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Abstract
As cities age and change, certain areas 
begin to physically decay and suffer from 
the flight of both its residents, as well as 
socioeconomic activities. The means by 
which these areas are regenerated remains 
an issue for many cities, who are unable to 
reconnect these places with opportunities 
needed to thrive. In response to this chal-
lenge, transit-oriented developments have 
become a more recent, sustainable form of 
urban growth that allow people to navigate 
a city’s socioeconomic activities and oppor-
tunities through well-established modes of 
transportation. This has the potential to cre-
ate cities in which people are able to have 
a ‘live, work, play’ lifestyle, supported by 
various modes of public transportation that 
also connects them to the broader urban 
context. 

The case study method is used to determine 
the viability of utilising transit-oriented de-
velopments as a path for enabling urban re-
generation and to examine a space in need 
of regeneration that is also well-connected 
to various modes of urban transportation. 
Bellville Central provides an example of at-
tempts to address urban decay through vari-

ous efforts of regeneration, with the insights 
of the users of the space became invaluable 
resources for the study. The users found 
that safety, walkability, and transportation 
were of the utmost importance and should 
be improved to help regenerate the area, 
while other data suggested a need for more 
diverse socioeconomic activities. The results 
of the study reveal many overlapping princi-
ples such as notions of liveability, that, while 
aimed at different goals, use methods that 
are often complementary or even identical 
to each other, thus regenerative interven-
tions should include additional theories (like 
transit-oriented development) and broader, 
inclusive impacts.
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1.1 Introduction

[I]f we’re really serious about [TODs], we 
should maybe give some thought... to how 
it could serve as a catalyst for urban regen-
eration. Rather than annexing neighbouring 
[communities] for growth, why don’t we make 
better use of the land we’ve already got?

(Winnipeg Free Press: 26 Feb 2012)

Transit-oriented developments (TODs) are 
an increasingly utilised method of spatial 
planning and land-use management that 
encourages growth to occur around trans-
portation corridors and nodes. TODs help 
to improve the accessibility of social ser-
vices and economic opportunities, and also 
lead to investment from public and private 
stakeholders (Milan, 2015). Robert Cervero 
(2013a) notes that TODs are important in 
rapidly growing cities, particularly those in 
the global South, as they can allow for “tre-
mendous gains” with regards to poverty re-
duction and socioeconomic inclusivity. Addi-
tionally, urban regeneration necessitates the 
regrowth and reorganisation of areas that 
suffer from urban decay. Roberts and Sykes 
(2000: 17) define urban regeneration as a 
“comprehensive and integrated vision and 
action which leads to the resolution of urban 

problems and which seeks to bring about a 
lasting improvement in the economic, phys-
ical, social, and environmental condition of 
an area that has been subject to change”. 
Many cities around the world require this 
form of intervention as they have suffered 
from sprawling development, leaving histor-
ical urban centres in socioeconomic decline. 
The shift towards more accessible, inclusive, 
and environmentally sensitive cities has al-
lowed ideas of TOD, as well as urban regen-
eration, to flourish since the turn-of-the-cen-
tury and address adverse issues that plague 
contemporary cities.

This study examines the relationship be-
tween TODs and urban regeneration, and 
how the former enables the latter for more 
accessible and inclusive planning outcomes. 
The purpose of this chapter is to introduce 
the problem under investigation and the aim 
of the study, as well as the main research 
question of the study. Before doing so, the 
problem under investigation needs to be 
contextualised. It is to this contextualisation 
that the study now turns. 

1.2 The Background to the Study: 
Towards TODs 
and Urban Regeneration
While ideas of ‘TODs’ have been circulating 
for more than a century, these ideas were 
only formalised in the late 1980s. Many 
cities in the global North, and some notable 
cities in the global South, have used trans-
portation as a means of development and 
a way to connect people to socioeconomic 
opportunities. Cape Town is no exception, as 
the city utilised streetcars in the late-nine-
teenth century along the Main Road corri-
dors of the Southern Suburbs and Sea Point 
to increase development and accessibility. 
Although there has always been a link be-
tween development and transportation, 
urban designer Peter Calthorpe highlight-
ed the socioeconomic and environmental 
components of this relationship by defining 
this phenomenon as transit-oriented devel-
opment (Carlton, 2009). Calthorpe (1993) 
defines TODs as a community of mixed-use 
spaces (residential, retail, office, open, and 
public) within a walkable environment and 
convenient access to public transportation.

Since the mid-nineteenth century, cit-
ies have grown and evolved, as have the 
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ways in which we locate and navigate that 
growth. There have been two forms of urban 
growth that have dramatically changed the 
spatial pattern of cities away from central 
urban cores. The development of streetcar 
corridors to complement city growth was 
seen as the initial shift towards urban de-
centralisation (Lai and Li, 2009). As with the 
Cape Town streetcars, developers invested 
in transit to increase development between 
the home and job. This form of growth, 
termed “development-oriented transit”, 
sets the foundation for TODs through small 
commercial nodes paralleled with transit 
stops (Autler and Belzer, 2002: 4). However, 
during the second half of the twentieth cen-
tury, there was a shift away from this trend 
as the automobile became more prominent 
in everyday life. 

The automobile ushered a major change 
to the spatial patterns and growth of cities 
throughout the world, leading to sprawl and 
inner-city decline. After the Second World 
War, automobiles became the primary mode 
of transportation in most cities, leading to 
the abandonment of public forms of trans-
port (Autler and Belzer, 2002). The spatial 
patterns of cities became more decentral-

ised as public transit was less important for 
development and automobiles increased 
the mobility of the labour force. These “au-
to-oriented developments” have also led to 
congestion, air and water pollution, and a 
depletion of energy resources (Lai and Li, 
2009: 72). The public transit that did remain 
was largely connected to private automo-
biles in the form of suburban train stops or 
buses plagued by the automobile conges-
tion (Autler and Belzer, 2002). Additional-
ly, the transit stops were ignorant of their 
surroundings as they provided little sense 
of place and interaction with the neighbour-
hood. Remnants of this shift are visible in 
Cape Town along the Southern Suburbs Main 
Road corridor, where the streetcar system 
has been removed for shop-side parking. 

This second shift towards automobiles has 
had adverse effects on urban centres and 
nodes, leading to the depopulation and 
decay of the inner-city (Autler and Belzer, 
2002). This form of private transportation 
helped to sustain existing suburbs and 
develop new places such as Bellville. The 
automobile allowed urban populations to 
relocate further from the inner-city as peo-
ple had a convenient and enhanced mode of 

mobility. The increased mobility of the la-
bour force changed the accessibility require-
ments of urban area populations, pulling 
social services and economic opportunities 
into peri-urban and suburban areas to which 
the populations had relocated (Roberts and 
Sykes, 2000). While this was less common 
in the global South, Bellville reflects the 
growth and pulling of social services and 
economic activities, which also services the 
surrounding neighbourhoods of Parrow and 
Durbanville. This led to further decline of 
urban areas as social and economic activi-
ties abandoned their centralised locations to 
follow population trends, leaving inner-city 
neighbourhoods in disarray. However, the re-
sulting hollow neighbourhoods have become 
the epitome for redevelopment in recent 
decades, and thus the more contemporary 
notion of urban regeneration.

Within the South African context, the Apart-
heid form of spatial planning situated 
transit-dependent communities in automo-
bile-based neighbourhoods (non-whites have 
difficult accessibility) and automobile-based 
communities near transit neighbourhoods 
or corridors (whites have easy accessibili-
ty; Beg et al., 2014). This exacerbated the 
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poverty of non-white populations who lost 
time and money on transportation to distant 
socioeconomic opportunities. Furthermore, 
the segregation of people resulted in inferior 
transportation developments that prevent-
ed equitable socioeconomic opportunities 
for non-white populations. Transit thus be-
came yet another instrument of enforcing 
inequality and injustice (Beg et al, 2014). 
Poor neighbourhoods were not only provided 
with minimal bus and train services, but the 
railway became a physical barrier to growth 
and development for the racially segregat-
ed areas of the Apartheid city (Christopher, 
1987). 

The Apartheid planning style also increased 
the levels of urban decay within cities as 
relocated non-white urban communities 
resulted in a large number of vacant lots of 
underutilised land, buildings, and infrastruc-
ture. Non-white neighbourhoods throughout 
the city, such as District Six in Cape Town 
or Oakdale in Bellville, were subjected to 
forced removals and comprehensive dem-
olitions in order to establish a separation 
between races, while peri-urban centres like 
Mitchell’s Plain and Khayelitsha expanded 
(Chopra et al., 2005). Even after the col-

lapse of Apartheid, the freedom of mobility 
and development witnessed the growth of 
“mega-projects such as Century City”, which 
have created exclusionary live-work-play 
environments with little public transit ac-
cessibility (Turok and Watson, 2001: 120). 
These types of developments, along with 
the growing Apartheid-era settlements, have 
exacerbated the urban decay experienced 
by South African cities. 

However, the collapse of the Apartheid 
system has allowed new (including inter-
national) ideas to emerge in an attempt to 
address the spatial implications that were 
created under Apartheid. The controls on 
non-white mobility have been amended, 
allowing poorer communities to access a 
wider range of social services and economic 
opportunities. While the whole population 
has benefited from new equal rights and 
freedoms, the spatial Apartheid legacy has 
made it difficult to integrate the disconnect-
ed former non-white communities into the 
wider urban context. Additionally, important 
nodes throughout the city have lost white 
populations to increasing non-white groups 
who are utilising their new freedom of mo-
bility, leading to changes in the urban fabric. 

City centres have lost economic activities 
and the infrastructure neglected in favour 
of more valuable land and suburbs, while 
informality and dilapidation of the inner-city 
increases.

Bellville reflects this situation in a variety 
of ways. While the surrounding neighbour-
hoods of Bellville are relatively well main-
tained, Bellville Central has suffered from 
white- and capital-flight, which have ham-
pered socioeconomic activities. The domi-
nant white population of the Apartheid era 
have migrated to other parts of the city or 
country, allowing new social groups to fill 
the void, particularly disadvantaged pop-
ulations. This has led to an increase of the 
informal economy and less maintenance of 
the area in terms of aesthetics and safety. 
There are also other constraints that prevent 
Bellville Central from supporting new or ad-
ditional socioeconomic activities and oppor-
tunities, the largest being the lack of vacant 
land for new developments. While there 
are a number of parking lots that could be 
reclaimed for other purposes, Bellville Cen-
tral is, for the most part, already developed. 
Existing buildings reflect the urban decay of 
the area as several are dilapidated or poorly 
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maintained. These changes occurred after 
the end of Apartheid and have become the 
leading reasons for the decay of Bellville 
Central. While the idea of TODs is still in 
its infancy in Cape Town and South Africa, 
attempts such as Claremont provide hope 
for possible TOD interventions. Discussions 
presented in this section set-up the problem 
under investigation.

1.3 Identifying the Problem 
under Investigation
The main issues for this research are acces-
sibility and inclusivity. The initial concern for 
accessible and inclusive urban settlements 
originates from personal experiences in the 
United States’ poorest state of Mississippi. 
However, this concern has been widened to 
global South experiences in countries such 
as South Africa and Nicaragua. 

The adverse effects of the automobile on 
urban centres and resulting decentralisa-
tion have made accessibility to social and 
economic necessities difficult to obtain. The 
number of exclusive ‘live-work-play’ commu-
nities in South Africa continues to rise since 
the end of Apartheid, hindering the devel-
opment of TODs and the process of urban 
regeneration (Landman, 2004: 158). Poor 
people, whether in Cape Town, Mississippi, 
or Nicaragua, are unable to consider these 
exclusive areas as possible housing opportu-
nities, and they are disconnected from these 
areas as a result of limited and under-main-
tained public transit infrastructures. Inacces-
sibility and exclusivity reduce socioeconomic 
opportunities (Turok and Watson, 2001). 
Policies and planning recommendations 

often preach poverty alleviation, but pri-
vate sector investors and local governments 
can often become barriers to, instead of 
instruments for, socioeconomic and spatial 
justice, and empowerment. Furthermore, 
planning decisions that do not consider poor 
communities can exacerbate poverty rather 
than reduce it. 

Poor people and communities are also often 
disregarded in large spatial changes and 
plans, particularly when land is of high de-
velopable value. This can restrict poor com-
munities from being included in the planning 
processes and outcomes of these develop-
ments or their benefits. This is a pressing 
concern especially when new developments 
are implemented in close proximity to eco-
nomically stressed neighbourhoods. Century 
City is the epitome of this idea as the entire 
site is surrounded by low-income commu-
nities, yet it remains exclusive with regards 
to the socioeconomic opportunities that are 
available. Inclusion is not only absent for 
poorer communities with regards to decision 
making processes, but also the opportunities 
themselves that are created from these de-
cisions. In the case of Century City, people 
who have not obtained tertiary education 
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qualifications will find it difficult to obtain 
employment in this area. Urban centres are 
important as they are centralised public 
locations that can provide a variety of op-
portunities for different-skilled workers, thus 
leading to increased accessibility and inclu-
sivity. Thus, inaccessibility and exclusivity 
are problems this study aims to address. 

1.4 Establishing the Aim 
of the Study
Based on the identified problem, the overar-
ching aim of the study is to establish ways in 
which TODs can be used as instruments to 
enable urban regeneration for more accessi-
ble and inclusive planning outcomes. This is 
done through case study analysis, as well as 
recommendations and a spatial plan, which 
will be further detailed in Chapters 3 and 
6, respectively. Using case study research 
methods helps to understand the dynamics, 
as well as strengths and limitations, of TOD 
and urban regeneration in an applied con-
text, thus revealing potential components 
that are sensitive to situated contexts. 

An additional aim of the study is to provide a 
spatial intervention for a site within the mu-
nicipal boundaries of the City of Cape Town. 
The specific site under investigation is Bell-
ville Central, which is introduced in Chapter 
4. This is also the case study area. A site 
plan will help to demonstrate the spatial 
organisation of TODs in a way that promotes 
urban regeneration without creating socio-
economic exclusion.

The results and findings of this study will 
hopefully be considered in future TODs that 
have the potential to enable urban regener-
ation and provide inclusive socioeconomic 
activities. The study will identify important 
links between TODs and urban regeneration 
that can be contextualised to cities of both 
the global North and South. Finally, the over-
arching aim of this study serves to establish 
the main research question.
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1.5 Establishing the Main Research 
Question and the Research Methods
The main research question of this study 
asks:

How can transit-oriented developments 
enable urban regeneration for more acces-
sible and inclusive planning outcomes? 

By establishing the links between TODs and 
urban regeneration, answers to this ques-
tion can reveal possibilities of improving 
accessibility and inclusivity. Thus, in order to 
answer the main research question, a num-
ber of techniques are used. The case study 
method that is used is informed by the 
assessment criteria established in Chapter 
2. With regards to the research techniques 
used for this study, open-ended interviews 
are conducted with different users of the 
Bellville transportation interchange and sur-
rounding space. Research findings are also 
informed by non-participant observations 
of Bellville’s public spaces and spatial map-
ping exercises. The research method and 
techniques are discussed in greater detail 
in Chapter 3, along with their strengths and 
limitations. Before turning to the next chap-
ter, a brief outline of the remainder of this 
study is provided.

1.6 Structure of the Study
Chapter 2 provides a literature review of 
TOD and urban regeneration, including 
examples from a variety of locations, to 
provide an understanding of the theoretical 
ideas. These ideas enable the formulation of 
assessment criteria. The assessment crite-
ria are used to establish subsidiary research 
questions. Both the assessment criteria and 
subsidiary questions are required for the 
purpose of analysing the case study area. 

Chapter 3 outlines the research methods 
and techniques used to undertake this study. 
This chapter also encompasses discussions 
on conducting ethical research, in addition 
to discussions concerning the limitations of 
the methods and techniques used to collect 
data for this study. The chapter will conclude 
with an overview on how the data will be 
analysed.

Chapter 4 provides a historical and contex-
tual analysis of the case study area. The 
chapter begins by examining important fac-
tors that led to the development of the case 
study area. Key topics, such as the local eco-
nomic, environmental and social conditions 
of Bellville Central, are discussed. 

Chapter 5 analyses the case study using the 
assessment criteria established in Chapter 
2. Through this analysis, answers to the 
subsidiary questions are revealed. This helps 
to answer the main research question es-
tablished in this chapter and provide recom-
mendations. The analysis will also help to 
determine important spatial interventions 
that can be applied to a site plan, along with 
the recommendations.

Chapter 6 begins by providing answers to 
the main research question allowing for syn-
thesis of the findings. The chapter will then 
present a number of planning recommenda-
tions for the problems identified in the study. 
Some recommendations are derived from 
the literature reviewed in Chapter 2, while 
other recommendations are derived from 
the research findings. The chapter then pro-
ceeds to provide a spatial plan that applies 
the recommendations to Bellville. 

Chapter 7 provides the conclusion for this 
study by stating some limitations to the 
study. A small reflection section is also 
provided, offering a personal account of the 
research topics and work conducted for this 
study. The study now turns to the Chapter 2.



8



Chapter 2

Literature Review
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2.1 Introduction 
While responses to urban decay have ex-
isted for the past few centuries, albeit in 
different forms (Andersen, 2003), the aim of 
this study is to determine how urban regen-
eration is enabled through a TOD approach. 
TODs have become a more recent approach 
to addressing some of these issues by pro-
viding a sustainable transit-based solution. 
TOD is an emerging concept and strategy to 
urban development that centres on efficient 
and accessible transportation that not only 
promotes sustainable growth, but requires 
local stakeholder involvement for success-
ful results. An additional aim of this study 
will be to explore these ideas through the 
case study and subsequent research. The 
research findings from this study help to 
debunk or confirm these claims, and others 
made by scholars focused on TOD or urban 
regeneration.

As stated in Chapter 1, the purpose of this 
chapter is to provide an in-depth analysis 
of transit-oriented development (TOD) and 
urban regeneration that will inform the 
assessment criteria that the case study will 
be evaluated against. The first section of 
this chapter will focus on transit-oriented 

development, including its principles and 
limitations. The following section will discuss 
the literature and ideas around urban re-
generation, since these will have important 
impacts on a TOD implemented in a location 
like Bellville 

The sections on TOD and urban regeneration 
will help to answer the main research ques-
tion: How can transit-oriented developments 
enable urban regeneration for more accessi-
ble and inclusive planning outcomes? Addi-
tionally, the sections will be used for inform-
ing and guiding the TOD site and precinct 
plan for the Bellville case study. The litera-
ture that is reviewed will provide insight into 
the potentials connections between TOD 
and urban regeneration. Each section will 
establish an assessment criteria and derived 
subsidiary question(s) to help evaluate the 
Bellville case study, as well as create a site 
plan. The section concludes with a table of 
assessment criteria and subsidiary ques-
tions. 
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2.2 Transit-Oriented Developments 
As stated in the previous chapter, TODs 
have existed well before their codification in 
Calthorpe’s The Next American Metropolis 
(1993), highlighting the importance of in-
tegrated transportation and land-use plan-
ning. The principles established by Autler 
and Belzer (2002) will be justified before 
analysing each key principle with contextual 
examples. While TOD is the approach em-
ployed for urban regeneration for this study, 
its limitations must be taken into consider-
ation to ensure full comprehension. Each of 
the principles will be supported by a TOD 
example that illustrates its application and 
importance. The principles will help to es-
tablish assessment criteria for the Bellville 
case study. 

2.2.1 Justification for 
Established Principles 
The literature theorising key principles of 
TOD is limited compared to contextualised 
discussions of TODs, but has helped to dis-
tinguish between transit-oriented and other 
forms of development. Cervero and Kockel-
man (1997) were the first to formulate prin-
ciples of TOD with the “3 D” concept: den-
sity, design, and diversity. TODs experience 

high population and employment densities 
within a node that offers a diverse range of 
activities and services, and is designed to 
be pedestrian oriented. According to Cerve-
ro and Kockelman (1997), the ‘density’ of a 
TOD refers to the number of people using 
the space, with high densities between 60 
and 120 dwelling units per hectare creating 
a sustainable population around the TOD 
(Churchman, 1999). The ‘diversity’ of a TOD 
includes having a range of housing types, 
architectural styles, land-uses, and circu-
lation within neighbourhoods (Cervero and 
Kockelman, 1997). The ‘design’ of a TOD 
emphasised the physical form of the space, 
particularly the aesthetics, NMT infrastruc-
ture, and site layout (Cervero and Kockel-
man, 1997). Each component was seen as 
crucial for a successful TOD, but help to 
reinforce each other as well. While the ‘3 D 
Principles’ have been used in a variety of 
literature (FTA, 2004; Renne, 2009; Chow, 
2014; Ndebele and Ogra, 2014a), chang-
es have been made by seceding theorist. 
Cervero (and Murakami, 2008) amended the 
original principles by including ‘destination’ 
(the TOD as a destination and the others 
accessible through the TOD) and ‘distance’ 
(length of time it takes to arrive at a desti-

nation) to compensate for the changes. This 
created the “5 D” principles of transit-ori-
ented development and solidified criteria for 
TOD.

While the ‘3/5 D Principles’ as criteria have 
been used for countless case studies to de-
termine the benefits and impacts of TODs, 
Autler and Belzer (2002) offer an alterna-
tive set of principles that extends beyond 
the physical aspects of density and design. 
Autler and Belzer’s principles are location 
efficiency, financial return, liveability, val-
ue recapture, choice, and efficient land-use 
patterns. These principles (AB Principles) are 
used for the purpose of this study in estab-
lishing an assessment criteria for Bellville 
case study. The motive for these alternative 
criteria, as opposed to the ‘3/5 D Princi-
ples’, is the need to address more than the 
physical form, which “alone is not sufficient 
for achieving all the benefits of TOD” (Aut-
ler and Belzer, 2002: 8). Autler and Belzer 
(2002) criticise the ‘3/5 D’ Principles, stat-
ing they do not take the function of TODs 
into consideration, thus allowing the label 
of ‘TOD’ to be applied to a variety of other 
land-use and transit integrated develop-
ments. In order to address this issue, the six 



12

identified key principles of TOD that incor-
porate the physical form of TODs as well as 
their functionality and performance are used 
to help determine successful cases. Fur-
thermore, Aulter and Belzer (2002: 8) state 
their principles allow a better “assessment 
of projects [by judging them] as more or less 
successful in different areas rather than sim-
ply built or not built”. As will be seen in the 
following section, the ‘3/5 D Principles’ are 
represented throughout a number of the ‘AB 
Principles’, indicating the fluidity of these 
theories.

2.2.2 AB Principles of 
Transit-Oriented Development
This section examines the various AB prin-
ciples independently to understand their 
meaning and application in ‘testing’ a TOD. 
Each of the following criterion is accompa-
nied by a global TOD example. The section 
concludes with three major limitations to the 
implementation or improvement of a TOD.

2.2.2.1 Location Efficiency
Location Efficiency (LE) can be seen as the 
“effective blending of convenient and effi-
cient transportation links (node functions) 
with enhancement of the ability to carry out 

most everyday tasks close to home (place 
functions)” (Autler and Belzer, 2002: 9). In 
other words, LE is the ability of a TOD node 
to provide quality transportation connected 
to a broader context and a sense of place 
that offers a variety of socioeconomic activ-
ities. This requires an important connection 
between high-quality transit, diverse mix of 
uses, and non-motorised movement (Autler 
and Belzer, 2002). An important factor of LE, 
as Aulter and Belzer (2002) note, is that LE 
not only increase sustainable choices, but 
it can encourage them as well. Thus, LE is 
achieved from ensuring that a TOD is well 
equipped by design and function, but also 
having a sustainable population and density 
to support it.

The city of Perth on the western coast of 
Australia has been a notable example with 
regards to creating LE, especially given 
its severely low population density. This is 
important because, with the exception of a 
few centres, Cape Town is a low density city, 
making Perth a relevant case to examine. 
Due to the low density, Curtis (2008) argues 
two main problems had to be addressed: 
competition with private transportation 
on travel time to the CBD; and low levels 

of walk-on patronage. The solution to the 
former issue involved a detailed assessment 
of potential routes and stations, whereby 
fewer stations enabled faster access to the 
CBD (Curtis, 2008). Furthermore, Curtis 
(2008: 300) notices a “transfer-transit” TOD 
approach that attracts car users with suffi-
cient parking infrastructure, suggesting an 
attempt to shift the population from private 
to public forms of transportation. This can 
be seen as a large-scale consideration for LE 
since the placement of each station needs 
to be prudent for maximum utility and suc-
cess. The Bellville case study provides a 
challenge with regards to LE as it is a rela-
tively low density per hectare compared to 
other places around Cape Town (GIS, 2015). 

While the ‘transfer-transit’ approach helps 
to balance the low walk-on levels, Perth 
employs additional methods to promote and 
maximise pedestrian movement within low 
density areas to create LE. The Rockingham 
station has been planned to develop a link 
between transit and ocean through the ex-
isting districts of the city, including the town 
centre and Murdoch University, emphasising 
non-motorised movement (see Figure 2.2; 
Falconer and Richardson, 2010). The pro-
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jected growth of Rockingham coupled with 
land-use strategies to develop the corridor 
between train and ocean help to legitimise 
and strengthen the TOD, while addressing 
the issues of low walk-on levels (Falconer 
and Richardson, 2010). This indicates for-
ward planning for ensuring LE, even when 
demand is insufficient at present.

Olaru et al (2011) were able to examine a 
more mature and well established TOD in 
Perth several stations away from Rocking-
ham and has seen success with LE in a low 
density area. The Bull Creek station is a 
24 km distance from Perth centre, charac-
terised by suburban sprawl and a massive 
transportation interchange of two major car 

routes. However, Olaru et al (2011: 226) 
argue that the city uses these challenges to 
their advantage to improve the success of 
the TOD by means of design. The city aimed 
to integrate suburban walking and cycling 
routes with the high volume bus and train 
routes which, as Olaru et al (2011: 226) 
state, “offers better accessibility to the met-
ropolitan area”. This helps to improve the 
LE of the station, as it feeds into a variety of 
destinations.

The importance of LE is seen through the 
example of Perth, which was able to im-
plement a TOD in a low-density area. The 
assessment criteria for LE, that is derived 
from the literature of this section, can be 
identified as node function and place func-
tion. These criteria help to determine the fol-
lowing subsidiary question that is explored 
through the research: 

Is Bellville Central functionally balanced? 

2.2.2.2 Financial Return
Financial Return (FR) can be seen as the oc-
currence of economic (and sometimes social 
albeit the principle’s insinuation) gains by 
public and/or private investors in a specific Figure 2.2 Design of Rockingham City; public and green spaces linking station to various nodes 

throughout the development 
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neighbourhood (Autler and Belzer, 2002). 
A complementary relationship between the 
public and private sectors exists whereby 
the former invests in transportation, infra-
structure, and public spaces while the latter 
construct buildings and some open spaces 
(see Figure 2.3). This requires an under-
standing of what each stakeholder expects 
(Autler and Belzer, 2002). Autler and Belzer 
(2002) argue that TODs should not always 
attempt to achieve the ‘highest and best 
use for the site’ as this can lead to exclusive 
and commercial-oriented development. This 
reflects the importance of FR for successful 
TODs as higher levels encourage and pro-
mote stable investment environments for 
the public and private sectors. 

