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-. . . THIS POCUMENT)·., 

South African Heritage 
Resources Agency Library 

Accession No .. 2.a.O. .. ~.J.~.&.J.~: .... 
Location No . ............................................... .. 

Is the first step in making proposals that will enable the Cape 
Metropolitan Area as a whole to meet the challenges of the . 
new South Africa. Growth management at the scale of the 
entire Metropolitan Area has never before been attempted. 
This document therefore does not pretend to be final, 
exhaustive or comprehensive. 

It is intended to be a vehicle to stimulate thought and ideas 
from as many of the CMA's residents and institutions as 
possible about their future. The input of professionals and · 
experts is helpful, but it is the people themselves who must 
decide on the kind of city they want to live in. 

Much of this draft was drawn from inputs received from a 
series of workshops held in September and Octo$er 1993. In 
the new year the proposals contained in this report will be 
circulated via a wide ranging road show to as many interested 
and affected parties as require it for their input. These include 
municipalities, second tier government residents, business 
and labour organisation. Then, through the offices of the_ 
Western Cape Economic Development Forum, a series of 
workshops will be held and responses and comments will be 
incorporated into the Interim Metropolitan Development 
Framework .. This document will then be used as a general 
guide to short to medium term development decisions 
throughout the CMA. It should be ready early in 1994. 
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Figure 1 .2 
WCEDF & THE MDF 

· ORGANISATION 

1.0 INTRODUCTION 

1.1 PURPOSE OF THIS DOCUMENT 

This is a time of transition and the beginning of reconsttu tion 

in our country. It is clear that, for both practical and m9ral1 

reasons, patterns of urban development in the Cape 

Metropolitan Area (CMA) must change. The purpose of tHis 

document is to describe proposals for an Interim Metropolitan 

Development Framework or plan to guide essential chariges 

needed to restructure and manage the CMA. This discuss on 

document, once adopted, will provide a basis to guide de1ision 

making for urban development over the next two years. Tlhis 

should achieve greater functional efficiency, meet basic ndeds, 

as well as increase access to opportunities and promote e uity 

for all the people in the CMA. 

1.2 BACKGROUND (Figure 1.1) 

1 

The need for a Metropolitan Development Framework (IVID 

was confirmed at the "Caledon Conference" in June 1991. At 

this conference, representatives from community based 1 

organisations, service organisations and trade unions met ith 

planners involved in a range of planning studies in the CM . It 

was agreed that the Western Cape Regional Services Cou cil, 

with the assistance of the Cape Town City Council, WOl;Jld 

prepare an MDF with full public participation which wo~ld : 

• provide a guide for co-ordinated planning, developme t and 

growth management throughout the CMA; and 

• identify major development priorities and formulate• 

strategies on how to achieve them. 

I 
I 

The Western Cape Economic Development Forum (WCEpF has 

been established as a widely representative body to focus on 

the development of the Western Cape. It was also agreed that 
I 

· the MDF should be prepared under the auspices of the 

WCEDF's Urban Development Commission (UDC) (see 

Figure 1.2). 
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Figure 1.3 
DOCUMENT STATUS 

The UDC developed a statement of Principles for Planning and 

Development in the CMA, which was adopted by the WCEDF in 

September 1 993. This document includes a statement of broad 

Guidelines for Spatial Development. These guidelines form an 

agreed basis for work on the MDF and related projects. 

Additional guidance is also provided by the draft Vision which 

was developed by the WCEDF's Development Strategy 

Commission to describe the desired future for the CMA. 

It will take some time to complete the MDF and in the meantime · 

important development decisions need to be taken on an 

ongoing basis which could significantly influence the CMA in 

the long term. In August 1 993 the UDC therefore called for the 

preparation of an Interim ·Metropolitan Development Framework 

(IMDF) to provide a guide to decision makers until the MDF has 

been completed and in order to give forin to the previously 

accepted principles. 

This document reflects progress on the IMDF and draws 

extensively from earlier work of the MDF, a_s well as inputs from 

a range of workshops conducted during September and October 

1 993. At this stage the IMDF is not comprehensive or fixed, 

but sets out a logic and guidelines for development. 

1.3 THE STATUS OF THIS DOCUMENT 

This document should be seen as a draft for discussion. It is 

being circulated to all members of the WCEDF for their 

consideration. At the same time these proposals will be 

presented to various interested and a_ffected parties in the CMA 

to get their comments. Inputs from these processes will then 

be discussed at a workshop which is to be convened by the 

UDC. A revised IMDF, reflecting a consensus position of 

metropolitan stakeholders will be developed after the workshop, 

which will then be sent to the WCEDF for adoption. The 

revised IMDF will then be the decision making guide for urban 

development in the CMA. (See Figure 1 .3. Document Status) 
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Figure 1.4 
STUDY AREA 

Figure 1.5 
WESTERN CAPE 

AREA 

3 

The primary focus of the IMDF is the Cape Metropolitan Area, 

defined by the Western Cape Regional Services Council area , 

(Figure 1.4). 

The CMA can be divided into the Inner Metropolitan Area and 

the Outer Metropolitan Area: 

• The Inner Metropolitan Area which contains the bulk of the 

CMA's population and employment opportunities, ij eludes 

the more densely built up areas such as Cape Tow1, 

Bellville, the Cape Flats and the Metro South East (Figure 

• 

1.5). 

The Inner Metropolitan Area is experiencing the mo t rapid 

growth, generates the most econom[c activity and ontains 

the greatest concentration of disadvantaged comm1Unities. 

The Outer Metropollten Area includes ,:. natural ,i/ 
agricultural hinterland of the CMA whi~h is under greatest 

threat from the expanding Inner M~tropolitan Areaj It also 

contains towns like Atlantis, Paarl, Wellington, 

Stellenbosch, Somerset West, Strand, Gordons Ba as well 

as many smaller places which are functionally p$rt of the 

CMA. 

Figure 1.5 shows the Cape Metropolitan Area within th 

context of the South Western Cape. 
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2.0 SETTING THE CONTEXT FOR METROPOLITAN 
DEVELOPMENT - A PORTRAIT OF THE MA 

2.1 MANAGING URBAN GROWTH AND POVERTY 

Figure 2.1 

SOUTH AFRICA IN THE 

REGIONAL ECONOMY 

Figure 2.2 

SOUTHERN AFRICA 

POSSIBLE MIGRATION 

South Africa, despite the problems of its political transiti n, is 
I 

the most economically developed country in Southern A ,rica 

with 77% of the region's Gross Geographic Product (GGf) 

(Figure 2.1 ). The opportunities offered by this economy are 

_ attrac~(ng migrants from neig~bouring countries in sea,rc,
1
, of a 

better_ livj_ng_~t~_:1.d_a~~-'.,. ~~timftes suggest that the PW'/ region 

has attracted over 1,5 million Mozambiquans (Planact 1993). In 

addition, rural people in South Africa are migrating to ~itles to 

escape rural poverty. The CMA has itself attracted manJ 
' 

migrants from the Eastern Cape (See Section 2.2). 

., 
Cities, as the centres of the country's economy, provide most 

of the opportunities for employment and the success 9r ailure 

of its cities will determine the country's future as great 

demands will be placed on them. The four metropolitan reas 
I 

produce So"% of South Africa's Gross Domestic Product. 

Sustaining our cities, in the long term, is therefore critical not 

only to accommodate population increases, but also to cieate 

the economic growth necessary to ensure a decent qu~liJv of 

life for the country as a whole. Despite the strategic '. I 
importance of managing urban growth, this country does not 

have an effective urban development policy. Consequ:enlly the 

CMA lacks effective management and development strat gies 

to face the challenges created by decades of structura'I I 
underdevelopment, neglect of large sectors of the pop~lation, 

backlogs in housing and poor access to basic services; h alth 

and education. Violence will continue to escalate if nqth ng is 

done now to address these issues. To quote Robert 
I 

MacNamara : "if cities do not deal more constructively ,•th 

poverty, poverty will deal more destructively with cities. 

2.2 ECONOMIC COMPETITIVENESS 

4 

The CMA is economically the second largest of the country's 

metropolitan areas. Its well balanced economy managed Ito 

improve its share of the nations GDP from 13 % to 14 % during 

the recent recessionary phase. However, there is a dir~c! link 

between the economic success of a city and its functionJ1 

i I 



WHITE 

23% 

w 
705 000 

performance. As the country emerges from years of economic 

sanctions, it is re-entering world markets which have become 

increasingly competitive. The physical and economic structure 

of the CMA must therefore be efficient if it is to become 

competitive in a world economy. 

Facing this challenge is a metropolitan area which the World 

Bank described in 1992 as "among the most inefficien.t in the 

world". It is clear that the management.structures and .wasteful , .. · 

practices of the past are totally inadequate to meet either the 

needs of the rapidly expanding population or to protect the 

CMA's natural environment. 

2.3 THE PEOPLE 

COLOURED AFRICAN 

27% 

J\ i 
1 546 000 850 000 

Figure 2.3 

POPULATION BY RACIAL 

GROUP IN THE CMA 

Source: Wesgro 1992 

Figure 2.4 

AVERAGE INCOME 

PER WORKER 

INTHE CMA 

Source : Wesgro 1992 

i) Who Are They? 

The CMA is currently home to about 3.2 million people (RSC 

estimate). This population is largely made up of three ethnic 

groups. The composition of the population is changing rapidly. 

The African population is proportionally smaller in the CMA than 

in other cities in South Africa, but is the fastest growing 

segment of the population with an expected 44% increase 

between 1991 and 1995. The "coloured" population group is 

the largest in the CMA, constituting just over half of the total 

population. The racial breakdown of the CMA is illustrated in · 

Figure 2.3. The whites who are the smallest population group, 

are declining in proportion to the rest but have the highest 

income levels (Figure 2.4). 
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Figure 2.7 

CMA POPULATION 

PROJECTION WITH 

THE IMPACT OF AIDS 
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ii) Population Growth . 

The population of the CMA is currently projected to dou le over 

the next 30 years to 6 million people (Wesgrow : Figure 2.5). 

There are two important uncertainties which could alter his 

projection. These are the possibility of unprecedentiai la1rge 

scale migration from countries north of the Limpopo Riv!r and 

Aids. Migration could accelerate the CMA's growth ratJ to 5% 

p.a, and by 2020 increase the population to between 1 d million 

and 14 million (Figure 2:s1. Th~ counter to this is the relality of 

Aids, which coul~ .. reduce the number of people over 1 5 years 

old to present day levels within 20 years (Figure 2. 71. 

The CMA's population is growing rapidly. An estinfated 

21 7 000 people migrated to the metropolitan area betw en 

1985 and 1990. Analysts agree that the monthly migraton 

rate of 3 600 people is likely to decline over the next felw years 

to about 2 900. These statistics, however, may be misleading 

as this flow could be part of a large circular movement t6 and 

from the Eastern Cape. 
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THE CAPE METROPOLITAN 

AREA 

Figure 2.9 

IMPACT OF APARTHEID 

ON THE INNER 

METROPOLITAN AREA 

Figure 2.11 

WHERE THE 

PEOPLE LIVE 

/· 

(iii) Where Do They Live? 

The Inner Metropolitan Area contains 68% of the Western 

Cape's population, while the Outer Metropolitan Area accounts 

for a further 17% (Figure 2.8). 

Apartheid policies profoundly impacted on the location of 

different racial groups in urban areas. Through the Group Areas 

Act, a highly segregated urban structure evolved in the CMA 

(Figure 2.9) .. In the Inner Metropolitan Area, most of the 

poorest people live on the Cape Flats and in the Metropolitan 

South East (Figure 2.10). These dormitory suburbs are poorly 

located, being far from jobs, shopping facilities and recreational 

opportunities. In contrast, the white population lives mainly in 

the southern and northern arms in close proximity to 

opportunities, with high quality services and environments 

(Figure 2.11 ). 

Figure 2.10 

GEOGRAPHIC AREAS 
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DIVISION OF ECONOMIC 
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WESTERN CAPE 

Source : Wesgro 1992 

I ~I -T-O-TA_L_LA_BO_U_R_F_O_~C-E---,-, &-0-000---, 

-I 
-I 
I 
I 
I 
I 
I 
I 

I 

FORMAL EMPLOYMENT 736000 64 % 
INFORMAL / UNEMPLOYED 414 000 36 •4 

COLOURED 14o/, 

WHITE ' 

,_ 
Figure 2.13 

EMPLOYMENT IN THE CMA 

Source : We_sgro 1992 

Figure 2.14 

EDUCATION LEVELS 

IN THE CMA 

Source : Palmer Development 

Group 

iv) How Do They Cope? 

The Western Cape's economy is second only to the 

Witwatersrand, comprising 14% of the national GDP, despite· 
I 

the absence of minerals. The Western Cape has a diversified 

economic base (Figure 2.12) which enabled the region, to 

improve its economic position during the recession. The CMA 

plays a dominant role in the Western Cape with 85% of the 

region's Gross Geographic Product. All the new growth! 

sectors in the economy, such as high technology, tour,isJ, the 

service sector, light industrial consumer goods and procel sed 

agricultural products, are already well established in the , MA. 

The number of school leavers in the CMA currently requi es the 

creation of 30 000 to 44 000 jobs annually, instead of th 

16 000 that the formal sector is able to produce at prese t. 
' The CMA therefore has a high and increasing unemploy ent 

population (see Figure 2.13). Unemployment is further 

exacerbated by high dependency ratios, especially in low 

income groups. Low levels of literacy constrain access t • 

formal employment, which requires skilled labour, part;cJarly in 

the growth sectors of the economy. Of the estimated 1,! 
million economically active people in the Western Cape, 1,3 
million have less than Standard 4. This is due to the re~trkable 

dropout rate in coloured schools and the very low number of 

Africans at school (see Figure 2. 14). Inappropriate schodl 

curricula also fail to provide the skills required by the job 

market. 
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It is therefore no surprise that the CMA experiences widespread 

poverty. Figure 2.15 illustrates the distribution of households 

living below the Household Subsistence Level. Housing is 

another manifestation of poverty and inequality across the 

CMA. Only 31 % of all families are adequately housed (see 

Figure 2.16). Approximately 80% of new population growth in 

the CMA is concentrated in areas undersupplied with basic 

services such as potable water and sewage and waste removal. 
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HOUSING IN THE CMA 
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2.4 THE NATURAL ENVIRONMENT 

...,. 

• 1980 H=n 
1!180 • 1990 -

Figure 2.17 

CMA LAND CONSUMPTION 

Figure 2.18 

KHAYELITSHA 

-i~~ff?'"· .. ·.·. 
;x::-.:~_.· __ .... 

