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THE POTENTIAL OF INTRA-URBAN DEFENCE LAND. 

Subtitle: 

--------

An examina tion of lands in external defence use within a 

metropolitan area with a view to a c hie in g the optimum 

alternative uses. 

t 1 . 0 Introduction. 

J 

1 . 1 Def in it ions. 

For the purposes of this study: 

Potential shall be taken to mean "possessing resource s 

which are latent; havin g possib ilities that have not been 

manifested. "' 

Intra-urban shall mean "that whi c h is within the c onfi n es 

of an urban area; or, that whi c h is not outside an urban 

development. 11 

Defence Land shall refer to that land whi c h is in the 

ownership or control of the Departmen t of Defen c e. 

1. 2 Stimulus. 

1 . 3 

Many western nations have develop ed two c omplementa r y 

defence techniques based upon, firstly, c iv i lian parti c ip at ion 

for local defence and, se c ondly, professional forces for 

external defence. It is postulated tha t the former is yet 

another fun c tion of urb an society a nd shoul d , in the sa rrie 

way as other urba n functions, be catere d for in lo c at ions 

of special appositeness to the urb an fabri c . External 

defence, however, requires more remote loc ations. 

Recent examples of e x tern a I warfare, in par ti c u lar the 

Israeli United Arab Republic c onfli c t, hig hli g ht the 

hazardous irripli c ations of e x·ternal d efen c e in sta llations in 

an urban area. Other fac tors conne c te d with te c hnolo-

gical development militate against su c h loc ations. Primaril y 

these factors are radio and radar interfe r en c e , noise , 

radiation hazards, and the e x tensive spa c e requ i red b y 

heavily laden air c raft for their safet y . In add it ion e x terna I 

defence installations within a metropolitan area present the 

civilian defence with additional se c urity o b li g ations w h ich 

are wasteful o f its manpower. 

Intention. 

If it is inten d e d tha t th is c ategory of d efen c e installations 

2/ . .. .. ... . . .... . 
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be relocated to those areas beyond the urban periphery, 

the question arises of the value of the vacated lan d in another 

use. This thesis seeks to indicate the means by which 

this potential can be estirr,ated. 

Precedents. 

Precedent for the proffering of a spacially-extensive defence 

area,which has become enveloped by urban development,at 

relatively shot' ! notice to the community exists in most Wester 

cities. Perhai:,s the most famous example occured with 

the demolition of the surrounding walls in Vienna and the 

construction of the R ing-strasse and its numerous gardens 

and monuments. 

t/ 1 . 5 Assumption. 

From the urban economist I s point of view •the above 

example shows a degree of non-economic use, which pro­

bably reflects the interests of the governmental authorities 

of that peHod . In c ontradistinction, this study will not 

assume that any authority shall have arbitrary right to ex­

cludt:! the land from the operation of the market mechanism 

in any degree beyond that already circumscribed by local 

ordinances. 

~ 2. O The Setting and th e Future. 

t 2. 1 Th~ Setting: Metropolitan Cape Town Today. 

The growth of Cape Town as a port city in a hostile 

hinterland was characterized by successions of defences 

at its expanding periphery. This type of site for defence 

installations persisted into the 20th century but the location -

determlning fa c to r s \!\!ere no longer the dangers from the 

surrounding c..ountr·yside but, rather, the convenience to the 

railway network, the flatness of terrain, the distance from 

mountains and hills, and low initial land cost. 

Metropolitan growth has encompassed this formerly external 

or peripheral defer,ce land and three extensive areas, in 

particular, are now within _the urban development: Yster-

plaat, Wingfield and Youngsfield aerodromes. The latter 

is' of the three' th e least sancrosact' being used by fl ying 

clubs and commercial aircraft operations, as well as for 

training of active citizen forces. For these reasons i t is 

e yc luded from this consideration. 

Ysterplaat and Wingfield aerodromes, however, lie abreas t 

3/ ............ . 
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of the main national route to Johannesbur g, equidistant with 
the inner residentia I suburbs from the C. B. D . 

Three recent developments have drawn these aerodromes with ­
in the bui lt-up areas of the metropolis. 

Firstly: 
rior. 

the rap id growth of the suburbs towards the . inte-

Secondly: the petrochemical industrial complex at Rietvlei. 

Thirdly: the growth of car ownership and car use, together 
with an expanr1ing freeway netvvork. 

In tenti ona ll y , or otherwise, these two areas also serve as 
bu ffers betvveen the racial group areas, whereas elsewh ere 
in •the metropolis this function is performed by the suburban 
railway system. 

Wingfi eld has recentl y been developed in part as a residential 
estate for parliamentary employees: "Acacia Park 11. The 
question arises : ls this the m o st c esirable or most needed 
use to which the disused aerodrome could have been put? 

· Ysterplaat Aerodrome will be examined on the assumption 
that it ma y be made available for an alternative use. Its 
proxirnity to Win gfield may indicate whether the Acacia Park 
development is a squanderin g of the potential that Wingfield 
possesses. ( See Map 2; page 4) 

2. 2 The Future: Metro·politan Cape Town Tomorrow. 

In the cour~se of a study carried out by the students of the 
M. U. R. P. Course in 1 966, the future expansion of Cape 
Town was seen to be relatively limited in all directions com­
pared to the opportunities northwards. 

That study proceeded lo project information gathered in 1966 
to the year 2000 and this th esis will adopt the two dates 
as base year and target year respectively. When need and 
desirability are postulated, it will be against the backgroun<i 
of the changes expected during that period. 

Referen ce is made to the plan for the future form of Metro­
polltan Cape Town ( as set out in the author I s project 
1 967 / 2/ 1 ) including the amendments proposed by L. Anthony 
Barac. ( See Map 3; page S) 

The following tables summarize the popula ion and residential 
land space require men ts: -

4/ .. 
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TABLE 2.2 

Metropolitan Cape Town. 

Population Growth 1 965 - 2000. 

White 

Coloured 

Other 

TOTAL 

• 

1 965 

Total 

383,000 

587,000 

108,000 

1,078,000 

Metropolitan Cape Town. 

% 

36 

54 

lo 

100 

Page 6 

2000 

Total % 

697, 000 1 9 

2,600,000 73 

277,000 8 

3,574,000 100 

Space requirements (in acres) for residential land. 

Area developed 
1960 

Total required 
2000 

New area re­
quired 2000 

Total % Total 1o Total % 

White 42,000 68 51,000 40 11,000 16 

Coloured 

Other 

TOTAL 

18,000 

2,000 

62,000 

29 

3 

1 00 

70,000 55 52,000 78 

6,000 5 4,000 6 

127,000 100 6 7, 000 1 00 

2. 3 The Future Land Use Pattern of Metropolitan Cape Town. 

The effect o f these changes on the land use pattern of the 
future Cape Town metropolis has been described as 
follows: -

11 The to tal built-up area will more than double b y the 

7 I .... . 
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end of the century. Of the additional residential land, 

over three-quarters will be required for Coloured 
people. Whereas Coloured now inhabit less than one-

third of the total stock of residential land and less ,than 
one-half of the area Whites do, b y the year 2000 
Coloureds will occupy over half the total and one-and-

a-third times the amount Whites o c cupy. The White 
population will require only a small addition to their 
stock of land, particular! y if renewal of inner areas 
formerly occupied by Coloureds proceeds and the den­
sities in White areas keep on increasing. 11 1. 

2. 4 The Future Form of Metropolitan Cape Town. 

The fo t~ m of the future metropolis has been described as 
conforming to the following model: -

"The choice of a model ( in which present trends. 
are extended) seems be far the most likely. 
Cape Town resembles the star prototype rather closely 
four arms radiate from the centre a long old arteria I 
routes, those to the west and south following a long the 
suburban railway routes as well. Of the four spaces 
between the arms three are oc c upied by nature Table 
Mountain, the sea and Tygerberg. The fourth, to the 
south-east, is the area of non-white residence. 

Application of the space requ irements of the year 2000 
to this model reveal the following. White development 
along the arm to the south c an frill out the ribbon as far 
as Simonstown; the western arm can expand somewhat, 
as can the eastern both for Wh1tes. The arm to the 
north, however, is likel y to be blocked beyond Milnerton 
by the need to find land for Coloured. Outside of 

these four arms the metropolitan pattern consists in the 

main of two uses the residential land for Coloureds 
and natural barriers to growth. Broadly speaking it 
is a pattern of white arms with a brown and · green 
infilling. 11 1 

2. 5 The Future Density of Metropolitan Cape Town. 

The relatively compact cit :> foreseen in the year 2000 requirea 
that there be a continuing tenueri cy to live at hi gher density 
by the White and Coloured sectors of the population. 

In the case of the White population this ma y derive from a 
demand for more flatted accommodation by an increasing pro­
portion of all households due to such fa c tors as a longer life 
expectancy. In the c ase of the Coloured population, however, 
it derives from the assumption that the greatest proportion of 
the accommodation will be provided b y public authorities. 

1 . Beinart, J. 
4th Conference 
South Afr-' a 

Urban Form and the Growth of Cities 
Institution of Municipal Engineers of 

ao..._ Tovvo 1 _0£ £ 8} 
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This tendency is illustrated in th is table: -

Density 

1 960 

Densi t y 

2000 
Chan ge 

1960 - 2000 

u 

Persons per 

acre 
Persons per 

acre 1 960 x fa ctor Ii 

White 8.3 13.7 X 1 . 65 

Coloured 26.4 37 . 2 X 1. 41 

Other 47.5 46. 1 X 0.97 

!--------+---·--------+---- --- - - -+-- ------·-

TOTAL: 14.9 28. 1 1. 87 

If th is assumption holds g ood, the population V\ i ll occupy an 

area within approximately 45 minutes travell ing t i me by roa d 
from the central business district. Should they choose to 
live at lower densities, and still form part o f the metropolitan 
body, they wi II h ave to travel both further an fas !er to 
maintain the sarne 45 minute journey time . 