The Rosslyn-Ballston Corridor (RBC) in the 
Washington DC metro area (Arlington, Vir-
ginia specifically) has seen remarkable FR 
for both private and public investors. This 
has relevance to South Africa as it reflects 
the importance of public-private partner-
ships, and their potential to provide sustain-
able changes to the urban fabric. In terms 
of the public sector, the local government 
generates more than a third of its revenues 
from the RBC, which consists of only 8% of 

county land, showing very successful FR 
(Reconnecting America, 2007). Leach (2004) 
states the coupling of subway stations with 
proper land-use management has allowed 
for the successful development of the RBC, 
activating value capture mechanisms that 
benefit the public sector. The property val-
ue of land along the RBC increased by 81% 
from 1992 to 2002, and the local govern-
ment received more than $90 million in tax 
revenues in 2002 (Leach, 2004). This further 
demonstrates the significance of FR giv-
en successful TODs. The Rosslyn station is 
serviced by two subway lines that connect 
to DC centre, increasing its relevance to the 
FR principle and making it a sizeable TOD in 
its own right (Leach, 2004) The diverse and 
dense land-use planning along the remain-
ing RBC has also led to an increase in com-
mercial, retail, and residential sectors, all of 
which help to support the subway’s operat-
ing entity through increased multi-direction-
al ridership (Leach, 2004). Thus, the success 
of TOD along the RBC has created FR for the 
local government and the subway operator, 
both entities of the public sector. Further-
more, this allows these entities to invest in 
and reinforce the TODs and other related 
projects from which these funds originate. Figure 2.3 Rosslyn-Ballston Corridor; financial returns 

made for developers building along corridor
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The implementation of TOD along the RBC 
has also benefited private investors. As 
mentioned above, the RBC has experienced 
a large increase in land values, and though 
the public sector has had successful FR, 
private landowners also benefited from in-
creases to their property value. The sale of 
the Clarendon Market Common, a mix-use 
development established for one of the RBC 
stations, at a market value of $166 million 
signifies the enormous FR available to pri-
vate investors through TOD (Ohland, 2006). 
Additional potential for FR can be seen 
through transit ridership, which is extremely 
responsive to office and retail space, as well 
as residential developments, reflecting the 
RBC as a destination (Cervero, 2006). Cerve-
ro (2013b) argues that planning strategies, 
such as incentive zoning and development 
bonuses, enabled private investors to create 
these developments with extensive FR. The 
subway operator undertakes real estate ven-
tures at or near stations, allowing them to 
control the enterprise that they operate, but 
providing a stable environment for private 
investors (Cervero, 2013b). It is important 
that FR be available to attract private in-
vestors as they are vital for the growth and 
success of TODs. Figure 2.3 shows the result 

of successful FR through the development of 
the high density corridor centred on subway 
stations. While the public sector benefits 
more than the private sector from FR, in the 
case of the RBC, it identifies the importance 
of such a principle when implementing a 
TOD strategy.

The importance of FR is seen through the 
example of the RBC, which witnessed the 
redistribution of finances through the TOD to 
both public and private entities. The assess-
ment criteria for FR, that is derived from the 
literature of this section, can thus be iden-
tified as public returns and private returns. 
These criteria help to determine the fol-
lowing subsidiary question that is explored 
through the research:

Does Bellville Central have capacity to pro-
vide financial return?

2.2.2.3 Liveability
Liveability (LV) can be seen as the quality of 
life within a specific neighbourhood, includ-
ing the design of space (Autler and Belzer, 
2002). It is difficult to measure quality of 
life, particularly given locational circum-
stances, but Aulter and Belzer (2002) argue 

that collective subjectivity can help to es-
tablish a contextual definition of ‘liveability’. 
Autler and Belzer (2002) further note that 
while a liveable environment is partially 
needed for TOD to be successful, TODs are 
able to influence the perceived liveability of 
said location. 

While still an early example, Johannesburg’s 
‘Corridors of Freedom’ (CoFs) identify key 
routes that have or will implement BRT 
(and some Gautrain) developments (Bick-
ford, 2014). This provides an AB principle 
in a South African context, liveability being 
particularly subjective to the location of the 
intervention. A set of ‘fundamental rights’ 
guides the CoFs, including “the right to a 
liveable city - where all people have access 
to good quality of life, clean air, food, safe-
ty and cultural expression” (Bickford, 2014: 
18). This implies the importance of LV with 
regards to TOD, particularly in a city like Jo-
hannesburg that has to overcome an apart-
heid spatial inheritance. Bickford (2014: 22) 
further argues that an ideal liveable city 
can only be created through the “hearts 
and minds” of a diverse population. In this 
regard, Johannesburg attempts to achieve 
an integrated population through TOD and 
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spatial transformation across the metropoli-
tan area, thus establishing the ‘liveable’ city 
(Bickford, 2014). Bickford (2014) is quick to 
note that while LV is adequately addressed 
by the City of Johannesburg, the integration 
of land-use policies and transportation has 
been limited.

A more in-depth analysis of the impacts of 
BRT and TOD in Johannesburg is undertaken 
by Bickford and Weakley (2014), focusing 
on the Diepkloof station and surroundings. 
Interviewed respondents indicated a vari-
ety of improvements to the area after the 
introduction of the BRT, including safety, 
transit services, and access to goods and 
services (Bickford and Weakley, 2014). 
Business owners near the station also ben-
efited from the increased foot activity in the 
area, noting that people were more inclined 
to interact with their stores (Bickford and 
Weakley, 2014). Although extensive land 
development has yet to materialise, Bickford 
and Weakley (2014) conclude that the users 
of the node generally considered the TOD 
to have a positive impact on their quality 
of life. This reveals not only the subjective 
nature of LV, but also its necessity for the 
perceived success of a TOD. Furthermore, 

the ‘design’ aspect of Cervero’s ‘5 D’ prin-
ciples is highly influential with regards to 
LV, Trancik (1960: 114) noting that planners 
must incorporate “the physical and cultural 
context and the needs and aspirations of 
contemporary users” into designed space.
Ndebele and Ogra (2014b) also argue that 

LV is imperative for the success of TODs and 
particularly beneficial if areas with high TOD 
demand are properly managed. They note 
that LV can influence the decisions of tran-
sit users just as transportation can affect 
the perception of LV (Ndebele and Ogra, 
2014a). This implies a symbiotic relationship 
whereby an improvement in one can ben-
efit the other. However, Ndebele and Ogra 
(2014b) argue that with regards to TOD, LV 
is usually predetermined by the community 
at large. Analysing a CoF with future BRT 
plans, Ndebele and Ogra (2014a) discovered 
a pre-existing sense of LV within key tran-
sit nodes, indicating a potential precursor 
to LV established by TODs (see Figure 2.4). 
Many respondents already had a perception 
of successful LV, experienced through well 
designed spaces with safe and accessible 
movement (Ndebele and Ogra, 2014a).

The importance of LV is seen through the 
example of the CoF, which highlight the sub-
jective nature of LV and the need for TODs 
to change local and foreign perceptions of 
urban space. The assessment criteria for 
LV, that is derived from the literature of this 
section, can thus be identified as design of 
space and quality of life. These criteria help 

Figure 2.4 Johannesburg Corridors of Freedom; stations 
provide ‘liveable’ conditions and links to broader city 
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to determine the following subsidiary ques-
tion that is explored through the research:

Is Bellville Central liveable?

2.2.2.4 Value Recapture
Value Recapture (VR) can be seen as the 
occurrence of the individual, household, city, 
or regional savings obtained through dense, 
transit-rich neighbourhoods (Autler and Bel-
zer, 2002). This is not to be confused with 
financial returns, which can be seen as a 
gain rather than a savings. Due to the high-
er levels of density, Autler and Belzer (2002) 
argue that urban residents spend less on 
private transportation than those in car-de-
pendent neighbourhoods, which can lead 
to VR. The public sector benefits from high 
levels of transportation ridership and the 
potential to develop more land around the 
TOD. These savings also can be manifested 
in either economic forms such as finances, 
or physical forms such as land. Additional-
ly, the savings can be reinvested for both 
public and local stakeholders; the public sec-
tor developing more projects for the given 
TOD, and income and wealth accumulation 
for residents (Aulter and Belzer, 2002). This 
makes VR an important TOD principle for 

residential, private and public stakeholders 
to consider.

While Chicago is a rather sprawled city, it 
has adopted a TOD strategy for its outly-
ing urban centres as a form of urban re-
generation and diversification, but offers 
forms of VR as well. It is important to note 
this example because of the various urban 
centres growing throughout the Cape Town 
metropolitan area. A notable centre that has 
benefited from the Chicago TOD is Arlington 
Heights, which has developed a transit 

node that experiences two-way labour flow 
and offers a high-quality, mixed-use envi-
ronment, as seen in Figure 2.5 (Holle, 2008). 
Holle (2008) notes that users of TOD have 
easier access to goods, services, and soci-
oeconomic activities that would otherwise 
require private transportation, thus increas-
ing disposable income. In turn, this money 
can be saved or spent at TODs or more local 
enterprises (Holle, 2008). This is important 
not only for the users of the space and tran-
sit who save personal income, but the TOD 
itself can be the beneficiary of these 

Figure 2.5 Arlington Heights Train Station; apartments surrounding station provide residents easy access to 
various modes of transportation
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savings from households. Within this situa-
tion, households are the main subject of VR.

The public sector can also create forms of 
VR through a TOD strategy with regards to 
land. The requirement for high densities and 
a mix of land-uses allows local authorities to 
determine what and how land is developed. 
The FTA Report (2004) highlights the local 
authority of Chicago’s ability to promote 
‘neighbourhood revitalization’ and preserve 
open green space, which also serves to 
improve the quality of the area (see Figure 
2.5). Through the latter process, the city has 
been able to maintain a balance between 
the built and natural environment, thus 
improving land and property values around 
the TOD (FTA, 2004). The regeneration of 
underutilised parcels has also been particu-
larly effective in expansion of TODs, avert-
ing expensive city involvement and expendi-
tures (FTA, 2004). This provides VR to the 
city through maintenance and demolition 
savings with regards to neighbourhoods and 
land savings through preservation. 

The implementation of TODs can provide VR 
through mechanisms supported directly by 
the public sector as well. Chicago has initi-

ated ‘Location Efficient Mortgages’ (LEMs) 
which provide mortgages with discounts or 
improved conditions for those seeking to 
live near TODs (FTA, 2004). The FTA Report 
(2004) notes that the LEMs have positive 
impacts on TODs as they raise the residen-
tial occupancy of the area, thus increasing 
density, diversity, and TOD interaction. 
While this does not necessarily translate into 
direct VR, residents are able to purchase 
housing they might not have been able to 
afford without savings made from public 
transportation usage. Nonetheless, VR is 
an important principle that helps to add an 
external dimension to TOD, as many other 
principles are largely focused on TODs or 
the agents involved. 

The importance of VR is seen through the 
example of Chicago, which reveals the 
potential of economic and land savings for 
public and local stakeholders. The assess-
ment criteria for VR, that is derived from 
the literature of this section, can thus be 
identified as high density near transit and 
lost land. These criteria help to determine 
the following subsidiary questions that are 
explored through the research:

Is Bellville dense enough to provide VR? 

Are there plots of land with the potential for 
recapture?

2.2.2.5 Choice
Choice (CH) can be seen as the broad range 
of options that provide internal diversity 
(Autler and Belzer, 2002). This principle is 
highly related to the ‘5 D’ principle of diver-
sity as it necessitates a variety of a given 
characteristics. CH can be manifested in 
terms of housing, socioeconomic activi-
ties available, and even different modes of 
transportation, reflecting a rather subjective 
principle. Autler and Belzer (2002) note that 
TODs do not replace CH of existing com-
munities, but instead supplements what is 
existing. It can also be said that CH is highly 
connected to LE, which encourages a more 
diverse range of options if successfully es-
tablished.

Copenhagen is often credited as one of the 
most sustainably planned cities in the world, 
with a wide variety of socioeconomic activi-
ties and green/recreational space, reflecting 
a high level of choices. It is important to 
include this example in the study because
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Cape Town also offers a range of choice with 
regards to economic, social, and environ-
mental spaces, thus an appropriate under-
standing of CH must be provided. Book et al 
(2010) credits this diversity to the evolution 
of planning in Copenhagen, which has re-
sponded to adverse urban changes, focusing 
largely on TODs since the mid-90s with the 
‘Master Plan for Ørestad’. The city aimed 
TODs towards providing centres of “different 
activities and land-uses” while also provid-
ing “green and blue elements” that retain 
features of the natural environment (see 
Figure 2.6; Book et al, 2010: 388). While 
not explicit, this diversity in activities, land 
uses, and environmental features indicates 
the significance of CH with regards to de-
veloping TODs. It is important to note, as 
Book et al (2010) mention, that the diversity 
of CH should only apply to transportation 
that is sustainable and shifts towards clean-
er economic activities, but an increase of 
car-usage reflects poorly planned TODs. An 
improvement to the diversity of CH helps to 
encourage TOD use as options are centrally 
located to transportation, increasing acces-
sibility to goods and services.

Knowles (2012) further examines the suc-
cess of TOD in Copenhagen, also noticing 
the diversity of CH having positive impacts 
on the experience. Focusing on the four 
main nodes within the Ørestad City devel-
opment, Knowles (2012) analyses the vari-
ety of land-uses and goods and services to 
determine the variability in CH. The most 
established node (called Ørestad City) had 
over 500,000m2 of retail, residential and 
commercial space with transit connecting 
to the historical centre, airport, and city 
of Malmo in Sweden (Knowles, 2012). This 
indicates a high level of CH not only at the 
transit station site, but also a connection to 
a variety of other locations that might of-
fer other socioeconomic activities. Knowles 
(2012) argues this range of choices can be 
attributed to the development strategy for 
Copenhagen to prevent sprawl and redi-
rect growth to and around the historic city 
centre. Mogharabi and Wei (2013) add that 
Copenhagen, due to its location, plays the 
role as both a national capital and an inter-
national and regional city for Denmark and 
Sweden, creating dynamic spaces used by 
this diverse population. This reflects a broad 
levels of CH with regards to distance and 
destination.

Figure 2.6 Ørestad development; various socio-
economic activities at different stations in 
addition to links with Copenhagen and Malmo
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The importance of CH is seen through the 
example of Copenhagen, which allows for 
a broad range of activities and opportuni-
ties. The assessment criteria for CH, that is 
derived from the literature of this section, 
can thus be identified as destination and 
diversity. These criteria help to determine 
the following subsidiary questions that are 
explored through the research: 

Does Bellville Central provide a link to the 
broader urban context?

Is Bellville Central a destination?

Does Bellville Central offer a variety of soci-
oeconomic activities and opportunities?
 
2.2.2.6 Efficient Regional Land-use Patterns
Efficient Regional Land-use Patterns (EP) can 
be seen as the coordination of land-use pol-
icies and transportation investments to al-
leviate and/or prevent urban sprawl (Autler 
and Belzer, 2002). Autler and Belzer (2002: 
16) argue the importance of EP when imple-
mented properly as they can help to limit 
the land consumed for development through 
increasing densities and design. This is vital 
for establishing the basis for and/or promot-

ing a TOD. Furthermore, successful EP can 
reduce levels of traffic congestion and im-
prove air quality (Autler and Belzer, 2002). 
Thus, EP help to ensure that land-uses are 
appropriately organised to support and en-
hance a neighbourhood, particularly those 
considered TODs.

The Hong Kong city-state utilises transit-ori-
ented development as a growth strategy for 
its expanding demographics and socio-
economic activities, with many successes 

attributed to its EP. This is important for the 
Bellville case study, as well as the greater 
Cape Town area, because the basis of TOD 
is combining transportation and land-use 
planning, which Hong Kong does well. Chow 
(2014) argues this success is derived from 
the transportation system of the city, which 
serves as the spine for development (see 
Figure 2.7). Moreover, she states that EP 
“set the preconditions for maximizing acces-
sibility to [transit] and maximizing the mix-
ture of different land 

Figure 2.7 Tseung Kwan O station developments; efficient land-use and transportation plan-
ning provides a backbone for TODs to develop on
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uses near [transit], including green space” 
(Chow, 2014: 84). High density growth along 
these spines help to ensure a stable transit 
ridership and allow residents easy access to 
important socioeconomic nodes throughout 
the region (Chow, 2014). This helps prevent 
urban sprawl as transportation has become 
the dictator of the built and natural envi-
ronment, as opposed to development-led 
transit. Chow (2014) further highlights the 
importance of EP with her analysis of the 
Tseung Kwan O (TKO) stations, which ex-
perienced concurrent urban and transport 
development. While the site serves as a 
destination to others, residents within the 
immediate context also enjoy the socioeco-
nomic diversity established through success-
ful EP. Chow (2014: 84) notes this diversity 
is highly connected to location efficiency, 
reflecting the soft boundary between TOD 
principles. Unfortunately, the liveability 
experienced by both local and foreigners at 
TKO has been frayed due to disorientating 
walking routes (Chow, 2014).

The city’s EP can only be achieved through 
an effective agent(s). Cervero and Murakami 
(2009), argue that a single entity with land 
and/or financial control is best equipped for 

the management of integrated transport 
and land-use developments, thus success-
ful EP. For Hong Kong, that entity is the MTC 
Corporation (MTRC), which controls the 
transportation systems, such as bus and rail, 
but also develops on-site properties, ena-
bling both land and financial dimensions to 
the scheme. Through a strategy of rail and 
property development (r+p), the MTRC is 
able to control the form of development with 
regards to both land and transportation, 
thus influencing important factors such as 
demographics and socioeconomic activities 
(Cervero and Murakami, 2009). This allows 
the entity to control (at least part of) EP that 
are needed to support TODs. Cervero and 
Murakami (2009: 2024) further argue that 
the r+p model of development creates a 
diverse “portfolio of projects” that helps to 
protect the entity from imbalances in the 
economy. The safety net created by this 
diversity also attracts other investors willing 
to rent space for office, retail, and/or resi-
dential uses (Cervero and Murakami, 2009). 
Additionally, this reiterates the importance 
of value capture, as MTRC is able to retain 
funds made from increased property values 
and the direct profit made from rents, and 
use them for safeguard or reinvestment. 

The importance of EP are seen through the 
example of Hong Kong, which emphasised 
the connection between transportation and 
land-use planning. The assessment criterion 
for EP, that is derived from the literature of 
this section, can thus be identified as land-
use patterns. This criterion helps to deter-
mine the following subsidiary question that 
is explored through the research:

Does the zoning of Bellville Central support 
TOD?	

2.2.3 Limitations to TOD
The success of the preceding TOD examples 
depends heavily on the success of the prin-
ciples. While most are considered TOD in 
their own regard, many have suffered limita-
tions or setbacks that prevent the fulfilment 
of some TOD principles, as noted in Hong 
Kong. Limitations can include, but are cer-
tainly not restricted to, the design features 
of the space, the agents involved in the 
project, and the demand for TOD in general. 
It is important to understand and consider 
the limitations of TOD to determine if it can 
enable urban regeneration and provide a 
thoroughly assessed site and precinct plan 
for the Bellville case study. 
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2.2.3.1 Limitations due to Design
The Hong Kong example reflects limitations 
due to the design, albeit at a micro- scale. 
The design of TOD projects is crucial for 
their success as it helps to create a sense 
of place, and thus a destination that peo-
ple are willing to travel to and use (Flint, 
2005). The design of TODs is also important 
for its functionality and deliverance of the 
key principles, which further legitimises its 
development. When the design of the TOD 
fails with regards to principles such as EP, 
LV, and CH, the benefits from the project do 
not materialise for public, private, or local 
stakeholders.

When a TOD is unable to integrate the prin-
ciples properly into a functioning design, de-
velopment can occur with disregard for the 
transit station, leading to what Dittmar and 
Ohland (2004) term as TAD, or transit-ad-
jacent development. While TADs are some-
what sustainable in that transit is nearby, it 
does not fully integrate land-use, transporta-
tion planning or place-making concepts, the 
latter being vital for the transition to TOD. 
These developments are unable to create 
the benefits and conditions that differentiate 
and characterise TODs, such as a walkable 

environment (Renne, 2009). Furthermore, 
TADs typically have single land-use patterns 
(Stojanovski, 2013), reflecting a lack of LV, 
CH, EP, and LE. Irvine (2009) states that 
developments without good walkability, are 
not mixed-use, and/or do not function with 
regards to transportation can be considered 
a TAD. Multiple examples of this exist in 
Cape Town, including Claremont, Mowbray, 
and the existing structure of Bellville. 

An important aspect in the design of a TOD 
is the ‘car park ratio’ which symbolises the 
number of parking bays available at or near 
the site. While those living in the immedi-
ate vicinity of the TOD are typically less car 
dependent, there needs to be infrastructure 
that can accommodate people from auto-de-
pendent communities. This creates a debate 
over parking availability and place-making 
intentions, as too much (or little) of the for-
mer can inhibit TOD (Irvine, 2009). Car parks 
can also limit the volume of car access, land 
value and desirability, and the quality of a 
walking environment (Currie, 2006), all of 
which are reflected in the TOD principles.

While the improper design can have inhib-
iting effects on TOD, there are a variety of 

factors that influence the success of design, 
and thus the success of TODs. A failure of 
the design can be a result of financial re-
strictions by the public sector, limiting the 
benefits and success of said TOD (Staley, 
2009). In this case, public sector entities not 
located in wealthy jurisdictions are unable 
to properly invest in the “infrastructure and 
public domain improvements” that are re-
quired for implementing TODs, thus creating 
a barrier for the developmental environment 
for the project (Darchen et al, 2014). Poor 
design can also result from miscoordination 
between different agents that are unable to 
derive a shared vision. 

2.2.3.2 Limitations due to Agency
The planning, implementing, and develop-
ing of TODs requires complex interactions 
between and participation from a variety of 
agents: public sector, private sector, and lo-
cal communities. Even within these spheres, 
agents have to coordinate to produce a 
common vision. A spectrum of agents can 
reflect competing and conflicting visions for 
a TOD, which requires a balance between 
powers and interests (Hale, 2006). This can 
limit the implementation and success of a 
project as more stakeholders means broader 
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interests, increasing the difficulty of finding 
a common vision.

The public sector is often the most impor-
tant agent for TODs as they control trans-
portation and land-use planning, essentials 
for TOD (FTA, 2004). However, coordina-
tion between public sector entities can be 
challenging due to different regulations 
and priorities, leading to a deficient TOD. 
A miscoordination between public sector 
entities has occurred in Perth at some sta-
tions where land-use planning has been 
slow to respond to transportation planning 
(Darchen et al, 2014). Within a South African 
context, cooperation in the public realm will 
have to bridge local, provincial, and national 
levels of government in correspondence to 
a variety legislation (Wilkinson, 2009). This 
presents a challenge for the Bellville case 
study site as coordination will need to exist 
between PRASA, the Western Cape Provin-
cial Government, and the CoCT. 

A strong relation must exist between the 
private and public sector as well, in order for 
development to properly occur. The pub-
lic sector needs to provide incentives and 
reduce the risks of investing in TOD projects 

to encourage private developers who would 
otherwise not commit (Irvine, 2009). A com-
mon shortcoming in this regard is general 
zoning conditions, whereby rigid planning 
standards can prevent private investment 
(Darchen et al, 2014). The most important 
of these conditions is “permitted floor area 
ratio”, which is important for private devel-
opers in terms of FR, but can result in lim-
itations to other principles if not designed 
properly (Darchen et al, 2014: 439). Alterna-
tively, if private developers are granted too 
much control over a TOD, there is potential 
for them to direct the project towards their 
own interests, thus risking the overall plan 
(Hale, 2006).This can also lead to exclusive 
projects. 

Communities that are situated around or in 
close proximity to TODs can also be consid-
ered agents that have significant influence 
on a project’s success. The inclusion of 
local residents and businesses in the TOD 
planning process is important given the 
immediate impact the projects will have on 
the community. The failure to include local 
inputs can limit the overall resources by re-
ducing the potential for innovative outcomes 
derived from additional social and intellec-

tual capital (Milan, 2015). This prolongs the 
development and success of key principles 
like CH and LV, which are highly subjec-
tive to community interpretation. Howev-
er, these same principles can also limit 
the TOD, as has been witnessed in several 
locations (Currie, 2005; Flint, 2005). Thus, 
the complex relationship between different 
agents can create limitations for successful 
TODs.

2.2.3.3 Limitations due to Demand
While the design and agents involved in a 
project can create major limitations, a TOD 
cannot succeed without the demand for the 
concepts and transformations it can pro-
vide. The demand for a TOD can come from 
the public or private sector, or residents of 
a given area, all of whom must be involved 
to ensure a successful project. It should be 
noted that the demand (or lack thereof) 
for TODs can be manifested in a variety of 
reasons by the different agents, as each has 
unique interests. The complexity of demand 
as a limitation is seen through the inabili-
ty to create or control it, unlike design and 
agent coordination. 

The demand for TOD by private developers 
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is influential with regards to its success, 
considering their role in the physical de-
velopment of a project. Private investors 
must be given the appropriate conditions 
for a TOD development to encourage their 
involvement. Without appropriate design, in-
frastructure, and a stable public sector, the 
demand by private developers is insufficient 
to establish a TOD (Darchen, 2014: 440). 
Additionally, if the FR of a certain project 
is too low, the demand by private inves-
tors is dramatically reduced (Irvine, 2009). 
Hale (2006) notes the demand needed from 
private developers can be somewhat influ-
enced by improving principles such as LE 
and EP, but are still restricted to overall mar-
ket demand.

Local residents situated near potential TOD 
sites can also affect the demand for such 
projects, both as stakeholders in local deci-
sion-making processes and future potential 
users of the site. Communities can be diffi-
cult to create demand in, particularly given 
historical and local contexts, as they have 
personal investment in their neighbour-
hoods. A common response by communi-
ties to TODs is NIMBY (not in my backyard), 
which shows openness to the ideas but not 

the implementation (Irvine, 2009). Addition-
ally, Flint (2005) notes that the ‘if you build 
it, they will come’ approach to many TODs 
have resulted in their failure due to the lack 
of demand from the community or even out-
side developers.

One of the biggest concerns for local com-
munities of a new or expanding TOD is 
externalities caused by it, including traffic 
congestion, displacement and gentrifica-
tion, and aesthetics. The last concern is also 
common in communities focusing on urban 
regeneration, but these ideas are discussed 
in the next section. In terms of TOD how-
ever, the development of such sites has 
witnessed the increase of property values 
that can drive low-income households and 
businesses out of the area (Flint, 2005). The 
increase to property value, while generally 
good, is a constraint to low-income house-
holds who may not be able to afford high-
er rents or other beneficial socioeconomic 
activities within their community, such as 
health, retail, education, and employment 
opportunities. 

These limitations to TODs and their imple-
mentation need to be taken into considera-

tion with regards to the Bellville case study 
to help determine their applicability and 
merit. While limitations from design can be 
handled through a variety of approaches, 
agency and demand are more difficult be-
cause of their nature of subjectivity. The as-
sessment criteria for the limitations, that are 
derived from the literature of this section, 
can thus be identified as design, agency, 
and demand. These criteria help to deter-
mine the following subsidiary question that 
is explored through the research:

What are the barriers to implementing TOD 
in Bellville Central?

2.2.4 Conclusion on TOD
This section has set out and argued for prin-
ciples of TOD, as established by Autler and 
Belzer (2002), in addition to limitations that 
can prolong, or even prevent, a success-
ful project. The six guiding principles help 
to examine a TOD, not only with regards 
to its physical manifestation, but also the 
socioeconomic aspects that are significant 
in its successfulness. Assessment criteria, 
informed by the preceding section, are used 
to evaluate the Bellville case study, and to 
establish a site and precinct plan.
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2.3 Urban Regeneration
Just as the concept and strategy of TOD 
is concerned with creating a sustainable 
community, urban regeneration is a way in 
which cities can expand, while attempting 
to limit the development of additional land. 
Moreover, urban regeneration seeks to re-
tain attributes of the community, as well as 
improve other characteristics and functions 
of a decaying space. This section examines 
the ideas and characteristics of urban re-
generation which will inform an assessment 
criteria for which the Bellville case study 
can be judged. Following these discussions, 
issues with urban regeneration as an urban 
strategy are briefly considered.

2.3.1 Urban Regeneration: 
A definition and characteristics
As mentioned in Chapter 1, Roberts and 
Sykes (2000: 17) have established an over-
arching definition for urban regeneration, 
which is:

a comprehensive and integrated vision and 
action which leads to the resolution of urban 
problems and which seeks to bring about a 
lasting improvement in the economic, phys-
ical, social, and environmental condition of 
an area that has been subject to change.

Cities are not static, but constantly chang-
ing in form and function as a response to 
internal and external pressures, some of 
which result in ‘urban problems’. Thus, 
urban regeneration can be seen as a com-
munity, city, or national response to prob-
lem-inducing physical, social, and economic 
changes within an urban context (Roberts 
and Sykes, 2000). Within the context of the 
global North, urban regeneration has been a 
form of urban policy, which inherits spatial 
implications (Robert and Sykes, 2000; Tallon, 
2010). The pressures that change and af-
fect cities then become the source of urban 
decay problems.

2.3.1.1 Sustainability
The process and result of urban regenera-
tion is often thought of as sustainable, as 
noted in the three pillars (economic, en-
vironmental, and social) employed in the 
definition. The call for sustainable urban re-
generation has occurred in tangent with the 
overall sustainability paradigm shift in the 
1990s and 2000s (Lang 2005; Tallon, 2010). 
Urban regeneration that is sustainable is 
focused on ‘people-centred’ interventions 
that address the economic and social needs 
of the community while safeguarding the 

natural environment (see Figure 2.8; Chui et 
al, 2001). Furthermore, Huston and Rchen 
(2012: 97) argue that the process is directed 
towards a comprehensive understanding of 
the “physical fabric, social structures, eco-
nomic base, and environmental condition of 
an urban area”, thus making it a sustainable 
response to urban decay. 