The CMA has a world renowned natural heritage. Its mo
1

untains, 

coastline and the Cape Floral Kingdom (containing 8 500 plant 

species, of which 70% occur nowhere else on earth) prof idea 

magnificent setting for the metropolitan area. However, there is 

more to the environment than scenery. The quality of the 

environment is critical to the long term sustainability of the 

economy and the quality of life of the metropolitan comJunity. 

Agricult~re, fishi~g and tourism show the great~st poten[ial for 

growth in the regional economy .. Clearly all environmental 

· resour~es -~~s~-~e- _carefully mf~aged_ to ensure __ that f_~!~f ~ _ ... ·: __ _ 
. development is environmentally sustainable. · In reality tle CMA is. 

ch·~;~~te~is~d _b; f~;;;·~~~;d ·i1stitutio~s and i;na9equ9te. fiscaL ·· . 

structures ;;,,Mch are unab~ to optimally manage the envlironm·ent . 

Low density urban development consumed 7 700ha of a ricultural 

land during the last decade (Figure 2.17). In the process1
, natural 

resources such as natural habitats, wetlands and ground water 

reserves were seriously affected. This form of development 

necessitates long travelling distances, is wasteful of eneigy and 

the private car traffic generated by it creates high leve'ls 

photochemical smog. 

The poor are mainly concentrated in areas of low envito mental 

quality. These communities face extreme deprivation w 

them to be concerned more with survival than with issu s of long 

term environmental sustainability. The lack of well locat 

housing is increasingly forcing communities to settle on 

land, adversely affecting both the environment and their own 

health (Figure 2.18 Khayelitsha). 

1 ("\ 
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ENVIRONMENTAL PROBLEMS 
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Care of the environment is today playing an increasingly important 

role in the way which cities are managed. Issues such as global 

warming and ozone deple~ion are great cause for concern and a 

reflection of the way we use energy. Creating a balance between 

development and conservation is central to the concept of 

sustainable urban development. Successful sustainable 

development demands less use of resources, less waste generation 

and better management of scarce resources. Pollution of marine, 

fresh and aquifer water resources in the CMA is increasingly 

impacting on the quality of its living environment (see Figure 2.19). 

In addition, the CMA will face serious short-falls in potable water. 

In the near future it is imperative to address all these issues since 

the quality of life in the future CMA will depend not only on 

economic success, but .also on sustainable urban development 

forms which could provide a quality living environment. 

Facing this challenge is a metropolitan area which the World Bank 

described in 1992 as "amongst the most inefficient in the world". 

It is clear that the management structures and wasteful practices 

of the past will not meet the needs of CMA's expanding 

population, pr.otect its natural environment.or enable it to compete 

internationally. 

It is therefore critical for the CMA to construct a development path 

for the future which ensures the long term survival of environment 
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2.5 JOBS, HOMES AND MOVEMENT PATTERNS 

Figure 2.20 

DISTRIBUTION OF 

POPULATION AND 

EMPLOYMENT IN THE 

i) The Inner Metropolitan Area 

Jobs are being increasingly separated from housing in t e 

metropolitan area. 

The central city, together with the wealthier northern 

municipalities and southern suburbs, houses only 37% of the 

people, but provides 80% of all the jobs in the Inner 1 
Metropolitan Area (see Figure 2.~0). · Apartheid creat,ed remote 

dormitory townships. These townships absorbed 80% f new 

population growth between 1980 and 1 990, while their I 
employment opportunities were restricted. Unless the OMA is 

restructured the majority of people will continue to travJI long 

distances to work at great cost to individuals, the econolmy and 

the environment. 
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Huge public transport subsidies, currently totalling over R 1 70 

million, are required annually to maintain this movement 

pattern. Since low density development is expanding, travel 

distances are constantly increasing. This requires a real 

increase in transport subsidies at 13% per annum. It is clear 

that these expenditures are unsustainable in the long run. 

I 
I 
l 
I 

However, if subsidies were removed, it would cost a commuter 
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transport. This has serious implications. for the poor. trapped in 
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THE OVERAL TRANSPORTATION 25% of personal budgets. People will be unable to afford to 

SYSTEM 

Figure 2.22 

RAIL SPARE CAPACITY IN 

THE INNER METROPOLITAN AREA 

live in these townships and their only alternative will be to 

occupy land located closer to jobs. If the release of affordable, 

w.gll located land is not well managed, further illegal land 

invasions such as what happened at Marconi Beam will become 

a reality. 

A complication with public transport is that despite good 

transport infrastructure, there is spare capacity on many 

services, which are often only congested in the peak direction 

(see Figure 2.21 l. The opportunity cost of this capacity is 

estimated at R240 million per annum. This suggests, that 

better management of transport infrastructure, and greater 

integration with land-use planning, rather than more investment, 

is called for. 
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TRIP GENERATION 

IN THE CAPE 

METROPOLITAN AREA 
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Figure 2.24 

THE CAPE METROPOLITAN 

AREA 

Costly low density sprawl has been made possible by tr nsport 

policies which emphasise private mobility rather than j 
accessibility through public transport. There is ·an unde Lying 

assumption, in many development projects that everyonr will 

eventually possess private cars, but in reality most people 

continue to depend on public transport. The transport e~phasis 

must now shift towards the provision of public transpoJto · 

satisfy current and future needs: 
1
1n addition, a new · I 

development pattern is needed which integrates jobs with 

homes. This will require a further shift in transport poliJy, away 

from mobility, towards the p.rovision of access and a reduction 

in the need to travel. 

ii) The Outer Metropolitan Area 

The CMA comprises the Inner Metropolitan Area and se eral 

regional towns with strong links to the Inner MetropolitJn Area 

and one another which are becoming stronger. Various Jervices 

are being operated on a regional scale, incl~ding the pro~ision 

of water, sewage works and waste dumping sites. Car bwning 

residents in towns within 80 km such as Somerset WesJ. 

Stellenbosch, Paarl and Atlantis are increa~~ngly commutng into 

the CMA. Every day 50 000 commuters tr~vel to the ln~er 

Metropolitan Area from these towns, and 20 000 comm ters 

travel outwards to the regional towns. This trend under ines 

the growing interdependence of the regional towns ar:id he 

Inner Metropolitan Area. 
Cl 
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2.6 SERVICE INFRASTRUCTURE 

TOTAL SHACKS = 88 664 

APPROXIMATELY 440 000 PEOPLE 

D TAP (28.6%) 

Figure 2.25 

ACCESS TO POTABLE WATER 

. SOURCE: PALMER DEVELOPMENT 

GROUP 1993 

Figure 2.26 

BLACK LOCAL AUTHORITIES 

IN THE CMA 

Despite a sound ov.erall infrastructure, the CMA has large 

disparities in levels of service provision. At the most privileged 

end of the spectrum 87% of white areas in the CMA have 

access to water borne sewage, while the least priviledged 3,4% 

(86 000 people) have no sewage facilities at all. 

Most basic service infrastructure needs manifest themselves in 

African areas. At least 26% of the CMA's population·who live, · 

in informal settlements have no access to clean water which 

has seriO!JS health implic~tions (Figure 2.25). 

A major development challenge facing the CMA is therefore to 
. u 

ensure that everyone has access to basic services. Problems 

of cost recovery make capital payment and cost recovery for 

service infrastructure difficult. This results from deliberate non

payment of service charges, but is also related to affordability. 

lkapa town Council for example, buys bulk water at 74c/kl, but 

sells it at only 34c/kl, whereas the average cost of bulk water 

supply in the CMA is 38,Sc/kl. A uniform, equitable and 
I 

affordable approach to bulk service charges is therefore a 

priority. 

Per capita expenditure in African areas is one sixth of that of 

white local authorities. It has been shown that through cross 

subsidising and a relatively modest increase in rates in the 

CMA, basic services levels could be achieved without incurring 

crippling costs. 
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2.7 VACANT LAND 

Figure 2.27 

VACANT LANO 

INTHE CMA 

Pockets of vacant and underutilized land totalling 1 9 00 ha in 

the Inner Metropolitan. Area are the result of wasteful lo 

density urban development patterns. (see Figure 2.25). This 

land constitutes an unique opportunity to provide wen I cated 

high density affordable housing with supporting mixed 1bnd

uses. 1 3 000ha of this vacant land is publicly owned. f his 

land could be released at affordable prices, and could mret 

projected growth for up to 15 years, even at relatively l<bw 

densities. There is therefore no need to persist in encroaching 

on environmentally sensitive areas or useful agricultural land. 

At the same time it is imperative to use the opportunities 

provided through the development of vacant land to incJease ' 

the functional efficiency of the CMA. Developing this I Ind at 

high densities within an appropriate framework will ehs re that 

efficient use is made of resources and that an effective rban 

structure is created. This will directly address the need of the 

poor. 
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2.8 URBAN MANAGEMENT 

_Figure 2.28 

LOCAL AUTHORITIES 

IN THECMA 

The CMA has a tradition of independent local authorities. The 

system of local management was expanded to create separate 

structures for Coloured and African areas. The resultant 

m<!nagement committees and Black Local Authorities (BLA's) 

have been widely criticised for being unrepresentative and they 

have also been found to be financially unviable. The urban 

management system which emerged from these developments 

is highly sectoral. In other words, housing policy and 

development are pursued independantly of transport, waste 

management and services. As a result, the co-ordination . 

necessary to manage an increasingly complex urban system is 

often lacking. The absence of effective metropolitan 

management led to the duplication of administrative and service 

structures in 34 local authorities (see Figure 2.26). It also 

contributed to urban sprawl. 
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The financial .implications of metropolitan urban spral1 re: 
I 
' 'i 

. ,I 

The threat of a serious breakdown in effective services 

delivery; 

Black Local Authorities facing bankruptcy; 

Increasing costs of servicing new peripheral devJ10 ment; 

and 

Significant conflicts which could arise in future -l~cal 
• i I 

government restructuring as structural inefficiences have to 

be shared by future local authorities (even if exis1tinlg debts 

are written off). 

Effective res.tructuring and urban resource managem~nt 

requires a strong, integrated government structure atlthe 

metropolitan level. However, the new draft constitut:ioJ only 

makes passing reference to metropolitan councils. I~ a!dition, 

local negotiations appear to favour a moder having st!rot g · 

primary local authorities, leaving the metropolitan au~ho(ity with 

no independent tax base, or enough power to engagJ i1 

effective restructuring. International experience indi+tis that 

although strong local authorities may be accountable!to local 

communities, they fail to provide effective management at the 

metropolitan level. Cities such as Sao Paolo, Rio de 1a !eiro, 

Mexico City, Los Angeles and Atlanta are all adoptin~ s ronger 

metropolitan·management structures after failures wi~h primary · 

local authority models (see Section 4). The inability io o· 

ordinat~ growth and the inevitable isolation of poor JeJs by 

rich authorities, result in both inefficiences and sociai i 1stability. 



2.9 PEOPLE EXPECTATIONS AND ASPIRATIONS 

1 

At one extreme the disadvataged communities see opportunities 

emerging from a new dispensation and at least some 

compensation for their sufferings under apartheid, being 

provided preferably at the expense of those who benefitted 

from apartheid. These people aspire to a middle class lifestyle, 

which is traditionally associated with white suburbia. 

These high. expectations.are. often expr.essed in.the form of 

demands, threats of violence and expressions of anger, 

particularly by the "lost generation" who now face an uncertain 

future, who have poor education and great ambitions. 

These very expressions of frustration have the effect of drawing 

investors away from the very areas most in need of 

development. 

At the other extreme, the white middle class fears a significant 

reduction in• quality of lifestyle, declining security, punitive taxes 

and an overall decline in living standards. These perceptions 

and fears have be_en heightened by increasing violence and 

robberies, the talk of affirmative action and the possibility of 

losing their livelihood. In many areas, there has been a move to 

retreat into now smaller autonomous local authorities, to protect 

homes and neighbourhoods. 

There is however, an important common theme in these 

extremes. Both communities wish for a similar, middle class 

lifestyle, and provided the opportunities for achieving this 

lifestyle are made accessible to the poor, the wealthy need not 

fear for the future. 

What is important though, is that all communities recognise that 

major changes in the structure, form and access to 

opportunities in the CMA will be essential if the legitimate 

. aspirations of the poor are to be met. 
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T . I . h d _,.... . h I d . b' here 1s a so t e nee to recognise t at ow ens1ty su , ur 1a, 
. I 

as a model for the whole metropolitan area is unsustainable, in 
' I I 

that it carries with it high environmental costs.· Thii in turn 

means the need·to recognise that an equitable and eifidient city 

must have higher urban densities in which jobs and Jthler 
I 

opportunities are concentrated, mixed land uses wh~re possible. 

Reliance on public transport also needs to be sustairi~b e in the 

long term. ·1 

I 

I 
Significant attitudinal changes therefore are a prerequis te to a 

. ' 
I 

successful future in the CMA. These changes must pe made 
I 

not only by the privileged middle class but by disadv~n aged 
. I 

communities. A common vision that encompasses tt,e concerns 

and aspirations of 'ALL' people in tha.CMA is theref6re crucial. 
- I 
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2.10 CONCLUSIONS : THE DEVELOPMENT CHALLENGES 

I 
The previous paragraphs highlighted some of the main 

. I 
deficiencies ,and opportunities currently pre$ent in th;e , MA. 

The development challenges emerging from these art 
, I 

'I 
I 

. I 
• to establish an effective, participative and flexible rban 

. ·i 
manage!:Tient policy to achieve: ·1 

I 

- stability; 

- economic growth; 

- efficiency; 

- quality of life; 

- equity; an_d 

- sustainability; 

• to establish integrated institutions at the metropolitan and 

local level which have the capacity, powers and! f nctions 
• I 

to implement effective change; ,1 

• to effectively address the basic needs of the poor, 
. I 

particularly employment, housing and educatiod; 
I 

• to create a robust and efficient urban structure to 

accommodate urban growth. 

· 20 
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3.0 WHAT KIND OF METROPOLITAN AREA 
DO WE WANT FOR THE FUTURE I 

~he portrait described in the previous section shows tlha the 
I 

CMA is facing serious development challenges. Recognising 
.I l 

:::;~:.;:n ::~::h:~:;;1:~::::,::: ::::'::•::;: I;;:~. 
metropolitan area we would like to have in the future.I ~he draft 

Vision of the Development Strategy Commission and thd 

WCEDF's adopted of Principles for Planning and DevJ10Jment in 

the Cape Metropolitan Area provide the foundation o~ Jhich 

the proposals of this do·cument rest. 

