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EXECUTIVE SUMMARY

Introduction

In this new Comprehensive Integrated Transport Plan (CITP) for 2018 to 202 3, the City of Cape
Town (the City) sets out how it will build on the progress it has made in delivering integrated,
intermodal and interoperable transport in Cape Town . Taking each component in turn:

1 Integrated : the City's del ivery of integrated transport is based o n the IPTN Network
Plan 2032. "Integrated”, however, should not just be confined to transport but should
also mean the integration of transport with land use. For the City, this means the use
of transit -oriented dev elopment (TOD) to bring about the spatial transformation of
Cape Town itself as well as the building of sustainable communities

i Intermodal : intermodal transport cannot be delivered in Cape Town unless all
functions and modes are under the jurisdiction of a single authority. To this end, the
City is continuing to pursue the assignments of the Contracting Authority and the
Municipal Regulatory Entity (MRE) functions respectively. The City also
acknowledgesthat al t hough r ail is considededf tiot ettt amrs
system, it is currently in crisis. The City is therefore considering how to deal with this
crisis in Cape Town.

i Interoperable : in order to achieve an interoperable transport system (the ability of a
transport system to work with anothe r without s pecial effort on the part of the
commute r), the City will be undertaking further work on the delivery of integrated
ticketing and timetable s.

In this CITP, the City explores in detail how it will build on its progress towards achieving
integrated transport. In particular, it explains why the full benefits of integrated transport will

not be enjoyed without the severe problems in rail being addr essed, given the importance
of this transport mode in Cape Town.

As mentioned above, integrated transport also needs to be viewed through the much

broader perspective of how the City intends to use transport to change the spatial form of

Cape Town itsel f as well as to build sustainable communities. This means that the City does

not see integrated transport as its only goal. Instead, it regards transport as the key driver for
addressing Cape Townds spati al r eal i sogialinegualityh al | its

In this way, a step change will be achieved by prioritising the right development in the right
locations, along major road and rail corridors in Cape Town. This approach, coupled with a

focus on public tr ansport ( PT), non-motorised t ransport (NMT) and Travel Demand
Management (TDM)  will reduce travel times and costs, as well as deliver important
environmental benefits. This CITP therefore sets out the City's ambitious but deliverable plans

for transport within the wider context of it s drive to create an equal society based on
integrated communities, economic inclusion and access to opportunities in Cape Town.
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Background

The City's approach to integrated transport

Since its establishment in December 2013, t he Ci tyds t h ethorityf Transporp forr t a
Cape Town ( TCT), has been pursuing a Transport Vision of 1. Th e Vision of 1 is focused on
achieving in tegrated transport for the City through:

1 One Plan

1 One Governance Structure
| One Management System

1 One Network

i One Contracting  Authority
i One Regulatory Entity

T One Enforcement System

1 One Ticket and Timetable

1 One Brand

In determining its approach to integrated transport, the City used the following documents:

i IPTN Network Plan 2032, as approved in 201 4

i IPTN Qperational Plan 2015

i IPTN Implementation Plan 201 7

1 IPTN Business Plan 2017(see Annexures listed in Appendix 2)

The City also took into account business considerations and how it might capitalise on new
emerging technologies so as to ensure long term financial and fiscal sustai nability.

The City's approach to integrated transport is to  adopt multi -modalism. The key modes are
passenger rail, bus rapid transit (BRT), quality bus services (being conventional bus services
enhanced by modernising features and integration with the w ider network and minibus -taxis.
These modes will together form part of an integrated transport solution. These modes will

also be complemented by improved provision for NMT recognising that providing the public
transport system that the City and its inha  bitants can afford means including walking and
cycling as fully recognised modes of transport . All modes will be bolstered by  smart phone
technological innovations  and related technologies which are set to revolutionise PTin the
coming decades and will result in a "new generation” of service offerings.

The City's approach to TOD

The City recognised that TOD could be applied in Cape Town not just as other cities had
used it for economic and transport efficiency purposes b ut also to bring about spatial
transformation and build sustainable communities. To this end, the City adopted a TOD
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comprehensive land use model that addresses both greenfield and brownfield
development: the TOD Strategic Framework, March 2016 (please se e the Annexures listed in
Appendix 2).

In order to give effect to this scale of TOD in Cape Town, the City needed it to be driven at

both an institutional and governance level. As a result, it extended the functions of its then
Transport Authority, TCT to include all of urban development (urban planning, human
settlements and urban sustainability) alongside integrated transport. TCT was then
established as the City's Transport and Urban Development Authority and its name changed
accordingly to TDA Cape  Town. This was effected by means of the Constitution of the
Transport and Urban Development Authority for Cape Town Amendment By -law, No. 7716 of
2016 (TDA By-law 2017).

Chapter 12 (Transit Oriented Development) sets out in more detail how the City plans to use
TOD to bring about spatial transformation and to build sustainable communities.

The City's approach to rail

The transport system in Cape Town is highly dependent  on rail as its backbone but the serious
decline in service has forced many passengers onto the road network, leading to gridlock

during the peak periods . The National Rail Policy Green Paper of 2015  propose d that
municipalities should take  over the operational subsidies and enter into service level
agreements with the Passenger Rail Agency of South Africa (PRASA) . Subsequently, a
National Rail Policy Draft White Paper was released in June 2017. The Draft White Paper
acknowledges that around the worl d, urban rail generally has always been a local
Governement function. The Draft White Paper sets out a route map for the full assignment of

the urban rail function to  metropolitan municipalties commencing with the enactment of the
National Rail Policy in 2 019 and the comple tion of such assignments by 2025, with all other ralil
revitalisation projects completed by 2050 . While the City acknowledges this  approach , it is
currently considering whether other strategies are necessary in order to address the situation.

The City cannot deliver integrated, intermodal and interoperable transport in Cape Town
without an effective rail component. Furthermore, r ail is not just the backbone of the
transport system but also of Cape Town's spatial form transformation stateg y as detailed in
the Municipal Spatial Development Framework Review. As such, the intensification and
densification of land use along rail corridors is also a key part of the City's TOD Strategic
Framework .

The City, in response to the rail crisis , as well as within the context of achieving integrated
transport , has developed a draft business plan for its approach to rail . The approach taken
by the City is in line with the methodology of the draft White Paper but is advancing the
process quicker due to the fact that it has been concluded that as a result of the rail crisis

the City cannot wait for 2025. The business plan, which has been forwarded to Council for
approval , has three prongs:

1 toexpedite the memorandum of Action ( MoA) that TCT signed with PRASA - in
accordance with the MoA, to jointly determine with PRASA at least three key
interventions that will assist in addressing the immediate crisis, with safety and
security being the top  priority;

1 to fast track the assignment of the rail funct ion to the City - this will include the

development of the rail implementation plan which will unpack the 16 functional
components of rail - this implementation plan has to be approved by Council to
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give effect to the assignment; and

1 to explore alternat ive rail solutions where appropriate

The status quo

Cape Townds previous CITP covered the period 2013 t
undertaken in 2016. However, in order to incorporate the direction provided by the new term

of office Integrated  Development Plan (2017 to 2022) and organisational changes in the City

as well as its spatial transformation agenda, this new 5 -year term CITP covers the period 2018

to 2023 and incorporates areview r equi red for the 2017/ 2018 period
action programme and budgets and isin compliance with the DOT8s Mini
for the preparation of | TP&s.

Over the period of the previous CITP, TCT (now TDA) has made significant progress in
achieving its Transport Vision of 1, as set outin  Table A-1.
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Table A-1: Progress towards TCT's Transport Vision of 1

Progress during 201 3 8 2017

One Plan TCTs CITP 20B to 2018 provided TCTwith its functional mandate. It also set out how TCTwould move towards
achieving TCTs nine long term Objectives  (referred to below) . The CITP represented the "One Plan" and provided a
focus for TCTin achieving integrated, interoperable and intermodal transport for the benefit of the citizens of and

visitors to the City.

TCTalso developed a long term strategy to guide the delivery of the One Plan within the context of a Transport
Authority (referred to below) . In addition, TCTdeveloped its Transport Development Index (TDI) . The TDI s a
quantitative data driven tool for ascertaining the baseline of the state of transport in Cape Town and to accurately
benchmark service delivery.

One Governance The establishment of TCTas the City of Cape Town's Transport Authority through the Constitution of TCTBy-Law, No
Structure 7208 of 6 December 2013 (TCTBy-Law), laid the foundation for the establishment of a unified governance structure
across TCTs nine functions. This structure enabled TCTto concentrate on a significant improvement in the
performance of these functions. It also facilitated a strong focus on investment in integrated transport for the City.
One Management TCThas progressed the establishment of a uniform information management system and a functional management
System system for its eight departments. The Transport Authority Management System (TAMS), which uses the data of the TDI

as a base, is being rolled out. The TDI has devel oped a unified baseline and related standards against which service
delivery must perform so as to reduce the costs of particular transport user groups' "Access Priorities”. These Access
Priorities reflect the fact that different transport user groups are affected by different priorities be they direct costs;
indirect costs such as flexibility, safety, reliability, crime or congestion; or incidental costs.

One Network TCTachieved significant progress in delivering an integrated road and stormwater network. This network comprises
infrastructure, facilities, street furniture and systems. TCTs focus throughout this period has been on enabling this
network to be well maint ained towards an acceptable, uniform standard and so that the facilities provide safe,
reliable, efficient and effective access for all transport users.
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Progress during 201 3 8 2017

One Contracting There have been delays in the assignment of the Contracting Authority function to TCT The issues holding up the
Authority assignment were only resolved in late 2016, resulting in assignment fr om the 2017/18 financial year (FY).

In the interim, TCThas set up systems and mechanisms to enable a smooth transition into a single contracting
authority that has a performance driven approach under a single brand and a single ticketing system.

One Enforcement TCThas worked with the City's Safety and Security Directorate to establish the Transport Enforcement Unit (TEU).
System There have been delays in establishing the TEU, as well as in the establishment of the enforcement intelligence

component under TCTdue to certa in financial and administrative constraints which have only recently been
unblocked.

One Brand TCTestablished its master brand which is aligned to the City's brand. TCTs brand was rolled out with a view to
enabling unified transportat  ion direction, information management, regulation and control.
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TCT has also made significant progress in implementing its Long Term Strategy which it
adopted three years ago. TCTs Long Term Strategy is set out in Table A-2.

Table A-2: TCT's Long Term Strategy

Strategy ~ Timeline Description
Consolidation of the  TCT transport model with a focus on the
A 3year implementation of TOD in integrated transport and urban
development
B 5 vear Consolidation of the investment management strategy under the
y Municipal Land Transport Fund (MLTF)
Rollout of the integrated road and rail methodology with the focus
C 10 year . . .
on one brand and ticket, and one integrated timetable
Ensure that the costs of key user groups' "Access Priorities" are
halved. These Access Priorities reflect the fact that different user
D 15 year groups are affected by different priorities be they direct costs,
indirect costs (such as flexibility, safety, reliability, crime or
congestion) or incidental costs
As part of the explanation of the status quo in Cape Town, a review of progress in

implementing TCTs Long Term Strategy, three years into the 15 year Strategy, is set out in
Figure A-1.
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Strategy A - Governance:

A

TCTestablished as a member of UITP/UATP plus chair of the
Organising Authorities Committee (Transport Authorities)

Africa Platform

TDIdeveloped

Established and operat es the Land Transport Advisory Board
(LTAB)and the Intermodal Planning Committee (IPC) inclusive
of seven sub -committees

TOD Strategic Framework adopted

TCTwebsite inclusive of performance monitoring tool for

MyCiTi vehicle operators created

TCTApp created

Substantial progress in obtaini ng the assignments of the MRE
and Contracting Authority

Memorandum of Understanding signed with Safety and
Security Directorate to establish the Transport Enforcement
Unit

Strategy B - Finance:

A
A

A

TCTprogressed the establishment of a MLTF

Secured R750m over a five year period for congestion relief
infrastructure interventions

Completed the Development Plan and in the process of
compiling the Implementation Plan to secure the ORIO

funding

Secured a funding mechanism related to the release of
abandoned Road Schemes, the revenue from which will be
earmarked for road maintenance

Strategy C - Integrated Transport:

A
A

A

A

Phase 1A, Phase 1B and N2 Express for MyCiTi rolled out
The first EMV fare management system in the world with
paperless revenue collection (MyConnect) introduced
The Wallacedene and Nomzamo
Public Transport Interchanges
developed and operational

Metered Taxi Strategy inclusive of e
Minibus -taxi Transformation Model established and business
planning process for the first pilot commenced

Training and capacitation of the N2 Express minibus  -taxi
industry in relation to running and managing a Vehicle
Operating Company as a busine  ssprogressed

Tendering of tuk -tuk contracts issued

MoA with PRASA signed

(PTIs) (fully green facilities)

-hailing adopted

Strategy D - Access Priorities:

A

Major p rogress on TCTs Concrete Roads Programme
(Gugulethu, Bonteheuwel, = Manenberg , Hanover Park and
Bishop Lavis)

Womens' Road Maintenance Teams
11 Electric Buses for the City procured
Research undertaken for the  Assessment of a Bicycle
Manufacturing Plan t for Cape Town

established to date

Figure A-1: TCT's Long Term Strategy 0 Progress Review
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The transport trends in Cape Town

This CITP has been prepared at a time when the City faces many challenges both in terms of
transport and the City's spatial form. At the same time, there are sign ificant opportunities to
use this CITP as a driver of change to address these challenges head on. The CITP recognises
three key transport trends in Cape Town that need to be addressed if these opportunities are

to be realised:

1 the deterioration of the rai | service in Cape Town, with its resultant  steep decrease in
usage and increase in road usage

i the increasingly unsustainable cost of transport for low income households, as
revealed by the City's TDI

i the growing disjuncture between transport and land use i n Cape Town

The next section explores these three trends in more detail.

Trends in rail

The enormous problems associated with  the provision of rail services in South Africa are well
documented. In brief, rail infrastructure and related technology have over the years been
unable to service the ever increasing demand for passenger and commuter travel. The last

train sets were purchased in the 1980s but have technology from the 1950s. The average
age of the current coachesis  over 40 years. A summary of the key problems is as follows

i very poor levels of reliability , punctuality and service predictability

i a reduced and operationally ineffective trainset fleet due to fleet lossesarising from
arson, vandalism and a lack of spares

i vandalism to the rail infrastructure, such as cable theft, which often leads to severe
delays or cancellations and consequently a loss of confidence in the service

i informal household encroachment onto PRASA property (e.g. informal dwellings at
Bellville were removed twice duri ng August 2016 alone), increasing operational risk
and maintenance complexity

1 high cost and poor maintenance levels due to the age of the rail assets
i a resultant inability to contribute effectively to an efficient transport system (with
overcrowding, slo w journey times, poor modal integration and lack of off -peak

services, tick eting and irregular timetables)

i the inability t o support economic activity through the provision of reliable rail
services
i limited access to socio economic opportunities for the ru ral and urban poor

All these issues have become more ac  ute in Cape Town over the last twelve months. Rail
passenger numbers have fallen by a further 30% during that period. Inevitably, the vast
majority of passengers have shifted to the road network leading to serious gridlock in peak
periods . Peak congestions periods have in the last year increased , in some instances, to five
hours from two and a half to four hours previously. This level of inefficiency carries with it a
very significant economic ¢ ost and is simply not sustainable for any city.

CITP2018 6 2023 iX



Trends shown by the TDI

While recognising the importance of the information disclosed by the Transport Register set
out in Chapter 3 , the City also has access to the data and findings revealed by its Transport
Development Index (TD) tool. The TDI is now in its second generation.

The TDI qu antif ies the cost s of key user groups' Access Priorities. These Access Priorities are the
priorities of different user groups broken down into direct costs (such as the price of a ticket)

or indirect costs (such as flexibility, safety, reliability, crime or congestion). A key challenge
for TDAs how it can progressively reduce the cost of the se Access Priorit ies for all user groups
in Cape Town.

The purpose of the TDI is to create an index against which the City's service delivery can be
measured. By using real data in this way, the City can evaluate the effectiveness of its
service delivery interventions to the various transport user groups across income brackets and
geography. The granularity of this approach enables the City to make much more nuanced,

data driven interve ntions than would otherwise be the case. It also allows the transport
trends in the area to be identified and for transport planning to be adapted accordingly.

The TDI not only quantif ies the cost of user access for person trips and frei  ght trips but also

introduces an overall mobility index systemwithotepar i ng C
major cities in the world. In short, the TDI measures

1 person trips by:
0 PTusers
0 private car users
0 NMT users

91 freight trips

1 competitiveness

The purpose of the compe titiveness component is to compare Cape Town by reference to
transport efficiency and attractiveness with 84 other cities worldwide.

The Refinement of the TDId Generation 2.0 Cape Town is an Annexure listed in Appendix 2.
TDI findings

The TDIfindings across the measures of person trips, freight trips and competitiveness are set
out below.

Person trips
Some of the most striking results are:

1 contrary to the original assumption of 80 % (which the City had been usi ng for over a
decade), 95 % of the PTuser group is in the low to low -medium income groups

1 the average di rect transport cost for the low  income PTuser group is estimated at

43.1% of the monthly household i ncome. The national objective is 10%(National Land
Strategic Framework 2015)
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1 in many cases, the highest cost of A ccess Priorities are the in direct costs as opposed
to direct costs. Indirect costs include  the availability of PT, congestion and safety

The TDI disclosed the following key Access Priorities
1 flexibility and safety

1 direct costs relating to ticket fares , particularly among PT users in the low income
group

1 congestion, particularly for high income private transport users

Figure A-2 provides a summary of the people user group per income group segment and per
mode.
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Trips to work in the City of Cape Town

income group
1

Low Income

25% of altommuters

Low-Medium Income
57% of altommuters

Medium Income
12% of alcommuters

f—%

Public Transport

71% of them use Public Transport
43% Direct Cost/Income

Priority: Safety, Flexibility, Direct Cost

71%

Private Transport

17% of them use Private Transport
56% Direct Cost/Income

Priority: SafetyDirect Cost

17%

12%

55%

Non-Motorised Transport

12% of them walto work

R 1190 Total Indirect Cost per month
(Crime, Crashes and Walking Time)

Public Transport

55% of them use Public Transport
6% Direct Cost/Income

Priority: Safety, Flexibilitipirect Cost

Private Transport

35% of them use Private Transport
23% Direct Cost/Income

Priority: Crime, SafetyfCongestion

35%

9%

Non-Motorised Transport
%% of them walto work
R1 650 Indirect Cost per month
(Crime, Crashes and Walking Time)

21%

Public Transport

21% of themuse Public Transport
2% Direct Cost/Income

Priority: Safety, Flexibility, Congestion

76%

Private Transport

76% of them use Private Transport
17% Direct Cost/Income

Priority: CongestionCrime, Safety

High Income
6%of all commuters

M Low Income E Medium Income

O Low-Medium Income ™ High Income

3%

Non-Motorised Transport
3% of them walto work
R 3 610 Indirect Cost per month
(Crime, Crashes and Walking Time)

11%

88%

Public Transport

11% of them use Public Transport
1% Direct Cost/Income

Priority: Safety, Flexibilitpirect Cost

Private Transport

88% of them use Private Transport
6% Direct Cost/Income

Priority: CongestionSafety

2%

™ Public Transport

[ Private Transport

Non-Motorised Transport
2% of them walto work
R 4 310 Indirect Cost per month
(Crime, Crashes and Walking Time)

[0 Non-Motorised Transport

Figure A-2: Summary of the people user group per income group segment and per mode
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Freight

The TDIquantifies the direct costs to transport  ers and users of moving freight in Cape Town,
as well as the associated indirect costs . The results of the TDI for freight a re summarised in
Table A -3.

Table A-3: TDI Freight Indices 2016 (2016 Rand per annum)

ROAD 1 Direct (fuel, w ages, etc.) R 3 212 million
Direct Cost to ROAD 1 Crime R 29million
Transporters
ROAD 1 Congestion (time and f  uel) R 212 million
Cost to the User RAIL 9 Direct (to the user) R 27 million
Cost to the City ROAD T Roadway Capex & Maintenance R 693 million
(Impact on City)
1 Safety (Impact on citizens) R 578 million
Igﬁ:(raergt Costs to ROAD
1 Safety (Trucks only; excl. property R 362 million
damage)
i Total Rail Tonnage p.a. to Total 0.34%
Road Tonnage p.a.
I Rail Cost per Ton to Road Cost per 229%
Ton
RAIL/
OVERALL INDICES
ROAD 1 Total Direct Cost to City Gross
Geographic Product (GGP) 0 7.44%
ROAD
i Total Direct Cost to City Gross 0.11%
Geographic Product (GGP) - RAIL '

The main costs for the t ransporters are fuel, driver costs (wages) and maintenance and
repairs. These operational direct  costs were analysed on a local scale (trips within the Cape
Town metropolitan area and among different freight zones) and on a national level (to/from
elsewhere in S outh Africa). The freight moved  within Cape Town amo unts to 91.3 million tons
each year, r esulting in an annual direct cost of R2500 million for the transporters. The
difference in cost between intra - national and intra - metropolitan and freight moved within
Cape Town, is relatively large (see  Table A-3).
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Competitiveness

At the same time as applying the TDI, the City also assessed how its transport system
compared to other cities round the world across a series of criteria.

To do this, it used t he Future of Urban Mobility Index (FUM) by A.D. Little . The FUM gave the
City an overall score of 37.0 points . This score ranked the City as 73 out of 85 cities
worldwide and shows aslightt v obel ow aver ageo6 Mahinf éfricena rthe e City
ranks 4 out of 6, with Kinshasa leading with 39.4, followed by Cairo (37.4) and Lagos (37.1).

On a national level, Cape Town scores 2 points better than Johannesburg (35.0).

Figure A-3 i ndi cates Cape Townos i ndi vidual -ingicee anels f or
compares the performance to other participating African cities.
Africa
1. Share of formal PT
Fin. Atiract.of PT (cost of & km PT/5 km car) 195 | 019 | AdisAbaba| | = res et netork
Share of PT in modal split [%] 14% 43% Cairo 3 Smart card penetration
Share of zero-emission modes in modal split {%] -— 44% 70% Kinshasa 4. Strategy of public sector
Roads density (Deviation from Optimum) [km/km?] n“ 5 19 0,3 Kinshasa 5 Annual average NO2
EY Cycle path network density [km/km2] 0 I 0 312 | Cape Town concentration
E] Urban agglomeration density feitizens/km2] el 89 15,7 Kinshasa | 6 Annual average PM10
] Smart card penetration [cards/capita] 0 el 0,02 013 | Cape Town EESEEE
7. Dynamics of zero-
Bike sharing performance [bikes/ capita] 0 0 - 0 0 na emission modes
Car sharing performance [cars/ capita] - 0 0 na
Frequency of the busiest PT line ftimes/ day] 4 148 287 Cairo —
Strategy of public sector (0 to 10 scale) 1 5 8 Jo'burg, CT
Transport related CO2 emissions [kg/capita] 6 702 55 | Addis Ababa | | ! rsn’fc;;"f zero-emission
Annual average NO2 concentration [meg/m3] 1 49 16 CapeTown | | » Roadand
§ Annual average PM10 concentration [meg/m3] 1 93 25 Cape Town agglomeration density
g Traffic related fatalities per 1 million citizens 6 92 48 Kinshasa 3. PT frequency
é Dynamics of share PT in modal spiit [%] 6 31% 79%  Addis Ababa| | 4. CO2 emissions
kY Dynamics zero-emission modes in modal split [%] A0 1 -8% 76% | Cape Town | 5. Trafficfatalities
Mean travel time to work [minutes] , 2 50,0 36,7 Jo'burg 6. Dynamics of formal PT
Denstty of vehicles registered fvehiclescapita ] [ 020 © 0,12 0,03 Lagos 7. Density of vehicles
Cape Town vs. Johannesburg: - better performing city - worse performing city
1) Ex. Cape Town !

Figure A-3: Comparing Cape T o w nFatsre Urban Mobility score with those of other African cities

Summary of TDI findings on transport trends and the link with urban
development trends

The TDI clearly highlights the high direct and indirec t transport costs for many of Cape Town's
citizens, and most notably for the low income groups that live well outside the city centre.
Reconnectin g people to economic opportunities and forging sustainable connections across
communities are integral to the efficienc y and sustainability of Cape Town. Th e transport
system is vital in t his process.

The findings highl ight the vast inequality between income groups. The cost of transport for
low income hou seholds is not sustainable. This gap is going to increase without intervention
from the public sector.

In addition, these issues are accentuated by the trend of an increasing disjunction between
transport and land use. Cape Town's built environment is characterised by low densities,
long distances between residential areas and workplaces and historical disparities with the
majority of low -income residents living far from work opportunities and spending a significant
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percentage of their income on transport . Tackling this disjunction is central to the rationale
for City's establishment of TDA with its wider mandate and the adoption of th e TOD strategy.
TDA's mission for the social, economic and spatial transformation of Cape Town is described

in the next section.
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TDA's transport objectives

Overview

Before turning to TDA's transport objectives, it is important to begin with TDA's Mission for the
social, economic and spatial transformation of Cape Town. TDA's Mission is, in turn,
supported by TDA's new Integrated Transport Vision. This is for "an eff icient, integrated
transport system for all o implemented sustainably”". As explained in the paragraph below on
TDA's interventions, this Integrated Transport Vision replaces = TDA's Transport Vision of 1.

In order to achieve this Integrated Transport Visio  n, TDA has nine Transport Objectives and is
implementing a Long Term Strategy for Integrated Transport.

This is illustrated n Figure A-4

TDA's Mission:

Social, economic & spatial transformation of Cape Town

TDA's Integrated Transport Vision:

An efficient, integrated transport
system for all d implemented
sustainably

TDA'sLong
TDA's Term
Transport Strategy for
Objectives Integrated
Transport

Figure A-4: Hierarchy of TDA's Mission, Integrated Transport Vision, Transport Objectives and Long
Term Strategy for Integrated Transport

The next section describes each of these aspects in more detail.
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TDA'sMission

As mentioned above, this CITP focuses  on the implementation of integrated transport. The
City recognises thati n order to do this successfully, it must look at integrated transport and its
relationship with urban development, as well as the spatia | manifestation of integrated
transport in Cape Town.

As such, TDA's Integrated Transport Vision (which is  described below) s its firmly within the
TDA'sMission:

"Bringing about the social, economic and spatial transformation of Cape Town, as well as
reversing the effects of apartheid on the built environment, by:

1 ensuring excellence in service delivery
1 implementing dense and transit oriented urban growth and development

91 building integrated communities

TDA's Integrated Transport Vision

In Table A-4, the seven elements of TD A's integrated transport v ision are unpacked.

Table A-4: TDA'sIntegrated Transport Vision unpacked

‘ Definition

Efficient Achieving maximum productivity with minimum wasted effort

or expense for the City and customer alike

Integrated The integration of , and synergy between, modes of transport,
the ticketing system and the relationship between scheduled

and on -demand transport. It also means the relationship and
synergies between the transport system and net work, and the
built environment

Transport This includes public, pri vate, NMT and freight transport as it
relates to road and rail. It also includes the network on which
this transport oper ates and the related facilities

This encompasses the physical transport related systems

traffic management, signalling, trans  port enforcement and

related data management systems, gov ernance systems and
legislation

A transport system that is accessible to all the citizens of and
visitors to Cape Town regardless of their income group and
ability or disability

Implemented Services have been delivered that ensure the reduction of the
costs of transport users' Access Priorities, according to the TDI,
so that users can see the benefits of sustainable, effective
an d data driven transport systems

Sustainably The transport system is environmentally friendly and can be
maintained so thatitis fiscally and financially sustainable
over the long term
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TDA will progress all of the interventions referred toin Table A-6 as part of its achievement of
its Integrated Transport Vision.

TDA's Transport Objectives

TDA's nine Transport O bjectives are set outin Table A-5.