Figure 2.8 Sustainable urban environment; link 
between social, economic, and environmental 
aspects of the city
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2.3.1.2 Duration
Urban regeneration addresses issues of 
urban decay through a comprehensive, 
long-term process to ensure beneficial inter-
vention and results. The duration of urban 
regeneration policies and interventions im-
prove economic and social measures (Colan-
tonio and Dixon, 2011). There is a variation 
in outcomes depending on the duration of 
implementation, Gkotsis et al (2015) noting 
the positive impacts of long-term over short-
term interventions (see Figure 2.9). The du-
ration of an urban regeneration intervention 
also helps to determine the speed and scale 
of deliverance (Chui et al, 2001). 

2.3.1.3 Growth
As a response to urban decay, there is an 
implied notion that urban regeneration inter-
ventions and policies will help the sustain-
able growth of the area. The economic and 
social fabric of decaying communities has 
broader impacts on the city than its imme-
diate surroundings, thus the regeneration of 
the area improves the overall performance 
of the city (Roberts and Sykes, 2000). While 
historic and cultural preservation is impor-
tant, the construction and deliverance of 

new structures and services reflects growth 
from the urban regeneration process, par-
ticularly when a market or property-led 
approach is taken (see Figure 2.10; Siemi-
atycki, 2005). Colantonio and Dixon (2011) 
note the social and environmental growth of 
the community is much more dependent on 
the local residents and state. The next sec-
tion will provide principles of urban regen-
eration, which will be used for assessment 
criteria in the Bellville case study.

5 YEARS

10 YEARS

20 YEARS

Figure 2.10 New development of neighbourhood park in south Bronx, New York City 

Figure 2.9 Urban regeneration more successful as 
long term intervention



27

2.3.2 Principles of Urban Regeneration 
A difficulty of working with ‘urban regener-
ation’ terminology is the lack of consensus 
on the principles of such a subjective idea. 
A variety of authors have contributed sets 
of principles for understanding and imple-
menting urban regeneration (Roberts and 
Sykes, 2000; Chui et al, 2001; Turok, 2005). 
However, Tallon (2010) suggests that many 
of these sets of principles are interconnect-
ed and overlapping, making any set a viable 
option for measuring or implementing urban 
regeneration. The PEECE principles, set out 
by Chui et al (2001: 178) will be used for the 
purpose of this study as they share many 
themes and ideas with that of TOD: partic-
ipation, equity, environment, community, 
and economic. Additionally, these principles 
are able to condense those established by 
Roberts and Sykes (2000), but offer a broad-
er concept than that of Turok’s (2005) ‘peo-
ple, business, and place’ principles. 

2.3.2.1 Participation
An urban regeneration process should be 
participatory, utilising local knowledge and 
skills, and take into account the interests 
and visions of various stakeholders (Chui et 
al, 2001). The responses to change are man-

ifested in various ways and by a variety of 
agents, but inclusive participation is essen-
tial for intervention, incorporating all stake-
holders involved and people affected (Chui 
et al, 2001). The way in which participation 
is enabled differs depending on location and 
context of the intervention. Establishing 
participatory mechanisms, through mediums 
such as technology or meetings, help to sus-
tain projects over a longer period (see Fig-

ure 2.11; Deakin, 2009). The integration of 
these different groups helps to build consen-
sus as legitimate interests are represented 
(Roberts and Sykes, 2000).  

Particular attention must be given to the 
local community, which is most affected by 
the intervention. The involvement of 
the local community is important as their 
exclusion can lead to social disruption and

Figure 2.11 Community participation meeting held for plans regarding Agulhas and Somali Current Large 
Marine Ecosystems project focused on local development and natural resource protection
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harm the local economy (Turok, 1992). By in-
cluding the local community, necessary local 
knowledge can be obtained and the devel-
opment of social capital can occur (Colanto-
nio and Dixon, 2011). Additionally, the pro-
vision of participatory mechanisms offered 
to local communities can help to reduce 
corruption and the misappropriation of funds 
(ULI, 2014). The inclusion of participation in 
the urban regeneration process allows for a 
more contextually appropriate intervention 
(see Figure 2.11). The assessment criterion 
for participation, that is derived from the 
literature of this section, can thus be identi-
fied as stakeholders. This criterion helps to 
determine the following subsidiary question 
that will be explored through the research:

Who are the stakeholders involved in the 
urban regeneration process?

2.3.2.2. Equity 
An urban regeneration process should en-
sure equitable distribution of benefits and 
costs, including the potential impacts on 
different social groups (Chui et al, 2001). 
The inability to create equity leads to social 
exclusion of certain groups from important 
socioeconomic activities and opportunities 

(Chan and Yau, 2008). Additionally, the fail-
ure to provide equity in the urban regenera-
tion process can exacerbate the conditions 
the intervention is attempting to address 
(Deakin, 2008). Equity implies everyone has 
fair access to “housing, education, health 
and welfare, recreation, and retail” (Chui et 
al, 2001: 178). The urban regeneration pro-
cess requires the use of various resources, 
thus their equitable distribution is important 
to ensure all involved groups are provided 
equal access and opportunities. The inclu-
sion of equity in the urban regeneration 
process ensures inclusive interventions that 
provide resources to the whole community 
(see figure 2.12). The assessment criterion 
for equity, that is derived from the literature 

of this section, can thus be identified as dis-
tribution. This criterion helps to determine 
the following subsidiary question that will be 
explored through the research: 

How does Bellville Central redistribute its 
resources?

2.3.2.3 Environment
The urban regeneration process should pro-
tect natural resources and prevent degrada-
tion of the environment (Chui et al, 2001). 
Additionally, the overall living and working 
conditions of a space can be considered as 
part of the environment, thus the promo-
tion of health, safety, and enjoyment are 
required (Chui et al, 2001). The protection of 
natural resources can provide a healthier en-
vironment for users of the space, in addition 
to its residents (ULI, 2014). The process of 
urban regeneration witnesses alterations to 
the community, both of the built and natural 
environment. As stated above, the protec-
tion of cultural heritage is important for the 
community and addressing it appropriately 
is vital for urban regeneration. Chan and Yau 
(2008) note that the salvaging of physical 
materials and reduction of pollutants helps 
to improve the quality of life in that space. Figure 2.12 Fair access for all users
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The improvement of the environment in a 
given area also helps to improve its attrac-
tiveness, leading to economic and social 
regeneration in turn (Colantonio and Dixon, 
2011). Providing a quality environment, 
natural and built, improves the liveability 
experienced in the area. The inclusion of en-
vironment in the urban regeneration process 
helps to establish a sustainable intervention 
that links people and nature. The assess-
ment criterion for environment, that is de-
rived from the literature of this section, can 
thus be identified as resources. This criteri-
on helps to determine the following subsid-
iary question that will explored through the 
research:

What are the important resources of Bellville 
Central?

2.3.2.4 Community
The urban regeneration process should 
respect community values and history, and 
strengthen the local identity (Chui et al, 
2001). Additionally, the process also needs 
to be cognisant of the needs and expecta-
tions of the local residents through facilitat-
ed community building (Chui et al, 2001). A 
difficulty with this aspect of urban regenera-
tion is centred on utilising and strengthening 
the local social capital. As with the urban re-
generation process, communities can have 
exclusive tendencies, particularly with the 
‘insider vs outsider’ dynamic (Tallon, 2010). 
This restraint on social capital can pre-
vent the improvement of health, economic 
growth, and safety (Tallon, 2010). Ensuring 
that local community building is established 
helps to create a sense of ownership over 
the public realm, as the local identity be-
comes a part of the process (ULI, 2014). 
Understanding the locality of the intended 
site of urban regeneration ensures the inter-
vention is appropriately contextualised. This 
includes the cultural and historical heritage, 
which is a form of local identity, of the inter-
vention area being regenerated (Chan and 
Yau, 2008). Protecting and enhancing the 
existing built environment contributes to 

local identity and culture, providing a sus-
tainable and inclusion intervention (ULI, 
2014). The inclusion of community in the 
urban regeneration process can strengthen 
the existing cultures and values important 
to the local population. The assessment 
criterion for community, that is derived from 
the literature of this section, can thus be 
identified as local perceptions. This criterion 
helps to determine the following subsidiary 
question that will be explored through the 
research:

What does the local population find impor-
tant for regenerating in their community?

Figure 2.13 Boston commons; preservation of natural 
environment within urban context

Figure 2.14 Users of the space as stakeholders
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2.3.2.5 Economic
The urban regeneration process should 
improve the overall economic conditions of 
the community in question, as well as the 
broader context (Chui et al, 2001). Regen-
eration also should improve the economic 
competitiveness with regards to business 
performance, thus providing more local jobs 
and prosperity (Tallon, 2010). Urban regen-
eration, in terms of economic regeneration, 
reduces the area as a drag upon the city 
and regional economies (Robert and Sykes, 
2000). Through a variety of approaches, 
including economic diversification, a com-
munity can reintegrate its economy into the 
wider urban context, supporting social and 
physical integration as well (Deakin, 2008). 
However, taking local economic activities 
into consideration provides a more sustain-
able regeneration that reduces the resourc-
es needed for the intervention, particularly 
those required by retail-led approaches 
(Chui et al, 2001). Tallon (2010) provides a 
general outline for the various approaches, 
but notes that many urban regeneration pro-
cesses are a combination of the following:

-The main approach employed by a va-
riety of cities and countries is directed 
towards urban competitiveness and eco-

nomic diversification. Improving the ar-
ea’s comparative advantage within the 
urban, as well as globalised context, is 
vital for this approach, requiring interven-
tions that focus on skills training, place 
making and urban entrepreneurialism.

-A housing-led approach can also be taken 
as a form of regeneration, focusing on the 
reuse of buildings. Urban brownfield sites 
also present a viable place for housing de-
velopment to occur. However, gentrification 
is a major concern with regards to this ap-
proach due to the increase of rent prices.

-There has been a tendency for urban 
cores to regenerate through a retail-led ap-
proach; improving urban condition for retail 
and hospitality services. This has come in 
small forms, like City Improvement Dis-
tricts, to much larger mega-centre projects. 
The larger the intervention is, the more 
the social dimension disappears, leading 
to the exclusion of the local community.

-In light of many approaches that have so-
cially exclusive tendencies, a communi-
ty-led approach to urban regeneration has 
become extremely relevant in 21st cen-
tury efforts. By having local populations 
contribute and participate in urban regen-
eration processes, the leaders of the pro-
ject are able to establish efforts that are 
considered ‘legitimate’ by the community. 
It should be noted that while community 

participation has been present in planning 
efforts for decades, this approach empha-
sises the importance of having a commu-
nity determine what interventions should 
occur and where they are most appropriate.

-Some urban spaces are endowed with cul-
ture and leisure assets that can become 
the focus of urban regeneration. The idea 
of creating a ‘24-hour city’ has become a 
focal point with regards to leisure-led in-
terventions, attempting to improve the 
experience had in the space. Culture-led 
regeneration has taken many more forms, 
as culture is represented through various 
mediums. This includes festivals, urban 
tourism and heritage, and ‘cultural quar-
ters’ that provide unique experiences.

Part of the aim of this study is to determine 
if transit-oriented development can enable 
urban regeneration, thus TOD becomes the 

Figure 2.15 Urban economic dynamics
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approach taken for urban regeneration. The 
inclusion of economics in the urban regen-
eration process helps to financially support 
communal changes, especially when pro-
jects are community-led. The assessment 
criterion for economics, that is derived from 
the literature of this section, can thus be 
identified as condition improvement. This 
criterion helps to determine the following 
subsidiary question that will be explored 
through the research:

What economic activities are in need of re-
generation?

2.3.3 Urban Regeneration 
in a South African Context
The majority of the literature originates from 
the global North, but South Africa has also 
recognised the need to regenerate neglect-
ed or decaying areas of its cities. Ward 
(2006) suggests the potential for problems 
of implementing global North urban policies 
in a global South environment. However, 
Didier et al (2012) state that urban regener-
ation is a process that must be contextual-
ised, therefore hybridisation occurs through 
changes made by the given community. This 
again infers the need for the local communi-

ty to be involved to ensure a positive out-
come. 

The City of Cape Town (2012), as well as 
other South African cities, employs the term 
‘urban regeneration’, usually linking such 
processes with community development and 
historic preservation. Furthermore, a na-
tionwide call from Thabo Mbeki in 2001 has 
encouraged an urban regeneration process 
that simultaneously address poverty-reduc-
tion, which has been supplemented by the 
Cape Town Mayoral Urban Regeneration 
Programme (CoCT, 2015). Implementation 
of ‘city improvement districts’ (CIDs) has 
been a shining example of efforts towards 
urban regeneration in South Africa, notably 
Cape Town and Johannesburg. Through CIDs, 
South African cities have been able to ad-
dress safety issues within key urban areas, 
allowing socioeconomic activities and oppor-
tunities to develop and the quality of life to 
improve (Didier et al, 2012).

2.3.4 Concerns with 
Urban Regeneration
While these ideas and interventions seem 
idealistic for any urban area suffering from 
decay, there are issues with urban regen-

eration that limit its effectiveness. One of 
those issues that constantly prevents or 
deters urban regeneration processes is the 
limits on the ability of stakeholders and local 
residents to intervene (Beauregard, 2004). 
There is often a large discrepancy between 
the initial phases of an urban regeneration 
process and the execution of the actual 
intervention, whereby the latter is not effec-
tive or successful (Lang, 2005). If the lan-
guage of the regenerative process is loose 
and unrestricted, different stakeholders can 
direct the use of resources and even the 
approach towards their interests (Chui et al, 
2001). This reflects the loss of a common vi-
sion. Even when the rhetoric in urban policy 
identifies an inclusive and equitable process, 
urban regeneration interventions can ignore 
these ideologies and become an exclusive 
process (Winkler, 2009). Urban regeneration 
does not necessarily provide the solution it 
attempts to address. 

Another major issue accompanying the 
process of urban regeneration is gentrifica-
tion of the urban area. Gentrification can be 
seen as the process whereby a lower-income 
group in a given urban area is slowly re-
placed by middle and upper-income house-
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holds, usually occurring in the inner-city (Tal-
lon, 2010). Though several understandings 
of gentrification exist, Perez (2002) terms it 
as an:

Economic and social process whereby pri-
vate capital (real estate firms, developers) 
and individual homeowners and renters 
reinvest in fiscally neglected neighbour-
hoods through housing rehabilitation, loft 
conversions, and the construction of new 
housing stock. [Gentrification reconfigures] 
the neighbourhood landscape of consump-
tion and residence by displacing poor and 
working-class residents unable to live in ‘re-
vitalised’ neighbourhoods with rising rents, 
property taxes, and new businesses catering 
to an upscale clientele.

Smith (2002) argues that urban regenera-
tion is nothing but the process of gentrifica-
tion by another name. As a response to de-
cay, urban regeneration is an approach that 
inherently requires change that reverse the 
causes of decline in a given area. However, 
Smith (2002) implies that displacement is 
part of this change, and is rarely discussed 
by state or private stakeholders. This has 
been the result of many retail and mar-

ket-led approaches to urban regeneration, 
as interventions are directed towards com-
petitiveness and economic diversification 
rather than an integrated solution on decay 
involving the local community (Turok, 1996). 

While Smith (2002) insists that urban re-
generation is in fact gentrification, others 
suggest gentrification is merely the result 
of social exclusion from the urban regener-
ation process (Colantonio and Dixon, 2011; 
Deakin, 2009; Lang, 2005; Tallon, 2010). The 
urban fabric consists of several dimensions, 
including a social one that emphasises so-
cial capital and networks. Interventions that 
are heavily focused on economic regener-
ation and urban redevelopment lead to the 
loss of this social dimension (Chan and Yau, 
2008). Many cases where the process has 
not involved local communities have result-
ed in “gentrified ghettos of exclusion” that 
witness the displacement of disadvantaged 
groups (Mace et al, 2007 cited in Winston, 
2009: 1791). However, Deakin (2009) notes 
that the inclusion of all local community 
stakeholders helps to dramatically reduce 
this effect, as they are able ‘to raise the con-
cerns of’ and ‘negotiate during’ the urban 
regeneration process. 

2.3.5 Conclusion on 
Urban Regeneration
If the appropriate approach is taken, the 
results of urban regeneration can have 
positive and long-lasting effects on a com-
munity. The urban regeneration process is 
extremely complex, requiring a multitude 
of agents and stakeholders to develop and 
implement an intervention that addresses 
numerous interconnected principles. Howev-
er, limitations and potential issues needed 
to be considered to help prevent them, as 
urban regeneration can lead to social ex-
clusion and gentrification. Thus, the urban 
regeneration process demands participa-
tion from various stakeholders and the local 
community to ensure the intervention is 
equitable, addressing social, economic, and 
environmental needs. 
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2.4 Conclusion
This chapter has provided an in-depth analy-
sis of the literature on transit-oriented de-
velopment and urban regeneration, with the 
establishment of an assessment criteria for 
implementation. Transit-oriented develop-
ment seeks to provide growth through the 
utilisation of transportation coupled with 
land-use coordination that results in mixed-
used, pedestrian-friendly environments The 
process requires the input of public, private, 
and local stakeholders creating a common 
vision to ensure the principles are success-
fully achieved. This attempt at positive 
urban change should be linked with areas 
in need urban regeneration. As a response 
to urban decay, the process of urban regen-
eration aims to reverse the socioeconomic 
decline of urban areas, including its physical 
and cultural assets. The principles of TOD 
set out in the first section will not only be 
used in data analysis, but they will be cru-
cial for the site and precinct plan.
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Chapter 3
Research Method and
Techniques
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3.1 Introduction
This chapter outlines the research method 
and techniques that are used to answer the 
main and subsidiary questions established 
for this study in Chapter 2. The first section 
of this chapter entails a description of the 
applied research method. This is followed by 
a discussion on the research techniques that 
are utilised, such as interviews and non-par-
ticipant observations. The techniques are 
the ways in which research is conducted and 
used to fulfil the research method. The limi-
tations of these method and techniques are 
provided for consideration and to address 
potential gaps in the research. The next 
section of this chapter discusses the various 
participants from public, private, and local 
sectors who are used for the study. Ethical 
concerns for the study are addressed before 
concluding.

3.2 Research Method
This section outlines the main research 
method employed in this study. The choice 
of this method is informed by the main and 
subsidiary research questions, as well as the 
overall aim of the study. A case study ap-
proach is used to answer the main question: 
“How can transit-oriented development en-
able urban regeneration for more accessible 
and inclusive planning outcomes?”. A rea-
soning for and limitations to the case study 
method are provided to ensure the credibili-
ty of the research.

3.2.1 The Case Study Method
For the investigation of the main and sub-
sidiary research questions, a case study 
method is used as it creates a form of con-
text-based information (Flyvbjerg, 2011). 
A case study is “a way of investigating an 
empirical topic by following a set of [guid-
ing] principles” within its real-life context 
(Yin, 2003: 15). In other words, case studies 
examine multiple variables through different 
perspectives in an attempt to reveal under-
lying influences, dynamics and connections 
within a given context (Babbie and Mouton, 
2001). This allows for a number of fields, 
including planning, to investigate key issues 

and problems that plague nature and socie-
ty. Babbie and Mouton (2001) identify sev-
eral (non-exclusive) types of case studies: 
individual, community, social group, organ-
isation, event or relationship, and interna-
tional. The case study site for this research 
is Bellville Central, which is further detailed 
in Chapter 4. This emulates a community 
case study as it focuses on “the patterns of, 
and relationship between, the main aspects 
of community life” (Babbie and Mouton, 
2001: 281). 

The Bellville case study also reflects an 
‘event or relationship’ type as it examines 
the links between TOD and urban regener-
ation. More specifically, the research aims 
to determine if a TOD can be utilised to 
enable urban regeneration within the Bell-
ville context, allowing for appropriate rec-
ommendation. This also entails a site-based 
application of TOD and urban regeneration, 
which helps to determine important contex-
tual linkages between them, particularly in 
terms of accessibility and inclusion. Flyvb-
jerg (2006) states that case studies often 
have a substantial amount of narrative that 
examines the complexities and contradic-
tions of real-life. Other forms of research are 



37

less informed by contemporary examples, 
while the case study method can reveal 
critical information about the research topic, 
regardless of success or failure of the given 
case. That is, generalisations can be made 
from case studies, particularly generalisa-
tions about planning processes and norma-
tive planning actions. Applying a case study 
method allows this study to provide recom-
mendations and suggestions, linking TOD 
with urban regeneration approaches through 
the research.
 
Strengths of using the case study approach 
include a wealth of information that is only 
obtained through context-dependent experi-
ences (Flyvbjerg, 2011). Thus, the research 
conducted in this study contributes to the 
literature on TODs and urban regenera-
tion, particularly in a global South context. 
Although theories can be used in different 
situations, this only offers an initial un-
derstanding and the basis of that theory’s 
principles without an applied context. Case 
studies provide real life examples to which 
theories can be applied and are adapted to 
their individual context, helping to reveal 
the hidden dynamics of that theory (Flyvb-
jerg, 2011). Case studies also assist in pro-

viding ‘borders’ to research, allowing atten-
tion to be focused on certain notions of the 
study area. This is helpful when selecting 
specific locations for examples, as various 
places might offer the same opportunities to 
gain knowledge due to the features of those 
particular spaces. The Bellville site has been 
determined as the case study area for multi-
ple reasons, including, its own socioeconom-
ic activities, its pre-existing (yet decaying) 
central business district, and its various 
modes of transportation.

The case study method is also “revelatory” 
in that the researcher can investigate, ob-
serve, analyse, and reveal a situation that 
was previously inaccessible or merely un-
considered (Yin, 2003: 42). The gap between 
research and the situation that results in the 
researcher’s ‘revelation’ can exist within the 
literature with regards to a formal discussion 
on the issue, and contextually in terms of 
real-life occurrences. Both of these discon-
nects can be found when determining the 
ability of TOD to enable urban regeneration. 
Within the Bellville site, efforts to encourage 
urban regeneration have ignored the use of 
transportation, with the exception of those 
servicing the Voortrekker Road corridor. The 

gap in the literature indicates either a failure 
in connection between these phenomena 
or a reason their relationship is not appro-
priate, a dichotomy this study is partially 
aimed at addressing. Regardless of the an-
swer, the research of this case study can be 
seen as ‘revelatory’ through its discussion 
and examination of TOD and urban regener-
ation.

A limitation to using this method is that case 
studies are criticised for not being ‘scien-
tific’ compared to other forms of research, 
although this has changed in the past few 
decades (Babbie and Mouton, 2001). The 
doubt lies in the inability for case studies 
to use or provide ‘hard’ theories, reducing 
their reliability and validity. Flyvbjerg (2006) 
states that while this may be accurate for 
certain cases, many studies provide oppor-
tunities of learning, particularly in terms of 
social sciences that lack hard theories. Fur-
thermore, ‘predictive and universal theories’ 
are unachievable with regards to the com-
plexities of human affairs, allowing contex-
tually-based nature of a case study to pro-
duce valuable knowledge (Flyvbjerg, 2006). 
While it is difficult to provide hard facts and 
data about the relationship between TOD 
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and urban regeneration, lessons and rec-
ommendations discussed in this study still 
contribute to the overall literature of the 
research topics. 

Another consideration that must be taken 
into account is to be aware of any person-
al bias to subjectively direct the research 
towards a result that is desired. Flyvbjerg 
(2011) mentions “black swans” cases, which 
is when a case study is introduced in a cer-
tain way while the results and conclusion 
state a completely different idea than what 
was originally presented. This is due to the 
researcher’s preconceived notions and bias 
towards verification of their study, lead-
ing to reduced reliability (Flyvbjerg, 2006). 
Yin (2003) adds that the bias can translate 
through a variety of techniques used in a 
case study method, including surveys and 
interviews. Nevertheless, this study aims 
to be aware of personal biases that may 
emerge during the research process, and 
Flyvbjerg (2006) states that case studies are 
designed to force the researcher to present 
the true results of their endeavour, as falsifi-
cation of findings is difficult when contextu-
alised. In order to conduct a research meth-
od, various research techniques are needed. 

3.3 Research Techniques
The chapter now focuses on the research 
techniques that are used for the purpose of 
this study. The techniques include drawing 
on secondary source research, observations, 
surveys, and semi-structured interviews. 
These techniques are important for an-
swering the main and subsidiary research 
questions of the study, each contributing a 
different aspect of information. Most of the 
research that is undertaken is qualitative 
information, but quantitative data are cru-
cial as well. While quantitative data provide 
depth to the research and strengthens the 
overall argument, quantitative data are also 
used to support and verify qualitative re-
search findings.

3.3.1 Secondary Data
The basis of the research for this study is 
done through secondary sources, which has 
largely been completed through the litera-
ture review (see Chapter 2). Secondary data 
can be considered as information produced 
by other scholars or writers, some which 
are not necessarily written for the topics in 
this study (McCaston, 1998). This does not 
mean information is manipulated, rather it is 
utilised for research the original authors did 

not foresee. The previous chapter examines 
literature with a focus on TOD and urban re-
generation, the former providing contextual 
examples of the TOD principles and theory, 
while the latter offers necessities for ena-
bling regeneration. The assessment criteria 
derived from the literature and theoretical 
principles are used to assess the case under 
study (see Chapter 5), and to establish rec-
ommendations and a site plan for the case 
study area (see Chapter 6).

Important secondary data collected are 
census data, including data on housing and 
economic statistics, employment levels, 
infrastructure qualities, and poverty statis-
tics. Additional data includes public/private 
ridership statistics and locational demand 
for public transportation. This information is 
helpful in revealing, if any, the relationship 
between TOD and urban regeneration. A 
limitation of this approach is the availabil-
ity of census and economic data, as many 
only conduct research in periods of decades, 
while other information might not exist at all 
(McCaston, 1998). Most cities in the global 
North have an abundance of quantitative 
data, particularly from census and economic 
reports. The challenging datum to collect 
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is information on cities in the global South, 
where quantitative datum is not only dif-
ficult to accumulate, but some necessary 
material has not been conducted between 
appropriate periods of time. In other words, 
there is a lack of data that were gathered 
recently. Due to the nature of the case study 
method, secondary data need to be con-
textually linked to the research topics. As 
such, official and technical reports which are 
produced by and for relevant organisations 
are drawn upon and assessed for this study. 
Additionally, some secondary data are rep-
resented numerically, leading to the use of 
quantitative data. 

A strength of using both quantitative and 
qualitative datum is the information that is 
put forward in this study will have multiple 
sources of confirmation (or denial) with re-
gards to the research findings. Although us-
ing a case study method provides the reader 
with context, having quantitative pieces 
of information can statistically support the 
research findings. Furthermore, numeri-
cal data have the benefit of being seen as 
‘scientific’, a term and idea that many aca-
demics argue is lacking with the case study 
approach (Flyvbjerg, 2011). Using secondary 

data, in addition to the techniques below, 
help to form more reliable and valid case 
studies, as various sources of information 
are utilised for the research. This is known 
as “triangulation” (Bryman et al, 2004). 
Furthermore, triangulation contributes to 
the “fuller picture” by extending the under-
standing and depth of data analysis (Lewis 
and Ritchie, 2003: 44). The other research 
techniques that establish this triangulation 
are discussed below.

3.3.2 Non- participant Observations
The Bellville case study is a local site, pro-
viding a first-hand opportunity to experience 
and observe the space and its immediate 
vicinity. Observations are the main tech-
nique for collecting data in qualitative re-
search, with the researcher being the key 
tool to achieve this collection (Auriacombe 
and Mouton, 2007). This is important for 
determining how the area currently func-
tions for locals and outsiders, in addition 
to understanding the visual perceptions of 
the site (Jacobs, 1985). A benefit of using 
non-participant observations is their infor-
mality. That is, observations occur without a 
formal organisational structure (which is not 
the case when utilising surveys), or during 

other research activities, such as interviews 
(Yin, 2003).