3.1 THE VISION 

I 
The Development Strategy Commission of the WCEDl has 

formulated a draft vision to develop the Western Cape i to one 

of the world's leading regions. According to the drafl v sion : 

21 

"This ;mpU,s md,,ss;,,g and o,o,.om;ng tha ,ff,cts of dJri ;n,tD,y 
I 

policies which have created imbalances and major shortfalls i the 

provision of basic needs for many of the region's inhabitank. We 
I 

commit ourselves to satisfying the basic needs of the popJla on and 

to the development of a strong and dynamic economy, sup~ly}rg 

quality goods and services at acceptable prices both to ou} oJvn 

people and on competitive world markets. 

We dedicate ourselves to the integration and sustainable deve opment 
I 

of the city and its rural hinterland, to the region as part of !the, South 

African nation and the African continent. Spatially and ecbnJmically 

our region will be more efficient. better integrated, and ablk td meet 

the needs of its inhabitants, in a manner compatible with dur unique 

and sensitive environment. 

Government of the urban areas and the region will be democ tic, 

open, participative and non discriminatory. In all ways thei · 
development of the region will seek to provide opportunities 'r all its 

inhabitants to realise their maximum potential and fulfilmef t fithin an 

environment of increasing choice and opportunity. • (The Visi n. --

date) 

WCEDPDevelopment Strategy Commission: September 1993 A Draft 

Vision for the Western·Cape. 



3.2 SPATIAL PRINCIPLES 

The WCEDF and its Urban Development Commission have 

adopted the following set of. spatial principles to guide the 

ongoing development of the Cape Metropolitan Area. 

"Planning and development work should seek to: 

a} Manage all urban resources (environmental, financial, cultural} in 

order to meet current basic needs and achieve long term 

sustainabl1ity through : 

• establishing a co-ordinated system of metropolitan growth · 

management informed by publicly agreed development priorities, 

• establishing a publicly agreed environmental policy and 

· management system. 

b} Guide and contain further urban sprawl by limiting the expansion of 

urban development into areas with notable agricultural, recreational, 

mineral or ecological potential. The intent is to protect potential 

resources from destructive development and to encourage 

maximum use of development potential within the urban area. 

cJ Intensify residential and other related development in existing urban 

areas where access to employment and public transport is the 

greatest. 

di Integrate the urban area through : 

promoting opportunity for affordable and appropriate housing in 

areas close to existing economic, social and transportation 

opportunities, 

• promoting a mutually supportive mix of residential, recreational, 

commercial and employment opportunities, 

• developing an effective, efficient and equitable transport system 

to better link jobs, housing and other urban opportunities with 

particular emphasis on public transporf. 

eJ Redress the unequal distribution of, and access to facilities and 

opportunities through : 

directing a significant portion of new investment into public 

facilities in areas of greatest need and encouraging private 

investment in these areas, 
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Figure 3.1 

THE PROVIDER APPROACH 

TO DEVELOPMENT 

Figure 3.2 

THE SUPPORT 

APPROACH TO 

DEVELOPMENT 

- facilitating greater access to existing opportunities and Icilities 

through improving the transport system and locating ne 

housing close to existing urban resources, 

• creating new centres for economic and other related acl'vities, 

together with maintaining and enhancing the economic itality of 

the metropolitan area's established centres of economi life in 

order to promote overall economic development, job ere tion and 

increased opportunities of all kinds. 

fJ Create quality urban environments which provide opportun ties for 

positive personal, social and economic development. 

[Source: The MDF Co-ordinating Working Group. June 1993. 

Principles for Planning and Development in the Cape Metropo itan 

Area. Third Draft] 

3.3 A NEW APPROACH 

i) People Centred Development 

Many other cities, facing similar complex d~velopmer\t roblems 

to the CMA, have found that traditional approaches to 

development where the authorities attempt to provide all 

housing and services for the poor, have been increasing y 

unable to cope. 

As a result, poor communities have had to make their oyvn 

arrangements, by building informal settlements on unselJviced 

pieces of land and creating their own jobs. In some citi. s this 

has created enormous problems of pollution, ill health a d 

poverty. 

These cities have therefore had to switch their approac from 

attempting to provide everything for the poor to supper ing the 

poor in their own development endeavours. This has pjomoted 

labour-bas~d constru~tio_n, ~mall business devel~pment, and the 

strengthening of the mst1tut1ons of the poor. This appr ach has 

had positive spinoffs in terms of economic empowerme~t and 

capacity building. 

The CMA is already showing symptoms of a failing "pro
1
vider" 

approach and our urban management approach should dhange 

to a "support" or people centred development approach that 

can optimise the resources of poor communities. 

3 
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ii) Co-ordination of Spatial Planning With Economic and 

Social Development Policy 

The experience of other urbanising cities indicates that the 

challenges of urbanisation require moving beyond a narrow 

focus on physical or spatial planning to more holistic, integrated 

and strategic planning which will ensure the co-ordinated 

provision and management of assets, services, facilities and 

infrastructure.- ·Policies affecting the physical ·development of--· 

the city must complement policies for economic and social 

development; 

iii) Metropolitan Co-ordination 

Effective co-ordination of development policies and strategies 

must occur across the entire metropolitan area. In terms of 

economic activities, environmental concerns, service 

infrastructure (eg. water supply, electricity, waste treatment), 

and social interaction, the Cape Metropolitan Area must 

function as one integrated system. Policies and strategies need 

to be consistent. Ad hoc and parochial decision making and 

policy implementation will constrain efficient and sustainable 

achievement of metropolitan development priorities. 

iv) Focus on Widely Agreed Development Priorities 

Development must ensure that limited resources are directed 

towards priority development needs. If they are to benefit from 

the joint commitment of the public and private sectors and the 

affected communities, these priorities need to be informed by 

inclusive processes of public participation. 

v) Linking Planning and Goal Setting with Ongoing Budgeting 

and Administration 

Planning and goal setting should be directly linked to the 

practical aspects of programming, finance and budgeting, and 

administration. 
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Figure 3.3 

BALANCE BETWEEN 

CONSERVATION AND 

DEVELOPMENT 

3.4 CONCLUSION 

However well conceived, a new approach to urban plan ing and 

development will only become a reality if our systems of urban 

management incorporate the above features. 

If not anticipated and effectively managed, urbanisati,on could 

deplete non-renewable resources, place enormous pr~s ure on 

limited public resources, disrupt the social fabric of the I 
metropolitan area, destroy the natural and cultural erivinonments 

and lead to a degeneration of the general health and :w lfare of 

the population. 

dynamic balance, maintain the order of the world - (Ala W 

Watts, The Way of Zen, 1957). This is a vital concept because 

it moves away from the idea that conservation and development 

are mutually exclusive. Rather they are two parts of the 

balanced and harmonious relationship which underpins the 

IMDF's proposals. 

In the next section other ·citiesare examinecf-whiGh-,-il-ltt t-rate -the __ _ 

failures, successes and consequences of urban managJment 
! 

decisions. 
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FIGURE 4.1 

CITIES REVIEWED 

4.0 LESSONS FROM OTHER CITIES 

Metropolitan areas in South Africa, including the CMj' re not 

facing new or unique problems. Reviewing developmen policy 

decisions taken in the 1960's in cities with similar sohia, 

economic and environmental concerns and their subs~qwent 

experience, allows us to see their outcome 30 years l~tJr. This 

enables us to understand the possible long term impli,ba]ions of 

current policy decisions and aspirations (up to 202oiJ 0learly 

the influencing factors in the 1960's differ from thosJ o the · 

1 990's, (for instance technologies and attitudes to I 
development). But there are enduring trends and relatio ships 

in cities w_hi~ change very little over time and thes~ pr vide 

the main indicators of likely outcomes. 

4.1 THE CITIES 

-- ----- --· -- - .. 

The cities reviewed were Los Angeles, Sao Paulo and C ritiba 

(see Figure 4.1 ) . 

Los Angeles was selected because its middle class lifie tyle is 

the suburban dream for many people around the world, 

including the CMA. The Brazilian cities of Sao Paulo Ian 

Curitiba were selected because of their many economic and 

social similarities to South African cities. These in.clJde similar 

disparities in the levels of liv_ing between rich and pobr nd 

·;x;re;ei~ hi;h~~-banisa;ion rates over the last thirty relrs. In 

addition from the sixties to the early eighties an undem, cratic 

and centrally controlled dictatorship ruled the countri. 
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POPULATION 2.3 M 

Figure 4.2 

THE CAPE 

METROPOLITAN AREA 

Figure 4.3 

SAO PAULO ON THE 

CAPE METROPOLITAN AREA 

POPULATION 6.8 M 

Figure 4.4 

LONDON ON THE 

CAPE METROPOLITAN AREA 

4.2 DENSITIES 

One area where comparison reveals major differences between 

the CMA and other world cities, is population densities. The 

city size comparisons on Figures 4.2 to 4.5 show that in 

comparison to London and Sao Paulo, Cape Town's 
1
density is 

very low. This makes it difficult to sustain viable businesses, 

public transport systems and public facilities as described in 

Section 2. The outstanding exception is Los Angeles with one 

of the world's lowest urban densities (eight dwellings per 

hectare). 

')"'7 

PIKETEERG 

POPULATION 12 M 

Figure 4.5 

LOS ANGELES SCENARIO 

IN THECMA 
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Figure 4.6 

LOS ANGELES PARADISE 

. Figure 4.7 

LOS ANGELES 

ROAD & RAIL NETWORK 

Figure 4.8 

_FREEWAY CONGESTION 

4.3 LOS ANGELES 

ii) 

28 

The Vision (See Figure 4) 

The vision that guided the development of Los Angeles was 

"Paradise: one house at a time". In other words, ever family 

would have the;, own plot that would be as large as pors;ble to 

accommodate a swimming pool and garden. Every household 

would have its own car(s) as this was seen as the b~st way to 

achieve the go-anywhere/anytime mobility, which w~s 

considered a right. (See Figure 4.6). 

The Result 

Los Angeles became a massive sprawling metropolis: 
' currently extends over 150km in length and, if superim osed on 

the Western Cape, would reach from central Cape Teiwt almost 

to Pik~tberg (Figures 4.5). It has one of th~ world's w°(st air 

pollution problems caused by more than twice the n~mler of 

motor cars than in the whole of South Africa. ' 

The freeway and parking requirements occupy 40% of t!he CBD 

and there is 1 O00kms of 8 to 12 lane freeways (see iFiJure 4.6 

and 4.8). (In comparison, the CMA has 1 00kms of mainlly four 

lane freeways). 

Fig re 4.9 

LOS ANGELES ON CAPE OWN 
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Figure 4.10 

SOCIAL INSTABILITY 

Figure 4.11 

SAO PAULO 

HIGH RISE 

Los Angeles could only afford this development pattern because 

of its enormous wealth .. If it was a single country, it would be 

the eleventh richest in the world with the second highest per 

capita income. (Jarreau 1990). 

In spite of this, Los Angeles suffers from: 

• serious air pollution; 
• an ineffective public transport system; 
• a large marginalised population of-people of colour and high ·· · 

levels of social instability (Figure 4.1 O); · 
• · a vast road infrastructure that is costly to maintain; 
• severe problems in trying to restructure its metropolitan 

area; . 
• · vast areas of inter-urban land which is now lost to 

agriculture through the absence of growth management; 
· • an inadequate public open space system; 
• · decentralisation of investment away from the central area 

to the periphery, as the wealthy seek to escape the poverty 
of the inner city; 

• an inability to afford this development pattern, any longer. 

Los An_geles is now trying to retrofit a public transport system 
at massive cost and to create a metropolitan government to 
address these problems_ .. 

4.4 . SAO PAULO 

i) 

ii) 

The Vision 

The planners of the 1960's in Sao Paulo openly stated their 
desire to follow the example of Los Angeles. Sao Paolo, 

. however, did not have the enormous wealth of Los Angeles 
with which to carry out this vision. 

The Result 

Although Sao Paulo has been an economic success it has failed 
tq adequately accommodate many or the enormous number of 
people attracted to it. 

Sao Paulo grew from 4 million to 17 ,5 million people over 
30 years (5% growth per annum), making it one of the world's 
fastest growing cities (Figure 4.11 ). However Sao Paulo has 
financial constraints, a sectoral approach to development, and a 
weak metropolita~ government, consequently : 

• Sao Paulo, which instead of sprawling outwards like Los 
Angeles, imploded. The wealthy moved into a high- rise 
forest of luxury apartments in the central City, consuming 
the safest, best serviced and best located land. Economic 
and politicaHactors·excluded the poor from these areas; 
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Figure 4.12 

SLUMS 

l 
• Sao Paulo's poor live in the outer parts of the city, often 

without adequate services and housing, and wifh poor 
access to social services and economic opportunit es . 

• Sao Paulo has an inadequate land planning and 
development system that cannot cope with gro-.;vt 

• 

especially in poor communities; i 
Invasions of land occur, creating unplanned, ina~c ssible 
and unserviced informal settlements; 

I 
. i 

• Many formal residential areas decline into slums' a they are 

converted into multi-family accommodation (see: Fitre 
4.12; I 

I 

• Sao Paulo has virtually no public open space sylte , as 
most well located vacant land has been illegally !odcupied 
and river systems normally left as open space, ~re highly 
polluted; and · , I 

I 

• The CitYhas a poor public transp'ort system tha~ akes it 
difficult for marginalised communities to gain adce s to the 
opportunities of the city. I 

Figure 4.13 depicts the Sao Paulo scenario in the cJA In this 
scenario, the people of the CMA would retreat to cehtr I Cape 
Town and areas along Main and Voortrekker Roads, lw ile the 
poor would remain on the outskirts of the city. i 

! 
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VIEW OF CENTRAL CURITIBA 

Figure 4.14 

CITY SCAPE 

Figure 4. 15 

CURITIBA 

MAIN ROUTE 

4.5 CURITIBA 

ii 

ii) 

The Vision 

In the 1960's Curit)ba took a fundamentally different view of its 
future from Los Angeles and Sao Paulo. This vision included an 
integrated approach to city management, a priority focus on 
public transport, and city growth which is environmentally 
sustainable. · 

The city established a strong metropolitan government with 
integrated .planning. and financial management.--. Curitiba's ... -.. 
leadership, under a determined mayor,·integrated all parts·of the···· 
urban system to meet the aspirations of all the people in the 
city. This was supported by long term political commitment to 
implement the vision. · 

Curitiba i_s a relatively small city which grew from 400 000 
people in the 1960's to 1,6 million people in 1990 (Figure 
4.14). Its growth rates have been similar to the CMA in the last 
decade. These rates are less than half those experienced by 
Sao Paulo. · 

The Results 

Curitiba has become a world leader in effective city 
management and even has a department o~ international 
relations to help share its successful experiences. 