Table A-5: TDA's Transport Objectives

OBJECTIVES

1 An efficient and viable relationship between land use, supporting infrastructure
and transport for the  sustainable development of the City region

2 Integrated, intermodal, interoperable, responsive and car competitive PTfor the
benefit of the community

3 An economically viable transport system by balancing service provision with
demand and through  transparent regulation

4 Services delivered in an accountable, investment oriented and performance
driven manner, ensuring quality and unified standards

5 A costed, viable and financially accountable transport management system and
network through exploiting all potential sources of funding

6 Consolidated and improved enforcement functions in the City so as to facilitate
safety and security on the  PTnetwork and related facilities for the benefit of all

7 Comprehensive communication and stakeholde r management under the banner

of TDA so as to ensure responsible service delivery in partnership with all industry
role players

8 A fully integrated, responsive and well maintained infrastructure network along
with related facilities that are  appropriately managed as the largest asset of the
City

9 Fully functional and user friendly systems on the intermodal network

A new Long Term Strategy for TDA

In order to meet its mandate, T DA is building on TCTs former Long Term Strategy (see Table
A-2). While the timeline for each of the four dtrategies, A to D, started at the same time in
2013, the Long Term Strategy as a who le comprises both long and  short term activities.

Having reviewed progress against  TCTs original Long Term Srategy, the next step is to decide
whether the actions under that Strategy that remain to be implemented should be carried
forward into TDA's new Long Term Srategy. This was the subject of stakeholder consultation
as described further in Chapter 14 (Stakeholder Consultation). In the light of that
consultation, a new Long Term Strategy was developed a sset outin Figure A-5.
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Strategy A - Governance:

TDA will build on the TCT governance structure and develop other
governance tools for urban development as they relate to integrated
transport. Strategy A therefore remains with an extended timeline to
2020 so as to allow for the development of additional governance
tools. As a result of the stakeholder consultation process, the City is
also addressing the following:

A Review the terms of reference and mandate of the LTABand
IPC in order to strengthen the relationship with neighbouring
municipalities and other authorities - this should also take into
account the urban development aspects.

A Further strengthen the working partnerships between the City
(TDA) and South African National Roads Agency Limited
(SANRALD), PRASA, the Airports Company South Africa (  ACSA),
Transnet and Provi nce

A Strengthen the sharing of information that will assist in
performance oriented service delivery

Strategy B - Finance:

TDA will continue with the MLTF and explore how to extend it to incorporate
urban development funding and related financial mechanisms (e.g. related

to TOD). Strategy B remains but its timeline will  extend for a further thirteen
years (and so become a tot al of fifteen years) to allow for the realisation of
these innovative investment oriented mechanisms. As a result of the
stakeholder consultation process, the City is also addressing the following:

A Investigate a fuel levy  for Public Transport (PT)and roa d improvement
investment - this should be ring fenced under the MLTF with specific
annual deliverables o ver aten year period

A Investigate and implement opportunities for land value capture

A Investigate the use the general municipal valuation processes to
determine a portion of revenue that can be channelled to the MLTF
for those properties along the road and rail IPTN

A Explore opportunities for advertisingon  PTassets

A Revisit the development contributions policy and introduce
mechanisms that facilitate =~ PTand TOD related investment

A Explore the mechanism to allocate a proportion of the revenue
collected from traffic fines to the MLTF

A Explore the hiring out of MyCiTi buses during off peak periods
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Strategy C - Integrated Transport:

TDA will continue with the implementation of integrated transport and

accordingly Strategy C remains with a revised timeline of ten years

from 2017. As a result of the stakeholder consultation process, the City

is also addressing the following:

A Place a stronger e mphasis on PTlaw enforcement
interventions

A Expedite the development and implementation of an
integrated ticket across road and rail PTsystems
A Explore fare discounts for users or destinations, as well as to

facilitate employers providing ~ PTemployee benefit schemes

A Explore the use of cell phones as a payment mechanism and
the integration of fare payment systems with new generation
technologies

A Update the current TCTApp to show real time information as
well as report on congestion etc.

A Increase PTdriver training and explore an incentives
mechanism to encourage good driving

A Work with partners such as Western Cape Education to
develop interventions that improve scholar transport

A Intervene in rail services to seek to address safety, reli  ability,
availability, security and cleanliness

Strategy D - Access Priorities:

Strategy D remains. As a result of the stakeholder consultation process, the
City is also addressing the following:

A Scale up the City's congestion strategy (which covers infrastructure,
operation, behaviour) as set out in Chapter 8 (TDM Strategy)

A As part of the congestion  alleviation interventions, explore business
related interventions (carpooling) and how to influence online
shopping

A With ACSA, explore a P ark & Ride scheme utilising available car

parking at the airport coupled with MyCiTi services

A As determined in the TDI, explore and implement more safety related
interventions for the NMT user group as set out in Chapter 9 (NMT
Plan)

A Explore the provision of more business express services on the rail
network
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A Explore alternative rail technology, such as light rail and

monorail

A Provide more NMT facilities at interchanges (bik e racks, Park
and Ride ( P&R), bike share including e -bikes)

A Explore the opportunity to leverage e -hailing technologies
and the related network to increase access to PT, incentivise
its use, reduce congestion and reduce overall cost to the

wider transport system

Strategy E 0 Built Environment:

Following stakeholder consultation, the City has decided to add a fifth strategy (Strategy E 0 Built Environment).
This Strategy will determine the mechanisms for the implementation of TOD. In particular, the Strategy will focus on

the "T" of the TOD Strategic Framework.
As a result of the stakeholder consultation process, the City is addressing the following:

A Develop an Urban Development Index (UDI)(based on the TDI)

A Establish the transport related mechanisms to give effect to the five TOD catalytic projects as referred to

in Chapter 12 (TOD)

A As specifically suggested in the stakeholder consultation process, add a sixth TOD catalytic project which
relates to the airport precinct, including the airport and surrounds, Symphony, Swartklip and Nolungile

A Develop regulatory tools that will enable TOD, the development around stations (rail and BRT), mixed land

use and densification so as to address the financial viability of the transport mechanism

A Determine TDA's carbon footprint along with mitigation projects that will achieve operational efficiencies,

source additional funding and address the environmental agenda of Cape Town

Figure A-5: TDA's Long Term Strategy
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TDA's Mission, its Integrated Transport Vision and its Long Term Strategy for Integrated
Transport sit behind the City's plans for implementing the IPTN 2032. Further detail on how the
City plans to implement the IPTN 2032 is set out  in the next section.

The IPTN 2032

As mentioned above, t he City's approach to integrated transport in its IPTN 2032 is multi -
modal . The key modes are passenger rail, BRT , quality bus and minibus -taxi. These modes

will be complemented by improved NMT provision.

Rail and BRT are the trunk routes serving higher densities, quality bus services act as core
scheduled feeders and direct services where appropriate and minibus -taxis will be
integrated into the network acting as the finer grain, on demand se rvices where densities
are low.

Since the approval of the IPTN 2032 in 201 4, TDA has been considering whether its plans for
the PTnetwork should be adapted to ensure financial and fiscal sustainability and to address
other business considerations such as  the emergence of new technologies.

For example, the IPTN 2032 Operations Plan 2015 proposed a set of rail and BRT trunk routes
that would be supported by "indicative feeders”. TDA is currently considering whether to
provide the trunk routes as specified but not constrain itself with feeder routes in any
particular location.

The implementation of Phase 1 and the N2 Express has highlighted the high infrastructure and
operational costs of BRT, the lower than anticipated fare revenue and the importance of
demand patterns for improving financi al sustainability. TDA is considering a greater role for
non -BRT services such as minibus-taxi and quality bus services to incorporate and benefit
from the comparative strength of alternative public transport modes . This would be on the
basis that the current shortcomings of the minibus  -taxi industry are addressed.

The flexible nature of minibus -taxi services means that they can provide services on non -trunk
routes more cost effectively. Also, minibus -taxis are very well placed to provide a new
generation of on -demand and demand responsive services which are expected to become

a growing feature of the network as new smartphone e -hailing technologies become
increasingly prevalent. In light of th ese factors, the IPTN Business Plan assumes an improved
minibus - taxi system playing a significant role  in the overall public transport system. This role
and associated actions will be developed in partnership with the MBT industry through its
membership of the taxi subcommittee of the Intermodal Planning Committee.

All of the above plans are captured in TDA's Public Transport Plan (PTP)(please see Appendix
3). The IPTN Business Plan also acknowledges that access is not achieved by enhancing
mobility alone, but also by making ch  anges to the patterns of demand. This will be achieved
over the long term through changes in the urban form based on the TOD principles and the
implementation of related projects, as well as through the introduction of a range of TDM
measures.
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TDA'sproposed interventions

Overview

TDA's proposed interventions fall into three categories:
1 those needed to achieve TDA's Integrated Transport Vision
1 its proposals to address the current crisis in rail in Cape Town
1 the proposed implementation of TOD

These are explored further below.

Interventions to achieve TDA's Integrated Transport Vision

Table A-6 sets out the interventions TDA proposes to make in order to progress towards its
Integrated Transport Vision. As stated above, this vision is:

"an efficient, integrated transport system for all & implemented sustainably".

Table A-6 also demonstrates the natural progression from the City's previous transport vision,

the Transport Vision of 1, to the Integrated Transport Vision . The Transport Vision of 1 provided
TDA with an important focus as it progressed towards unified structures , Systems and services.
Now that so much has been achieved, TDA can move on and sharpen its focus on the
delivery of integrated transport itself. Although the Transport Vision of 1 has now been
superseded, the unified structures, systems and services cre ated as part of that prior vision
remain crucial in TDA working towards its Integrat ~ ed Transport Vision, as shown in Table A-6.
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Table A-6: Interventions to achieve TDA's Integrated Transport Vision

Element of
Transport Vision
of One
One Plan

One

Management
System

CITP 2018 8 2023

Proposed interventions

TDA will continue to have "One Plan" as part of its Integrated Transport Vision. Given
TDA's new mandate, it will not only explore the achievement of its Integrated
Transport Vision, but also the interrelationships between integrated transport and

urban development in order to bring about the social, economic and spatial
transformation of Cape Town .

TDA will continue the implementation of TAMS as well as add to it so as to have a
uniform information management system to reflect the extended mandate of TDA.
TDA will further explore the interrelationship between integrated transport and urban
developm ent, so as to allow TDA to facilitate data driven service delivery and
continue to find ways to reduce the costs of particular transport user groups' Access
Priorities. The intent is also to extend the TDI to encompass urban development
components (e.g. t he creation of an UDI).

Corresponding element of
Integrated Transport Vision

For All

Implemented
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Element of
Transport Vision
of One
One Contracting
Authority

One
Enforcement
System

Proposed interventions

TDA will ensure the rollout of One Contracting Authority, in accordance with TCTs
original Transport Vision of 1and in so doing expedite related unified PTinfrastructure
and facilities across Cape Town.

TDA will expedite the consolidation of  the single enforcement system for the entire
integrated transport network, as well as grow the resources for this critical function.
Further, TDA, along with the Safety and Security Directorate, is exploring a partnership
with the PRASA in order to addre ss the compounding enforcement problems on the
rail network.

Corresponding element of
Integrated Transport Vision

Transport

System

One Brand

TDA's brand, which builds on  TCTs former brand, will be rolled out to support
transportation direction, information management, regulation and control. This will

include the introduction of a unified way finding system throughout Cape Town . TDA's
brand will also be used to marketthe use of NMT with a view to reducing  Cape Town 's
carbon footprint and promoting the health benefits of walking and cycling. It should

be noted that the rollout of the TDA brand will be incremental on replacement of old
branding materials and when there are new initiatives.

Sustainably
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TDA'sinterventions in relation to rail
These include:
1 TDA's proposals to address the current crisis in rail in Cape Town

1 the implementation of the projects referred to in the TOD Strategic Framework that
relate to rail such as the Blue Downs Rail Link and the  Airport Rail Link for example

TDA's TOD interventions

TOD is an approach to development that focuses land uses around a transit station or within
a transit corridor. It is typically characterised by:

1 its strategic location around  PT

9 transportation choices that promote PTand NMT
1 amixof land uses

1 moderate to high density

9 pedestrian orientation/connectivity

1 reduced parking

91 high quality design, including of public space

In other words, TOD uses transport as a catalyst for developing the built form of a city to
improve the way that people and goods are moved as well as reducing the need to travel
This will make a city more efficient and, importantly, promote both economic development

and social equality.

The City recognised the spatial transformation p otential of TOD and so adopted its TOD
Strategic Framework.

In order to make TOD a reality in Cape Town, the City has committed that all its land use
planning decisions and public investment will be directed from a comprehensive TOD
perspective. This means that:

1 new development in Cape Town will be strategically located around PT

1 new development will have an appropriate mix of land uses and be located in the
right areas

91 the high quality of public space will promote the use of PTand NMT

1 the City will deploy its strategically located land holdings and partner the private
sector to lead by example to achieve TOD

The purpose of applying T OD to Cape Town is to make it more consolidated and compact

and, in doing so, to improve its operational efficiencies. These efficiencies include both
connectivity and the resulting promotion of socio -economic benefits. The City's approach is
to identify corridors that together form a compact urban core . The focus of service delivery

investment should therefore be with  in this urban core .
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This investment, however, will only be effective if the access within the urban core is
improved. To achieve this, the City has identified three integration zones that overlay the

urban core . The result is that Cape Town will be com pacted, services will be optimised and
development, employment and human settlements will benefit accordingly. This app roach
is explored further below and shown in Figure A-6.

5 € URBAN CORE

VRCIntegration Zone
mm Existing Rail . Core Nodes City’s 6th Priori gratios
m— Required Rail

Other City Transport and
::‘:;‘:": ::1 . Citys Priority TOD Projects Human Settlement Investment Blue Downs Integration Zone

-~ Existing Road Network

MSE Integration Zone

Provincial Led TOD Priority
s

Figure A-6: Proposed corridors, integration zones and precincts

In order to address Cape Town's spatial constraints, the first stage of the rollout of the IPTN

was to introduce a BRT service (MyCiTi) from the  Central Business District (CBD) up the West
Coast corridor past Du Noon and Table View to Atlantis. This has improved access for this

part of the population as well as released land for suitably intensified development. This is
especially the case around  the BRT stations and as far as Century City.

At the same time, BRT was rolled out as the N2 Express service from Khayelitsha and Mitchells
Plain along the N2 Highway to the CBD. Although this service has only been in operation for

two years, it has bec ome increasingly pressurised because of the need for more PTand the
progressive collapse of the rail service.

As a result, there is now the need to release the economic development potential of the
Metro South East ( MSE corridor, as well as the resident ial opportunities of the Voortrekker
Road corridor. This has naturally led to MSE and Voortrekker Road being identified as the first
two integrated zones for Cape Town.

The City is also to invest in the infrastructure that will release the Khayelitsha 0 Century City
corridor. This is in order to promote a more sustainable and development focused corridor
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than the N2 Express. By addressing the development and human settlement potential of the
corridor in this way, investment across the central diagonal ¢ an be consolidated.

The next stage is to invest in the Phase 2A corridor from Khayelitsha and Mitchells Plain
through Philippi (a core interchange hub) to Claremont and Wynberg. This corridor has been
selected based on a range of criteria which identified the corridor as the highest priority for
the next phase of the MyCiTi rollout as described in the IPTN Implementation Plan.

As stated above, the City had identified two integration zones: the MSE corridor and the
Voortrekker Road corridor. The City has  now decided to add a third integration zone: the
North/South corridor. This includes the proposed BRT (Symphony Way) and rail (Blue Downs)
rights of way. This zone has experienced significant growth but the lack of access within the
zone means that the densities and intensities are very low.

PRASA, the lead investor for this third integration zone, has made an initial commitment to
construct this 10km connection. As this will form the last line of the development of Cape

Town's urban core , this investment now needs to be expedited so that the lack of access
can be addressed. Without this, the City's development on TOD principles will be significantly

hindered.

The three integration zones Metro South East ( MSE), Voortrekker Road and Blue

Downs/Symphony Way) are shown in  Figure A-6 with the urban core overlaid . Cape Town's
TOD priority development precincts are shown in red. These are where the TOD catalytic
projects are located. The lower order priority precincts ar e shown in green. The nodes are

shown in black.
TDA's TOD catalytic projects

Within the structure outlined above, TDA is proposing to implement a series of TOD catalytic
projects as referred to above

9 the Foreshore Freeway Precinct

1 Bellville TOD Catalytic Project

91 Philippi East MyCiTi Transfer Interchange TOD Catalytic Project
1 Athlone Power Station Redevelopment TOD Catalytic Project

1 Paardevlei TOD Catalytic Project

I The Airport Precinct Catalytic Project (Aerotropolis)
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Projects

In addition to the TOD Catalytic projects mentioned above, the following section sets out the

projects that the City is to undertake

NAME OF PROPOSAL

PROJECT OR
PROGRAMME

during the period of this CITP:

SUMMARY OF PROPOSAL, PROJECT OR PROGRAMM

Metro South-East Purchase of equipment

Biodiversity offsets quip

MyCiTi Bus System Vehlclg Acquisition, depot construction, control centre and far e
collection

TOD Priority projects Paardc_avl_(al project: stormwater, N2 & R44 upgrades, soil
remediation

Environmental . . .
Local environmental and heritage projects

Management

Human settlements Bulk roads for housing, informal settlements upgrades

projects

Housing projects ACSA Symphony Way housing project

. Infrastructure construction, maintenance and congestion relief

Roads Projects )
projects

Non -motorised Various NMT projects

transport

Public Realm Upgrades PubI.|c Space§ at Infor_mal Settlements, Imizamu Yethu sporting
precinct 7 various projects

Public Transport ~ . . .

Infrastructure Upgrades to PTI &stemsimanagermentt i es an

Stormwater and Various projects& rehabilitation of coastal structures

Coastal Management

Traffic Calming Citywide projects, road signs

Network Management Traffic signals and systems upgrades
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1 INTRODUCTION

1.1 The area covered by this CITP

The area covered by this CITP is the geographical jurisdiction of the City together with its
Functional Area. Its Functional Area is the area of the City, together with the areas of such
other Municipalities with whom the City has a transport planning relationship. The Functiona I
Area is shown in Figure 1-1.

1.2  Entity responsible for the preparation of this CITP

In order to incorporate the direction provided by the new term of office Integrated

Development Plan (2017 to 2022) and organisational changes in the City as well as its spatial

transformation agenda, this new 5 -year term CITP covers the period 2018 to 2023 and

i ncorporates a review required for t he 2017/ 2018
programme and budgets . It has been drafted in accordance with the Minimum

Requirements for the Preparation of Integrated T ransport Plans as Gazetted (no. 40174) on 29

July 2016.

1.3 Requirements made by the MEC

On 23 November 2016, the City's 2016 review of its 2013 to 2018 CITP was approved by the
Provincial Minister: Transport and Public Works. In the letter of approval, the D epartment of
Transport and Public Works noted the adoption by the City of its TOD Strategic Framework ,
March 2016 .

The approval of the CITP was subject to certain conditions. Table 1-1 sets out the details of
these conditions, together with the City's response.
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Figure 1-1: Functional Region of the City
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Table 1-1: Response to MEC requirements

MEC requirements ‘ Response

Further engagements are required in terms of the notion
of a 30% allocation of the equitable share to the City of
Cape Town for road maintenance on municipal roads
as conditions exist on the spending of the equitable
share

The following observations are made and the following actions intended:

1 Unlike Provincial Government, the equitable share assigned to local
government does not have a dedicated apportionment to road and
stormwater maintenance. The City has, however, motivated for the
apportionment of additional funding related to the equitable share calculation
(urbanisation) for allocation to road maintenanc e.
been received

1 The City, together with Province, has started a process to explore potential
additional revenue sources such as fuel levy and congestion charging. The
success of both of these processes will depend on a supportiv
between spheres of government

That further engagements take place on the RSC roads

in terms of Section 26 of the Road Ordinance (19 of

1976) and that the statement on page 136 of the CITP,
pertainialgong wWiéth the fyYledi
removed

This has been noted and actioned.

That the City of Cape Town engages with the
municipalities within the functional region on future
planning

The City welcomed the requirement to engage on future planning with

municipalities within the functional region. This process commenced under the
auspices of the LTAB and IPC. The recommendations related to the N2,
Stellenbosch arterial and R300 have been the first of such future planning
engagements. The City now requests for Province to provide a mechani sm for
enabling such engagements to take effect in the future budgeting of Province. It

is recommended that the Built Environment Performance Plan (BEPP)

engagements be one such forum.
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MEC requirements ‘ Response

That a way forward be derived for rail challenges The City is developing a methodology to address these challenges . In light of the
draft White Paper that supports the assignment plan of urban rail to municipalities,
the City is developinga businessplan that seeks to explore ways to achieve such
an assignment effic iently and effectively and on a fast track basis .

That the Department will only commit to funding where
there are existing arrangements in place between the Noted
Department and the City of Cape Town

That subsequent CITPs be compliant in terms of the
Minimum Requirements for the Preparation of
Integrated Transport Plans as Gazetted (no. 40174) on
29 July 2016

This CITP is compliant with the Minimum Requirements.
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1.4 The status of this CITP and the period over which it is to be
implemented

This is a new CITP that will be implemented during the period 201 8 t0 2023.

1.5 Institutional and organisational arrangements affecting the
functioning of the City as a transport planning authority

Transport planning was one of the functions of the City's Transport Authority, TCT In 2016, the
City made a strategic decision to extend the functions of TCTto include urban development
(urban planning, human settlements and urban sustainability) alongs ide integrated transport
and for TDA to become the City's transport and urban development authority. This was
effected by the TDA By -law 2017.

The rationale for the City's decision to extend TDA's powers was the adoption by the City of its
TOD Strategic Framework 201 6 which was based on the comprehensive TOD land use model.

The City has determined that for the period covered by this CITP, all its service delivery and
interventions in relation to the built environment must be on the basis of TOD with the focus
being on them being transit led.

1.6 Liaison and communication mechanisms available to co -ordinate
the transport planning task with the City's other responsibilities and
those of other stakeholders

The functional structure of TDA is the key liaison and communication mechanism to ensure
that the transport planning task is aligned with the City's other responsibilities and those of
other stakeholders. Now that the City has brought integrated transport and urban
development together under TDA in order to deliver TOD, TDA's functional structure
maximises the level of liaison and communication across the whole lifecycle of transport and

urban development.

The specific functions of TDA, as set out in the TDA By -law 2017, are as follows:

i transport planning au thority

i contracting authority

1 MRE

i TDA business management

1 investment management

1 enforcement

i liaison, communication and stakeholder management
i infrastructure management

i network operations management
i urban planning

i human settlements

i urban sustainability
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Each of TDA's functions is briefly described below.

1.6.1 Transport planning authority

The transport planning authority function focuses on the core components in the integrated
transport management process:

i the medium to long term plan and related policies, se ctor plans and strategies 0
principally the CITP and all its related  sector plans, policies and  strategies

1 systems planning and network design
1 business development and long term strategic planning
In particular, the transport planning authority will interface with the MRE function on the

delivery of the City's IPTN 2032 and will comment on applications for operating licences.

The transport planning authority will also respond to all land use applications that have a
potential impact on transport or tr  affic.

1.6.2 Contracting authority

The City is pursuing the assignment of the Contracting Authority function which relates to
scheduled contracted bus services. On assignment, the contracting authority will manage
all vehicle operator contracts.

1.6.3 MRE

The City has applied for the assignment of the MRE function in order to establish proactive
regulatory management of PT Upon assignment, the MRE will be responsible for the
management of operating licences.

1.6.4 Investment management

The investment management function will establish and run the MLTF. The MLTF will be used
for the financial management of all of TDA's functions, as well as for its transport investment
activities.

1.6.5 Enforcement

This function is responsible for the enforc ement of the vehicle operating licence provisions of
the National Land Transport Act ( No. 5 of 2009) (NLTA) and National Road Traffic Act, No. 93
of 1996 (NRTA), as well as for safety on the PTnetwork.

1.6.6 Liaison, communication and stakeholder management

Thi function is responsible for all external and internal communication in relation to TDA's
functions. Communication with the public on transport matters is undertaken through the

TIC. In particular, this function is responsible for the activities of the IPC and LTAB. The terms
of reference of the IPC and LTAB are being extended to include stakeholders relevant to

urban development to support TDA's delivery of TOD.
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1.6.7 Infrastructure management
The infrastructure management function is responsible for the construction and maintenance

of all transport and urban development infrastructure and related facilities. It also maintains
a supporting asset register.  This function also deals with fleet and asset management.

1.6.8 Network operations management

The networ k operations management function is responsible for the operation of the
transport network and related infrastructure including all relevant systems management.

1.6.9 Urban planning
This function is responsible for the City's urban planning processes including the duties of the

Municipal Planning Tribunal. This includes the development, management and review of the
City's Spatial Development Framework (SDF).

1.6.10 Human settlements

This function is responsible for all aspects of the City's human settlements plans.

1.6.11 Urban sustainability
This function is responsible for all aspects of the City's urban sustainability strategy. It also

covers management of TDA's carbon footprint across both its transport and urban
development activities.

1.6.12 TDA business management

This function co -or di nat es, monitors and manages TDAGOs operat
transport and urban development. This includes the management and monitoring of both

TDA's and its operators' performance, compliance management, the training academy and

change management.

An organogram showing TDA's organisational structure is set out in Figure 1-2.
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Figure 1-2: TDA's organisational structure
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2  TRANSPORT VISION ANBOBJECTIVES

2.1  Introduction
TDA's Mission
TDA's Mission is the social, economic and spatial transformation of Cape Town. TDA's new
Integrated Transport Vision is a key component of th is Mission, recognising the transformative
potential of the City's comprehensive TOD strategy .
This Integrated Transport Vision is for:
"an efficient, integrated transport system for all d implemented sustainably"

The Integrated Transport Vision replaces  TDA's Transport Vision of 1.

In order to achieve its Integrated Transport Vision, TDA has nine Transport Objectives and is
implementing a Long Term Strategy  as detailed in the following sections

2.2  The Transport Vision of 1

Since its establishment in Decemb er 2013, TCThas been pursuing a Transport Vision of 1. The

Vision of 1 has been focused on achieving integrated transport for Cape Town through:
1 One Plan

1 One Governance Structure

il One Management System

1 One Network

i One Contracting Authority

i One Regulatory Entity

il One Enforcement System

1 One Ticket and Timetable

1 One Brand

Over this period, TCThas made significant progress in achieving this Vision of 1, as set out in
Table 2-1.
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Table 2-1: Progress towards TDA / TCT's Transport Vision of 1

Progress during 2013 6 2017

One Plan

TCTs CITP 2013 to 2018 provided TCTwith its functional mandate. It also set out how TCTwould move towards
achieving TCTs nine long term Objectives (referred to below). The CITP represented the "One Plan" and provided a
focus for TCTin achieving integrated, interoperable and intermodal transport for the benefit of the citizens of and
visitors to Cape Town .

TCTalso developed a long term strategy to guide the delivery of the One Plan within the context of a Transport
Authority (refer red to below). In addition, = TCTdeveloped its TDI. The TDI is a quantitative data driven tool for
ascertaining the baseline of the state of transport in Cape Town and to accurately benchmark service delivery.

One Management
System

TCThas progressed the establishment of a uniform information management system and a functional management
system for its eight departments. The TAMS, which uses the data of the TDI as a base, is being rolled out. The TDI has
developed a unified baseline and related stan dards against which service delivery must perform so as to reduce the
costs of particular transport user groups' "Access Priorities". These Access Priorities reflect the fact that different
transport user groups are affected by different priorities be the y direct costs; indirect costs such as flexibility, safety,
reliability, crime or congestion; or incidental costs.
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Progress during 2013 06 2017

One Contracting There have been delays in the assignment of the Contracting Authority function to TCT The issues holding up the
Authority assignment were only resolved in late 2016, resulting in assignment from the 2017/18 FY.

In the interim, TCThas set up systems and mechanisms to enable a smooth transition into a single contracting
authority that has a performance driven approach under a single brand and a single ticketing system.

One Enforcement TCThas worked with the City's Safety and Security Directorate to establish the TEU. There have been delays in

System establishing the TEU, as well as in the establishment of the enforcement intelligence component under TCTdue to
certain financial and administrati  ve constraints which have only recently been unblocked.

One Brand TCTestablished its master brand which is aligned to the City's brand. TCTs brand was rolled out with a view to
enabling unified transportation direction, information management, regulation and control.
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2.3  TDA and its Integrated Transport Vision

In order to deliver the benefits of

TOD, the City decided during the course of 2016 to focus on

the interrelationship between integrated transport and urban developm ent. To this end, in
January 2017 the City established TDA as a combined transport and urban development

authority. Urban development
sustainability.

includes urban planning, human settlements and urban

Against this new backdrop, integrated transport h as two meanings:

1 the integration of, and synergy between, modes of transport, the ticketing system
and the relationship between scheduled and on -demand transport

1 the relationship between
environment

the transport system and network, and the built

Recognising this broader focus, and building on the progress that has been made in

delivering TCTs Vision of 1, TDA developed a new Integrated Transport Vision.

above, this is:

"an efficient, integrated transport system for all dimplemented sustainably"

In Table 2-2, the seven elements of TDA's Integrated Transport Vision are unpacked. This
includes relevant comments from the consultation that TDA carr ied out with stakeholders.