Non-participant observations are recorded in 
a fieldwork notebook and through the use of 
film and photographs, both of which are an-
alysed in the following chapter. Lofland and 
Lofland (1995) state that note-taking helps 
to record an important event through the re-
searcher’s understanding. However, this can 
be seen as conspicuous in some places (Sin-
gleton and Straits, 2004). Recording videos 
and taking photographs allows the research-
er to focus on detailed data collection and 
enable them to refer back to the key events 
or information, although people are more 
reserved when being observed (Auriacombe 
and Mouton, 2007). As this form of obser-
vation is more obtrusive, ethical considera-
tions are taken into account when conduct-
ing research. Additionally, experiences and 
observations of the site provide insight into 
how the space is utilised for socioeconomic 
opportunities. 

While non-participant observation is a sim-
ple and non-obtrusive form of research, 
there are limits to its reliability. One issue 
with observations is the need for theoretical 
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grounding in what is being observed. If an 
observation is not informed by or ignores 
academic theory, the validity of the research 
is reduced (Bhattacherjee, 2012). The ob-
servations that are recorded help to inform 
the questions asked on surveys and inter-
views, such as the quality of the space, both 
of which are discussed below and followed 
by sections on sampling, data analysis, and 
ethical considerations.

3.3.3 Surveys
A survey is an important research tool for 
this study, as it helps to provide generalised 
insight into how the users of the Bellville 
case study site interact with and think of 
the space (see Appendix A for this survey). 
Schutt (2011) identifies two forms of sur-
veys: interview schedule surveys and ques-
tionnaire surveys; the latter of which is used 
for this study. A questionnaire is a self-ad-
ministered survey that helps to simplify the 
thoughts of the respondents through broad 
and consistent questioning (Schutt, 2011). 
Furthermore, questionnaires capture re-
sponses in a standardised manner, thus sim-
plifying a wide variety of unobservable data 
(Bhattacherjee, 2012). Yin (2003) states 
that surveys produce quantitative evidence 

for case studies, particularly city planning 
case studies, as they measure and assess 
perceptive information. The questionnaire 
adds quantitative data to the study, thus 
strengthening (or weakening) the research 
findings. 

There are two major concerns that must be 
considered with regards to surveys (Schutt, 
2011). The first is the ‘errors of observa-
tion’ which indicates poor quality research 
questions or information on the survey, 
leading to false or inaccurately stated re-
sponses. The other concern is that of ‘errors 
of non-observation’, which indicates miss-
ing questions or information on the survey, 
preventing the collection of necessary data. 
This requires a carefully designed survey, 
well informed by observations and second-
ary data. 

3.3.4. Semi-structured Interviews
Interviews provide subjective information on 
TOD and urban regeneration processes in 
the case study area. Interviews with private 
and public sector individuals allows each of 
them to voice their respective opinions and 
knowledge on the topics of this study. More 
specifically, semi-structured interviews are 

“an interaction between an interviewer and 
a respondent in which the interviewer has a 
general plan of inquiry but not a specific set 
of questions that must be asked in particular 
words and in a particular order” (Babbie and 
Mouton, 2001: 289). The use of semi-struc-
tured interviews reduces the formal tensions 
and transforms the interaction into a con-
versation. The main steps for interviewing 
are important for conducting and utilising 
the information provided in interviews. They 
are established by Kvale (1996: 88), and are 
presented as follows:

-Thematizing: clarifying the purpose of the 
interviews and concepts to be explored.

-Designing: laying out the process through 
which you’ll accomplish your purpose, 
including a consideration of the ethical 
concerns.

-Interviewing: doing the actual interviews.

-Transcribing: writing a text of the 
interviews.

-Analysing: determining the meaning of 
gathered materials in relation to the 
purpose of the study.

-Verifying: checking the reliability and 
validity of the material.

-Reporting: telling others what you’ve 
learned.
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A problem that arises from interviews, and 
is often unavoidable to some degree, is that 
of reactivity. The issue of reactivity occurs 
when the interviewer unintentionally influ-
ences participants’ responses by reacting to 
their answers (Lavrakas, 2008). However, 
this problem is easily avoidable through a 
variety of strategies. John and Lyn Lofland 
(1995) suggest that the interviewer play a 
more naive character thus allowing the re-
spondent to confidently answer questions or 
explain the subject matter. Steps 5 and 6 in 
the interviewing procedures are also impor-
tant in negating reactivity.

A total of two semi-structured interviews 
are conducted, one of which was with an 
employee for the CoCT (Antony Marks) and 
the other with two employees of the Greater 
Tygerberg Partnership organisation (Kirsten 
Nielsen and Lauren Uppink). These inter-
views are conducted in-person and recorded 
to allow for transcription and analysis. Other 
people that are informally interviewed for 
understanding the site are business owners 
informal traders through the survey. 

3.3.5 Policy Discourse Review
A policy discourse review is employed to un-
derstand the political and regulatory frame-
works that are pertinent to TODs and urban 
regeneration in the Cape Town context. The 
review entails evaluating relevant nation-
al, provincial, and local policies focused on 
specific legislation directed towards a social 
problem (Lewis and Ritchie, 2003). Policy 
discourse reviews are used for a variety of 
reasons in order to establish formative, sum-
mative, and generative knowledge (Lewis 
and Ritchie, 2003). For the purpose of this 
study, generative knowledge is established 
from a review of relevant policies. While less 
analytical than others, Lewis and Ritchie 
(2003: 30) state that “generative policy” 
evaluations help to generate new ideas that 
are contextualised to the place in which 
they arise.

3.3.6 Spatial Data Analysis 
The final technique that is used for the case 
study method is an analysis of the Bellville 
case study site. Bailey and Gatrell (1995) 
are quick to identify the difference between 
spatial analysis and spatial data analysis. 
The former entails observing, experiencing, 
and evaluating a given space, while the 

latter examines data that focus on spatial 
information (Bailey and Gatrell, 1995). In 
other words, this study employs the use of 
both spatial (observations) and spatial data 
analyses. In terms of spatial data, this re-
quires analysing spatial aspects of the case 
study focused on the TOD principles and 
informed by the assessment criteria and 
subsidiary questions. While there are a num-
ber of spatial data types that are analysed 
through various methods, each with differ-
ent intentions, this study is most concerned 
with analysing ‘area data’ (Pfeiffer, 1996). 
Area data are information on a given space 
and are analysed to detect and explain the 
spatial pattern and its given attributes. 
Pfeiffer (1996) notes that analysing this form 
of spatial data are difficult to quantify, thus 
more preferable for qualitative research. 
With regards to the Bellville case study, the 
current land-uses are of particular impor-
tance for determining TOD and urban regen-
eration interventions. 
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3.4 Sampling Procedures
The use of sampling procedures is necessary 
for determining the appropriate individuals 
and organisations to interview or survey for 
the purpose of this study. Non-probability 
sampling is most appropriate with regards 
to a case study method, as many samples in 
social research are unrepresentative (Bab-
bie and Mouton, 2001). More specifically, a 
mixed approach is taken, using purposive 
and random sampling. The former entails 
the sample being chosen for a prescribed 
reason, while the latter relies on the availa-
bility of subjects passing through a specific 
area (Babbie and Mouton, 2001); the Bell-
ville case study site in this instance. How-
ever, and it is noted for this study as well, 
both of these approaches are limited in their 
ability to represent a greater population, 
although generalisations can be made (Mar-
shall, 1996). This issue is mitigated by the 
nature of the TOD principles. 

In selecting the individuals and organisa-
tions as a sample, those who have knowl-
edge of the research topics are the most 
appropriate, as they understand and provide 
information on the issues focused upon in 
this study (Babbie and Mouton, 2003). With 

regards to the Bellville case study, however, 
the subjectivity of the TOD principles (i.e. 
liveability and choice) allows for input from 
a wide variety of participants, as the Bell-
ville Central is utilised by countless people. 
Furthermore, the subjectivity helps to vali-
date the collected data because inputs are 
a representation of individuals who use the 
space. 

3.5 Data Analysis
Throughout the data collection process, the 
information is analysed using established 
procedures to ensure its reliability and 
validity. This analysis consists of “examin-
ing, categorising, tabulating, testing, and 
recombining quantitative and qualitative 
evidence” in order to address the research 
questions of the study (Yin, 2003: 109). 
While the interview procedures are already 
established, other analyses are required for 
the different types techniques used in this 
study. Lewis and Ritchie (2003) note that the 
data analysis phase of a case study method 
is a very arduous and time consuming phase 
that can lead to confusion if not approached 
properly in a rigorous and methodological 
manner. The following steps are generically 
used, allowing them to be re-purposed for 
various professions (Yin, 2003: 111):

-Step 1. organising the data into different 
arrays.

-Step 2. categorising the data using a 
matrix.

-Step 3. create graphics for data where/
whenever possible.

-Step 4. tabulate patterns and frequencies 
found in data.

-Step 5. examine relationships that exist in 
the data.
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-Step 6. re-organise the data by theme or 

topic. 

By analysing the patterns, frequencies, and 
relationships, recommendations are put for-
ward towards TOD and urban regeneration 
strategies, in conjunction with land policies 
to complement and strengthen the proposed 
interventions. Babbie and Mouton (2001) 
suggest that information be codified to sim-
plify Step 2, though this is more difficult for 
qualitative data. With regards to this study, 
the aim of the data analysis is to reveal the 
full descriptive detail and explanatory ev-
idence found in the data, which is further 
discussed in the following chapter.

3.6 Ethical Considerations
With the various research techniques that 
are utilised for this study, ethical issues 
needed to be taken into consideration 
(Paquet, 2014). First and foremost, I aim not 
to harm anyone or infringe on their rights, 
regardless of whether they are a participant 
or an outside observer. Research partici-
pants who are involved in the research pro-
cess have provided their verbal and written 
consent. A consent form is presented for 
those being interviewed, so that I may be 
able to use the information they provide. Re-
search participants are also informed of the 
format and topic of the interview. Respect is 
given to their requests such as anonymity 
or no audio record. Additionally, they are 
informed that they are able to stop the inter-
view at any point for any reason. For the 
purpose of this study, the names of individu-
als representative of the local, provincial, or 
national government are used, if permitted, 
while those from the private sector (infor-
mal traders and/or business owners) remain 
anonymous. This allows the public figures to 
address future concerns and questions from 
myself or others interest. I apply and respect 
the University of Cape Town’s codes of ethi-
cal conduct at all times during my research.

3.7 Conclusion
This chapter outlined the research method 
and techniques that are used for the pur-
pose of this study. The case study method 
is selected for research and various tech-
niques are used to accomplish this task. The 
strengths and limitations of each of these 
were discussed in this chapter. This chapter 
also addressed the sampling and data anal-
ysis procedures that pertain to the study. 
The chapter concluded with a discussion of 
the ethical considerations that are consid-
ered throughout the research process. It is 
to a contextualisation of the Bellville Central 
case study site that this study now turns.
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Chapter 4
Historical and Contextual
Analysis
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4.1 Introduction
The purpose of this chapter is to provide a 
historical background to Bellville, as well as 
an analysis of the contemporary context. 
Unveiling the history of the area is important 
for this research, particularly in terms of its 
transportation and physical development, 
for two major reasons. First, it gives insight 
into the spatial expansion of the area and 
why it has developed into its contemporary 
form in terms of socioeconomics. Second, it 
reveals important issues that have affected 
the people and the area, resulting in con-
temporary problems. A contextual analysis 
is important as well. Chapter 6 will require 
the understanding of present-day Bellville 
in order to analyse, design, and make rec-
ommendations for the space. This chapter 
will first examine the pre-apartheid and 
apartheid eras of Bellville respectively, be-
fore providing the contemporary contextual 
analysis.   

4.2 The Case Study
The case study for this research is Bellville 
Central, which is located approximately 20 
kilometres from the Cape Town CBD. The 
administrative boundary for the settlement 
is outlined in Figure 4.1, which reveals the 
extensive size of Bellville’s jurisdiction. How-
ever, the research boundary used for the 
purpose of this study is provided in Figure 
4.2 and focuses largely on what is consid-
ered ‘Bellville Central’ by census authorities. 
As noted in Chapter 1, Bellville experienced 
urban decay after the end of the Apartheid 
era. Decay is characterised by the flight of 
the white population to more suburban sur-
roundings, as well as deterioration of social, 
economic, and physical stock. This chapter 
focuses on three major periods within Cape 
Town’s history, which are highly influential to 
the development of Bellville: the pre-Apart-
heid period, the Apartheid period, and the 
post-Apartheid period. Each period will be 
discussed and analysed in relevance to the 
transportation and development of Bellville. 

4.2.1 Pre-Apartheid Bellville 
(1600s to 1940s): Rural Origins
The early history of Bellville is important 
because of its influence on the dynamics 
of present-day Bellville. Prior to the formal 
establishment of area in the mid-1900s, 
the site was largely unutilised except for 
minimal farming and travelling between 
important early settlements such as Malm-
esbury, Kaapstad, and Stellenbosch (du 
Plessis, 1998). A process of inland migration 
developed a network of paths and routes 
for settlers to easily navigate around their 
new home and lands, thus giving Bellville a 
long, transportation-related history reaching 
back to the late 1600s (du Plessis, 1998). 
The Tygerberg Hills were essential in this 
regard, as they became the guiding fea-
tures that serve as landmarks of the area for 
those not living on the coast. Through the 
remainder of the seventeenth century until 
the mid-nineteenth century, the area was 
known as “Twaalf Myl”, because its small 
farms were located near the milestone that 
indicated a distance of twelve miles from 
Kaapstad (see Figure 4.3; Strydom, 1981: 
11). The site additionally developed a trad-
ing post during this period due to the conflu-
ence of several movement routes from the 
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Figure 4.1 Administrative boundary of Bellville Figure 4.2 Site and precinct boundary
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interior towards Kaapstad (see Figure 4.4). 
This again highlights the pre-existing uses 
of transportation, but also the economics of 
the site that have perpetuated into modern 
Bellville. 

In addition to the transportation and trading 
activities that occurred in the area, Twaalf 

Myl also became an economic centre for set-
tlers with regards to agriculture (Strydom, 
1981). Simon van der Stel, the namesake of 
Stellenbosch, organised the farming system 
to benefit both the Dutch East India Compa-
ny (the Company) and the (mainly Dutch) 
immigrants seeking new socioeconomic 
opportunities in the freshly established col-
ony (du Plessis, 1998). Settlers were given 
land for agricultural production that allowed 
them to produce food, clothing, and other 
essentials, but were required to assist the 
Company in supplying those necessities as 
well. The Company was thus able to operate 
from Kaapstad with more stability because 
of a 10% contribution of agricultural output 
from the settlers (du Plessis, 1998). Through 
a gradual process between 1698 and 1717, 
van der Stel helped establish more than 

twenty farms located around the Tygerberg 
Hills, with contemporary Bellville being lo-
cated on one called Elsies Kraal (see Figure 
4.5) which would later be divided for more 
intensified development. 

Accompanying the agricultural develop-
ment was initial collaboration with the na-
tive Khoekhoe population, who were slowly 
incorporated into the labour force, trading 
networks, and social systems of the settlers 
(du Plessis, 1998). This originally benefited 
both groups as settlers had new labour and 
access to Khoekhoe products (cattle and 
sheep), while the native populations were 
able to secure a steady supply of food,
tobacco, and alcohol. However, the native 
population and its culture quickly disap-
peared within a few decades. By 1710, 

Figure 4.3 Roman numeral XII (12) milestone indicat-
ing distance from Kaapstad, future site of Bellville 

Figure 4.4 Bridge over the Elsies River just before trading post
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many Khoekhoe had married slaves or white 
settlers, while others died from exposure 
to new diseases due to increased interac-
tions with immigrants (du Plessis, 1998). 
This resulted in fragile interactions between 
settlers and the remaining native Khoek-
hoe population, who become increasingly 
disenfranchised over time. Aside from the 
social uncertainty and other factors, the 
relationship between the settlers and the 
native Khoekhoe would be repeated and 
systematically refined in the subsequent 
centuries against black, coloured and Indian 
populations. This issue will be returned to as 
it arises in the modern development of Bell-
ville as a white-only city under the Apartheid 
government. 

Farming dominated the area well through 
the eighteenth century and into the nine-
teenth, benefiting those in such practices 
due to global events. During this time in Eu-
rope, major conflicts between France against 
Britain and the Netherlands allowed the 
important agricultural markets in the Cape 
to develop, particularly the wine industry 
that began replacing French productions (du 
Plessis, 1998). The growing conflicts caused 
by France compelled the Dutch Royalty into 

war against them, but the Dutch were soon 
overthrown by its own citizens who estab-
lished the Batavian Republic (du Plessis, 
1998). During the same period, the British 
had initiated an assault on Kaapstad at the 
Battle of Muizenberg, seeking to control 
the strategic location (Clowes, 1997). This 
forced the Dutch Royalty, who had fled to 
England for safety from the Batavian Rev-
olution, to transfer ownership of the Cape 
Colony to the British (du Plessis, 1998). The 
transfer of Kaapstad to British authorities 
resulting in numerous changes for the area. 
First, the names of many places in the Cape 
were refitted with English names, such as 
Kaapstad being altered to Cape Town. Twaalf 
Myl was also renamed in 1861 by English 
surveyor Charles Bell as Bellville, the name 
being fully adopted by 1906 (du Plessis, 
1998). Secondly, new economic policies and 
practices altered the way in which farm-
ers and other good producers in the Cape 
functioned. The number of agriculture and 
material resource producers grew, resulting 
in smaller plots in the Bellville area. Lastly, 
the British provided new services and infra-
structure for the area, such as formalised 
roads and railways. A rail line connecting 
Stellenbosch to Cape Town was established 

in 1862, with a station located at Bellville 
(Strydom, 1981). Additional lines servicing 
other settlements around the Cape followed.   

However, the extensive growth abruptly 
ended in the 1920s with the conclusion of 

Figure 4.5 Farms occupying Tygerberg Hills with Bellville 
Central in southeast corner
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the major European conflicts (du Plessis, 
1998). Bellville had yet to develop into a 
large community, but the effects on the area 
were still immense because of the renewed 
competition with a bigger global market, 
such as France’s re-entrance into the wine 
industry. This marked the first major decline 
for Bellville, its residents, and its agricul-
tural activities. Between this period and the 
1940s, Bellville experienced multiple 
processes of growth and decay (du Plessis, 
1998). Many of these cycles were highly 
related to technological advances in agri-
cultural practices and infrastructure devel-
opments, allowing the Cape to industrialise 
alongside other global powers (see Figure 
4.6). Additionally, physical growth of Bellville 
accompanied each cycle, with expansion 
mostly built around the rail station and agri-
cultural economy. While Bellville was never 
explicitly planned to become a town or city, 
the expanding number of economic activi-
ties and physical growth of the area encour-
aged intensive planning and development. 
These initial details about the area of and 
surrounding Bellville are important because 
they provide a foundation and reason for 
subsequent development in the 1940s and 
by the Apartheid government after 1948.

Figure 4.6 Map of Bellville shortly after transition to British Empire
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4.2.2 Apartheid Bellville
(1940s to 1990s): Urban Development
The physical growth of Bellville and the sur-
rounding area remained minimal and largely 
focused on agriculture until the 1940s when 
the concept of developing the site with a 
formalised plan was presented to the town 
council of Cape Town (du Plessis, 1998). 
The initial expansion was centred around 
the rail station and the Voortrekker-Durban 
Road intersection, which provided mobility 
for people and freight. Although industriali-
sation, which had begun in the 1930s, oc-
curred throughout other parts of Cape Town, 
Bellville grew as a residential area with the 
commercial ‘Bellville Central’ and limited in-
dustry in surrounding areas (see Figure 4.7). 
Demographically, the area was comprised 
of white and coloured populations, 60% and 
40% respectively, though racial segregation 
was not strictly enforced (du Plessis, 1998). 
The population established smaller neigh-
bourhoods, with coloureds dominating Oak-
dale and Bellville South. 

Industrialisation of South African cities wit-
nessed an increase in foreign and rural 
workers seeking wage-based jobs in place of 
subsistence farming. Following trends from 

the past, transportation routes from the 
interior of the country converged in Bell-
ville, often making it the first destination for 
emigrants. This helped to support the initial 
growth of the area and strengthen Bellville 
Central as a commercial hub. However, the 
Group Areas Act enacted by the Apartheid 
government in 1950 designated Bellville’s 
key area as white-only, in addition to sepa-
rate areas for blacks, coloureds, and Indians. 
By the 1960s, greater Bellville had pockets 
of non-white race groups, but most of the 
area, including Central, was designated for 
the white populations (du Plessis, 1998). 
This led to the existing coloured population 
being forced to move from north of the rail 
to Bellville South and to the re-purposing 
of demolished areas such as Oakdale to 
white-only suburban communities. 

Throughout the apartheid era from the 
1960s to the late 1980s, the population 
of Bellville grew at rate much higher than 
the national average, allowing it to quick-
ly develop into a city separate from Cape 
Town (du Plessis, 1998). This included large 
industrial parks in Bellville South and Sacks 
Circle, which predominantly employed low 
skilled, non-white labour juxtaposed to the 

white-only Bellville Central, which became 
established as a commercial hub that em-
ployed skilled labour. The growth changed 
the urban fabric from a relatively small 
village core to a built-up urban environment 
that offered a variety of socioeconomic 
opportunities and attracted a larger num-
ber of people to the space. There was little 
tolerance by residents in white-only areas 
for informal trading or settlements, both 
of which resulted in rapid removal. These 
social patterns continued to influence the 
urban fabric of Bellville, and much of South 
Africa, until the end of the Apartheid govern-
ment in 1990.    

Figure 4.7 Bellville in 1945; growth of ‘Central’ area 
between rail station and Voortrekker Road
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4.2.3 Post-Apartheid Bellville 
(1990 to Now): Present Context
This section discusses the contemporary 
context of Bellville within a national, pro-
vincial and local context, the last of which 
focuses on the case study site of Bellville 
Central. It is important to present this in-
formation because it contextualises the 
research findings and the site plan in Chap-
ters 5 and 6, respectively. The analysis also 
provides an insight into the demographic, 
economic, environmental, and social aspects 
of Bellville Central.  

4.2.3.1 National, Provincial, 
and Municipal Context
The historical context shows that Bellville 
only developed in the latter half of the 20th 
century, including the development of a 
CBD that is Bellville Central. After the end of 
the Apartheid government, Bellville was the 
first location newly, mobile non-white race 
groups encountered on their emigration to 
Cape Town. This exposure to emigrants, as 
well as foreigners, helped to sustain, re-
place, and create the socioeconomic ac-
tivities of Bellville. In the present context, 
transportation remains an important aspect 
for Bellville as all passenger and freight rail 

must travel through Bellville when departing 
or entering the Cape Town municipality (see 
Figure 4.8). This provides a national connec-
tion to the various destinations for railway 
travel. Also inherited from the past, Bellville 
is the confluence of several roads important 
for the municipality including the east-west 
Voortrekker Road (R102) that connects 
Bellville to Cape Town or Somerset West and 
the north-south Durban Road that connects 
Bellville to Durbanville and the north. Addi-
tionally, the N1 highway that connects Cape 
Town and Johannesburg passes just north of 
Bellville Central.

While Bellville Central does not contribute 
immense economic, environmental, or social 
outputs at the national, or even provincial 
levels, it is highly influenced by legislation 
emanating from those areas of government. 
From a planning perspective, the major 
documents that guide the development of 
Bellville include the Provincial Spatial De-
velopment Framework for the Western Cape 
and the Cape Town Spatial Development 
Framework for the City of Cape Town munic-
ipality. Additionally, legislation including the 
National Environmental Management Act
(1998), Development Facilitation Act (1996), 

Figure 4.8 Bellville Central in foreground, Transnet marshalling yards in background; 1980s
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National Environmental Biodiversity Man-
agement Act (2004), National Heritage Re-
sources Act (1999), National Land Transpor-
tation Act (2009) and the Land Use Planning 
Act (2014), help to provide guidelines for 
responsible planning and development.

Although less influential in the national or 
provincial context, Bellville is economically 
important for the Cape Town municipality 
as it is the third largest contributor to the 
municipal GDP at 6.5% of the total, trail-
ing only Cape Town (34.6%) and Mitchell’s 
Plain (9.2%) (WCG, 2012). While not the 
largest economic hub, Bellville can be seen 
as the centre for economic activities in the 
north-eastern part of the municipality, par-
ticularly utilising its transportation heritage 
with regards to the railways and the Voor-
trekker Road corridor. The sectors of the 
economy that contribute the most to Bell-
ville include construction (7.0%), financial 
and business service (5.9%), and transporta-
tion (5.6%), all of which are at or above the 
municipal averages of 7.0%, 5.5% and 5.2% 
respectively (WCG, 2012). Although it only 
accounts for 6.5% of the municipal GPD, 
Bellville has the second largest employee 
payroll and company turnover rates in the 

municipality at 9.9% and 10.1% respectively 
(CoCT, 2010a).  

The social and environmental aspects of 
Bellville are less prominent than its econo-
my, but also make important contributions 
to the area. A majority of the farmland that 
once characterised the landscape have been 
developed into suburban neighbourhoods, 
with residents utilising Bellville and/or Dur-
banville as a centre for their socioeconomic 
activities. This is a partial reason for the du-
rability of Bellville as an economic hub. The 
Tygerberg Hills are limited to the remaining 
agriculture of the area. Small pockets of 
green space (mainly rivers and their protec-
tion buffer zones) and agriculture are spread 
through the area, but are largely limited to 
Durbanville. 

4.2.3.2 Local Context: Demographics
The population of Bellville Central has 
changed dramatically since the end of the 
Apartheid government. As seen in Table 4.1, 
the population grew only slightly between 
1996 and 2001, but more than doubled by 
2011. This can be characterised by the re-
moval of mobility restrictions for non-white 
groups, in addition to the rapid globalisa-

tion that has been heavily influential in the 
development of South Africa and its cities. 
Although consisting 53% of the Bellville Cen-
tral residents in 1996, the white population 
has quickly departed the former white-only 
CBD into the surrounding suburbs, reduc-
ing their representation to 16% of the area 
by 2011. This reflects similar characteris-
tics to that of Cape Town and Johannesburg 
city centres in which the white populations 
migrated to more segregated parts of the 
cities (Tomlinson, 1999; Lemanski, 2004). 
The flight of the white population has been 
countered by a substantial increase of do-
mestic and foreign migrants, the black 
population more than tripling from 1996 to 
2011. Initially representing 12% of Bellville 
Central’s population in 1996, black South 
Africans quickly became the majority racial 
group by 2011, at 36% of the population. An 
additional 31% of the population consists of 
‘Other population groups’, most of whom are 
from Somalia. 

Pop % Pop % Pop %

Black 112 12 249 26 789 36

White 485 53 375 39 362 16

Coloured 285 31 347 36 358 16

Asian 10 1 0 0 13 1

Other 20 2 0 0 693 31

Total 912 971 2215

1996 2001 2011

Table 4.1 Population of Bellville Central between 1996 
and 2011         
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4.2.3.3 Local Context: Economic (Figure 4.9)
The economy of Bellville Central is highly di-
versified compared to the surrounding sub-
urbs because of its location with regards to 
roads and the railway. Its historic past as a 
railway stop and subsequent development in 
the 20th century has allowed Bellville Cen-
tral to become a CBD for the area. Although 
having suffered from capital flight immedi-
ately before and after the end of apartheid, 
the area retained a number of business-
es that have been complemented by new 
economic activity, as well as an increasing 
labour force of both skilled and unskilled 
labourers (Nel and de Wet, 2013). A major-
ity of economic activity in the area focuses 
on commercial businesses and trading, but 
the development of financial and business 
services has also become more prominent 
in the area, and all providing a plethora of 
employment opportunities (WCG, 2012). 
Manufacturing activities are almost non-ex-
istent in Bellville Central, with the exception 
of small-scale operations undertaken by 
individuals or small groups.     

