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This section outlines the author’s own person beliefs. Ulti-
mately, good plans are based not on opinion, but upon well-
reasoned argument. Inevitably, however, the act of proposing
a plan is itself a show of conviction and belief that intervention
needs to happen - that conscious change is necessary. Part
of this document’s expressed raison detre is a commitment to
making bold, implementable proposals. It is therefore impor-
tant to state upfront that this project is concern not only with
how or why the site should be developed, but by what it means
to be a South African planner today.

The Cape Town urban status quo is evaluated against a basic
understanding of what urban environments should be able to
provide their inhabitants (for example, access to employment,
cultural and social stimulation and so on). In showing how
gravely its performance is wonting, this section establishes a
strong impetus for initiating bold urban restructuring across
the city, beginning in the City Core area. A new way of think-
ing about urban structure is proposed in a series of concept
diagrams.

This project is about formulating solutions to urban problems.
Intervention into the urban environment can take many forms
and the problem itself can be understood in many different
ways and so there are many kinds of plans.

Simply identifying and analysing the urban problem in Cape
Town, however, does not tell us about what kind of solutions
are required, and how the planner’s intentions should be com-
municated. Indeed, we need to ask what the activity of plan-

ning is - what are its aims, its tools, its role to play in the pro-
cess of urban change and development? As settlements have
evolved over time - and with them, urban economies and
socio-political conditions - so our ideas about the city and the
place of intervention have changed. This chapter situates the
project within the context of planning thought, which in turn
justifies the position it takes on the nature of plan.

A plan is a spatial argument for a particular version of the
future. Like any valid argument, it does not emerge from a
vacuum.

The plan needs direction: what are its aims and to what im-
peratives must it respond? It seems that the plan is given di-
rection when it responds to a set of critical matters, namely:

o The global situation, and the extent to which certain eco-
nomic, environmental and socio-spatial trends active at
the global scale will re-route the course of local develop-
ment and thus require a particular kind of framework
that can address this inevitability.

. The state of human, social and economic development
locally. This concerns the South African context, which
has its own particular pathologies, stemming primarily
from the legacy of apartheid, social policies and, in the
urban context, modernist urban planning and manage-
ment.

o International planning conventions that, however difficult
they are to realize, are nearly unanimous. They include:
integration, intensity and diversity of uses, functions and
people within the city; sustainable models of resource
consumption and economy; and equity in how resources
are distributed and socio-economic opportunity is ac-
cessed.

o 'The legislative context in which planning in South Africa

takes place.

The informants are, of course, in addition to the contextual re-
ality of present-day Cape Town which is explored in chapter 3.

All of these sections culminate in the presentation of a set of
planning frameworks. The first is a metropolitan concept that
shows how the conceptual approach to urban restructuring
outlined in chapter 3 is realized at the macro level of urban
structure.

The chapter begins by presenting the sub-metropolitan con-
cept, which is a directly application of the structural logic pre-
sented in the metropolitan framework.

The planning framework for the site is comprised of three
sub-sections: strategy, programme and urban design. While
the metropolitan and sub-metropolitan scales are explored at
a conceptual level, the planning framework for the site itself is
not only more specific, but begins to indicate actionable rec-
ommendations rather than simply a “way of thinking” about
the problem. There is an explicit attempt, however, to keep
certain aspects of the framework flexible so that uncertain-
ties, unforeseen preferences and complexity can be accom-
modated.
















It is also our burden, as planners, to overcome our inter-
nal dysfunctionality between the two dominant schools of
thought - those who engage in and promote public policy
and critical thought but refuse to or are unable to address the
concrete dimensions of urban issues as these inevitably and
unavoidably play themselves out in physical space and those
who, either conveniently or justifiably, see public policy as an
intrusion into the activities of those who ‘make things happen’
In the latter camp, it appears that architects and ‘developers’
are equally at fault. Very importantly, this issue pervades even
our academic institutions where planners are equipped with
ever more sophisticated means of waxing poetical about broad
spatial policies, without any sustained expectation that these
visions can be communicated spatially in a meaningful way.
This sets up a dangerous precedent for students, who begin
to believe that planners can simply talk about the city, leaving
their design and restructuring to urban designers, who are of-
ten poorly equipped to tackle metropolitan-scale issues.

Planning now takes place in an increasingly complex insti-
tutional environment, amidst shortening cycles of economic
decline and recovery in an era of neo-liberal states reluctant to
undertake major reconstruction and investment projects. Yet
we find that planners rarely produce documents and physi-
cal plans that can actually be used to guide urban change and
justify this abdication of responsibility by suggesting that
these aforementioned complexities prevent them from doing
so. The public instead receives vague frameworks, botched
spasms of hasty development at the beginning or end of po-
litical cycles and, particular from the academic and planning
camp, a lot of hand wringing. Thus a healthy appreciation for
the complexity of the task quickly becomes inaction and dis-
organization.

In reality, planning is about managing complexity.
It is no longer acceptable to listen to politicians, theoreticians,

academics and compliant public-sector planners shirk away
from making bold, clearly communicated action plans that

the public can engage with and debate and which then can be
implemented. Nor is it acceptable to see architects continue
to produce vain and self-serving plans that reveal their abdi-
cation from and lack of interest in the city as a whole. It is no
longer acceptable to listen to developers complain about nar-
row profit margins while they ignore their public obligations
to the very ‘market’ from which they extract handsome profits.
There needs to be a plan, which can evolve as public input and
specialist studies are factored in, but which actually shows
people a vision of their city and how we can get there. Only
then can citizens have a greater stake in and sense of responsi-
bility and only then will it be possible to finally direct changes
in this neo-liberal, post-modern city that stands for the agen-
da our elected and tax-supported government puts forward.

Patsy Healey makes the distinction between the “spatial imag-
ination” and the “governance imagination” and argues that in
order for planning to have significant effects, its imagination
needs “to have the capacity to “travel” from the institutional
site of their formation to other institutional arenas without
losing their framing power, and to hold that power through
considerable time-spans” (2006: 527). Graphic representa-
tions of ideas and future scenarios are tremendously powerful
in that they enable all people - irrespective of training or edu-
cation - to see and respond to proposed futures. Convoluted
and vague policy documents do not have this power.

We are entering the era of Mass Urbanization as impoverished
rural job seekers migrate en masse to cities in search of op-
portunities, and the issue of how to allocate resources more
equitably is becoming more pressing every day, especially in
the face to(of) growing evidence that the gap between rich
and poor is widening. Our cities, moreover, are the sites of
enormous resource consumption - in particular, in the form
of fossil-fuel based transportation - at a time when the supply
of natural resources is dwindling.

In this context, policymakers and politicians call for cities that
are more “sustainable’, “equitable” and “resilient”, yet these val-
ues are rarely described in more concrete and implementable

terms. What distinguishes the planner from other policy mak-

ers or utopian thinkers is her ability to translate these formless
normative ideals into urban form, structure and function,
thereby rendering them more immediate and attainable. It
does (not) suffice simply to declare that our cities should be
more equitable and sustainable: we need to uncover the physi-
cal and spatial basis for equity and sustainable as it operates at
the neighbourhood, district and metropolitan scales.

It is time for planners to take the lead, and to act more re-
sponsibly.
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There is, however, a real danger in secluding Cape Town with-
in an exclusive “Global South” agenda. The presumed unique-
ness of the South African experience has provided an casy
excuse for the lack of urban transformation and clear plan-
making on the part of professional and academics. While we
wait for a “new body of knowledge” for the South Africa and
“Southern” context to emerge, our cities continue to mutate
and evolve, often in ways that are indeed exclusive and anti-
poor.

We must therefore balance a commitment to rising above the
status quo of planning and urban management, learning as
much as we can from international debates and programmes,
with sensitivity to exigencies on the ground in a city that is
diverse and highly unequal.






















Over the last 30 years, the physical footprint of the city has
increased by more than 200%, while the population has only
increased by 125% (Turok 2010). This amounts to an annual
growth rate of 650 hectares which, if unabated, will “consume
most of the land suited to urban development in the next 50 to
60 years’, in turn threatening agricultural and biodiversity re-
sources (City of Cape Town 2012: 22). Another consequence
of low density, speculative sprawl has been a decline in popu-
lation density from 52 to 39 persons per hectare over the same
period.

The City has established an urban edge in order to limit
sprawl, encourage densification and protect agricultural and
environmentally sensitive land.
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Cape Town’s growth can be divided into three time periods
during which the quality and quantity of growth was influ-
enced by advances in transportation technology, socio-polit-
ical ideologies and tendencies within urban planning at that
time.

Development before 1920 took the form of “evolutionary de-
veloped areas” which Dewar et al. identify as having two char-
acteristics (1975: 17).