2. 6 The Alternative Future Forms of Metropolitan Cape Town. 

The presence of established towns beyond the borders o f 
the existing metropolis suggests, however, that should de elop­
ment follow this trend it will result in the development of a 
form which can be best described a s " a metropolis with 
satellites. 11 

2. 7 The Implications of Alternative Future Forms for Metropol itan 
Cape Town. 

From the point of view of this thesis, one of the implication 
of these two alternative forms concerns the tributary areas 
which could be served by facilities loc ated on the erstwhile 
defence land at Ysterplaat, for increases in travel distance 
and speed imply increases in costs of transportation to be 
borne by the consumer attracte d to such fa c ili t ies. 

2. E, The Limitations of Urban Form Generalizations. 

Broad generalizations o f urban form are insuffi c ient for the 

9/ ............ ' .. . 
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calculation of potential. Both the kind and quality of 
development by location must be considered. 

3. 0 Method of Investigation. 

As perspectives frorn which to examine the data gathered, the 
following aspects of urban process will be considered: -

3. 1 Displacement. 

In a developing metropolis, such as Cape Town, increasing 
rentals and congestion of space in the central business dis­
trict displace c ertain a c tivities whi c h seek to relocate them-
selves e lsevvhere in 

primarily indus.tries, 
parison shopping. 

the urban fabri c . These activities are 
food r etailers , wholesalers and com­

(See 6. 3, 6. 9, 6. 1 0 and 6. 11 ) 

3. 2 Threshold. 

Allied to the concept of displacement is that of threshold 
which arise from absolute increases in populatio~, pur­
chasing power, changes in taste, or fashion. Threshold 
is also influenced by technology in so far as the tributary 
population or area-served is concerned. (See 8. 2 and 8. 3) 

3. 3 Tributary Area. 

The tributary area or trade area is that area within which 
a facility provides its services or from which it draws its 
custom. Factors influencing the tributary area are the 
means whereby goods are ordered and delivered, the form 
in which goods are markete d , the way in which they are 
advertised, and the frequency with which consumers pur...'. 
chase the goods. ( See 8. 0) 

3. 4 Component Economic Activity. 

Displacement of central business district activities, and chan ge s 
in threshold, are accompanied by changes in the component 
structure of urban activities. Absolute rnetropol itan population 
growth is frequently a ccompa n ied by a change in the propor-
tion of employ ment in the service components. These ser-
vice c omponents comprise both concentrated and distributed 
facilities. ( See 6. 0) 

3 . 5 Commun icatio n s. 

The state of c ommunica ti o n s b ears upon the intensity with 

1 0 / . . . .. . . . . .. .. .. . 
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which facilities are used and the amount of activity that 
c.. an be conducted by the inhabitants. 

Recently acquired and interpreted data on the effect of road 
transportation on urban development and catchment areas 
can be reinterpreted in the Cape Town Metropolitan context. 
Data on the distribution of vehicles within the population can 
be projected for estimates to be made of future mobility; By 
analogy with American experience the state of mass transit 
communication with its problems of concentrated peaks can be 
anticipated. The changing journey-to- work patterns and 
parking patterns c an also be derived frorn the same sources. 

Associated with the communications network of Cape Town 
the potential consequent upon changing modes of transport 
by the different sectors of the population can find expression 
in terms of time-distance to ~nd from the site. (See 7. O) 

3. 6 Allied Studies. 

The value of the following studies to the Cape Town Metro­
politan situation will be considered: -

Dona Id Foley; in connection with his study of population 
destinations in the central business district; 

Homer Hoyt; in connection with his study of the patterns of 
movement in residential rental neighbourhoods; 

Charles Hayes; in connection with his study of land values 
along the C.B. & Q. rail road. (See 9.0) 

3. 7 Economic Resources of the Community and Investment Time 
Period as a Paran1eter. 

The Ysterplaat area might require a very large development, 
such that it cannot be invested in at one shot without over­
taxing the resources of the metropolitan community. This 
examination of the potential of the study area will, therefore~ 
consider that the development might take place over either a 
short or iong period. (S~e 1 O. 9) 

3. 8 Desired End Result as a Parame ter. 

Ideally planning a d vice, should be a readily available service 
and not limited to crisd!s situations for the comparatively 
wealthier communities; one of the desirable end results of 
planning being to apply small corrections to development in 
a cybernetic, re la lively pa in less and surgeryless manner. 

1 1 / ... , ..••..•... • . 
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3. 9 Limitations of Available Data as a Parameter. 

Recognising : 

( i) the paucity of censal information due to the non­
standard nature of the decennial national census 
in the local context; 

(ii) the relative short period before amends are made 
for th is in the 1 970 census; 

(iii) the relatively embryonic state of data-gathering 
and storage, and planning theory and practise in 
the local, regional and national context; 

this thesis will seek to formulate a technique for the esti­

mation and presentation of potential within the bounds of 
available data and concepts of urban process. 

4. 0 Analysis: The Site. (See Map 4; page 12) 

4. 1 Nature of Terrain. 

The site is some 632. 5 acres in extent, characterized by 
extreme flatness, and is very wetl-dra ined due, in part, to 
the nature of the soil. 

4. 2 Nature of Soil. 

The soil structure is of a compact, loamy nature, overlayed 
upon a sub-structure of 11 ouklip 11

• 

4. 3 Micro-climate. 

Due to the absence of shelter from the mountain, the si.te 
• receives the full effect of the south-easter and north-wester 

prevailing winds. However, there is no over-shadowing 
from mountains to shorten the daylight hours enjoyed by the 
area. 

S. 0 Analysis: Services. 

5. 1 Water. 

Water supply for the area will derive from a new break­
pressure tank on the Plattekloof face of the Tygerberg. 

1 2/ . •........... .. 
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5.2 Sewers. 

The capacity of the pumping stations which serve the 
aerodrome is insufficient for any intensive development 
of the site. 

There are two potential sewer treatment sites at Rietvlei 
and in the Council scheme at Athlone. The capacity of 
the former is limited because of its low tolerance of chloride 
impurity. 

5. 3 Surfa c e water drainage. 

The flows of surface water drainage in the Black River 
have reached capacity and surface water from the site will 
have to flow into the Atlantic via the Rietvlei area. 

5. 4 Electricity. 

The site adjoins the access route of the . Escom power 
supply from the north. 

5. 5 Railways. 

The existing and proposed railway line structure for the area 
make access to the site by rail spurs a relatively simple 
proposition. The position of the site within the rail system 
promises effective service from it to both the harbour and 
the goods yards at Bellville . 

• 

5.6 Roads, National. 

The Ysterplaat site is flanked by the National Road from 
Cape Town to Johannesburg. At present access into 
Ysterplaat is achieved by an interchange at Koeberg Road. 

5. 7 Roads, Express and Freeways. 

In terms of the local express and freeway network Yster­
plaat is on the northern end of the Kromboom and Black 
River freeway, runn,ing between the two southern suburban 
railway lines, and to the west of the proposed north-south 
express way on Vanguard Drive extension, bisecting the 
space between the two non-white suburban railway lines. 

5. 8 Roads, Local. 

The local road structure and the connections to the 
aerodrome are shown on the site map. {See Map 4 

1 4/. ........ . 
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6. 0 Analysis: Economic Activity. 

6. 1 Economic activity: employment in: 

The census of economic activity for 1 946 and 1 960 gives 
a fourteen year wide base for estimation of changes. Two 
sectors show interesting changes; 

"Manufacturing'' employment appears to be increasing, 
whilst 

"Government, Business, Recreation and Personal 
Services" are decreasing. 

Compared to United States cities which are of similar size, 
these trends are towards rather than away from the typical 
employ ment pattern. 

See page 15; Table 6.0. 

The "Government, Business, Recreation and Personal 
Services" sector showed a higher proportion of White than 
Coloured employees in the 1 960 census whilst "Manufacturing" 
has a higher oroportion of Coloured than White employees. 

See page 16; Table 6. 1 . 

Whereas 77,000 persons were in "Manufacturing" employment 
in 1960 it is estimated that there will be 424,000 in a.d. 2000. 
Th is represents a growth rate per annum of 4. 4%. Allowing 
for its limitations, this technique shows that the greatest 
single growth rate of locationally fixed employment is in the 
"Manufacturing" sector. 

If the "Construction II industry becomes progressively more 
industria Ii zed, th is activity will be more fixed in location and 
the amount of land needed for the "Manufacturing" sector will, 
consequently, increase. 

6. 2 Indus tr ia I activity: location of: 

6.3 

In terms of the number of industrial establishments in various 
locations, Ysterplaat is close to Paarden Eiland, Maitland and 
Salt River which are characterized by large numbers of 
establishments relative to other cen tres. 

See page 17; Table 6.2. 

Industrial activity: growth of: 

In the period between 1 964 and 1 967 the number of establish­
ments in Paarden Eiland, Maitland and at ' Ndabeni, Epping 
and Parow immediately to the south-east increased more 
rapidl y than elsewhere in the metropolis . 

See page 1 8 ; Tab I e 6 . ~ . 

LV 
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TABLE 6. O Percentages of gainfully employed in selected activity 

groups; 
Extrapolation to a. d. 2000 based on rate between 

1 946 and 1 96 0 ; 
Forecast by analogy with rate of change due to growth 

of population found from study of 497 U.S. cities; 

see reference. 

