRfAOASED LG KFa 06SO2 VYssés ak YLI2 NI |y
facilitates the creation of a strong relationship in making transiented development (TOD) and

the use of public transportation (Rea Vaya BRT) systems successful by developing mixed uses around

transport nodeqTodes, 2012a)

The importance of creating integration between public transportation and land issesal for the
efficient functioning of a city. In the City of Johannesburg this has been addressed by the
implementation of transioriented development (TOD) with a particular attention to Amotorised
transportation (NMT). This chapter will fundamalty analyse the theoretical concepts (corridors,
TOD and NMT7sto 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 framewrk 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, linkagestegration and walkabilityBasicallythe 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 interviewsnductedto the key respondents (respondentcl

private consultant, respondents 2 andgAurecon consultantsand the draft minutes from the

public participation meetings, refer to annexure 9.3, 9.4 and Bt 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 ywed by Aurecon and the final
document produced by lyer. 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 finalocument 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 anaiysisnation 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 spatiahterventions 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 naonotorised transportation (NMT). Tke characteristics

are based on principles of:

Physical Form
Modes of transportation
Public transportation, Connectivitiinkagesintegration and Walkability

Land uses, Forces of Attraction and Density

= =4 =4 -4 =

Urban Design Principles

The urban design principleilwbe 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 understguadithe final
consolidated framework plan presented in the final TDC document, as seen ob.iapwill help

guide this analysis as it is the final plan for the study area.
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- The framework plan identifies the proposed stations or

T

7
z
o

stops with a buffer ofapproximately 400m, located along

v
\ %

the proposed trunk routes. The framework plan also

O
K

identifies regional connectors and local connectors (NMT

priority links) as discussed in the previous chapter. It then

NSION

VICKERS ROAC

identifies the areas that will undertake densifigat. The

framework identifies the main open spaces (does not

OFF STREET EXTE|

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

raly N

document, they seem to only be numbers that do not make

reference to anything.

&

6l PIRIVERIROAD
I
R

® Proposed Station/Stop Densification Zone
e @ Social Clusters/Facilities

@ Open Space Network

#~. Regional Connectors W) Mixed Use Areas

Local Connectors :
(NMT Priority Links) @ Key Projects

4 . Proposed Trunk Route

Map 5.1: The Framework Plan for the Turffontein Development Corridor

SourcelYER, 2014: 66
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According tdRespondent 1 (2014) private cosultantthere is a mixed feeling about the SAF for the

¢ 5 / whethir they are doing the right thing or the wrong thing, | think it is a mixed answer. Let us

look at the right thing, the right thing is upgrading, redeveloping, regenerating, recyclingfyiiegsi

| think there is a huge opportunity therélow they are doing it and where they doing it in terms of

the planning framework | have a problem witlvhat we are missing is how it is going to happen and
GKSNB AdG Aa | 3JF2Ay 3 lothiskchapledSvil ¢herefotekaBalysg Sdwvithe 8 SO G A

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, developmertorridor or an activity corrido(PADC, 2007) Essentially a
O2NNAR2NBEQ LIKeaAOlFf F2N¥Y Aa Al G2 O02yySO0 LRAYID
within it, with a number of nodes along it. Generally a corridor will always be developed along a

mode of public transportatin. 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 mixede developmen{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 reast. These elements were

also addressed at the public partiaijion meeting.Da Silva (2013:-8) made an observation and

jdzSa A2y GKIFIG GUKS LINPLR2ASR UGN} yaLR2NI NRdziSa oA
dynamics of the greater Johannesburg has changed and there are now very few businesses in the
/.53 a2 ¢gKe& | NS I ff (K Bienhd @IS H)reIpdrdatdySsRyingtifat 0 KA a
GNB3IAF NRAY I (i KditesibbidgYodusd2d\dn khé GBDYA key consideration was that it

links back into the existing transport system. The inner city of Johannesburg is still the largest
Y2RS Ay DFdziSy3a IyR A& | YIFI22N) LY I OtB whf #hald 42 NJ ¢
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 lothat does not connect the south of the nordmst section

of the study area, as analysed in mag.
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Map 5.2: Physical form of the Turffontein Development Corridor transport route and the area

connected by it.
Source:Base map used from lyer, 2014: 35 and then analysed by author, 2014.