Table 2-2: TDA's Integrated Transport Vision unpacked

Efficient

Definition

Achieving maximum productivity with minimum wasted effort
or expense for the City and customer alike

As stated

Integrated

The integration of, and synergy between, modes of transport,
the ticketing system and the relationship between scheduled
and on -demand transport. It also means the relationship and
synergies between the transport system and network, and the
built environment

Transport

This includes public, private, NMT and freight transport as it
relates to road and rail. It also includes the network on which
this transport operates and the related facilities

This encompasses the physical transport r  elated systems:
traffic management, signalling, transport enforcement and
related data management systems, governance systems and
legislation

A transport system that is accessible to all the citizens of and
visitors to Cape Town regardless of their income group and

ability or disability
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Definition

Implemented Services have been delivered that ensure the reduction of the
costs of transport users' Access Priorities, according to the TDI,
so that users can see the benefits of sustainable, effective

and data driven transport systems

Sustainably The transport system is environmentally friendly and can be

maintained so that itis fiscally and financially sustainable over
the long term

The Transport Vision of 1 provided TCT with an important focus as it progressed towards
unified structures, systems and services. Now that so much has been achieved, TDA can
move on and sharpen its focus on the delivery of integrated transport itself, and its
relationship to land use. Althou gh the Transport Vision of 1 has now been superseded, the
unified structures, systems and services created as part of that prior vision remain crucial in
TDA working towards an efficient, integrated transport system for all & implemented
sustainably , as shown in Table 2-3.
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Table 2-3: Natural progression from the Transport Vision of 1 to the Integrated Transport Vision

Element of
Transport Vision Proposed interventions
of 1
One Plan TDA will continue to have "One Plan" as part of its Integrated Transport Vision. Given For All
TDA's new mandate, it will not only explore the achievement of its Integrated
Transport Vision, but also the interrelationships between integrated transport and

Corresponding element of
Integrated Transport Vision

urban development in order to bring about the social, economic and spatial
transformation of Cape Town .

One TDA will continue the implementation of TAMS as well as add to it so as to have a Implemented
Management uniform information management system to reflect the extended mandate of TDA.
System TDA will further explore the interrelationship between integrated transport and urban

developm ent, so as to allow TDA to facilitate data driven service delivery and
continue to find ways to reduce the costs of particular transport user groups' Access
Priorities. The intent is also to extend the TDI to encompass urban development
components (e.g. t he creation of an UDI).

One Contracting TDA will ensure the rollout of One Contracting Authority, in accordance with TCTs Transport
Authority original Transport Vision of 1and in so doing expedite related unified PTinfrastructure
and facilities across Cape Town.
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Element of

Transport Vision Proposed interventions COTESHETITE elemen_t .Of
of 1 Integrated Transport Vision

One TDA will expedite the consolidation of the single enforcement system for the entire System
Enforcement integrated transport network, as well as grow the resources for this critical function.
System Further, TDA, along with the Safety and Security Directorate, is exploring a partne rship

with the PRASA in order to address the compounding enforcement problems on the

rail network.

One Brand TDA's brand, which builds on  TCTs former brand, will be rolled out to support Sustainably
transportation direction, information management, regulation and control. This will

include the introduction of a unified way finding system throughout Cape Town . TDA's
brand will also be used to market the use of NMT with a view to reducing Cape Town 's
carbon footprint and promoting the health benefits of walking and cycling. It should
be noted that the rollout of the TDA brand will be incremental on replacement of old

branding materials and when there are new initiatives.
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2.4

Policy framework

TDA's Integrated Transport Vision is formulated within the framework of the White Paper on
National Transport Policy, 1996 , revised in 2015, and other approved national and provincial
transport and transport related policies and strategies, as well as relevant local policies and
strategies, as set out in Table 2-4.

Table 2-4: Framework of national, provincial and local policies and strategies

Policies and

Relevance to TDA's Integrated Transport Vision

strategies

National
Development
Plan

Policy and Planning Priorities

1 Increase investmentin PT
1 Devolve transport management to municipal government
9 Provide incentives for PTuse and solutions

National Demographic Forecasts
"\F/Ir:;z[?oprltan 1 Promote densification and infill development along PTcorridors to
(NATMAP) reduce driving time to work
2050

Energy and Transport

1 Create an energy awareness programme

1 Promote fuel efficiency measures

1 Promote NMT

9 Plan for new long term transportation infrastructure
National To maximise transport's contribution to economic and social development by
Transport providing integrated transport operations and infrastructure:

Strategic Plan

I Maintain fairness and equity in all transport operations

9 Strive for quality and affordable transport for all

1 Stimulate innovation in the transport sector

1 Ensure transparency, accountability and monitoring of all transport
operations

91 Ensure sustainability and accessibility

1 Uphold the Batho Pele principles

Integrated Promotes an urban vision of creating liveable, safe, resource -efficient
Urban cities and towns that are socially integrated, economically inclusive and
Development globally competitive, where residents actively participate in urban life
Framework
2016
Urban 1 Use grant to improve the efficiency and coordination of investments in
Settlements the built environment
Development
Grant Policy
Framework

o 9 Focuses on an efficient, accessible and integrated multimodal PT
Provincial ;

system

Land Transport
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Policies and

Relevance to TDA's Integrated Transport Vision

strategies
Framework 1 Use NMT asa pivotal part of transport planning
(PLTF) f Promote a sustainable transport system
City of Cape Pillar 1 - Opportunity City 11 Transformational Priorities:
'gggvzn IDP 2017- Pillar 2 - Safe City 1. Excellence in basic service

Pillar 3 - Caring City delivery

2. Mainstreaming basic service
delivery to informal settlements
Pillar 5 - Well Run City and backyard dwellers

Pillar 4 - Inclusive City

3. Safe communities

4. Dense and transit oriented urban
growth and development

5. An efficient, integrated transport
system

6. Leveraging technology for
progress

7. Positioning Cape Town as a
forward -looking, innovative,
globally competitive business city

8. Resource efficiency and security
9. Building integrated communities
10. Economic inclusion

11. Operational sustain ability

One Cape Hard infrastructure

2040 1 Provide urban PTsystems that ensure improved access to all while

mitigating the risk of oil price increases
9 Develop port and freight routes

Soft Infrastructure

1 Focus funding on the support of growth and innovation of all scales of
enterprise

Spatial framework

1 Promote high density, compact environments as the most sustainable
urban form

1 Promote a more compact, integrated and transit oriented urban form

Built _ L o
Environment 1 Focus on measurable improvements to urban productivity, inclusivity
Performance and sustainability by restructuring the urban built environment through
Plan public investment programmes and regulatory reforms

Cape Town 9 Structure Cape Town on a more location efficient basis through spatial

Spatial targeting and by intensifying land use in support of TOD

Development
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Policies and

Relevance to TDA's Integrated Transport Vision

strategies
Framework
City of Cape Maximise income generating opportunities for those who are
Town Social excluded or at risk of exclusion
Development Support the most v ulnerable through enhancing access to
Strategy infrastructure and social services
Promote and foster social inclusion
City of Cape Accelerate decision making processes for planning and building
Town approvals
Economic Improve coordination between economic development, transport
Growth and land use priorities
Strategy Build infrastructure (including transport) for growth
Expand PTand consolidate integration process
Promote energy diversification and efficiency
City of Cape Promote comprehensive TOD model to address spatial inequality,
Town TOD improve PTaffordability, and arrest sprawl, through the integration of
Strategic PTand land uses
Framework
The Municipal Analyse the City's infrastructure investment and all ocate resources on
Infrastructure a sustainable basis
Investment
Framework

2.5 TDA's Objectives

In order to achieve its Integrated Transport Vision, TDA is pursuing the nine key transport
objectives first established by TCT These are setoutin Table 2-5.

Table 2-5: TDA's Objectives

OBJECTIVES

1 An efficient and viable relationship between land use, supporting infrastructure
and transport for the sustainable development of the City region

2 Integrated, intermodal, interoperable, responsive and car competitive PTfor the
benefit of the community

3 An economically viable transport system by balancing service provision with
demand and through  transparent regulation

4 Services delivered in an accountable, investment oriented and performance
driven manner, ensuring quality and unified standards

5 A costed, viable and financially accountable transport management system and
network through exploiting all potential sources of funding

6 Consolidated and improved enforcement functions in the City so as to facilitate
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OBJECTIVES

safety and security on the  PTnetwork and related facilities for the benefit of all

7 Comprehensive communication and stakeholde r management under the banner
of TDA so as to ensure responsible service delivery in partnership with all industry
role players

8 A fully integrated, responsive and well maintained infrastructure network along
with related facilities that are  appropriately managed as the largest asset of the
City

9 Fully functional and user friendly systems on the intermodal network

2.6  Anew Long Term Strategy for TDA

In order to meet its mandate, TDA is building on TCTs former Long Term Strategy. TCTs former
Long Term Strategy is shown in Table 2-6. While the timeline for each of the four strategies, A

to D, started at the same time in 2013, the Long Term Strat  egy as a whole comprises both
long and near term activities.

Table 2-6: TDA's Long Term Strategy Description

Strategy ~ Timeline Description
Three Consolidation of the  TCT transport model with a focus on the
A car implementation of TOD in integrated transport and urban
y development
. Consolidation of the investment management strategy under the
B Five year
MLTF
Rollout of the integrated road and rail methodology with the focus
C Ten year ! . .
on one brand and ticket, and one integrated timetable
Ensure that the costs of key user groups' "Access Priorities" are
. halved. These Access Priorities reflect the fact that different user
Fifteen . . . .
D car groups are affected by different priorit ies be they direct costs,
y indirect costs (such as flexibility, safety, reliability, crime or
congestion) or incidental costs

Having reviewed progress against ~ TCTs original Long Term Strategy, the next step is to decide
whether the actions under that Str  ategy that remain to be implemented should be carried
forward into TDA's new Long Term Strategy. This was the subject of stakeholder consultation.
In the light of that consultation, a new Long Term Strategy was developed and this is set out

in Figure 2-1.
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Strategy A - Governance:

TDA will build on the TCTgovernance structure and develop other
governance tools for urban development as they relate to
integrated transport.  Strategy A therefore remains with an
extended timeline to 2020 so as to allow for the development of
additional governance tools. As a result of the stakeholder
consultation process, the City is also addressing the following:

A Review the terms of reference and mandate of the LTAB
and IPC in order to strengthen the relationship with
neighbouring municipalities and other authorities
should also take into account the urban development
aspects.

- this

A Further strengthen the working partnerships between the
City (TDA) and SANRAL, PRASA, ACSA, Transnet and
Province

A Strengthen the sharing of information that will assist in
performance oriented s  ervice delivery

Strategy B - Finance:

TDA will continue with the MLTF and explore how to extend it to incorporate
urban development funding and related financial mechanisms (e.g. related

to TOD). Strategy B remains but its timeline will extend for a fu rther thirteen
years (and so become a total of fifteen years) to allow for the realisation of
these innovative investment oriented mechanisms. As a result of the
stakeholder consultation process, the City is also addressing the following:

A Investigate a fuel levy for PTand road improvement investment - this
should be ring fenced under the MLTF with specifi ¢ annual deliverables
over aten year period

A Investigate and implement opportunities for land value capture

A Investigate the use the general municipal valuation processes to
determine a portion of revenue that can be channelled to the MLTF

for those properties along the IPTN  corridors
A Explore opportunities for advertisingon  PTassets
A Reuvisit the development contributions policy and introduce

mechanisms that facilitate PTand TOD related investment

A Explore the mechanism to allocate a proportion of the revenue
collected from traffic fines to the MLTF

A Explore the hiring out of MyCiTi bus es during off peak periods

Strategy C - Integrated Transport:

TDA will continue with the implementation of integrated transport
and accordingly Strategy C remains with a revised timeline of ten
years from 2017. As a result of the stakeholder consultatio n process,

Strategy D - Access Priorities:

Strategy D remains. As a result of the stakeholder consultation process, the
City is also addressing the following:

A Scale up the City's congestion strategy (which covers infrastructure,
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the City is also addressing the following:

A Place a stronger emphasis on  PTlaw enforcement
interventions

A Expedite the development and implementation of an
integrated ticket and timetables acrossroad and rail PT
systems

A Explore fare discounts for users or destinations, as well as to
facilitate employers providing ~ PTemployee benefit
schemes

A Explore the use of cell phones as a payment mechanism
and the integration of fare payment systems with new
generation technologies

A Update the current TCTApp to show real time information
as well as report on congestion etc.

A Increase PTdriver training and explore an incentives
mechanism to encourage good driving

A Work with partners such as Western Cape Education to
develop interventio ns that improve scholar transport

A Intervene in rail services to seek to address safety,
reliability, availability, security and cleanliness

A Explore alternative rail technology, such as light rail and
monorail
A Provide more NMT facilities at interch  anges (bi ke racks,

P&R, bike share including e -bikes)

operation, behaviour) as set out in Chapter 8 (TDM Strategy)

As part of the congestion alleviation interventions, explore business
related interventions (carpooling) and how to influence online
shopping

With ACSA, explore a P ark & Ride scheme utilising available car
parking at the airport coupled with MyCiTi services

As determined in the TDI, explore and implement more safety related
interventions for the NMT user group as set out in Chapter 9 (NMT
Plan)

Explore the provision of more bu siness express services on the rail
network
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A Explore the opportunity to leverage e  -hailing technologies
and the related network to increase access to PT,
incentivise its use, reduce congestion and reduce overall
cost to the wider transport system

Strategy E & Built Environment: Following stakeholder consultation, the City has decided to add a fifth strategy (Strategy E d Built Environment).
This Strategy will determine the mechanisms for the implementation of TOD. In particular, the Strategy will focus
on the "T" of the TOD Str ategic Framework.

As a result of the stakeholder consultation process, the City is addressing the following:
A Develop an UDI(based on the TDI)

A Establish the transport related mechanisms to give effect to the five TOD catalytic projects as referred to
in Chapter 12 (TOD)

A As specifically suggested in the stakeholder consultation process, add a sixth TOD catalytic project
which relates to the airport precinct, including the airport and surrounds, Symphony, Swartklip and
Nolungile

A Develop regulatory tools tha t will enable TOD, the development around stations (rail and BRT), mixed

land use and densification so as to address the financial viability of the transport mechanism

A Determine TDA's carbon footprint along with mitigation projects that will achieve operat ional
efficiencies, source additional funding and address the environmental agenda of Cape Town

Figure 2-1: TDA's new Long Term Strategy
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3  TRANSPORT REGISTER

As part of preparing this CITP, the City has compiled a Transport Register in accordance with
the Minimum Requirements of Annexure 1 of the Minimum Requirements for the Preparation
of Integrated Transport Plans, 2016 (Government Notice No. 40174)

This Chapter contains a summary description and analysis of the results of the Transport
Register based on the data collected for its preparation.

3.1 Demographic and Socio -economic Information

The population and profile o f Cape Town by income, age, education and car ownership is
set out at Table 3-1.

Over the past two decades, Cape Town has experienced significant urbanisation,

expanding some 62% during this period. There is evidence to suggest that the growth rate is

decelerating from a compound growth rate of 3.3% from 2000 to 2010 to an anticipated rate

of 1.4% between 2010 and 2020. The 2017 population for Cape Town is estimated to be

some 4.04 million people which is envisaged to reach approximately 4.5 million in the early

2030d4is is based on the Cityd6s base projection but
population projections due primarily to the nature and extent of in -migration, both internally

from within South Africa as well as trans  -nationally.

Education remains one of the key avenues through which the state is involved in the
economy. In preparing individuals for future engagement in the labour market, policy
choices and decisions in the sphere of education play a critical role in determining the
extent to which fut ure economic and poverty reduction plans can be realised. In 2011, 46.4%
of adults older than 20 years in Cape Town had a Grade 12 or higher level of education with
1.8% having had no formal education. Of the population 15 years and older 1.3% were totally
illiterate and 7.2% were functionally illiterate. The 2016 community survey indicates that 49%
of the Cape Town population has attained a level of education of Grade 12 or higher. This
represents an increase from 2011 to 2016 of 2.5%.
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Table 3-1: Population and p rofile of population by income and age
Information as at June 2016

Source: TDI 8 Generation 2.0 and the Population Projections from the City, DI&GIS
Department, using StatsSA 2016 Community Survey da  ta.

Population and profile

Total Population (number) 4004 793

Low income
25%
R0 8 R4000 monthly

Low middle income

Population 57%
profile by R4001 6 R31 600 monthly _

income *

*; . 3 )
income group High middle income

classification was

obtained from the 12%
2013 Cape Town R31 601 & R63 200
Household Survey monthly

Report

High income 6%

R63 201 monthly or more
0.00% 20.00% 40.00% 60.00%

0 0 19 years (Dependent

0,
Youth) 26% ]
. 20 - 34 years (Working 0
profile by age
Source: MSDF _
Diagram 2.2 35 - 64 years (Working 33% —
(p-36) Age Adults)
65 0 85+ years 6%

0.00% 20.00% 40.00%
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3.2  General Overview of Transportation System

The Transport Network for the ¢ ity is shown in Figure 3-1.
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Modal Split

The modal split between private, PT (by mode) and NMT modes for work, education and
other trips made during a typical weekday morning peak period is set out at Table 3-2. The
data has been derived fro m the 2015 IPTN EMME model run. The National Department of
Transport has a goal of 20%:80% (private transport: PT) ratio split. Cape Town |, still has a long
way to go to achieve this goal

Table 3-2: Modal split between private,  Public Transport (by mode) and NMT

Source: 2015 IPTN Model based on 2013 AM peak period demand

Typical Weekday Morning Peak Period

Private Public
Rail Contracted BRT Minibus -taxi
bus
18% 6% 2% 12%

53%

38%

9%

Levels of satisfaction

The levels of satisfaction with the different aspects of the transport system and different
modes of transport in Cape Town, including costs, availability and accessibility, safety and
the reliability of PTservices, are set out in Table 3-3to Table 3-6.

The levels of satisfaction for passenger s on contracted bus services are based primarily on
the Cape Town Household Travel Survey which did not incorporate questions concerning the

level of satisfaction of the cost of each PT mode nor the associated travel times of each
mode.
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Table 3-3: Passenger Rail - Levels of satisfaction with different aspects of the rail system

Source: Customer Satisfaction Survey PRASA 6 2015?

Levels of satisfaction 0o Rail

) Ve_ry. Dissatisfied Neutral Satisfied V_er_y ( Average across all modes)
dissatisfied satisfied
Travel times | Not Available
50.00%
40.00%
30.00%
20.00%
10.00% l
Costs 2% 12% 46% 29% 10% 000 e [ |
N & K& @
R
NS NS
A@@ N
40.00%
35.00%
30.00%
25.00%
20.00%
16:00%
Availability & 00%
e 0 0 0 0 0 5.00% =
accessibility 35% 32% 26% 4% 1% 3:00%% . _
& & &
.(,9'{’\\ .(;7'2’&\ < ‘o’z’@ ‘o’z’&\
«*b\ o &
QQ’
50.00%
40.00%
30.00%
20.00%
10.00% l I
Safety 15% 26% 42% 13% 2% 0.00% -
x\"fb x@'b <& K& @
,0‘1 ,0‘1 QQ @ ;0‘7
& & S \\4’
IS &
AQ’

1 The City is not able to take responsibility for the veracity of this information
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Levels of satisfaction & Rail

Ver . o e Ver
. o Dissatisfied Neutral Satisfied hetd ( Average across all modes)
dissatisfied satisfied
40.00%
35.00%
30.00%
25.00%
20.00%
15.00%
10.00%
0 0 0 0 0 000% | | -
Reliabilit 37% 32% 24% 4% 1% 59558
> >
& @ & @ @
¥ @S &P
&%@ & T P
4@6 @
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Table 3-4 Levels of satisfaction with Contracted Bus Services (GABS & Sibanye)

Source: Cape Town Household Travel Survey, 2013

Levels of satisfaction 9 Contracted Bus Services (GABS & Sibanye)

Satisfaction Criteria Dissatisfied Neutral Satisfied ( =—Ave. across all modes)
Travel times Not Available
Costs Not Available
100.0%
Comfort 19% 69% 12% o —-I\
0.0% L -
Dissatisfied  Meutral Satsified
100.0%
Security 17% 68% 15% 0o +
0.0% - -
Dissatisfied Meutral Satsified
100.0%
Safety 16% 69% 15% e ——I\
0.0% - -
Dissatisfied Meutral Satsified
100.0%
Reliability 14% 67% 19% o ———I-\
0.0% L L
Dissatisfied  Neutral Satsified
100.0%
Appearance 12% 70% 18% o '/I\
0.0% — .
Dissatisfied  Neutral Satsified
100%
Accessibility 16% 65% 19% o +
o HE —_—
Dissatisfied  Meutral Satsified
100.0%
Convenience 11% 61% 27% e /l‘\
0.0% - .
Dissatisfied  Neutral Satsified
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Table 3-5 Levels of satisfaction with different aspect s of the BRT System (MyCiTi)

Source: MyCiTi Benchmark Study, March 2017

Levels of satisfaction & BRT System(MyCiTi)

Satisfaction Criteria Mean
Score (out
of 10)
Travel times (Arriving at your destination on time) 9.2 -
Costs (Bus fare charged) 9.2 -
Comfort (Comfort of the ride) 9.3 -
Security (Feeling safe while waiting for the bus) 9.3 -
Safety (Feeling safe when on the bus) 9.4 -
Reliability (On time arrival/departure of the Bus) 7.5 -
Appearance (Overall appearance of the bus) 9.3 -
Accessibility (Ease of getting on/off the bus) 9.3 -
Convenience (Ease of _travelling with 91 -
parcels/luggage/personal belongings)
0 10
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Table 3-6 Levels of satisfaction with differ ent aspects of the minibus -taxi system

Source: Cape Town Household Travel Survey, 2013

Levels of satisfaction o Minibus -Taxi System

Satisfaction Criteria Dissatisfied Neutral Satisfied (= Average across all modes)
Travel times Not Available
Costs Not Available
60%
40%
Comfort 56% 35% 9% 20%
Dissatisfied Neutral Satsified
100%
. 50%
Security 66% 27% 6%
o m -
Dissatisfied Neutral Satsified
100%
50%
Safety 74% 21% 5% ’ I——\
Dissatisfied Neutral Satsified
60%
40%
Reliability 45% 37% 18% 20% I'/i\.
0%
Dissatisfied Neutral Satsified
60%
40%
Appearance 47% 43% 10% 20%
0% |
Dissatisfied Neutral Satsified
60%
40%
Accessibility 32% 35% 33% 20% l/l\l
0%
Dissatisfied Neutral Satsified
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Levels of satisfaction & Minibus - Taxi System

Satisfaction Criteria Dissatisfied Neutral Satisfied (= Average across all modes)

60%

40%
Convenience 34% 40% 2506 20% I/ﬁ
0%

Dissatisfied Neutral Satsified

A 2017 benchmark study on the current MyCiTi system was performed to measure the
performance of the  system from a customer satisfaction and brand perspective , and to
und erstand barriers to use which need to be addressed. The objective was to gauge the

perceptions of users and non -users of the system and the perceptions amongst the 15 -35 age

group.

Overall, MyCiTi users rate the service extremely highly across all aspects. The only aspect
below the desired 8 out of 10 mark is on time arrival and departure

A comparison of these data suggests that the  MyCiTi system enjoys the highest level of
customer satisfaction among the main modes of PT in Cape Town, with high scores for
comfort, security and appearance. Conversely, there is a high level of dissatisfaction
towards the minib us-taxi system with particular regard to the comfort, security and safety
provided by the industry.

Average travel time to work and education

The average tr avel time to work and educat ion, across all transport modes, based on the
results of the Cape Town Household Travel Survey is set out in Table 3-7.

Participants were asked the average departure time from home as well as arrival at their
respective destination. As such, the times calcul ated below represent the stated average
total trav el time for single journeys, for all modes used in multi  -mode trips, and waiting times
associated with boarding and alighting.

Looking at trip speeds and the travel distances in the morning across Cape Town from the

survey, a fairly consistent picture eme rges. Residents from Mitchells Plain and Khayelitsha

face both the longest and the slowest work trips. This data highlights the ongoing legacy of

apartheid and the travel barriers faced daily by residents in the South East of Cape Town .

Breaking down th e data into ro ughly equal income class groups shows a fairly consistent

picture for o6travel ti me budgetsd across income grou
around 30 minutes, regardless of class. Work trips are between 50 and 60 minutes.
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Table 3-7: Average travel time to work and education

Source: Cape Town Household Travel Survey, 2013. 2

Average total travel time (minutes)

Low Income Middle Income High Income
To work 53 57 52
To education 31 31 33

Average travel time for PT

The average travel time for  PT trips to work is set out in Table 3-8. Persons travelling by
contracted bus have the longest average travel time ( 63 minutes), followed by train travel
(59 minutes). MyCiTi travel has the shortest average travel time (45 minute s), followed by
minibus -taxis (53 minutes). These times are clearly influenced by the distances travelled in

terms of speed. Rail and minibuses are the fastest modes and MyCiTi is the slowest.
According to the travel survey, passengers travelling by trai n and bus leave earlier (47% and
49% between 6 and 7 o0o06clock respectively), than those

Table 3-8: Average travel time for  Public Transport trips to work

Source: EMME model 2015 updat e

Average travel time for ~ PTtrips to work

Minutes Average Distance (km)
Rail 59 23
Contracted bus (GABS, Sibanye) 63 19
BRT (MyCiTi) 45 9
Minibus -taxi 53 19

Average walking timesto  PT

The average walking times to  PTby mode is set out in Table 3-9. The only available source of
data for average walking times to PTis the 2013 NHTSdata. Changes to the Minimum
Requirements is grounds for the inclusion, in future Cape Town Household Travel Surveys, of
guestion sfrom which average walking times to PTcan be derived.

The NHTS indicates that for the We stern Cape, the most accessible = mode of PTin terms of
average walking times to boarding point are minibus -taxis. The natu re of the minibus -taxi

2 Table extra cted by Open Streets Cape Town: Understanding how people move in Cape Town
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system contributes to this as taxis do not use dedicated boarding points along routes but
rather stop along their route.

Table 3-9: Average walking timesto  Public Transport by mode

Source: NHTS Provincial Report 8 STATSSAR014 (For the Western Cape)

Average walking times to PT

Minutes

Rail 1815 minutes 44%

16 & 30 minutes 40%

>30 minutes 16%

Bus Up to 5 mins 62%

6 0 10 mins 21%
11 & 15 minutes 10%

>15 Minutes 8%

Minibus - Taxi Up to 5 mins 61%
6 8 10 mins 23%

11 8 15 minutes 8%

>15 Minutes 8%

Estimation of the percentage of individuals spending more than 10% of their monthly income
on transport

The City measures t he c dcessPriorifies ik the TDUtgoke.r Thege Ataegs s O
Priorities are the priorities of different user groups broken down into direct costs (such as the

price of a ticket) or indirect costs (such as time, flexibility, safety, reliability, crime or
congestion).

The findings of the TDI show that the average ratio of direct transport cost versus income for
the low income PTuser group is estimated at 43.1% of the monthly household income. This is
much higher than the national norm of 10% as stated in the White Paper on National
Transport Policy

The low income group is estimated to be 25% of the population in Cape Town. This means
that the individuals spending more than 10% of their monthly income on transport are 2 5%.
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Main Transport Problems

The City's main transport problems towards which the policies, strategies and projects in t his
CITP will be addressed are:

il

the deterioration of the rail service in Cape Town, with its resultant  steep decrease in
usage and increase in road usage

although rail has historical ly carried the highest volume of  PTtrips into Cape Town , this
market share has, as of 2014, been sharply decreasing due to vandalism of both

rolling stock as well as fixed control infrastructure, reducing the operational capacity

of the service, the exten t of which has increased road bou  nd congestion towards the
City centre

the lack of integration between tran sport and land use in Cape Town

the highest residential densities still persist in the  MSE Atlantis and Wallacedene.
These are also the poorest communities with arguably the worst access to PT,
especially quality services

the increasingly unsustainable cost of transport for low income households , as
revealed by the City's TDI

the average ratio of direct transport cost versus income for the low income PTuser
group is estimated at 43.1% of the monthly household income. This is much higher

than the national norm of 10 % as stated in the White Pap er on National Transport
Policy

the low income group is estimated to be 25% of the population in Cape Town and
spend more than 10% of their mon thly income on transport

the number of trips generated in Cape Town is a function of the number of
households. Transport planning must therefore accom modate for a growth rate
hig her than that of the population

traditionally  transport planning assumed a proportional growth in all modes.
However, this plan must consider the total person trips and determine an appropriate
and desirable modal split to meet the demand

a rapidly growing population is typically seen as a threat to the ability of the City to
provide quality services, as it places strain on the City 86 s r e s oHowewes, $t could
also hold an opportunity if the growth is accompanied by gains in skilled peop le

Cape Town has a higher proportion of economically active population (46%) than
greater South Africa (37%).  While still facing the threat of large unemployment, the
threat is smaller than in  most other South African cities

a monthly househo Id income of R7 000 is generally regarded as the point when a
household could afford a car (and that households purchase a car at the earliest
possible time to improve their ability to obtain a better job or retain their current one).