Trading activities in Bellville Central occur 
through different mediums and offer a va-
riety of selection and prices. Additionally, 

different streets are host to these different 
mediums, reflecting the social complexities 
of the area. Upscale shopping and higher 
income shopping is available through the 
Middestad Mall contained in a city block that 
is highly accessible via different modes of 
travel. Several upscale businesses are also 
located outside the mall, but are still within 
the immediate vicinity. Less expensive, but 
recognisable businesses, operate within Bell-
ville Central and compliment the Middestad 
Mall, including chain stores such as ‘Pep’ 
and ‘Price N Pride’. These businesses pro-
vide a variety of employment opportunities 
in retail, hospitality, and security sectors, 
many of which require minimal skills with 
regards to their labourers. Most of this eco-
nomic activity occurs along Kruskal Avenue 
and Blanckenberg Road, both of which run 
past Middestad. Informal trading activities 
have also developed and these activities oc-
cupy several spaces in Bellville Central that 
utilise frequently travelled routes and bene-
fit many of the low-income workers. The rail 
station and its immediate surroundings are 
the centre for informal activities in Bellville 
Central, ranging from food, to services, to 
trading. Blanckenberg Street, across from 
the rail station, has also developed to incor-

porate informal trading in addition to the 
businesses that operate in formal structures. 
While many informal traders operate at or 
near the rail station, shopping along Durban 
Road has become the domain for Somalians. 
Both formal and informal businesses operate 
within this area and are highly dependent 
on Somali social networks as many South 
Africans refuse to buy from or be employed 
under foreign business owners.   
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Figure 4.9 Distribution of economic activities in Bellville Central

Figure 4.1 Administrative boundary of Bellville
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4.2.3.4 Local Context: Environmental 
and Heritage (Figure 4.10)
The environmental context of Bellville Cen-
tral is extremely minimal with regards to 
green space and ecological diversity. The 
Transnet-owned land south of the rail station 
hosts the most green space in the area, but 
is limited to grassy fields with defined infor-
mal walking paths. Additionally, the Elsiesk-
raal River passes through the north-western 
section of the Transnet site after running 
south from the Tygerberg Hills. The most in-
tegrated green space in the area, aside from 
the land south of the rail station, is Elizabeth 
Park immediately west of Durban Road. Eliz-
abeth Park, and additional green spaces to 
the north, protect the Elsieskraal River from 
urban development and provide a green link 
through the area. However, access to this 
park is restricted to Voortrekker Road, re-
ducing its relevancy to the users of Bellville 
Central.

Taking the historical development of Bellville 
into consideration, the centre has a variety 
of nationally historic buildings and provin-
cial heritage sites. Contained within Durban 
Road, Voortrekker Road and Charl Malan 
Street are a variety of historical buildings 

that are protected by national regulations 
on their removal or alteration. While this can 
limit new developments, it provides Bellville 
Central with a unique character that reflects 
its tumultuous history and can be promoted 
in its tourism. In addition to national herit-
age, Bellville Central also hosts a provincial 
heritage site. The stone post that indicated 
twelve miles from Cape Town, and was used 
for the naming of the settlement before Bell-
ville, is maintained on the corner of Durban 
and Voortrekker Road.     
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Figure 4.10 Natural environment and cultural assets of Bellville Central
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4.2.3.4 Local Context: Social (Figure 4.11)
The social context of Bellville Central is 
dynamic and fluid, with changes having oc-
curred rapidly since the end of apartheid. As 
noted in the demographics section, Bellville 
Central has become a racially diverse area 
since the end of apartheid. This largely has 
been the result of a fleeting white popula-
tion and influx of non-white South Africans, 
as well as people from other countries like 
Somalia. This has had dramatic effects on 
the social issues of Bellville Central because 
of racial competition for business ownership 
and employment. The white and coloured 
populations are relatively more skilled than 
their black or foreign counterparts and thus 
are employed in other areas of the city 
such as the Cape Town CBD or Century City 
(CoCT, 2010a). A large portion of the popu-
lation consists of Somali immigrants, many 
of whom have established themselves so-
cially and economically in Bellville Central. 

The larger extent of Bellville contains multi-
ple health services available for its residents 
and those outside the area. The Tygerberg 
Hospital is less than a kilometre away, but 
it is difficult to access from Bellville Central 
because the Transnet-owned land is imper-

meable by cars, forcing people to navigate 
around the rail-yard. Additionally, fencing 
surrounding the Transnet perimeter limits 
the permeability for pedestrians. A medical 
centre does operate in Bellville Central, but 
does not offer services to the same extent 
of the Tygerberg Hospital. The education of 
Bellville Central is limited to a branch of the 
MSC College of Business, which operates in 
a single building on Church Street. Bellville 
Central does not contain any public schools 
for the area and nearby institutions such as 
University of the Western Cape and Cape 
Peninsula University of Technology have 
poor accessibility outside the use of private 
transportation. 
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Figure 4.11 Distribution of social services throughout Bellville Central
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4.3 Conclusion
The historical development of Bellville 
was highly influential in the contemporary 
growth of the city and help to designate the 
area as a confluence for various transporta-
tion routes and infrastructures. The restruc-
turing of racial populations during Apartheid 
formed a highly disconnected space, which 
separated Bellville Central from several 
neighbourhoods using the rail as a barrier. 
This had major implications for contem-
porary Bellville Central in terms of social, 
economic and spatial aspects. This same 
period witnessed an increase in industrial 
and commercial businesses, making Bellville 
a more important location within Cape Town. 
However, the end of Apartheid resulted in a 
variety of problems for Bellville Central such 
as economic decay, flight of the white popu-
lation, and capital loss.   



Chapter 5
Research Findings and 
Analysis
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5.1 Introduction
The purpose of this chapter is to present 
the research findings that have been guided 
by the assessment criteria and subsidiary 
research questions established in Chapter 
2. Using the techniques outlined in Chapter 
3, this chapter assesses the case study site 
on the basis of TOD and urban regeneration 
principles. Additionally, this chapter seeks 
to establish a link between the theories and 
planning principles discussed in Chapter 2 
and the research findings. Chapter 5 begins 
by providing an assessment of  Bellville 
Central on the criteria for transit-oriented 
development, before shifting towards the as-
sessment in criteria for urban regeneration. 
These analyses and findings are utilised for 
the recommendations, as well as site plan, 
in Chapter 6.

5.2 Assessing Bellville 
based on Criteria for TODs
The assessment criteria for transit-orient-
ed developments established in Chapter 2 
identify six key criterion, including location 
efficiency, financial return, liveability, val-
ue recapture, choice, and efficient land-use 
patterns. Each assessment criterion is ac-
companied by a subsidiary question that 
addresses an important issue within the 
criterion.  

5.2.1 Location Efficiency
An important component of transit-oriented 
development is the location efficiency of the 
given site. A locationally efficient site is one 
in which the node function is balanced with 
place function, both operating effectively. 
The function of ‘node’ includes the vari-
ous transportation links, while the function 
of ‘place’ is centred on the ability for the 
site to provide everyday necessities, such 
as trading, employment, and recreational 
opportunities. The subsidiary research ques-
tion for this component asks: Is the Bellville 
site functionally balanced? In other words: 
are the place and node functions of Bellville 
Central well integrated and supportive of 
each other? This balance is important for the 

interaction between transportation, people 
and space.

With regards to the site’s node function, 
field observations revealed a large variety 
of transportation options congregating in 
Bellville Central including rail, cabs, taxis, 
buses, and private transit modes (car and 
bicycle). However, there is poor integration 
of these transportation options. Research 
findings from a survey that was facilitated 
for this report (see Appendix A) reveal that 
100% of the respondents found the nodal 
function of Bellville to be very important, but 
those who thought of the ‘node function’ as 
efficient dropped to 63%. Though not the 
focus of the research, there is an abundance 
of private car parking near the public trans-
portation options, revealing a fair number of 
people who utilise a variety of transporta-
tion modes throughout the day. This can be 
supported by noting that the lots are filled 
more during weekdays than weekends. Cur-
tis (2008) suggests that well-located parking 
lots can be a way that transit-oriented de-
velopments are supported in lower density 
cities as the site might not be walkable for 
the greater community, but is still a short 
driving distance for the commuter. The rail 
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service is crucial for the success of the area, 
as noted in Chapter 4, currently providing 
links to Cape Town, Strand, Paarl and Stel-
lenbosch. The station is one of Cape Town’s 
larger stations, operating two outbound rail 
lines and two inbound lines, as well as an 
additional eight rail lines that utilise Bellville 
as a terminus (see Figure 5.1). 

This further suggests the importance of the 
rail for Bellville and its socioeconomic devel-
opment, as most other stations handle up to 
four rail lines total. Yet, survey respondents 
often noted that the rail was seen as the 
most unreliable form of transit in Bellville, 
20% saying they would not use rail. Bus and 
taxi services also provide important links, as 
well as additional connections to less estab-
lished locations or to residential areas where 
the transit users reside. The bus terminal is 
well organised into a compact space north-

east of the rail station (see Figure 5.2), while 
the taxis are located throughout the site and 
the terminal reflects a chaotic, yet semi-or-
ganised space (see Figure 5.3). These ser-
vices and the rail are not fully integrated in 
terms of arrival and departure schedules, 
but they are within close proximity to each 
other, making transitions easier. The Tyger-
berg District Plan (see Appendix B; 2010b) 
identifies the transportation in the area to 
be critical for Bellville’s development, but 
does not explain or detail any interventions 
to make improvements. While the node 
functions well, this disconnect highlights the 
potential for making the location more effi-
cient, thus more suitable for TOD.  

Similarly, field observations revealed a so-
cially vibrant and economically active Bell-
ville Central that offers trading, education 
and health services, and employment oppor-
tunities. There are also additional connec-
tions to more recreational activities, though 
the bulk of these are linked to the transpor-
tation interchange. Bellville Central hosts 
several grocery markets, clothing stores, 
and more specialised businesses that focus 
on other necessities. Additionally, there are 
a variety of other businesses and services 

Figure 5.1 Bellville rail station platforms

Figure 5.2 Golden Arrow bus terminal in Bellville

Figure 5.3 Minibus taxi rank in Bellville
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that provide offerings beyond ‘basic necessi-
ties’, such as furniture, hardware, and elec-
tronics (see Figure 5.4). This variety of 

commercial economic activities reflects the 
importance of Bellville Central as a socioec-
onomic hub for those living within the area 
and those who travel to or through the area 
with public transportation. Furthermore, a 
majority of respondents to the survey (87%) 
thought this variety is essential for the 
urban area, with 10% suggesting it is the 

most important aspect of Bellville Central. 
This reflects important perceptions about 
how the area should be used and developed 
with regards to socioeconomic activity. The 
Cape Town Spatial Development Framework 
(see Appendix C; 2012a) supports this by 
identifying Bellville Central as a space that 
should promote “the further intensification 
of business services … and retail functions 
in Bellville [Central]” (CoCT, 2012a: 41). The 
function of ‘place’ is linked with the loca-
tion’s liveability, as having access to basic 
necessities contributes to whether a space 
can be considered ‘liveable’. The Tygerberg 
District Plan (2010b) also designates the 
socioeconomic activities that are existing to 
be improved and enhanced. This reflects the 
understanding by the public sector of what
 

is important for Bellville Central and its re-
generation.

While the function of ‘node’ and ‘place’ are 
efficient when examined independently, a 
site with locational efficiency must have a 
balance between functions. This is deter-
mined through the observations of people 
and surveys conducted in the space. While 
observing people arriving or departing from 
the rail station, the two major routes people 
utilised were 1) the link between the rail sta-
tion and the other forms of public transpor-
tation within close proximity and 2) the link 
between the rail station and Blanckenberg 
Street, and thus the socioeconomic activities 
in Bellville Central (see Figure 5.5). While 
other routes away or towards the rail station

Figure 5.4 Example of non-basic shop

Figure 5.5 Direction that individuals leaving the rail station take upon arrivle to Bellville Central

D
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were recorded, these were less frequented 
and limited to areas that have socioeconom-
ic relevance. This reflects a relatively es-
tablished ‘location efficiency’ as the area is 
utilised as both a transportation ‘node’ and 
a ‘place’ to come for a variety of reasons, 
including trading and employment. Further-
more, one survey respondent positively 
commented on the accessibility between 
transportation, groceries, and laundromat. 
The responses and additional comments tak-
en during the survey support the connection 
between node and place as many respond-
ents indicated the ‘location efficiency’ as the 
reason for being in Bellville.  

5.2.2 Financial Return
The potential for financial return is also an 
important component for the success of 
transit-oriented developments, mostly for 
the purpose of attracting public and private 
investment. The public sector is able to 
make these returns through transportation 
in the form of ridership fees, while private 
entities achieve returns through the rents 
or sale of their developments. The subsidi-
ary question for this component asks: Does 
Bellville have the physical and economic 
capacity to supply financial returns? In other 

words, is there potential for financial returns 
in the surrounding landscape and/or in the 
economic environment of Bellville Cen-
tral and the greater area? A review of the 
Cape Town Spatial Development Framework 
(2012a) and Tygerberg District Plan (2010b) 
reveals the City’s views with regards to this 
question. The former plan constantly iden-
tifies Bellville Central as a location that can 
support viable private development with 
reasonable returns. The latter furthers this 
idea by promoting strong partnerships be-
tween the local government and the private 
developers to  create a mixed-use space 
that financially benefits both sectors. Antony 
Marks, a planner for the Spatial Planning 
and Urban Design Department of the CoCT, 
reiterated these plans by stating “there’s 
quite a lot of demand coming in for business 
premises [in Bellville Central]” (interview, 19 
August 2015). While this indeed answers the 
question asked above, further examination 
is taken to understand this stance that the 
City has taken.

Examining property value trends in Bellville 
provides an indication of how the property 
market is operating, and signals weakening 
or strengthening in the sector. This relates 

to financial returns as the private and public 
sector will only invest in areas that will im-
prove in terms of property value increases, 
particularly through the development under 
consideration. This potential return provides 
an incentive for the private and public sec-
tors to collaborate and develop the space. 
Although not focused specifically on the 
research site, the property values of Bell-
ville as a whole have remained stable since 
2009, albeit small increases have occurred 
in 2013 (Citymark, 2015; Property24, 2015). 
It should be noted that this reflects not just 
Bellville Central, but the property values of 
the area. This form of financial return, made 
through the rents or sale of a development, 
is largely employed by the private sector, 
which has the capital to invest in such pro-
jects. The Rawson Property Group opened 
an office in Bellville in late 2014, with the 
manager stating interest in the area’s grow-
ing real estate market. The manager noted 
that Rawson was seeking “to [expand oper-
ations] into an area that we see as having 
great potential, and Bellville in our opinion, 
is definitely one of these” (Clarke, 2014). 
This reveals the potential for property devel-
opment in the Bellville area as real estate 
and property businesses have expanded into 
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the area to take advantage of the low prices 
with potentially high returns. “The [prop-
erty] development sector is starting to see 
the value of developing around rail stations” 
Antony Marks explains about the shift of 
interests in the area, “they’re starting to see 
viability in the lower income and affordable 
housing market … where there are returns” 
(interview, 19 August 2015). 

It is more challenging to determine the fi-
nancial return potential for the public sec-
tor than the private because of the various 
ways in which the state can make a return 
on their investment, particularly when in-
volving transportation. The rail station pro-
vides an opportunity for the public sector 
to increase their income by improving the 
existing services and attracting more users. 
Alternatively, the public sector can enter 
into a partnership with a private developer 
to create a new space that offers returns 
to both investors. Since the public sector 
owns several erven in Bellville Central, they 
are able to control what and how growth is 
achieved in those spaces, capitalising from 
the land and developments that occur (see 
Figure 5.6). Additionally, enforcing parking 
fees on publicly owned land can improve 

revenues for the City while encouraging 
more sustainable forms of mobility, such as 
carpooling or increased public transportation 
ridership. The Middestad Mall is an example

 of this, as the structure is partially located 
on publicly owned land, but is managed and 
operated by private entities who determine 
shop size and characteristics (i.e. Pick N’ Pay

Figure 5.6 Property ownership 
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 for groceries needs a large space; see Fig-
ure 5.7). This reflects an extensive economic 
capacity in Bellville Central in terms of finan-
cial return.     

While observations are difficult to employ 
with regards to determining the potential 
for financial return, it is beneficial when at-
tempting to understand the physical capac-
ity of Bellville Central to provide financial 
return. For financial returns to the public 
sector, the rail station provides a major 
opportunity for the City to make revenue 
or reinvest in the transportation expenses 
while partnering with a private developer to 
redesign the structure and space. The sta-
tion handles around 200,000 travellers 
during weekdays, many of whom are still en 
route to a further destination (Nielsen and 
Uppink, interview, 19 August 2015). Lauren 

Uppink  noted that this number would in-
crease with the addition of the Blue Downs 
rail link. This reflects a capacity for Bellville 
and the rail station to manage large num-
bers of commuters through the space, which 
helps ensure financial returns for both the 
public and private sectors.   

5.2.3 Liveability
One of the most important aspects of tran-
sit-oriented development is the liveability of 
the site, which is determined by the people 
who use and live in the space. Additionally, 
the liveability of a site can be considered 
the quality of life that space provides, usual-
ly through measurements of safety, health, 
and variability of transportation. The design 
of the space also has a large 
influence on the perceptions 
people have about that area, as 
aesthetics can help create a sense
of place. The subsidiary research 
question for this component asks:
Is Bellville Central liveable? The 
research process revealed this to 
be a difficult variable to measure 
due to the subjective nature of 
user perceptions. To restate the 
idea of a ‘liveable’ community, 

liveability and quality of life refers to safety, 
walkability, and health conditions, in addi-
tion to the physical design of the space.

A major contributor to the quality of life in 
a given area is how safe people perceive 
that space to be when navigating through 
it. The Voortrekker Road Corridor Improve-
ment District (VRCID) is an important agent 
that works towards the improvement of the 
quality of life in Bellville Central (as well 
as Voortrekker Road) in terms of crime and 
grime, which should ultimately increase the 
liveability of the space (see Figure 5.8). An-
tony Marks supports this sentiment and links 
it to urban regeneration by stating “urban 
regeneration starts off with effective urban 

Figure 5.7 Middestad Mall near rail and 
bus stations Figure 5.8 Voortrekker Road Corridor Improvement District
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management: addressing the crime and 
grime” (interview, 19 August 2015). The 
services provided by the VRCID include 
cleaning the streets, placing security officers 
and units in areas that are prone to criminal 
activity, and upgrading public assets for the 
benefit of the community (see Figure 5.9 
and Figure 5.10). While these efforts are

important for the betterment of the area 
and its people, the perceptions of Bellville 
Central remain unfavourable. Survey re-
spondents  often commented on the lack of 
security in the area and the growth of drug 
use that produces additional crime. This 
partially could be due to the focus of the 
VRCID not being exclusive to Bellville Cen-
tral, but all of the Voortrekker Road Corridor 
seen in Figure 5.8. In other words, the VR-
CID has to manage such a large area that 
it is unable to effectively monitor Bellville 
Central with regards to safety. A survey was 
conducted by the CoCT that examined the 
perceptions of Kruskal Avenue in Bellville 
Central by residents and users of the space, 
hereto referred as the Kruskal Report. Ac-
cording to the CoCT survey (n=30), 53% of 
all respondents to the survey said they did 
not feel safe in Bellville Central, with 49% of 
all respondents feeling that crime rates and 
drug trafficking have increased in recent 
years. These opinions were echoed by those 
that completed the survey created for this 
research, reflecting questionable liveability 
standards in the present context.

As noted in Chapter 2, liveability is some-
what predetermined (though not always) 

by the community and users of the space 
because they have extensive exposure 
to the area and its quality dynamics. The 
survey employed offers insight into two 
respondents’ perceptions of the space in 
terms of liveability, one of whom lives in 
Bellville Central. The individual that does 
not live in the area was less critical about 
the perceived liveability than the resident, 
reflecting the difference in experiences had 
by non-residents and residents. Still, the 
non-resident stated that the working condi-
tions are recklessly unhealthy, drug-related 
crimes are very common during the day, 
and drug use is increasing thus making the 
space dangerous, particularly for women 
and youth. The individual who does reside 
in the area noted that, in addition to the 
non-resident’s issues, the quality of living is 
“not nice” and that the space is not friendly 
for pedestrians nor does it offer adequate 
services (survey, 2015). Additionally, the 
resident was also concerned with what the 
space did not provide in terms of liveability, 
while the non-resident only addressed issues 
within the space that affect the liveability. 

The design of the space also has influences 
on how the site can be perceived. Bellville 

Figure 5.9 VRCID clean up efforts

Figure 5.10 VRCID security patrolling in Bellville Central
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Central as a whole is walkable, with the 
street layout closely resembling a tradition-
al grid pattern and sidewalk infrastructure 
along a majority of routes. With few ex-
ceptions, the roads are wide and give cars 
dominance over most of the space, restrict-
ing the large pedestrian traffic to tight side-
walks. All of Bellville Central is hard space 
with the only greenery being the trees that 
line certain streets (see Figure 4.10). The 
hardness of the space increases the sense 
of ‘dirtiness’ and is not aesthetically pleas-
ing to experience. The current layout of the 
rail station at Bellville Central is unusual 
because it was designed with an ‘open-air 
market concept’ in mind, but does not inter-
act with the street. This makes the area just 
outside the rail station more dangerous as 
there are no ‘eyes on the street’ to improve 
safety. The street servicing the rail station is 
covered by the Tienie Meyer Bypass, making 
the space under it dark during most times of 
the day, although it can provide protection 
from unfavourable weather conditions for 
some informal traders. These issues in the 
design of the transportation interchange, 
and its subsequent safety, are addressed in 
the following chapters (see Figure 5.11, Fig-
ure 5.12, and Figure 5.13). The bypass itself 

reflects a shift of importance away from 
Bellville Central, while the environment it 
creates underneath reduces the quality of 
the space’s design. While discussing the 
design of space in Bellville Central, Antony 
Marks noted “it’s not the most welcoming of 
spaces” for those who use it (interview, 19 
August 2015). Furthermore, 70% of survey 
respondents think a pedestrian-friendly 
environment is important for an urban core, 
but only 47% thought the design of space 
in Bellville Central was effective in terms of 
positive liveability. This shows that the de-
sign of the space is considered inadequate 
for pedestrian use, reducing the liveability 
of the area. Additionally, respondents often 
commented on the car-dominated charac-
teristics of the area, noting it was better to 
have a car than walk. The site plan in Chap-
ter 6 works to remedy the situation by pro-
viding more pedestrian-oriented spaces.

5.2.4 Value Recapture
The value recapture component of tran-
sit-oriented development is largely focused 
residential and public actors that are seek-
ing financial or land savings. The residential 
sector, the main agents concerned with val-
ue recapture, works towards financial sav-

Figure 5.11 Inside Bellville Central rail station

Figure 5.13 Under the Tienie Meyer Bybass with the 
rail station on the left

Figure 5.12 Outside front of Bellville Central rail station 
reflecting its ignorance of the street 
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ings by utilising the transportation, services 
and commercial offerings of the site. The 
public sector can also benefit from financial 
savings in dense areas because the cost of 
delivering and maintaining infrastructure 
is less due to the large number of people 
serviced in a small area. This section has 
two subsidiary questions, the first of which 
asks: Is Bellville able to create value recap-
ture for the residential and public sectors? 
This question was difficult to answer without 
access to more quantitative data that can 
reveal potential savings.

Those residing in or around Bellville Central 
are able to easily access various forms of 
public transportation which enables them to 
save money that might have been spent on 
additional travel (see Figure 5.14). Bellville 
Central also has a variety of businesses that 
offer most basic necessities, including food 
and clothing, thus transportation for these 
items is not required. However, there is too 
little space in the area to allow for more 
residents should the urban structure remain 
unchanged;  an issue that is addressed in 
the Chapter 6. Although the population more 

than doubled between 2001 and 2011, 
growth has stagnated with regards to the 
number of people living in Bellville Cen-
tral. This reflects full capacity of residential 
stock. With a population of 2,215 in roughly 
18 hectares of liveable space, and the aver-
age household size in Cape Town being 3.5, 
the dwelling unit density of Bellville Central 
averages 35 units per hectare (StatsSA). 
This density is well below the densities iden-
tified as being sustainable (between 60-120 
du/h) by Autler and Belzer or Cervero. A sub-
stantial amount of additional housing would 
need to be developed to allow for a more 
sustainable population. However, Kirsten 
Nielsen of the Greater Tygerberg Partnership 
noted a silver lining to the situation,      

People who live in Khayelitsha spend ‘X’ 
amount on transport, so they are able to 
afford ‘Y’ amount for housing, but they 
would be willing to spend more on rent if 
they lived in Bellville because they would 
be closer to work. They spend almost the 
same amount on transport as they do on 
rent. So they could double their rent, live 
right next to work, spend less money and 
time traveling. Then developers come in 
and say ‘people only have R2000 a month 
for rent’, well no they actually have R4000 
if they don’t spend the R2000 on transport. 

(interview, 19 August 2015)
Figure 5.14 500, 800, and 1000 meter radii from the Bellville Central rail station
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With Khayelitsha being one of the most 
densely populated areas in Cape Town, there 
is a huge market of people who potentially 
exemplify this sentiment. Although the cur-
rent urban structure cannot accommodate 
additional residents, this supply of people, 
along with other possibilities like residents 
from Mitchell’s Plain, would easily be able 
to provide a sustainable dwelling unit den-
sity. Thus, while Bellville Central does not 
currently have the capacity to provide value 
recapture to a large number of people, there 
is potential demand that could support TOD 
and help residents with financial savings.  

The public sector does make some small 
financial savings in the area, as many of 
the buildings and people utilise the same 
infrastructure. The larger businesses and 
Middestad Mall are particularly beneficial to 
Bellville as they maintain the infrastructure 
they respectively use, while smaller land-
lords have more difficulty in this regard, as 
well as with the property maintenance. This 
can be observed throughout Bellville Central 
as a number of individual buildings have 
become dilapidated and poorly serviced. Al-
ternatively, the northeast portion of Bellville 
Central is used for parking by those working 
in the area, but is not levied, thus losing a 
source of revenue (see Figure 5.15). How-
ever, a rail link through Blue Downs will 
connect Bellville to the metro southeast, 
attracting a large number of riders and 
providing new income for the area. This line 
will also benefit residents who will no longer 
need to transfer in Salt River during com-
mutes, saving them time and money. Finally, 
the link will improve the viability of Bellville 
as a destination, which will be further dis-
cussed in the next section.  

Although financial savings are a possibility, 
the public sector is more likely to seek value 

recapture through land savings (lost land) 
that can be re-purposed for environmental, 
residential, or socioeconomic development. 
Thus, the second subsidiary question for this 
section asks: Are there plots of land with 
the potential for recapture? Through basic 
field observations, an immediate answer 
would be ‘no’, but closer attention to detail 
reveals a broader situation. With the major 
exception of the Transnet marshalling yard 
to the south of the rail station, a majority 
of the land in Bellville has been developed 
into roads and buildings with very little soft 
space (see Figure 5.16). There are a handful 

Figure 5.15 Lots utilised for parking by commuters

Figure 5.16 Empty lot across from lots in Figure 5.15
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of buildings that should be demolished 
(opinion based on observations due to de-
terioration) and re-purposed into mixed-use 
and mixed-income developments (see Figure 
5.17). Additionally, several buildings are on 
the market for new landlords, providing the 
public sector with several opportunities for 
value recapture.   

The Transnet marshalling yard south of the 
rail station provides a major opportunity in 
terms of value recapture, as much of the 
land is unutilised, but divided by rail (see 
Figure 5.18). Examining the layout of the 
rail through GIS, a number of lines are ei-
ther obsolete or redundant, warranting their 
removal. Additionally, land surrounding the 
property is relatively undeveloped and not 

interrupted by the rail lines. This provides an 
opportunity for various stakeholders to reor-
ganise and redesign the marshalling yards 
to increase the efficiency of how the space 
is used.

5.2.5 Choice
Another important component to transit-ori-
ented development is the range of choices 
the site can provide to its users; choices 

that are both internal and external. A strong 
transportation connection with the greater 
urban spaces provides a number of destina-
tions for people to choose, thus broadening 
their socioeconomic opportunities. Alter-
natively, a TOD should provide a variety of 
socioeconomic services and opportunities 
within its own space, increasing the choices 
residents have in the area. The more choic-
es that are available at a given site, the 
more diverse the area becomes, allowing 
residents and users to benefit from proxim-
ity. There are three subsidiary questions for 
this section, the first of which asks: Does 
Bellville provide a link to the broader urban 
context? Successful TODs are well integrat-
ed into their urban context, thus offering a 
variety of connections to other destinations 
throughout the city, making these links crit-
ical.