Vakaloudis (2014: 3 NA Sa (2 a2 FAYR 2dzi 2y oKIFG olaixa gl
route what was established and how was those stre®t® SY G A FASR | yR OK2aSy
According toHanger (2014: @) a Ay GSNXxa 2F OK22aiAy3a (GKS aidNBSi
combination of technical aspects in terms of what would be required for it to operate as a system,

but wha became more significant was looking at the opportunities where that system could actually
0S502YS I OFrdrftead F2NI NBRS@OSt2LI¥Syid FyR NBISyYy SN
we have looked ideally at where that system should go and whegestops 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 cse, 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
GKFG O2dZ R GKSYy 0SS GF 1Sy 7T dzNIHagMNI201y: Sliesdedsdn 2 F Y 2 |
G2 aleée GKIFIG adKS ONRFRSNJ addzR& | NSl odd Aa | @SN
tie it down and we have gone through the thinking behind the actual route, the alignment of that

route and tt5 A0 F GA2y aé o | 2@@n&pMSINAENd 418) highlightddiih&tNie 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 iiaikeconsideration.

According toRespondent 2 (2014n Aurecon consultanitoes not make sense to do a loop. You

would not spent R650 million to do a round trunk ey 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
NRdziS 62dzf R GF{1S F62dzi mt YAydziSa Ay | odza G2 i
urban deggner saying that it could go here, after | had spent thneenths saying in terms of costing

the road and road width and infrastructure costs; saying that in terms of this, actually trying to prove
GKAa® Ly GKS SyR GKS& 0o (Raspodderit 2, 201Batkar {2014:19Rs® dzLJ i K
2dA38a6Ga GKHG aiKS F20da Aa OSNE AyslNR o02dzy R |
and what is happening, but | am segia very interesting not necessarily an acceptable urban
RSaA3IYy FNIYS62N] odd | 3IJFAYy R28ayQi aKz2g K2 (KS

It can therefore be suggested that there are a number of questions and queries about the chosen

route andit unfolds when respondent 2 highlights that the route was chosen by an urban designer in

the City of JohannesburdRespondent 3 (2013n Aurecon consultanstates thatthe final report

R2S8a y2i S90Sy G118 Ayid2 O2yaAiRSNI A2y GKS NRdzi

analysed further below.

5.2.2 Modes of transportation

Based on the theory discussed in previous chapters, all modes of transportation must bentaken
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 antérchanges(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 msport corridors are based on a mode of public

transportation (PPDC, 2007With regards to the TDC the backbone of the project is the Rea Vaya
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BRT system that will link the study area with the Johannesburg CBL%.fnagowever, there is no
mention of any other modes of public transportatian 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, imadel, discussed further below

Image5.1: This photograph highlights of the BRT and the Metrobus already service Eloff Street. Th
of integration needs to be enhanced and improved.
Source:Photograph taken by author, 2014

According toRespondent 1 (2014) KS / A& 2 F fuddskd pgligically i daNHreaAThis &

plan is driven by political imperative and not planning transportation logic. That planning and
transportation logicha 06 SSy Ay F2NNXSR o6& O2yad# GFyida ¢K2 RAR
by their masters, to do certain things and ignore planning and transportation logic, because of the
LREAGAOFE AYLISNIYrGAGSad L R2y Qi o $heyih&eGotinitkak ( K2 :
NBLR2NI® L R2yQiG o06StAS@OS GKIFIG | 24 2F GKS adidzFi
g2dzt R KIS fA1SR G2 aSS GKSYyaStgSa 2dzi 2F GKSA
previously where the route was chosen &g urban planner in the city and the technical opinions

were not taken into consideratiorRespondent 2 (2014) £ & 2 K A 3 Klie M8tk bus rottés I (i o U
originate on rife 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 bug takes 10 minutes there is

I 0dza adG2L) 4G @G NA2dza LRAyGa AFKlAlthihgeytsd Gast G2 (K
visible difference between the proposed BRT bus route to the already existing Metrobus is that the
NRdzi S A& f 2yd&aSweirotius Billthke s Bstraigit Xofthe 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 frdmg, any

professional point of viewdoes this have any credibiléyRespondent 2 (2014)
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