The first is that they were “ecological’, insofar as they were not
were “not entirely predetermined” and “grew over a long pe-
riod of time through a process of action and reaction” (Dewar
etal 1975: 17). This historic development reflected scenic and
natural endowments and crucially, tended to be “relate to and
controlled by a major structuring element” (Dewar et al. 1975:
17). For the most part, this structuring element was transpor-
tation infrastructure.

The city expanded southwards along the suburban tram line,
and eastwards along Voortrekker Road towards areas that
offered the greatest scenic beauty and agricultural potential.
These four main linear radials extended outwards from the
city centre, creating a radial pattern of development. Main
Road connected the City Centre to the Simonstown in the
south, Voortrekker connected it to Paarl in the east, Koeberg
Road connected it to Saldanha in the north, and the Somerset
Road-Sea Point Main Road wrapped along the coast, connect-
ing it to the beach communities on the Atlantic seaboard. In
general, the areas which developed adjacent to these routes
were mixed use and very often mixed income (but for the
most part racially segregated, save for certain enclaves in the
Salt River/Woodstock/Observatory area) (Dewar et al. 1975:
19). Main and Voortrekker Roads were nourished by its close
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relationship to train lines running in parallel to them. The in
terplay between road and rail access produced activity spin-
that had both nodal and linear aspects. Development concen-
trated around those points where rail stations were closest to
the roads, creating mixed use nodes which persist to this day,
including: Rondebosch, Wynberg and Salt River. To this day,
both Main Road and Voortrekker roads are job-rich, complex
and pedestrian friendly corridors.

The sandy, infertile plains in the Southeast of the city were
deemed less promising for development, and were only de-
veloped some time later to accommodate non-white Capeton-
nians according to residential segregation laws under apart-
heid. The area is “alow lying, flat plain, covered in wind-borne
sand-deposits” with an extremely high water table that renders
it vulnerable to flooding (Dewar et al. 1975: 21). Thus not only
is more recent peripheral development more remote and mo-
no-functional than previous forms of development, they have
none of the natural endowments that these areas have. Thus,
Dewar et al. point out, development in these relatively more
hostile conditions have to overcome environmental disadvan-
tages through good design, so that residents are provided with
protection from the weather, greater diversity of typologies
and uses, and a sense of place. Unfortunately, to this day

development in these areas has not met any of these require-
ments.
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It is the urban poor who bear the brunt of these consequenc-
es. The poor live in the city’s least served and economically
isolated areas, and since the city is so sprawling, they must
travel long distances - often in peak hour traffic - to places
of employment. Transportation costs thus form a substantial
portion of a poor household’s income and make it harder for
those without employment to seek out work in job-rich areas.
This, in turn, increases their economic and social isolation.

The city’s infrastructural and resource capacities are also tak-
ing strain. At the current rate of consumption, the city’s water
supply will be exhausted by 2025 and the solid waste generated
will outstrip landfill capacities by 2025 even if present plans
for expansion are carried through. A push by developers to
expand bulk infrastructure up the West Coast corridor threat-
ens to divert a substantial amount of state resources, which
begs the question of whether capacity does in fact exist, but is
simply being allocated unfairly and for the benefit of specula-
tive development.

If proactive steps are not taken to address looming incapacity
to process and treat waste and provide basic services “a severe
blockage of future economic growth is inevitable, with nega-
tive implications for the poor who will suffer the consequenc-
es of unemployment” (City of Cape Town 2012). Crucially,
expanding the network into new areas will take a toll on the
maintenance of established networks. In light of this sober-
ing reality, it seems clear that the city simply cannot afford to
service development at or beyond the urban edge.

Ultimately, it is local government and tax payers, and not pri-
vate developers, who bear the costs of infrastructure construc-
tion and maintenance and into the extension of infrastructure

into as-yet-undeveloped areas.

The Cape Town urban system is highly dependent on fos-
sil fuels. Any rise in international oil prices has immediate,
negative consequences for the local economy. Roughly half of
the city’s energy is derived from oil, with another 30% of en-
ergy sourced from coal, nuclear, hydro- and solar power. The
graphs to the right indicate the extent to which the city’s reli-
ance on resource-intensive private transportation is directly
contributing to its carbon missions.

As the world approaches peak oil, the transportation of all
goods, including food, will become more costly. At the same
time, productive agricultural land is being converted for pe-
ripheral development. These two trends threaten food secu-
rity in the city.

As a coastal city, Cape Town is vulnerable to the impact of
sea level rise as areas throughout the city become increasingly
effected by storm surges and flooding. If present trends con-
tinue, agriculture activities will be adversely affected and fires
will become more frequent.

Despite facing looming water shortages, and importing its wa-
ter from further and further afield, Cape Town is in fact water-
rich. Table Bay was originally settled to serve as a refuelling
station and its water supplies came from natural springs flow-
ing from Table Mountain. In the 20th century, these channels
- which once structured urban space in the City Centre - were
canalized. The water they offer is not utilized for either rec-
reation or consumption. Clearly, there is a pressing need to
find ways of satisfying urban water demands using sustainable
resources within the city itself.

This chapter has made the case for immediate, bold interven-
tion into Cape Town’s urban environment. Yet while the city is
clearly unsustainable and inefficient, in economic, social and
environmental terms, it is not clear how planners and policy-
makers can remedy this situation.

Perhaps the first step is to state categorically that the status quo
approach to planning is failing. Cape Town is not becoming
more equitable or sustainable and, if anything, recent devel-
opments and initiatives allowed or initiated by planners have
made the situation even worse.

The conclusion we must draw from this sad reality is that first-
ly, we need to think differently about the problem.
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Figure 11 shows how this 1 by 1 kilometre sub-zone can be
comprised of a number of neighbourhood centres or points
of transportation access. This ensures that the entirety of the
sub-zone is within a ten minute walking distance of either
these local centres/points or one of the major transit lines.
These local centres are stop-off points for local buses, loca-
tions for primary schools, corner grocery shops and any other
service that people need to be close to on a daily basis.

Figure 12 also shows how the five minute walking distance
around major transportation interchanges become clusters
of high-density residential and commercial activity. This is a
model that provides city dwellers with a wide range of choice.
The inner pockets of the zone are more private, achieving only
the base level of service. For those seeking greater accessibility
and exposure, clustered development around secondary and
primary centres will be preferable. The argument here is that
cities should have both pockets of privacy and quiet as well as
dense, buzzing precincts. Choice should therefore a hallmark
of a more democratic and diverse urban system.

In reality, points of concentrated activity (nodes) occur all
along the movement route (corridor). Where two major cor-
ridors meet, however, the intersection point will be provided
with greater opportunities and services because it is best posi-
tioned to serve a wide catchment area (district).

Figure 12 shows the system’s linear as well as nodal elements.
Corridors are not simply strip development, but could be as
wide as several secondary blocks to either side of the trans-
portation route.

Figure 13 takes the model further, showing the urban street
network comprised of a linear corridor and its associated
nodes, as well as a 1 by 1 kilometre sub-zone which in itself
has layers of accessibility and degrees of concentration, from
local bus stop off points to village centres in the centre of the
sub-zone.

Figure 14 puts the theoretical model in perspective, applying
the historic Cape Town block to its 1 by one kilometre sub-

units and showing the site area so as to establish its scale and
therefore how the model can later be applied to the site. The
model suggests that the site area is effectively comprised of
three main secondary nodes. The actual concept guiding re-
development of the site will be explored more rigorously in
later chapters, but it is important at this stage to begin forging
a link between the theoretical model and the formulation of
the framework.


























































There is now a growing consensus that “urban planning has
an important role to play in assisting governments and civil
society to meet the urban challenges of the 21st century. (UN-
HABITAT 2009: xxvii). If ever there were a time to take spatial
planning serious, it is now. Rapid urbanization is occurring
in the face of structural unemployment, yawning inequality
and a mounting environmental crisis. The repercussions of
laissez faire city management dominated by private interests
and dependent on the heedless consumption of resources are
now being felt.

Cities are immensely complex systems shaped by a multitude
of individuals, organizations, developers and state actors and
so urban change will always be a diffused and unruly phenom-
ena. Clearly, however, our collective urban future can no lon-
ger be left to the will of the free market. Some public goods
must be provided to ensure social equity, and certain basic
functional systems require provision and regulation so as to
ensure the system’s overall resource efficiency and liveability.