Curitiba today has : 

• established a clear vision as to the form and structure of . 
the city; 

, • secured public commitment for its vision; and 

-- -......:....:.-established a highly efficient framework of five high density 
corridors with an emphasis on mixed use development 

_ along transport axes. Each axis is designed as a "trinary" 
road system _consisting of two exclusive bus lanes flanked 
by two local roads plus a further two high capacity, free 
flowing one way roads. 

The Curitiba transport system is combined with land use 
development and is based on legislation which encourages high 
density residential land uses with commerce and services. This 
combination creates the development corridors (see Figure 
4.15) 
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UAJOA BUS ROUTES 

3.2 Mill. 

Figure 4.16 

CURITIBA TRANSPORT AXES 
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POPULATION 

600 000 

56 % OF CAR 
TRIPS TO CBD 

tmm ioor~ 

Ii 
CAR CAR 
OWNERSHIP USAGE 

Figure 4. 17 

---THE CMA 

COMPARED WITH 

CURITIBA: USE 

OF PRIVATE CARS 

The success of Curitiba also includes the following : 

• It has an efficient public transport system throughou the 
city with an extensive network of feeder routes linki g the 
five transport axes or development corridors (Figure .16); 

• The efficient public transport system is well used de pite 
relatively high car ownership rates of some 330 v¢hi les 
per 1 000 population, compared to the Cape Metrop litan 
Transport figure of 140 cars per 1 000 population (F gure 
4.17). 

• The needs of the disadvantaged communities are m t and 
this has secured their trust and confidence in the 
programmes established; 

• It set up many small appropriate and effective proie ts for 
the disadvantaged including an innovative refuse re ycling 
system. 

• It created a strong and effective education program e, 
which uses the city's facilities to the full, to develop human 
resources; 

• 

• 

Ecological and environmental sustainability are achi ved 
with a sound plan for creating and using open spacJs; 

Curitiba has developed an innovative ~0_d creativ~ a!proach 
to problem solving. A ... "what will work at least c st" 
approach. 

Figure 4.18 illustrates the Curitiba scenario.in the CMA. 
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LOS ANGELES 

. Urban Sprawl 
= Pollution Destruction 

• Low Density = Costly 

. Restructure = Costly 

SAO PAOLO 

City Management Failure 
= 

Social & Structural 
Problems 

CURITIBA 

Integrated Metropolitan 
Government . ·_ Vision 

• Public Transport . Support for Vision 
• Sustainability 

High Density/Mix Use . Imaginative Approach ,. -. . Multi-Purpose Open Space 

Figure 4.19 

THE LESSONS 

i:-:--

4.6 SUMMARY 

ii 

ii) 

iii) 

Lessons From Los Angeles 

• Suburban lifestyles may not appear to cause problems 
when viewed in isolation. However, collectively there are 
serious long term implications for urban sprawl, pollution, 
environmental destruction and the ability to address the 
needs of the poor. 

• Low density development on the outskirts of the city is 
very costly and over the long term has massive individual, 
economic and environmental implications ... Los Angeles. 
illustrates the importance of containing urban sprawl. 

• The restructuring of low density cities is very costly and 
can be politically difficult. 

• Appropriate manigement structures at metropolitan level 
a_re essential to prevent inefficiencies and social instability. 

• A transport system based on primarily private cars is not 
sustainable in the long run. 

• - · Failure to address the needs of the poor leads to serious 
social instability. 

Lessons From Sao Paulo 

• Failure to manage urbanisation has serious implications to 
the quality of life in the city. 

• Failure to effectively address the needs of the poor has 
major disruptive consequences and can cause a total 
overload of services, transport, health and education 
programmes. 

• Sao Paulo also illustrates that failing to release well located 
land in a structured way seriously disrupts the land market, 
triggers social instability and leads to environmental 
degradation. 

Lessons From Curitiba 

• Curitiba illustrates the need to have a clear, realistic and 
publicly supported vision which meets the needs of all 
inhabitants. 

• It is essential to have an integrated, effective and 
accountable metropolitan management system. 

• The integration of urban activities_ through mixed use 
develol)llient corridors is essential to ensure an efficient 
urban _structure by reducing the need to travel and lowering 
transport costs. 

• Curitiba further illustrates the importance of focusing on 
the provision of a good public transport system. 
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s.o \ THE Elu1LoJNG BLOCKS OF THE CM~ 

This section describes the building blocks which muJt tie put 
together to form .a spatial framework for the new CMIA. 

I 

5.1 THE BUILDING BLOCKS OF THE PAST 

i 

I ·, 
Up to the 19th century the CMA was dense and· com:pa t with 
a rich mix of land uses along the Southern Suburbs ~nd 
Northern Municipalities. Railways and electric trains :th n 
introduced linear urban systems with concentrated attiJities 
around railway stations and intersections. In more r~ce1nt times, 
a number of urban planning beliefs as well as the mo;to~ car and 
its road requirements changed this pattern. The urban planning 

beliefs included separating work from home and desf~n~ting a 
single permitted use for each piece of land. These plan ing 
beliefs were taken further with apartheia to include s'.ep rating 
different groups of people. As a result of this, large ba ,ts of the 
CMA were developed far from the main transport roJte and 
existing urban activities. I 

5.2 BUILDING BLOCKS FOR THE FUTURE 
I 
I 

The parts of the CMA that work best remain the linear . orridors 
that developed in the last century. The review of su¢cessful 
cities around the world confirms that linear urban corridors and 

roads in a variety of forms play a major part in maki~g ]'hem ... 
work. .•· I 

, I 

Curitiba in particular, has developed urban as well aJ g,
1
een· 

corridors as an effective base for city development. !Adding the 
necessary supporting public transport systems has fclrther 

impr~v~~--the p~:~~-r=~n-ce-~~:e~i-ty. _ . .-.U~- -~~--
These components or· building blocks ·musfbe caref~lly~ · 
explained so that people can understand how the ph'~sical 
proposals will actually help to achieve the goals des4ri ed by 
the vision. 

5.3 .... BUILDING BLOCKS IN THE URBAN SYSTEM 

Five building blocks have been identified in the urba~ s stem: 
Activity Corridors, Activity Spines, Activity Streets, ~o es 
(Centres) and Suburbs. Together they comprise the ~r an 
system of the city and provide the basis for managinb ~he urban 
growth of the CMA. i 

ii ACTIVITY CORRIDORS 

.t . 
a•::::: 

; 
i 

. ,\ 

The term Metropolitan Activity, Corri~?' ~es<?rib.e_s t~~ ~~!.t,:rn of 

I 
. ,\ -":L. 

. I 

0 I - Figure 5.1 

EXISTING CORRIDORS 

AND NODES 34 

urban development such as is found between Bellville and Cape 
Town along Voortrekker Road and the railway line, a~dr.etween 
Cape Town and Simonstown along Main Road and t~e outhern 
Suburbs rail~ay line. [see Figure 5.1 l These corrido;rs are the 
best performing parts of the CMA .. They work well ~ecause: . 
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ACTIVITY SPINE 

WALKING DISTANCE 

.. · . . ': .... 

• they have areas of mixed land use where residential, 
commercial, industrial and recreational activities occur in 
close proximity eg. Parow, Maitland, Observatory, 
Ro_ndebosch and Newlands; 

• they have a public transport system supported by high 
population concentrations which can support more frequent 
serv.ices; 

• they have a variety cit economic activities. These thrive on 
high levels of passing trade, easy access, economics of 
agglomeration and visual exposure;·· .. 

• they also have supporting rail systems, arterial roads, and 
where necessary, freeway systems. In other words, a 
hierarchy of transport facilities that works as a system. 
People can live convenient lives in these corridors without 
having to use motor cars; 

• they support the growth of economic activity nodes at' 
major transport intersections where access is the greatest; 
and 

• they also have the full range of economic social, welfare, 
education and sporting facilities which can be shared by a 
large community, because they are accessible. 

Cre~ting Activity Corridors in those parts of the metropolitan 
area where there is no coherent and integrated structure, could 
substantially improve access to opportunities, provide jobs and 
fulfil a wide range of economic and social needs. They offer a 
means of integrating poor communities with few services into 
the more developed parts of the CMA. [see Figure 5.2] 

· The success of the Voortrekker Road and Main Road Activity 
Corridors is not an accident. They obey internationally 
recognised principles that have resulted in successful cities like 
Curitiba adopting Activity Corridors as an urban management 
strategy. One of the most important principles is to have as 
many people as possible Hving within walking distance 
(approximately 1 kilometre maximum) of a linear public 
transport system. [Figure 5.3]. Walking distance from the 
major road running through the Activity Corridor determines its 
zone of influence. Within this zone there should be higher 
densities. For a more in depth discussion of these principles 
see Dewar 1991, Newman and Kenworthy, 1990, etc. 

I 
I 
I_ 

I 
I 
I 
I 
I 
l 
I 
.I 

I 

----~-I 
I 
I 
I 
I~ 



I 
I 
J 
I 
I 

I 
I 

I 

I 
-

Figure 5.4 

ACTIVITY SPINE 

Figuire 5.5 

ACTIVITY STREET 
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ii) METROPOLITAN ACTIVITY SPINE 

At the core of the Activity Corridor is the Metropolitan A[ctivity 
Spine which is the major road, like Voortrekker Road, or Main 
Road, on which most of the public transport services ru. , and 
which supports most of the businesses and communi,ty I 
activities in the Activity Corridor. There are a number ot 
important requirements for the Metropolitan Activity Spine to 
function correctly: 

• they must be routes of metropolitan significance; 

• 

• 

• 

• 

they must be supported by high densities (200 per ons per 

hectare or more); l 
they must make direct continuous connections bet een 
metropolitan nodes or centres, (eg Cape Town to I 
Claremont and Epping to Bellville). Discontinuous ]outes 
will not be effective; · : 

-rl 

they must be major bus and combi taxi as well as rivate 
motor vehicle routes. However, the emphasis sli\0J1d be on 
traffic calming, enhancing pedestrian safety and ac ess to 
adjacent activities, rather than on high speed thr,ou h 
routes; and 

they must be supported by high speed, long distan e 
transport routes like freeways, arterial ·roads, and t e rail 
system. 

Achieving maximum efficiency from road based public transport 
I 

systems requires a special design approach. In South 1merican 
cities this has been achieved by placing a protected bus lane in 
the centre (median) of the road. When coupled with hi~h 
occupancy buses (300 seaters), this arrangement has created 
an extremely efficient transport system. Where possiblf, this 
cross section is proposed -fQf--Metropoli_ta_o,.hctivi_t_y_§pi es in the 
CMA.[seeFigure5.4]. · ·· - ·· ------

iii) ACTIVITY STREET -

The principle of businesses and social facilities cluste-ri 

I 
g along 

major routes serving passing trade does not only apply to major 
routes like Metropolitan Activity Spines. These principl,es can 
operate along any road that attracts enough passing trJde to 

make businesses and community facilities viable. Ho_ w~ver, not 
all roads warrant high capacity public transport system like 
Metropolitan Activity Spines and it is important to iden ify 
smaller scale routes, which can provide important opportunities 
within local areas. These are called Activity Streets. For 
example, roads in the CMA that currently function as Activity 
Streets are NY3-Sithandathu, Retreat Road, Belgravia Abad in 
Athlone, Elsles River Halt Road, Lower Main Road in, 
Observatory, Forest Road and Bobs Way in Meltonrose There 
are also roads in the CMA that could function as Activity 
Streets, but which have not been appropriately designJd, for 
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ACTIVITY CORRIDORS 

AND NODES 

example, Morgenster or Westpoort Road, in Mitchells Plain. [see 
Figure 5.5]. 

iv) NODES (OR CENTRES) 

"Node" describes a place of high accessibility, usually where 
important streets intersect.. Generally the greater the amount 
of vehicular and pedestrian traffic through an intersection, the 
bigger the node or centre. This principle is used by traders 
wishing to locate their businesses in a place that attracts as 
many people as possible. Transport interchanges, where people 
change from buses or combi-taxis to the train and vice versa 
also provide good locations for shops, offices and community 
facilities as well as the informal sector. 

Nodes can form where "Activity Spines meet with Activity 
Streets or other Activity Spines. These principles have given 
_rise to major nodes like Bellville, Claremont and Wynberg, as 
well as many smaller centres. Where Activity Spines intersect 
there is the potential for a major node to develop. New nodes 
of any size can also be developed according to these principles. 
For instance, a metropolitan node has been proposed at Philippi 
East. Here freeways, major arterials and the Mitchells Plain
Khayelitsha railway line all intersect with one another. Nodes 
can create the social, economic and physical character of a 
residential area or suburb that distinguishes it from other areas. 
For example, Lower Main Road in Observatory, Mitchells Plain 
Town Centre. [see Figure 5.6]. The urban areas around nodes 
should_ function as urban villages offering a full range of 
activities ·within a pleasant environment, rather than as 
monotonous dormitory suburbs, industrial estates or office 
parks {Urban Village Group 1992). 

v) DENSITIES 

Sections 2 and 4 show that densities play an important role in 
the efficiency of cities and their successful functioning. The 
higher the density, the stronger the flows of passing trade and 
therefore the more viable are shops, community facilities and 
public transport systems that depend on these flows for 
support. The positive effects of high densities can be further 
improved by channelling flows of people on their journeys to 
work or home along· a few selected routes, ie Activity Spines 
and Activity Streets. The highest densities should be promoted 
along· Activity Corridors. · This means that as many people as 
possible should live and work within walking distance of an 
Activity Spine in order to benefit from its advantages. [see 
Figure 5. 7]. Densities can reduce away from Activity Spines. 

However, there are instances where the provision of low 
densities is necessary because some people prefer to live on 
large plots further from the city. Providing they can afford the 
expense of travelling longer distances, this option should be 
available within limits. These areas of lower density are 
described as the SUBURBS. The limits to the outward growth 
of lower density suburbs on the fringes of the city will be 
described under the Green System. 
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. Three density zon·es are therefore proposed: 

• 

• 

Over 350 people or 70 dwellings per hectare Witlin 100 
metres of the Metropolitan Activity Spine. : 

. : 

Over 150 people or 40 dwellings per hectare witl'..in 
approximately 1 km of the Metropolitan Activi~y Fpine. 
These first two density zones fall within the A¢ti ity 
Corridor. : 

in the Suburbs). This should occur outside the A. tivity 
Corridor and inside the Urban Edge, see Sectiqn .3. 

; 

It should be noted that high density DOES NOT IMPLY IGH 
RISE. It is possible to develop over 100 dwelling units ber 
hectare at ground level only. This can be achieved iri iri-situ 
upgrading of informal settlements. Some three to fo~r !torey 
walk up schemes, like Springfield Terrace in Woodst0c •, have 
achieved densities of 1 50 dwelling units per hectare. This is as 
high as it is necessary to go if people do not wish to·liv in high 
rise apartments. 