Popula- Manufac- Con- Commerce2 Governmt . 

tion. luring. struct. & Finance Business 
Transport2 Recreation 

& Storage Personal 

Communic. Services 

A.O. 1 946 Census: 

Cape Town 486,000 24.89% 6.78% 31 . 53% 34.07% 

U.S. Cities - 500,000 28.10% Omitted 34. 17% 22.48% 

A.O. 1 960 Census: 

Cape Town 805,964 26. 16% 7.70% 30. 34% 31. 78% 

U.S. Cities -1 , .000, 000 27.21% Omitted 37. 1 5% 20.85% 

A.O. 2000 Projection based on rate of change between 1946 and 1 960: 

Cape Town 3,574,800 29. 79% 10,07% 26.94% 25. 24% 

U.S. Citie;:; isl , 000, 000 30.86% Omitted 32.57% 22 . ..31% 

A.O. 2000 Projection 
3 based on average factor of change of each 

activity group I s percentage in the U.S. cities of + 1 , 000, 000 compared 

to those cities of 500,000 - 1 , 000, 000; this factor applied to Cape 

Town 1 960 percentages; 

Cape Town 1 960 
Factor 
A.O. 2000 

805,964 26.16% 
X 1. 13 

3 , 5 7 4 , 8 0 0 2 9 . 6 Oo/o 

7.70% 
Omitted 

30.34% 
X 0. 88 
26.70% 

31 . 78% 
X 1. 06 
33.70% 

Comparison between projections by extrapolation and by analogy with 

U.S. cities: 

Extrapolation 29.79% 10.07% 26.94% 25.24% 

Analogy 29.60% 26.70% 33.70% 

Notional Estimate 
( Extrapoln + Ana logy) + 2 29.70% 26.82% 29. 47% 

( Extrapoln + 1 960 % ) + 2 8.21% 

Estimated employment in future metropolitan region of Cape Town at 

a. d. 2000 if economically active population: 42% and unemployment: 5%: 

A.O. 2000 3,574,800 423,624 1 1 7, 1 03 382,546 420,344 

16/ ............. . 
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TABLE 6. 0 (Continued) References, Notes and Assumptions. 

1 . References: Nelson, Howard J. : 11 A service classification of 
American Cities 11

; Readings in Urban Geography, Mayer & 
Kohn; Chicago University Press; Chicago; 1959; p.p. 141; 
Tab~e 3. 

2. Note: "Commerce", 11 Finance", 11 Transport, Storage & Communi-
cation II are combined to avoid the change of components from one to 
the other category in compiling the Census of 1 946 and 1 960. 

3. Assumptions: That the % employed in activity groups change with 
absolute population size, and that factors of change with growth can 
by calculated and applied to the population percentage in each group 
at base year. 

TABLE 6.1 Percentages of each race group 1 s economically active 
population employed in each category of economic activity. 

Agriculture, 
and fishing 

forestry 

Mining and quarrying 

Manufacturing 

Construction 

Electricity, gas and 
water 

Commerce and finance 

Transport, storage and 
communication 

Government, business, 
recreation and personal 
services 

Unemployed 

Economically active 

TOTAL 

Economically active 

Population 

White 

1 .42% 

. 14% 

19.30% 

4.54% 

. 98% 

29.83% 

11 . 6 7% 

27.25% 

4.78% 

40. 91% 

100% 

124,844 

305, 1 55 

Coloured 

3.54% 

.03% 

25.88% 

7.22% 

1 . 11 % 

1 1 . 45% 

4.84% 

19.52% 

39.63% 

100% 

165,622 

417,881 

Bantu 

6.70% 

1 .52% 

21. 25% 

10.60% 

.49% 

15. 26% 

7.03% 

26.40% 

10.74% 

64.27% 

100% 

48,336 

75,200 

TOTAL 

3.21% 

.28% 

22.SOo/o 

6.71% 

.97% 

18.77% 

7.67% 

26.72% 

12.87% 

42.44% 

100% 

338,802 

798,236 

1 7 / ...••..••.... •. 
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TABLE 6.2 NUMBER OF INDUSTRIAL ESTABLISHMENTS 

IN EACH INDUSTRIAL ACTIVITY G ROUP BY 

LOCATION. 

Group 1 
Buil rlers material s 

& allied indus tries. 

Group 2 

Chemi c als, phar~ 

maceutic al products. 

Group 3 

Clothing and apparel. 

Group 4 

Engineering & metal 

products, transport 

equ iprnen t and 

services. 

Group 5 

Finance, insurance, 
and managerial con-

Q) C 
0. s 
IU 0 

0 f-

3 

10 

34 

16 

sul tants. 2 

Group 6 

Food products, 

beverages and 

tobacco. 

Group 7 

Footwear and 

leather products. 

Group 6 

Furniture, ele c tri ca l 

and household 

appliances. 

Group 9 

Jevvellery, toys and 

1 4 

1 0 

15 

fan cy goods. 20 

Group 1 0 

Pa c'. .aging, printing, 

paper products and 

publicity. 

Group 11 · 
Textile & allied 

products & services. 

TOTAL 

9 

1 5 

148 

L 
Q) 

IU > 
U) a: 

3 

3 

22 

6 

7 

5 

6 

3 

56 

C 
Q) -0 
lJ C 
t.. IU 
IU 

~ lll 

4 

8 

4 

33 

8 

5 

7 

2 

73 

lJ 

IU 

2 

3 

2 

1 1 

1 0 

5 

3 

7 

9 

8 

56 

-
C 
Q) 

..Q 

IU 
lJ 
z 

3 

2 

5 

2 

3 

01 
C 
0. 
0.. 

ll} 

6 

5 

1 2 

9 

3 

16 38 

s 
0 
L 
tO 
a. 

4 

7 

6 

3 

2 

2 

s 

29 

IJ) L 
Q) Q) 

IJ) > 
W[ 

6 

8 

3 

2 

2 

3 

26 

> 
Q) 

m 

4 

3 

7 

3 

2 

4 

2 

26 

1 s/ .............. . 
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T ABLE 6. 3 Growth in number of f irms by location 1 964 - 1 967: 

Loc ation 

Paarden Eiland 

Ma itl a nd 

Eppin g 

Parow 

Salt River 

Woodstock 

Ndaben i 

Bellv ille South 

Claremont 

Elsies River 

Diep River 

Cape Town 

TOTAL 

Note: -

Number of firms 
1 964 1 967 

58 73 

50 58 

31 38 

23 29 

53 56 

41 44 

1 4 1 7 

2 4 26 

1 5 1 7 

25 26 

8 6 

173 148 

515 538 

r 

Gains or 
losses 

+ 1 5 

+ 8 

+ 7 

+ 6 

+ 3 

+ 3 

+ 3 

+ 2 

+ 2 

+ 

2 

- 25 

+ 23 

Change 

X I. 26 

X 1 . 1 6 

X 1. 23 

X 1. 26 

X 1 . 05 

X 1 . 07 

X 1 . 2 1 

X 1. 08 

X 1 . 1 3 

X 1. 04 

X 0.75 

X 0.82 

X 1. 045 

All data set out in Table · 6. 0 to 6. 5 is drawn from the information 
gathered b y students in Proje c t 1967/2/1 under heading data 4. 1. 1; 
the source being the Cape Chamber of Industries. 

It is estimated that the data represents 80% of the total as some 
20% of local industries are not members of the Chamber. 

1 9/ ....... . .. . .. . . 
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6. 4 Indus tr ia I activity: diversity of: 

The diversity of types of industry in the industria I areas 

flanking the eastern access of Cape Town is greater than 

elsewhere in the metropolis. Of a possible eleven c ate­

gories Paarden Eiland has 9, and Maitland, Ndabeni, 

Epping, Pa row, Elsies River, and Bellville have 8. 

6. 5 Industrial activity: size of firms: 

Relative to the typi c al ·firms in the regions 01, 02 and 03, 

most firms in these locations are smaller than average in 

numbers of persons employJd. Large r firms, which 

presumably impute less to economies deriving from proximity 

of other establishments, appear to locate in more peripheral 

positions. 

See page 20; Table 6. 5. 

6. 6 Industrial activity: land value: 

6.7 

To compare the relative value of industrial land to that of 

resident ia I land, the following table has been constructed 

from survey data gathered in 1 967: 

Industrial land. Residential land. 

Central City ....... Rl. 60 plus 40-BOc per sq. ft. 

Salt River .Rl. 60 plus 20-40c per sq. ft. 

Paarden Eiland 80c - R 1. 60 10-20c per sq. ft. 

Maitland ........... 40c - 80c 1 0-20c per sq. ft. 

Ndabeni ... .. ...... 40c - 80c 20-40c per sq. ft. 

Epping . .... ....... 20c - 40c 10-20c per sq. ft. 

Parow ............ 80c - Rl. 60 10-20c per sq. ft. 

Bellvi lie ........... 40c - 80c 10-20c per sq. ft. 

Economic A c tivity: Government, Business, Recreation and 
Personal Services. 

Whilst em'.'.)loyment trends between 1 946 and 1960 in the 

Region 01 showed a relative decline in the percentage of 

persons ef-noloyed in the above components, observable 

changes have occurred since 1960 which aw'ait quantifica tion 
and analysis. 

20/ ............. . 
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TABLE 6.5 INDUSTRIAL ESTABLISHMENT SIZE RELA-
TIVE TO REGIONAL ( 01 02 & 03) AVERAGE. 