The City therefore ne eds to ensure that existing and new phases of PTare designed to
discourage this modal shift and also to benefit the majority of the population

non -social residential development continues to be driven by the availability of land
to accommodate the private car, and not by the availability of transport. This means
that the trend of sprawl, that gained momentum over the past four or five decades
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with the rising popularity of the private car, continues unabated despite policy and
legislative changes thatai ms to reverse this trend

1 itis believed that the low levels of service of the PTsystem creates a significant barrier
to commercial development around transit, since the market for choice land uses
also choose to continue favouring car -based development in the absence of
co mpetitive alternative transport

1 the City does not have a model to estimate latent demand for transport services at
present, and should investigate the impact fr om this to inform future demand

3.3  Description of the regular, daily  PTsystem
A safe and efficient road and rail network is an essential enabler of sustainable development
in both urban and rural areas in the Cape Town Metropolitan Area. Economic growth and
development requires the support of an effective and efficient public, private and freight
transport system.
The regular, daily PTsystem is summarised below.
3.3.1 Passenger rail

Rail Network

A plan indicating Cape Town and t h e Clkuhctichad Area 0 sailway stations including the
designation of lines is set out in Figure 3-2.
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Figure 3-2: Plan indicating passenger railway stations and lines
Source: PRASA (2017)

The rail network in Cape Town consists of 1014  km of rail line, comprising both passenger and
freight rail lines. The passenger rail network is owned and operated by Metrorail for PRASA,
while the freight lines are owned and operated by Transnet Freight Rail. Agreements are in
place (Mutual Use and Mutual Hire Agreements) between the PRASA and Transnet to share
theuse of eac hilnetvdrker 6 s

There are 125 rail stations located acrossthe Ci t y 6 s F uAnea t Rad stadidns are owned
by PRASA and Transnet. Land adjacent to the stations is generally privately owned. The
exception is the land associated with the Culemborg area which is 48% owned by PRASA
and 52% owned by Transnet. The Belcon site adjacent to Bellville station is owned by
Transnet. The stations are typically fed by minibus -taxi, bus, private car and walking,
although some bicycle activity do es exist. Station areas are generally characterised by
development with their backs toward the stations and historically have not been developed

in terms of TOD and tend to have poor urban environments
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Operational capacity
The rail capacity in C ape Town is shown in Table 3-10.

Table 3-10: Estimated operational rail capacity

Source: PRASA, 2017 (Western Cape Train Operations, adjusted passenger flow from ticket
sales based on 2012 census for line allocation)

Train sets (A) Required: 88 3 Available; 72 4

Coaches (B) 12 coaches per sets

Average Fleet Coach

Capacity (Crush capacity) 401°
(@)

Trips per peak / train set (D) 2.5°
Total rail capacity per hour 1 058 6407

3 The 88 train sets is based on the full allocation in 2017, however the historic targeted allocation has reached 100
train sets

4 Current ly 72 sets in operation, with 51  of these train sets running short i.e. without the full complement of coaches

(12 to 8 depending on train set configuration)

5 The estimated crush capacity is based on a functional service with full train allocation and 12 coach train set
configuration. The 401 per coach is a weighted average of the fleet based on a crush capacity of 9 passengers per
m2.

6 Trips per peak are based on current infrastructure
7 Calculated based on the assumptions stated in notes 9 to 12 above
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Rail utilisation

Details of rail utilisation in Cape Town are shown

Table 3-11: Railway passenger boarding per line for the whole day and morning peak periods

Source: PRASA 2017 (Western Cape Train Operations

sales based on 2012 census for line allocation)

in Table 3-11.

, adjusted passenger flow from ticket

PASSENGERS BOARDING BOTH DIRECTIONS

Morning Peak Period

Capacity Utilisation
Number of
passengers
Passenger Freque_ncy Total carried :
: of trains : : Capacity
Capacity Service during peak o
; towards . . Utilisation 7
per train 8 Capacity period
towards
19 (+4
1 CTN-CHRIS HANI 2611 49600 33282 67%
Sarepta)
16 (+2
2 CTN-KAPTEINSKLIA 2611 41768 30003 72%
Sarepta)
3 CTN-SAREPTA 2611 See note 8 See note 8 See note 8 See note 8
4 CTN- 2508 Jo(:tz 15048 11724 78%
KRAAIFONTEIN . °
Vista)
7 (+3 of
5 CTN-MULDERSVLEI 2508 Monte 17556 10570 60%
Vista)
6 CTN-STRAND 2508 13 32604 12698 39%
7 | CTN-WELLINGTON 2508 8 22572 15221 67%

8 The Passenger capacity per train is based on a planning capacity of 4 passengers per m

9 Information from

to Cape Town in the morning peak
therefore allocated to the other central lines pr
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PASSENGERS BOARDING BOTH DIRECTIONS

Morning Peak Period

Capacity Utilisation
Number of
passengers
Passenger Frequgncy Total carried :
. of trains . : Capacity
Capacity Service during peak e
; towards . . Utilisation 7
per train 8 Capacity period
CTN
OEI S
CTNe
Included in
Northern
8 CTN 6 Monte 2508 6 See note 3 See note 3 Lines
Vista10 . .
(Kraaifontein )
& Muldersvlei
10 CTN-HEATHFIELD 1616 11 17776 8777 49%
CTN-SIMON'S
0,
11 TOWN 1716 16 27456 18080 66%
TOTAL 99 224380 140355 63%

10 Monte Vista line services included in Kraaifontein & Wellington services
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Table 3-12: Daily passenger boardings and Trainset Availability

Source: Rail Census 2012; Tickets Sales 2013 & 2015 as basis with added factor of fare
evasion 11; 2016 from Metrorail press release (19 January, 2017) , 2017 projected value

All Day Trainsets

Passenger

Boar di Running
2000 675 607 90 4 94
2004 621 285 85 5 90
2007 635 046 81 6 87
2012 621 833 86 5 91
2013 635 832 88 1 89
2014 608 533 86 0 86
2015 575 845 84 0 84
2016 454 00012 8213 0 82
2017 360 00014 7215 0 72

The comparison of daily rail volumes (Passenger boardings) from 2012/ 13 to 2016/17
indicated a slight increase from 2012 to 2013, followed by a rapid and accelerated decline
from 2014 to 2017 (assuming the projected values are accurate). T he decline inthe number
of passen gers corresponded to a decline in the amount of running train sets . The number of
daily passenger boardings declined by 43% from 2013 to 2017 from 636000 to 360000. The
decrease in passenger numbers and subs  equent modal shift towards road  -based publican d
private transportation has been t o the effect of increasing road  -based congestion towards
the City centre .

Despite the 88 full sets required to operate the Western Cape Metrorail services, t he average
availability of train sets has reduced from 82 sets for January 201 6 to 72 sets for January 2017
with a verage train sets running short for January 2017 amounting to 51 sets. As a result of this

11 The calculated number of daily passengers from ticket sales has been adjusted by 10% upwards to allow for fare
evasion

12 calculated using Metrorail press release (19 Januar 'y, 2017) in which it was stated that the ~ number of passengers
using the system in Cape Town equated to 10.9 million a month
13 Information received: Metrorail Western Cape Monthly Report January 2017

14 projected from 201 4 to 2017 using 2016 as a reference point
15 Trainsets running short i.e. wi thout full complement of coaches (normally 12)
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the on -time train performance , although increasing from 70.5% for January 2016 to 72.9% for

January 2017 , remains well below the targeted norm of 86%.

The marked decline in the number of available train sets has been due to continued
vandalism and burning of coaches. This, coupled with a lack of investment and
maintenance |, long term vandalism of key control infrast ructure and arson and community
protests in PRASA and TFR domain s, causing regular shutdowns and delays, has fuelled
customer dissatisfaction and contributed to the sharp decline in patronage across the
system. Figure 3-3 shows the Metrorail daily passenger boarding and the total number of
train sets.

Metrorail Daily Passenger boardings

and total number of train sets

700 100
636
622 . 609
600 95
500 90
3 388
c
@ 0
® 400 85 o
8 (9]
- 5
o 300 80
o 332 5
o T
@ 200 5 g
© >
= =
o
5 100 70
o]
£
>
Z 0 65
— N ™ < Te} [(e] N~ (e}
- - — — — — - -
o o o o o o o o
N N N N N N N N
-——@—= Daily Passenger boardings —@— Projected (Conservative)
—@— Projected (High) —@— Running Train Sets
@— Total Train Sets ~ eeeeeeees Trend (Polynomial)
Figure 3-3: Metrorail daily passenger boardings and available train sets

Source: Rail Census 2012; Tickets Sales 2013 & 2015 as basis with added factor of fare
evasion 16; 2016 from Metrorail press release (19 January, 2017) , 2017 projected value

16 The calculated number of daily passengers from ticket sales has been adjusted by 10% upwards to allow for fare
evasion
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3.3.2 Road -based PTincluding IPTN, BRT, bus and minibus -taxi infrastructure
The following summarises the road -based PTin Cape Town.

PTFacilities and Interchanges

PTFacilities within Cape Town are currently defined as any  facility providing commuters with

a single form of PTaccess, (e.g. rail station, minibus-taxi rank, MyCiTi station, GABS station,
long distance r ank, P&R etc.). PT Facilities can be further classified as official where
infrastructure/formal designation exists and unofficial in the absence thereof

Table 3-13 shows a sample of the road -based PTfacilities within Cape Town as per the TRS

system. The table is illustrative. A full list is available on request. Table 3-4 shows the
categories of PT facilities across Cape Town

CITP 2018 8 2023 43



Table 3-13: Listing of road -based Public Transport facilities (Sample)

Source: Transportation Reporting System (TRS) , 2016

Type of

Holding/

Facility Formal or On- l\tl)(;. 2f

Physical Location Service Loading/ informal street/off - Y

(formal
Name street
Combined

1 Woodbridge 10902 Corner of Loxton Road and MyCiTi Commuter Loading F On-Street Not
R27, Woodbridge available

2 Woodstock 10201 Woodstock Station MyCiTi Commuter Loading F On-Street Not
available

3 Woodstock 10202 Woodstock Station MyCiTi Commuter Loading F On-Street Not
available

4 Zoarvlei 10701 Milner Street, Zoarvlei MyCiTi Commuter Loading F On-Street Not
available

5 Zoarvlei 10702 Milner Street, Zoarvlei MyCiTi Commuter Loading F On-Street Not
available

6 Somerset West | GABS021 | Church Street, Somerset West | Bus Service | Commuter Loading F Off -Street Not
available

7 Tygerberg GABS022 Corner of West Street and Bus Service | Commuter Loading F Off -Street Not
Railway Street, Parow East available
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- Type of Holding/ No. of
Facility Formal or On- bavs
Physical Location Service Loading/ informal street/off - y
(formal
Name street
Combined
8 Village 3 GABS023 Mitchells Plain Town Centre BusService | Commuter Loading F Off -Street Not
available
9 Waterfront GABS024 | E Pier Road, V&A Waterfront Bus Service | Commuter Loading F Off -Street Not
available
10 Wynberg GABS025 Cnr of Mosque Road and Bus Service | Commuter Loading F Off -Street Not
Mosque Way, Wynberg available
11 Parklands MBT250 Sandown Road East, Minibus Commuter Combined F On-Street Not
(Sunningdale ) Sunningdale available
12 Cape Town MBT290 Strand Street ,Cape Town Minibus Commuter Combined I On-Street Not
(Strand Street) available
13 Westlake MBT261 Bell Crescent, Westlake Minibus Commuter Combined I Not Not
available available
14 Cape Town MBT206 Cnr of Castle Street and Minibus Commuter Combined I On-Street Not
(Adderley Adderley Street, Cape Town available
Street -
Woolworths)
15 Fish Hoek PTI MBTO059 Beach Road Minibus Commuter Combined F Off -Street 3 lanes
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- Type of Holding/ No. of
Facility Formal or On- bavs
Physical Location Service Loading/ informal street/off - y
(formal
Name street
Combined
16 Ocean View MBT145 Cnr Andries Avenue, Alpha Minibus Commuter Combined I On-Street Not
Way available
17 Bloekombos MBTO023 Sam Njokozela Avenue Minibus Commuter Combined F Off -Street 5
18 | Masiphumelele MBT112 Cnr Pokela Road, Tambo Minibus Commuter Combined I Off -Street Not
(Site 5) Road available
19 Philippi East LND182 Ntloyiya Road Philippi LD Minibus Long Combined I On-Street Not
Informal Taxi Distance available
20 | Langa Informal LNDO11 Cnr of Washin gton Street and LD Minibus Long Combined I Off -Street Not
Johnson Mgevela, Street Distance available
Langa
21 Cape Town LND184 Cape Town Station Deck LD Minibus Long Combined F Off -Street Not
Station Deck Distance available
Long Distance
Taxi
22 | Du Noon Long LND134 Cnr of Dumani Road and LD Minibus Long Combined F Off -Street Not
Distance Taxi Potsdam Road, Du Noon Distance available
Rank
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Type of Holding/

Facility Formal or On- ’\lic;. (;f

Physical Location Service Loading/ informal street/off - y
(formal

Name (FMm street only)

Combined y

23 | Vrygrond Long LND135 Berg Street, Vrygrond LD Minibus Long Combined F Off -Street Not
Distance Taxi Distance available

Rank
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Public Transport Interchange ( PTs)

PTIs areclassified as being an operational area surrounding several official PT Facilities which
are close enough for commuters to change modes effectively . The current distinction
between mode specific interchanges will no longer be used for the mu Iti-modal, integrated

and inter operable PT system. For instance, a rail station woul d be part of a PTlI where
passengers can transferto  other PTmodes.

TDA currently manages and maintains 60 PTIs throughout Cape Town . These range in size from
very large (e.g. the Cape Town Station Deck) to very small (e.g. London Road, Ocean View).

Each of the interchanges is of a different size and handles a different number of passengers

and therefore requires different levels of management and funding. Figure 3-4 shows the
location of the managed PTls
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Figure 3-4: Public Transport Interchanges
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Table 3-14: Number of Public Transport facilities and PTls across Cape Town

Source: TRS, 2017

Total number of PTFacilities

Total Within PTIs | As Stand -
alone
MyCiTi stations 42 7 35
Rail gations 96 43 53
Minibus -taxi ranks (o fficial) 120 63 57
Minibus -taxi ranks (u nofficial) 65 11 54
Metered taxi r anks 42 4 38
GABS bus gation 30 21 9
Long distance r anks 18 14 4
P&R areas 113 44 69
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Table 3-15: Categories of Public Transport facilities across Cape Town

Source: TRS 2017

Categories of PTfacilities across Cape Town

) 0
S =
% S | Example of Facilities Facility Categorisation Level of Management
(@) LL
Off -street faciliies | On-going management,
Bellville, Cape Town, | processing more than | establish structures,
1 15 Mitchells Plain, | 20 000 passengers per | manage daily operations,
Nyanga, Joe Ggabi day, formal transport cleaning and security
operations services
Off -street facilities .
rocessi na between 20 Part-time  management,
. P 9 establish structures, report
Koeberg, Fish Hoek, [ 000 and 3 000 . L
2 18 - on operational activities,
Mfuleni, Nonkqubela passengers per ; :
cleaning and  security
day, formal transport .
) services
operations
Off -street facilities .
rocessing less than 3 Part-time  management,
Du Noon, Potsdam, 800 asgen ors or weekly visits, establish
3 14 Elsiesrivier, P g P contact with stakeholders,
day, formal and : .
Blackheath . cleaning and security
informal transport .
) services
operations
On-street facilities Monthly visits to monitor
. proce ssing more than -
Unibell, activities, respond to
4 18 1 000 passengers per . .
Bonteheuwel, Strand queries, informal transport
day, Informal transport )
) operations
operations
On -street facilities
Century City, NI - processing less than 1 Facilities visited on an ad -
; 000 passengers per .
Shopping mall, . hoc basis, respond to
5 70 day, informal transport - ;
Tygerberg, . . . specific ~ queries (e.g.
operations, including :
Edgemead . maintenance requests )
facilities on privately
owned land
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MyCiTi Stations

The main MyCiTi stations are located along the trunk routes and are typically in the median
adjacent to the dedicated lanes. These stations allow boarding on both sides and are
sheltered. Security personnel and ticketing officers are also usually present. Feeder stations are
located along the feeder routes and are either sheltered waitin g areas (around 57%) or totem
pole style stops. Stations on the Phase 1A trunk route are configured for high floor buses, while
feeder routes have low floor buses with kerbside boarding. However, T DA has decided that all
future stations on new trunk route s will have low floor platforms that allow for low floor
boarding. Figure 3-5 shows the operational routes as well as relative location of stations and

bus stops.

MyCiTi routes

Dunoon - Table View - Givic Centre - Waterfront

Atlantis - Table View - Civic Centre

Atlantis - Melkbosstrand - Table View - Omuramba

Dunoon - Century City

[LLLY Airport - Civic Centre

[EL1Y Vredehosk - Gardens - Civic Centre

[ELLH Salt River Rzil - Walmer Estate - Civic Centre
Oranjezicht - Gardens - Civic Cantre

104 Sea Point - Waterfront - Civic Centre

[ELE] Sea Point - Fresnaye - Civic Centre

JELLH Camps Bay fclockwise]

JELLAl Civic Centre - Camps Bay {anti-clockwise)

Hangberg- Sea Point - Adderley

[0 Hout Bay - Tmizama Yethu - Sea Point - Adderley

I Table Mountsin

[0 Sea Point - Civic Centre

JBEZEN West Beach - Table View - Sunningdale

BT Marine Circle - Table View - Parklands

BT Sunningdale - Gie Road - Wood

28 Sunningdale - Wood Drive- Wood

M7 Melkbosstrand - Big Bay - TableView

[E=1 Duynefontein - Melkbosstrand

{10 Atlantis - Atlantis Industria East
Atlantis - Avondale - Protea Park - Atlantis Industria West

[EEE7] Atlantis - Avandale - Protea Park - Atlantis Industria West
Atlantis - Saxonsea

IETE Century Gate- Century City Rail

7 Khayelitsha East - Civic Centre

70 Khayelitsha West - Civic Centra

[0 Mitchells Plain East - Civic Cantre

70 Kapteinsklip- Civic Centre

@smim (2) Station with myconnect servicas
0 Stop. 10> Stop only accessible in direction indicated g.nsiwnganxm
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Figure 3-5: MyCiTi operational routes, bus stops and trunk stations
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3.3.3 Road -based routes per mode and per major operator

Table 3-16 contains a sample of the full set of  road -based routes per mode and operator (e.q.
bus operating company, or taxi association, in Cape Town ).

Table 3-16: Road - base PT route descriptions - all day (sample )7

Source: TRS, 2017

Destination

1 Minibus 524 FISH HOEK OCEAN VIEW

From Taxi rank at Fish Hoek Railway Station Fish Hoek, left into Main Road, right into Kommetjie Road,
left into Milky Way, right into Gemini Road, left into Draco Road, right into Pollux Way, left into Arries

Lane to Taxi rank at the corner of Alpha Road and Arries Lane Ocean View and return along the same

route.

2 Minibus 533 OCEAN VIEW SUN VALLEY

From taxi rank at the corner of Alpha Road and Aries Lane Ocean View, right into Pollux Way, left into
Draco Road, right into Gemini Road, left into Milky Way, right into Kommetjie Road, left into Noordhoek
Main Road, left into Buller Louw Drive, right in  to Pick 'n Pay Centre Sun Valley and return along the
same route.

WALLACEDENE-

3 Minibus 172 BLOEKOMBOS BELLVILLE

From taxi rank in Bloekombos in Old Paarl Road, right into Voortrekker Road, right into Station Street, left

into 12th Avenue till the station, left into Mark Street till 9th Avenue, left into Kerk Street, right into
Voortrekker Road, left into Botfontein Road, left into Boesak Street, right into Laboheme Road, right into
Botfontein Road, into Van Riebeeck Road, Brighton Road, Langberg Ro ad till Durbanville, left into
Wellington till Nuwe Street, Durbanville return with Wellington, right with Langeberg Road, Brighton
Road, van Riebeeck Road, right into Van der Merwe Street, left into Petunia Street, right with Aanblom
Street, left into Van der Merwe Street, right into Rembrandt Street, left into Milton Road, right into Milner
Street, right into Graaf Street, right into Van der Merwe straight into Frans Conradie Avenue, left into
Okavango, right with Old Paarl Road, Bellville, right Voortrek ker Road, left into Modderdam Road, right
into Belrail Road till taxi rank in Bellville railway station and return along the same route.

- MASIPHUMELELE
4 Minibus E14 (SITE 5) FISH HOEK

From taxi rank in Masiphumelele, into Pokela Road, left into Kommetjie Road, left into Main Road Fish
Hoek, right into De Waal Road, into taxi rank at Fish Hoek and return as follows: into Station Road, left
into Main Road, right into Kommetjie Road, right into Pokela Road to taxi rank in Masiphumelele.

5 MyCiTi 101F CIVIC CENTRE WEXFORD

Civic Centre Station, u -turn on busway, continue Hertzog Boulevard, right D F Malan Street, left Table
Bay Boulevard, left Hereengracht, right Walter Sisulu Avenue, left Lower Long Street, continue Long

Street, left Orange Street, continue Annandale Road, continue Mill Street, left Mill Street off ramp,
Gardens Station, right Maynard Street, right Mill Street, left Upper Buitenkant Street, continue Highlands
Avenue, left Exner Avenue, right Davenport Road, left St James Street, left Derry Street, right Noor delik

17 All the rout es are available on request
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Destination

Avenue, left Gardenia Avenue, right Derry Street, continue Upper Mill Street, continue Mill Street,
Gardens Station, Continue Mill Street, continue Annandale Road, continue Orange Street, continue
Buitensingel, right Loop Street, continue Lower Long Street, right Walter Sisulu Avenue, left
Hereengracht, right Table Bay Boulevard, right D F Malan Street, left Hertzog Boulevard, Civic Centre
Station

6 MyCiTi 102F CIVIC CENTRE SALT RIVER
Civic Centre Station, continue Hertzog Boulevard, left Heerengracht, continue Adderley Street, left
Darling Street, continue Keizersgracht, continue Chester Road, left Coronation Road, right Upper

Mountain Road, left Rhodes Avenue, left Upper Roodebloem Road, continue Roodebloem Road, right
Victoria Road, lef t Salt River Road, right Albert Road via Salt River circle, left Spencer Road, left Foundry
Road, Salt River Station

I MyCiTi 102R SALT RIVER CIVIC CENTRE

Salt River Station, continue Foundry  Road, exit Voortrekker Road, continue Salt River Road via Salt River
circle, right Victoria Road, left Roodebloem Road, continue Upper Roodebloem Road, right Rhodes

Avenue, right Upper Mountain Road, left Chester Road, continue Keizersgracht, continue Darling

Street, right Adderley Street, continue Heerengracht, right Hertzog Boulevard, u -turn on busway, Civic
Centre Station

Bus
8 Service AAAG iggggtﬁﬁg SEA POINT
(GABS)
Radius based permit
Bus CITY GOLDEN
9 Service AAA7 SEA POINT ACRE
Radius based permit
Bus CITY GOLDEN
10 Service AAEOQ ACRE C LANE SOMERSET HOSP
Radius based permit
Bus CITY GOLDEN
11 Service ADAO BELLVILLE B LANE ACRE

Radius based permit
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Table 3-17: Route as identified by facility 18

Source: TRS,2017

Origin Destination Route Route Trip Turnaround
i
Rank/Terminus Rank/Terminus Distance (One Time (Cycle
Way)** Time)*+*
Code Name

1 | Minibus FISH HOEK MBTO59 | OCEAN VIEW MBT145 | 524 12 km - 32 min

2 | Minibus OCEAN VIEW MBT145 SUN VALLEY | MBT176 | 533 8.4 km - 30 min

3 | Minibus BLOEKOMBOS | MBT023 WA'E;'EAL?_\E/'IDLEL';E' MBTO019 | 172 13.2 km - 41 min

4 | Minibus | MASIPHUMELELE | \\0ryq) FISH HOEK MBTO59 | E14 5.5 km - 33 min

(SITE 5)

5 BRT CIVIC CENTRE 101 WEXFORD 1230 101F 5.8 km 27 60 min

6 BRT WEXFORD 1230 CIVIC CENTRE 101 101R 5.8 km 27 60 min

7 BRT CIVIC CENTRE 101 SALT RIVER 1268 102 6.8 km 30 60 min

8 BRT SALT RIVER 1268 CIVIC CENTRE 101 102 6.9 km 30 60 min
Bus CITY GOLDEN

9 | service ACRE C LANE N/A SEAPOINT N/A AAAG | 6.2km 23 N/A
Bus CITY GOLDEN

10 | service SEA POINT N/A ACRE C LANE N/A AAA7 | 6.5km 28 N/A
Bus CITY GOLDEN

11 | service ACRE C LANE N/A SOMERSET HOSA  N/A AAEQ 3.9 km 10 N/A

Summary of road based routes

18 All the routes are available on request
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Table 3-17 identifies certain information, including distances and trip times, between origin and
destination facilities on the routes set out above.There are currently 3500 legal minibus taxi
routes wi thin the City of Cape Town.

Figure 3-5 shows the MyCiTi bus services operational routes. Phase 1 operations as well as N2
Express operations as at January 2017 consi sts of 87 individual routes as shown in the
aforementioned figure.

As at January 2017 Golden Arrow Bus Services operated on over 3400 unigue routes. 600 of
these routes are positional only while 741 of these are engage routes (not available to the
general public). The remaining 2000 are active commuter routes.

3.3.4 Summary and analysis of the fare systems (structure, levels, fare
collection systems and concessions) of different services in Cape Town

The following tables show the fare structures and levels for the major modes of transport in
Cape Town.

MyCiTi

The MyCiTi system employs a distance based fare structure baookKlapdofbfyd a o0
card system. The contactless card system (MyConnect) automatically cal culates distance
travelled and subtracts the relevant fare (based on the products available) from the funds
available on the card at the point of disembarking. MyConnect cards can be purchased at
kisoks at most MyCiTi trunk stations and selected retailers. Funds can be loaded onto the card
at trunk s tations and by other means as indicated on the MyCiTi web site.

The fares charged vary depending on the time of travel, distance travelled and package
purchased. Peak travel is 30% more expensive than travel during off peak period (peak periods
are categorised as being on weekdays between 06:45 -08:00 and 16:15-17:30). Travel on
weekends and public holidays are considered off  -peak travel and are  charged as such, the
rationale being to incentivise passengers t o travel in the off - peak period. The following fare
products are available:

1 Mover - These are bulk packages which are available in amounts of R3 5, R50, R60, R80,
R100, R150, R200, R300, R400, R600 and R1 000 and represent a 30 % saving over
conventional fa res

1 Standard 0 Variable amounts can be loaded as a standard product which can be
used to pay for purchases at any locations acc epting conventional debit cards

1 Day Pass 6 Load a one -day, three -day, or seven -day pass and enjoy unlimited travel
anywhere, at a nytime of the day. One -day, three -day and seven -day packages cost
R94, R234 and R514 respectively

1 Monthly Pass & Unlimited travel for one month from the date of activ ation. Currently
sold for R780

1 One-day, three-day and seven -day off-peak package & Off-peak travel packages
offering unlimited travel outside peak times, including all day on weekends and public
holidays, and weekdays from 09:00 until end of service (except between 16:00 and
18:00). One-day, three-day and seven -day packages cost R39, R110 and R206
respectively

1 Aindigent transport fare is currently under consideration for 2017/ 18.

Figure 3-6 illustrates the My CiTi distance based fare structure.
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The MyCiTi system also employs a penalty system. Penalties are directly deducted f rom the
remaining balance on MyC onnect cards. The penalty for the first 3 offences is R10and all
subsequent offences are charged at R25 (R114 if your jou rney connects with the Airport).