A SINGLE INTEGRATED URBAN SYSTEM 



5.4 BUILDING BLOCKS IN THE GREEN SYSTEM 

SYSTEM 

INTRODUCTION 

It is generally agreed that the CMA's unique natural 
environment is its most important asset. Section 2.3 indicated 
how seriously environmental resources are being threatened by 
low density sprawl on the urban periphery. The lessons from 
other cities discussed in Section 4.0 clearly identifies the need 
to contain outward urban growth in order to manage costs to 
individuals, the economy·and the·environment·in a sustainable 
manner. 

The dominant forces in-city management and development tend 
to concentrate on the building blocks of the urban system. 
Achieving the balance suggested by a sustainable approach 
means that the role of green building blocks is equally 
important. As with the urban building blocks this document is 
not proposing anything new other than using the needs of 
people and natural systems as the basis of a system for growth 
management. The success of this approach has been 
demonstrated in Curitiba. Four major roles for the Green 
System can be identified: 

• To control further urban sprawl, especially into precious 
: agricultural areas e.g. by defining an urban edge; 

• To provide opportunities for space extensive activities, 
such as parks, sportsfields, golf courses, walk\ng and 
bicycle trails, market gardening, nurseries and woodlots, 
nature reserves and -places of cultural activity; 

• To deal with various urban requirements like acquiring 
water supplies, sewage disposal, stormwater management, -
waste tip sites, cemeteries or memorial gardens; and 

• To conserve important natural systems, such as, river 
catchments, wetlands, aquifer recharge, and estuaries. 

Two building blocks in the green system are proposed: a 
Metropolitan Open Space System and an Urban Edge. 

All of the green activities mentioned above should be 

coordinated into a single system, based on the linear pattern of 
rivers and streams. This building block is referred to as a 
METROPOLITAN OPEN SPACE SYSTEM (MOSS). MOSS in the 
CMA does not refer only ;to green system·s within an urban 
area. but includes large peripheral areas of forest, nature 
reserves, river catchments and agriculture. · This document 
prop·oses that outer green areas should be integrated with those 
within urban· areas to form one continuous system. · ' · 
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Figure 5.9 

THE GREEN CORRIDOR CONCEPT 
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Continual reference has been made throughout this document 
beginning with the Spatial Principles about the need ,totontain 
urban growth. The URBAN EDGE must become a legall 
defined line beyond which no urban activities should b 
permitted. This line is important in preserving land-Lise such as 
agriculture on fertile soils which should not be develop d in the 
long term interests of the CMA. [see Figure 5.8]. 



Figure 5.10 

LINKING THE URBAN 

AND GREEN SYSTEMS 

LINKING THE URBAN AND THE GREEN SYSTEMS . 

There are important interconnections between urban and green 
systems. Green systems should operate at a number of scales. 
At the local scale they should penetrate neighbourhoods, by 
providing parks, linear corridors along rivers and streams and 
connecting them to large river systems and regional parks. At 
the metropolitan scale a green lattice should overlay the urban 
area linking it to the major open spaces such as the mountain 
chains ~nd farming areas that surround the Inner Metropolitan 

Area. [see Figure 5.1 O]. 

The green system provides not only recreational and social 
opportunities but is an integral part of the life cycle of the city 
absorbin·g stormwater, treated sewage, and domestic refuse 
and other waste products, as well as the disposal of the dead. 
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ENVIRONMENTAL PROTECTION 

i 
I 

i 
I 
I 
r 
I 

In-ensuring that the green system is maintained and!pr tected 
from urban encroachment it will be necessary to maha e and 
control air and water pollution. Noise and aesthetic!coJ1ntrols 
will also be necessary to preserve and enhance the lq ality of 
green and urban spaces. Controls will be necessaryi to! prevent 
buildings, power lines and other structures from ob~curing or 
spoiling views, (see Sections 7 and 8). ! . 

i 

BALANCE AND SUSTAINABILITY 

I 
To achieve a sustainable balance between conservatio I and 
development is the great challenge of the future. Aiclear 
understanding of the importance of this balance muJt , e 

I 

reflected in the IMDF if it is to be a successful growth 
management tool. i 

I 

i 
Barry Gasson in describing the biophysical environmen of Cape 
Town observes that: "Urban development and the nbtu1ral 
landscape upon which that development occurs are knf 
inextricably interdependent totality: the urban syste~ akes 
demands upon the landscape and the landscape hasi 

requirements and attributes that are neglected at socie 1y's 
peril." . r 

I 
It is clear that the CMA stands at the crossroads. If lfu ure 
growth and change is uncontrolled, then urban chaok, epletion 
of non-renewable resources and despoliation of one .bt the 
world's more spectacular sceneries, is inevitable. 

Growth management is therefore essential. It needs to be 
based on an explicit environmental ethic. One that is 

I 

negotiated with all the entire CMA's inhabitants an.d~to which_ 
people, their politicians and officials are committed. lit ust _ 
start from the premise that the capability and suitabilit 1_,of the 
physical environment must be explicitly established, ianf that 
land, water and air are seen as resources rather thani as 
commodities to be exploited. · , 
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6.0 THE PROPOSALS 

6.1 INTRODUCTION 
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This section describes the physical proposals for the CMA. These, 
proposals are drawn from the first five sections of the document, ih 
particular the section on 'building blocks'. · I 
These proposals form the basis of a physical framework to guic;le the 
development of the CMA. 

There are five separate layers or categories of information. 

These are: 

Q Metropolitan Open Space System 
iQ Transport System 
iiQ Activity Corridors, Nodes and Suburbs 
iv) Infrastructure 
v) Environmental Protection and Development Zones. 

The proposals are presented at three levels or scales: 

• 

The Inner Metropolitan Area which contafn's the greatest 
concentration of people, employment and poverty, it has the 
potential for enormous growth. 

The Outer Metropolitan Area which includes the surrounding 
Boland and Swartland within the CMA. 

The CMA: At this scale proposals are made for enhancing Ii kages 
between towns and villages and maintaining the rural hinterland 
of the CMA. 

Beyond the CMA some ideas are submitted regarding the rol of the 
South Western Cape particularly the Berg and Breede River 
Valleys. 

Presentation of information in separate layers and at various 
scales assists in understanding the proposals. The assem;bly of 
information layers, illustrations of how it could look and its 
presentation at three scales is shown,. 

ILLUSTRA11N AT THREE SCALES 



6.2 TRANSPORT PROPOSALS 

Inner Metropolitan Area 

Transport is an important structuring element of the new 
metropolitan area providing access to economic, social and 
leisure opportunities as well as the means to travel. 

A fully integrated system is proposed which includes different 
modes such as: rail, bus, combi-taxis, private car, cycle and 
pedestrian. These modes together with interchanges, taxi ranks, 
planning operations and funding are all proposed to be managed 
by a metropolitan authority. 

There is a priority focus on public transport • this is because: 

1. It has been proved impossible to construct roads so as to 
'build' out congestion; 

2. A large proportion of the population is dependent on public 
transport; 

3. 'If the city works well for the poor it will work equally well for 
the rich'. 

No matter what the modal split of the number of nodes provided, 
the public transport system must provide the following basic 
essentials: 

Q Mobility: The opportunity to travel to fulfil social, economic 
and cultural needs; 

ii) Accessibility: It must be possible by means of the hierarchial 
system to obtain access to all land use activities; and 

iiQ Public Transport: Facilities for a public transport system 
must be provided in accordance with demand. The basic 
primary system must provide for the poorer, captive section 
of the population. 

The fundamental approach is to minimise the need to travel 
especially long distances. · 

Proposals 

The basic transport framework is comprised of a system of Activity 
Corridors which provide land use and transport facilities, linking 
nodes or development centres thus helping to integrate the 
wealthy and the poor of the metropolitan area. The Activity 

-Corridors-deseribedan Se-ction 5 include Activity Spines which 
may have road based public transport systems located within 
them. These transport systems must be supported by other 
longer distance public transport facilities as well as a system of 
major roads and, where necessary, freeways. The public transport 
facilities in the Activity Spines help to provide opportunities for 
economic development and fulfil some of the access and mobility 
functions of the Activity Corridor. 

Forming part of the Activity Corridors and essential for the support 
of the Activity Spines are two secondary systems: 

1. Network of Activity Streets and District Distributors linking 
neighbourhoods which are cut off from each other and 
catering for short trips. This sub-system thus makes it 
possible to reduce the frequency of signal controlled 
intersections on the supporting arterials as well as diverting 
the short trips from the freeway system. 

2. The Freeway/Arterial System which provides mobility and 
se_rves the essential longer distance trips both within the 
metropolitan ar~a and to and from the outer towns. The 
responsibility for funding this system has rested with the 
Provincial Administration and the Department of Transport for 
some 20 years and much of it is already in place. 

3_ 

.;: . i . 

. It will be necessary, however, to extend this system in the future. As I 
with all major transport projects a social cost benefit study from a 

· developmental perspective should be undertaken and will be made I 
transparent to the entire metropolitan community and its 
representatives. 

The Commuter Rail Network plays an essential role in regard to 
mobility and provides opportunities for the development of 
commercial nodes at stations. The extension and development of I 
the rail network should also be subject to a social cost benefit 
analysis in determining its economic justification and prioritisation. I· 

In some instances MOBILITY routes, like freeways and limited access 
arterials, will have dual roles such as SCENIC ROUTES looking onto 
GREEN ACTIVITIES; and they can also fulfil a role in marking the URBAN 

1 EDGE. 

TRANSPORT INTERCHANGES situated at strategic intersections should 
play an important role by giving access to higher levels of socialfacilities .

1 and economic opportunities than will be available elsewhere. 

Integrated with the MOSS and the high access routes, i.e. Activity Spines, 
Activity Streets, and District distributors should be a metropolitan wide 

1 NETWORK OF CYCLE AND PEDESTRIAN ROUTES. 

The AREA WIDE TRAFFIC CONTROL SYSTEM should be completed to 
assist the transport network as proposed. 

This PROPOSED TRANSPORT SYSTEM should be seen as a CANDIDATE 
for a COMPUTER MODELLING and PUBLIC PARTICIPATION exercise in 
order to evaluate these proposals. 
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• Transport Proposals: Towns of the Outer Metropolitan Area 

Introduction 

Transport proposals in the small towns of the Outer Metropolitan Area 
must satisfy the same fundamental essentials as the more complex 
Inner Metropolitan Transport Area, namely: mobility, access and 
public transport. 

Minimising the need to travel is even more critical in these towns 
because they do not have the economic strength or thresholds to 
support costly public transport systems. Unfortunately apartheid has 
located some low income residential areas beyond walking distance of 
the social, economic and leisure opportunities that the towns have to 
offer . 

Proposals 

The main street (or streets) of each town, with connections where 
possible to the townships, should be designated as an Activity Spine. 
This will allow people to maximise the benefits of economic activity 
thresholds and contribute to reintegrating these small towns. 

As with the Inner Metropolitan Area two secondary systems should 
support the Activity Spine: a network of Activity Streets, and an 
arterial system to bypass the Activity Spine .. 

The nature and timing of the construction of a bypass is critical to 
the economic health as well as the environmental quality of the town. 
If constructed too soon, it could threaten the economic benefits 
gained from passing trade. If built too late, the environmental 
quality ·of the town could be damaged, from the vibrations of large 
trucks, and from the pollution from motor vehicle traffic in general. 

There must also be transport interchange facilities that will 
accommodate buses and mini-buses as well asinformal activity and job 
creation .. 
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Atlantis 

The main road through Atlantis should be reconnected directly to th Old 
Mamre Road, so that the bypass can be closed for a few years to enbourage 
traffic to pass through Atlantis and thereby increase market thresholds. 
Atlantis' desperate economic circumstancP-s certainly warrant drastic action. 

There must also be transport interchange facilities that will accommo ate 
buses and mini-buses as well as informal activity and job creation. 
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Cape Metropolitan Area Transport System 

Introduction 

The transport system at the scale of the whole CMA has three main functions: 

i) to connect the various towns and villages and the Inner Metropolitan 
Area; 

iQ to provide links with the rest of the country; and 

iiQ to provide a network of scenic routes that will provide views of the 
outstanding scenery of the CMA. Rail, freeways, and limited access 
arterials all have a role to play in this regard, particularly beyond the 
Urban Edge of the Inner Metropolitan Area 

Proposal 

Proposals will mainly focus ort the establishment of a network of scenic routes. 
The other functions of access between towns of the CMA and links with the 
rest of South Africa are already well catered for by current transport policy. 
Bri~f lT!_ention will be made of these aspects. 

"_; 
A system of roads that serve as scenic routes should be identified and 
managed as such. They should also serve a network of tourist facilities, 
accommodation and resorts. 

While these routes should be kept in good repair, care should be taken that 
realigning of carriageways does not impair the visual and scenic qualities of 
the routes. Where possible picnic sites and lay-byes should be provided. 
Design speeds need not be high on these routes • their capacity will remain 
good because of the extremely low side friction. This is because of the 
relatively few intersections on these roads. Within the Inner Metropolitan Area 
many scenic routes can serve as limited access arterial·routes and have an 
important mobility functi.on. Because of this, scenic routes can provide a 
mobility function, serving as limited access arterial routes, in many instances 
especially within the Inner Metro Area. 

Where possible, old roads, eg the old Helshoogte Pass between Stellenbosch 
and Franshoek, should be revived, because of their spectacular alignments. 

There should be a special system of signboarding and maps to promote 
scenic routes. 

Over time the functional interdependence between the towns and the villages 
.of-the.Outer Metropelltaft"Areals°likely to increase. This will give rise to 
increased commuter and freight traffic. 

At present there is a bias towards road transport leading to greater safety, 
congestion and maintenance problems. All these towns are already 
connected to the Inner Metropolitan Area by an underused rail system. Steps 
should be taken to preserve and improve the use of this system in the medium 
to long term. 

Increasing the usage of the existing rail system should also apply to 
connections with the rest of the country. 
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AND URBAN EDGES 

Introduction 

The Metropolitan Open Space System (MOSS) is one of the 
major structuring elements of the Cape Metropolitan Area. 

An integrated MOSS based on a careful analysis of 
environmental resources and hazards is proposed. It 
should provide opportunities for all the 'green' and space 
extensive activities that communities require. This 
includes enhancing and protecting those scenic features of 
the Cape Metropolitan Area which are major contributors to 
the quality of life, as well as drawcards for tourism. 

It is important to ensure access by public transport to 
MOSS by residents of the Cape Flats and Metro South East, as 
well as to the mountains and beaches, especially at off 
peak times. On the Cape Flats and Metro South East the MOSS 
must be expanded and improved. 