C --0 
-a 

OJ (1) 
(1) ,C C C $ IJl L L 11> C tO a, C 0. s (I) --a ro _Q 0 -~ 11) > ro 0 tO > L co 0. L (J) > 
0 I- U) ii ro w tO --a 0. . co w (r (I) co 2 z w Q_ m Q_ 

Grou12 1 

Builders materials 

& allied industries. .7 . 7 .5 .5 1 . 6 .5 2.4 .2 2.5 

Grou12 2 
Chemicals, phar-

maceutical products. .8 .7 .6 .s 2.6 .8 .3 1 . 1 

Grou12 3 
Clothing and apparel. .6 1. 3 1 . 0 .9 1 ."1 .4 l . 1 l. 0 

Grou12 4 
Engineering & metal 

products, transport 

equipnient and 

services. .6 .3 .4 .4 .7 1. S .3 6.3 l. 5 

Grou12 s 
Finan c e, insurance, 
and managerial CCin-

su ltants. 1. 0 

Grou2 6 
Food produ c ts, 

b e v erages and 

tobacco. 2. 1 1 . l .2 3 . l .8 .6 .4 . 1 .8 

Grou2 7 
Footwear and 

· leather produ c ts. .2 1 . 0 .6 2.3 2. 1 .2 

Grou12 8 

Furniture, ele c t1-i c al 

and household 

appliances. .5 .4 .5 .5 7. 1 4.0 l. 5 .2 3.9 

Grou12 9 

Jewellery , toys and 
fanc y goods. .6 5.2 

Grou12 10 
Packaging, printing, 
paper products and 
publicity. .02 . 0 1 .4 1 . 5 4. 0 .9 .4 1 . 7 

Gr'ou2 1 1 
Textile anc.J al l ied 
products & services. . 3 .8 .2 .4 1 . 5 . 2 .4 5.3 

21 / .. • ...... . . . . . . 
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6. 8 Economic A ctivity: Government S ervices. 

6.9 

6. 1 0 

6. 1 1 

6. 1 2 

6. 13 

A visur1I survey o f projects under construc t ion in the two 

capitals suggests that central government fa ci l ities are expa n-

ding more rapid l y in Pretoria than Ca pe Town. It is con-

sidered unlikel y tha t there will be a loca l den,and by govern­

ment for land on as extensive a scale as that required for 

ins tan ce, for the C . S . I. R. in P re toria. Such a demand 

would add a further alternative use fo r the Ysterplaat aero­

drome site. 

Economic A c tivity: Business Serv ices. 

Mechanisation and automation of rnany business services is in 

progress lea aing to a spe e d ing-up of these services and the 

freeing of man-povver for other a c ti vities , e.g. 11 Rank Xerox''. 

Some tenden cy to decentralize large insurance anu financial 

activities has taken place genera ll y to suburban locations which 

have ready access to public transport and are in close proxi­

mity to a high leve l of retail activity, e. g. "Southern Life 11
• 

Economic A ctivity: Retai l Services. 

Decentraliza tion of cen tral city depar tmental stores to sub-

urban locations is takin g place, e.g. 11 Stuttafords 11
• In the 

food retailin g sec tor, intercepting locations have frequently been 

c hosen by new discount operators such as II Pi ck I n Pa y 11
• 

Economic A c tivi ty: Wholesa le S ervices. 

De centralization of wholesa le outlets to Woods tock and Paar­

den Eiland, 1n particular, ha s occu rred: e.g. 11 Ja ggers 11 , 

11 Woolworths 11 , 110. K . Bazaa rs 11 • 

Economic Acti v it y : Tourist Servi ces. 

The ascendancy of air over sea passenge r traf fic an d the 

c losure of !he Suez Cana l appear to have emphasized those 

fa c iliti es ca tering to passing -throu gh tourist and ir11migrant 

traffic. At the nafional leve l, the growth. of li g ht c ar owner-

ship and increases in one-day car- tr ip-capabi lity appear to 

favour resorts c lose r to the W i twatersrand, pa rti cu larl y the 
Natal coast. 

Economic Activity: l="ntertainments. 

Due, in part, t o the local bctn upon television, cinemas have 

not cha n ged in quantity or quality to the exte nt they have 

oversea. However, the Drive-in type cinema has established 

i tse lf in th e past decade. 

In r espect o f spec tator sports, there has been g rowth in pro-

fe ssiona l sport f o llow in g, notably football. In p arti cip ation 
spor ts : go lf, pu ttin g and vvater spor ts . 

Demand for exposition fa cilities is bein g me t, with considerable 

reserve capaci ty, (albe i t in unpre tent i ous forn1), by th e 
Goodwood Showgrounds. 

22/ .. 
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7. 0 Analysis: Transportation and Communic ation s . 

7. l The p o rt and h interlanci. 

7.2 

The v olume of c ar g o hanciled in Cap e Town harbour is 

g rowin g at a slower rate than Durb a n or Port Elizabeth. 

Victualling a n d b u n kerin g are e x perienc in g a boom; but 

the reopenin g of Suez and g rowth of deep-drau g ht c arriers 

augers ill for this trade. Containerization is not y et being 

catered for; and will require new port facilities as well 

as adjustments in bulk-breaking centre s . 

The hinterland of Cape Town is lar g el y agri c ultural, and, 

( in terms of the National Economi c Devel o pment Prog ramme ) 

not liable to rapid growth rates. Growth of port traffic 

for this sector is therefore likely to remain slow. 

The railways; goods traffic. 

Proposed changes in the railway tariff structure should 

improve Cape Town I s share of the national market for 

manufactured goods. 

7. 3 The railways; s uburban passen ger traffi c . 

There has been a marked in c rease in the v olume of non­

white suburban passenger traffic, particularly since the last 

war. See Page O 9 , Fifty Years of Un ion Statistics, 

The Government P r inter, Pretoria, l 961 and Page 23 

Planning Report No. 3 The Greater Cape Town Region, 

Cape Provincia I Administration, 1 968. 

Nevv Railway lines towards the petro-chemical complex 

at Rietvlei and to the north of Bellville promise greater 

accessibility for commuters to these area. Map 5 shows 

the travellin g time \Nithin Region 01 for train commuters to 

the C. B. D. based upon the S. A . R. time tables and an 

assumed 4 m. p. h. walking speed fr.om up to 1 mile dis-

tan c e from the station. (See page 23; Map 5) 

7. 4 R o a d s an c! c a r traffi c . 

Althou g h growth rates have been e s timated for car ownership 

amon g st the vvhite g roup (See Wel gemoed, P. J. Some 

aspects of the use and ownership of motor vehicles in 

South Africa: Transport Resear c h Centre: Stellenbosch: 

1 967 p. p. 112 - 117), no estin,ates have been prepared 

for the coloured group. 

The method b y whi c h an estimate o f coloured c ar ownership 

h as b een o b ta ined for thi s the s is is s et o u t in ta b le 7 . 4. 0 - 7 

in the Appendix: s ee pages 39 - 42. 
23 I _ 



- - --- --·-- -- ---

. - ,. 3 -4 ~ =---
- . - - -

~-~~2;~:;~ 
=------~ .t:::.: :.. ·- .. ·-=~ ----- - - - - --·- --\ .. - ---::::, 

Philude I phia 0 

:1, 
''11' 

:11-H)) 
' I ~-

, J\ 
' _, 

\ 

' \ . 
Pa g e 23. 

M_ap 5. 

t IJ 

\ I 
\ 
I +-

' 