Penalties are incurred on the following actions:
1 not tapping on or off at the start or end of your journey

i tapping on or off at the incorrect validator

1 tapping on or off while having insufficient funds remaining on your card to pay for a
journey

Are you a ) (" MyCiTi Mover fares )
MyCiTi Mover? Areyoustarting  Peak | ,[0-5km [ 5-10 km [ 10-20 km [20-30 km|30-40 km|40-50 km[50-60 km[>60 km
Save 30%ormore RS your tripinthe ™ |?["Rg;g0 | R12.40| R1650 | R18.20 | R19.80 | R22.70 | R25.40 |R27.70
with MyCiTi Mover (svizt;'z ggz%d_ Saver | [0-65 km | 5-10 km |10-20 km |20-30 km|30-40 km|40-50 km|50-60 km|[>60 km
packages, available Y 7'R6.40 | R8.30 | R10.40 | R1220 | R13.50 | R15.90 | R18.00 | R19.70
from MyCiTi station 08:00 or 16:15 - .

17:30) or in the N

kiosks. Load R35, . MyCiTi Standard fares

R50, R60, R8O, R100, Saver fare period
(all other times, Peak 0-5 km [ 5-10 km [ 10-20 km [20-30 km|30-40 km|[40-50 km|50-60 km|>60 km

R150, R200, R300, )
R400, R600 or NO _ including weekends R13.90 | R17.50 | R23.50 | R25.80 | R28.10 | R3220 | R36.10 |R39.40

R1000 on your and public Saver .| 0-5 km [5-10 km [10-20 km | 20-30 km|30-40 km[40-50 km|50-60 km|>60 km
myconnect card holidays)? (LR_g.lo | R11.70 | R14.80 | R17.40 | R19.20 | R2260 | R25.50 |R27.90

For journeys linking with the Airport, add R73 (Standard) or R52.10 (Mover).

Figure 3-6: MyCiTi distance based fare structure , 2017

Minibus -taxis

The Minibus -taxis emp loy a post -boarding, cash only, ticketless fare system. Fares are either
collected by drivers or their assistants, usually en route after commencing the trip. Some
service s are now offe ring electronic payment methods. T  hese are changing and evolving
over time. Table 3-18 shows a sample of the minibus -taxi fares per route.

Table 3-18: Minibus -taxi fares per route (sample)

Source: TRS, 2016

No. Route Mode Operator (taxi Route origin Route Route
code association or bus destination distance
company name)

1. 524 MINIBUS FISH HOEKD FISH HOEK OCEAN VIEW 12 km R 7.00 2015/11/25
TAXI OCEAN VIEW TA

2. 533 MINIBUS | OCEAN VALLEY OCEAN VIEW SUN VALLEY 8.4 km R 7.00 | 2015/11/25
TAXI TA

3. 172 MINIBUS BLOEKOMBOS- BLOEKOMBOS WALLACEDENE- 13.2 km R 9.00 2015/11/18
TAXI WALLACEDENE TA BELLVILLE

4. E14 MINIBUS MASIPHUMELELE | MASIPHUMELELE FISH HOEK 5.5 km R 7.00 2015/11/25
TAXI TA (SITE 5)

A full list of fares per route is available on the TRS  for 2016.
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Metrorail

Table 3-19 shows the fare levels and structure employed by Metrorail in the Western Cape
region. Tickets are bought via cash only at selected stations. Metrorail uses a distance based

fare structure an d different rates for their Metro and Metro Plus services. Single, Return, Weekly

and Monthly tickets can be purchased. Metrorail fares do not exceed between R10,50 and
R23,50 for a single Metro Plus ticket and are between R2 50 and R500 for a monthly Met ro Plus
Ticket.

Table 3-19: Metrorail Fares per route

Source : www.metrorail.co.za (accessed 27 February 2017)

Single ‘ Weekly Monthly

Km zone - — - — /—— =
MetroPlus Metro Metro MetroPlus Metro
1-10 R10,50 R7,50 R80,00 R47,00 R250,00 R140,00

Century City, Claremont, Esplanade, Hazendal, Kentemade, Koeberg Road, Maitland,
Mowbray, Mutual, Ndabeni, Newlands, Observatory, Paarden Eiland, Pinelands, Rondebosch,
Rosebank, Salt River, Thornton, Woltemade, Woodstock, Ysterplaat

11-19 R11,50 R8,00 R90,00 R50,00 R280,00 R150,00

Acacia Park, Athlone, Avondale, Belhar, Bellville, Bonteheuwel, Crawford, De Grendel, Diep

River, Elsies River, Goodwood, Harfield Road, Heathfeild, He  ideveld, Kenilworth, Langa,
Lansdowne, Lavistown, Lavistown, Monte Vista, Netreg, Oos terzee, Ottery, Parow, Plumstead,
Retreat, Ste urhof, Tygerberg, Vasco, Wetton, Wittebome, Wynberg

21-30 R13,50 R9,00 R110,00 R59,00 R340,00 R175,00

Blackheath, Brackenfell, Clovelly, Eikenfontein, False Bay, Fish Hoek, Kalk Bay, Kuils River,
lakesi de, Lentegeur, Mitchell 6ds Pl ai n, Mandal ay,
Philippi, Serapta, Southfield, St James, Steenberg, Stikland, Stock Road, Unibell

3140 | R1650 | R1000 | R13500 | Re500 | R42000 | R190,00

Chris Hani, Eerste River, Faure, Fisantekraal, Glencairn, Kapteinsklip, Khayelitsha, Kraaifontein,
Kuyasa, Lynedoch, Melton Rose, Nonkqubela , Simons Town, Sunny Cove

41135 | R1950 | R1300 | R160,00 | R8000 | R50000 | R250,00

Abbo tsdale, Artois, Dal Josafat, Du  Toit, Firgrove, G ouda, Hermon, Huguenot, Kalbaskraal,
Klapmuts, Klipheuwel, Koelenhof, Malan, Malmesbury, Mbekweni, Mellish, Milkpunt, Muldersvlei,
Paarl, Soetendal, Somerset West, Stellenbosch, Strand, Tulba ghweg, Van Der Stel, Vlottenburg,
Voelvlei, Wellington, Wintervogel, Wolseley.

136-200 R23,50 R18,00 R195,00 R115,00 R605,00 R360,00

Worcester

Golden Arrow Bus Services
Table 3-20 shows the fares for routes of the Golden Arrow Bus Service . This list is a sample of the

full list. The fares vary depending on the distance travelled, per single trip, and by payment
using cash or Clipcard.
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Table 3-20: Golden Arrow Fares per route

Source: www.g etgometro.com (accessed 27 February 2017)

Cash Per Clipcard Cash
Trip P Per Trip

Clipcard

Cape Town to

Atlantis to Cape Town R20.60 R39.40 Wynberg R10.05 R16.00
Atlantis to Darling to Cape
Koeberg/Melkbos R11.10 R25.50 Town R22.30 R49.10

Dassenberg to
Bellville to Cape Town R11.10 R24.00 Atlantis R12.10 R18.50

Durbanville to Cape
Bellville to Hanover Park R11.80 R23.70 Town R12.10 R28.30

Elsies River to Century

Bellville to Welgemoed R6.90 R8.90 City R11.10 R19.90
Blue Downs to Elsies Rver to
Claremont/Ronde R12.85 R27.50 Tygerberg Hospi tal R7.30 R10.20
Blue Downs to Cape Hanover Park to
Town R13.60 R28.30 Maitland R9.30 R16.90

Hout Bay to Cape
Blue Downs to Wynberg R12.85 R27.50 Town R10.20 R20.30

Khayelitsha to Cape
Bothasig to Cape Town R10.95 R20.20 Town R12.85 R28.50

Kloof Nek to Cape

Cape Town to Heideveld R11.10 R16.00 Town R5.90 R7.80
Cape Town to Langa R10.95 R19.00 Pensioners R5.30 Nill
Cape Townto Mi t ¢ he| R12.85 R28.30 Scholars R15.15 Nil

Cape Town to
Strandfontein R12.10 R27.50 Not available N/A N/A

Fare structures and levels, including discount types and concessionary fares for each operator

Fare collection systems

The following is a summary and analysis of the fare systems of different services in Cape Town .
Ticketing systems are currently disparate and not integrated , with e ach service using its own

revenue collection system. A summary of the sy stems used by the different modes is  provided
in Table 3-21.
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Table 3-21: Ticketing Systems used by different  Public Transport Modes

TICKETING SYSTEM

Operator Card or Prepaid

Fare Based on Description

Prepaid, rechargeable my
MyCiTi No Trunk or feeder connect card which is EMV
compliant

Monthly and 10 -trip GABS clip

GABS Yes Route specific

card

Distance by

. Class: Metro, Monthly and weekly Metrorail
Ralil Yes )
MetroPlus or ticket
Business Express
OTaip fared, a sn

Minibus Taxi Yes Distance )
along some taxi routes

Summary and analysis of the fare systems

Lower income users show a tendency to buy daily tickets as individual cash flows allows. A
road -based PT Fare Policy was introduced in early 2013 to govern fare structures going
forward. Despite the fragmentation referred to above, Cape Town is th e first city in South

Africa to introduce EMV compliant PTcards that can be used to  travel on the MyCiTi services.
This Automated Fare Collection ( AFC) system was developed and implemented on the first
phase of MyCiTi. The AFC system is in the early stag es of development . It has many
operational features and others will be introduced over time. It is a distance based fare
sydem, as opposed to flat fares or ~ zone based.

3.3.5 Passenger rail service capacity and capacity utilisation per line in the
peak period

Section 3.3.1 contains details of the passenger rail service capacity and capacity utilisation in
the peak period.

3.3.6 Road -based PTservice capacity and capacity utilisation per route in the
peak period

In Table 3-22 isa summary and analysis of the road -based PTservice capacity and capacity
utilisation per route in the peak period for Cape Town. This is derived from the detailed data
collated for the Transport Register  through a combination of analysing the timetables (in the
case of scheduled services) or carrying out surveys (in the case of unscheduled services).
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My CiTi

Table 3-22: MyCiTi supply and utilisation in  the peak period (06:00 - 09:00)

Source: MyCiTi data , 2017

Route Direction Mode No. of Average Service No. of Average Time of
Direction (Bus vehicle Vehicle Capacity passen Utilisation survey
code Type) trips Capacity** gers of Peak (am or
ClviC .
101F CENTRE -| o9m 16 45 720 181 25% | oo 0(00)6'00 -
WEXFORD :
WEXFORD - .
101IR | cvic om 15 45 675 155 23% g\g’_'o(oo)&oo -
CENTRE :
ClviC .
102F CENTRE -| om 17 45 765 610 80% S\Q”. 0(00)6'00 -
SALT RIVER )
SALT RIVER- .
102R CIVIC 9m 16 45 720 406 56% gg’_'og)’&oo'
CENTRE :
ClviC
CENTRE - AM (06:00 -
0,
103F UPPER 9m 21 45 945 567 60% 09:00)
KLOOF
UPPER
KLOOF - AM (06:00 -
0,
103R CIVIC 9m 20 45 900 161 18% 09:00)
CENTRE
ClviC
CENTRE - AM (06:00 -
0,
104F QUEENS 9m 9 45 405 202 50% 09:00)
BEACH
QUEENS
BEACH - AM (06:00 -
0,
104R CIVIC 9m 7 45 315 96 30% 09:00)
CENTRE
CIviC
CENTRE - AM (06:00 -
0,
105F QUEENS 9m 17 45 765 587 7% 09:00)
BEACH
QUEENS
BEACH - AM (06:00 -
0,
105R CIvVIC 9m 14 45 630 181 29% 09:00)
CENTRE
CAMPS BAY
TO CAMPS _
106CW | BAY 9m 15 45 675 95 14% 8340(()(;6.00-
(CLOCKWISE :
)
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Route Direction Mode No. of Average Service No. of Average Time of
Direction (Bus vehicle Vehicle Capacity passen Utilisation survey
code Type) trips Capacity** gers of Peak (am or
Period*** pm)
CIviC .
107F CENTRE -| 9m 34 45 1,530 1,469 96% g\g/_lo(oO)&oo -
CAMPS BAY )
CAMPS BAY .
107R - CivIC | 9m 31 45 1,395 334 24% g\g/_lo(oO)&oo -
CENTRE :
ADDERLEY -
SEA POINT - AM (06:00 -
0
108F HANGBERG - 9m 12 45 540 437 81% 09:00)
HOUT BAY
HOUT BAY -
HANGBERG - AM (06:00 -
0,
108R SEA POINT - 9m 12 45 540 433 80% 09:00)
ADDERLEY
ADDERLEY -
SEA POINT -
109F IMIZAMO om 17 45 765 569 74% g\g’_'o(oo)&oo -
YETHU - :
HOUT BAY
HOUT BAY -
IMIZAMO .
109R | YETHU- SEA| o9m 18 a5 810 652 80% 8\340(()(;6.00-
POINT :
ADDERLEY
CIvIiC
CENTRE - AM (06:00 -
0,
114F QUEENS 9m 22 45 990 855 86% 09:00)
BEACH
QUEENS
BEACH - AM (06:00 -
0,
114R CIVIC 9m 19 45 855 241 28% 09:00)
CENTRE
WEST BEACH
- TABLE VIEW, .
213ACW | - 9m 7 45 315 166 53% /gg{lo(()())ﬁ.oo -
SUNNINGDA '
LE
SUNNINGDA
LE - TABLE AM (06:00 -
0,
213CW VIEW - WEST 9m 8 45 360 225 63% 09:00)
BEACH
TABLE VIEW AM (06:00 -
0,
214F PARKLANDS 9m 28 45 1,260 373 30% 09:00)
PARKLANDS AM (06:00 -
0,
214R - TABLE VIEW 9m 28 45 1,260 969 7% 09:00)
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Route Direction Mode No. of Average Service No. of Average Time of
Direction (Bus vehicle Vehicle Capacity passen Utilisation survey
code Type) trips Capacity** gers of Peak (am or
Period*** pm)
SUNNINGDA
LE - GIE AM (06:00 -
0
215F ROAD _ 9m 15 45 675 535 79% 09:00)
WOOD
WOOD - GIE
ROAD - AM (06:00 -
0
215R SUNNINGDA 9m 15 45 675 236 35% 09:00)
LE
SUNNINGDA
LE - WOOD AM (06:00 -
0,
216F DRIVE ) 9m 18 45 810 408 50% 09:00)
WOOD
WOOD -
WOOD .
216R DRIVE - 9m 15 45 675 171 25% '334086'00_
SUNNINGDA '
LE
TABLE VIEW
BIG BAY - AM (06:00 -
0
217F MELKBOSSTR 9m 12 45 540 523 97% 09:00)
AND
MELKBOSSTR
AND - BIG AM (06:00 -
0
217R BAY - TABLE 9m 12 45 540 505 94% 09:00)
VIEW
MELKBOSSTR
AND - AM (06:00 -
0,
230F DUYNEFONT 9m 17 45 765 260 34% 09:00)
EIN
DUYNEFONT
EIN - AM (06:00 -
0,
230R MELKBOSSTR 9m 17 45 765 167 22% 09:00)
AND
ATLANTIS - .
231F ATLANTIS IND| 9m 13 45 585 313 54% /3340%0)6.00 )
EAST )
ATLANTIS IND| .
231R EAST - 9m 11 45 495 123 25% QQ/IIO(OO)G.OO )
ATLANTIS )
ATLANTIS -
AVONDALE -
PROTEA AM (06:00 -
0,
232F PARK . 9m 15 45 675 228 34% 09:00)
ATLANTIS IND|
WEST
232R ATLANTIS IND| 9m 15 45 675 353 52% AM (06:00 -
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Route Direction No. of Average Service No. of Average Time of

Direction vehicle Vehicle Capacity passen Utilisation survey
code trips Capacity** gers of Peak (am or
Period*** pm)
WEST - 09:00)
PROTEA
PARK -
AVONDALE -
ATLANTIS
ATLANTIS - AM (06:00 -
0
233F SAXONSEA 9m 18 45 810 95 12% 09:00)
SAXONSEA - AM (06:00 -
0
233R ATLANTIS 9m 18 45 810 376 46% 09:00)
ATLANTIS - AM (06:00 -
0
234F MAMRE 9m 8 45 360 84 23% 09:00)
MAMRE -1 9m/12 AM (06:00 -
0
234R ATLANTIS m 9/2 45/84 573 413 2% 09:00)
ATLANTIS - AM (06:00 -
0,
235F PELLA 9m 6 45 270 9 3% 09:00)
PELLA - | 9m/12 AM (06:00 -
0,
235R ATLANTIS m 5/3 45/72 441 212 48% 09:00)
ATLANTIS - AM (06:00 -
0,
236F SHERWOOD 9m 15 45 675 47 7% 09:00)
SHERWOOD AM (06:00 -
0,
236R - ATLANTIS 9m 15 45 675 369 55% 09:00)
ATLANTIS - AM (06:00 -
0
237ACW ROBINVALE 9m 4 45 180 76 42% 09:00)
ATLANTIS - AM (06:00 -
0,
237CW ROBINVALE 9m 5 45 225 241 107% 09:00)
CENTURY
CITY - AM (06:00 -
0,
251F MONTAGUE 9m 18 45 810 309 38% 09:00)
GARDENS
MONTAGUE
GARDENS - AM (06:00 -
0
251R CENTURY 9m 20 45 900 284 32% 09:00)
CITY
SUMMER
GREENS - AM (06:00 -
0,
260F WOODBRID 9m 18 45 810 204 25% 09:00)
GE ISLAND
WOODBRID
GE ISLAND - AM (06:00 -
0,
260R SUMMER 9m 18 45 810 35 4% 09:00)
GREENS
261F ADDERLEY - 9m 11 45 495 321 65% AM (06:00 -

CITP 2018 6 2023 64



Route Direction Mode No. of Average Service No. of Average Time of

Direction (Bus vehicle Vehicle Capacity passen Utilisation survey
code Type) trips Capacity** gers of Peak (am or
Period*** pm)
OMARUMBA 09:00)
OMURAMBA AM (06:00 -
0,
261R - ADDERLEY 9m 12 45 540 406 75% 09:00)
CENTURY
CITY - AM (06:00 -
0,
262F CENTURY 9m 9 45 405 197 49% 09:00)
GATE
CENTURY
GATE - AM (06:00 -
0,
262R CENTURY 9Im 9 45 405 80 20% 09:00)
CITY
CIvIC ]
AOIF | CENTRE - | 12m 6 72 432 40 9% | oo 0(00)6-00 -
AIRPORT :
AIRPORT - _
AO1R CIviC 12m 6 72 432 25 6% '8\340(00)6.00 -
CENTRE :
CIviC -
DO1F CENTRE - 18m 14 116 1,624 111 7% '8\340(00)6.00 -

KHAYELITSHA

KHAYELITSHA

DOIR [TO civic| 18m 18 116 2088 | 1376 66% 3340(00)6:00-
CENTRE :
civic
CENTRE - AM (06:00 -
0
DO2F KHAYELITSHA 8™ 15 116 1.740 184 1% 1 09:00)
WEST
KHAYELITSHA |
DO2R | WEST-CIvIC | 18m 18 116 2088 | 1507 72% 3340(00)6.00-
CENTRE :
civic
CENTRE - AM (06:00 -
0,
DO3F TrereLLs | 18m 5 116 580 103 18% | 99:00)
PLAIN
MITCHELLS
PLAN  TO AM (06:00 -
0,
DO3R | 000 18m 8 116 928 508 55% | 09:00)
CENTRE
civic _
DO4F CENTRE - | 18m 9 116 1,044 88 8% gg/_lo(c)c;e.oo -
KAPTEINSKLIF :
KAPTEINSKLIF |
DO4R | - civic | 18m 13 116 1,508 717 agn |0 0(00)6'00 -
CENTRE :
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Route Direction Mode No. of Average Service No. of Average Time of
Direction (Bus vehicle Vehicle Capacity passen Utilisation survey
code Type) trips Capacity** gers of Peak (am or
Period*** pm)
WATERFRON
T - CIVIC .
TO1F CENTRE - | 18m 27 116 3132 | 1923 61% 8\34086'00 -
TABLE VIEW '
DUNOON
DUNOON -
TABLE VIEW
CIviC AM (06:00-
0
TOIR CENTRE .| 18m 47 116 5,452 4,206 77% 09:00)
WATERFRON
T
ATLANTIS -
TABLE VIEW AM (06:00 -
0,
TOZ2R CIVIC 12m 14 84 1,176 1,971 168% 09:00)
CENTRE
ATLANTIS - AM (06:00 -
0,
TO3F OMURAMBA 12m 29 84 2,436 3,030 124% 09:00)
OMURAMBA AM (06:00 -
0,
TO3R TO ATLANTIS 12m 20 84 1,680 1,256 75% 09:00)
CENTURY .
TO4F CITY -1 12m 19 74 1,406 563 40% g\g/_lo(OO)&oo -
DUNOON )
DUNOON & )
TO4R CENTURY 12m 20 74 1,480 | 1,009 ego | AM (06:00-
CITY 09:00)

Bus - Golden Arrow

Table 3-23 shows the capacity and  indicative utilisation of the 20 GABS routes with the highest
passenger volumes. The overall indicative utilisation of the provided services (as opposed to
theoretical bus capacity) for these routes was calculated to be 70%. The average individual
bus capacity used in the calculation varied between 91 and 110 passengers per trip.
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Table 3-23: Golden Arrow Bus Service supply and utilisation in  the peak period

Source: TRS, 2016

Number Effective Percentage

Description of trips Capacity Vehicle Utilisation of Trips
Surveyed Capacity Surveyed

OPK4 | TOWN CENTRE A LANE to CITY 12 1092 o1 746 | 68% 93%
OPP4 | TOWN CENTRE ALANE to CITY 8 728 01 650 |  89% 100%
KCA2 | MAKHAZA to CLAREMONT 9 829 92 601 |  72% 80%
KWAG | MAKHAZA to WYNBERG 8 737 92 501 |  68% 100%
EGAO | NYANGA TERM to CITY 7 628 90 492 | 78% 92%
TOWN CENTRE C LANE to
0, 0,
mHcs | (P ST 7 728 104 | 463 | 64% 100%
KCA4 | HARARE to CLAREMONT 6 540 90 454 | 84% 83%
FPA4 | BELLVILLE B LANE to KENRIDGE 10 1092 100 | 433 |  40% 80%
MNA4 ggﬂgg ROSE STN to TOWN 653 93 433 | 66% 100%
OPDO | KAPTEINSKLIP STN to CITY 8 719 90 430 | 60% 93%

TOWN CENTRE B LANE to TYGEF
0 0
MBC4 VALLEY CENTRE 5 546 109 426 78% 100%

EGFO | NYANGA TERM to CITY 7 641 92 422 66% 91%

KMA4 | HARARE to CITY 6 546 91 420 7% 100%

TOWN CENTRE B LANE tg
0 0
KBG5 AIRPORT IND 1 6 558 93 379 68% 86%

MHH3 | BAYVIEW to CLAREMONT 7 637 91 365 57% 100%
KWEO | HARARE to WYNBERG 4 455 114 348 76% 100%
KBT2 | HARARE to DURBANVILLE 4 449 112 344 7% 71%
ECAO | NYANGA TERM to BELLVILLE 8 744 93 341 46% 90%
OPR4 | BAYVIEW to CITY 5 546 109 337 62% 88%
KWC6 | MAKHAZA to WYNBERG 4 371 93 334 90% 100%
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Minibus -taxis

The Minibus-taxi system presents a unique challenge when considering the effective utilisation

of the available fleet. Traditionally the utilisation would be a function of the potential vehicle
capacity versus the total passenger demand. The potential capacity would in turn be a
function of the available vehicles and cycle time of each route and the passenger demand

would vary along a route, with the highest level usually occurring in a single direction for a very

short portion of a route. The flexible nature of the ope rations and lack of scheduling enables
operators to delay departures until the taxis are full, or depart with empty taxis with the
knowledge that further passengers will be picked up en- route, limiting the effectiveness of
rank counts. There is also a ten dency for taxi operators to have multiple route authorisations

associated with one permit (numbered routes, radius, chartered) making it difficult to
determine the total number of vehicles operating on each route. The complex nature of
operations means tha t setting up stationary en -route counts can be problematic.
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Table 3-24: Minibus -taxis vehicle supply and utilisation in peak period

Source: TRS, 2016

Unique : Total Total Utilisation -
Vehicles Trips Passenger Capacity at Rank Start  Finish
Departures Departure
MBTO011- ATLANTIS (WESFLEUR) 503 683 9351 11611 81% 7:15 8:15
MBTO013- BELGRAVIA RD 348 559 7264 9503 76% 6:45 7:45
MBTO016- BELHAR STATION 210 438 4175 7446 56% 7:15 8:15
MBTO019- BELLVILLE STATION 130 277 3839 4709 82% 7:00 8:00
MBTO021- BLACKHEATH STATION 95 244 3479 4148 84% 7:15 8:15
MBT023- BLOEKOMBOS 55 252 3458 4284 81% 7:15 8:15
MBT024- BONTEHEUWEL TOWN CENTRE 124 341 3230 5797 56% 6:30 7:30
MBT028- BRIDGETOWN 120 275 3225 4675 69% 7:00 8:00
MBT032- CAPE TOWN (CORPORATION) 133 446 3102 7582 41% 7:15 8:15
MBT033- CAPE TOWN (HEERENGRACHT) 167 533 2928 9061 32% 7:30 8:30
MBT034- CAPE TOWN (PLEIN STREET) 74 181 2696 3077 88% 7:00 8:00
MBT039- CHARLESVILLE 57 206 2679 3502 76% 7:30 8:30
MBT042- CROSSROADS 86 204 2427 3468 70% 6:15 7:15
MBT045- DELFT (LEIDEN) 72 179 2346 3043 77% 6:15 7:15
MBTO047- DELFT (SUBURBAN BLISS) EAST 128 419 2322 7123 33% 6:15 7:15
MBT049- DELFT (VOORBRUG) 126 190 2068 3230 64% 7:30 8:30
MBTO050- DEVON PARK 41 240 1955 4080 48% 8:00 9:00
MBTO051- DU NOON 176 344 1914 5848 33% 6:00 7:00
MBT052- DURBANVILLE 83 383 1818 6511 28% 7:30 8:30
MBTO058- FISANTEKRAAL 121 250 1786 4250 42% 7:15 8:15
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Table 3-24 shows the total number of  minibus vehicles, total passenger departures and
subsequently the utilisation of the capacity of departure from each rank within
the a.m. peak hour (for the 20 busiest ranks within ~ Cape Town ). Many of these values are low

because of operational reasons (turnaround to pick up passengers at destination) and

Cape Town for

because of some of the reasons stated above. In general because of its demand
op erational nature, it is well understood that the industry operates at capacity.

utilisation of taxis in Cape Town

Long distance minibus -taxis and buses

Table 3-25 shows the number of vehicles and passengers departing from various long distance
bus ranks in Cape Town . Passenger and vehicle counts were performed in December 2016 for

s a fairly high level of

the majority of ranks for a full week of operation and during the Easter period.

A bus capacity of 60 passengers was assumed for the calculation of utilisation.