As a pivotal point within the metropolitan 
area, Bellville is highly connected to various 
other points in the city that serve different 
social groups. The rail, taxi, and bus services 
enable these links and offer different routes 
and destinations, connecting Bellville to the 
broader urban context. The rail station is 
well located in this regard because it pro-

Figure 5.17 Dilapidated building along Durban Road

Figure 5.18 Transnet marshalling yards
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vides services to Cape Town, Strand, Paarl, 
and Stellenbosch, as well as other places 
within South Africa. Additionally, the rail link 
through Blue Downs will connect Bellville to 
Mitchell’s Plain and Khayelitsha, increasing 
the number of people travelling via Bellville 
by more than 50,000 (Nielsen and Uppink, 
interview, 19 August 2015). This highlights 
Bellville’s transportation history and reveals 
an extensive link to socioeconomic opportu-
nities outside the immediate vicinity. While 
transportation provided by the rail is re-
stricted to areas serviced by track, the bus

and taxi operations offer a wider range of 
destinations within Cape Town, many of 
which serve and offer specialised experi-
ences, such as residential, commercial, or 
industrial locations. The buses and taxis 
have a more diverse range of transporta-
tion routes they can navigate, allowing for 
a greater selection of destinations. This 
shows that Bellville plays an important role 
in connecting the greater Cape Town urban 
fabric and interweaving those connections 
to various destinations (see Figure 5.19).  

Although being connected to different parts 
of the city is important, a transit-oriented 
development should provide most basic 
necessities within its own node. With that 
in mind, the second subsidiary question for 
this section asks: Is Bellville a destination? 
The historical development of Bellville in 
terms of transportation linkages has helped 
to establish the city as a hub for economic 
activity. The area provides a diverse range 
of services and opportunities, with a vari-
ety of those being the most conveniently 
located for certain labourers and visitors. 
Lauren Uppink (interview, 19 August 2015) 
noted that to be a destination “there needs 
to be a reason for people to want to come 
[to Bellville]”. Discussing this idea further, 
Lauren and Kirsten (interview, 19 August 
2015) agreed that Bellville is more of a tran-
sit node than a destination, offering goods 
and services to individuals that are typically 
‘on-the-go’ rather than retaining people in a 
‘live, work, play’ environment. According to 
data from the survey, 67% of respondents 
considered Bellville to be a destination, with 
63% of all respondents stating that Bell-
ville Central offers an appropriate range of 
necessities. The opposing 33% were often 
critical of the opportunities and services that Figure 5.19 Map reflecting various modes of transportation and destinations accessible from Bellville Central
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the area could provide, limited by the char-
acteristics they thought to influence a ‘desti-
nation’. In other words, the 33% do not find 
Bellville diverse enough to be considered a 
destination. The recommendations and site 
plan in Chapter 6 attempt to improve the 
conditions in Bellville Central to establish it 
as a destination. 

While having easy access to various lo-
cations, in addition to being a destination 
within itself, a TOD needs to have diversity 
with regards to the choices it offers, prompt-
ing the third and last question for this sec-
tion: Does Bellville Central offer a variety of 
socioeconomic activities and opportunities? 
As noted in section 5.2.3, Bellville Central of-
fers a range of socioeconomic activities. This 
includes banking and financial institutions, 
retail and wholesale, health-care service, 
civic services, restaurants, and a number of 
other activities that only occur in well-estab-
lished locations. Additionally, many of these 
stores and businesses cater to a variety of 
income groups to maximise their potential 
market and profit. These stores are locat-
ed mainly along Blanckenberg and Kruskal 
Avenues, taking advantage of the pedes-
trian movement from the rail station to the 

Voortrekker Road Corridor. This shows that 
Bellville can provide a diverse range of op-
tions in connection with the transportation 
of the area. While a majority of these activ-
ities are contained in formal structures, the 
informal economy has become a dominant 
force in Bellville Central as well, particular-
ly in relation to the rail station and existing 
formal businesses. The informal trading that 
has developed complements the formal 
shops by offering goods for those with lower 
incomes, reflecting a diversity of socioeco-
nomic activities for a range of social back-
grounds (see Figure 5.20). 

Unfortunately, Bellville Central is highly 
limited in the socioeconomic opportunities 
it provides to its residents and the greater 

population that uses the space. It should 
be noted that socioeconomic activities are 
the choices people have for sale/trade/pur-
chasing of goods and services while oppor-
tunities refers to the employment environ-
ment. Discussions with survey respondents 
revealed a frequent sentiment of frustration 
as people were not able to achieve certain 
responsibilities and errands without spend-
ing a fair amount on transportation. More 
than 90% of survey respondents thought 
that having a large variety of choices (in 
terms of shops and services) is important for 
urban centres, with 73% feeling that Bell-
ville provides these options. Additionally, 
85% of survey respondents thought hav-
ing employment opportunities in an urban 
centre is important, but less than half felt 
that Bellville Central was able to provide 
these opportunities. This reflects restrictions 
on the socioeconomic opportunities that 
the space can offer. One respondent stated 
that it is difficult to find employment and 
attempting to shift from one opportunity in 
Bellville Central to another job that is nearby 
is “not easy”, thus making the area unsuit-
able for employment (survey, respondent 
comment, 2015). This reveals the node to 
be at full capacity in terms of socioeconom-

Figure 5.20 Combination of formal and informal trading 
on Blanckenberg Street across from rail station
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ic opportunities. To further exacerbate the 
stagnation of employment opportunities, 
the Somali population that dominates lower 
Durban Road is highly exclusive to the South 
African community, with non-Somali workers 
being rare or non-existent in the workforce. 
This reflects a saturated market as people 
are able to make transactions with a diverse 
number of businesses. 

5.2.6 Efficient Land-Use
The site must have efficient land-use pat-
terns, an important component of transit-ori-
ented development, in order to support the 
transportation and socioeconomic oppor-
tunities of the site. This entails the zoning 
of the site to be supportive of a mixed-use 
and mixed-income environment and pro-
motes higher density developments around 
transportation infrastructure. The subsidiary 
question for this component of the research 
asks: Does the current zoning of Bellville 
Central support transit-oriented develop-
ment? 

The foremost information needed for un-
derstanding the land-use patterns of Bell-
ville Central comes from GIS land-use data. 
Using GIS and its data helps to identify the 

prescribed zoning of the area and provides 
insight how certain activities might currently 
exist and operate. As seen in Figure 5.21, 
a majority of Bellville Central is designated 
for commercial business use, in addition to 
small pockets of industrial zoning, which are 
limited to light manufacturing. This reflects 
an economically productive area as these 
activities are concentrated in Bellville Cen-
tral and around the rail station, which pro-
vides mobility for both goods and people. 
The land south of the rail station is designat-
ed for transportation use and is largely 

owned by Transnet as a rail marshalling yard 
for goods being shipped from the port to the 
interior of the country. Additionally, several
commercial and industrial businesses cur-
rently operate on this land, most of which 
existed before the site came under the own-
ership of Transnet. This information is impor-
tant for the following chapters as it shows 
the large amount of land owned by Transnet 
is abundantly oversized to accommodate 
the marshalling requirements and allow for 
peripheral development. In other words, 
there is space on the Transnet-owned land 
for future development to occur, particularly 
along the edges of the property (see Figure 
5.18). Aside from the Transnet site and the 
commercial hub of Bellville Central, the sur-
rounding area is mostly zoned for education-
al or residential purposes.    

Figure 5.21 Designated land-use of Bellville Central
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While the prescribed zoning of Bellville 
Central dictates how the land should be 
used, field observations reveal an entire-
ly different reality. As previously noted, a 
majority of Bellville Central is designated for 
commercial business, in addition to some 
smaller industrial uses. However, a large 
local population has also come to inhabit 
the area, many of whom operate their own 
businesses from the building in which they 
reside. A number of the buildings that host 
smaller economic activities were built for 
this purpose. Many of these structures are 
limited to two-three story walk-ups, allowing 
those who live there to have simple access 
to their employment (see Figure 5.22). This 
reflects economically active local residents 
that rely on the area’s transportation dispo-
sition for entrepreneurial success. The other 
low-levelled buildings in the area are host 
to more formal businesses that are able to 
afford higher rents through their income, but 
rely on business from more low-to-middle 
income groups relative to greater Cape Town 
(Marks, interview, 19 August 2015). These 
businesses are mainly retail and hospitali-
ty-based operations (i.e. fashion and food 
stores), although other product-niches exist 

Figure 5.22 Building heights
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as well. The taller buildings within Bellville 
Central contain a larger array of activities 
and are generally more in-line with the zon-
ing prescription. This shows that the zoning 
in Bellville Central is able to attract and sus-
tain economic activity that is catered more 
towards lower income groups than Cape 
Town or Century City.   

Several interesting forms of deviation from 
the prescribed zoning in the area should be 
noted. First, deviations from land-use can be 
caused by the residents of the area. These 
residents re-purpose the surrounding land 
to suit their wants and needs, that might 
otherwise not exist in the area. An example 
of this land-use deviation is witnessed at the 
bottom of Durban Road where a plot (and 
building on it) is designated for ‘general 

business’, but the local Somali population 
has transformed the building into their 
mosque for prayer (see Figure 5.23). This 
notonly reflects how land-use is determined 
by the users of the space, but it reveals an 
exchange of culture and ideas that a certain 
zoning type might not intend. The second 
form of deviation is created by the public 
sector. A decent amount of the area in Bell-
ville Central has been dedicated to trans-
portation-related activities, regardless of the 
prescribed land-use for those erven. The bus 
and taxi ranks both occupy land that has 
been transformed to strengthen transporta-
tion uses, with recent changes to zoning to 
supporting these activites, as seen in Figure 
5.21. Additionally, the taxi rank has “ended 
up with a huge amount of stacking space, 
which is sterilising really valuable land” 
(Marks, interview, 19 August 2015). These 
deviations show how the public sector influ-
ences the land-use patterns of the area they 
occupy, increasing their importance and 
relevance in terms of community change.

While many of the residents in the area live 
in the buildings of their business, a larger 
number of people in Bellville Central work 
outside the immediate vicinity, typically us-

ing the transportation links to access differ-
ent opportunities and necessities. This has 
transformed the land between Charl Malan 
Avenue and Robert Sobukwe Avenue into an 
informal parking lot (see Figure 5.15). The 
space exhibits both forms of deviations as 
the public sector has allowed for a ‘park-n-
ride’, while locals in the community have 
taken economic advantage by becoming 
car-guards.  

There are several planning documents that 
prescribe new zoning in an effort to in-
crease densities and diversify its uses. The 
Cape Town Spatial Development Framework 
(2012a) briefly recommends increased 
engagement with Transnet for the purpose 
of developing the marshalling yards over a 
long-term period. The Tygerberg District Plan 
(2010b) further identifies the land for future 
mixed-use development, along with periph-
eral land on the Transnet site. The Transnet 
land south of Bellville Central provides an 
example of inefficient land-use patterns, 
because the site contains a large amount 
of lost land, as noted in the Section 5.2.4 
Value Recapture. The plan suggests de-
velopment occur next to the rail station and 
follow Robert Sobukwe Avenue towards the Figure 5.23 Commercial space converted into mosque

M
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airport industrial area. This could be consid-
ered an ‘efficient land-use pattern’ as it uti-
lises transportation and zoning as the tools 
to accommodate development.

5.2.7 Limitations
Although the main aim of the research is to 
understand the connection, if any, between 
transit-oriented development and urban 
regeneration, the limitations to TOD need to 
be considered to determine if the research 
is applicable. The subsidiary questions for 
this section asks: What are the barriers to 
implementing TOD at the Bellville Central 
site?  The limitations to TOD include the 
design, agency, and demand. The research 
findings above make it clear that demand is 
not a limitation that needs to be considered 
as residents, the state, and property devel-
opers are all interested in somehow invest-
ing in Bellville Central. The design can be a 
limitation because of funding or, more im-
portantly, a general consensus by stakehold-
ers on how the space should be developed. 
Alternatively, agency is an issue as certain 
stakeholders might not be willing to cooper-
ate to ensure the development progresses.  

The design aspect of transit-oriented devel-
opment is difficult to achieve because of the 
various influences that affect it. Aside from 
the agents that determine how a space is 
designed, which will be discussed below, the 
aspect is also a limitation due to the availa-
bility of land or erven to develop. With re-
gards to Bellville Central, there are very few 
open spaces in the area for the private or 
public sector to develop. Additionally, cer-
tain businesses are beneficial for the resi-
dents of the area, as well as supporting TOD 
principles like choice and liveability. This 
makes designing the space difficult because 
various erven that can be utilised for one 
aspect, are important for other aspects. The 
Shoprite, for example, situated immediate-
ly east of the rail station, is on well-located 
land that could be redesigned for other TOD 
purposes, but the store provides important 
socioeconomic choices and opportunities 
for the users of the space (see Figure 5.24). 
This reveals how lost land can be a limita-
tion to TOD, as opposed to an opportunity. 

Another limit caused by the design aspect 
is the financial resources needed to enable 
a transformation of the space. The City of 
Cape Town has jurisdiction of the entire 

Cape Town municipality, thus controlling the 
budget for all its projects. While the budget 
seems quite extensive (approximately, R32 
billion), it is distributed to countless projects 
and necessities throughout the city. Unfor-
tunately, this makes it difficult for heavily 
design-based projects as the estimated 
expenditures are too expensive for the City 
to afford. This highlights the importance of 
establishing private-public partnerships as 
the public can access finances while the 
developer can access land and bureaucratic 
advantages. The current budget identifies 
the ‘Bellville Public Transport Hub’ (in addi-

Figure 5.24 Lost space throughout Bellville Central
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tion to ‘transport hubs’ for the Cape Town 
CBD and Wynberg) as a major project for 
the medium term to change the structure 
and design of space in and around the rail 
station in Bellville Central. The CoCT has 
dedicated R1 million from the budget to the 
project, which reveals that major changes 
will not occur this fiscal year.    

Agency is potentially the most difficult 
limitation to overcome, both on its own and 
in terms of the design aspect. The Trans-
net-owned land south of the rail station 
presents an example of this double-edged 
problem. This is because the land is owned 
by an agent that is unwilling  to discuss 
alternative uses or additional development 
on the site, thus making the design pro-
cess more difficult to conceptualise. When 
questioned about the Transnet-owned land, 
Kirsten Nielsen of the Greater Tygerberg 
Partnership quickly replied, 

For the last 20 years nothing’s happened 
and I know that people want the land to 
be available for development, but it’s 
not. There have been discussions go-
ing on for years. Transnet is still trying to 
decide where to put their base, if it’s go-
ing to be [Bellville] or the West Coast, but 
they don’t want to give up that land. You 

need CoCT and PRASA and Transnet and 
National Government to all sit in a room 
and agree, which they won’t. And there 
have been proposals for residential and 
industrial use, but nothing has happened.

(interview, 19 August 2015)

This reflects limitations in the design be-
cause of agency. Although Transnet is the 
owner of the land, a number of stakeholders 
are needed to develop the area, but the var-
ious interests make finding a single design 
difficult to achieve. Lauren Uppink added 
that the Greater Tygerberg Partnership has 
also submitted a proposal to Transnet that 
accommodates the ideas and demands of 
various stakeholders, but have been denied 
(interview, 19 August 2015). This highlights 
the challenges the City is confronted with in 
terms of being a property owner and man-
ager, as well as agents involved in these 
activities.      

The inclusion of various stakeholders is im-
portant in terms of implementing successful 
TODs, as the perception of the space by its 
users is a key component of TOD principles. 
The main agents of TODs should thus ensure 
the development process includes those 
people that use the space and will be most 

affected by its transformation. However, the 
involvement of certain stakeholders, such 
as the general public, can often be minimal 
or untimely, leading to projects that are not 
supported by the community. A project can 
be minimally inclusive in that the agents 
do not provide sufficient opportunities for 
stakeholder participation, limiting the voices 
and opinions that contribute to the develop-
ment. Alternatively, a participation process 
can be untimely in that stakeholders are 
only allowed to provide input and opinions 
at a point where changes to the develop-
ment cannot occur. In other words, a project 
has progressed to a point where additional 
information is irrelevant to the outcome of 
the development. This reveals how agency 
can limit the potential and establishment of 
successful TODs. Some of these issues are 
discussed in the next section as they are key 
principles in terms of urban regeneration.

These issues and limitations to establishing 
TOD as an instrument for urban regenera-
tion require interventions to improve the via-
bility and success of such projects. Thus, the 
recommendations in Chapter 6 aim to pro-
vide solutions for conflicts within the agency 
that prevents the growth and development 
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of the area, as well of the financial complica-
tions that can stall or prevent change. Chap-
ter 6 also addresses the spatial limitations 
through the site plan, allowing for a mul-
ti-faceted approach to these various issues.   

5.3 Assessing Bellville based
on Criteria for Urban Regeneration
The assessment criteria for urban regener-
ation established in Chapter 2 identify five 
key criterion, including participation, equity, 
environment, community, and economic. 

5.3.1 Participation
The urban regeneration process must take 
the opinions, wants, and needs of all those 
involved and affected by a project into con-
sideration. This requires participation from 
a variety of stakeholders, as well as mech-
anisms to allow for the participation itself, 
thus providing a diverse range of inputs. The 
subsidiary question for this section asks: 
Who are the stakeholders involved in and 
affected by the urban regeneration process? 
Although the site is diminutive relative to 
the whole city of Cape Town, Bellville Central 
has numerous stakeholders that should be 
included in an urban regeneration process.

From a public sector aspect, there are vari-
ous stakeholders that would be involved in 
the urban regeneration process, including 
all three levels of government. The national 
and provincial governments are needed for 
interventions involving civic entities whose 

involvement in the urban regeneration pro-
cesses is inevitable. These bodies include 
PRASA, Telkom and Transnet, all of whom 
manage facilities or land in Bellville Central. 
Additionally, these entities have control over 
certain regenerative processes (i.e. PRASA’s 
control of the rail), thus making national and 
provincial government relevant to participa-
tion. 

However, the government for the Cape Town 
municipality (the CoCT) is the major public 
sector stakeholder that is needed for urban 
regeneration in Bellville Central. Having an 
understanding and desire for urban trans-
formation, the CoCT is an important player 
because of the resources and knowledge it 
retains within a Cape Town context. Since 
2012, the Mayorale Urban Regeneration 
Programme (MURP) established by the may-
or of the city (Patricia de Lille) has focused 
on several locations within the city that are 
designated as ‘decaying’, and thus in need 
of intervention. Bellville Central is one of 
these locations. The mayor has stressed, 

...that all improvements made in these ar-
eas are the result of extensive community 
input. This limits the prospects for vandal-
ism and helps to ensure that communities 
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feel that they have ownership over the 
public facilities that are provided

(CoCT, 2012b)

This highlights the CoCT’s position with 
regards to the participation of residents, 
claiming that community involvement in city 
decisions is important for successful regen-
eration. While this is a statement made by 
the mayor on behalf of the CoCT, the prac-
tice of community involvement is question-
able. While not a TOD or area designated 
for regeneration, the CoCT and PRASA have 
been developing the land surrounding the 
Nonkqubela rail station in Khayelitsha to 
improve quality of life in the community, but 
have been antagonistic towards informal 
traders. Although the activities may be seen 
by the City as undesirable, informal trading 
provides employment to many unable to 
find more formal work and offers goods at 
prices more flexible for lower income labour-
ers. The municipal government is also an 
important stakeholder because it is the gov-
erning body that controls the land-use and 
spatial planning, dictating the zoning and 
development of erven throughout the city. 
This provides the CoCT the opportunity to 
align the goals of the MURP with principles 

of TOD at the rail station in Bellville Central. 

The public sector benefits from controlling a 
reasonable sum of land in Bellville Central, 
as well as controlling other factors, but can-
not be solely responsible for the urban re-
generation process. There are several stake-
holders in Bellville Central that operate as 
quasi-governmental entities, namely PRASA, 
GTP, and VRCID. As previously noted in this 
chapter, the VRCID is an organisation that 
helps to revitalise1 parts of Voortrekker Road 
through strategic interventions. Antony 
Marks (interview, 19 August 2015) notes 
that “urban regeneration is about restoring 
confidence in an area; particularly safety”. 
This establishes the VRCID as an important 
stakeholder because of their focus on ad-
dressing crime and grime in Bellville Central, 
among other locations. This effort aligns 
with the MURP’s aim of improving safety and 
the quality of life in neglected areas.

The Greater Tygerberg Partnership (GTP) is 
also a quasi-governmental organisation that 
operates in Bellville Central, aiming to facil-
itate collaboration between various stake-
holders to produce a well-rounded commu 

1 While ‘regeneration’ is focused on socio-physical, economic, and environmental recovery, revitalisation will exclusively refer to socio-physical, thus aesthetics, crime, and cleanliness.

Figure 5.25 Logos of several stakeholders
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nity. The organisation is important for the 
community as they consolidate a variety of 
stakeholders in an attempt to improve differ-
ent neighbourhoods along the Voortrekker 
Road Corridor. This simplifies participation 
processes as stakeholders that might not 
have the resources of private developers 
and the public sector, are able to contribute 
their visions and ideas for the area. Addi-
tionally, the GTP initiates projects and inter-
ventions which focus on improving the local 
stakeholders’ interaction with their space 
and community, helping to create a sense of 
place.  

The Passenger Rail Agency of South Africa 
(PRASA) is potentially one of the most im-
portant stakeholders with regards to both 
TOD and urban regeneration. In terms of 
TOD, the organisation has complete control 
over any rail-related activities and develop-
ment, thus influence over any TOD. How-
ever, being a stakeholder in terms of urban 
regeneration is a much broader concept for 
PRASA, who will have to relinquish some 
authority and demands for the inclusion of 
countless other stakeholder agendas. With 
the rail station comprising an important 
component to Bellville Central, the partici-

pation of PRASA as a stakeholder is impor-
tant, as they provide the initial resources 
and changes the urban regeneration process 
needs.   

There are stakeholders that exist in the 
private sector as well, managing business-
es that operate in Bellville Central and are 
subject to the urban regeneration process. 
While there are countless businesses in 
Bellville Central that can be included, those 
who suffer from insufficient resources and 
poor service delivery epitomise the need for 
urban regeneration. It is likely that smaller 
businesses that operate independently from 
large corporations suffer from urban decay, 
thus require supportive interventions from 
the state. The urban regeneration process 
does not necessarily help each individual 
business, but improves the environment 
and conditions in which these businesses 
operate. Thus, the participation of private 
business as stakeholders is important for 
a successful urban regeneration process, 
and helps ensure their issues and needs are 
addressed.

Finally, residents of the area and users of 
the space are of critical importance with 

regards to the participation processes. They 
represent the stakeholders that are most af-
fected by the urban regeneration process as 
they live in and use the space. Residents are 
of particular concern and should always be 
included in important discussions to prevent 
the exacerbation of current or new issues. 
One such issue is that of displacement. As 
noted in Chapter 2, gentrification is a con-
cern for many in areas subjected to urban 
regeneration due to people of lower income/
social status being removed from the area 

Figure 5.26 Stakeholder involvement during Open-
Streets Bellville
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by developers or natural economic changes
resulting from intervention. Although usually 
not an intention, private developments and 
upgrades to existing structures can result in 
higher property values, thus rents increase 
and displace those who are unable to afford 
the new rates. Antony Marks (interview, 19 
August 2015) reiterates the importance of 
the local government in this regard by stat-
ing, “[the CoCT] interacts with social rental 
partners to secure opportunities for social 
house. For [the CoCT] that is the best pro-
tection against displacement”. This high-
lights the need for residents and users of the 
space to participate in urban regeneration 
processes, as they have concerns that might 
otherwise be overlooked, even with support 
from other stakeholders. Additionally, this 
issue and a potential solution is incorporat-
ed into the recommendations and site plan 
in Chapter 6.

Additionally, the residents and users of the 
space have important resources that can 
strengthen the regenerative efforts and im-
prove the effects of the intervention. Lauren 
Uppink (interview, 19 August 2015) notes 
that the urban regeneration process “needs 
to build on the social capital that’s already 

there”, as it provides important insight for 
decision-making. Social capital refers to the 
network of people who live and work in an 
area, Bellville Central being the case for this 
research. Thus, participation from the res-
idents and users of the space is of critical 
importance as they possess the most expe-
rience within and knowledge about the area.       

While participation of relevant stakehold-
ers is important for the transformation of 
cities, there are limitations to this process 
that make it difficult to achieve complete 
inclusivity of those involved or affected by 
urban regeneration. The identification of key 
stakeholders is important and should not 
overlook those that do not possess exorbi-
tant resources and land. Additionally, the fa-
cilitators of the urban regeneration process 
should allow for participation in the early 
stages and provide stakeholders the mecha-
nisms to contribute or dispute aspects of the 
intervention. A failure to provide an inclusive 
urban regeneration process can lead to poor 
results as the interventions for and effects 
on the community become more detrimen-
tal than beneficial due to the unequal rep-
resentation.

5.3.2 Equity
While participation is important for under-
standing different viewpoints, the agents 
that manage the urban regeneration process 
must ensure that the resources being used 
to address urban decay are equally applied 
to the community undergoing transforma-
tion. The subsidiary questions that address-
es the concept of equity asks: How are 
important resources distributed in Bellville? 
For the purpose of this research, both natu-
ral and material resources are considered in 
the assessment of Bellville Central, although 
the former is limited in the area. Material 
resources refer to those that are not provid-
ed exclusively by the natural environment, 
such as heritage, buildings, or infrastructure 
investment. 

The Cape Town Spatial Development Frame-
work (2012a) and Tygerberg District Plan 
(2010b) both identify historical buildings as 
a resource that is particularly useful for ur-
ban regeneration. Efforts should be directed 
towards creating “an enabling environment 
for urban regeneration that allows build-
ings and sites of historical and architectural 
significance to make a positive contribu-
tion to the economy and quality of urban 
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life” (CoCT, 2012a: 69). Furthermore, policy 
guidelines “encourage investment in the 
adaptive reuse of historical sites, facilitate 
integration between the conservation and 
adaptive reuse of heritage buildings, and 
promote urban regeneration” (CoCT, 2012a: 
78). This reflects the importance of heritage 
as a material resource that can be improved 
and utilised by those willing to responsibly 
develop the project. Additionally, the Tyger-
berg District Plan (2010b) views

 the employment of the urban edge as a tool 
to manage and protect the natural resourc-
es of Bellville, although these are mostly 
located outside the area of Bellville Central. 
The government understands the need for 
protecting and managing the resources that 
can benefit urban regeneration, but equal 
access to heritage resources is more difficult 
to provide as structures are not easily dis-
tributable (see Figure 5.27 and Figure 5.28). 

As mentioned, there are very few, if any, 
natural resources in Bellville Central, thus 
the extraction and distribution of them (or 
compensation for them) to the community 
is also minimal. However, the material re-
sources (aside from heritage) that the area 
produces, that are provided by greater Cape 
Town, or by national government, have been 
more common. Material resources are uti-
lised for projects and interventions that pen-
etrate the entire community, thus providing 

Figure 5.28 Light manufacturing building that has existed in Bellville Central since the early 1940s; an example of 
heritage and resource that is not distributable

Figure 5.27 Milestone and lampost as heritage 
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equitable distribution of those resources or 
services. Antony Marks noted one of these 
types of projects is planned for Bellville 
Central and will be focused on a mixed-use, 
transportation hub. The Bellville Integrated 
Transport Land-Use Plan will attempt to con-
solidate the various forms of transportation 
in Bellville Central and develop an integrat-
ed structure that offers a diverse range of 
socioeconomic activities and opportunities 
for those transiting through the space. Re-
sources will be utilised from the local munic-
ipality and national government, in addition 
to PRASA, to establish this inclusive project. 
This highlights how resources from vari-
ous external agents can be distributed to 
provide an intervention that ensures equal 
accessibility and benefit.       

Although an intangible resource, the forma-
tion of the VRCID has been an important re-
sult of community collaboration that ensures 
an equitably distributed service. Antony 
Marks explained how the ‘city improvement 
districts’ (CIDs) in Cape Town operate; be-
ing funded by local businesses in exchange 
for services that specifically target crime 
and grime in the area (interview, 19 August 
2015). This reveals how some of the re-

sources in Bellville Central (in this instance, 
investment) are utilised and distributed 
throughout the community. While the fund-
ing of the VRCID is limited to businesses, the 
services benefit other people in the commu-
nity, which also improves the attractiveness 
in the area that the businesses are located.   