@ te~rool 
I 
', 

-.~; ~ 
------ ------ ·- - -

------~ 

J ~ -~--'=._ --:-:~ 

- --- ----- :::i - -- - .... -
- SC ALE 

~ -==- ce::=­~ - c : ~ -=-=- _--;-·-- ---- .J1 ~ __ ._ 
~~~ - . -~ ;_ ~~:---- .---- ~~ ~:_----=~ 

~ - .: :·~- -·- -~ . ~1, - -·~- _- - :-==-=, 
~~-~- ~-~ ----

MAP 5 TRAIN TRAVELLING TIME TO C.B D ' . -· - ····-=-:f-----.------------- --·-'-
15 minutes or less to C.Ope Town Station 

bOminutes 

Bui lt-up aeas 1966 

Roil way Lines S.t iDn 



Page 24 

It will he s e en that by 1 988 - 1 993 the number of vehicles 

owned b y the c oloured group will rea c h parit y with that 

owned by the white, ( Ta b le 7 . 4. Li) and that there wi II be 

m o re than one c ar per household if lo c al t o tal annual 

v eh ic le re g istration g rowth is maintained at 6. 6% per annum. 

See Table 7.4.7. This high owners hip rate must, in 

part , be a ttr ibuted to the large number of persons ( 5. 35) 

per c oloured household. 

Nevertheless , the possession of a car may allow an in­

crea s ing proportion of the coloured group to live at 

greater distan c es from their places of work d ue to re d u c e d 

trave !ling times. The reduced dependence of th is group 

upon p ub! ic transpor tation shou Id a !so tend to favour those 

facilit i e s which are accessible by car. (See page 25; Map 6) 

7 . 5 Air c raft an d air tr affi c . 
' 

By 197 2 - 3 Cape Town will be some 6t h o urs flying time 

from cont inental Europe or 5 hours by direc t flight. The 

effect of th is accessibility cannot readily be gauged, as 

overall accessibility to the Southern Hemisphere will be 

similarly improved. A relative advantage for face-to-face 

interaction ma y arise from the official use of English (and 

Afrikaans) which is more widely understood in the economi­

c ally advanced European nations than Spanish or Portugese. 

At present many flights are convenient for week-day and 

business trips; but there is a grovving sector catering 

for freight and for tourists. 

The micro-climate of Ysterplaat is unsuitable for tourist 

activities; but its location suggests that air-freight oriented 

warehousin g and light industry should be considered, par­

ticularly if the principal Airport is relocated to the north of 

Cape Town. 

8.0 Analysis: Tributary Area. 

In theory, other things being equal, for maxirnum tribute a location 

shou Id be in the centre of gravity of the population served. How­

ever, populations are not homogeneous in tastes, needs, distri­

bution or incomes and the centre of gravity is affected by time, 

distance, transport costs, and other items whi c h affect aggregate 

accessibility. 

At present the C. B. D. and Ysterplaat are geographically off­

centre; but the dire c tion of population settlement in -€ape Town is 

tending to make the C . B. D. even more so. This change in the 

centre of gravity of Cape Town can partly be ascribed to the, 

25/ .. .•. . . . ..... .. 
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growth of the coloured sector and the allocation of the Cape Flats 

as a coloured group area. 

1 
According to Verschoyle, D. the Cape Flats area will pe 

insuff i cient for the land needs of the coloured group by 1 985. 

Development of residential areas thereafter for the group is 

restrained by group area boundaries to the south-east and north; 

out, should the latter be relaxed, the Ysterplaat area will occupy 

an increasingly more central position to Iota I settlement. 

8. 1 Tributary Populations in Terms of Travelling Time. 

Tributary popu la t ions are summarized in Table 8. 1 which 

is based upon Maps S and·· 6. The existing and potential 

popu lation derive from studies by the Provincial Administra­

tion I s Town and Regional planning section. (See Appendix: 

Page 43) 

8.2 Tributary Populations in Terms of Income. 

According to Smith, Larry; metropolitan retail facilities 

can expect to derive from 10% ·- 20% of their turnover from 

beyond their tributary area. By inflating expected sales by 

th is amount, the floor area required can be ca lcu lated. 

However, no reliable data is available upon which to base 

projections of income per capita for either the white or 

coloured group in the metropolitan region or the regions 

beyond the metropolitan area. 

Table 8. 2 sets out the results of 

attempts to estim:3te the white and 

come growth. (See Appendix: 

questionnaire surveys 

non-white per capita 
Page 44) 

and 

in-

It will be seen that per capita income of the white group 

appears to be growing at a rate of S. 2% per year if the 

increase in consumer prices is taken into accoun t . 

The data for coloured group income calculations is inadequate , 

but is set out in order that it can be re-examined against 

that rev ea led by the 1 970 census. 

8. 3 Tributary Population in Terms of Expenditures. 

The pattern of income expenditure varies from suburb to 

suburb, from income group to ·income group and from region 

to region. 

1 . Versch~yle, D. : The Cape Flats Report to the 

Joint Town Planning Committee, Cape Town, 1 967. 
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Available findings on expenditure patterns are set out in 

Table 8. 3. (See Appendix: Page 45) 

The surveys from which this data is gathered were frame r' 

with a view to r evising the provision of floor space for: 

shopping under loc al town planning schemes and is quo ted 

here as a guide fo r assessing the effe c t upon lor, a I shopping 

space if the Ysterplaat aer' odrome is set aside for residen tial 

development. 

If the feasibility of r1 regional shopping c entre at Ysterplaat 

were to be c onsidered this data vvould require verification 

and amplifica tion by further surveys. 

9. 0 A n alysis: Allied Stu dies . 

9. 1 The daily movement o f population into c entral business dis­

tricts. 

The sturly of typical American c ities with the above title by 

Foley, Donald L. 1 suggests that the number of persons 

entering the C.B . D. daily relative to total metropolitan 

population decreases with growth in size which he accounts 

to the "relatively greater concentration of fun c tions in the 

smaller city's C.B.D" . . 
There is sufficient coincidence between Fole y 1 s findings and 

the situation in Cape Town (see: Planning Report No. 3 

Public Transport : The Greater Cape Town Region The 

Cape Provincial Administration, Cape Town, 1968, p. p. 25) 

IQ infer that absolute growth in population will be followed by 

a reduction in the proportion enterin g the C. B. D. An 

examination of the proportions of functions located in the 

C.B.D. after Smith; Larry: (Journal of the American 

Institute of Planners, February, 1 961 , p. p. 40) suggests 

that there will be a displacement f rom the C . B. D . of in­

dustry, major comparison shops, deoartmental stores, and 

warehousing. 

The analysis has already ind icated that this is occurring. 

1 . Foley, Donald L. : The Daily Movement of Population 

into Central Business Districts, American Sociological 

Review XVII October 1 952, p. p. 538 - 543. 

Reprinted in: 

Mayer and Kohn Readings in Urban Geoaraphy. 

University of Chicago Press, Chicago, 1 965, 

p.p 447 - 453. 
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9. 2 The Structure and Growth of Residential Neighbourhoods. 1 

The findings of project 1966/1/2 by M. U. R. P. students at 
U .C. T. suggest that Ysterplaat is partially con tained within 
a sector of industrial land use. The geographical forrn of 
Cape Town distort this sector so that it c onverges upon a 
funnel between the sea and mountain at Salt River'/ Woodstock. 

Beyond Ysterplaat the sector cont inu es in the form of further 
industrial land at MontagueGardens and the Rietvtei/Milnerton 
petro-chemical complex. 

,9. 3 Suburban Residentia I Land Values. 

Hayes, Charles R. 2 , finds that residential land values rise 
in the neighbourhood of ra i !way stat ions and dip between 
stations; each successive rise tending to be a little higher · 
as one approaces the city. . The railway actually runs 
in a value trough or valley extending about a quarter mile 
on each side of the tracks. Almost without e xception 
residential land values are depressed within about a half 
mile of industrial centres; but elevated from one-half to 
one-and-one-half mile distant from the industrial areas. 

Other considerations of topography, micro-climate, and land 
need apart, these findings suggest that the Ysterplaat aero­
drome_ site is suitably located vis-a-vis the loc al railwa y line 
to Rietvlei to warrant c onsidering its development for a 
high land-value residential area. 

10.0 Diagnosis. 

In order that the facts gathered in the ana lys.is can be assessed 
in terms of priorities, they wilt be classified into component ·groups 
and ranked according to relative significance. 

1 • 

2. 

Hoyt, Homer: The Struc ture and Growth of Residential 
Neighbourhoods in American Cities: Washingfon: Federal 
Housing Administration 1939, p.p. 112 - 122. 

Hayes, Charles R :. Suburban residential land valu·es along 
the C. B. & 0. railroad: Land Economics; Volume XXXUI 
May 1957, p.p. 177 - 181 

Reprinted in: 

Mayer, H.M . and Kohn, C.F. 
and 556 - 560. 

op. cit p.p. 499 - 510 
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Of a .II alternative uses to which the site could be put, seven 

categories are pre-eminent: Residential, Industrial, Business 

(e.g. shopping and offices), Commercial (e.g. warehousing and 

storage), Government lnstitutiona I (e.g. police department, defence, 

educational and health facilities), Private open space (e.g. ceme­

teries, exhibition and show buildings, and sports clubs), or 

Public open space. 

1 0. 1 Social Considerations: National Policy: Group Areas. 

Although the National Road forms a small buffer between the 

coloured group area and the site, social considerations 

suggest that Ysterplaat aerodrome l::>e developed for industrial, 

business, commercial or government rather than residential 
or open space use, so that the buffer is extended in depth. 

1 0. 2 Social Considerations: . Local Policy: Coloured Employment . 

The policy of fostering the growth of employment opportunities 
for the coloured at a few concentrated locations 1 suggests 

that the site be developed for industrial, business or govern­

ment use as these accounted for nearly two-thirds of all 

coloured employment in 1 960 and the location of the site is 