Table 3-25: Long distance bus vehicle supply and utilisation

Source: TRS, 2016

-based
The average
utilisation using this method was determined to be 61% of the provided capacity (which must
be seen as an underestimate). From this it can be concluded that there i

No of Assumed
: Vehicle Utilisation
Vehicles per Capacit
vehicle pactty
LNDOOS - Cape Town Dec -11 51 2523 49 60 82%
LND014 - Philippi Joe Gqgabi Long Dec -16 112 2298 23 60 38%
Distance Bus
LND028 - Cape Town Station Long Dec -16 102 2269 22 60 37%
Distance Bus
LND028 - Cape Town Station Long Mar-16 79 1771 18 60 30%
Distance Bus March
LND137 - Bellville Mabel Street Long Feb-17 37 1127 o8 60 47%
Distance Bus
LND006 - Cape Town (Old Marine Dec -16 33 817 o5 60 420
Drive)
LNDOO4 - Bellville (Carl Cronje Drive) Dec -10 17 689 40 60 67%
LI\!D006 - Cape Town (Old Marine Mar-16 36 684 20 60 33%
Drive)
;\JISDOOl - Bellville Station Long Distance Dec -16 18 510 29 60 48%
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Avg

Assumed

No of No of pax ; D
: Vehicle Utilisation
Vehicles Pax per Capacit

vehicle pactty

LNDOOZ - Bellville Mispel Road Long Dec -16 9 365 a1 60 68%
Distance Bus

LNDOOQ7 - Cape Town (Oswald Pirow) Dec -12 18 226 11 60 18%
Iétlsl?OOl - Bellville Station Long Distance Dec -12 18 226 11 60 18%

Table 3-26 shows the long distance taxi average daily passengers, vehicles and utilisation.
Surveys were performed during the third week of December for a number of ranks across
Cape Town . A large port ion of long distance taxi  Operating Licences ( OLs) have both long
distance and commuter authorities. These operators usually operate on commuter routes
during the year and switch to their long distance routes when the passenger demand for these
services increases during the festive season. As such, quantifying the total available capacity

of the long distance taxi industry is problematic.

Table 3-26: Long distance minibus -taxi vehicle supply and utilisation

Source: TRS, 2016

Avg

Surve No of ax Assumed
y : P Vehicle Utilisation
date Vehicles per Capacit
vehicle pacity

LND188 - Lwandle Long Distance Taxi Rank Dec -16 74 527 6 17 35%
LND183 - Bellville Long Distance Taxi Rank Feb-16 36 484 13 17 76%
LND184 - C_ape Town Station Deck Long Dec -16 36 417 11 17 65%
Distance Taxi
LNDOQO8 - Khayelitsha Site C Oct -15 22 343 16 17 94%
LND180 - Mfuleni Long Distance Taxi Rank Dec -16 19 288 13 17 76%
LND181 - Philippi North Informal Taxi Dec -16 79 264 4 17 24%
LNDO11 - Langa Informal Dec -10 18 243 14 17 82%
LNQlSG - Khayelitsha Station Long Distance Dec -16 14 211 14 17 82%
Taxi Rank
LND189 - Nyanga Long Distance Taxi Rank Dec -16 23 197 8 17 47%
LNDO0OQ9 - Kraaifontein (Bloekombos) Dec -10 15 182 14 17 82%
LND134 - Du Noon Long Distance Taxi Rank Feb-17 22 180 8 17 47%
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Assumed

NO. i Vehicle Utilisation
Vehicles Capacit
vehicle pacity

LND187 - Langa Formal Long Distance Taxi Dec -16 13 172 12 17 71%
Rank

LNQlSS - Khayelitsha Site C Long Distance Dec -16 27 131 5 17 29%
Taxi Rank

LND177 - Gugulethu Long Distance Taxi Dec -16 12 119 10 17 59%
Rank

LND013 - Nyanga Dec -10 16 103 5 17 29%
LND178 - Masiphumelele Long Distance Taxi Dec -16 7 098 14 17 82%
Rank

LND135 - Vrygrond Long Distance Taxi Rank Dec -16 6 76 11 17 65%

Summary and analysis of the road -based utilisation figures

The surveys performed, including the on board Go Iden Arrow and MyCiTi surveys, m inibus-taxi
ranks counts and cordon counts , indicate that road -based PThas increased over the past five
years. Correspondingly the rail -based passenger utilisation estimates indi  cate that rail-based
PThas declined steadily from 2012 to 2015 and rapidly declined during 2016 to the point where
the total volume of passengers transported by rail has reached half the historic encountered
levels.

The increase in road -based utilisation could be directly attributed to th e decline of rail. The
minibus -taxi industry and contracted bus services (GABS and Sibanye) have been the main
beneficiaries due to their larger spatial coverage, while MyCiTi has benefited in localised areas

which overl ap with the rail system directly.

3.3.7 Summary of area to area movements based on cordon counts
Table 3-27 to Table 3-29 is a summary of the area to area movements based on the cordon
count carried ou tin Cape Town in 2012. Although counts were carried out in 2016, at the time

of writing, the summarised results were not available. For the purpose of summarising these
cordon counts, the peak period is defined as between 06:00 to 09:00.
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Table 3-27: Area to area movements & MyCiTi, 2012

PASSENGERS BOARDINGOTH DIRECTIONS

Peak Period

Cape Town (CBD)
Inbound

Passenger
capacity per
bus

70

Capacity

Total Trips

111

Total capacity

7770

Utilisation
Number of

passengers
carried

2269 (29%)

Cape Town (CBD)
Outbound

70

111

7770

3250 (42%)

Table 3-28: Area to area movements

0 GABS, 2012

PASSENGERS BOARDING BOTH DIRECTIONS

Peak Period

Capacity Utilisation

Passenger . : NSt
capacity per bus Total Trips Total capacity passengers
carried

Bellville - Inbound 100 303 30300 7631 (25%)
Bellville - Outbound 100 531 53100 23873 (45%)
Cape Town - Inbound 100 1350 135000 28188 (21%)
Cape Town - Outbound 100 1243 124300 20074 (16%)
Claremont - Inbound 100 453 45300 23649 (52%)
Claremont - Outbound 100 394 39400 5758 (15%)
Epping - Inbound 100 175 17500 2654 (15%)
Epping - Outbound 100 168 16800 3792 (23%)
Khayelitsha - Inbound 100 400 40000 7584 (13%)
Khayelitsha - Outbound 100 468 46800 12136 (26%)

Killarney Gardens - Inbound 100 51 5100 681 (13%)
Killarney Gardens - Outbound 100 62 6200 1007 (16%)
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PASSENGERS BOARDING BOTH DIRECTIONS

Peak Period
Capacity Utilisation
Passenger N2
; 9 Total Trips Total capacity passengers
capacity per bus :
carried
Mitchells Plain - Inbound 100 390 39000 3720 (9%)
Mitchells Plain - Outbound 100 387 38700 11991 (31%)
Montague Gardens - Inbound 100 426 42600 13118 (31%)
Montague Gardens - 0
Outbound 100 257 25700 9052 (30%)
Wynberg - Inbound 100 350 35000 5884 (17%)
Wynberg - Outbound 100 315 31500 6654 (21%)

*Based on MANGs Lion Explorer buses (HB3)

Table 3-29: Area to area movements o Minibus -taxis, 2012

PASSENGERS BOARDING BOTH DIRECTIONS

Peak Period

Capacity Utilisation

Passenger Number of

capacity per Total Trips Total capacity passengers

bus carried

Bellville - Inbound 17 3474 59058 34452 (58%)
Bellville - Outbound 17 3634 61778 32178 (52%)
Cape Town - Inbound 17 5679 96543 49930 (52%)
Cape Town - Outbound 17 6150 104550 42086 (40%)
Claremont - Inbound 17 1264 21488 12101 (44%)
Claremont - Outbound 17 1619 27523 11114 (40%)
Epping - Inbound 17 761 12937 4547 (35%)
Epping - Outbound 17 614 10438 4187 (40%)
Khayelitsha - Inbound 17 2044 34748 6427 (18%)
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PASSENGERS BOARDING BOTH DIRECTIONS

Peak Period

Capacity Utilisation

Passenger Number of

capacity per Total Trips Total capacity passengers

bus carried

Khayelitsha - Outbound 17 3961 67337 30256 (45%)
Killarney Gardens - Inbound 17 254 4318 1332 (31%)
Killarney Gardens - Outbound 17 41 697 249 (36%)
Mitchells Plain - Inbound 17 877 14909 7093 (48%)
Mitchells Plain - Outbound 17 955 16235 8411 (52%)
Montague Gardens - Inbound 17 1726 29342 14686 (50%)
Montague Gardens - Outbound 17 803 13651 6236 (46%)
Wynberg - Inbound 17 3022 51374 25750 (50%)
Wynberg - Outbound 17 2453 41701 15877 (38%)

CITP 2018 6 2023

75




3.3.8 Analysis of condition of transport infrastructure, facilities and rolling stock

3.3.8.1 Existing Roads

The Congestion Management Strategy (please see the Annexures list in Appendix 2) identifies

the road -based infrastructure projects which would manage and help improve current roads
experiencing congested conditions. The detailed list of road projects is s hown in Table 7-1 in
Chapter 7. Given the extent of current road network congestion in Cape Town and the
funding available, the  srategy identifies a method of priori  tising projects to ensure optimal use
of resources.

The condition of major roads in the municipal network is described in more detail in section 3.7.

3.3.8.2 Existing Public Transport Facilities

The provision of new facilities and the upgrade of facilities are nee ded to accommodate the
growing demand of public transport users, to improve accessibility and the environment into a

safe and dignified place for commuters to transfer from one mode to the other. The capital
investments can be seen as a catalyst to create a vibrant, dynamic urban environment, which
attract people, provide opportunity, ensure variety and choice and allow for spatial
transformation over time.

The following facilities are planned to be upgraded under the Public Transport Interchange
Programme over the next 5 years, to accommodate the needs and aspirations described
above.

DuNoon; Somerset West, Masiphumelele, Makhaza, Retreat, Inner City Hub Wynberg,
Nolungeli, Maccassar, Somora Machell, Nyanga , Noqubela, Bloekombas, Vygrond, Bayside
and Parow.

3.3.9 Extent of over -crowding in PTservices
MyCiTi

Table 3-22 indicates the average utilisation of MyCiTi services over the entire peak period for all
current routes. It is apparent from this table that many routes (e.g. Atlantis Trunk Routes, Hout
Bay and Sea Pointto Adderley route , Khaye litsha to Civic Centre ), currently operate at , or over
capacity , whereas some routes operate under capacity.

GABS

As per the surveyed levels it can be concluded that the service has a fair amount of spare
capacity for seasonal or event based changes in passenger numbers. The surveys also
indicate that there is overcrowding on a select few routes. Overcrowding was observed in
approximately 14% of surveyed routes. Of the routes with high passenger volumes, the Town
Centre to City, Harare to Claremont and Makhaza to Wynberg routes were particularly
overcrowded in the AM peak period with 89%, 84% and 90% utilisation respectively.  Within the
less busy routes (not shown below) there are rou  tes with higher levels of overcrowdi ng. Village
3 to Durbanville, Town Centre C Lane to Cape Gate and Makhaza to Hout Bay Harbour for
instance have utilisation rates  of over 100%, indicating high levels of overcrowding on those
routes. Despite this, the average utilisation across all routes was found to be 63% (assuming
routes with less than 20% measured utilisation to be outliers). This shows that the majority of
GABSroutes have a fair amount of spare capacity.
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Minibus -taxis

Table 3-24 shows the total number of vehicles, total passenger departures and subsequently

the utilisa tion of the capacity of departure from each rank within Cape Town for the AM peak
hour (for the 20 busiest ranks). Due to the reasons quoted above, these values are only
indicative of utilisation.  The average utilisation using this method was determined to be 61 % of
the provided capacity (which must be seen as an underestimate). From this it can be
concluded that there is a fairly high level of utilisation of taxis in Cape Town. Over 20% of taxi
ranks show a utilisation rate of over 80% indicating that there is significant overcrowding on
certain minibus -taxi routes during peak times. In particular, departures from Plein Street in
Cape Town, Heideveld Station, Joe Slovo Park, Mandalay, Parow Station and Simons Town
(Red Hill) showed utilisation at departure of over 85%, indicating a greater potential for
overcrowding.

Long Distance Buses

From the counts undertaken it can be seen that there is a fair amount of spare capacity within
the long d istance bus system. A utilisation rate of over 50% was only observed at three ranks
within Cape Town . The average utilisation across all ranks was found to be 44%.

Long Distance Minibuses

Although there is difficulty in calculating the actual fleet capa city of the long distance minibus
industry, the utilisation of the service provided averaged 62% over the surveyed ranks (using a
passenger capacity of 17 passengers per vehicle made up of a combination of 20 and 15

seater vehicles). Five of the ranks sur veyed had a utilisation rate in excess of 80%. A utilisation
rate in excess of 80% over a time period as long as a week is remarkable, indicating that there

is a fair amount of over loading, especially from the Khayelitsha, Kraaifontein and
Masiphumelele ranks. Notable on the list below is Khayelitsha Site C Rank with a utilisation of
94% over the week surveyed.

3.4  Description of other PTservices and modes of transport

3.4.1 Metered taxis, including electronic hailing service

Metered taxis operating licen ces are divided into three ¢ ategories, namely: e -hailing, b ase
and rank OLs. Metered taxis essentially employ motor -cars as their main mode and peak
operations fluctuate with the typical tourist influx into Cape Town, especially during the
summer months. Howeve r | a positive ooff seasono6 trend
mode.

Curre nt metered taxi operating licenc es amount to 525. In addition , the City h as availed 1035
operating licenc e opportunities for e -hailing purpos es. To date 584 of these licenc es have
been supported for approval by the PRE. In the near future it is anticipated that the metered

taxi fleet will grow to over 1500.

The Cityd s QA1R-2018 i dent i fi es a number of factors
performanced of meadse CapdTowwrahése iactudey i ¢

9 variation in standard of vehicles and ove rsupply of low quality vehicles

9 variation in the knowledge of drivers and oversupply o f poorly -trained drivers
1 relatively high tariffs and  not related to service quality
il

inadequate s ervice qua lity regulation and enforcement

To improve the performance of the metered taxi industry, the City has drafted a O met er ed

operations rat i on avhichp@pgosesthat smeteeed taxisyaré to form part of the
Level 4 ONei ghhbvdwrelsddodprMep Gityédd KBV TP 0&G18. Zete3services
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are characterised by the passengers having more control over the destination or route of the
trip than in other forms of PT In particular, in terms of the IPTN, the metered taxis are to form
part of the o0fi net ygpreaisneerdv iccaepsid Itahrayt support the high

The City proposes the following measures to improve the quality of service provided by the
industry:

1 quality of vehicles and control of picking -up passengers - control of operator numbers,
operating plans to be developed for hotspots, oOra
1 quality control of vehicles - maximum age of vehicle to be specified , renewal of
vehicle license authorities, enforcing vehicle emission standards, encour aging

wheelchair accessible taxis

1 quality control of drivers - introduction of k nowledge, ability and customer care tests as
part of a TCTAcademy initiative

1 technology - evaluatio n of trip data, SANS compliantt aximeters, r egulation of e -hailing
services

9 fare control - simple fare structure incorporating minimum , maximum and certain f lat
rates, with regular reviews

1 law enforcement and s elf-regulation by the industry - formal complaints system,
metered taxi b y-laws, upliftment of OL S
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3411 Location

Metered taxi facilities are owned by the City , other government institutions, and private
organisations. = Examples of those located on private land are the facilities at the V&A
Waterfront, Century City, Grand West Casino, and some larger hotels. The loca tions of
metered taxi ranks within Cape Town are shown in Figure 3-8. Figure 3-7 shows the passenger
trip departures from the 10 largest metered taxi ranks.

METO001 - Airport (Main Entrance MET022 - Cape Town (Plein MET010 - Cape Town (Burg
e and Exit) — Street) J Street)
MET011 - Cape Town (Cable MET003 - Camps Bay (Beach MET008 - Cape Town (Bloem
0 way station) = Front) 1 Street)
- MET024 - Cape Town (Upper - MET018 - Cape Town (Lower =1 MET066 - Cape Town (Artscape)
Adderley Street) Adderley /Adderly/Heerengracht) - METO038 - Green Point (Somerset
Road)-Protea Hotel

Figure 3-7: Passenger trip departures from the 10 largest meter  ed taxi ranks

3.4.1.2 Size of operations

The Western Cape Metered Taxi Council Election Database records 456 unique vehicles
owned by 20 Fleet Operators. The operators advise that they generally keep these vehicles for

up to three years from new. However, t he estimated number of vehicles in the overall
metered taxi fleet is 1585 as shown in Table 3-30. This figure excludes any unique vehicle s that
may be operating at the Airport, Cableway and Century City.

CITP 2018 6 2023 79



LEGEND

el

* Metered Taxi Ranks

é Public Transport
Interchange

Road Network
- Primary Road
Secondary Road
Local Roads and Streets
Rallway Network
—— Goods Line

== Passenger Line

Cadastre
- Metropolitan Boundary

k Airport
T Aifield

I rPont

0 May 2017

TDA Metered Taxi Ranks

CAPE TOWN

e

Figure 3-8: Location of metered taxi ranks within Cape Town
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Table 3-30: Number of vehicles in metered taxi fleet

Source: Metered Taxi Rationalisation Strategy 2014

Metered Taxis that have Unique Vehicles
Operating Licences with no Operating

Ol Licences

Using Legally | Using illegally 2°

Rank Operators 209 604 1129
Observed at Ranks 20

Base Operators 316
Observed at Ranks
(Excludes Fleet Operators)

SUBTOTAL 525 604 1129

Fleet Operators 21 456 456
Not using ranks

3.4.1.3 Infrastructure provision

The City does not currently provide dedicated fixed infrastructure for use by the metered taxi
industry.

3414 Contractual arrangements

Metered taxis may only use ranks that are located on private property if the operator has an
agreement with the property owner. The principal ranks on private or parastatal prop erty are
those at the V&A Waterfront and Cape Town International Airport. Smaller private ranks are
located at major shopping centres (e.g. Century City) a nd hotels (e.g. Mount Nelson).

It is known that agreements exist between the V&A Waterfront and indi vidual metered taxi
operators which were entered into in 2010 and are valid for five  years. Prior to this metered
taxis operating within the precinct were issued
rank and operate anywhere within the precinct. The quantity and quality of vehicles were not
regulated by the V&A Waterfront and il legal operators were prevalent.

The agreement entered into in 2010 with operators who historically worked in the area
rationalised the operations by imposing quantity and g uality requirements including that no
vehicle may be older than ten years. A Code of Conduct is in place as part of the
agreement. The presence of illegal operato  rs, however, remains a problem.

ACSA has a formal agreement in place with individual operato rs who have historically
provided services to the facility. A Code of Conduct has been signed which includes vehicle
specification and criteria. Authorised vehicles are permitted to use the dedicated rank to

19 Rank Survey April 2014 (excludes Airport, Cableway and Century City as list of | egal vehicles is not available)

20 Western Cape Metered Taxi Council Election Database (may not be complete )

2l Baselicence speci al condition: teGieolus€apé Townriaskpioahibitedo
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stand for passengers. This rank is boom contr olled. Metered taxis that are not part of the
agreement are not permitted to use the rank and may
terminals. In practice, many stand at the Caltex Petrol Station which is close to the Airport to

await a call from their di  spatcher.

Century City also has a formal agreement in place with metered taxi operators who formed

themselves into a company (Century City Cabs). The vehicles use access cards to enter the
dedicated ranks which are boom controlled and monitored by securit y guards. There is no
Service Level Agreement in place -aedultheedpehaioresongad

3.4.2 Long-distance and cross -border transport (excluding any services
described in section 3.3 above)

Long distance and cross border transport refers to the transport of passengers movements from
origins or destinations within Cape Town to or from places outside Ca p e T olboundasies.
The extent of the Long Distance Transport (LDT) movements include i nte rprovinc ial (within the
Western Cape), i ntra-provincial (between provinces) and cross -border (to other southern
African countries).

Extent of LDT Services in Cape Town

Inter-provincial movements tend to be largely to major cities within the South African b orders
such as Johannesburg, Pretoria and Durban. There is a very large seasonal migration to the
Eastern Cape. Various services provide connections to different catchment routes around
main towns such as Umtata, Queenstown, King Williams Town and Matati el.

Cross-border services serve destinations outside of South Africa such as Malawi, Mozambique,
Namibia, Botswana and Zimbabwe. Typically these cross -border trips have been structured
with a transfer in Johannesburg.

There are also intra -provincial mov ements which tend to be shorter long distance movements
to destinations in adjacent districts within the Western Cape. These typically include
movements to West Coast such as Vredendal, Vredenburg, Saldanha and Malmesbury. There
are also movements to Cap e Winelands District including Paarl, Stellenbosch, Worcester and
Ceres. Movements to Overberg District includes Hermanus and Grabouw. These services are
seen more as com muter services rather than long  distance since they operate daily and serve
people t hat tend to live in these adjacent towns and commute to places of work within Cape
Town.
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Type of LDTServices

There are road, rail sea and air transport modes that provide long distance operations from
Cape Town to various destinations across South Africa.

Road : Road based s ervices include bus and minibus -taxi services. There are several private
and public owne d b us companies which operate road -based services in Cape Town. Some
of the larger operators include Autopax, City to City, Greyhound and Intercape which operate

more of a schedule coach service. There are a number of long distance minibus -taxi
operat ors which provide more of an on - dema nd service particularly in the f estive and Easter
peak seasons.

Rail: There is also public and private long distance rail service from Cape Town. The public
long distance rail service is Shosholoza Meyl, Premier Class run by PRASA and the Blue Train run
by Transnet , Rovos Rail is the privately operated long distance service.

Sea: Long distance sea options include various passenger cruise lines which operate direct
from Cape Town Harbour or Durban Harbour . These cruises serve local and national tourists.

Air: Long distance air travel provides access to major national and international destinations
from Cape Town International Airport. Movements between Cape Town and other major
South African cities, particularly Johannesbu  rg, Durban and East London have become a
weekly and daily commute for some business travellers. Air travel is served by a number of
national and international  carriers.
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3.4.2.1 Location of L ong Distance Transport Facilities

There are currently 18 formal LDT fac ilities within Cape Town . Some additional informal  sites are

also operating. See Table 3-31 for the locations of these facilities.

Table 3-31: Location of Long Distance Transport Facilities

Source: Long Distance Transport survey 2016

No. | Bus Facilities (formal) No. | Minib us-taxi Facilities Minib us-taxi
(formal) Facilities (informal)

1. Bellville Mabel Street 1. Cape Town Station Philippi North
Deck

2. Bellville Mispel Street 2. Bellville Station Masiphumelele

3. Bellville Station 3. Bloekombos Khayelitsha Station

4. Cape Town Station 4. Khayelitsha Site C Joe Gqgabi

5. Philippi Joe Ggabi 5. Langa Witsand

6. Somerset West 6. Nyanga Philippi BP Garage

7. Delft South Philippi Shopping
7. Mall

8. Mfuleni

9. Du Noon

10. | Vrygrond

11. | Gugulethu

12. | Lwandle

Notes: - Joe Ggabi is the only unscheduled facility for Long Distance Bus Transport presently.

- In addition to the above current formally recognis  ed long distance bus and minibus -
taxi facilities, the December 2016 inventory revealed additional long distance minibus
taxi activities at Philippi North, Masiphumelele , Khayelitsha rail station, the Joe Ggabi
surrounds in addition to the Bus facility, Witsand and Philippi East.
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3.4.2.2 Size of operations

The latest LDT survey in Cape Town was undertaken for the peak seasonal 15  -24 December
2016 festive period. It showed a total of 127 300 passengers departing and 49 300 arriving from
the 25 LDT facilities surveyed in Cape Town.

Table 3-32 shows that Cape Town Station and Ph ilippi Joe Ggabi long distance bus facilities
are the busiest ranks.

Table 3-32: Total bus departures and arrivals from key L ong Distance Transport facilities in Cape
Town (15-24 Dec 2016)

Source: Long Distance Transport survey 2016

Bus Departures Departures Arrivals
Bellville Mabel Street Long distance bus 13784 13558
Bellville Mispel Road long distance bus 3572 5691
Bellville Station long distance bus 4555 4290
Cape Town station long distance bus 22093 10423
Philip pi Joe Ggabi long distance bus 14904 409
Somerset West Station 314 400
TOTAL 59222 34771

Table 3-33: Total departures and arrivals by type of v ehicle

Source: Long Distance Transport survey 2016

Departures Arrivals

Vehicle Type

Bus 59222 47% 34771 70%
Mini-Bus 51210 40% 13181 27%
Midi -Bus 16886 13% 1388 3%

127318 100% 49340 100%
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3.4.2.3 Infrastructure provision

Long distance services use the infrastructure at the existing PTfacilities.

3.4.24 Contractual arrangements

Currently LDT services are operating without any formal contractual agreements or
arrangements between the City and LDT operators.

The only regulation ar ound LDT is the OL agreements which are required to operate a | ong
distance service to or from a destination within the borders of Cape Town.

The City has some agreements with facility operators such as with Cape Town Station (PRASA)
and Joe Ggabi (Managing Body) to guide the management of these long distance faciliti es.

3.4.3 Transport for learners (excluding any services described in section 3.3
above)

Learner transport is provided in the Western Cape by either formal, contracted services or
informal arrangements  (such as school buses, parents transporting their children to school,
etc).

3.4.3.1 Location

Private learner transport is provided throughout Cape Town . The Western Cape Department of

Education (WCDE) subsidies for trips exceeding 5 km are mainly centred around  Kuils River,
Bellville, Athlone, Khayelitsha and Mitchell 6s Pl ain

3.4.3.2 Size of operations

It is difficult to determine the size of operations since learner transport is provided privately both
informally and formally through agreements between school go verning bodies and operators
as well as through contracts and subsidies via WCDE.

3.4.3.3 Infrastructure provision

The City does not currently provide dedicated fixed infrastructure for learner transport.

3.4.34 Contractual arrangements

Formal services are a mixture of ¢ ontracted, subsidised services provided by the WCDE and

contracts between school governing bodies and operators. Details of these arrangements
can be obtained through the PRE.
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3.4.4 NMT

3.44.1 Location

Non-Mot ori sed Transport (or i n S o u t transpArf that dsasolelyNMT 6 )

dependent on human or animal power for movement and does not use a motor for propulsion
regardless of power source ie. it is transport that does not involve the use of a motor. An
exception to this definition in South Africa is a person using a motorised wheelchair. The
different types of NMT modes that are typically encountered in Cape Town are:

1 persons travelling by foot or using a wheelchair

cyclists

skateboarders, roller -skaters and scooters

animal drawn transport or animal dr  awn vehicles

horse riders

persons moving goods, recyclables using trolleys or dust bins

=A =4 =4 4 A

The extent and type of pedestrian fa  cilities within the ¢ ity are mostly unmapped with only the
positions of pedestrian bridges and underpasses known. Most of the roads have sidewalks to
ensure that there is space for pedestrians to walk. All new road projects have to provide NMT
facilities as part of the project.

The Citywide 2016 NMT Network Plan is presented as two separate plans:

1 Existing and proposed cycl e routes comprising Figure 3-9:

0 existing and proposed cycle routes by class of facility
0 existing and proposed public transport facilities
0 pedestrian bridges

1 Proposed pedestrian infrastructure upgrades comprising Figure 3-10:

0 macro Zones selected for pedestrian faci lities improvements
0 proposed pedestrian facilities improvements
0 existing and proposed public transport facilities
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3.4.4.2 Size of NMT operations

The estimated population of Cape Town is 4.0 4 million and approximately 2% of this population

use NMT as their main mode to commute. NMT surveys were conducted during the morning
and evening peak period at various locations in each of the four r  egions over a period of five
years to determine the loca tions with high NMT users within Cape Town. Table 3-34 provide sa
broad summary of NMT volumes for the 4 regions.

Table 3-34: Non Motorised Transport volumes in the four regions

Pedestrians  Cyclists

Central 15695 298
East 9367 555
2011
North 31143 788
South 23026 1205
Central 17159 579
East 23931 1134
2012
North 22864 1115
South 17645 1691
Central 10672 539
East 39834 2568
2013
North 18909 959
South 32285 1755
Central 24015 908
East 24266 1076
2014
North 38075 1799
South 10414 572
Central 2016 55731 1961
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Region Year

Pedestrians  Cyclists
East 45643 2229
North 28322 1561
South 47062 2053

City Wide NMT Volumes

1767
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101700 96730
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60000

40000

20000 2846 4519 5821 4355 7804
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Figure 3-11: Non Motorised Transport volumes in the four regions

Figure 3-11 indicates that a more systematic database is essential towards NMT monitoring and
evaluation. There are two types of NMT users operating that have been identified in Cape
Town - utility users and recreational users. Utility users travel to access some form of opportunity
or service, whilst recreational users travel for leisure or sport.