Where possible open space uses should perform a number of 
functions simultaneously,· eg. bird sanctuaries with sewage 
ponds; playing fields with detention ponds. 

I 
Moss Proposals:lnner Metropolitan Area I 

An URBAN EDGE is proposed to limit further urban development in l 
the short to medium term (10 years). Outside of this line, _ 
predominantly rural land uses and activities such as nature 
reserves, forestry, agriculture, tourism, market gardens, small 
holdings and mining should be permitted and maintained. I 
Development outside the urban edge should be low key with compact 
farm villages and homesteads. No developments should be visually 
obtrusive. 

Within the uiban edge a NETWORK of OPEN SPACE should be provided to I 
contain the wide variety of activities required for the 
metropolitan area to sustain itself; i.e. environmental sinks 
like waste water treatment plants, waste tips, stormwater I 

. management systems, productive areas like woodlots, plant 
nurseries, market gardens, recreation and education areas like 
playing fields, walkways, and environmentally sensitive areas 
like rivers, woodlands, wetlands and dams. This network must I 
overlay the entire built up area and connect it with the regional 
open spaces and mountain chains. 

It is important that land forming part of the open space network be I 
maintained through functional uses to prevent it degenerating 
into vacant litter strewn wastelands. 

SCENIC ROUTES must be protected and enhanced both as an important J 
resource for tourism and to provide access to open space areas. 
The more people have access to environmentally important areas, 
the stronger the lobby for their protection. In some instances 
scenic routes can double as limited access arterials. Scenic I 
routes can also be one sided in that they may form the boundary • 
between an urban area and open space area. e.g. Strandfontein Road 
adjacent to Philippi Farms or the proposed Main Road No. 1 Bypass 

adjacent to the Bottelary Hills. I 
MARKET GARDENS and SMALL HOLDINGS situated outside the Urban 
Edge, have a role to accommodate space extensive activities like 
keeping horses or growing vegetables. They should not be used tori 
light industry, construction or warehousing purposes. 

ENVIRONMENTAL SINKS like waste disposal sites, cemeteries an:I 
sewage farms require clear management policies and guidelines to I 
ensure effective management and control. 
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MOSS Proposals: Towns of the Outer Metropolitan Area 

MOSS is critical to the livelihood and quality of the small towns 
because of their intimate relationship with the surrounding 
countryside. 

With the exception of Atlantis the growth of these towns· depended 
historically on close linkages with the surrounding river systems for 
water and fertile land for food. 

For example, streets were lined with furrows and streams were 
diverted along them to supply water in the days before high pressure 
water systems. 

Today, this close relationship has been lost to the detriment of the 
qualities of these small towns. 

Proposals 

URBAN EDGES around these towns should be fJXed and control exercised 
1 

over the location of future urban development The scenic qualities 
of the open space systems through these towns should be maintained and 
increased, especially in the low•income areas where preservation of 
river systems, tree planting etc. has been neglected. There should be 
tree planting along major roads in these towns, restoring a once 
characteristic feature of tree-lined main streets. 

Atlantis 

Whe"re possible an interconnected system of open space should be 
developed. There should be tree planting wherever possible and the 
old tree lined Mamre Road, presently ignored in the development of the 
town, should be incorporated at least into the open space, if not also 
into the transport system, as a pedestrian or cycle route. 

Paarl 

The scenic qualities of the Main Street should be preserved, in 
particular the farms on this street, which makes Paarl notable 
amongst South African towns and villages.The Berg River is a feature 
of metropolitan significance and should become the social, 
recreational and environmental heart of the town. Activities along 
its edge which turn their ba,ck on the river like the police and fire 

- stations, should-be-replaced with tourist facilities. 

Urban_ sprawl up the slopes of Paarl Mountain and towards Wellington 
should be halted. 
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Stellenbosch 

This is one of the region's architectural and historic gems and the 
conservation policies in force must be maintained and reinforced. 

The town's high quality tree planting and open space programmes 
should be extended to ldasvallei, Cloetesville and Khay a Mandi.: 

Somerset West/Stmnd/Gordons Bay. 

The golf course and wetlands on the AECI site should be extend-ed along 
the Lourens River into a system that connects the Helderberg to the 
sea 

The qualities of the beach and dune area along the coastline shbul - be 
protected from indiscriminate urban development, similarly urban 
development in the Helderberg basin should be carefully managed and 
high quality fertile soils protected wherever possible. 

A fine balance needs to be found between providing tourist faciliti 
and protecting the productive capacity of the land outside of the 
Urban Edge around Somerset West and Strand. · 
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MOSS Proposals: Cape Metropolitan Area 

The Cape Metropolitan Area outside of the Urban Edge bounding the 
Inner Metr9politan Area and the small towns contains the scenery (the 
wheatlands, vineyards, and forests, and a backdrop of spectacular 
mountain ranges) that has made this region internationally famous. 

The CMA also contains much of the region's primary economic 
production, agriculture, forestry, and mining of building materials. 
Important remnants of the fynbos biome, one of the world's floral 
kingdoms, are also found here, some of them in protected nature 
reserves. The Peninsula Mountains are now protected as part of the 
Cape Peninsula Protected Natural Environment (CPPNE). 

Proposals. 

URBAN EDGES should be defined around all the existing settlements in 
the CMA. 

Specific areas for botanical conservation, recreation, environmental 
education, cultural activities, farming and small holdings outside of 
the Urban Edge should be identified. 

The Berg,-'Diep, Eerste and Sand River systems should be given special 
conservation and amenity status. 

Similarly the mountain ranges and prominent hills like the Bottelary, 
Paarl Mountain, and the Papagaaiberg, Tygerberg, Blaauberg, Koeberg, 
Kanonk~p. etc, should be given special conservation status within the 
rural areas. 

Generally of the CMA: 

• 

. ; 

·The CPPNE principles should be extended over.the entire range of 
mountains, hills and nature reserves. 

Funding for conservation should be mobilised by a conservation 
agency with development approach. 

Water demand patterns should be changed to reduce consumption. 
(This should also be done within the urban areas). 

Farming methods should be encouraged to become more organic 
according to the principles of permaculture, thereby reducing 
chemical pollution of soils and water. 
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SUBURBS 

Introduction 

ACTIVllY CORRIDORS, NODES and SUBURBS are structured by 
the transport system and the MOSS. This network forms the 
structure for reintegrating the CMA, and redistributing resources. 
It should improve access to employment, shopping, recreation 
and residential opportunities, especially in the poorer parts of the 
city. , 

The logic behind the proposed network of Activity Corridors and 
Nodes is that urban activity, business, residential, and community 
facilities, must be intensified along public transport routes. This 
will raise the thresholds created by .passing.trade,.to levels which 
can support business activity, convenient public transport and 
efficient use of public facilities, like libraries, halls, hospitals etc. 

Increasing the efficiency of the transport system should lessen the 
need for excessive transport subsidies, and free up resources for 
investment into the poorer parts of the CMA. At present these 
areas are not attractive to investment because of dispensed, low 
density, urban environments, which are made worse by high 
levels of poverty. Thus Activity Corridors could achieve two 
requirements; create the necessary thresholds for investment, and 
free up the resources to make those investments. 

· MOSS plays an important role in constraining the outward sprawl 
of urban development contained in the Activity Corridors, Nodes 
and Suburbs. The quality of the urban areas is improved by close 
integration with the MOSS. 

The proposed high density of residential development within the 
Activity Corridors may provide the opportunity for reducing travel 
distances. It will, however, considerably increase the number of 
trips made. For example, the Cape Flats presently has an average 
density of 66 persons per hectare which would generate (at 0.4 
trips per person) approximately 26 trips per hectare. At the 
proposed density of 70 dwellings per hectare which could be 
equivalent to some 350 persons per hectare, the number of trips 
generated per hectare at the same trip generation rate, would 
come to about 150 trips per hectare. Consequently, the arterial 
roads supporting the Activity Spine must be planned and provided 
if the_A~ivity Spine is not to become hopelessly congested. 

Research should be done on the effect on the modal split that will 
result from an increase in densities, in particular trips that are 
likely to be made by private car. It may be that although there are 
many more trips, a large percentage will be made on foot because 
of the convenient location of various activities. 

The remainder of the urban areas are the SUBURBS. In these 
areas, prevailing low densities could remain • affording 
opportunities for low density living for those who can afford the 
costs of their space extensive lifestyles. 

Some parts of the townships, far from Activity Spines have also 
been designated as low density areas. This is because it will be 
impossible for resources to be invested evenly throughout all the 
townships and decisions will have to be made to invest where the 
greatest benefits can accrue. This will be closer rather than further 
from the Activity Spines. However the opportunity should exist for 
people living far from the Activity Spines to move closer to them. 

At strategic intersections of two or more Activity Spines or Streets, higher 
thresholds will exist than elsewhere. This situation has given rise to 
existing NODES like Cape Town, Bellville, ClaremontM/ynberg and should 
form new nodes at places like Philippi City, Nyanga Station etc. Nodes of 
various sizes should form the basis of city, town, village or suburban 
centres • all of which should project a special and unique character. 

While it is proposed that urban areas should be mixed-use i.e. contain a 
wide range of industrial, commercial, residential and recreational uses, 
INDUSTRIAL AREAS where large manufacturing concerns can locate have 
been identified. These are generally adjacent or near to the Activity 
Corridors and accessible from the public transport system and road 
network. The location of toxic or pollutant industries should be the 
subject of further study. 

• Activity Corridors, Nodes & Suburbs : Inner Metropolitan Area 

The network of Activity Corridors and Nodes in the the Inner Metropolitan 
Area is based on the METROPOLITAN ACTIVllY SPINES. These routes, 
as described in the Transport section, carry a variety of different transport 
modes and intense urban development. The supporting short (activity 
steels) and long cfistanee (freeways. arterials and rail) transport networks 
described in the transport section are not shown on this accompanying 
diagram. . 

Activity Spines are supported by ACTIVITY CORRIDORS. The extent of the 
Activity Corridors is loosely defined by walking distance from the Activity 
Spine, i.e. 500 to 1 000 metres. These consist of two broad zones· an 
inner HIGH DENSllY ZONE within 100-150m of the Activity Spine where 
residential densities should be greater than 70 du/ha, and an outer 
MEDIUM DENSllY ZONE of the Activity Corridor where densities should 
be greaterthan 40 du/ha. Corresponding intensities should be achieved 
for commercial and industrial activity. Where appropriate, MOSS should 
break the continuity of the Activity Corridors. 
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It is important to note that densification should not be summarily imposed. 
Although higher density development is beginning to appear in the parts I 
of the linear Metropolitan Area proposed by Activity Corridors it is often in 
the face of extreme resistance. What is required is a marketing exercise 
aimed at re-orientating current perceptions about high der,sity, as well as 
a supportive policy environment. I 
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Activity Corridors, Nodes and Suburbs proposals : 
Towns of the Outer Metropolitan Area 

The concepts of Activity Corridors, Nodes and Suburbs also apply to the 
towns of the Outer Metropolitan Area. The same principles of linear activity 
routes governed by walking distance apply equally in these towns. 
Historically, with the exception of Atlantis, these towns developed along a 
Main Street and this pattern of development still prevails today. It is important 
that this pattern is reinforced, to reduce pressure on urban development to 
sprawl into the surrounding rural area, consolidate the urban economy, 
reintegrate the low income dormitory suburbs on the peripheries, and 
conserve the unique and historic character of these towns. Atlantis is different 
in that these qualities have to be created rather than conserved. However, the 
same principles still apply. 

Proposals 

• Identify and designate the Activity Spines in these towns as shown on 
the accompanying diagrams. 

Allow a wide range of economic opportunities to occur along them. At 
present there are few opportunities for informal economic activity, like 
street trading to gain access to what is the strongest market hold 
in these towns. 

• Permit increases in densities within walking distance of the Activity 
Spines. 

Ensure that nodal development, for example shopping malls, is located 
in a way that reinforces rather than dissipates market thresholds 
(Somerset Mall may not have been correctly located in this respect). 

Encourage higher density developments in the Activity Corridors rather 
than the Suburbs. 

Atlantis 

I 
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I Special measures need to be t~k~.n in Atlantis, especially with regard to 
cre.ating a_Jpore flexible~.r,f~¥~.-~a!~ill.!n~~~tt:~-~D.C?_l!l.i_9,~~~ ,crg;~:).c::g .. ~ ~,~;cirex 
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perhaps on the lower slopes of Kanonkop, should also be investigated. 
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Activity Corridors, Nodes and Suburbs proposals : Cape Metropolitan Area 

Proposals based on Activity Corridors, Nodes and Suburbs have been 
elaborated in the previous sections on the Inner Metropolitan Area and Towns 
of the Outer Metropolitan Area and will not be repeated. 

However, continued growth of the urban areas in the CMA will occur, and the 
concept of dense integrated growth must be vigorously pursued. 

The Urban Edge shown on Figure 7. should be the limit of urban development 
for the next ten years. 

Strict Urban Edges should be maintained in Paarl, Wellington, Stellenbosch (in 
particular to stop the sprawl of Khaya Mandi into the adjacent farmlands), 
Franschoek, the northern and eastern edges of Somerset West and southern -· 
edge of Gordons Bay. Expansion could occur northwards from Milnerton and 
southwards from Atlantis, and in the Helderberg Basin. 

The approach of allowing urban expansion, with certain exceptions on the 
West Coast and immediately north _of Strand is consuming precious 
agricultural land and indigenous vegetation. Existing settlements should be 
intensified and consolidated and new ones designated on strategic transport 
intersections. This location will ensure passing trade. 

Medium Sized Satellite Towns require intensification and compaction. Many 
have been separated by apartheid policies which have created problems of 
low thresholds. 

Possible regional development axes from Atlantis southwards to Milnerton and 
between Paarl and Wellington should be examined. 

The"re is a need to integrate low income townships into the residential fabric 
while maintaining the unique identity of Paarl and Wellington. This could 
occur by indiscriminately making the two centres continuous. As has 
happened between Durbanville and Bellville. 

Small urban settlements such as Dassenberg, Kalbaskraal, Philadelphia. 
Klipheuwel, Fisantekraal, Hermon, Klapmuts, Eisenberg, Koelenhof, 
Simondium, Groot Drakenstein, Wemmershoek,-Pniel, Johannasdal, Kylemore, 
Vlottenberg, and WeberS"'.allei offer potential for development that will preserve 
the surrounding agricultural land and strengthen the thresholds of these 
settlem~nts. Many of these settlements require social and economic 
investment to address issues of poverty. 
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6.5 ENVIRONMENT AND DEVELOPMENT AREAS 

Introduction 

The previous sections do not indicate the current socio-economic 

and environmental conditions of the CMA. Projects and policy 
must take into account the different conditions existing in different 

parts of the CMA if they are to be effective. Two main sets of 

conditions are portrayed here; 'Environmental Areas' which reflect 

conditions relating to the natural environment, and 'Development 

Areas' which respond to the range of social conditions in the 

various urban areas of the CMA. 