within the area in which 65 per cent of a II journeys to work 

are concentrated. 2 See Appendi x Pa g e 46. ) 

10. 3 Social Considerations: Public Interest: Social Class. 

In terms of its position in the concentric zonal stru c ture of 

Cape Town, the site approximates that which con ta ins the 

working men's h~mes. 3 However, as pointed out in 9.3, 

it can be seen as lying within the radiating sector of industrial 

land. These considerations favour its development for 

industria I use, alternatively for commercia I, gover'nment or 
business use . 

1 0, 4 Social Consideration s : Compatibility. 

On its western and northern sides, Ysterplaat aerodrome 
abuts res identia I areas in which aircraft flight paths have 

1 • See: The Greater Cape Town Region: op. cit Plann in g 
Report No. 2 p. 39. 

2. See: The Greater Cape Town Region: ibid: Planning 
Report No. 3 : p. 27. 

3. See: M.U.R.P. Student Project 1966/1/2, Dept. of 
Urban and Regional Planning, U.C.T. Cape Town. 
Unpublished student project. 
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restri c ted the height to which buildings have been developed. 

In terms of corr.patibility with this type of development, the 

aerodrome should be developed for residential or public open 

space use. 

Less desirable would be private open space or government 

inst itt,.Jtiona I use. 

Without ameliorative measures, development for business, 

commerce or industry would be undesirable. 

Economic Considerations: Developed Value. 

The difference between the site development cost and the 

market value represents the developed value. Assuming 

development costs for industrial land of 13c per sq. ft. and 

medium density residential. land of 3 c per sq. ft., any 

difference in market value greater than 1 Oc per sq. ft. 

would favour development for industria I purposes. 

Examination of paragraph 6. 6 indicates that only in the 

Epping area is th is difference approached. 

Thus; where devel oped value is the cri teria, it · c an be 

assumed that the site should be developed for industrial or 

commercial, rather than residential use. 

As the site is unusual in an urban area in that it is free of 

development, consideration should be given to its use for 

public or private open space. The proximity of the 

Atlantic Coastline, the Goodwood Showgrounds, the Milnerton 

Golf and Turf Clubs, and the open spaces adjacent to the 

Black River, to gether with potential conf li cts due to the 

adjacent co loured group area, suggest that the si te need not 

be reserved as public or private open space. 

Economic Considerations : Construction Costs. 

Development o f the local infrastructure apart, consideration 

must be given to the nature of the site as it affects construc­
tion cos ts. 

Ysterplaat aerodrome is a pre-levelled, compacted, and 

drained site, ideally suited for the development at low first 

cos t of spatially-extensive buildings with rail and road acces s 

by nearly level gradients which make for economy and safety 
in handling. 

As such it is desirable that it be set aside for industrial or 

commercial rather than business use. Level sites are 
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not in demand in the market for residential development. 

Economic Considerations: Urban Infrastructure. 

Every si te wi thi n an urban area is endowed with advantages 
sprin gin g fr om investments in the urban in frastructure. 

The c apa ci ty o f arteries, and the .scale and specialization of 
se r ices in the Ysterplaat area are capable of extension or 
adap tation to abs orb what, in more peripheral areas, would 
c onsti tute high vo lumes of activity. Thus it is more 
appropriate that the site be developed to make use of the 
road, rail and waste treatment network than to ignore it. 
(Se e also 10.2) 

In descending order of appropriateness this criterion suggests 
development for industrial, commercial, business, institutional, 
or high density r esidential use. 

10. 8 E conom ic Considerations: Loca ti onal Factors. 

The land uses competin g for the site because of displacemen t 
from the C. B. D. c an be arranged, ac c ording to their need 
for loca tions that are population-,ce6tral, have bilateral market 
areas and are intercepting of traffic, in the following order: -

Business 

C ommerce 

Industry 

Government 

especiall y food and comparison shops; 

especiall y warehousing; 

especiall y bakeries, da'jry produce and 
transport services; 

especially police and hospital services. 

Interc eption and bi la tera lily of market: 

Whilst the site is located in an intercepting position vis-a-vis 
the road access to the C. B. D. from the north and east, it 
will lack a fuller bilaterality of market area until after 1985 
(see 8. 0) and may lose some intercepting ability with the 
development of a northbound National Route on the Table Bay 
Coast. 

Population centrality: 

In terms of centrality to the population served, it is less 

1 . See: Grigsby, W. G. Housing Markets and Public 
Policy: Pennsylvania University Press: Philadelphia 1963 .. 
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favourably located than the proposed shopping development 

on the corner of Voortrekker Road and De la Ray Street, 

Parow. 

These factors will tend to diminish the appeal of the site for 

business use, whilst for warehousing the site is slightly 

more remote than the Paarden Eiland facilities from the 

harbour. As an institutional site, prior decisions have al­

ready located the major hospital development at Tiervlei and 

police activities at Lavistown. The area lacks suburban 

shopping and such natural amenities as would tend to attract 

business activities of the insurance headquarters type. 

Thus, in descending order of desirability for uses displaced 

from the, C. B. D. , the site is favoured for industry, com­

merce, business and government respectively. 

1 0. 9 Efficiency Considerations: Shape and Size of Site. 

The shape and size of the site corresponds with the Paarden 

Eiland and Epping developments and represents an area 

which is within the bounds of recent experience of develop­

ment and marketing by the responsible local authority. 

Its shape is regular and similarly broad, a I lowing the design 

to feature a central rail spine if developed for industry and 

commerce. 

The shape and size of the site do not appear to deny develop­

ment in any particular alternative use. 

1 0. 1 0 Efficiency Considerations: Linkages. 

1 0. 1 1 

In terms of the opportunities for external economies by con­

tracting out functions, for linkages with allied activities, for 

competing for skilled labour . and management in an attractive, 

expanding market, and similar adva ntages deriving from 

economies of agglomeration, the site is advantageously 

located for development of industry. (see 6.2, 6.3, 6.4 and 

6.5) 

Amenity Considerations: Microclimate and Soil Fertility. 

The exposed, wind-swept and relatively bar.ren site does 

not commend the development of residential, open space or 

institutional use. These factors also tend to operate against 

a successfu I business interpretation. 

1 0. 1 2 Health Considerations: 

and Pollutants. 
Wastes, N oises, Dust, Vibrations 

In terms o f the prevailing winds, in summer the site lies 
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to the lee of the Athlone power station and sewage treat­

ment works, and i n winter, . to the lee of the Paarden 
Eiland power station and Black River o u tflow. 

Noise, dust and vi b ration generated by traffi c on the Nati o nal 

Route N9 is not d efle c ted b y natural features. 

10. 13 

An y pollutants produced on the site will require to be 
treated at the Rietvlei or Athlone works. (See 5.2) 

Diagn osis: Classifi c ation Acc ording to Relative Importan c e. 

These considerati o ns can be arran g ed in an order whi c h 
represents their relative importance when deciding to whic h 
use the Y;;terplaat aerodrome site should be put. Within 
that arrangement the alternative uses, 1n tu r n , have greater 
or lesser degrees of desirability which allow them to be 
ranked. This is illustrated in the foll o wing table: -

TABLE 1 0. 1 3 ALTERNATIVE USES. 

ro C 
(I) 

ro U) 0 ro U) 0 (I) (I) ro 0 
Catego ries C l. (I) t. E ro Q. 

(I) C (I) C > U) .D 
consi clered: - -0 (f) 

E l. :J :J {/) (I) L C Q_ (f) -0 :J E > Q_ (I) (I) C m 0 0 Q. 
[ 0 (j 0 

National policy: 

group areas . . ........ 7 5 6 

Local policy: employment 5 6 7 

Public interest: 

social class ... . ....... 5 2 2 2 6 7 

Comp ati b ilit y ........ 7 5 6 3 3 

Developed value ........ 4 5 6 7 

Construction costs ...... 6 3 3 3 7 

Urban infrastru c ture 5 3 4 6 7 

L ocational fa c to r s .. . . ... 6 3 2 4 5 7 

Shape an d siz e ... . ..... 

Linka g e s .......... . . . .. 5 3 3 6 7 

Amen it y .. . ....... . ..... 7 3 4 5 6 

Health ......... . ........ 7 3 4 5 6 

TOTAL ........... . ... . 59 1 8 29 1 9 36 5 7 6 9 
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Consider the totals of each vertical column: 

As the most desirable quality in each category is awarded 
the lowest number, the sum of all such most desirable quali­
ties c ou Id, in theor y , be the same as the number of catego-
ries that is: 1 2. 

The lowest is, however, that of "Industry' at 1 8 closely 
followed by "Commerce 11 at 19. ' From this it can be inferre d 
that the most favoured alternative, within the range offered an d 
the categories considered, is not entirely desirable. 

An examination of the "Industry" column reveals that the 
least desirable aspect of Industry is its lack of "compatibility" 
with adjacent development. If this could be ameliorated, the 
score might be significantly reduced. 

A further examir:-iation of the category "compatibility" reveals 
that other uses which are nearly as desirable, such as 
11 commerce 11 , are more compatible. 

Recourse to the data 1 0. 4 reveals that the lack of compatibili ty 
springs from the existing residential development on the wes­
tern and northern sides of the site. 

Strategies recommended to enhance the desirability if the site 
is developed for industry, are: 

the interposition of a belt of open space at the boundary, 

backed onto by a zone of comn,ercial development; 

the denial of vehicular access to the residential area; 

the imposition of performance standards on the industries 
to curb noise, dust, odours and wastes. 

10. 14 Weighting of data. 