Our ability to describe the complexity of contemporary urban
phenomena tends to be more fully developed than our ability
to distil this complexity down to solutions. What follows is
an attempt to outline in brief the key lessons gleaned from the
above analysis. These insights will directly inform the plans
that are formulated for metropolitan Cape Town, the City
Core and finally, the Culemborg rail yards.

o Urbanization is unstoppable. Cities must accept the real-
ity of continued urbanization and take pro-active steps
to accommodate growth.

o Further sprawl cannot be justified on the grounds that it is
necessary to accommodate a growing population,

Cities may be centres of massive poverty and unemploy-
ment, but urban poverty nevertheless pales in compari-
son with rural poverty. Cities consistently generate more
economic opportunity than rural areas, and the genera-
tive capacity of cities should be supported.

Growth in the formal economy will not be a cure-all for
inequality and unemployment. Plans therefore need to
accommodate the informal sector, by designing urban
spaces and concentrating amenities to encourage high
volumes of foot traffic. Facilities should be established
for informal traders in these areas.

Service sector growth has a negative employment elas-
ticity, and only benefits the already privileged in society.
Cities must now look to expand urban manufacturing
and other forms of more labour-intensive forms of en-
dogenous economic growth.

Given looming resource shortages and ongoing price in-
creases, it is imperative that cities wean themselves off
fossil fuels. More efficient, compact urban form and bet-
ter public transportation are now economic imperatives.

While it is important to find ways of expanding low
to medium skilled employment, the reality is that suc-
cessful economies depend on a base of educated, highly
skilled workers. The benefits of globalization are spread
so unevenly in part because of wide local disparities in
education and skill levels. Increasing economic resil-
ience therefore requires placing learning and knowledge
at the heart of communities and cities.

Resource consumption can only be curbed when urban
sprawl is finally halted. Realistic, but meaningful, urban
boundaries should be put in place to force development
to take place within the existing city.

Transportation is a critical determinant of a city’s envi-
ronmental performance. Thus addressing resource con-
sumption and emissions will involve a transition from
private motorcars to public transportation. Not only must
the mode of transportation change, but the distances
travelled by urban dwellers needs to decrease. This re-
quires the compaction of the urban footprint and an
increase in residential densities to accommodate growth
and render transportation viable.

Medium- to high- density development is required to
make transportation viable and to accommodate urban
growth within the urban boundary.

Spatial proximity still matters. Even in the face of global-
ization and improved communication technologies, the
most economically productive networks on earth are in
cities. The face-to-face contact and spontaneous interac-
tions that proximity allows for feed innovation and the
establishment of trust amongst workers and companies.
It is therefore critical that planners strive to bring people
closer together, while mitigating the costs of density by
providing better public transportation, investing in high
quality public spaces and committing to more humane
urban design.

Cities need to be more compact and structured around
public, rather than private, transportation. Only once
walking distance is the primary measure of accessibility
will cities be truly equitable and environmentally sus-
tainable. Greater public and non-motorized transpor-
tation is not only more egalitarian; it will also decrease
congestion within cities and, in turn, improve urban
quality of life. There are also numerous economic and
environmental benefits (outlined above).

Planners must find creative and compelling ways to edu-
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cate people about the possibilities that become attainable
if we commit seriously to investing in the public realm
and in shared infrastructure that will make cities work
better. Thus far, the transition to more sustainable and
compact urban forms has been hamstrung by people’s
reluctance to compromise on individual consumption
and comfort. Andres Duany notes that even though
middle class suburbanites tend to recognize that sprawl
is boring, costly and sterile, they nevertheless continue to
defend the suburban status quo vociferously. The prob-
lem is not that people cannot appreciate the deteriora-
tion and sterility of the public realm, or acknowledge the
significant economic and environmental costs incurred
through long-distance commuting and car-based mobil-
ity. Rather, it is that the change required to address these
issues is considered a threat to the full expression of in-
dividual freedom and the protection of private space.
Planners should not dismiss these desires as selfish or
stupid, but rather, should show that medium density cit-
ies can not only be more environmentally friendly and
stimulating, but be liveable and comfortable as well. The
formulation of a convincing plan is therefore critical, es-
pecially in the South Africa, where anti-urban ideas still
hold sway.

Even as cities become more diverse and heterogeneous,
planners must insist on developing quality public spaces
open and accessible to all. Planning should not attempt
to control the movements or associations of people; rath-
er, it should seek to enable them and give people a public
platform where they can passively mingle amongst peo-
ple different then themselves.

Strategic projects can be catalysts for wider urban
change, but they should be approached with caution,
and must be placed within a wider metropolitan context.
Though they may be couched within a new rhetoric of
urban integration, large urban projects are vulnerable to
some of the same shortfalls that their urban regeneration
fore bearers were heavily criticized for. More fundamen-
tally, Jane Jacobs argues, the very notion of “projects” is

dangerous, because it is tacitly premised on the idea that,
indeed, “they are projects, abstracted out of the ordinary
city and set apart” (1991: 392). A single project must
be meaningful in and of itself, yet must be woven into
the fabric of the city. The ultimate aim of regeneration
should therefore be “to get (the) project, that patch upon
the city, rewoven back into the fabric - and in the pro-
cess of doing so, strengthen the surrounding fabric too”
(1961: 392). Strategic planning, then, is about healing the
city.

We are now in the era of the public-private partnership.
Plans — particularly those involving large urban projects
- cannot be implemented without buy-in from the pri-
vate sector. They must therefore be pragmatic, and give
clear direction to the overall project so that the interests
of the public are protected, and so that private investors
and those financing the project are giving greater cer-
tainty and clarity of their role.

The formulation of a plan is an evolving and iterative pro-
cess. Sooner rather than later, however, the public actor
should present a bold vision that sets the tone of future
development, pre-empting the scheming of developers.
This vision can stimulate debate and draw in a range of
stakeholders in order to generate debate which will build
greater consensus, rendering the end-result of the plan-
ning effort more legitimate (Albrechts 2006: 1152; Beau-
regard and Marpillero-Colomina 2011: 62).




In November 2011, the South African National Planning
Commission’s “Vision for 2030” report described the South
African urban landscape as one characterized by “poverty
traps in rural areas and urban townships; workers isolated on
the periphery of cities; households spending 30 per cent or
more of their time, energy and money on daily commuting;
grid-locked roads and unreliable public transport (and) new
public housing in barren urban landscapes” (National Plan-
ning Commission 2011: 233). Ina 2011 UN-HABITAT study
of urban inequality, the three most unequal cities in the world
were South African.

This situation is usually attributed to a number of factors, the
most dominant of them being the spatial legacy of segrega-
tionist policy, which began in the colonial era but was most
rigorously applied under the Nationalist Party’s apartheid re-
gime.

The amount of writing on the origins and functioning of the
apartheid city and its post-apartheid response is enormous.
Understandably, South African academics and politicians are
preoccupied with the peculiarity of the South African experi-
ence, especially given the lack of transformation in the post-
apartheid period.

It is important to acknowledge the lasting legacy that apart-
heid spatial policies have had. However, as Sarah Nuttall ar-
gues, “South African studies has, for a long time been over-
determined by the reality of apartheid - as if, in the historical
trajectory of that country, apartheid was inevitable, in terms
of both its origins and its consequences; as if everything led
to it and that everything flows as a consequence of it” (2004:
732). Moreover, it is difficult to see how qualitatively different
the South African experience is to so many other societies in
which cities are defined by the contours of economic class and
race. Where South African cities differ from others is arguably
in its quantitative dimensions, and the clarity and consistency
of how and where cities were divided along racial lines.
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A table comparing the population densities of world cities. South African cities are relatively low-density, and are only comparable to certain cities in the

developed world because densities are so high in informal settlements, which are growing rapidly. Unlike these other cities, South African cities do not

have areas with high population density as well as high employment density (as Paris does, for example).

What is needed is a frank assessment of what makes the South
African context different from other societies that also face
high levels of inequality and urban fragmentation. It is ar-
gued here that planning in South African cities needs to be
especially sensitive to a few critical misconceptions about how
cities work and why we need to plan for them. The trajectory
of urban development in South Africa was indeed profoundly
shaped by apartheid ideology, but apartheid social planning
took the form that it did in part because it coalesced with
technocratic modernism. Most obviously, apartheid’s separa-
tion of races into discreet, bounded territorial and economic
spaces aligned very neatly with modernist planning’s separa-
tion of land uses. Thus a preoccupation with separating “con-
flicting racial groups” merged with the separation of “conflict-
ing” uses. This has led to the sterilization of cities, both in
economic as well as social terms.

But modernism and apartheid coalesced in other more subtle,
and ultimately more insidious, ways. Each held up an antisep-
tic version of community which conceived of the stable nucle

ar family as the basic building block of social and economic
organization. In spatial terms, this has meant that South Af-
rican cities are not really cities at all, but rather, a fragmented
jumble of single family dwellings, whose size is maximized to
allow for private, rather than public, recreation and comfort.
In truth, South African cities have no truly civic culture, with
fear and prejudice cleaving carious economic and race groups
apart, and rendering them actively hostile to the very building
blocks of vibrant urban centres, namely: higher population
densities, public space, and shared facilities.