3.4.4.3 Infrastructure provision
Since the inception of the City -wide NMT programme in 2010, approximately 40 NMT projects

were completed comprising of 450 km of NMT facilities provided by the City to date. Table
3-35 summarises the NMT facilities provided.
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Table 3-35: Non Motorised Transport facilities provided since 2010

Source: Draft NMT Strategy (2017)

Length of
Class of facility Brief description existing routes
(km)
Shared - Pedestrian -Cycle Route not associated with a  road 25
Class 1
Shared Pedestrian -Cycle | Route associated with a road, but effectively
) 209
Class 2 seperated from traffic
Shared pedestrian -cycle route sub -total 234
Cycle Class 1 Route not associated with a road Less than 1
Cycle Class 2 Route associated _Wlth a road_, but effectively 11
seggregated from traffic and pedestrians
Route demarcated by exclusive bicyc le lane
Cycle Class 3 markings within roadway 110
Routes typically do not  have priority at intersections
Cycle Class 4 Route Wlt_hln roadyvay with cycle warning sign 84
accompanied by a bicycle symbol on road surface
Cycle route sub -total 206

The City has a total road length of 10,262 km which are Class 3, 4 and 5 roads which are mainly
used by NMT users. From these it is estimated that 5 000 km of sidewalks are constructed
alongside Class 3, 4 and 5 roads. A total humber of 288 signalised pedestrian crossings are
implemented within Cape Town. Traffic signals with Pedestrian Serial Phases were installed at
the MyCiTi trunk station intersections as well as at intersections with high volumes of NMT users
to allow for safer crossing.

3444 Contractual arrangements

There currently are no operational contractual agreements for the provision of NMT services
across Cape Town .

3.4.5 Two and th ree -wheeler PTvehicles

There are currently no two and three wheeler PT operations within Cape Town however the
City, has an approved procedure for applications for operating licences for Tuk -Tuks services.
The NLTAdefines a Tuk -Tuk as a three -wheeled mo tor vehicle designed or modified to carry up

to three seated persons including the driver. This mode is to be used for PT purposes for the
0l ast mile homedé. The conditions and standards

1 an operating licence for a Tuk -Tuk service must specif y a route (start and end point),
road travelled on, stops, base, ranking area, as well as its maximum speed of operati on

1 TukTuks to operate as a short distance mode (last mile home), no longer than a 3 km

trip on a dedicated route, as defined in the OL
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the service will be limited to one area or neighbourhood only, with a dedicated route
description, not longer than 3 km, incorporated into the IPTN

supplementary to mainline services, where relevant as identified in the IPTN
maximum speed of 30km/hour; and O L to be displayed at all times

Tuk-Tuks are seen as a base operation (same as sedan taxi) with respect to facilities
with no formal City facilities provided. Base facilities will be privately owned/leased by
the Tuk-Tuk operator. Their base facilities shal | be stipulated and within an acceptable
radius from their route

vehicles to be licensed by the  MRE after taking due regard of the current Statutory Plan
i.e.,, CITP, OLP and IPTN

children under the age of thirteen years, must be accompanied by an adult when
travelling on a Tuk -Tuk

all trips must be pre -booked with the Tuk -Tuk operator

no Tuk-Tuk OL can be convert ed to another mode of transport. 1 fits business case does
not pro ve viable, the licence shall immediat  ely be withdrawn

vehicles will be subject to regular inspection as determined by the MRA

a maximum of three persons (including the driver) to be conveyed at one time (as per
the definition inthe NLTA)

Tuk-Tuks may use normal road facilities for parking  and safe stopping/loading areas

zero tolerance principles will apply, and the sanction shall be that the OL shall be
immediately withdr awn in the following cases:
overloading

operations on illegal route s
o vehicle standards not adhered too
o when the service is not in operation for a six month period

o O

on the sustainability of this mode by the service provider, the business model that is
used is primarily based on income generated through the advertising that is displayed
on the vehicles, rather than the fares rece ived from the conveyance of passengers

Note that the operational aspects and strategy going forward regarding the provision and
implementation of tuk - tuks will be dealt with via appropriate mechanisms.

3.45.1 Location

The City is currently in discussion to explore th e possibility of approving Tuk -Tuk services in areas
such as:

=

=A =4 =4 =4 -4 -4 4 -

Fresnaye/Bantry Bay

Sea Point

Green Point

Bo Kaap/De Waterkant

Tamboerskloof

Walmer Estate/University Estate/Zonnebloem/District Six
Kalk Bay/St James/ FishHoek

Simons Town

Durban ville
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3.45.2 Size of operations

The size of Tuk-Tuk operations is to be determined once the services are approved.

3.45.3 Infrastructure provision

Tuk-Tuks may use normal road facilities for parking, safe stopping and loading areas.

3454 Contractual arrangements

TDA has recently issued a tender for Tuk -Tuk contract services. The aim is to award a contract

to a service provider for the operation of a Tuk -Tuk service that complies with the above
criteria. The City pla ns to issue a total of 80 licenc es to a suitable service provider , however the
City will not subsidise the service in any way.

3.5 Description of institutional and organisational make -up of PTindustry

This section provides detail of the companies and associations m aking up the BRT, bus,
minibus -taxi and metered tax i industries. It also describes the current levels of legality for
vehicle operations in the  PTindustry in Cape Town.

3.5.1 BRT Industry

A range of TDA departments take collective responsibility for various aspects of the MyCiTi
system. At the heart of the  MyCiTi system is the vehicle operating co mpanies also reffered to as
VOCs. An automated fare collection (AFC) contractor has been contracted by the City and is
responsible for implementing, maintaining and operating a reliable, quality assured and
transpar ent AFC system.

The Automated Public Transport Management System (APTMS), previously reffered to as the
control centre, is a vehicle and system management system. This is crucial to the seamless
integration of transport modes and ticketing.

Station managem ent, which includeds rental of the MyCiTi infrastructure, refers to general
management services on the stations and for uphol dir
good customer service.

Lastly, the advertising contractor is responsible for the advertsin g on MyCiTi infrastructure and
the maintenance of bus stops.

MyCiTi Phase 1 and N2 Express VOCs

In May 2011 the trunk service between Civic and Table View stations started operating
together with a number of feeder service s in the central C ity and Table Vi ew areas . This was
referred to as Milestone 0.  The feeder services have made use of available high floor trunk
vehicles, with k erb side boarding making use of the left front door and steps into the bus
interior.

There are currently four existing contract s operated by VOCs under the MyCiTi banner. Three
of the VOCs have a 12 year contract, as determined through a negotiated process. The
fourth contract is for N2 Expr ess Service, operating under a three  year interim contract by the
N2 Express JV which is comprised of three parties namely CODETA, Route 6 Taxi Association
and GABS. Negotiations for the long term (12 years) contract for N2 Express service have
commenced.

The current Phase 1 services are being provided by three VO Cs, namely TBARTKidrogen, and
Transpeninsula, constituted out of existing operators in the areas from the formal bus sector as
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well as minibus -taxi operators as shown in Figure 3-12. The City supplied the initial fleet required
to provide the services at no cost to the VOCs

CONTRACT 1 CONTRACT 2 CONTRACT 3
INNER CITY BLAAUWBERG \
COMPANY A COMPANYB | | COMPANYC
3 Taxi 5 Taxi 2 Bus
Associations Associations Companies

| |
: N nocen  TBART

INVESTMENTS

Figure 3-12: MyCiTi Vehicle Operating Compan ies for Phase 1 services

In each VOC contract, initial feeder and trunk trip
market share. No VOC has exclusive rights to any of the routes or a right to any specific route,

which means that more than one VOC could be required to operate ve hicles on any route.

Additional trips, services and routes identified by the MyCiTi Operations Management Service

may be added during the contract period, and the relevant kilometres will be allocated to the

best -performing operator on a basis set out int  he VOC contracts. The City is not limited in

terms of moving kilometres to or from VOCs, other than by the general principle of

reasonableness and the kilometres guaranteed in the contract, which were set at 75% of the

projected kilometres required to all ~ ow flexibility regarding services rendered.

The N2 Express Services came into operation on 4 July 2014 and are operating under a three
year interim contract by the N2 Express JV which is comprised of 3 parties hamely CODETA,
Route 6 Taxi Association and GABS The first of two routes (one in Khayelitsha and one in
Mitchells Plain) are in operation. As with the Phase 1 appointments, the City  supplied the initial
fleet required to provide the services at no cost to the N2 Express JV.

Table 3-36 represents the current institutional and organisational make  -up of the BRT industry in
Cape Town in terms of the fleet composition of each operator.
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Table 3-36: Institutional and organisational make  -up of the BRT industry

Source: MyCiTi 2015 Business Plan Review

Institutional and organisational make  -up of the BRT industry

Name of Fleet Number of Average Areas or
company/ composition ve hicles of each age of corridors in
association type vehicles which services

are rendered
Transpeninsula 79 x 12migid
12m rigid 8x 18m
Kidrogen
18m articulated articulated buses 2to7 Phase 1 Routes
years
221 low -entry
TBART
9m low entry
buses (9m Optare
Solo SR buses)
20 x 12mrigid low -
12m rigid low -floor floor buses
N2 Express JV <2 Years NéOErﬁz(r)erss
. 20 x 18m
18m articulated .
low -floor articulated low -
floor buses (bus
trains)

3.5.2 Bus Industry

Currently, GABS has a total of 1010 buses in its fleet and Sibanye owns a total of 50 buses .
Details of the fleet composition for both operations are not known. Table 3-37 provides an
indication of the number of busses deployed by each operator along designated routes.
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Table 3-37: Institutional and organisational make

Source: GABS, 2016

Institutional and organisational make

-up of the bus industry

-up of the bus industry

Name of company/ Fleet Number Average age of Areas or corridors
association composition of vehicles in which services
vehicles are rendered
of each
type
GABS (including | Not 310 Not provided Khayelitsha
Sibanye) available
Not 290 Not provided Mitchells Plan
available
Not 90 Not provided Delft / Belhar
available
Not 95 Not provided Blue Downs
available
Not 85 Not provided Nyanga /
available Gugulethu /
Philippi /
Crossroads
Not 50 Not provided Atlantis
available
Not 75 Not provided Cape Flats
available
Not 40 Not provided Bellville /
available Durbanville
Not 9 Not provided Retreat
available
Not 10 Not provided Simons Town
available
Not 6 Not provided Somerset West
available
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3.5.3 Minibus -taxi industry

The minibus-taxi indu stry in Cape Town provides unscheduled services which  are
predominantly provided by minibus -taxis which provide non -contracted, non -subsidised,
unscheduled services throughout Cape Town . The minibus-taxi operators have been
compelled to belong to a registered association, in accordance with the repealed NLTTA and

the Western Cape Regulations on Registration of Minibus Taxi Associations and Their Members,
2007. The associations within Cape Townd s muni ci p a larepmvided anr Table 3-38.
Some associations belong to larger umbrella organisations or mother bodies such as CODETA

(13 associations) and CATA (13 associations) as indicated. This table also indicates the number

of vehicles that are active and licensed.

The Province has developed the ORoute Bookd which pr
attributed to each association in Cape Town .

Table 3-38: Institutional and organisational make  -up of the minibus -taxi industry - Taxi Associations
registered in Cape Town

Source: Operating License Strategy , October 2013

v)
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Association Name N w = o
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5 O O =
< <Z( = w
S o
1 Athlone and Districts Taxi Association 29 1 30 0 30
2 Atlantis / Blaauwberg Taxi Association 144 0 144 0 144
3 Beacon Valley Taxi Association 86 0 86 0 86
4 Bellvile / Belhar [/ Delft Taxi 32 10 42 0 42
Association
5 Bellville Taxi Association 155 44 199 0 199
6 Blackheath / Malibu Taxi Association 21 0 21 0 21
7 Bloekombos / Wallacedene Taxi 108 60 168 14 182
Association
8 Bonteheuwel Taxi Association 110 7 117 0 117
9 Busy Corner [/ Mitchells Plain / 38 1 39 0 39
Hanover Park TA
10 Busy Corner / Retreat Steenberg Taxi 44 0 44 0 44
Association
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Association Name
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CANCELLED UNIQUES

TOTAL UNIQUES

PENDING 2011-2012

11 Calta Transport Services 22 20 42 0 42
12 CATA - Langa Intertownship 50 26 76 0 76
13 CATA - Langa / Cape Town / Sea 66 14 80 0 80
Point
14 CATA - Wynberg / Claremont 259 95 354 36 390
15 CATA - Bellville (BELLTA) 526 179 705 41 746
16 CATA - Delft-Nyanga Taxi Association 0 0 0 26 26
17 CATA - Elsies River 44 15 59 13 72
18 CATA - Eyona 147 61 208 0 208
19 CATA - Langa Mowbray 45 19 64 0 64
20 CATA - Lwandle Taxi Association 149 23 172 0 172
21 CATA - Nyanga Mitchell's Plain Taxi 16 0 16 0 16
Association
22 CATA - Saxonworld 0 0 0 12 12
23 CATA - Seawater 241 109 350 88 438
24 CATA - Wynberg / Constantia 17 32 49 0 49
25 Central Unity Taxi Association 273 101 374 0 374
26 Claremont Taxi Association 33 8 41 0 41
27 CODETA - Khayelitsha / Elsies River 79 38 117 0 117
28 CODETA - Khayelitsha / Bellville 204 68 272 0 272
29 CODETA - Khayelitsha / Cape Town 189 76 265 0 265
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TOTAL UNIQUES

PENDING 2011-2012

30 CODETA - Khayelitsha / Claremont / 229 95 324 0 324
Wynberg
31 CODETA - Khayelitsha / Killarney 84 57 141 0 141
32 CODETA - Khayelitsha / Mfuleni & 175 65 240 0 240
Districts
33 CODETA - Khayelitsha Somerset West 22 22 44 0 44
34 CODETA - Khayelitsha Station Taxi 0 0 0 67 67
35 CODETA - Khayelitsha / Mitchells Plain 36 102 138 0 138
/ Philippi / Nyanga
36 CODETA - Mowbray / Khayelitsha 66 31 97 0 97
37 CODETA - Nyanga / Langa / 118 47 165 0 165
Khayelitsha
38 CODETA - Vrygrond 0 0 0 10 10
39 CODETA - Vuyani / Mfuleni 7 7 14 0 14
40 Delft / Cape Town Taxi Association 34 37 71 0 71
41 Delft / Elsies River Taxi Association 45 28 73 0 73
42 Delft Belhar Parow Taxi Association 72 11 83 0 83
43 Delft Bellville Taxi Association 62 52 114 0 114
44 Delft Taxi Association 72 29 101 0 101
45 Dunoon Taxi Association 160 98 258 0 258
46 Durbanville Taxi Association 24 12 36 0 36
47 Eerste Rivier Taxi Association 36 1 37 0 37

CITP 2018 6 2023

100




Association Name

0
i
-
o
z
5
W
>
l_
0
<

CANCELLED UNIQUES

TOTAL UNIQUES
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48 Elsies River and Environs Taxi 110 37 147 0 147
Association

49 Fish Hoek [/ Ocean View Taxi 34 1 35 0 35
Association

50 Hanover Park Taxi Association 39 2 41 0 41

51 Hazeldene  Shuttle Service Taxi 69 8 77 0 77
Association

52 Heideveld / Cathkin Taxi Association 47 7 54 0 54

53 Kenfacta Taxi Association 77 8 85 0 85

54 Kuilsriver Taxi Association 48 15 63 0 63

55 London Village / Colorado Taxi 9 11 20 0 20
Association

56 Lotus River Taxi Association 66 1 67 0 67

57 Main Road Taxi Route (Green Cabs) 48 61 109 0 109
Taxi Association

58 Maitland Amalgamated Taxi 64 66 130 0 130
Association

59 Manenberg Taxi Association 62 29 91 5 96

60 Masiphumelele Taxi Association 58 31 89 0 89

61 Melton Rose Taxi Association 35 3 38 0 38

62 Mitchells Plain - Century City Taxi 0 0 0 24 24
Association

63 Mowbray Taxi Association 35 18 53 0 53

64 Mutual Taxi Association 5 18 23 0 23
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TOTAL UNIQUES

PENDING 2011-2012

65 N1 City / Vasco Taxi Association 45 16 61 0 61
66 Northwood Taxi Association 21 0 21 0 21
67 Norwood Taxi Association 12 2 14 0 14
68 Ocean Valley Taxi Association 5 9 14 0 14
69 Park CityTaxi Operators Association 88 24 112 6 118
70 Parkwood / Wynberg Taxi Association 31 3 34 0 34
71 Parow / Elsies Rivier Taxi Association 15 4 19 0 19
72 Peninsula Taxi Association 343 134 477 15 492
73 Plain - Bell Taxi Association 9 17 26 0 26
74 Plain - Clare Taxi Association 0 0 0 0 0
75 Plain - Park Taxi Association 42 7 49 0 49
76 Proteaville Taxi Association 17 13 30 0 30
77 Ravensmead Taxi Association 36 2 38 0 38
78 Retreat Taxi Association 135 24 159 0 159
79 Route 6 Taxi Association 80 21 101 0 101
80 Route 7 Transport Service 93 35 128 0 128
81 Route JJ Daniels Taxi Association 10 12 22 0 22
82 Rusthof Amalgamated Taxi 191 147 338 0 338
Association
83 Seventh Avenue & District Taxi 99 1 100 0 100
Association
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84 Silversands Taxi Association 29 26 55 0 55

85 Sir Lowrys Pass Taxi Association 23 2 25 0 25

86 Somerset West And District Taxi 91 6 97 0 97
Association

87 Steenberg Taxi Association 49 0 49 0 49

88 Strandfontein Taxi Association 21 0 21 0 21

89 Surran Road / Cape Town Taxi 78 12 90 0 90
Association

20 Town Centre Johannes Meintjies Taxi 16 0 16 0 16
Association

91 Twelfth Avenue Retreat Station Taxi 15 0 15 0 15

92 Tygerberg Hospital Taxi Association 19 1 20 0 20

93 Uitsig Taxi Association 26 2 28 0 28

94 United Mandalay Taxi Association 7 9 16 0 16

95 Vredehoek Devils Peak Taxi 10 0 10 0 10
Association

96 Wesbank Taxi Association 35 58 93 0 93

97 Westlake Taxi Association 10 0 10 0 10

98 Wynberg - Grassy Park 96 0 96 0 96

99 Wynberg / Hanover Park Taxi 12 2 14 0 14
Association

100 | Wynberg / Houtbay Taxi Association 95 38 133 0 133
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101 Ysterplaat Taxi Association N/A N/A N/A N/A N/A

102 United Taxi Association 179 0 179 0 179

Totals 7258 2644 9902 357

The TRS database indicates a total of 6 035 unique registrations were observed at the various
ranks in Cape Town between January and March 2013 (TRS, 2013)

Vehicles operate under the authority of an OL (which is predominantly route -based) granted

by the PRE. Most of the minibus -taxi permits (which were granted for an indefinite period and

can be either radius, area  or route -based) have been phased out as part of the recent permit

conversion process. All permits that were n ot successfully converted to OL s by 31 May 2006

have | apsed. Section 47 of the NLTA regulated that &
expire seven years after the date of promulgation of the NLTA. This period is currently under

review and may be changed to allow a further five years if the NLTAB is enacted.

It is common knowledge that there are a number of illegal minibus -taxis operational i n Cape
Town and it is very difficult to accurately establish which and how many there are. The 2007
OLS indicated that an estimated 46% of taxis operating were illegally (OLS, 2007, p. 37)

3.5.4 Metered Taxi Industry

In theory there are two distinct operating m odels in use in Cape Town which reflect the

conditions for picking -up passengers stipulated on the  OLs. Theoretically, vehicles issued with a

orankd6é | icence may only pick up passengers at a spe
specified distance of the r ank) or by roaming whilst those with oIl
up passengers at their base (plus sometimes within a specified distance of the base) or by

roaming. In practice, the operating model adopted depends largely upon whether the

vehicle belong s t o a-toéensendailumé si zed operator or a Ol arged o]
vehicles. The fleet operators utilise their radio -dispatch facilities to respond to bookings by

telephone as well as roaming whilst the small  -to-medium operators stand at the r  anks as they

generally do not have radio dispatch facilities.

The Western Cape Metered Taxi Council was dissolved in 2016 and the industry is how grouped
informally. Currently there is no formal institutional and organisational make -up of the metered taxi
industry.

Surveys of the operations at 59 ranks were carried out between December 2013 and May
2014. The PRE was requested to forward copies of the operating licences for the 1129 vehicles
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Table 3-39: Legality of metered taxi vehicle operations

Source: Metered Taxi Rationalisation strategy , 2014

Metered Taxis that have : .
Unique Vehicles

Operating Licences . :
Operator P ing H with no Operating

Licences

Using Legally | Using illegally 22

Rank Operators 209 604 1129
Observed at Ranks23

Base Operators 316
Observed at Ranks
(Excludes Fleet Operators)

SUBTOTAL 525 604 1129

Fleet Operators 24 456 456
Not using ranks

The Western Cape Metered Taxi Council Election Database records 456 unique vehicles
owned by 20 Fleet Operators.  The operators advise that they generally keep these vehicles for
up to three years from new. Figure 3-13 shows the data in a pie chart format.

Source: TDAMetered Taxi Rationalisation Strategy  July 2014

Legal and lllegal Unique Vehicles Observed at Rank Surveys (

Legal Metered Taxi
(Rank OL = 209)
m Technically lllegal
Metered Taxi (316)
m Tourist/Charter (76)

u lllegal Operators (No
OL = 604)

Figure 3-13: Legality of metered taxi vehicle  operations

The remaining 604 vehiunlcensed &we v e h it @fehe 25o/ehiles with
licences only 209 held rank licences with the remaining 316 being base operators using the
ranks technically illegally. = The date of first registration of the 525 vehicles as recorded on the
operating licences showed 57% to be less than 10 years old.

22 Rank Survey April 2014 (excludes Airport, Cableway and Century City as list of | egal vehicles is not available)

23 Western Cape Metered Taxi Council E  lection Database (may not be all)

22Base license special condi theGtwofotChpeudownf ianproamnbiitredyd
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3.6

The road network is of critical importance for the efficient functioning of the total transport

system.

sustains freight movement, other business traffic and private car travel. The availability of an

efficient

The details of ro ad infrastructure development and maintenance are further detailed in

Roads and traffic

Not only does it provide the networ  k for PTand much of the NMT network, but also

and well maintained road network is vital for the economic well -being of Cape Town .

Chapter 7 (Transport Infrastructure Strategy)

The following information about the roads and traffic in Cape Town has been taken from
GIS system. Salient facts for the City & soad network are (2008 statistics):

il
il

the total length of the network is 11 696km
of this 2 413km (21%) are higher order Class 1, 2 and 3 roads
9 283 (79%) are Class 4 and 5 roads

the road network was estimated to have a total asset value of R78 billion, of
Class 4 and 5 roads are valued at R68 billion

Figure 3-14 shows the classification of the road network in Cape Town.

CITP 2018 6 2023

TDAGSs

which

106



SEE INSET
— <
S

2

LEGEND
Existing Railway Stations
—m  Existing Railway Network
~== Proposed Railway Network
PROW Classification
—— Class 1: Principal Arterial
~— Class 2 : Major Arterial
Class 3 : Minor Arterial
Class 4 : Collector
Class 5 : Local Street
PROW Classification (Proposed)
Class 1 : Proposed Principal Arterial
----- Class 2 : Proposed Major Arterial
Class 3 : Proposed Minor Arterial
Class 4 : Proposed Collector

‘@ I»P.ﬁ Public Right of Way (Road Classification)

e Oty o Cape s Byt
UL T,

0 May 2017

Figure 3-14: Public Right of Way r oad network classification
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The extent of the road network in Cape Town in 2017 in terms of its surf acing type is shown in
Table 3-40. The City is the responsible authority for planning all road types, however, SANRAL

are responsible for management and maintenance of some of the National Roads within the
Cityds munundary pnal Westerm Cape Government are responsible for Class 2 and
some Class 3 roads (see Table 3-41 and Road Classification Map )

Table 3-40: Extent of the road network according to type in Cape Town (2017)

Surface type Distance (km)

Unpaved / Gravel 160.1
Hybrid 53.4
Jointed Concrete 116.2
Mixed Pavements 92.4
Paved / Bitumen 7907.9
Paving Blocks 83.4
Unknown (Awaiting Survey) 3282.3

TOTAL 11 695.8

Table 3-41 provides details of the major road network in Cape Town and a classification of
roads in relation to ownership (road authority), including national, provincial and municipal
roads, giving the length of road by functional class of road.

Table 3-41: Functional road classes, ownership and lengths in Cape Town (2017)

Road N etwork

Functional class Ownership Length (km) % of total
Principal Arterial (Class 1) | SANRAL /WCG/ CoCT 558 4.8%
Major Arterial (Class 2) WCG/ CoCT 875.4 7.5%
Minor Arterial (Class 3) WCG / CoCT 979.7 8.4%
Collector (Class 4) CoCT 932.3 8%
Local Street (Class 5) CoCT / Private 8 350.4 71.4%

11 695.8
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3.7  Condition of major roads

The condition of the road network in Cape Town is measured and expressed in terms of the
surfacing, structure and functional condition. The surfacing relates to the quality of the riding
surface as well as its ability to act as an impermeab le layer to prevent the ingress of water. The
structure relates to the ability to withstand traffic loads, while the functional condition relates to

the level of service currently provided to the road user.

The surface condition assessment of roads express ed in terms of the functional road classes
(historical definition) as a percentage of the overall length for 2008 is shown in Table 3-42. Table
3-43 shows the structural condition of roads for 8 districts in the city, also in 2008. The
information presented indicates that very few primary roads were in a poor condition and that

be tween 6 -10% of lower order roads were structurally in a poor and very poor condition.

Table 3-42: Surface condit ion of roa d classes in Cape Town (2008)

Very Good Good Fair Poor Very Poor
Freeways 68 18 15 0 0
Expressways 69 20 11 1 0
Primary Arterials 63 25 11 1 0
Secondary Arterials 61 24 13 2 0
Tertiary Roads 60 27 11 2 0
Minor Roads 58 34 7 2 0
Total 61 {0] 9 2 0

CITP 2018 6 2023 109




Table 3-43: Sructural condition of road s per district in Cape Town (2008)

Very Good (%) Good (%) Fair (%) Poor (%) Very Poor (%)
Athlone 61 24 6 7 2
Bellville 60 26 6 6 2
Blaauwberg 72 19 3 3 3
Cape Town 50 33 6 7 4
Khayelitsha 66 19 4 7 4
Kraaifontein 63 27 4 3 3
Plumstead 58 32 4 4 2
Somerset West 65 24 5 4 3

Updated surface and structural conditions of Class 4 and 5 roads were obtained in 2013 to
include roads that were rehabilitated and upgraded over the previous 5 years. Overall, this

survey indicates deterioration in condition 0 2% of surfaced roads are now considered to be in

a very poor condition and 35% of u  nsurfaced roads are also considered to be in a very poor
condition ( Table 3-44). Table 3-44 provides a summary of the Cape Town's Class 4 and 5 road
condition (based on the 2013 results)  per district. The gradual decline in the condition of roads

per district is clear by comparison directly to the 2008 results.
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Table 3-44: Overall condition of Class 4 and 5 roads in Cape Town (2013)

Very Good

Surfaced Roads

. 2% 8% 7% 28% 55%
(incl concrete roads)

Unsurfaced Roads 35% 34% 20% 10% 0%

Table 3-45: Sructural condition of road s per district in Cape Town (2013)

District Very Good (%) Good (%) Fair (%) Poor (%) Very Poor (%)
Athlone 54 25 8 10 4
Bellville 52 28 8 9 3
Blaauwberg 64 22 5 5 3
Cape Town 49 30 9 10 3
Khayelitsha 61 23 6 7 3
Kraaifontein 57 27 5 8 4
Plumstead 48 31 9 10 2
Somerset West 52 30 7 9 3

A summary of Cape Town's Class 4and 5 road condition as at 2013 is as follows:

1 90% of the surfaced roads are in a fair to very good condition

1 30% of un-surfaced roads are in an acceptable condition

1 796km of surfaced roads are in a very poor to poor condition and require
rehabilitation

91 46km of concrete roads are in a very poor to poor condition and require rehabilitation

9 131km of un -surfaced roads are in a very poor to poor condition and require
upgrading

1 928km of roads require immediate rehabilitation or upgrading

91 roads currently in a fair condition (580km) will also deteriorate over time to a poor or

very poor condition. Related timesc ales could be accelerated due to future
developments / growth in traffic volumes or a lack of maintenance

More recent data for the surface and structural conditions of the roads within the municipal
boundary are not available. However, a new tender to col lect this information along with an
overarching Pavement Management System (PMS), a Bridge Management and a Load
Management System has recently been awarded by the City. The results of the PMS should be
available for comparison in the  subsequent review of this plan.
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The asset value of Class 4 and 5 roads in the
The required budget for rehabilitation and reconstruction of all major and minor roads is in the
order of R1.8 billion per annum and excludesr  eseal and preservation maintenance.