The GTP is another entity that collects, man-
ages, and distributes resources throughout 
the community. Lauren Uppink (interview, 19 
August 2015) stated that “whatever we do 
takes all voices into account and we work to 
find solutions that are useful to all of them”, 
reflecting the organisation’s commitment to 
equally distributing resources. Within the Ty-
gerberg region, the GTP has provided com-
munication and networking services to busi-
nesses and residents with the intention of 
improving, as well as creating socioeconom-
ic activities and opportunities in the area. 
An event that will showcase the resources of 
the area, OpenStreets Bellville, allows resi-
dents and visitors to interact with the space 
and businesses of Bellville Central. This has 
required an input of resources into the GTP, 
and other entities, which then redistributes 
those resources through the services the 
organisation provides. Additionally, the GTP 

has worked with land and building owners to 
provide student and affordable housing, thus 
ensuring that local resources are distributed 
more evenly and equally to the community.     

While there are a number of organisations 
and efforts to allow for equal distribution 
of resources, the opposite ideology can be 
applied by other entities. The Middestad 
Mall provides an example of this because, 
while beneficial in some regards, it does 
not equally distribute the income it receives 
from rentals, and other sources, throughout 
the community. The resources retained by 
Middestad are reinvested into improving the 
mall’s building and infrastructure assets, 
thus limiting the effects it can have on the 
community (see Figure 5.29). This can 

Figure 5.29 Poor management outside Middestad Mall
P
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be similar for other businesses that may 
contribute to the VRCID, but retain resourc-
es that can benefit Bellville Central. There 
has also been an unequal distribution of 
externally provided resources. The rail sta-
tion and surrounding transit infrastructure, 
which is utilised by more than 200,000 daily 
commuters, has not received any form of 
investment for the improvement of its func-
tion or aesthetics, highlighting the detrimen-
tal effects of unequal resource distribution. 
Although plans to address this have been 
initiated, as previously mentioned, any form 
of intervention has yet to commence. 

5.3.3 Environment
The urban regeneration process does not 
only focus on the people and space, but it 
attempts to address environmental issues, 
particularly in the recent global movement 
for sustainability. Even if not providing eco-
logical services or natural resources, in-
tegrating the environment with the urban 
fabric improves the quality of life in a space, 
as well as the design of the space. The re-
search question in this section asks: What 
are the important natural resources and en-
vironments in Bellville? This question proved 
difficult due to the minimal prevalence of 

the natural environment or any natural re-
sources. 

As stated in section 5.2.3 Liveability, a 
few of the streets in Bellville Central are 
lined with trees to improve the aesthetics 
of the area (see Figure 5.30). While these 
do not provide resources to any business 
or resident, the trees allow for some inte-
gration of the natural environment with the 
urban fabric. Birds are attracted to the area 
due to the trees, in addition to the pickings 
they find from human-caused pollution, thus 
reflecting a form of protection for animals. 
This provides some sense of natural environ-
ment to the concrete-dominant area.  

Although located just outside the boundaries 
of Bellville Central, Elizabeth Park adjacent 
to Durban Road provides the closest form of 
natural environment in the area and is more 
substantial than the tree-lined Kruskal and 
Blanckenberg Avenues (see Figure 5.31). 

This space is currently disconnected from 
the activities of Bellville Central, but offers 
a dramatic change of scenery from the hard 
spaces that dominate the area. Again, a 
sanctuary for birds and other small animals 
make the park desirable from an aesthetics 
and functional aspect. Additionally, a seg-
ment of the Elsieskraal River, which origi-
nates in the Tygerberg Hills, flows through 
the park, providing an aquatic element to 
the area. Figure 5.30 Kruskal Avenue with trees lining pavement

Figure 5.31 Elizabeth Park
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The Transnet-owned land south of the rail 
station provides a major opportunity with 
regards to urban regeneration because of 
its highly undeveloped character. In terms 
of environmental importance, the Trans-
net land has remained largely untouched 
because of the layout for the marshalling 
yards, allowing for large pockets of fynbos 
vegetation to flourish. Furthermore, the 
Elsieskraal River enters the area from Eliza-
beth Park where the flow is tunnelled under 
the rail lines and station (see Figure 5.32). 
These assets reflect the historical character 
of the area before settlement and provide a 
soft space in contrast to Bellville Central.

There are two major concerns that arose 
during this research with regards to the 
natural environment. First, Bellville Central’s 
lack of vegetation with the exception of the 
tree-lined avenues. Reverting land to ac-
commodate and cultivate new vegetation 
is difficult due to the quality of the soil, let 
alone finding an availability of places with-
in the site that could provide soft space. 
Second, the Transnet site being developed 
could result in the same situation as Bellville 
Central in terms of the dominance of hard 
space. Although more recent developments 
throughout the city have provided adequate 
soft space, such as Century City or the V&A 
Waterfront, hard spaces and structures 
remain the dominant form of creating a 
‘place’. Both these issues create difficulties 
for urban regeneration in terms of improving 
the natural environment.     

5.3.4 Community
The community is a necessary component 
of urban regeneration, being the location of 
a regenerative intervention. Thus, the local 
perceptions of change in that community 
are critical to the success in restoring soci-
oeconomic activities and opportunities to 
the area, as well as improving the spatial 

conditions for pedestrians. The subsidiary 
question for this section asks: What does the 
local community find important for improv-
ing their community? Although focused on 
TOD, the survey was of crucial importance 
for this section because of the issues the 
questions addressed. In order of most im-
portant to least important, as determined 
by survey respondents, the community finds 
transportation to be the most important part 
of Bellville Central, followed by availability 
of goods and services, employment opportu-
nities, and lastly the walkability of the area. 
Additionally conversations from survey re-
spondents were noted and helped to provide 
insight on community visions.

According to the survey, 100% of respond-
ents think transportation is one of the most 
important aspects of Bellville. This again 
reflects the significance of Bellville’s histori-
cal development as a transit hub. The users 
of the space mainly stated that transpor-
tation was the reason for which they came 
to Bellville, in addition to its proximity to 
respondents’ place of residence. However, 
the rail is often considered the worst trans-
portation option to Bellville as the train is 
constantly late and the service is below-av-Figure 5.32 Highlight of Elsies River located west of 

Belville Central and Transnet marshalling yards
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erage. This highlights an important feature 
in Bellville Central that the community feels 
should be improved because of its impor-
tance. The Kruskal Report notes that 14% 
of its respondents enjoyed Bellville Central 
mainly because of its various modes of 
transportation located within a small vicinity. 
It should be noted that the research survey 
allowed respondents to agree or disagree 
with various statements (i.e. respondents 
can agree that all features are ‘important’), 
while the Kruskal Report provides exclusive 
answers for each question (i.e. respondents 
had to choose from options or provide a sin-
gle personal answer). This helps to account 
for the large percentage gaps between the 
two reports. With the disparity in mind, the 
low rating of transportation over different 
options reported by the Kruskal Report can 
reflect other features of Bellville Central that 
are considered more important or of better 
quality.

The various options that the Kruskal Report 
utilised does help to reflect what is impor-
tant to the users of the space, with 52% of 
respondents stating the availability of shops 
and services is the best feature of Bellville 
Central. Additionally, 97% of respondents to 

the survey considered the same aspect to 
be one of the most important features of the 
area. This reveals that users of the space 
consider the shops and services of the area 
to be of good quality, thus few improve-
ments are needed in this regard. One survey 
respondent commented on the potential 
for more upscale stores, but was more than 
content with what was available.       

Another important feature of Bellville Cen-
tral that is examined through the survey is 
the significance of employment opportuni-
ties. While 87% of respondents considered 

the availability of employment opportunities 
to be crucial importance, only 47% thought 
that Bellville Central actually provided these 
opportunities. The Kruskal Report did not 
discuss employment with the respondents 
as the focus was largely on the design of 
space and the services it provides, name-
ly transportation, shops, walkability, and 
security. However, when asked what could 
be improved in the area, respondents were 
able to provide personal answers, several of 
which indicated more jobs and investment 
would improve Bellville Central.   

Figure 5.33 Community members shaping space in Bellville Central during OpenStreets
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The ability to walk through Bellville Cen-
tral was considered to be least significant 
of all the features discussed in the survey, 
although 70% of respondents still thought 
of walkability as one of the most important 
aspects of Cape Town. However, as previ-
ously noted, only 47% of respondents con-
sidered Bellville Central to be walkable. This 
is addressed in the site plan of Chapter 6, as 
previously noted (see Figure 5.33).

Furthermore, respondents to the Kruskal 
Report commented on the quality of roads, 
which many thought could be improved. 
Additionally, when asked ‘What will make 
Kruskal Avenue a better place?’, roughly 5% 

of respondents chose ‘better walkways’ as 
their answer. Although a seemingly small 
number, the report provided more than 20 
options for answers, placing the 5% in the 
upper tier of response percentages (see 
FIgure 5.34). When asked for ideas of im-
proving the area, the second most common 
response according to the report was to 
‘pedestrianise the road’, representing rough-
ly 4% of all answers. This again reveals the 
need to improve the walkability in the area. 

While the community held significance to 
many of the features of Bellville Central dis-
cussed in the survey, the Kruskal Report re-
veals other concerns of the community that 
should be targeted in urban regeneration 
interventions. The Kruskal Report found that 
more than 50% of respondents did not feel 
safe in the area because of the crime and 
drug trafficking activities. This was also a 
concern for respondents of the survey, who 
commented on the dangerous conditions of 
the area, particularly near the transporta-
tion options and during non-daytime hours. 
Referring back to the question that address-
es making Bellville Central a better place, 
20% of respondents thought more police 
would improve the space. Additionally, the 

following four most frequented answers with 
regards to a ‘better Bellville Central’ were 
also focused on safety in the area with 20% 
calling for more efficient security, 8% calling 
for more cameras, 6% calling for more light-
ing and 6% calling for a reduction of crime 
(see Figure 5.35). This reflects a large con-
cern for safety in the area through various 
means of improvement. The local perception 
of the area favoured some form of improve-
ment, as 63% of respondents thought the 
area would become ‘a derelict, crime-driven 
shanty town that is run by drug lords’ with-
out appropriate intervention.   

Figure 5.34  Narrow pavement on Wilshammer Street 
leading to Durban Road reflects poor walkability  

Figure 5.35  Poor lighting and safety under the Tienie 
Meyer Bypass 
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5.3.5 Economic
One of the most important aspects of ur-
ban regeneration is the improvement to the 
economy and economic conditions of an 
area. While social and economic elements 
of the urban fabric are often intertwined, 
urban regeneration focuses on each aspect 
semi-independently to ensure a compre-
hensive understanding and solution to the 
situation. With that in mind, the subsidiary 
question for this section asks: What are the 
economic activities in need for regenera-
tion? This proved a slightly difficult question 
to answer because of the natural changes to 
the urban fabric over time.

Although the urban fabric of Bellville Central 
did not materialise until the 1940s, a large 
array of economic activities have existed 
in the area throughout its history and have 
been focused on financial, industrial and 
transportation sectors. The rise of indus-
trialisation complemented the growth of 
urban areas in South Africa, Bellville being 
no exception, and helped to establish indus-
trial parks such as Sacks Circle and Bellville 
South (du Plessis, 1998). However, with 
regards to Bellville Central, the economic ac-
tivities have been largely restricted to ware-

housing and light manufacturing, health 
services, and financial enterprises. The light 
industrial activities that were once present 
in Bellville Central have all but disappeared 
and the remaining structures utilised for 
various other purposes, such as housing or 
financial businesses. The availability of land 
in Bellville Central has prevented the devel-
opment of new intensive industrial enter-
prises, but allowed for a strengthening of 

residential and commercial activities 
through the perpetuity of existing structures 
(see Figure 5.36).

While industrial businesses were important 
for the development of Bellville Central, 
the Tygerberg District Plan (2010b) has 
called for development that helps produce 
a sustainable economy aligned with more 
contemporary issues such a climate change 

Figure 5.36 Transformation of building from commercial use to student housing
W
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and resource depletion. This reflects a shift 
away from the industrial development of 
Bellville, although Cape Town has seen an 
increase in manufacturing in other areas of 
the metropolitan (CoCT, 2012a). The district 
plan details key areas that have potential 
to host certain economic activities, diversi-
fying the area for residents, labourers, and 
visitors. For example, the district plan desig-
nates Durban Road as a connecting corridor 
between Bellville Central, Jack Muller Park, 
and the Tygerberg shopping district, thus 
economic activities should include hotels, 
restaurants, small shops, and recreational 
facilities. This reveals efforts to consolidate 
and uplift the area through increasing the 
already diverse range of economic activi-
ties. Additionally, a change of the economy 
in Bellville Central highlights the difficulty 
of the subsidiary question as many of the 
activities that helped to develop the area no 
longer exist, thus making regeneration in 
this regard near-impossible.   

To account for this economic shift, the GTP 
has considered new, as opposed to regen-
erated, economic activities for the area 
that can improve the quality and diversity 
of the space. One such opportunity is the 

increased demand for housing options by 
renters and students. This allows for exist-
ing, as well as new, economic activities to 
benefit from a potentially increasing pop-
ulation and interactions with educational 
institutions in the area. Antony Marks noted 
the increasing demand for rental stock over 
ownership stock, which can help support 
the new forms of economic activity (inter-
view, 19 August 2015). The University of the 
Western Cape has been restoring the former 
J.S. Marais Hospital for its incoming medical 
school, signalling a growth in education and 
related activities (see Figure 5.37; Nielsen 
and Uppink, interview, 19 August 2015). 

The permanent student population will  
support student-friendly businesses such as 
coffee shops and specialised retailers. Addi-
tionally, this will help to support and develop 
more housing options in Bellville Central and 
its surrounding area.

Kruskal Avenue is also seen as a unique op-
portunity by the City and GTP because of the 
economic activities it currently hosts and 
the potential activities it could host after ap-
propriate interventions. The chief operations 
officer of the VRCID has intended the ave-
nue to become the next St. George’s Mall, 
which would coincide with the development 
of the Voortrekker Road MyCiTi trunk route 
(Lewis, 2015). Kirsten Nielsen elaborated on 
this point, noting that the effort was working 
towards a “St. George’s Mall-type feel, but 
not an actual replication”, highlighting the 
socioeconomic characteristics of Bellville 
Central (interview, 19 August 2015). This 
reveals a re-purposing of the land uses in 
Bellville Central in an effort to broaden the 
range of economic activity, in addition to 
improving the conditions for the those activ-
ities that already exist.

Figure 5.37  Home of new UWC medical school
X
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5.4 Conclusion
The purpose of this chapter was to analyse 
the research findings against the criteria 
established in Chapter 2. The first section 
of this chapter assessed Bellville Central 
against the criteria and principles of tran-
sit-oriented development. This highlighted 
the features of Bellville Central that are able 
to provide adequate conditions for tran-
sit-oriented development, as well as those 
features that require improvements. The 
second section of this chapter assessed 
Bellville Central against the criteria and 
principles of urban regeneration. This re-
vealed not only a need for regeneration, but 
a number of interventions and opportunities 
that can restore socioeconomic significance 
to the area. What was also revealed is many 
policies had overlying principles and goals 
that align with ideas of TOD and urban re-
generation. The strategies of the CoCT and 
the Tygerberg District reflect components 
of both TOD and urban regeneration, but do 
not utilise the former as a way to enable the 
latter. Places such as Bellville Central have 
been identified as areas in need of regen-
eration through improved accessibility, in 
addition quality of space and life, yet lack 
connections to any form of TOD. The study 

now turns to Chapter 6, which provides rec-
ommendations for the issues and conflicts 
revealed through the findings, as well as a 
site plan that spatialises those recommen-
dations.     

 Identification of ‘On the ground’ locations

 1   SARS, Wimpy, Clicks...

 2   Russells

 3   Jumbo, Standard Bank, Edgars...

 4   African Bank, Lewis

 5   Shoprite

 6   Nedbank

 7   Elizabeth Park

 8   African Bank

 9   UWC Medical Campus; Pick n Pay

 10 City of Cape Town 

 11 Eskom

 12 Mr. Price

 13 Middestad Mall: 
	 Hungry Lion 
	 Markham

	

	 Fashion World	
	 ABSA
	 Pep Store
	 20+ additional stores

 14 Brito’s Rasco’s

 15 Price N Pride

 16 Lewis

 17 Masjid-ul Sunnah (mosque)

 18 Bellville Station:
	 KFC
	 McDonalds
	 5+ additional stores

 19 Shoprite

 20 Public Transportation
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Figure 5.38 On the ground map
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Chapter 6
Recommendations and 
Design Proposal
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6.1 Introduction
This dissertation is aimed at determining 
how TODs might be used as a planning 
instrument to enable urban regeneration for 
more accessible and inclusive planning out-
comes. In relation to the main and subsidi-
ary research questions asked, the research 
focuses on the principles of TOD and urban 
regeneration, as well as the dynamics that 
underpin them. This examination is under-
taken by applying the assessment criteria 
established in Chapter 2 to a specific case 
study area. In turn, the assessment crite-
ria are derived from an in-depth literature 
review. Criteria are also used in this chapter 
to establish spatial proposals for the area 
under study. 

The previous chapter analyses the research 
findings in relation to the main and sub-
sidiary research questions. The research 
findings reveal many overlapping compo-
nents of TOD and urban regeneration. On 
one hand, the CoCT has efforts to develop 
the transportation of the metropolitan area, 
particularly within key nodes such as Bell-
ville. This requires spatial interventions that 
promote a more sustainable lifestyle in an 
urban environment. On the other hand, the 

CoCT is also working towards improving the 
quality of life in areas that have suffered 
from urban decay and require appropriate 
interventions to regenerate the area into 
a socially vibrant and economically active 
place. These parallel efforts work towards 
similar goals. Additionally, both these pro-
cesses have many analogous ideas that 
are used to achieve these goals, such as 
stakeholder collaboration between different 
interests and public participation that allows 
local residents to provide input to the inter-
vention. However, there is also a gap be-
tween these ideas that this study attempts 
to address.

The aim of this chapter is to synthesise 
the research findings and address the gap 
between TODs and urban regeneration. In 
so doing, brief answers to the subsidiary 
research questions will be provided in the 
following section of this chapter. The third 
section of Chapter 5 focuses on the answer-
ing the main research question, which helps 
to inform the site plan. The fourth section 
will provide recommendations for planners 
and policymakers within the city of Cape 
Town in particular. These recommendations, 
if implemented, might provide a framework 

for developing Bellville Central in a sustain-
able and inclusive manner that will address 
concerns for regeneration. 
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6.2 Brief Answers to the 
Subsidiary Research Questions
This section provides a synthesis of the re-
search findings in relation to the subsidiary 
questions. Answering these questions helps 
to answer the main research question.

6.2.1 Is Bellville Central 
functionally balanced?
The location efficiency of a site is deter-
mined by the balance between ‘node’ and 
‘place’ function. Independently, both func-
tions are well established in Bellville Central. 
There is a fair diversity of socioeconomic 
activities in the area which allows users and 
residents to live or work close to a ‘place’, 
such as a grocery store or retailer. These 
activities and other opportunities in the 
area are easily accessible from the various 
modes of public transportation. When exam-
ined together, there is still a decent level of 
location efficiency as the links between node 
and place are also well connected. This al-
lows residents and users of the space to ef-
fectively operate between the transportation 
of Bellville Central and the socioeconomic 
activities and opportunities within the area. 

6.2.2 Does Bellville Central have the 
capacity for 
providing financial returns?
The potential for financial returns in Bellville 
Central has been improving since the eco-
nomic downturn in 2008, with the private 
sector being increasingly interested in the 
area for office space and rental properties. 
Additionally, a growth in property values 
allows current property owners to sell their 
land/buildings at prices potentially higher 
than the original purchase price. Aside from 
improvements to transportation infrastruc-
ture, the public sector has the physical ca-
pacity to obtain financial returns by utilising 
the land CoCT, Transnet, and PRASA own. 

6.2.3 Is Bellville Central liveable?
The quality of life in Bellville Central is bet-
ter than other locations throughout South 
Africa and greater Cape Town. However, 
there are several areas that need attention 
to improve liveability. Both survey respond-
ents and interviewees noted the lack of 
safety in the area despite the efforts of the 
VRCID to improve this factor. Problems with 
safety are mainly manifested in muggings 
and drug issues that lead to more abrasive 
behaviour from sellers and users. The walka-

bility of Bellville Central was also considered 
inadequate by users of the space, many of 
whom felt this made the area less liveable. 
Additionally, the space is poorly designed, 
contributing to the local crime and negative 
perceptions of Bellville Central with regards 
to liveability.

6.2.4 Is Bellville Central dense enough 
to provide value recapture?
The simple answer to this question is ‘no’. 
The current density of Bellville Central is not 
dense enough to provide value recapture, at 
least for residential users of the space. The 
dwelling unit density (per hectare) is rough-
ly half of what is needed for a sustainable 
urban form and for allowing for adequate 
value recapture. Additionally, many of those 
who live in Bellville Central are within walk-
ing distance of their place of employment, 
diminishing the amount of value being re-
captured. This is an issue for the public sec-
tor because the current density is too low. 

6.2.5 Are there plots of land with the 
potential for recapture?
The availability of land and/or plots in Bell-
ville Central is an issue for the public sector 
as much of the area is developed. However, 
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there some ‘lost spaces’ throughout Bellville 
Central that can be utilised, but these areas 
are disconnected from Bellville’s urban fab-
ric. The CoCT, PRASA, and Transnet all have 
ownership over some form of vacant land, 
the marshalling yards to the south of the 
rail station being the largest. All other var-
iables aside, the marshalling yards provide 
the biggest potential for development and 
increasing the density of the area (via the 
potential for ‘air’ and other tenure rights in 
the future), thereby improving the environ-
ment for value recapture with regards to the 
residential sector.  

6.2.6 Does Bellville Central provide a 
link to the broader urban context?
The transportation interchange in Bellville 
Central allows users of the space to access 
a large variety of places throughout Cape 
Town and southern Africa. The interchange 
hosts one of the larger minibus taxi termi-
nals, offering more than 15 destinations 
providing various stops along the route. The 
Golden Arrow bus service is less frequent, 
but also offers a choice of routes to and 
from Bellville Central. The rail station is the 
second biggest in the city in terms of rail ca-
pacity and number of users, and the service 

provides links to several major places in the 
metropolitan area, such as Strand, Stellen-
bosch, and the Cape Town city centre. Thus, 
there is a link to the broader urban context. 

6.2.7 Is Bellville Central a destination?
Many of the survey respondents claimed 
Bellville Central to be a destination for them 
because of the transportation and the va-
riety of choices they have with regards to 
socioeconomic activities. The respondents 
also noted their proximity to Bellville Central 
as the reason they travel to Bellville Central, 
as opposed to places like the Cape Town 
CBD or Century City. Additionally, the devel-
opment of the Blue Downs rail link will ex-
pand this sentiment to a greater number of 
people who will be able to access a ‘destina-
tion’ closer than the city, thus strengthening 
Bellville Central as such a location within the 
metropolitan area.

6.2.8 Does Bellville Central offer a 
variety of socioeconomic 
activities and opportunities?
In terms of socioeconomic activities (sale/
trade/purchasing of goods and services), 
there is a large variety of shops and servic-
es located within, or just beyond, Bellville 

Central. While there are certain stores that 
are common throughout the area, such as 
clothing shops, others are focused on vital 
goods or services, making Bellville Central a 
diverse destination with regards to socioeco-
nomic activities. However, the socioeconom-
ic opportunities (employment environment) 
of the area remain limited as smaller busi-
nesses restrict the number of employees 
they have to save costs and larger compa-
nies seek skilled-labour that is not abundant 
in Bellville Central. Furthermore, the growing 
foreign population caters largely to people 
from the same country as the vendor, creat-
ing a barrier for some with regards to socio-
economic activities.   

6.2.9 Does the zoning of Bellville 
Central support TOD?
The current zoning of Bellville Central is not 
entirely supportive of TOD as a majority of 
the area is restricted to ‘general business’ 
and ‘transportation’. This prevents the 
diversification of socioeconomic activities 
and mixed-income, residential development 
that can help make the area more sustain-
able. However, while the prescribed zoning 
does not explicitly support TOD, the actual 
land-uses have created some of this needed 
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diversity as the users and local residents 
determine how certain spaces are utilised. 
These ‘informal’ land-uses provide a basis 
for the future development and diversifica-
tion of the area through planning mecha-
nisms that can accommodate both informal 
and formal trading opportunities.

6.2.10 What are the barriers to 
implementing TOD in Bellville Central?
Of the three potential barriers to TOD imple-
mentation (design, agency, and demand), 
‘demand’ is the only barrier that is not an 
issue of concern in Bellville Central. The 
largest barrier to implementing TOD in the 
area is ‘agency’. There are a number of 
stakeholder that control important variables 
within the area, such as Transnet and the 
marshalling yards. The barrier arises when 
these different stakeholders attempt to co-
ordinate an intervention, but their interests 
are too strong or conflicting to allow for de-
sign or the implementation of a TOD project. 
Thus, the current ‘design’ of the space also 
presents issues to implementing TOD, but 
these can be remediated much easier with 
agency that functions .  

6.2.11 Who are the stakeholders 
involved in urban regeneration 
processes in Bellville Central?
There are a number of stakeholders who 
should be involved in urban regeneration 
processes in Bellville Central. The following 
are the main, but certainly not the only, 
stakeholders:

•	 local residents
•	 the CoCT
•	 shop owners
•	 property owners
•	 PRASA
•	 The Greater Tygerberg Partnership
•	 National Government
•	 Provincial Government
•	 VRCID
•	 labourers of Bellville Central
•	 Transnet

These stakeholders have different interests 
that can result in immensely different spatial 
outcomes that require new interventions in 
the future. Thus, the inclusion of all these 
stakeholders, though undoubtedly difficult to 
achieve, is vital for the success of TOD and 
urban regeneration projects. 

6.2.12 How does Bellville Central 
redistribute its resources?
There are few natural resources for the 
community of Bellville Central to redistribute 
and enjoy. However, the heritage and infra-
structure of Bellville Central is shared by the 
local community as the heritage is publically 
displayed while locals, and other people, 
are able to utilise basic infrastructure (wa-
ter, roads, sidewalks) and service (VRCID). 
Additionally, financial investments into the 
area can benefit the public and local popula-
tions. As a note on municipal finances, since 
Bellville Central is located in the Cape Town 
Municipality, its monetary budget is subject 
to establishment and management by the 
CoCT, thus limiting the access of financial 
resources to a small number of City employ-
ees.  

6.2.13 What are the important natural 
resources and environments of 
Bellville Central?
There are very little remnants of the natu-
ral environment in Bellville Central, mostly 
restricted to the trees that line Blancken-
berg Street and Kruskal Avenue. The Eliz-
abeth Park to the the left of the site offers 
a contrast to the hard spaces of the area, 
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though is limited in accessibility and perme-
ability. The land owned by Transnet is large-
ly brownfield, but the southern tip of the 
property has remained undeveloped, with 
regional fynbos being the dominant vege-
tation. The Elsies River also flows through 
parts of the site, providing a haven for water 
birds and aquatic lifeforms.    

6.2.14 What does the local population 
find important for 
regenerating their community?
The local community and users of the space 
strongly called for improvements to Bellville 
Central’s sense of security. The safety of the 
area, while better than previous years, is 
still considered inadequate by many people, 
with drug crimes and muggings being the 
most prominent. This deters people from 
certain spaces throughout the area and has 
also lead to some prejudice against the So-
mali-population who are thought (by South 
Africans) to be the reason for crime. Addi-
tionally, improving the number of economic 
opportunities and the design of the space 
were other concerns held by the community. 
All survey respondents indicated that the ex-
ample images on the survey were desirable 
(see Appendix A).   

6.2.15 What economic activities are in 
need of regeneration?
Due to the changing nature of cities and 
their socioeconomic activities, Bellville 
Central has an entirely different economy 
than the one upon which it was founded. 
The area was initially developed as farming 
prior to industrialisation, and then as man-
ufacturing during Apartheid, but has shift-
ed towards more financial and commercial 
businesses in the present day. This reveals 
a unique situation as the businesses that 
would require ‘regeneration’ have already 
been replaced by more modern activities 
as the response to a rapidly globalised and 
urbanised regional economy. Thus, there are 
few economic activities in need of regenera-
tion, and more activities in need of support.