The South African urban challenge is therefore about more
than taking remedial actions to “fix” apartheid and modern-
isrm’s mistakes. It requires a vision for how South Africans can
come to embrace an urban, rather than suburban, future.
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Initially, urban policies were influenced by the critiques of
the apartheid city made by academics and the spatial mani-
festos of an influential group of planners at the University of
Cape Town, publishing studies and manifestos through Urban
Problems Research Unit. This “UCT School” made the case
for more compact, integrated urban forms, focusing primarily
on physical development, but also envisioning a different rela-
tionship between planners and the “city builders” and citizens
whose individual efforts would shape the city. They argued
that “instead of controlling land use through zoning and other
schemes, planning should be minimalist, intervening more
often through designing structuring systems, such as grids
of interlocking main routes, to which individuals would re-
spond” (Todes in Pillay et al. 2006: 52). This argument echoed
the work of David Crane, who argued for the installation of a
‘capital web’ of public spaces and services that would structure
surrounding private spaces and provide the essential elements
of good urban form.

The RDP programme was, at least theoretically, aligned with
this agenda, however it quickly devolved into a programme for
mass housing delivery that in fact perpetuated the fragment-
ed spatial forms and sprawl the UCT School had advocated
against. As the RDP faltered, and as the chaltenge of actually
implementing integration and transformation became clearer,
so the compaction-integration agenda was, if not abandoned,
then pushed aside. Todes explains that it was criticized for
being “far too physically based and design oriented” and for
failing to “engage with the economic and social forces shaping
the city, or with the role of private interests as the city build-
ers” (in Pillay et al. 2006: 53).

It seems that these criticisms were somewhat disingenuous,
and mistakenly conflated the quality of these ideas with the
way that their implementation was being approached. Again,
this is evident in the way that the RDP, under political pres-
sure, quickly devolved into a mass housing programme. In
an attempt to meet the expectations of the urban poor, the
post-apartheid government embarked on an ambitious pub-

lic housing programme, which resulted in the quantitatively
impressive delivery of nearly 3 million homes since 1994 (Na-
tional Planning Commission 2011: 239). This singular focus
on the single family house was, while being a key object that
informs how comfortable, safe and dignified our living envi-
ronment and shapes the space around it, essentially a-spatial
and thus incapable of transforming the urban landscape as a
whole.

Poorly located, low-density monotonous rows of virtually
identical RDP homes have thus come to characterize parts of
the South African urban fringe. Urban sprawl has only in-
tensified and “increased the daily reproductive costs for the
poor, instead of providing (the poor) with an appreciating as-
set that can bolster their livelihoods” (Pieterse 2009). Unequal
settlement patterns and access to economic and social ameni-
ties were thus perpetuated in large part because it is the land
market that sets prices, and, as Napier argues, “so strong is the
inherited Apartheid city pattern that the current housing pro-
grammes under a progressive government fall victim to those
same market exclusions” (Napier 2007: 8).

Another impediment to implementing urban compaction and
integration was the strength of private property rights which
was guaranteed during negotiations between the Nationalist
Part and the incumbent ANC government. Indeed, Stephen
Berrisford and others have argued that perhaps the most in-
tractable issue that frustrates more progressive planning ef-
forts is “the extent to which planning laws can interfere with
and restrict the exercise of property rights” (2011: 253).

Section 25 of the Constitution protects landowners against
the ‘expropriation’ of property rights, which can occur when,
for example, adjacent property is re-zoned for other uses. The
burden of proof that property values and rights are not im-
pinged by a change of use or development falls on the devel-
oper (whether they be an individual or the state). This is often
a difficult burden of proof to fulfil and is the reason that at-
tempts to build subsidized public housing in well-located areas

has so often failed. In such a scenario, surrounding landown-
ers have challenge the proposal “on the basis that their rights
to the use and enjoyment of their land will be reduced or lost
entirely because of a range of possible causes such as increased
crime, air pollution, water pollution and reduced property
values” (Berrisford 2011: 255). The state has also found it dif-
ficult to force developers to build in under-resourced and/or
lower income areas by curtailing unused development rights
on better located/resource land because doing so constitutes
an expropriation of rights (Berrisford 2011: 255).

The strength of private property rights therefore remains one
of the greatest obstacles to urban transformation. It is for this
reason that the call to redevelop vacant or under-utilized cities
throughout the city has been so urgent. As a result Because
of the NIMBY lobby and the strength of its legal position, the
best chance of progressive housing delivery and inclusive de-
velopment is on sites for which zoning rights have yet to be
conferred.

Despite — or because of - these failures, the ideal of compact-
ing and integrating South African cities remains. By 2004,
“ideas of integrating and compacting the city seemed to be
resurgent’, to the extent that the Department of Housing
produced a new policy document, Breaking New Ground: A
Comprehensive Plan for the Development of Sustainable Hu-
man Settlements “which included an emphasis on urban re-
structuring and integration” (Todes in Pillay et al. 2006: 63).
Urban planning in South Africa is now as conflicted at ever:
on the one hand, physical design and plan-making is scorned
for being “physically deterministic” and out of touch with
the relational complexities of the city and its political system,
while on the other, the environmental, economic and social
costs of fragmented, ugly and inefficient cities is decried. It
seems that the balance may be tipping towards a “compaction
integration” agenda because, quite simply, the core ideas of
this approach are not wrong, but were poorly implemented
and in some cases, entirely misunderstood.
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At a speech given at the University of Cape Town in 2012,
then Minister of Planning Trevor Manuel said, in no uncer-
tain terms, that the two most pressing development challenges
in South Africa today are early childhood education, and the
transformation of the built environment.

This transformation has been elusive, and there are many ob-
stacles on the path to more progressive and integrated plan-
ning efforts. However it seems, if anything, that it has been the
failure of planning to offer concrete solutions to problems - as
opposed to vague rhetoric - that has been the source of such
lethargy and squandering of opportunity. The rhetoric of post-
apartheid planning has been at least theoretically correct, but
planners have not pushed hard enough at the status quo. They
have not made real plans consistently enough, and given form

» <

to broad ideals like “integration’, “sustainability” and “equity”.

South African cities have problems, but then, so do other
cities in both the developing and developed world. What
is peculiar to the South African context is the degree to
which planning is implicitly derided, while at the same
time there are no real plans to be found. This needs to be
addressed by simply making actionable plans that are co-
herent and properly spatial.










Physical accessibility can be assessed according to two sets of
criteria: efficiency and equitability.

Efficiency is the extent to which a desired level of achievement
can be maximized at minimal cost (Lynch 1981: 221). For
most urban dwellers, the chief impediment to access is that of
overcoming distance. In that regard, efficiency is a measure of
whether economic, physical or temporal cost of transporta-
tion have been minimized as far as possible so that the benefits
of access are maximized.

Equitability refers to the degree to which all people have some
base level of some or other good, service or opportunity.
Clearly, not all city dwellers can live in locations that are equi-
distant from all amenities and services they may want to ac-
cess. Achieving equity of access however is not the same thing
as achieving perfect equality of accessibility in every instance.
An equitable urban system is not “ubiquitously uniform”, but
it does offer all people the same functional level of service and
opportunity.

The size, organization and functioning of cities plays an im-
portant role in determining resource consumption, environ-
mental degradation and quality of life. The conversion of
natural land to urban land, for example, interferes with the
functioning of ecosystems and the size of urban footprints
and the design of transportation systems directly influence the
rate of non-renewable resource consumption. In recent years,
planners have responded to the proliferation of low-density,
sprawling cities by advocating for more compact cities devel-
oped according to “smart growth” principles (UN-HABITAT
2009: 15).

Urban systems generate movement of goods and people - be-
tween residence and work, or between businesses, sites of pro-
duction or places of consumption and leisure. The amount of
energy this requires will depend on the distance travelled and
the mode used and the number and length of trips increases

with the size of the city. Public transportation consumes less
energy per passenger than private vehicles, and non-motor-
ized transportation (cycling, walking) consumes less than
both those modes.

Reducing resource consumption depends on reducing city size
by developing land more intensively and increasing popula-
tion densities to meet the minimum threshold at which public
transportation provision becomes viable. Urban compaction
can be achieved firstly through the introduction of an urban
growth boundary beyond which no development is allowed
to take place. Development that does take place takes place
within the city and achieves certain minimum development
densities so that population growth can be accommodated
within the urban boundary.

Urban systems also perform better economically, socially and
environmentally when housing is associated with employ-
ment. Planning in the 19th century has in many ways been
concerned with separating land uses so as to create a more
harmonious urban order. This has left behind mono-func-
tional dormitory suburbs and downtown business districts
deserted after 6pm.