3.8 Congestion for the major road system

Congestion refers to the additional travel time that people incur due to the presence of, and
interaction with, other vehicles and people. Measuring and quantifying and finding solut ions to
congestion are not simple tasks with straightforward outcomes. The conventional evaluation
paradigm is based on traffic speeds, travel time or level of service.

Peak period traffic volumes have been increasing steadily over the past decades and many
elements of the road network have since approached or reached their peak hour capacity.

The following two figures summarise the results of an exercise that was done using speeds,
obtained from tracking devices (Tracker Pty Ltd) during the month of Mar ch 2015 on all Class 1
and Class 2roads in Cape Town .

1 on Principle Arterials (Class 1 Roads):

o 35% of the network operates at speeds less than 70% of the posted speeds
during the peak hours which reduce to approximatel y 25% during the
midday periods

0 20 0 25% of the network operates at speeds less than 50% of the posted
speeds (Congested) during the peak hours which reduce to less tha n 10%
during the midday periods

o0 Note that the analysis is per direction. Most of freeways and expressways
have strong tidal f lows with good opera tions in the opposite direction

1 on Major Arterials (Class 2 Roads):

o0 most of network operates at speeds of less than 69% of the posted speeds.
These speeds are also impacted by the closer spacing of traffic signals
where the average spee d is not only impacted by other vehi  cles, but by the
signal spacing

o more than 70% of the network is operating at congestion conditions, i.e.
average speeds less than 50% of posted speeds

Figure 3-15 and Figure 3-16 demonstrate the above in graph format.
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Figure 3-16: Current Operational Conditions on Class 2 Roads in Cape Town
Trends on the average travel times from/to CBD from/to all origins/destinations
Data extracted for all trips to/from the CBD from/to all origins/destinations for one typical week

during February of each year and from 2012 to 2016 shows:
1 inbound Trips :

o the average trip duration into the CBD has increased in length from an average
of approximately 38 minutes per trip in 2012 to 45 minutes per trip in 2016. This is
an increase of nearly 20% over the past four years

o not only are the trip durations increasing over time, but people are leaving
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earlier to avoid the longer trip durations

o travel times in the middle of the day have also been increasing from between
15 and 20 minutes to between 20 and 25 minutes. Also an increase of
approximately 20%

1 outbound Trips:
0 arelongestin the afternoons and f  or trips starting around 4 p.m.

o there has been a significant increase of trips durations for trips starting between
2 and 3 p.m. The latter could be due to more people living further away
starting to leave earlier because the vy try and miss the a.m. peak by coming in
earlier. Hence, a bias towards th e longer distance trips

o the outbound trips have increased in duration from ju st over 30 minutes per trip
to approximately 38 minutes per trips which is more than a 25 % increase in
duration over the past four years

Average travel times to CBD form selected origins

A summary of the Tracker data for commute times (private vehicles) i n 2015 is shown
graphically in  Figure 3-17.
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Average Trip Duration (min)
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7:30-7:45
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Start Time Interval

—Bellville —Durbanville Fish Hoek/Kommetjie Helderberg —Kuilsriver Melkbos

Figure 3-17: Average Trip Duration per Start Time Interval for Selected Origins to CBD (2015)

As can be seen, most areas have a maximum average peak travel time of between 70 and
105 minutes in the peak period depending upon start times.
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3.9 Freight transport

This section briefly describes the status quo regarding the operations of freight in Cape Town ,
based on available data.

Freight centr es within the Metropolitan Area may be divided into heavy industrial and
commercial freight centres. The commercial freight centres are widely dispersed and

distributed in all the commercial activity nodes around Cape Town . Presently they are
catered f or by means of the general transport network. The key industrial freight centres
within the Cape Town Metropolitan area are listed below.

91 Port of Cape Town (+ 240ha)

Atlantis (+ 587ha)

Montagu & Killarney Gardens (x 478ha)
Paarden Eiland (+ 99ha)

Epping 1&2 (+ 445ha)

Airport Industrial (z 191ha)

Somerset West (+ 1198ha)

=A =4 =4 -4 4 4

3.9.1 Main freight traffic routes in Cape Town

Figure 3-18 shows the main freight traffic routes in Cape Town.
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Figure 3-18: Key Feight Routes in Cape Town (FMS, 2016)
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3.9.2 A description of the problems caused by or inhibiting freight movement

The TCT Status Quo Assessment: Freight (2015) revealed the following problems caused by or
inhibiting freight movement:

A there is significant growth in road -based freight al ong Cape Town
corridors for both bulk and containerised goods, due to the growth in fast moving
consumer goods worldwide

A since the deregulation of the freight industry and the focus of TFR on profitable
business, rail s share of freight has dramati cal
the problems identified above

A the Port of Cape Town, which is the major generator of freight in Cape Town , has
expansion plans to roughly treble its current container handling services in the next
twenty years. Currently around 95% of the freight arriving at or leaving the Port is
road -based, des pite the fact that TFR is its sister company. This mode of transportation
is likely to continue unless TFR develops competitive market related strategies in
collaboration with the Ports Authority to capture f reight that is rail friendly.

A the Council for Sc ientific and Industrial Research  notes that heavy vehicles contribute
to 99% of all road damage and that 60% of this is caused by overloaded vehicles.
Overloaded freight vehicles result in premature road deterioration and pavement
damage

A the structural con dition of roads in Cape Town is deteriorating gradually due to
funding constraints. This has a direct cost impact on road freight transportation.
Apart from the surfacing quality, road geometry is associated with a significant
number of freight crashes

A Cape Town's roads are capacity constrained for many hours of the day. Freight acts
as a O6capacity suppressord thereby increasing tr
in travel time leads to higher local transport costs which reduces the competitiveness

of local goods and therefore the economy of the region

A freight related transgressions of regulations such as overloading and unroadworthy
vehicles are not adequately controlled, penalties for transgressions are low, and self -
regulation is rarely embraced

A noise as well as gaseous and particulate emissions from freight operations are an
increasing concern

A transportation of dangerous goods (hazardous materials) is insufficiently controlled
and regulated. Local, regional and national stakeholders all cite inade guate
integration and communication between municipalities as a concern, alongside a
lack of compatibility in standards between regions
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3.9.3 Routes identified for travel by vehicles transporting abnormal loads and
dangerous goods

3.9.3.1 Abnormal loads

Abnormal load s consist of vehicles that exceed any one or more of width, height or weight
limitations prescribed by the Road Traffic Act. Abnormal loads make use mainly of the N7, major
sections of the N1 and sections of the N2 where widths and bridge clearances, perm it such
movements. The remainder of the road system is limited in its capacity to carry abnormal vehicles.
However, a network linking the main industrial nodes is in place . It is managed so as to protect the
ability to move abnormal loads along these routes.

Figure 3-19 depicts the current abnormal load network in Cape Tow n. While this network also
satisfies the needs of more conventional heavy goods movement, it is not necessarily the preferred

heavy vehicle network in  Cape Town . The need has been identified to develop a heavy vehicle
network for general freight movement to improve road maintenance management.

The National Department of Transport is finalising a revised policy on the movement of abnormal

loads. A key element of the policy is the categorisation of routes and a focus on minimising the

impact of abnormal load s by promoting the use of off -peak times, especially weekends and public
holidays for such movement. TDA®s strategy for the
path, with the key objective being the maintenance and maodification, where necessary, o fa
network that links all the major industrial centres, thus providing an abnormal load network.
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Figure 3-19: Abnormal Load Route ( FMS, 2016)
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3.9.3.2 Dangerous goods

Vehicles carrying dangerous goods often share the roadways with commuter traffic with no
restrictions, whereas in many developed countries dangerous goods traffic has certain

specified route usage. The creation of a detailed Hazardous Goods movement plan is
required in terms of the NLTA. At present, the City manages the movement of hazard ous
goods on an ad hoc basis. It is required in terms of the CITP however, that certain key routes
be classified as hazardous goods routes and that these routes be clearly demarcated and are

closely monitored by the Incident Management team, with provision for appropriate response
times in the event of an incident.

The movement of Classes 1 and 7 materials (explosives and radioactive materials) are well

regulated and strictly enforced. At present there are no specific route maps for the distribution

of other classes of hazardous material, as certain classes are inconspicuous and therefore very

difficult to detect. Inspections of where hazardous materials are loaded onto trucks and into

containers, is a National Department of Transport competency. However, this department is

severely understaffed and does not play meaningful role in Cape Town. The current problem is

that the extent of transgressions and the prevalen ce of dangerous movement in Cape Town is

not known, and has to be addressed as part of the Cityds Frei gtiategyManagement

3.9.4 Measures in place to deal with overloading

Vehicle overloading is frequently the result of an economic decision made on the basis of
weighing up operations and profits versus compliance, the risk of being penalised and these
verity of the penalty.

There are three static weighbridges within the functional area of the City , namely on the N1 at
Joostenbergvlakte, on the N2 at Somerset West and on the N7 at Vissershok which are the
primary means of load control. All weighbridges are therefore located on major freeways on

the outskirts of Cape Town and operate 16 hours per day for five  days of the week.

Overloading is not adequately contr olled, as static weighbridges are located mostly on major
freeways and on the outskirts of Cape Town . They are not staffed for 24 hours  day, and can be
easily by -passed; checks on loads are conducted sporadically. It is also reported that there is
inadequa te legal support for enforcement (PLTF, 2011). This situation leads to an abuse of
loading limits, which will only be discouraged if both the probability of being caught is high

and the related penalties are high.

As of July 1, 2016 in keeping with the req uirements of the International Maritime Law, Transnet is
required to ensure that all containers are shipped with a Verified Gross Mass certificated as
promoted under the guidelines in the SOLAS convention. This requirement effectively means
that all contai nerised trucks using the Port of Cape Town will comply with the legal loading
requirements.

3.10 Financial information
The sources and amounts of income received by the transport planning authority and the

items and amounts of expenditure in relation to all t ransport services and infrastructure are set
outin Table 3-46.
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Table 3-46: Income and expenditure in relation to all transpo rt services and infrastructure ( 2015/16)

Source TDA

Income and expenditure in relation to all transport services and infrastructure

Income Expenditure

PTNG 1354 496 178 Capital and Operating 1225371981

Provincial Grants 64 437 987 Rail Safety, Planning, 55 357 506
Road Maintenance
and Rehabilitation

EFF 173969 114 PT, NMT; Transport 126 790 668
Systems, Upgrading &
Rehabilitation of Roads

CRR 45 530 120 Congestion Relief 45517 703
projects

Rates 313 759 530 IRT operating cost 190 889 928

Other revenue 195 050 051 IRT operating cost 195 050 051

1952 192 929 Total 1838 977 837

The annual expenditure by state -owned entities in Cape Town on infrastructure and
operational sub sidies is set out in Table 3-47.
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Table 3-47:

Annual expenditure by state

operational subsidies (2015/16)

-owned entities in Cape Town on infrastructure and

Source: Received from the State -owned entities and Western Cape Government

Annual expenditure by state

-owned entities

Budgeted (2016/17)

State-owned Item Expenditure (2015/2016)
entity
Western Cape Upgrading, 194 618 000 426 696 000
Government: Resealing and
Roads Rehabilitation  of
Infrastructure Roads
ACSA Land Acquisition 227 000 000 No information received
Airport Upgrades 58 000 000
PRASA Not available Prasa committed to Prasa committed to
implementation of Blue implementation of Blue
Downs Railway line & Downs Railway line &
2017/18 2017/18
TNPA Not available 250 000 00025 250 000 000
TRANSNET Not available No information received No information received
Freight Rail
SANRAL Routine Road 112 879 458 160 847 002
Maintenance
and Freeway
Management
New Facilities: 10 790 375 63 627 826
Freeway
Management
System (N1, N2,
R300, N7, M5)
25 This amount is a budgeted amount for 2015/2016 and not the actual expenditure (source: BEPP 2016/2017 )
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4  SPATIALDEVELOPMENFRAMEWORK

4.1 Introduction

The Cityds Municipal Spati al Devel opment Framewor k (
private investment decisions that  affect the spatial form of the City. It establishes a framework
that includes a spatial vision, policy parameters and development priorities for Cape Town.

The SDF is an integral component of the IDP and reflects, inter alia geographically, the City's
strategy for delivering infrastructure and services in a sustainable and cost -effective manner.

Transport and travel are essential and costly components of life for individuals, households,
business and government. This means that transport efficiency is an important consideration in
the development and updating of the SDF. The interdependency between land use and
transport systems is recognised. As such, this CITP is aligned with the SDF and the CITP shows
how the transport elements of the SDF will be prog ressed.

The composite SDF map is shown below, and the structuring elements which inform it are
unpacked in the sections 4.2 to 4.4 which follow.
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Figure 4-1: Spatial Development Framework
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4.2
and nodes

Development corridors are broadly defined
di ver se) nodal or
road and trunk

Ostri
bus routes. They are characterised by a dynamic, mutually supporting

Existing and intended transport and urban development corridors

-intensity (i.e. dense and
f o c wapaciey d

urban areas of high

p6 devel opment

relationship between land use and the movement system.

Development corridors are generally supported by a hierarchy of transport services that

function as an integrated system to facil

itate ease of movement for private and public

transport users. Corridor development is focused predominantly on routes serviced by mass
rapid public transport services (i.e. rail or bus rapid transport (BRT) trunks). However, the routes

may serve different

accessibility and mobility. The concentration of intense bands of high

functions, with some routes combining route functionality in terms of

-intensity urban

development reduces overall trip lengths and improves access to opportunities, offering a
means of conveniently integrating communities with service provision, and fulfilling a range of

economic and social needs.

Figure 4-2 below applies these concepts to Cape Town

Blaauwberg

Cape Town CBD .

Claremont CBD}
A
U

s
Wynberg CBD

Tokai?/'Refreat

Brackentell /
Gate

® Nodes

®4 Cormidors
=== Existing Passenger Rail
== Future Passenger Rail

— Existing MyCiTi Trunk Routes

= Future BRT Trunk Routes

> 4 > - aN
Mitchells Khayelitsha'CBD
Plain
Town
Centre

Somerset West /3
7 &

Figure 4-2: Conceptual development corridors and urban nodes (existing and emerging) shown in

relation to the existing and planned IPTN (2032)

Corridors do not

necesswmalilly dceowglriopmsme ntwaddd

form, scale and intensity of land use and associated nodes along the corridor may vary over

short distances. The combined operational capacity of the public and priva

te transportation

system supports a mix of land uses (diversity), and enables the development of medium and
high levels of efficiency and effectiveness. The conceptual nodes and corridors that form the

basis of the spatial form and structure of the
the TOD principles at a sub metropolitan

CITP 2018 6 2023

scale are considered in

city support areas of land use intensification and
Table 4-1below.
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Table 4-1: Corridor and Nodal structure of Cape Town

Transport and urban development

corridor

Characteristics

Voortrekker Road Corridor

P . o }
4 \ ° ° ‘»
p © R e —@
Description:

9 Cape Town CBD via Century
City to Bellville CBD

Anchoring nodes:
9 Cape Town CBD (Metropolitan

node)
1 Bellville CBD (-Metropolitan
node)

The corridor is anchored by the metropolitan nodes of
Cape Town CBD in the west (past the rapidly developing
sub-metropolitan node at Century City) and Bellville CBD
in the east.

Land use aspects

The corridor contains sections of mixed land use
consisting of ground level retail/lbusiness and 2 -4 storeys
of residential above it, predominantly along Voortrekker
Road. Land use in areas further away from Voortrekker
Road displays limited land use diversity.

A good balance and high volumes of both attractor
(employment) and generator (residential) land uses are
present.

The corridor currently attracts a range of investment and
development opportunities along its length, with great
potential to grow and intensify fur  ther.

Existing transport infrastructure
Railway lines with a number of stations
N1 Freeway

Voortrekker Road

Planned supporting public transport

The corridor will be strengthened by planned north -south
road -based public transport routes such as Khayelitsha to
Century City (T17); Eerste Rivier to Blaauwberg (T16);
Symphony Way (T13); Strandfontein to Cape Town CBD
(T15); Westlake to Bellville (T14); and the west -east
supporting Kraaifontein to Century City (T19).

Supporting initiatives/ Priority  Projects
Voortrekker Road Integration Zone

Urban Development Zone (UDZ)

Bellville

Foreshore Freeways and other CBD sites
Conradie
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Transport and urban development

Characteristics

corridor

Main Road Corridor

°
\\_._.'.J““n_ .

s

e
i

B A

Description:
9 CBD via Main Road to  Southern

Suburbs

Anchoring nodes:
9 Cape Town CBD (Metropolitan

node)

9 Claremont CBD (Sub -
Metropolitan node)

T Wynberg CBD (Sub -
Metropolitan node)

9 Tokai/ Retreat (Sub -
Metropolitan node)

This corridor is anchored by the Cape Town Central
Business District (CBD) as metropolitan node and
connects the sub -metropolitan nodes at Claremont and
Wynberg with the developing sub  -metropolitan node at
Tokai/ Retreat, and even fur
along the railway line.

Land use aspects

The corridor generally operates well as a mixed land use
area. Long stretches of mixed use districts are
encountered with business/ retail at ground level and
several storeys of office or residential above it.

This pattern is broken by single use zones, generally
located betwe en mixed -use urban nodes where east -west
routes intersect Main Road or rail stations occur.

This north-south corridor represents an overall mature
nature with a fairly good mix of attractor (employment
opportunities) and generator (residential) land uses.

The land use intensity decreases south of Tokai and
Retreat.

The northern portion is well serviced, providing good
opportunities for high -density mixed -use development,
while the southern portion of the corridor is still developing,
but with strong similarities to the north.

The northern part of the corridor is supported by Main
Road and the M3 Freeway.

Transport aspects

Existing transport infrastructure
Railway lines with a number of stations
Main Road

M3 Freeway

Road -based public transport e.g.

along Main Road

Planned public transport

The central section of the corridor will be supported by

the planned IPTN trunk route links between generator
land uses (residential) located in the Metro South -East of
the City (from Khayelitsha and Mitchells Plan to attractor
land uses (employment nodes) at Wynberg and
Claremont (T11 and T12)).

There are also 2 IPTN planned west -east routes linking
Westlake in the south of the corridor to Bellville as

metropolitan employment node (T14); and from
Westlake/ Retreat to Strand/ Gordons Bay (T10).
Supporting initiatives/ Priority Projects
Foreshore Freeways and other CBD sites
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Transport and urban development

corridor

Characteristics

Blaauwberqg Corridor
(Phase 1 of the MyCiTi)

Description:
9 Cape Town CBD via Century
City to Blaauwberg

Anchoring nodes:
1 Cape Town CBD (Metropolitan

node)

9 Century City (Sub -
Metropolitan node)

1 Rivergate (Emerging Sub -
Metropolitan node)

Towards the north the Cape Town CBD connects, via the
sub-metropolitan Node at Century City along various
industrial and mixed -use areas in Milnerton and along the
West Coast and between the coastline and the N7, to an
emerging sub -metropolitan node in the Rivergate area.
To the far north remains Atlantis as a fairly isolated District
Node connec ted with the BRT to the Cape Town CBD.

Land use aspects

Century City has over the past decade established itself
as a mixed use node of sub -metropolitan scale with a
good balance between attractor and generator land
uses.

It is envisaged that a sub-metropolitan node will be
established over time in the vicinity of Rivergate/
Frankendale around the intersection of Berkshire
Boulevard, the M12 and the railway line (at present still a
low -volume goods line).

Considered to be the fastest growing dev elopment
corridor. However, that growth is directly impacted by
the Koeberg Nuclear Power Station and the impediments

it places on high density mixed land use (urban growth/
density l'imitations) owi ng
responsibilities.

Closer to the CBD the corridor is mature with high levels of
attractor land uses (employment opportunities) balanced

with generator land uses (residential). This pattern
continues north up to Du Noon and will benefit from
attractor uses (job opportunities) planned i n the vicinity of
Rivergate/ Frankendale (the latter not yet established).

Segments of the southern part of the corridor from
Paarden Eiland northwards and especially on

Bl aauwberg Road, are establis
with high concentrations of single and mixed use
concentrations in rapid succession. Pressure for land use
change can in part be attributed to the proximity to the
existing BRT trunk stations with feeders providing
scheduled access to the public transport network.

Transport aspects

Existing transport infrastructure
MyCiti Phase 1 (CBD - Atlantis)
R27 (Otto du Plessis / Marine Drive)
N7 Freeway

Planned supporting public transport

The corridor will be strengthened by planned north -south
road -based public transport routes such as Kh  ayelitsha to
Century City (T17); Eerste Rivier to Blaauwberg (T16);
Symphony Way (T13); Strandfontein to Cape Town CBD
(T15); Westlake to Bellville (T14); and the west -east
supporting Kraaifontein to Century City (T19).
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Transport and urban development

Characteristics

corridor

Supporting initiatives/ Priority ~ Projects
Foreshore Freeways and other CBD sites
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Transport and urban development

Characteristics

corridor

Phase 2A Corridor

Description:
1 Mitchells Plan and Khayelitsha

to Claremont and Wynberg

Anchoring nodes:
9 Claremont CBD (Sub -

Metropolitan node)

1 Emerging node of
Metropolitan importance in
the vicinity of Airport/ Metro -
Southeast/ Philippi

1 Somerset-West (Emerging
Metropolitan node)

This developing corridor establishes a west -east linkage
parallel to Voortrekker Road. The implementation of the
Phase 2a BRT route will formally establish the corridor,
connecting the Metro South -East with the Claremont/
Wynberg areas. The corridor is characterised by the sub
metropolitan nodes at Claremont and Wynberg and an
emerging node of metropolitan importance at the
Airport/ Metro South -East/ Philippi area. This emerging
node is dependent on and supported by the sub -
metropolitan nodes in Khayel
Somerset-West/ Stand and surrounding areas may over
time develop and expand due to the po tential
development at Paardevlei into an emerging
metropolitan node.

Land use aspects

Mixed use and segments of single land use districts are
expected to emerge around the developing Phase 2a
BRT Corridor linking the Metro South -East, Claremont and
Wynberg.

Land use patterns on district level are largely of generator
(residential) nature, but several civic and business districts
exist on major intersections.

As a developing corridor, it will improve connection
between attractor land uses (work opp ortunities) on the
Main Road Corridor and predominately generator land
uses (residential) in the Metro South -East part of the city.

The corridor functions as an intermediate link in parallel to

the Voortrekker Road Corridor, but currently lacks
connectivi ty between Metro South -East to Strand. This
connectivity will be realised once the anticipated
Paardevlei development get underway and the planned

rail or BRT extension is established through Paardevlei.

The corridor is characterised by significant volum es of
one -directional peak morning period movement along its
length (such as along the N2 freeway) into the CBD, and

a reverse flow during the afternoon peak period.

The Phase 2a BRT route will serve to link residents to
concentrations of job opportunit ies on the Western
Corridor, and support movement of current
concentrations of informal activity and trading in the
Metro South -East area to the west.

The R300, as well as segments of the N2 and Klipfontein
Road support the BRT route, which in turn will  support the
existing rail connections from Khayelitsha and Mitchells
Plain to the Cape Town CBD.

Transport aspects

Existing transport infrastructure
Railway lines with a number of stations
N2 Freeway

Phase 2a

Planned public transport routes

CITP 2018 6 2023

130




Transport and urban development

corridor

Characteristics

The T10 BRTroute (Retreat to Strand/ Gordons Bay) will
provide another parallel support to this emerging
corridor, or an extension to the rail (Chris Hani station
Firgrove station) if warranted.

Supporting initiatives / Priority Projects

Metro South -East Integration Zone
Paardevlei
Philippi

0
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Transport and urban

development corridor

Characteristics

Blue Downs/ Symphony
Way Corridor

l D)
{ ‘V
? °
j ) :
s 0 §f
\ o ol ®
Description :
fMi tchell ds Pl ai
Bellville

Anchoring nodes:

1 Bellville CBD (metropolitan
node)

1 Mitchells Plain (sub -
metropolitan node)

9 Khayelitsha (sub -metropolitan
node)

9 Emerging node of
Metropolitan importance in
the vicinity of Airport/ Metro -
Southeast/ Philippi

9 Somerset-West (emerging
metropolitan node)

r

This corridor links the Metro South -East (Mitchells Plain and
Khayelitsha) to the Cape Town CBD and Bellville/
Tygervalley via Symphony Way and the planned Blue
Downs rail link (Khayelitsha to Bellville), which runs parallel

to Symphony Way. An emerging sub  -metropolitan node
associated with Philippi and the Airport will over time
anchor the corridor in the south. The Blue Downs area and

the Southern Corridor will link to the emerging sub -
metropolitan node in Somerset West through the
development at Paardevilei.

Land use aspect s

Land use surrounding the potential Blue Downs Rail link is
predominately residential in nature. The three planned
station locations and the overlapping Blue Downs CBD
area will over time developed as mixed -use activity
nodes.

Across the length of Symphony Way various intersections
of road and rail networks contains areas of mixed use
character which, over time, will develop further and
realise greater land use intensities.

For most of its length, this corridor currently mostly
functions as trip ge nerator (residential) with only a few
concentrations of attractor land uses (work opportunities).

The speed at which the corridor develops is dependent

on substantial infrastructural investment envisaged in the
form of rail (proposed Blue Downs rail link ). Should this not
materialise as anticipated, the corridor will develop along

the existing R300 freeway, and higher priority should be
given to the implementation of the Symphony Way BRT
route.

The corridor will require the planned BRT feeder networks
to support the new rail link and other service infrastructure
to ensure maturity over time.

The Blue Downs rail link is essential to improve access to

socio-e conomi ¢ opportunities

Plan/ Khayelitsha and Bellville.

Transport aspects

Existing transport infrastructure

Railway lines with a number of stations

Symphony Way

Planned supporting public transport routes

Blue Downs Rail link and feeders

Portions of Metro South -East to Claremont/ Wynberg BRT
route (T11/T12)

Portions of Khayelitsha to Century City BRT route (T17)

Portions of Klipfontein Road BRT route (D12)

Symphony Way/ Mitchells Plain to Durbanville BRT route
(T13)

Portions of Gordons Bay to Retreat (T10) BRT route

Supporting initiatives / Priority Projects

Metro South -East Integration Zone

Bellville

Philippi

be
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Transport-Accessible Precincts (TAPs) 26

Access to the PT network currently is, or will in future be, available at points (rail and BRT
stations/ stops) along the network where passengers board and alight. Areas within a 500

metre walking distance of stations are referred to as transport accessib le precincts (TAPs) & see
Figure 4-3 below. Because of its favourable location in relation to PT corridors and its
accessibility onto the PT network, TAPs are well -positioned as focus areas for land use
intensification (refer to the following section on land use intensification which refers to both
density and diversity). Land use intensification should be encouraged at such locations with

good PT accessibility, and also at concentrations of employment, commercial development

an d/or social amenities/ civic functions and in areas of high amenity, in order to generate the
thresholds required to support a sustainable PT system.

Depending on the land use intensity (density and diversity) of surrounding land, TAPs can act
as generato r or attractor (or both) of people/ trips. By facilitating an optimised distribution of
land use intensity across the City, a movement pattern can potentially be encouraged that
systematically improves the sustainability of the PT network.
The relative im portance of TAPs differs based on:

9 Station status: station exists or station is proposed

1 Network status: the network/ route exists or is proposed

1 Connectivity: travel time to other locations

1 Mode capacity: the capacity/ level of service of the individual transport modes
(rail, BRT trunk, BRT feeder) found at the station

9 Station capacity: the combination of transport modes found at the station, e.g. a
confluence of rail lines, a rail station, a BRT station, a PTI, a feeder only service

1 Accessibility: the nu mber of persons residing or working within the TAP

26 2016 version under refinement in 2017
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Public Transport (PT) Zones

A number of these TAPs have already been demarcated as PT Zones and is included as an
overlay zone in the Development Management Scheme ( Figure 4-3). PT Zones have reduced
requirements for on -site parking as a measure to promote densification in areas with access

to good quality PT (i.e. within walking distance from stations).

Park and ride facilities must be provided at high  -order stations in order to further make PT
more accessible and competitive with private transport.

Figure 4-3: Transport-accessible precincts (TAPs) based on IPTN  (2032)
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