If the Table 1 0. 13 is modified so that each categOi"'y is 
weighted according to its importance the following table: 
10.14 could be constructed. It is assumed here that the 
categories of social, economic , efficiency, amenity and 
health considerations represent an order of descending im­
portance. 

The lowest sum would again represent the most desirable 
alternative, with a theoretical minimum of 78. 

If this total is reduced by 
1 

/ 6. 5 comparability with Table 
1 0 . 1 3 is poss i b I e : 
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TABLE 1 0. 1 4 ALTERNATIVE USES: WEIGHTED. 

.... 
(1) re U) IU C (.) 

U) re U) (.) (1) (1) 
IU .... C L (1) L E re Q. .c (l) - C (l) C > (/) 01 -0 (/) 

E L Categories (l) :J U) 
(l) L 

C U) -0 :J E 0.. considered: - ~ (l) .E m > (l) 
0 0 Q. (I 
0 (:) 0 

National policy . 
g roup areas ........ X 1 2 84 1 2 12 1 2 1 2 60 

Loc al policy 
employment , • X -1 1 55 1 1 1 1 1 1 1 1 66 

Public interest : 
social class •• , • • • X 1 0 50 1 0 20 20 20 60 

Compat ib ility • • •••• X 9 9 63 45 54 27 27 

Developed v alue • • • X 8 32 8 8 8 40 48 

Constructi o n cos ts ,X 7 42 7 21 7 21 21 

Urban infrastructure X 6 30 6 1 8 6 24 36 

Loca tio nal fa c tors •X 5 30 5 1 5 10 20 25 

Shape a nd size ••• X 4 4 4 4 4 4 4 

L inkages • • • ..•. • • X 3 1 5 3 9 3 9 1 8 

A menity .......... X 2 1 4 2 6 2 8 1 0 

Hea lth ........... X 7 3 4 5 

TOTALS ......... 72 372 132 172 138 200 380 
d iv ided b y 6. 
CORREC T ED TOTALS: 57 20 26 21 31 59 

TABLE 1 0. 15 WEIGHTED ANO UNWEIGHTED TOTALS 

U n weighted total 

Wei ghted Iota I 

D ifference 

re 
C 
Q) 

-0 
(/) 
(l) 

(I 

59 

57 

- 2 

ro 
L -U) 

:J 
-0 
C 

1 8 

20 

+ 2 

U) 
Ill 
(1) 

C 
U) 
:J 
m 

29 

26 

- 3 

.~ 
(.) 
L 
dJ 
E 
f 
0 
0 

1 9 

21 

+ 2 

-C 
(l) 

E 
C 
L 
(l) 

> 
0 

(:) 

36 

31 

- 5 

(.) 

..0 
:J 

0.. 

57 

56 

+ 1 

(l) 
u 
ro 
Q. 
ill 

C 
(1) 
Q. 
0 

35 

(1) 
(.) 

u ro ·- Q. 
..0 U) 

:J 
0.. C 

(1) 
Q. 
0 

72 

77 

70 

9 

56 

49 

42 

35 

' 4 

21 

12 

6 

453 

70 

(1) 
(l) u 
co ro 
> Q. 

Ill 
L 

0.. C 
dJ 
Q_ 
0 

·59 

70 

+ 1 
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1 0. 15 Comparison of _Weighted and Unweighted Totals 

It can be inferred that: -

( i) where the totals are lower when weighted: the 
alternative use is ·well-endowed in categories con­
sidered relatively important. 

( ii ) 

Thus:-

where the totals are higher when weighted: the 
alternative use is poorly-endowed in categories 
considereci relatively important. 

(iii) 11 lndustrial 11 and 11 Commercial 11 are poorly-endowed 
in categories considered relatively important. 

(iv) 11 Business 11 is well-endowed in categories con­
sidered relatively important. 

Examination of the Table 1 0. 14 reveals that, in the heavily­
weighted categories, these three alternative uses are very 
similar until the 11 compatibility 11 consideration, where 11 Busi-
ness11 has a lower, and therefore, better score. Although, 
in individual categories, other uses have desirable characte­
risrics, it is in respect of 11 total desirability 11 that the public 
interest will be best served. 

Therefore: -

(v) If the objective is to accommodate 11 lndustry 11 with-
in the environment by interposing an alternative use ; 

Then:-

(vi) After 11 Commerce 11
, the most desirable alternative 

would be 11 Business 11 and not 11 0pen Space 11 as 
suggested in the final paragraph of 10.13. 

However, the need for 11 Business 11 use, when limited to a 
11 buffer strip 11 in size and location, is not the same need as 

expressed in the table, which, under the categories of 
"Developed Value 11

; 
11 Locational Factors 11 ; Shape and Size 11 , 

and 11 Linkages 11
, was considering a spatially-extensive, 

decentralized facility with a metropolitan-wide tributary popu­
lation, which it wou Id intercept en route to the C. B. D. 
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Thus:-

(vii) The Alternative Uses must be seen as Total 
Alternati v es. 

(viii) Examination of the columns in the tables: 

can pin point \!\here the alternative use is 
well or p oorl y -endowed in categories c on­
sidered relatively important; but 

cannot offer a solution b y wa y of portions 
or mixtures of uses without a reappraisal 
of a ll the categories considered. 

11 . 0 Conclusions. 

1 1 . 1 The Use of Ysterplaat Aerodrome: Estimated Potential. 

In a s much as the Ysterplaat Aerodrome is one of three 
extensive areas of defence land being enc.ompassed by urban 
development, it is a resource to the urban community. 

This resource ma y be denied its fullest potential if, like 
Wingfield' s 11 Acacia Park 11 housin g scheme for parliamentary 
employees, it is merely t ransferred from one form of g overn­
ment institution use to another. 

11 Government institution 11 use is but one of at least seven 
possible alternative categories of land-use and, accordin g to 
the anal ys is undertaken in this thesis, is only fourth in order 
of d esirability for the Ysterplaat aerodrome site. 

11 . 2 The Use of Statutory Auth ori ty Land. 

1 1 . 3 

An assessment of the alternative uses to which land held by 
statutory authorities can be put will reveal the opportunities 
forg one by the nation in terms of the optimum utilization of 
resources. 

Findings regarding the rankin g and summing n,e thodology 
adopted for the examination of the alternatives. 

The examination of alternatives is facilitated by ranking them 
against a catalogue of cri teria a nd summing the ranks attained 
by each. 
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1 1 • 4 Findings Regarding the Weighting Methodology. 

( i) Weighting the criteria in order of significance and 

c omparin g the weighted and unweighted sums aids the 
reco g nition of the important shortcomings and strengths 
of each individual al ternative. 

(ii) Weighting distinguishes those alternatives that are well­
endowed with important characteristics. 

(iii) Ranking, ·summing and weighting aids decision-making 1 

where many disciplines are invo lved and must 
interact to reach a co-operative decision, 

where c hanges in possession, management, policy, 
emphasis, quantity, qua I ity, resources, space, 
time, tastes or interests occur. 2 

where multifarious data in involved. 

(iv) Ranking, summing and weighting allows the subsequent 
re-examination of the des irabfeness of the dee is ions. 

1 • Bross, Irwin ' D. J. Design for Decision 
Free Press New York , 1 965, p.p. 255 

· 2. Compare with the categories of Aristotle: 

possession, action, passion, posture, quantity, 

subs tan ce, place, time, relation. 
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APPENDIX 

TABLE 7.4. Page 39 

Growth of Car Ownership in Region 01. 

Method: 

Assumptions: 

Sources: 

Car ownership amongst the White population group 
is projected forward at the same rate as the 
vehicle registration in South Africa from 

(a) 1950 to 1962 (5.5% per annum) 

(b) 1950 to 1965 (6.6% per annum) 

Car ownership amongst the Coloured population 
group is projected forward at the same rate per 
thousand as at 30th June, 1 962. 

After the ownership rate amongst the White group 
reaches ~'saturation point" (450 motor cars per 
1,000 population) ownership of surplus cars is 
assumed to be ·transferred to the Coloured popu­
lation group. 

( i ) That vehicle registration growth takes account 
o"f new and second hand purchases a·s well 
as vehicle life and scrapping age. 

(ii) That the Coloured population group will own 
motor cars at a constant rate per thousand. 

(iii) That when the White population car ownership 
rate reaches saturation, older cars will be 
transferred to the second hand market and 
replaced b y newer c ars at a rate similar to 
the growth rate in y eh icle registration. 

Welgemoed, P. J. ; Some aspects of the ownership 
and use of motor vehicles in South Africa; Trans­
port Research Centre, University of Stellenbosch; 
1 967. 

p.p. 9 

p. p. 16 

Car ownership saturation rate. 

Table 2. 4. Adjusted mid-year esti-
mates of total numbers of South African 
motor vehicles. 

p. p. 56 Table 3. 13 numb er of motor c a r s per 
1 , 000 of the population at 30th June, 1 962 . 

p. p. 112 - 117 Motor v ehicle projections. 
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Number of Cars in White Ownership at 6. 6% per annum Growth 
Rate in Region O 1 : 

Date. Cars; White Population X 4SOL 1 000 Sur1.2lus 
Saturation Cars. 

30. 6. 1 962 97, 8t?.O 

1 965 118,488 383,147 172,416 

1 970 163, 1 1 1 418,560 188,35 2 

1 975 224,540 456,709 205,519 19., 021 

1980 309,102 497,807 224,010 85,092 

1 985 425,510 542,081 243,936 181,574 

1 990 585,757 589,778 265,4 00 320,357 

TABLE 7.4.2. 

Number of Cars in White Ownership at 5. 5% per annur.-1 Growth 
Rate in Region 01: .. 

Date. Cars. White Po1.2ultaion X 450L1000 Surplus 

Saturation Cars. 

30.6.1962 97,620 

1 965 114, 864 383,147 172,416 

1 970 150,123 418,560 188,352 

1 975 196,204 456,709 205,519 

1980 256,430 497,807 224,010 32,420 

1 985 335, 1 44 542,081 243, ,936 91 , 2 0 8 

1 990 440,300 589,778 265,400 174,900 

1995 578,448 641,162 288,523 289,925 
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Number of Cars in Coloured Ownership in Region O 1 : 

Date. Population x ..1,6/ 1 000 Plus surplus from white saturation . 
at 6 . 6% £1- 5. 5% 

1965 587,.107 9,393 9,393 9,393 

1970 728,144 11 , 650 1 1 , 650 11 , 650 

1975 902,498 13,540 . 32,561 13,540 

1 980 1 , 11 9, 1 87 17 ,906 102,998 50,326 

1985 1,386,994 22, 191 203,765 113 ,399 

1 990 1 , 7 15, 900 27,454 347,811 202,354 

1995 2,117,837 33,850 Not calcu lated ~23, 775 

TABLE 7.4.4. 
Comparison of Car Ownership by Race in Region 01 

Date. At 6. 6% per annum growth. At 5. 5% per annum growth. 
White Coloured White Coloured 

1 965 1 18,488 9,393 ·114, 864 9.393 

1 970 163,111 11 , 650 1 so, 123 11,650 

1 975 205,519 32,561 196,204 13,540 

1 980 224,010 102,998 224,010 50,326 

1 985 243,936 203,765 243,936 113,399 

1 990 265,400 347,811 265,400 202,354 

1 995 Not calculated 288,523 323,775 

TABLE 7.4.5. 
Number of Cars in White and Coloured Ownership combined in 
Region 01: 

1 970 

1 975 

1 980 

1 985 

1 990 

1 995 

At 6. 6% per annum growth. 

174,761 

238,080 

327,008 

447,791 

'613,211 

Not calculated 

At 5.5% per annum growth. 

161,773 

209 ,·744 

274,336 

357 d.35 

467,754 

612,298 
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TAB LE 7. 4. 6 Rate of car ownership per thousand 