In a recent New York Times op-ed article, the economist Paul
Krugman pointed to a recent study that establishes a negative
correlation between long commuting times and an overall lack
of social mobility. When cities are spread out and exhibit a
degree of separation between residential and non-residential
land-uses, the cost of transportation is onerous, especially for
the poor. Krugman referred to another article, which told the
story of a mother of three who spent as much time commuting
to her job as she did at her place of employment.

Historically, city dwellers lived near or even next to their place
of employment. Admittedly, the size of urban footprints were
more compact, however this level of convenience owed more
to mixing of land uses and the close association between home
and work. We cannot and should not attempt to return to the

kind of economies which supported this association, but we
can put an end to constructing housing in places without any
viable source of employment for new residents. New housing
needs to be developed closer to existing centres of employ-
ment, or otherwise to form part of a broader local economic
development strategy.
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In 1998, the White Paper on Local Government set forth a
vision of “developmental local government”, which it defined
as “local government committed to working with citizens
and groups within the community to find sustainable ways to
meet their social, economic and material needs and improve
the quality of their lives” (Republic of South Africa 1998: 31).
This signalled a move away from the apartheid era relegation
of local government to the administration of national govern-
ment directives (Skinner 2000: 52). The mandate of local gov-
ernment was thus expanded to the promotion of social and
economic development over and above its traditional role as
regulatory and basic service provider.

In 2001, a White Paper on spatial planning set forth five prin-
ciples that should guide spatial planning: sustainability, equal-
ity, efficiency, integration and good governance (RSA 2001:
10-12). It stresses two kinds of integration - the integration
of planning processes, “taking into account the often disparate
sectoral concerns, policies and laws and their requirements
and reaching conclusions that are efficient and sustainable
from a management and governance point of view, and find-
ing integrated ‘on the ground’ outcomes “that break down not
only the racial and socio-economic segregation that charac-
terise our country but which also look at spatial integration of
different land uses, places of living with places of working and
shopping and relaxing” (RSA 2001, 9).

The Municipal Systems Act of 2000 obliges municipalities to
formulate Integrated Development Plans (IDPs) for a five year
period coinciding with the term of the municipal council. It
requires IDPs to provide a long-term vision for development
in the municipality, a review of existing conditions, a pro-
gramme for economic and social development and a priori-
tized list of development objectives.

The IDP has a spatial component - the Spatial Development
Framework - which indicates how the goals of the IDP will be
realized in space, and which include guidelines for land-use
management®. The SDF has a 7 year horizon, which is inten-
tionally offset from the election cycle so as to give it greater
independence from short-term political agendas.

In 2013, the Spatial Planning and Land Use Management Bill
(Act 16 of 2013) - or SPLUMB - was introduced to replace
the now-defunct Development Facilitation Act (which was
deemed unconstitutional).

The Act takes a progressive and activist stance on the obliga-
tions which planners and spatial plans have to make South
Africa’s cities better, more equitable places to live. It goes so
far as to legally obligated to base themselves on a number of
normative principles, which include:

o Justice [“past spatial and other development imbalances
must be redressed through improved access to and use of
land” (Republic of South Africa 2013: 18)]

o Sustainability [“promote land development that is within
the fiscal institutional and administrative means of the
Republic... promote land development in locations that
are sustainable and limit urban sprawl” (Republic of
South Africa 2013: 18)}

o Efficiency [“land development optimises the use of ex-
isting resources and infrastructure” (Republic of South

1 Because of fragmentation and overlap in land use law, however, forward
planning documents like SDFs cannot be approved as implementable
structure plans because they conflict with the provisions of the current
Urban Structure Plan. This is the recurring dilemma of post-apartheid
planning: any attempt to change land use involves taking away land use
rights, which can then be contested and upheld, blocking any meaningful
change to land use policy.

Africa 2013: 18)]

Resilience [“whereby flexibility in spatial plans, polices
and land use management systems are accommodated
to ensure sustainable livelihoods in communities most
like to suffer the impacts of economic and environmental
shocks” (Republic of South Africa 2013: 18)]
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The site and its environs play a critical role in urban restruc-
turing as it is envisioned in the framework. It forms part of the
“neck” that connects the eccentrically located CBD to major
activity corridors. Currently, the neck is a tangle of transpor-
tation infrastructure and rail yards designed to terminate in
the CBD itself.

Instead of acting as a funnel for suburb-to-CBD road and rail
traffic, the hinge should be re-organized so that the point of
connection between the Main, Voortrekker and Koeberg cor-
ridors becomes a hinge node from which the inner city or
“City Core” system and the metropolitan-scale corridor sys-
tems pivot.

Restructuring the city as a multi-directional web of accessibil-
ity requires that these points of intersection area rationalized.
If they are not, the system can never be re-balanced and made
more neutral. Moreover, these points of intersection should
become transportation interchanges, and so it is clear that this
new hinge node, at the intersection of several major corridors,
should become a major transportation interchange.

The figure to the right refers back to the conceptual approach
to restructuring presented in the preceding chapter. Accord-
ing to its logic, the site area should be thought of as a series of
interchange points with surrounding areas that are intensively
developed. It shows, interestingly, that there can be pockets of
quieter, less immediately accessible to a major or secondary
public transportation interchange.

When viewed in this light, the site’s redevelopment becomes
less of a freak project, and more as a model for how urban
restructuring across the city should proceed.

In Figure 21, the basic idea of “beads on a string” is applied to
the hinge point between zones 1, 4 and the City Core.

















































Figure 24 shows built space as positive and undeveloped space
as negative. Formal open space is shown in light green so as
to convey the extent to which undeveloped space in the City
Core is in fact just land which is vacant or dedicated to circu-
lation rather than open space. This space effectively acts as a
barrier to access, fragmenting the urban fabric.

Even without demarcating the project site, its outline is clearly
apparent. What is surprising, however, is the amount of de-
velopment that has taken place within the site. This is light
industrial space with limited access to surrounding areas.
Anecdotally, many of the buildings shown in this area seem
under-utilized and neglected. Thus, it is misleading to charac-
terize the lower site area as “developed” in the same way that
the suburb of Sea Point is developed.































Activity in each of these neighbourhoods concentrates at
points (nodes) and along key routes (corridors).

The direction of corridor development is east-west, reflecting
the prevailing lateral commuting flow into the city from the
rest of the metropolitan area. Main Road and Somerset Roads
are vibrant corridors; however both are disrupted at various
points. In both instances, disruption of continuous human-
scale economic activities and movement occurs as a result of
inappropriate road grading and the imposition of high order
transportation infrastructure acting as a barrier to access.

The map on the opposite page indicates the extent to which
north-south corridor development is stunted. This owes in
large part to topography (corridors tend to wrap along con-
tour lines rather than traverse them), but it is also a product
of the city core’s fragmented road network. Most barriers in
the city are east-west limited access roads and transportation
infrastructure which seek to maximize commuter movement
into and out of the city core. Thus continuous north-south
access is limited, and resulted in a disconnection between the
mountain and the harbour.

Where the road network is more regularized, in the historic
core, mountain-to-sea access is better. The most vibrant, con-
tinuous corridor is thus the Long Street-Kloof Street Corridor.

Nodes have formed around major public institutions, recre-
ational areas and shopping districts.







An urban movement system succeeds when it connects points
of interest and activity together in a coherent network.

Figure 30 shows the extent to which transportation in the city
core is routed out of the historic core and then to points of
interest on the slopes of the mountain or around the coast to-
wards Sea Point. This routing is of course, a product of the
area’s fragmentation. For example, the vacant fields of District
Six create a transportation gap between the City Bowl and
Woodstock.

The latest addition to transit in the City Core has been the
MyCiti bus service, which began operating in 2010 during the
Fifa World Cup. The programme’s first phase is limited to the
City Core and Atlantic Seaboard. MyCiti buses are, rather
unfortunately, routed primarily out of the Civic Centre in the
Foreshore, which means, for example, that a commute from
Greenpoint into Gardens, which stops at the Civic Centre, will
take nearly double the time it would have taken without such
a stop. MyCiti makes a critical link to the West Coast suburbs.
This route has been more popular than MyCiti’s other, more
limited routes.

Golden Arrow Buses from across the city terminate at Cape
Town Station. These buses are destination based and thus
have limited stops on their way to the City Core, and thus do
not function in the same way that the MyCiti buses do (which
stops frequently).

A substantial portion of the Cape Town station area acts as a
long-distance bus terminal. These buses connect Cape Town
to areas outside the metropolitan boundaries.

Mini bus taxis run throughout the city core, however many
routes reaching upper suburban areas are limited to the morn-
ing and evening rush hour periods. Most taxis in the area run
long haul routes along Main Road to the South, or to other
lower income residential areas further afield. These terminate
at Cape Town Station.



