Inner Metropolitan Area 

Proposals : Environmental Areas 

• CONSERVATION PRECINCTS should be declared in areas 

where buildings and landscapes historic and/or tourism 

value. These are generally found in the older, established 

parts of the CMA although there are important historic 

buildings in the agricultural areas of the Cape Flats, 

Winelands and Wheatlands of the CMA. 

• 

Building. development should not be permitted within 1 :50 
YEAR FLOODLINES. As far as possible the natural contours 

of the 1 :50 year flood lines should be preserved. These 

areas can be used for a variety of MOSS uses. 

Further urban development should not be permitted on 

SLOPES GREATER THAN 1 :4. This will contribute to 

maintaining the visual qualities of the CMA's mountains and 

hills. 

MINIMUM NOISE STANDARDS should be applied and the 

design of urban areas should _take cognisance of them by 

ensuring that only compatible land-uses are located in areas 

of high noise pollution. Freeways are dangerous for 

pedestrians as well as being sources of noise pollution, so 

locating residential areas near them is of particular concern. 

Residential areas· and shopping, employment and 

community facilities should be located so that it is not 

necessary for pedestrians to make frequent trips across 
freeways and limited access routes. 

Polluting activities like motor vehicle commuting and certain 

types of industry should be controlled especially in AREAS 

OF HIGH POLLUTANT LEVELS. 

Residential areas should not be exposed to POTENTIALLY 

HAZARDOUS ACTIVITIES like nuclear power generation, oil 

refining, chemical and fertiliser manufacture etc. 

WAJ"ER AND SOIL POLLUTION through the excessive use of 

chemical fertilisers, pesticides and herbicides in market 

gardens, residential gardens, farms and golf courses should 

be controlled and replaced by organic methods and 

permaculture: 

Design of urban development on the sands of the Cape Flats 

· and Metro South East should take into account the high 

water table, cold wet winters, hot windy summers, wind 

blown sand and absence of shade. 

Stormwater management should be addressed i existing areas prone to 

flooding. 

• 
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Development on mineral deposits, in coas al areas, over the Cape 

Flats aquifer and abutting scenically impo rural areas should be 

controlled. j 
Design of urban development on the san s of the Cape Flats and 

Metro South East should take into account the high water table, cold 

wet winters, hot windy summers, wind bloJm sand and absence of 
shade. Stormwater management shou·ld Je addressed in existing 

areas prone to flooding. I · 
Location of urban development within urlban growth boundaries 

must be guided by environmental conditidns that ensure that it will 

be in areas of lowest resource value an risk. 



I 
Proposals : Development Areas I (Headers correspond to numbers on the diagram). 

1) 

2) 

3) 

4) 

5) 

ESTABLISHED URBAN AREAS 

Create affordable low income housing with access to urban amenities and resources. 

Facilitate more intense development where access to public transportation, work 

opportunities and public facilities are greatest. At the same time ... 

Facilitate greater integration of urban land uses, through (a) development of residential 

opportunities for all income groups in the central city, b) mixed use development within 

designated potential 'activity corridors', and (c) facilitating permissable home industries 

within current residential areas. 
Develop in a manner that is compatible with a healthy, pollution-free environment. This will 

include preparation of environmental management policy and emissions control regulations. 

-Utilise vacant land to achieve development goals. -

SUBURBS 

Development should be closely informed by adopted environmental management policies 

and strategies. 

Facilitate social programmes which address the needs.of the domestic workers, street 

children, the homeless and the elderly. 

PUBLIC HOUSING ESTATES 

Embark on community up-grade programmes which integrate development of community 

infrastructure and public spaces, local employment, and job skills training for local residents. 

Facilitate development of employment and commercial opportunities in and close to existing 

public housing estates. This can include small business and home industry development 

PLANNED NEW RESIDENTIAL TOWNSHIPS 

l 
I 
I 
I 
I 
I 
I 

Facilitate mixed use development and an increase in local employment opportunities. _

1 Increase residential opportunities close to transport and public amenities. 

Embark on a community up-grade programmes whic_h integrates development of community 

infrastructure and public spaces, local employment, and job skills trainingfor local residents. '' 

INFORMAL SETTLEMENTS 
Prioritise provision of basic services. I 
Embark on a community up-grade programme which integrates development of community 

infrastructure and public spaces, local employment, and job skillstrainingfor local residents. I 
If residents are required to move to permit up-grade. ensure that relocation is kept to a 

minimum and that viable alternative accommodation is provided. 

Facilitate mixed use development 
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Towns of the Outer Metropolitan Area 

Introduction 
With respect to environment and development zones, the same generic categories that apply to 
the Inner Metropolitan Area apply to the towns of the Outer Metropolitan Area. However, there are 

specific proposals that apply to particular towns. 

Proposals : Environmental Areas Conditions 

Q Atlantis 

I 
I 
l 
I 

Atlantis' innovative use of ground water recycling to provide water should be carefully I 
monitored as changes in the chemical composition of the water may be occurring. 

• If it is considered necessary to attract toxic·or pollutant industry, like iron and steel foundries 

iQ 

to the CMA, Atlantis due to its relative isolation from large concentrations of population and I 
need for economic growth, may be considered an ideal location. 

However, this should not provide an excuse for substandard pollution control. 

Paarl, Stellenbosch, Somerset West, Strand, Gordons Bay 
Pollution levels of Paarl's industry, as well as the water quality in the Berg River should be 

carefully monitored. 

Historic precincts should be protected and urban design guidelines to transform 

unsympathetic building overtime should be implemented, particularly in Paarl Main Street, 

Stellenbosch Town Centre and parts of Somerset West. 

I 
I 
l 

• No further development, especially low density urban sprawl which is threatening the hills 
and lowerslopesoftlie mountains around these towns, should be permitted, particularly on 

slopes greater than _1 :4. I 
Proposals : Development Areas 

• 

iQ 

Smaller Outlying Towns I 
Implement an overall regional economic development strategy to develop employment 

opportunities to absorb local unemployed. 

Productive potentiai of agricultural land should be protected by establishing a growth I 
management strategy which will contain outward expansion of towns. 

Assure provision of basic services to all. 

Create broader access to public facilities and amenities. 

Integrate provision of the above with provision of local employment and job skilts training. I 
Agricultural and Rural Areas 

Evaluate and manage valuable agricultural, environmental and scenic resources. 
Intensify and diversify agricultural and economic activities. I 

I 
I 

I 
I 
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Cape Metropolitan Area 

Introduction 

There are a number of critical environmental issues facing the CMA as a whole. These include 

the availability of water and supplies increasing pollution, in particljlartir pollution. 

At this scale, issues around Development Areas are largely confined to ;urb n settlement and have 

been addressed in previous sections. 

Proposals : Environmental Conditions 

The issue of water supply and demand must be urgently addressed. any farmers are 
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dependent on irrigation systems especially during the summer months anld there is a concern that 
these supplies will not be protected. · 

Water usage patterns also need to be altered. The CMA presently enjo s high quality potable 

water at ail points of supply. This approach requires expensive treatment ~r continual use offresh 

resources, requiring water from expensive dams further and further from t!je point of consumption. 

Building dams also has an impact on the environment The Kogelberg 1
1
\lational Heritage site is 

threatened by proposals to build a dam there to supply the Inner Metr:opolitan Area. 

A white, grey and black water supply system in the CMA entailing recylng of water should be 

investigated. 

A range of appropriate measures and devices should be introduce.d t reduce industrial and 
household (especially wealthy) water consumption. 

Air pollution levels, particularly from industry now cast a brown haze over he South Western Cape 

from False Bay to Picketberg, considerably reducing the amenity value ahd air quality, especially 

on the West Coast 

Measures to control pollutant smoke stack emissions, particularly in ind us rial areas like Montague 

Gardens, Epping and Sacks Circle should be introduced. 



6.6 INFRASTRUCTURE 

Infrastructure required to provide services such as potable water, 

sewage, electricity and waste removal, can take on many forms 

which each require specific proposals. In order to focus on the 

realisation of a desired urban structure described in Section 5.0, 
two basic sets of information are needed. These are regarding the 

availability of infrastructure in areas requiring growth and the • 

capacity of available infrastructure to absorb new growth. Little 

information was available to the team to make proposals based on 

these criteria and thus remain as a crucial area of future work. 

6.7 THE COMPOSITE FRAMEWORK 

In the previous sections the various layers of the IMDF were 

described. In this section, the combination of these proposals is 

illustrated. Some detail has been omitted to avoid cluttering the 

composite diagram and to make it easier to understand. 

The composite diagram largely comprises the MOSS and the 

Activity Corridors, Nodes and Suburbs. Freeways and the Activity • 

Spines from the Transport Network have also been shown. 

Environment and Development Zones have been omitted. The 

latter layers should be used as a guide to make policies derived 

from the framework more appropriate to particular conditions on • 

the ground. 

What it shows • 

This section also indicates how the spatial principles have 
informed the proposals. 

• The composite framework shows how the Inner Metropolitan 

Area could be integrated into a single balanced system. 

The core of the system consists of four primary metropolitan 

centres, Cape Town, Bellville, Philippi and 
Wyn berg/Claremont. 

The Activity Corridors with their inner and outer zones of high 

density give guidelines as to where the urban activities of the city 

should be intensified. 

The framework of Activity Corridors provides a logic for locating new 

facilities and activities across the Inner Metropolitan Area. 

I 
I 
l 

This serves as a basis for redressing the legacy of apartheid that has 1-
physically, socially and economically, marginalised black and 

coloured communities, by incorporating these areas into a single 
unified urban system. 

Between the Urban Edge and the Activity Corridors are the Suburbs. 
I 

These are areas where low density can prevail. In the past this 

pattern of development has been subsidised implicitly by receiving I 
priority on annual budgets or explicitly grants by central government 

to balance the books of wealthy outlying municipalities. It is 

essential that the Suburbs become self supporting in order to free up 

funds for expenditure in those parts of the city that really require it. I 
The Suburbs and Urban Development g~nerally is contained by the 

Urban Edge. This line delineates wher;-'urban development should I 
be prevented from continuing to consume agricultural and rural land. 

The MOSS balances the system of Activity Corridors, Nodes and 

Suburbs. 

It has two major components: 
J 

Firstly, outside of the urban edge are large expanses of agricultural , . ., 
and natural areas, important for the long term sustainability and 

quality of the CMA. These include the Winelands and the 

Wheatlands, the Mountain Chains and the Coastlines and major I ' 
open space components within the Inner Metropolitan Area, for 

example, False Bay Coastal Park, Philippi Farms, Driftsands Nature 

Reserve, Kuilsriver Floodplain and the Swartklip • Wolfgat Nature 

Reserve sector. I 
• They are located on a network of Activity Corridors 

supporting the Activity Spines of Voortrekker Road, 

Symphony Way, Watton/Lansdowne Road and Main Road 

between Wynberg and Cape Town. 

The second component consists of the various rivers, canals and 

open spaces within the urban area which together can form an open 

space web or network that is easily accessible to the various urban I 
- --- · communities--Gf--the Cape...Metropolitfl._n Area_,_ . __ .:__--

• There are two diagonal Activity Corridors within this core 

system, supporting Klipfontein and Modderdam Road 

Activity Spines. 

• Clipping onto this core system are further Activity Corridors 

and Activity Spines, integrating outlying urban areas into the 

network. 

• These areas include Milnerton, Durbanville, Kraaifontein, 

(Fisantekraal), Blue Downs, Meltonrose, Khayelitsha, 

Mitchells Plain, Strandfontein and Muizenberg. 

• At intersections of major routes, nodes or centres already 

exist or could develop in the future. 

• In particular it is anticipated that town centres that have not 

developed could now do so and serve places such as 

Belhar, Blue Downs and Khayelitsha Town Centres and 

integrate them into the Metropolitan area. 

The MOSS thus forms the physical basis for managing the CMA I 
natural and environmental resources. 

Together the various components described above should create the 

basis for the CMA area becoming an efficient and pleasant place for I 
all its residents to live in. 
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6.8 ACTIONS TO SUPPORT THE SPATIAL PROPOSALS 

Four different arenas of policy change·were identified in order to support the 

necessary development programmes. These are: 

• Institutional; 

• Management; 

• . Finance; and 

• Legislation and regulations (Provincial and local government ordinances 
and by-laws, as well as parliamentary acts). 

Institutional 

The following key actions were identified in order to allow for effective 

changes in the institutional framework: 

• Establish strong metropolitan government with an integrated 
man_agement approach; 

• _ Establish a range of autonomous and independent utility companies and 

community enterprises to meet needs from the metropolitan to local 
levels; 

• A liaison between the EDF and Local Government Negotiating Forum 

must be established. 

Management 

The following key actions for change have been identified: 

• 

• 

• 

A metropolitan planning authority must be established which integrates 
and co-ordinates land use, infrastructure and transport planning. 

A major task is to create a management framework and style which could 

effectively serve the development needs of the larger community, 
especially the disadvantaged. 

Innovation and action must be promoted instead of control through 

regulation. 

Finance 

The following actions have been identified: 

• The State needs to reach an agreement with Black Local Authorities to 
write off their debt since this constitutes a major stumbling block to 

change. 

• All subsidised lines of credit must be avoided. 

• Basic utility services and other public goods must be provided together 

with affected communities in order to facilitate investment by residents 
living in marginalised areas. 

• Programmes to reduce entry levels to various forms of economic 
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activities such as trading, housing and manufacturing, must be designed. 

• Financial resources must be allocated to projects identified as.priorities 

by broadly supported development forums in appropriate community 
· based development projects. 

• A network of community saving schemes to circulate cash and activity, 

must be built and supported. 
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• 

• 

• 

• 

Investment in basic utility services and other public ~oods il e sential to 

facilitate investment by residents living in marginalised area~; I 
Design programmes to reduce entry levels to various forms ,of conom1c 
activities such as trading, housing and manufacturing; j 
Allocate financial resources to projects identified as prioritie~ b oadly 
supported development forums; 

Encourage payment of capital and operating costs by users in return for 
better services; 

• Build and support a network of community saving schemes; 

• Encourage financial institutions to redirect and restructure part f their 
investment programmes into housing and job creation projects 

I . ' 

• Build a network of periodic markets; 

• Devise an investment charter for international lending agencies to ensure 
that their programmes contribute primarily to the development f the 

CMA and not to its costs; and ' I 
• Investigate the potential for a one-off transitional investment prlgramme. 