population by race in Region 01. 

Mid-year Date. White Group. Coloured Group. 

1 962 26 8 per thousand. 16 per thousand. 

Growth Rate. 6.6% 5.5% 6.6% 5.5% 

1 965 309 299 16 16 

1 9 7 0 389 359 16 16 

1 975 4 50 429 36 16 

1 980 450 450 92 45 

1 985 450 450 147 82 

1 990 450 450 203 118 

1 995 450 450 Not calculated 153 

TABLE 7. 4. 7 Number of cars per c oloured household in 
Region O 1 . 

Date. Dwellings* No. of ca rs 
at 6. 6% at 5. 5% 

1 970 110,023 11,650 11,650 

1 980 178,506 102,998 50,326 

1 990 304,0 7 6 347 ,811 202,354 

Cars per dwelling 
at 6 . 6% at 5 . 5% 

. 1 0 . 10 

.58 .35 

1 . 1 4 .66 

* Estimates take n from Louw, A Metro 2000: 

M.U.R.P. Pro je c t 196 7/2/1 Table A.2.4.5. 

sum of items d, e, n & o. 
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TABLE 8. 1 

1960 PUBLIC TRANSPORT ACCESSIBILITY TO C.B.D. 

White. Coloured. All. 

0 - 1 5 minutes .. ... ... 2 7% 18% 21% 
94,82 6 85, 1 80 190,01 7 

15 - 30 minutes ....... 29% 34% 32% 
101 , 25 7 160,331 295,968 

30 - '45 minutes ....... 22% 24% 22% 
75,749 115 , 133 207,245 

0 - 45 minutes ......... 78% 7 6% 75% 
271,832 360,644 693,230 

P opu lation ....... 350,277 476, 1 83 921,768 

2000 CAR ACCESSIBILITY TO C.B.D. 

J 
White Coloured. All. 

0 - 1 5 minute s ........ 70% 9% 20% 
485,548 245,696 731,244 

1 5 - 30 minute s ....... 5 5% 27% 31 % 
386,31 7 694,245 1,110,098 

30 - 45 m inutes ....... 10% 64% 48% 
72,393 1,661,065 1,733,458 

0 - 45 minutes ........ 136% 100% 100% 
944,258 2,601 , 006 3 , 574,800 

Population ........ 6 96, 51 8 2,601 ·, 006 3,574,800 
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TABLE 8.2 Income per Capita: Growth Rates. 

l/) 
""O 
C 
IU (J) 

1 (1) X 
(J) L (1) 

0 0 ""O (1) ..c (1) ""O l/) Q) z l/) s E C (1) C 2 C L '-~ :J 0 0 :J - ..c 0) l/) Q) '01 .C ·- 0 C s L C u 
(1) s 0) - 0 

0 ·- Q) 0 
E 

Q) 

ot a: a: 0 .0 
(1) C 
L >.. 
IU s 
0 

a. June I 60 1 02. 1 R783 Rl 47 R 1 , 1 35 R689 

b. June I 65 Rl,139 R230 f 

c. May I 66 Rl, 942 

d. May I 67 R 1 , 1 92 

e. June 1 68 132.2 

Growth 
Rate 2 .3% 7.5% 9.4% 9.4% 8. 1% 

Corrected 
Growth 
Rate 0.0% 5.2% 6. 1 % 6. 1% 5.8% 

Sources: 

a. 

b. 

Cape Provincial Administration: Greater Cape Town Region: 
~ Planning Report No. 2 ibid 1.1. 22, 23. 

Bureau of Statistics 
ber, 1 966. 

Report No. 11-06-01 Novem-

c, d. U.C. T. Department of Urban and Regional Planning pro­
ject surveys. 

e. Bureau of Statistics: Monthly Digest of Statistics 
ment Printer, Pretoria. 

Govern-

f. Market Research Bureau ( Un iversity of South Africa) 
Income and Expenditure of Coloured Households: 1965 
Report No. 9. Craft Pers, Pre tori a , 1 9 65, p. p. 64. 

(In c ome quoted is projected forwara from Jan. 1 964. ) 
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TABLE 8.3 Retail E x penditures. 

Breakdown of National Retail Expenditure: 
After Taxation and Savings. 

Food, Drink and Tobacco 

Clothing, Footwear 

Furniture 

Services 

Personal Care 

TOTAL 

Food only 

Drink only 

Tobacco only 

Retail Compared to Total Expenditures: 

Page 45 

1 967. 

Rm 

2,125 

659 

462 

277 

286 

3,809 

1 , 642 

278 

205 

Percentage. 

56% 

17% 

12% 

7% 

8% 

100% 

43% 

7% 

5% 

Retail Expenditures less Drink and Tobacco, as a proportion of 
Total Expenditures. 

Retail 

Source: S .A. Reserve Bank. 

Rm 

3,326 

Percentage. 

57% 

Suburban Percentage Share of Retail Expenditure: Parow 1966: 

Foo d ' ......... 

Clothing and Footwear 

Furniture and Applian c es 

Services ... . ..... . ..... 

Pharmaceuticals and personal care 

84% 

76% 

66% 

91% 

88% 

Source: Pa row Survey: Plan Medewerkers, Pretoria. 
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Appendix to: -

10.2 Social Considerations: 
ment. 

Local Policy: Coloured Employ-

The following is extracted from: -

The Cape Provincial 
Cape Town Region 
Population 1968 

Administration: The Greater 
Planning Repor~ No. 2 
p.p. 36 - 39. 

''Thus it can generally be said that the resi­
dences of Whites are relatively dispersed and 
jobs concentrated, whilst for non-Whites the 
reverse applies. 

Idea fly th is situation rnay demand mutually 
opposing patterns of transportation media. For 
the Whites, a few main routes pick up all minor 
feeders and deliver into the main employment 
concentration. 

On the other hand, the non-Whites retain a 
large number of main routes emanating from 
their residential concentration from which feeders 
branch off to their widespread employrneht loca­
tions. The non-Whites are of course the least 
able to pay for a more comprehensive pattern, 
and thus have to be subsidised, the cost of 
which is , borne by the State. 

The logical conclusions to be drawn fror:n this 
is that a policy of fostering the growth of em­
ployment opportunities for Coloured at a few 
concentrated locations shou Id be adopted. " 
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The Categories (See Ross, W.D.) 
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Summary to: 

''THE POTENTIAL OF INTRA-URBAN DEFENCE LAND 11 • 

Whilst investigating the structure and future form of the n,etropolis 
of Cape Town by the year 2000 A .0 ~, ( a project undertaken by 
the . second year Urb,an and Regional Planning students in 1 967), 
it was observed that future expansion would have to leap-frog 
over land that is held by various government bodies. In most 
instances the extent of the land held is considerable, particularly 
that held by the Departn,ent of Defence. 

For reasons of security the actua I use to which defence land is 
put is unknown to most locat authorities. The recent conver-
sion of part of Wingfield aerodrome to a housing estate suggested 
that there may be a tendency for government ins ti tut ions to transfer 
land to one another and that this procedure may not always act in 
the best interests of the community. 

Jn his address to the general meeting of the Institute of Town 
Planners, Profes~or Melvin M. Webber outlined the development 
of II Planning, Programming and Budgeting" systems in the United 
States; how the success of their application to military programme 
planning led President Johnson to order all departments of the 
Federal Government to adopt them, and how, in turn, State and 
Local Governments have adapted them to their own use. 1 He 
hopes that "the thoughtways that attend this sort of economizing 
approach to planning" will mean that once-separate programmes 
with "segmental, ad hoc , disjointed .... and-incremental approaches'' 
will .find ~verlapping areas where they can co-operate for economy 
and efficiency. 2 · 

Assuming that statutory authorities adopt similar thoughtways and 
wi'sh to show how the resources they control can achieve the op­
timum utility for the nation, this thesis seeks to find. th~ best 
alternative use for lands which have outlived their usefulness for 
defence purposes due to their location or to c hanges in technology. 

1 • 

2. 

Webber, Melvin M: The New Urban 
Planning in America Journal of the 
Town Planning Institute Volume 54 
No. January, 1968 Pages 6 - 7. 

Jordan, Radford : An integrated view of 
efficiency in government Lecture 9, 
Law and Public Administration Department 
of -Urban and Regional Planning, University of 
Cape Town, 1968. 

2/ ............... . 
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The method used has been by way of: -

Section 1. 0 

Section 2. 0 

Section 3. 0 

Section 4.0 to 9.0 

Section 1 0. 0 

Section 11 • 0 

A statement of intent (pages 1 - 2); 

The factors taken as given ( pages 
2 - 8); 

The proposed method of investigation 
( pages 9 - 11 ) ; 

The analysis of the data 3 gathered 
(pages 11 - 28). ; 

A diagnosis (pages 28 

Conclusions ( pages 37 

36); and 

36). 

Selected theoretical concepts of urban process have been used 
for the isolation and analysis of relevant information. lt will be 
noted that no statement has been made of shortages of land for 
various purposes in terms of proportions of existing zones taken 
up into _their entitled use under the local town planning schemes; 
rather, market demand in various locations has been indicated by 
comparing the price paid for one sort of zoned land to another. 

As a framework for alternative uses for the site, a condensed 
series of the local use zones 4 has been adopted. These have 
been ranked ( on page 33) against a series of considerations 
which attempts to incorporate the exhaustive Aristotelian Categories 
and the statutory requirernentsof a- Town Planning Scheme as set 
out in paragraph 35 ( 1) of the Township 1s Ordinance No. 33 of 
1 934. 

To test the conclusions drawn from this method, a weighting 
system is suggested and applied to the ranked series ( on pages 
34, · 35). It is concluded that this ·system may facilitate the 
interaction of the many disciplines and authorities which could be 
involved in a matter as important as the alternative use of such 
large areas of land, prior to a co-operative decision being 
reached. 

By extending or restricting the number of categories considered 
and the range of alternative uses, different conclusions can proba-
bly be arrived at regarding the best alternative use. Some 

3. Data is drawn from that assembled by students 
in project 1 967 / 2/ 1-

4. Set out in: The Cape Town Municipality : Town 
Planning Scheme : Revised Final Statement. 
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limitations of the operational use of the tables are indicated 
( under paragraph 1 0. 15, pages 36 - 37). Nevertheless, it 
would appear that the methodology proposed holds promise for 
decision-making. 

If the optimum utilization of all available resources is a national 
goal, it would appear from this isolated examination that there 
may be some benefit to be derived by the examination of all 
land held by statutory authorities with a view to their alternative 
uses. 

Each succeeding project during the course has stimulated further 
enquiries, and this thesis is no exception. 
to limit the thesis to its terms of reference, 
enquiry and some initial findings have been 
Appendix. 5 

~. 

ANDREW LOUW. 

5. See Pages 39 - 42: 

However, in order 
matters for further 
relegated to the 

The growth of car ownership amongst the 
coloured group; 

See Page 43: 

The effect of group area restrictions · on 
acc essibility to the C.B.D.; 

See Page 44: 

The relative growth by race group of income per 
capita in Region 01. 