Analysis of the City Core has revealed several serious con-
straints on the site’s redevelopment. All of these constraints
can be overcome, but not without considerable investment
in new transportation infrastructure. While there are some
portions of the site which could hypothetically be redevel-
oped immediately, such efforts would actually undermine
meaningful transportation of the area and its relation to the
metropolitan area by stymieing the most sensible alignments
of public space, movement and transportation that should be
put in place to structure the site and the City Core as a whole.
Moreover, piecemeal redevelopment is only viable up to a
point before it comes up against serious access issues.

The most productive, and sensible, approach to redevelop-
ment is in fact being far bolder than most proposals for this
area have been . To optimize the role of the site in its City Core
and metropolitan context, several “big moves” are needed to
free up the land needed to undertake serious restructuring of
the area. These are shown in Figure 35.

In summary, the site has the following redevelopment priori-
ties, in addition to its metropolitan responsibilities (set out in
Chapter 6).

«  Connect the city to the water

o Free up as much land as possible to maximize develop-
ment potential

o Initiate regeneration in adjacent areas so that the entirety
of the City Core becomes more dynamic, prosperous
and vibrant. Make improving and redeveloping adjacent
under-utilized areas like the Foreshore, Paarden Eiland,
Ysterplaat and the Liesbeck River Parkway part of the
project’s “grand vision”

o Knit the urban fabric back together; establish a grid of
super-blocks that weave into surrounding areas

o Add high quality public institutions that will accomo-
date the rise in the city centres residential population
and, additionally, create great metropolitan facilities that
promote learning, culture and provide high quality basic
services like health care.

The site’s opportunities and constraints relating to land rede-
velopment and transportation infrastructure are summarized
in the following figures.

The entire project site is occupied by land that could be used
more economically. A substantial portion of it services the
Central Station and the harbor, two functions that could, hy-
pothetically, be re-configured or relocated in the future. Free-
ing up this land would be predicated on several other high
order moves to re-configure transportation infrastructure in
the City Core. It is argued here that this would be possible.

The remainder of the site has been unevenly developed for
light industry. The economic value of these economic activi-
ties when compared to the potential value of redevelopment
leaves in question whether these activities should remain here.

The study area includes the Foreshore, an area that is inhos-
pitable and forlorn. A framework for the site needs to address
this area can be reorganized and re-structured incrementally.
Doing so makes redevelopment of the site more meaningful
and viable as it would open up new east-west connections
between the site and the CBD and waterfront. In particular,
revitalizing Adderley street would reinforce the importance of
the historic Grand Parade and City Hall precinct.

Figure 31 shows the land that could be fully redeveloped and
land in the Foreshore which could be incrementally redevel-
oped and revitalized.







Redevelopment the site is constrained by its fragmented own-
ership. In particular, the hold that Transnet - a para-statal
transportation company - has over the area has been notori-
ously intractable. Transnet owns the Culemborg rail yard site
itself, as well as several other parcels within the project site, in-
cluding the eastern portion of rail yards indicated in Figure 33.

Another constraint on redevelopment is the operation of the
Cape Town harbor, which requires back of port storage adja-
cent to the harbor, and which requires the securitization of
the harbor area, which in turn stymies efforts to really con-
nect the city to the water. There has been some discussion in
recent years of an eventual relocation of harbor functions to
Saldahna Bay in the north.







1. Connect the site to adjacent areas, and the city to the harbor,
by extending north-south streets from Woodstock through
the site.

2. Free up land for redevelopment by terminating the rail sys-
tem at a new Salt River transit hub and thus removing the cur-
rent Central Station.

3. Make lateral east-west connections across the site to in-
crease commuter choice and reconnect the CBD to Green
Point and Sea Point.

4. Increase the permeability of the system by adding new off-
ramps from Eastern Boulevard into Woodstock and the site
area.

5. Remove barriers to pedestrian access and “border vacuums”
by removing the elevated portion of the N1 freeway, taking
Eastern Boulevard to grade at Strand Street, and leveling the
elevated portion of Christian Barnard Street.

6. Make a critical road connection between the CBD and
Paarden Eiland, a manufacturing area with high economic
and employment opportunity.

7. In place of a rail link across the site, introduce a new transit
spin connecting the new station to Green Point.

8. Increase commuter choice, disperse traffic and reconnect
the city to the water by downgrading the current N1 freeway,
which becomes a multi-lane limited access boulevard.







The present organization of the area’ rail and road infrastruc-
ture poses significant constraints on redevelopment.

Figure 34 shows road connections that are interrupted or non-
existent, including those between Woodstock and the harbor

(through the site) and throughout the Foreshore area.

The area’s elevated freeways are shown as barriers to access.







Redevelopment of the site begins with breaking down the
considerable transportation infrastructure barriers that frag-
ment the area and complicate access and movement.

«  Terminate the rail system in Salt River and remove the
Cape Town Central Station and associated rail yards.

« A new Salt River multi-modal interchange is estab-
lished.

+  Remove the Foreshore Freeway and downgrade the N1
to a limited access boulevard until it meets the inter-
change with the M5.

o Take Eastern Boulevard to grade at Strand Street. It then
becomes a stop-and-go boulevard.

By re-organizing transportation infrastructure in this way,
a more substantial portion of land is made available for re-
development. Other schemes for the area tend not to make
these moves, opting instead to development irregular shaped
portions of the area that remain surrounded by barriers. This
project takes a different stance, and argues for taking far bold-
er action to unlock the area’s latent potential.







This thesis centres around the belief that fundamentally, cities
exist for people. Freeways, by contrast, exist for motor cars,
and for the optimization of mobility. Improving mobility and
broad-based access may indeed be an important aim of city
planning, however a city that priorities sheer mobility above
all else is a failed city. This is because the aims of good urban
design and place-making clash directly with the aims of maxi-
mizing private mobility (via the construction of freeways).

Freeways limit access so as to maximize traffic flow. The vital-
ity of cities, by contrast, depends on “robust and connected
street networks” (ITDP 2012: 3). The problem with freeways
is not that they should never built ever, but that they are built
too often, with little systematic thought on whether they are
an appropriate or effective solution to improving mobility.

Recently, the City of Cape Town undertook a partnership with
the University of Cape Town to explore the possibility of com-
pleting the Foreshore freeway, creating a fly-over road con-
nection direction from the Convention Centre to Green Point.
That forging this link is even a possibility in the minds of the
City is remarkable, and indicates the extent to which Cape
Town remains firmly rooted in two spatial paradigms - that of
the traditional city centre and affluent, scenic tourist areas and
that of “the remainder” - with little attention being paid into
expanding the former so that more Cape Townians enjoy the
economic, scenic and urban richness that the city could offer.

The proposals made in this document have thusfar argued em-
phatically for an abandonment of car-orientated, piecemeal
repairs of what is a fundamentally dysfunctional relationship
between the city centre and the rest of Cape Town. There is
therefore a pressing need to serious reconsider the viability
and desirability of the Foreshore freeway. What follows is a
review of how this kind of problem has been approached in
cities across the world.

In the post-war period, as the Western love affair with the
automobile intensified, cities changed dramatically with the
construction of freeways providing express access to down-
town areas, cutting through the neighbourhoods, severing ties
between them and leaving lifeless “border vacuums” in their
wake. These freeways contributed to the urban blight that
was already taking hold in downtown areas during a period
of rapid suburbanization and “white flight”. Somewhat ironi-
cally, they were in fact an attempt to pre-empt urban exodus
by improving access to the city. In reality, these freeways only
encouraged further exodus by (initially) making commuting
casier. Soon, however, these freeways too became congested.
This is one of the great ironies of traffic management: in-
creased road capacity leads to more, not less, traffic (Hanson
and Huang 1997 and Duranton and Turner 2011).

In her vociferous critique of post-war urban planning, The
Death and Life of Great American Cities, Jane Jacobs declared
that “expressways eviscerate cities” (1961). In coastal cities,
urban freeways have been especially destructive, having bee
inserted between the downtown and the traditional harbor,
which at that time would have been in decline. These freeways
separated cities from their historic connection to the water.

Jacob’s critique, and a growing wave of dissatisfaction with the
severe impacts that urban freeways had on communities, sur-
rounding businesses and transportation, eventually led to a
de-facto moratorium on urban highway projects from the late
1970s onwards (ITDP 2012: 5). Today, some of these highways
are being demolished, replaced by on-grade stop-and-go bou-
levards or buried underground at great expense.

The fact that cities are undertaking such projects even in spite
of considerable expense is a testament to the overwhelmingly
negative impact that they have not only on urban form and
aesthetics, but on transportation, land use, and the economic
vitality of inner city areas.