Legislative and Regulative . 

The major task is to create a set of legislation and regulations which will 

enable the people of the CMA to effectively manage and control ?evrlopment 
where necessary. In addition, the following must be done: 

• The drafting of an Urban Management Act must _be undertaken, 

• Existing legislation, such as LUPO must be used to implement changes 
in the regulatory system; 

• The Sub Regional Plans which support the IMDF be approved n terms 

of the Physical Planning Act to ensure that the plans are imple ented; 

• Mixed land use zoning should be extended, especially along e 
proposed activity corridors; 

• All proclaimed main roads must be de-proclaimed; 

• All road widening schemes must be reviewed; 

• Motivate for a multi-level metropolitan road system which distinguishes 

between road providing mobility (freeways), routes providing pf otected 
transit (railways and bus routes) and routes providing access t 

opportunities for pedestrians (arterial and activity roads, as wel as 
pedestrianised areas); 

• Review the current regulato!Y framework with a view to remove all 
constraints to mixed use developments; · 

• Provide for_ a vacant land tax in areas in need of restructuring; 

• 

• 

Place moratoria on all infrastructure developments which do. not support 

the agreed metropolitan development framework; l 
Promote dual occupancy in low-density 'suburbs' dominated b single
detached dwellings; 

• Provide for conditions attached to rezonings in order to suppo the 
implementation of the metropolitan development framework; 



• 

• 

Protect areas with agricultural zoning from township development; and 

Promote the establishment of development gains taxation in order to limit 

wasteful development patterns. 

6.9 THE FIR.ST STEPS TOWARDS RECONSTRUCTION 

This section starts the process of identifying action projects towards 
implementing the physical proposals. The actions described here could be 

pursued during the interim period and should be supported wherever 

possible. These actions are: 

• . Predominantly high density affordable housing. 

• 

Youngsfield, Wingfield, Culemborg, Ysterplaat, Marconi Beam, BelMlle -

Durbanville, Brackenfell - Kraaifontein, etc; 

High order commerce, industry, sport, health and educational facilities . 

Metro node at Philippi, major nodes at Mitchell's Plain Town Centre, 
Khayelitsha Town Centre, Blue Downs Town Centre, Belhar Town Centre, 

Nyanga East etc and along all important intersections/transport 
interchanges/rail station activity spines in the Metro South East and Cape 

Flats, as well as elsewhere; 

• Definition of an urban edge. Approximate position indicated, however 
further work will be required to define cadastrally; 

• Consolidate and extend MOSS. Identify and demarcate project areas. 

Same work are completed for CCC in 1993. This needs to be extended 
across the CMA and environmental evaluation. Various imaginative ways 

must be found to implement proposals; 

• Urgent social and economic investment programs. Manenberg, 

Bont~heuwel, Lavender Hill, Ocean View, Nyanga, Guguletu, Langa 
Browns Farm, Site C, Site B, parts of Khayelitsha Towns 1 and 2 etc etc; 

• Short term extension of transport routes. Symphony Way, Blackhea!h 
main road, Zandvlei Parkway - also upgrading and altering geometrics of 
roads forming Activity Spines - Voortrekker Road, Main Road, Lansdowne 
Road, etc; 

• Public re-evaluation of current transport proposals according to broad 

based developmental principals, and not to only according to 
transportation links. Priorities must reflect a total bias to Public 

Transport, a need to shorten, not lengthen, trip lengths, understanding 
that capacity may be reduced on some routes and how will this be 
catered for. 

• Intensification of 'missing' corridors such as Symphony Way, Steenberg 
Spine and Wetton Road 

Similar actions are appropriate in the Outer Metropolitan Area, however, further 
work is needed. · 
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7.0 HOW COULD THE PROPOSALS LOOK 

7.1 INTRODUCTION 

In the previous two sections a broad outline of the pla f and 

some more detailed proposals were made. In this s~ct on, the 

possible outcome of those proposals are illustrated. S me 

detail emerging from the layers in Section 6.0 were horever 

omitted to avoid cluttering in the composite diagram, a]~d to 

make it easier to understand. ' 

The composite diagram largely comprises the MOSS a ~d the 

Activity Corridors, Nodes and Suburbs. Freeways arid the 

Activity Spines from the Transport Network have also een 
~ I 

shown. Environmental and Development Zones have tieen 

omitted. The latter should be used as a guide to tailor !general 

policies derived from the framework to make them morie 

appropriate to particular conditions on the ground. 

In the following sub-sections, various aspects of the fr mework 

are illustrated by drawings and photographs to show Jhat the 

possible implications of the framework could be. People need 

to see how the proposals might affect them in their dally lives, 

especially with respect to being able to earn an income and find 

housing, before they can be expected to support the 
' 

suggestions in this report. 

This detailed work only covers the Inner Metropolitan I rea at 

present. Work is, however, in progress to illustrate the 

proposals in the Towns of. the Outer Metropolitan Area! and at 

the scale of the CMA. 

7.2 WHAT THE PROPOSALS SHOW 

The composite framework shows how the Inner Metro olitan 

Area could be integrated into a single balanced syste • The 

f h · f f . · . 1· I core o t e system consists o our primary metropo 1tan 

centres, Cape Town, Bellville, Philippi and Wynberg/Cl1remont 

located on a network of Activity Corri1ors supportin
1
g Jlhe . 

Activity Spines of Voortrekker Road, Symphony Way, 

Wetton/Lansdowne Road and Main Road between Y>{y berg and 

Cape Town. There are two diagonal Activity Corridors within 
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this core system, supporting Klipfontein and Modderdam Road 

Activity Spines. 

Joining onto this core system are further Activity Corridors and 

Activity Spines, integrating outlying urban areas into the 

network. These areas include Milnerton, Durbanville, 

Kraaifontein, (Fisantekraal), Blue Downs, Meltonrose, 

Khayelitsha, Mitchells Plain, Strandfontein and Muizenberg. At 

intersections of major routes, nodes or centres already exist or 

could develop in the future. In particular it is hoped that town -

centres that have not developed, and on which many areas are . . 
dependant, will now have a logic for evolving. For example: 

Belhar, Blue Downs and Khayelitsha Town Centres. 
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As described in earlier sections of this document, the Activity 

Corridors with their inner and outer zones of high densi y, 

provide guidelines as to where the urban activities of tje city 

should be intensified. The framework of Activity Corridlors 

provides a basis for locating new facilities and activities across 

the Inner Metropolitan Area. This will serve as a basis lor 

redressing the legacy of apartheid that has physically, a1s well 

as socially and economically, marginalised black and _colloured 

communities, by incorporating these areas into a single unified 

urban system. 

Between the'Urban Edge and the Activity Corridors are the 

Suburbs. These are areas where low density can preva I. In 

the past these patterns of development have been subs dised 

implicitly, by receiving priority on annual budgets, or e plicitly, 

by grants from centralgovernment to balance the book of 

wealthy municipalities. It is essential that the Suburbs ecome 

:::t::~;~ti:i!;~ho::;:a~~ f:::u~: fi~.~ds for expendit~relin those 

The Suburbs and general urban development are contai ed by 

the Urban Edge. This imaginary line delineates where Jban 

development should be prevented from continuing to: in ade 

agricultural and rural land. 

The MOSS balances the system of Activity Corridors, odes 

and Suburbs'.· This has two major components. FirstlyJ outside 

of the urban ~dge are large expanses of agricultural and natu~~I -

areas, import~nt for the long term sustainability and qu~lity of 

the CMA. T~ese include the Winelands and the Wheatllands, 

the Mountain~ Chains and ~he Coastlines and major opef space 

components within the Inner Metropolitan Area, for example, 

False Bay Co~stal Park, Philippi Farms, Driftsands Nawje 

::::~:e~e:~~::vs:c:~:~dplain and the Swartklip • W~lfglat 

• I 

The second component consists of the various rivers a d canals 

within the urban area which together form an open spa e web 

or network t~at is easily accessible to the various com unities 

of the Inner Metropolitan Area. 

The MOSS thus forms the basis for managing the CMA natural 

and environmental resources. 
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Together the various components described above should 

create the basis for the CMA area becoming an efficient and 

pleasant place for all its residents to live in. 

7.3 BIROS EVE VIEW 

This diagram shows an oblique or birds eye view of the 

integrated framework. One can see the relationship between 

the mountains, hills and coastlines, to the Activity Corridors and 

the various pa'rts of the built up areas. 

In order to more clearly understand the impact of this proposal, 

sectio,::is of it will be enlarged to various scales to see more 
-.f . 

clearly how the CMA could evolve. 
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Visualising the proposals helps people to understand what they 
entail and therefore whether they are acceptable or not. 
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8.0 THE WAY FORWARD 

8.1 THE PROCESS OF CHANGE 

REGULATORY CHANGES 

This document advances two important ideas. Firstly, i 

motivates the need for change, based on the understanling that 

a "business as usual" approach will not be sufficient to 

accommodate the scale and speed of necessary change 

Secondly, it makes proposals on the kind of changes neJeded to 

achieve success. At present, there is no clear consens s on 

the pace, scope or type of change necessary in the CMl, This 

is causing a serious delay in getting positive action star ed on 

the ground. 

CREATING ELECTORAL POLICIES 

ACTION AT SCALE 

POPULARISATION OF IDEAS 

TIME 

THE PROCESS OF CHANGE 
(Adopted from Gilman : 1993) 

THE POOREST FIFTH RECEIVES 
1.4% OF THE WORLD INCOME 

1.4% 

84 

It is important to understand the process of change faci g the 

CMA. Figure 8.1 illustrates this process, showing that here is 

a time lag between agreement on what action needs to take 

place and effective action on the ground. 

The CMA is still right at the start of this process, strug ling to 

reach common agreement on a vision and development actions. 

If this process is not consciously speeded up, 

underdevelopment and social instability will become en emic. 

Effective actions need to start impacting soon where they are 

needed most. Figure 8.2 is illustrates that most benefiJs are 

currently accruing at the top end of the scale, balanced on a 

small, fragile base of poverty. This inherently unstable situation 

needs to be addressed by addressing development reso
1
urcs at 

the bottom end of income levels. Benefits from prov,idihg for 

the basic needs of the poor will "trickle up", by creatin the 

fundamental precondition for prosperity, namely social stability. 
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8.2 - ACTION FOR THE FUTURE 

REGUI.ATORY CHANGES 

Looking at the process of change outlined in Figure 8.3, it is 

realistic to expect the next 18 to 24 months to enact change up 

to pilot project level. / 
/~REATING ELECTORAL POUCIES 

// 
/ ACTION AT SCALE 

/ 
POPULARISATION OF IDEAS, 

TIME 

PROGRESS TO DATE 

-

However, much will depend on how ·quickly agreement on a 

common vision and development actions can be reached. 

The first step is to reach agreement on what must be done and 

the strategy of how it must be done. This is the scope of this 

document. Immediate future action must, therefore, focus on 

concluding this area of work. The next s~ep will be to identify 
~, 

innovative experimental and pilot projects, as well as securing 

the budgets for such projects, followed by a popularisation of 

the ideas. 

8.3 CONCLUSION 

85 

The people of the CMA must now, for the first time in history, 

plot their future collectively. The IMDF contributes to this 

process by setting out a development path to which agreement 

can be reached. We must however realise that such agreement 

is only the start of a process. It will still take a lot of . 

commitment from all participants before effective action could · 

happen. 

"Every journey starts with a first step". 
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ACRONYMS l!SED IN THIS DOCUMENT 

IMDF 

MDF 

WCEDF -

UDC 

CBO 

CCC 

NGO 

CMA 

MOSS -

WB 

GGP 

zoo 

PMR 

IMF 

MTA 

RSC 

Interim Metropolitan Development Framework 

Metropolitan Development Framework 

Western Cape Economic Deveiopment Forum 

Urban Development Commission 

Community-Based Organisation 

Cape Town City Council 

Non-Governmental Organisation 

Cape Metropolitan Area 

Metropolitan Open: Space Systems 
-: .. .' 

World Bank. 

Gross Geographic Product 

Zones of Opportunity 

Proclaimed Main Road 

International Monetary Fund 

Metropolitan Transport Authority 

Regional Services Council 
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DEFINITIONS 

ACTIVITY CORRIDOR 

A metropolitan scale linear zone or area { ± 2km wide} 
surrounding a major high street {activity spine} contai

1 
in.g high 

concentrations of transportation, land-uses and densities 

(See Section 5) 

ACTIVITY SPINE 

I 
The route or high street within an activity corridor and o 

all activity is focused. (See Section 5) I 
I 

I 
METROPOLITAN NODE 

·1 

A place of highest accessibility and advarJJage where po h 

public and private investment tends to co~centrate. I 
Notes are 'magnets· which stimulate movement through 

activity corridor spines and activity streets. 

ACTIVITY STREET 

which 

These are smaller versions of activity spines where the s·ame 
principles of linearity, accessibility and market threshclld apply, 

but there are much lower levels of opportunity. 

STRUCTURE 

The horizontal and vertical elements {typically buildings nd 
open space} which in relation to one another, make uh t e 
qualities of a space. 

URBAN $:TRUCTlJRE 

The influence of the major routes and associated highlle els of 
activity through the city on ·urban patterns of movem~nt and 

land use. 

DENSITY 

I 
The intensity of human activity in space, typically diciat d. by 
the level of proximity to each other of the various eleriie~ts 

which make up urban structure. 

DEFINITIONS 

Access 
• gain entry easily 
• able to reach 

Affordable 
• able to pay 

Appropriate 
• suitable 
• fitting 



Sustainable 
• capable of long-term support from underneath 

Efficient 
• - produce effectively with least effort 

Scale 
• address 90% of the problem, only not 10% 

Equity_ 
• quality of fairness, levelling imbalances 

Hierarchy 
• system of things in graded order 

Jmplementational Framework 
• structural frame or plan to achieve a purpose 

Mobility 
• freedom of movement 

Primary Bus Route 
• a road (ranked 1st in terms of choice; importance} 

travelled by buses {a large vehicle designed for carrying 
passengers between shopping places along a regular 

route} 

Functional 
• capable of functioning, working/involving or containing a 

function or functions 

Rank 
• position of an item in any ordering or sequence 

Corridor 

• 
• 

. a passage connecting parts of a city 
a strip of land or airspace that affords accessNode 
knot, point from which lateral branches grow • 

Spine 
• anything resembling the spinal column in function or 

importance; main support or feature 

· Urban Edge 
• borders, brim or margin of the city 

Process 
• a series of actions which produce a change or 

development 

Strategic Issues 
• those issues which have definite long-term consequences 
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