A 2012 Institute for Transportation and Development Policy

(ITDP) report identified the following factors and circum-
stances that, more than environmental consciousness or anti-
car sentiments, have motivated the removal of freeways (2012:
8-9):

+  Maintenance costs of existing freeway

o Economic revitalization. Freeways create “border vacu-
ums” which lower adjacent property values and make
revitalization difficult, if not impossible.

+  Increased Tax Revenue. Removing freeways frees up
previously undeveloped land which can then be profit-
ably developed. This development which, in conjunc-
tion with the an increase in property values, increases
the city’s tax base.

+  Reconnecting the City to the Waterfront. Historically,
highways were built along waterfronts to facilitate the
transportation of good in and out of the port. Today,
many urban waterfront area no longer working ports.
Waterfront property, and the prospect of reconnecting
the city to the water, is again highly desirable.

. Increased Transportation Diversity. In a context of
environmental concerns and crippling traffic conges-
tion, urban mobility will increasingly depends on a
broad spectrum of transportation modes, including
rail, BRT and non-motorized transportation. Freeways
provide a very specific mobility function - to provide
long-distance high-speed access for cars. Cities are now
expanding the array of transportation options, making

o The removal of a freeway can be achieved by doing one
of the following:

o Cut and cover: the freeway is under-grounded, and the
land above it which it once occupied it redeveloped.

«  Conversion to Boulevard: the limited access freeway
becomes a stop-and-go multi-lane boulevard with a































Figure 37 shows the development and open space opportuni-
ties that become possible once land is freed up upon the re-
organqwization of the rail and road network.

By virtue of the proposed macro road network, the site com-
prises a number of superblocks or “development precincts”
These precincts are the net developable land freed up by the
“big moves” discussed earlier. These development envelopes
are shown in Figure 37, in addition to a more fully articulated
open space system, where pocket squares and pedestrian con-
nections are added to the major open space connections pro-
posed in the Figure 36.







The major infrastructural investments indicated in Figure 35
will be costly, and potentially difficult to implement (these is-
sues are dealt with in chapter 8 of this document). These capital
intensive moves - acquiring railyard land from Transnet and
grounding the overhead freeway - are justified by the sheer
quantity of centrally located land made available for redevel-
opment and the latent economic potential they will unlock.

What follows is a schematic programme for redevelopment
which shows just how much extra capacity can be added
through developing the entirety of the project site once the
aforementioned “big moves” are made. The development of
programme is an iterative process, and hugely dependent on
a series of trade-offs between public versus private space and
between development density and space standards for pub-
lic facilities and circulation. The programme outlined here
simply establishes the base assumptions upon which redevel-
opment could be based, and shows how they yield a hugely
profitable and game-changing opportunity to developers and
Capetonians alike.

In particular, it seeks to quantify the additional development
land made available through infrastructural intervention. At
present, the actual “Culemborg site”, owned by Transnet, is
theoretically developable without any interventions into sur-
rounding road and rail. In this document, it has been argued
that development of that relatively small site cannot be consid-
ered in isolation, without a broader vision for re-organization
and redevelopment in adjacent disorganized and/or under-
utilized areas. Nevertheless, the following calculations con-
cede that development of this site is possible, and so does not
count the site as part of the land that is only truly developable
once the big infrastructural moves are made.

The programme assumes the following:

¢ Net land area = gross land area less 30% for circulation,
open space and utilities

e The average Floor-to-Area ratio of development on the
site is 3. This takes into account high density develop-
ment along the central transit spine (see Figure 45).

o The average land coverage will be around 60% for a
dense urban project. FAR 2.6 will result in an average
height of 5 stories overall, with the possibility of some
high ‘gateway’ buildings along the new Shoreline Boule-
vard (converted N1) and 10-12 stories along the central
transit spine

o The allocation of 800,000 m2 to institutional uses in-
cludes the provision of a hospital, education facilities,
jobs training and local area services like schools. Many
of these facilities are built according to space standards
far below that which is standard in more suburban areas
so as to retain a high level of development density.

o Atanaverage of 80m2 per dwelling unit, 50% residen-
tial use (of net developable land) will yield 32500 dwell-
ing units. Assuming an average household size of 3, this
will accommodate a residential population of 97500.

o At an average of 20m2 per job, dull development will
provide the opportunity for around 75,000 primary jobs.
This will in turn generate secondary jobs.

The proposed institutional zone will contain expanded aca-
demic and job-training programs, and the transformative po-
tential of the rail yard redevelopment will be realized if City
leaders embark on a co-ordinated programme that links job-
training to job creation. The estimates 100,000 new jobs that
can be created here will support 400-500,000 Capetonians,
and will also stimulate increased economic activity in adja-
cent areas like Woodstock, Salt River and Paarden Eiland. The
encouragement of new clean-tech, high-tech and skilled light
manufacturing will also contribute to making Cape Town a
more equitable city because unlike financial services, for ex-
ample, these sectors are job-intensive., with positive income
elasticities. An expanded city centre will thus include both
white- and blue-collar jobs which is the appropriate economic
development policy for South African cities to pursue. This
argument is borne out by the analysis of global trends and lo-
cal development issues undertaken earlier in this document.

This is the ultimate objective of this project: not simply to im-
prove the city’s physical design, but to use scarce public re-
sources and land more efficiently, creating opportunity-rich
places to live for more people, and spurring economic devel-
opment in the City.







All precincts are described as mixed use

However, each precinct, by virtue of block size and situation
within the City Core context, may be more dominated by a
particular land use.

Precinct 1 is the city’s new “Pearl Necklace” - a string of civic,
cultural institutions surrounded by high quality open space

Precincts 2 and 3 (yellow) are residential/mixed use. This is
the replacement of District Six - the housing that should have
been brought back into the City through the redevelopment
of D6.

Precincts 4-7 (Orange) are general mixed use

Precincts 8-10 are light industrial/mixed use. They include
institutions and housing, but the principle focus of this area
is providing a new manufacturing/tech hub for Cape Town,

linking into Paarden Eiland.

Precincts 11 and 12 (Blue) are office/mixed use







Where the site was once fragmented by car-orientated move-
ment infrastructure, the framework proposed here is struc-
tured by stop-and-go public transportation on walk-able
streets. The relocation of the Central Station to Salt River is
only possible if a new high volume connection is made be-
tween the new station and the CBD. The most rational and ef-
ficient orientation of this new line is East-West, along a central
boulevard.

Figure 39 sets out the transit system for the site and its im-
mediate surroundings. The system centres around a new light
rail connection between the new station and Sea Point. This
provides high volume lateral movement across the city and is
the highest order transportation mode in the City Core area.

Not every commuter will need or want to enter or exit the City
Core via the rail system (accessed at the new station via the
light rail or bus). The second tier of transportation mode es-
tablished in the metropolitan framework was BRT. Three new
BRT lines will running out of the City Core area: from Green
Point along the new Shoreline Boulevard (previously the N1);
from the Grand Parade along Main Road; and along Voortrek-
ker Road, beginning at the new Station and connecting to the
Bellville CBD. For lower volume trips within City Core pre-
cincts - usually up and down the slopes of the mountain - local
bus lines are more appropriate.

These transit connections create a number of interchange
points. The new transit hub at the “hinge” between the City
Core and the metropolitan area is a metropolitan transit inter-
change. It is the termination of the metropolitan rail system,
and the inner city tram line, and is an interchange point for
local buses as well as BRT. In order to make public transporta-
tion more viable and appealing to commuters, park-and-ride
facilities are also provided.







The project has a number of macro- and micro-scale objec-
tives.

Its macro-scale objective is, first and foremost, to initiate met-
ropolitan-wide urban restructuring. In the City Core macro
context, one of the city’s sub-metropolitan zones, the develop-
ment of the site is undertaken with the whole city in mind. It
is, at its core, about making Cape Town a great city, distribut-
ing the benefits of redevelopment throughout adjacent areas
by making new connections, adding amenity and unlocking
further redevelopment opportunities.

The planning strategy advocated in this chapter can be sum-
marized as follows: take bold action to rid the City Core of
tertiary transportation infrastructure, then make key new
open space and road connections to surrounding areas, in
turn knitting the city together, making it more efficient and
accessible, and, crucially, freeing up huge redevelopment op-
portunities.

This agenda is in fact part of a wider strategy to reintegrate the
city centre back into the rest of metropolitan Cape Town, from
which it is separated by a distended and fragmented “neck”
of vacant land, unwieldy transportation interchanges, and
isolated development. Redevelopment of this site is part of a
bigger agenda to heal Cape Town’s urban tissue, spread oppor-
tunity more equitably across space, and create urban systems
of movement, recreation and public access that are more ef-
ficient and legible.

At the micro-scale, the urban design concept offers a vision of
what this place could be. The key strategies outlined thus far
establish a base level of connectivity and public amenity, but
they don’t in and of themselves convey what it will feel like to
live, work or recreate in this area.

The proposal argues that redevelopment must be guided in
every respect by the promotion of diversification, complexity
and integration. It imagines a highly integrated urban - rather
than suburban - environment, where uses are mixed, streets
are for people as well as bicycles and cars, and where green
grass and space for children to play is in the public park or
square, and not in the private backyard. This stance translates
very simply into the setting out of an orthogonal grid of stop-
and-go boulevards ensuring permeability and legibility of the
system, a private realm structured around public space (which
includes street-scapes) and a commitment to boosting public
rather than private mobility through transit.

It is this diversity and commitment to the structuring ele-
ments of good urban form that will ensure the sustainability
and resilience of the area. It will also make room for diversity
of social, economic and cultural milieus, with public plazas
for informal trading, religious institutions, schools, and parks.

This proposal’s vision for the site is of an “everyday” neigh-
bourhood, with quieter pockets for residential use, boulevards
for parading and meeting with friends, cultural venues and,
indeed, corner shops where you can buy a litre of milk on a
Saturday morning.

The following images are indicative of the overall vision for de-
velopment. They feature urban places and elements in New York,
Portland, Paris and Barcelona. They show urban places of multi-
story buildings with residential uses above storefront commercial
and retail spaces (75, 77). Shape is by the provision of human-
scaled streets and public spaces. Great public spaces take advan-
tage of natural setting and amenity (78) but also are appropriately
scaled by adjacent buildings and street furniture, as in the greater
plaza outside the Georges Pompidou Museum in Paris, France (77.
Urban opportunities are animated by movement, and in the devel-
opment proposed here, movement is diverse and multi-scalar. The
transit spine is a great street with a crosstown tram line (76), and
side street provide generous sidewalks to job, bike lanes to cycle
along and, indeed, a modest amount of street parking (74).







The development envelopes (precincts) and open spaces
shown earlier in Figure 36 showed the absolutely essential
connections that need to be made before the plan considers
block typologies, land uses or any other more particular is-
sues. A question remains: are these connections adequate? It is
conceivable that even by making these strong framing actions,
development within each of these development precincts will
not cohere with development in adjacent precincts. If each
precinct has an entirely separate structural logic, the overall
coherence and legibility of the wider system is undermined.

Connectivity is vital, and so it is worth considering additional
framing actions that will guarantee that the road network is
legible, with enough redundancy of routes to disperse traffic
effectively.

Figure 41 shows a series of secondary road connections that
could be made mandatory. These preserve view corridors, in-
crease choice, and take a step further to ensure that the grain
of development remains tight and integrated.







The planning stage of the package of plans process establishes
the structuring elements of space, which include: open space,
higher order circulation, and public institutions. This in turn
set up a geometry of place, which can be mutated at the micro
level with the laying out of more irregular blocks, the design of
individual buildings and the distribution of land uses.

Figure 42 illustrates the overall spatial concept for the site. It
builds on the sub-metropolitan concept that draws the current
station out to Salt River, creating a lateral connection across
the City Core connecting the new station to the CBD and Sea
Point. It develops this concept into a spatial form, namely, a
multi-lane landscaped transit spine.

East-west access through and along the site is made by means
of several multi-lane boulevards.

The northern-most is the new “Shoreline Boulevard”, previ-
ously the high-speed N1 freeway now downgraded to a stop-
and-go multi-lane. Where the N1 once severed the connec-
tion between the city and the waterfront, this new boulevard
is handsomely landscaped, accessible by non-motorized trans-
portation and carries traffic moving at speeds less hostile to
pedestrians. Mobility is still importance, hence intersections
are used strategically, and capacity is still high.

The central east-west boulevard connects the new station to
the historic CBD, connecting to Riebeck Street and later to
Helen Suzman Drive (an expressway to Sea Point). This is
Cape Towns transit spine designed as a kind of “Ramblas’,
with broad sidewalks, cafes and comfortable landscaping. It is
a street for people, but it is also a street for transit, and serves
as the trunk line of a new inner city transit system. It central
lanes accommodate a new light rail line connecting the new
station to Sea Point via Helen Suzman Drive and Somerset
Road.

Buildings along this spine address and are built to the street
front, and host ground level shops and commercial space and

up to six stories of high density residential space.

The southern-most east-west boulevard sunning along the
flank of the site is a vital new connection to Somerset Road in
Green Point, one of the City Core’s major mixed use corridors.

The plan is anchored by two gateway precincts at each end of
the site, connected by the new transit spine. In the concept,
these precincts are articulated in more detail than the plan’s
super-blocks. These super-blocks are eventually subdivided
by a secondary road network, based on the desired level of
permeability within each, building typologies, and the as-
sumptions that will determine sub-division and land parcel-
ing. At this stage of plan development, these secondary roads
remained undefined. The gateway precincts are articulated in
greater detail because the geometry of these spaces is defined
earlier on in planning process by the framework institutional
and infrastructural elements within them.

The long-range re-organization of the Foreshore’s modern-
ist mega-blocks is achieved through making connections to
surrounding areas, and establishing a central, generously pro-
portioned public space around which in-fill development can
take place.

























In the last decade, large redevelopment projects have been
undertaken in Cape Town that have undermined the project
of urban restucturing and lead to further fragmentatation
and coarseness of the urban fabric.The planning framework
presented in this document, by contrast, establishes the bone
structure of an urban project that heals the urban tissues and
improves connectivity.

Figure 45 shows the coarse grain of development in and
around Century City. This represents the very worst aspects
of large-scale urban projects, which include: coarseness of
the urban fabric, a willful disregard for surrounding context,
and a certain artificiality of urban form that renders the de-
velopment incapable of evolving organically. The proposed
framework is shown as an overlay, showing how much finer
its urban grain is even at the superblock level. Not only does
the site framework makes key connections through adjacent
areas, but it seeks to minimize the effect that a “project bound-
ary” would have on integration into these areas by strategically
placing the major transit spin north of the project boundary
so that this major arterial does not act as a barrier in the same
way that the N1 is a barrier between Century City and sur-
rounding areas.

There is nevertheless a need to break down the superblock fur-
ther so as to ensure pedestrian access, redunancy of movement
routes, and the retention of a continuous public street-realm
throughout the development (as opposed to private managed
megablock developments and office parks). The elaboration
of a local street network is not possible at this stage of plan-
ning because block size is dependent on building typology, the
number of developers, the size of land parcels and the out-
come of a complete urban design review. A fixed local road
network is therefore not within the scope of this document.
Nevertheless, the planning framework needs to communicate
what kind of place this place is so that the overall vision of en-
hanced connectivity, integration and equity is secure. Accord-
ingly, the matter of block size and configuration is explored in
the following pages.
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Figure 46: Century City Mixed Use Development







Precincts 2 and 3 are mixed used, but primarily residential.
Creating comfortable residential neighbourhoods involves
balancing cosiness and secrecy with the prerogatives of main-
taining access and openness. Crucially, however, more intro-
verted road network only generate benefits for residents up to
a point, beyond which the area becomes sterile and isolated.
At the same time, total porosity of the road network can uni-
formity can make an area feel too exposed and generic.

Alternative 1 (opposite page) shows a more extroverted and
regularized road network which created mostly uniform block
sizes. Alternative 2 warps this regular grid slightly so as to cre-
ate more irregular intersections, pocket parks and odd shaped
blocks. Crucially, it retains the key connections made in Al-
ternative 1 which maintain the permeability and accessibility
of the precincts.

In both alternatives, block sizes are kept small (for the most
part, no longer than 90 meters in one direction). This is be-
cause residential development can be undertaken on smaller
plot sizes by individual developers than large mixed use devel-
opments with more complex programmes.
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Figure 48: Block Variations for Precincts 2 and 3







As in Precincts 5 and 6, Alternative 1 riffs on the original Cape
Town grid. In its eastern-most extent, however, long, shallow
rectangular blocks replace square blocks. This mirrors similar-
ly proportioned blocks in Woodstock (directly to the south).
The plot sizes that this yields offer rich opportunities for either
residential or industrial buildings. In the case of the former,
row houses could predominate.

Alternative 2 warps the regular grid in much the same way
that it did in Precincts 5 and 6. In it, the eastern “washboard”
area is for residential use. The typologies suited to these block
sizes (townhouses) are better suited to a more secretive, quiet
setting. Accordingly, alternate east-west streets are terminated
mid-block, creating smaller rectangular blocks and T-junc-
tions.
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Figure 50: Block Variations for Precincts 6 and 7
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