6.3 Answers to the 
Main Research Question
The main research question that has guid-
ed this study is ‘How can transit-oriented 
developmens enable urban regeneration 
for more accessible and inclusive planning 
outcomes?’. If urban regeneration is to be 
understood through the PEECE principles, 
TOD could easily address many of the varia-
bles through the AB Principles. Many of the 
concerns that arise in the PEECE principles 
are also addressed in the TOD principles. 
This reflects an overlap of interests and the 
potential to ‘hit two birds with one stone’. 
In other words, TOD and urban regenera-
tion share very similar principles, but are 
employed to address different situations. As 
TOD focuses on the space surrounding and 
connecting transportation to the area, this 
allows for improvements to both the com-
munity and the environment. With regards 
to the community, participation of various 
stakeholders provides insight into what is 
considered important and in need of in-
tervention. The community knows what it 
wants and how the direction the settlement 
should develop, thus participation is re-
quired for both TOD and urban regeneration. 
Should an intervention be TOD-oriented, 



101

there is still the opportunity to enable re-
generation through this need of contextual 
guidance. This holds true for the environ-
ment as well. TODs need to consider the po-
tential liveability situation with regards to an 
intervention, including hard and soft spaces 
within the design. Thus, ‘greenifying’ the 
space can improve environmental conditions 
ecologically and aesthetically, and provide 
a mixture of textures (hard and soft) to the 
area. TODs are also considered mixed-use 
developments that provide a variety of 
economic activities and opportunities. This 
helps to establish the TOD as a destination 
and supports the various other components 
of TOD and urban regeneration. The issue 
of equity arises for both urban regeneration 
and TOD as an absence of this principle can 
lead to unequal distribution of resources or 
interventions that cause displacement of the 
local community. Thus, understanding the 
appropriate context, engagement, and deliv-
ery of a given TOD intervention can help to 
enable urban regeneration at that site.

6.4 Recommendations 
The following sections provide recommen-
dations that have been informed by the 
literature review (Chapter 2) and research 
findings (Chapter 5). The next two sections 
focus on each of the research topics inde-
pendently. The last section provides recom-
mendations for urban regeneration enabled 
through TODs. 

6.4.1 Recommendations for 
Transit-Oriented Development
The research findings have shown that Bell-
ville Central exemplifies various AB Princi-
ples of TOD, namely location efficiency, high 
potential for financial return, and choice in 
socioeconomic activities (though limited 
opportunities), while being less adequate 
for liveability, value recapture, and efficient 
land-use. Thus, should interventions in Bell-
ville Central only focus on TOD, the following 
recommendations should be considered. 
The first and major issue that needs to be 
addressed is liveability, namely the safety 
of the area. This must be improved first to 
attract more users to the space, thus in-
creasing the number of ‘eyes on the street’. 
This will also inevitably help other compo-
nents of TOD as the space becomes more 

inviting to users and investors. The design of 
the space must also be improved to ensure 
higher usage of the area. The transportation 
interchange should be more integrated to 
allow for more seamless transition between 
modes of transportation. Additionally, re-
designing the space also makes the area 
more ‘liveable’. Value recapture is some-
what more difficult to achieve, as it requires 
a higher dwelling unit density. The dwelling 
unit density of Bellville Central must be 
increased to a sustainable level (60-120 
du/h) to establish these savings not only 
for residents, but the CoCT as well through 
bulk infrastructure and increased ridership 
fees from public transportation. This can be 
achieved through both private sector devel-
opments or public-private partnerships that 
provide residential and commercial uses of 
the space and increasing the number of us-
ers in the area. Lastly, the zoning of Bellville 
Central needs to be reorganised to ensure 
that appropriate land-uses are established, 
particularly mixed-use and mixed-income 
zoning near the rail station and its immedi-
ate vicinity. This will help to promote a dens-
er area more supportive of public transpor-
tation, financial returns for landowners, and 
value recapture for the residents and CoCT.   
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6.4.2 Recommendations for 
Urban Regeneration
Should urban regeneration be the only 
course City officials and community lead-
ers take with regards to Bellville Central, 
improvements to the current policies would 
vastly improve the process. The main issues 
of urban regeneration in the area are safety 
and cleanliness, community and stakeholder 
participation, and better economic condi-
tions, though there are certainly other minor 
issues that can be addressed as well. While 
the VRCID is an important tool for providing 
safely to the area, its services are limited. It 
is recommended that a new or sister ‘CID’ 
organisation be established for the Bellville 
Central area (Bellville Central Improvement 
District; BCID). By doing so, the VRCID can 
focus on the Voortrekker Road Corridor while 
a separate entity is able to monitor Bellville 
Central, particularly the rail station, Blanck-
enberg Street, and Kruskal Avenue, where 
crime is noted to be most prevalent. The 
same financial structures should be used 
whereby local businesses pay the CID for 
the services they need. Additionally, with Es-
kom and other civic buildings in the vicinity, 
the CoCT should also contribute and collabo-
rate with the BCID to improve the liveability 

of the area for local residents and employ-
ees. These services would also address the 
cleanliness of the area, similar to other CIDs 
in Cape Town. The GTP should also dedicate 
a person or unit to improve Bellville Central 
and working with the local community so 
that interventions can be inclusive of peo-
ple’s demands and have support from resi-
dents. 

By addressing the crime and grime of the 
area, businesses are more likely to devel-
op as the demand for and value of land in 
Bellville Central increases. Along with other 
conditions, Bellville Central has slowly been 
developing as a major node within the met-
ropolitan area. And with certain projects 
strengthening Bellville Central as an impor-
tant node in the Cape Town Municipality, 
such as the Blue Downs rail link or develop-
ment of Saldanha Bay as a port, private de-
velopers will have more incentive to estab-
lish projects in the area to utilise its location 
and transportation. As the older manufac-
turing economy has long been absent in 
Bellville Central, support for the economic 
conditions should be focused on improving 
the environment for existing industries like 
financial services. This will attract more 

skilled labour. The informal economy should 
also be supported and provided spaces that 
integrate traders into the local economy. 
An important note that should always be 
considered is the incorporation of the local 
residents and employees in area interven-
tions. This should occur as early as possible 
in the planning process to ensure that inter-
ventions are supported by the community, 
from pre-design phases to implementation 
phases. This is important because issues 
that might arise without consultation from 
the local community can easily be avoided 
and thus save time and money in the future, 
when such interventions are revisited be-
cause of their contextual failures.   

6.4.3 Recommendations for Urban Re-
generation enabled through TOD 
The above recommendations are provided 
independently from each other, but the pur-
pose of this study is to determine if TOD can 
be used as an instrument to enable urban 
regeneration. Thus, this section proposes 
recommendations for urban regeneration 
enabled through TOD. There are three main 
recommendations that focus on the trans-
portation interchange, Bellville Central, and 
the Transnet marshalling yards. While the 
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first two components address urban regen-
eration enabled through TOD, the recom-
mendations for the marshalling yards are 
more TOD-oriented as the land had only 
been used for farming prior to Transnet 
operations. However, before the three focus 
areas are discussed, there are several over-
arching themes that recur throughout the 
recommendations and site plan. 

There are four key themes that are consid-
ered important for any intervention made 
in Bellville Central and surrounding vicinity 
with regards to TOD and urban regenera-
tion: participation, safety, environment, and 
land-use (including increasing residential 
densities in the longer-term). Participation 
is crucial for the success of any intervention 
proposed in this study as it allows different 
stakeholders to voice their opinions, con-
cerns and recommendations for potential 
projects. This allows interventions to be 
far-reaching and address the needs of multi-
ple stakeholders and their interests. Further-
more, the need for additional interventions 
in the future can be reduced as the various 
issues are addressed from the onset of a 
given project (see section ‘6.2.11 Who are 
the stakeholders involved in urban re-

generation processes in Bellville Cen-
tral?’ for potential stakeholders). 

Although the measurement of safety for any 
location is highly subjective, it is important 
to create an environment that people feel 
secure to navigate and utilise. There are 
a number of ways in which safety can be 
improved. The main and obvious route that 
improves this feature is through direct inter-
vention by the state through a police force. 
However, this can be difficult given finan-
cial and criminal circumstances. The BCID 
mentioned in Section 6.4.2 (and below) is 
another path that can be utilised to improve 
security in the area. Potentially the best 
solution to this issue is creating an environ-
ment that many people are able to utilise 
and interact in, transforming the users of 
the space into the observers that provide 
security. This can be accomplished in con-
junction with the BCID or police force.

The natural environment is a feature of 
Bellville Central that is extremely limited as 
much of the area is built-up. However, there 
are opportunities to transform land into 
open/green spaces, which help to make the 
area more liveable. As will be noted below, 

new plots of land can be opened by reor-
ganising how certain functions of Bellville 
Central (i.e. transportation) are spatialised. 
Furthermore, plants native to the Cape Flo-
ral kingdom should be utilised to help re-es-
tablish them as the dominant vegetation of 
the municipality and protect what can be 
considered as heritage. 

The final theme that should be considered 
in each of the three subsections below is 
land-use patterns and zoning prescribed 
to the area. As noted in Chapter 5, there is 
very little zoning that promotes mixed-use 
and mixed-income developments in Bell-
ville Central, the entire Transnet site being 
designated as ‘transportation’. Thus, the 
zoning of Bellville Central and surrounding 
vicinity should promote more diverse uses 
of the land. This includes the space that is 
considered Bellville Central, in addition to 
the Transnet land and areas surrounding the 
case study site as a whole. Altering the zon-
ing in these areas will help to promote more 
diverse land-uses that can also establish 
more inclusive and accessible socioeconom-
ic activities and opportunities.   
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6.4.3.1 Bellville Transportation Interchange
The Bellville Transportation Interchange 
(BTI) is the catalyst that will help to support 
urban regeneration throughout Bellville Cen-
tral. The basis of the BTI is integrating the 
primary modes of public transportation, rail 
and minibus taxis, and providing an inviting 
environment that opens into the rest of Bell-
ville Central. The BTI must initiate and sup-
port the change that is needed to establish 
a TOD and enable urban regeneration in the 
area. While issues such as the environment 
and liveability are addressed more in section 
‘6.4.3.2 Bellville Central Regeneration’, they 
are still important features for the BTI.
The BTI should utilise as much of the exist-
ing transportation infrastructure that exists 
as possible, including the rail platforms (not 
the ticket office building) and Tienie Mey-
er Bypass. The building that hosts several 
businesses and the ticket office for the train 
should be demolished and re-modelled to 
support the integrated transit system. This

 system is established by shifting the min-
ibus taxi terminal from the land north-east 
of the rail station to the roof of the train 
ticket office and other stores. This releases 
an abundance of publically owned land that 
that can be developed for other purposes 
that will be discussed in the next recommen-
dation subsection. The Golden Arrow buses 
will remain at street level as its service is 
less frequent and easily accessible from 
the rail station, though the entrance/exit 
roads should be redirected towards Robert 
Sobukwe Road. MyCiti routes should also be 
incorporated into the station as a destinia-
tion, in addition to service moving through 
the site. The bus terminal, and surrounding 
land, should also be aesthetically improved 
and pedestrianised to allow for easy transi-
tion to and from the main BTI structure. The 
minibus taxi terminal will be accessible from 
the elevated Tienie Meyer Bypass above the 
ticket office and rail platforms, alternatively 
providing a protected space from unfavour

able weather conditions, such as strong sun 
or rain. This allows minibus taxi services to 
operate from Bellville Central, but remove 
the traffic that is currently at street level. 
Additionally, the new location provides a 
faster connection to the greater metropol-
itan area as the minibus taxis will operate 
from a high mobility road. The land the BTI 
would be developed on is owned by PRASA, 
thus providing potential for financial returns 
from the ticket office, station business rent-
als, and minibus taxi levies. The schedules 
of the transit options located at the BTI (rail, 
minibus taxi, and bus) must be coordinated 
to improve the services.  

As a way to highlight the Islamic population 
of Cape Town, and Somali population of Bell-
ville Central, the BTI should be developed 
to create a souk-like feeling that combines 
formal business structures with informal 
trading (see Figure 6.1 and Figure 6.2). This 
allows for the integration of the formal and 

Figure 6.1 Section of Bellville Transportation Interchange (Line segment A in site plan) 0                                     20m
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informal economies. Thus, people who use 
the BTI solely for transportation are able to 
shop without having to leave the station. 
The BTI should be accessible to pedestri-
ans at street level, allowing easy naviga-
tion from Bellville Central and providing a 
communal space before determining which 
mode of transportation is taken (as a tunnel 
is taken to reach the rail platforms, while the 
minibus taxis are located on the upper-most 
level of the BTI). Additionally, those enter-
ing/leaving the BTI should be connected to 
pedestrian-oriented spaces such as Blanck-
enberg Street and Kruskal Avenue, or new 
spaces created from the opened public land.      
6.4.3.2 Bellville Central Regeneration
During and after the establishment of the 
BTI, efforts will need to be directed towards 
addressing the urban decay of Bellville 
Central. As always, improvements to safety 
are of the utmost importance because of the 
influence it has on the various TOD and ur-
ban regeneration principles. This entails the 
establishment of a CID that is solely focused 
on addressing crime and grime in Bellville 
Central (BCID). Having a safe environment 
helps to attract people and investors as the 
space become more supportive of socioeco-
nomic activities and opportunities.

Improving existing infrastructure should 
also coincide with the development of the 
BTI to help complement the regenerative 
efforts of the area. Durban Road and Charl 
Malan Street are heavily filled with small 
businesses that occupy 2-3 story buildings. 
While some structures do not need interven-
tion, though they might have potential for 
redevelopment to increase densities, other 
buildings along these routes are in desper-
ate need of transformation. Some interven-
tions can be restricted to simple aesthetic 
changes, while other buildings might require 
structural alterations to ensure their longevi-
ty. These roads should also be the main 

corridors for automotive traffic in Bellville
Central to reduce traffic in the centre of the 
site (land surrounded by Durban Road, Voor-
trekker Road, and Charl Malan Street), thus 
car-friendly businesses should not be ig-
nored on these routes. Durban Road will also 
be important for the development of the 
Transnet site as discussed in section 6.4.3.3 
Transnet Marshalling Yards.

There are a number of buildings that ‘seem’ 
decayed beyond the point of repair, thus re-
flecting potential for some plots to be rede-
veloped and their density increased to allow 
for more residents or businesses. This would

Figure 6.2 

(top)
souk in Kuwait with covered roof 
but still provides plent of lighting  

(bottom)
pedestrian subway in Istanbul 
that provides market space

(right)
souk in Damascus near rail 
station that provides covered 
pathway and a variety of shops
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 allow for the development of social and 
affordable housing which, as Antony Marks 
noted (interview, 19 August 2015), is be-
coming the most viable option for investors. 
Although new options for residents and busi-
nesses can help with urban regeneration, 
efforts also need to be made to retain the 
existing residential and commercial activi-
ties as well. Those that reside in dilapidated 
buildings should be ‘grandfathered’ into new 
structures, with financial rates and respon-
sibilities remaining unchanged until their 
departure (rent control), thus preventing the 
current population from being displaced due 
to gentrification. This is also be the case for 
informal trading, which should be highlight-
ed and incorporated to the local economy 
with more formal businesses instead of be-
ing removed.

With the University of the Western Cape 
opening a Bellville Central campus in the 
Bellville Medical Suites (see Figure 5.37), 
there is also potential for the development 
of student housing options, which also will 
increase the density of the area while pro-
viding value recapture for the students. The 
student population should be utilised for the 
development of other properties as well, 

including bookstores, internet cafes, and 
student-oriented services. This will improve 
the liveability of the area as the socioeco-
nomic activities and opportunities of Bellville 
Central become more diversified.     

The public land that is made available from 
shifting the minibus taxis to the BTI allows 
for state controlled projects. As owners of 
the land, the CoCT can promote develop-
ment of the spaces with conditions that 
allow for various uses. Developments should 
include social housing options in addition to 
other residential and commercial purposes. 
As both lots are currently used mainly for 
parking, the developments should provide 
this feature for those that commute to the 
BTI, thus allowing for financial returns from 
parking fees (or passes given the frequency 
of parking lot users). This allows the land to 
retain its current use while utilising it poten-
tial for other uses. There is also potential for 
the CoCT to sell the land to private develop-
ers with conditions that social and affordable 
housing be offered in new developments. 

6.4.3.3 Transnet Marshalling Yards
The Transnet marshalling yards should be 

partially opened for new developments, par-
ticularly land near the Bellville rail station 
that can help to develop Bellville Central, 
and the TOD specifically. This entails the 
shifting on some tracks and train storage to 
other locations within the Transnet site to al-
low for more, uninterrupted accessibility on 
the edges of the Transnet land. Most of the 
site would be accessible from Robert Sobuk-
we Road, but Durban Road should be ex-
tended from Bellville Central to the Transnet 
site via a tunnel under the rail station. This 
would create a spine for the development of 
the site, leading to the intersection of Robert 
Sobukwe and Symphony Way. 
The land closest to Bellville Central and the 
BTI would be mixed-use developments that 
provide social, affordable, and student hous-
ing amongst commercial or other non-resi-
dential enterprises (education, health, civic, 
etc.). This would be of higher density than 
the remainder of the Transnet site, thus 
a higher potential for financial return and 
value recapture. Additionally, new devel-
opments would be more open to investors’ 
desires as the area does not have any local 
residents to protest certain changes. This 
does not mean participation from stakehold-
ers should be ignored, but there are fewer 
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people involved with the Transnet land than 
other parts of Bellville Central. As develop-
ments move further from the BTI, land-uses 
can become less diverse and focus more on 
residential growth. However, there is still 
potential for student housing as the site is 
well-located in relation to the main campus-
es of Cape Peninsula University of Technolo-
gy and the University of the Western Cape.  

The development of the Transnet land also 
provides the opportunity for other important 
urban features such as natural environment 
or recreational spaces and facilities. The 
land on the western portion of the Transnet 
site remains largely untouched in terms of 
development and interaction, hosting some 
types of fynbos. This land should be protect-
ed for recreational purposes and enhanced 
in terms of plant diversity. Additionally, the 
green space on the Transnet site can easily 
be connected to the green space north of 
the rail lines (Elizabeth Park and adjoining 
spaces) to provide a green corridor for the 
north-east region of the Cape Town Munici-
pality. 
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6.5 Site Plan
This section provides the site plan for Bell-
ville Central that incorporates the principles 
of TOD and urban regeneration, as well as 
spatialise some of the recommendations 
made in the previous sections. The plan is 
presented at the metropolitan scale first, to 
reveal important elements of the Cape Town 
context. The plan then shifts to site-level 
interventions and proposals before providing  
plans for the precinct level. Various maps 
are used at each of the three levels to help 
illustrate important recommendations, pro-
posals and interventions. Additionally, prec-
edents for projects at the precinct level are 
provided immediately after the site plan.

6.5.1 Metropolitan Context
The site of Bellville Central is well-lcoated 
and centred between major points through-
out the Cape Town metropilitan area. Sever-
al industrial centres are near the site, in-
cluding Bellville South and Sacks Circle, with 
Epping roughly 10 km away. Additionally, 
the Tygerberg Hospital, a regional-level com-
plex, is located 2 km from Bellville Central. 
These provide opportunities for Bellville Cen-
tral to capitalise on nearby populations, both 
of residents and labourers. The area can 
also benefit from the movement between 
Cape Town and the interior of the country 
via the N1 highway or other secondary and 
tertiary roads. There are also various green 
spaces surrounding Bellville Central that 
provide opportunities for growth and inclu-
sion into the greater urban context. 

6.5.1.1 ‘ON THE GROUND’ PLACES
The ‘on the ground’ map helps to illustrate 
the metropolitan context, revealing various 
important points throughout the city. These 
points have significance for the future devel-
opment of the site, with many of the places 
being destinations or anchors that can bene-
fit from the transit based in Bellville Central. 
 

1   Bellville Central

2   Transnet Marshalling Yards

3   Bellville South & Sacks Circle

4   University of the Western Cape

5   Cape Peninsula University 
     of Technology

6   Tgyygerberg Hospital

7   Epping Industrial

8   Stellenbosch Farms

9   Tygerberg Hills Reserve

10 Tygerberg Shopping District

11 Voortrekker Road corridor

12 Durban Road corridor
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Figure 6.3 “On The Grounds’ Map
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6.5.1.2 Movement Systems
Several major movement routes of Cape 
Town flow through or near Bellville Cen-
tral. The major roads that surround or flow 
through the site include Voortekker Road, 
Durban Road, and Robert Sobukwe Road. 
The N1 and R300 highways are also impor-
tant mobility routes for Bellville Central as 
they provide links to the Cape Town CBD 
and metro southeat, respectively. The con-
vergence of several rail lines also occurs in 
Bellville Central. While most of these links 
help to support Bellville Central, an impor-
tant proposal that should be noted is the 
linkage of Robert Sobukwe Road with the 
R300. This allows Robert Sobukwe Road, a 
high-level mobility route, to extend beyond 
the intersection with Symphony Way, where 
it abrubtly becomes redundant to the mobil-
ity network. Though not directly supportive 
of the existing road network, this link will be 
important for the site plan proposed below.
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Figure 6.4 Movement systems
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6.5.1.3 Natural Systems
The city of Cape Town benefits from its large 
network of natural systems, although linkag-
es remain limited. Table Mountain and Cape 
Point National Parks are important for soci-
oeconomic activities and opportunities, but 
there are also large plots of land near Bell-
ville Central that can be utilised for similar 
purposes. These spaces provide the oppor-
tunity for a urban-scale network of green 
and pedestrian spaces. This is addressed 
more in the following plans. The corridors 
have close proximity to more ‘natural’ areas 
of the region including the Tygerberg Nature 
Reserve and Stellenbosch Farms. Incorpora-
tion of recreational spaces can also help to 
facilitate gaps in the green links. This inev-
itabley connects a diverse range of neigh-
bourhoods into the greater urban context.
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Figure 6.5 Natural systems
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6.5.2 Site Context
At the site level, Bellville Central occupies 
far less land than the Transnet marshalling 
yards, restricting growth to the south. Addi-
tionally, as an older part of the metropolitan 
area, Bellville Central has developed most of 
the available land near the rail station. 

6.5.2.1 Re-arrangement of Marshalling Yards
An important proposal made in this study is 
re-arrangement of the Transnet marshalling 
yards that currently occupy a large amount 
of land south of Bellville Central. While the 
site is currently used more for train storage, 
plans have indicated future use of the site. 
However, the amount of valuable land pro-
vides opportunities for Transnet, as well as 
the city, to create and support the activities 
of Bellville Central. Figure 6.6 shows the 
existing train maintenance building and rail 
layout, which inhibits the land immediately 
south of the station. The proposed layout 
in Figure 6.7 shows how a re-arrangement 
of the maintenance buildings and rail net-
work can release an fair amount of land. The 
western edge of the site can be integrated 
into the green network previously men-
tioned, while the eastern edge of the site is 
opened for potential development. 
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Figure 6.6 Existing marshalling yards Figure 6.7 Proposed marshalling yards
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6.5.2.2 Proposed Land-use
The existing land-use of the site is relatively 
diverse compared to other locations within 
Cape Town. A majority of the area that s fo-
cused around Bellville Central is residential, 
with pockets of industry and social infra-
structure complexes (Tygerberg Hospital, 
UWC and CPUT). The most mixed-use area 
is Bellville Central, in addition to the Durban 
Road corridor. The Transnet-owned land con-
sumes a large portion of the area as well. 
The proposed land-use supports this corridor 
by pulling Durban Road down to the inter-
section of Robert Sobukwe Road and Sym-
phony Way. As previously mentioned, the 
western edge of the Transnet-owned land 
is reserved as natural environment, while 
eastern edge is developed into an extended 
Durban Road corridor. The extension will ex-
hibit mixed-use developments along Durban 
Road, but devolve into residential-only as 
one moves away from the corridor. Land in 
Bellville Central is also recaptured for devel-
opment. An additional node is established at 
the traffic cirlce, capitalising on its proximity 
to UWC and CPUT.  
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Figure 6.8 Existing land-use Figure 6.9 Proposed land-use
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6.5.2.3 Proposed Movement
The existing road network around Bellville 
Central is oddly designed and disrupts mul-
tiples flows of traffic. Durban Road connects 
Voortrekker Road to the N1 highway, but ter-
minates under the Tienie Meyer Bypass. Al-
ternatively, Robert Sobukwe Road connects 
Bellville Central with the southern parts of 
the metropolitan area, but terminates at 
Voortrekker Road. Important changes to the 
movement networks are the upgrade of the 
Robert Sobukwe Road section that connects 
with the R300 from a tertiary to a second-
ary road and the upgrade of Symphony Way 
from a tertiary to secondary road. This helps 
to provide a link between the areas north 
and south of Bellville Central that have 
previously been disconnected due to poor 
road planning. The link to Symphony Way 
stengthens the City’s plans to develop the 
road as a north-south corridor. The 5-way in-
tersection is transformed into a traffic circle 
to provide smoother dispersion than robots 
that completely stop the flow of traffic. 
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Figure 6.10 Existing movement Figure 6.11 Proposed movement
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6.5.3 Precinct Context
Through this study, context has been given 
mostly at the precinct level, thus further ex-
planation of the existing structure is redun-
dant. There are some exceptions that will 
be repeated due to their importance to the 
site. Bellville Central is roughly contained by 
Durban, Voortrekker, and Robert Sobukwe 
Roads, as well as the Tienie Meyer Bypass to 
the south. These routes provide an edge to 
the site, but also connections to the greater 
urban context. The Transnet land immedi-
ately south of the rail station occupies more 
space than needed. Many of the rail links 
into the area are not utilised or redundant. 
There are poor links to green space, with 
walkability of the site being unfriendly for 
pedestrians. Finally, the integration of the 
various modes of transportation is reflected 
in the large tracts of land occupied by the 
bus and minibus taxi terminals. These fea-
tures can be seen in Figure 6.13, which also 
incorporates the outline of the proposed site 
plan for comparison.

6.5.3.1 The Concept
The main concept of the site plan is to re-
generate Bellville Central through improve-
ments to the transportation. This must 
include the integration of various modes of 
transportation. The first drawing (A) reflects 
the existing movment within Belville Central. 
Moving forward, regeneration should occur 
for existing infrastructure and buildings (B), 
focused on improving walkability and safetly 
of the site. The rehabilitation of public land 
and parts of the Transnet marshalling yards 
should happen congruently with regener-
ation. Once regeneration has uplifted the 
existing infrastructure and buildings, mixed-
use development should begin to develop. 

This will inevitabley lead to development of 
the rehabilitated land south of the station 
(C), as well as on the eastern edge of Bell-
ville Central. Commercial uses should also 
start developing along Voortrekker Road 
corridor. 

At a later period, the mixed-use develop-
ments immediately north and south of the 
rail station should be considered a single 
node that is connected to various mobility 
routes and modes of transportation (D).
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Figure 6.12 Concept of site plan
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6.5.3.2 The Site Plan
The site plan (Figure 6.14) 
reflects an example of en-
abling urban regeneration 
through transit-oriented 
development. While build-
ing footprints has some 
importance, the key things 
to note are improvements 
to green space, walkability 
and land-use. The buildings 
help to show the densities 
of the site, with the highest 
density near the rail station, 
as well as reflect a layout 
that promotes walkability 
through courtyards, plazas, 
and pedestrian malls. These 
movement routes also allow 
for safer spaces as pedes-
tians and building tenents 
have ‘eyes on the streets’. 
A rail station is established 
on the south side to ensure 
equal access to rail services. 
Furthermore, the existing 
rail station is upgraded to 
incorporate the minibus taxi 
terminal, which is accessed 

Figure 6.13 Existing precinct
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Figure 6.14 Site plan at precinct level

from the Tienie Meyer By-
pass. Several projects or 
interventions are numbered 
throughout the site, with 
precendents provided on the 
following pages.

A
   

   
   

   
   

   
  A
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Graffiti is an innovative way to trans- 
form dilapidated areas or landscapes 
not suitable for structural development 
into frequented space. The GTP’s initial 
work on street art can be channeled 
towards rehabilitating this space. 

A. Graffiti park in Austin, USA incorpo-
rated into steep landscape.
B. Basketball court doubled as graffiti 
park in Ljubljana, Slovenia.
C. Abandoned quarry near Boston, USA 
transformed into graffiti/sports park. 

Urban greenways are links of ‘soft’ 
spaces that provide a natural environ-
ment and connect various neighbour-
hoods. In the case of Bellville, this link 
can include UWC, CPUT, the Tygerberg 
Nature Reserve and the Winelands.      

A. Green link between train station and 
river in Cordoba, Spain.
B. Visual of Cordoba green link.
C. ‘Emerald Neckalce’ parks connecting 
neighbourhoods in Boston, USA.
D. Visual of a ‘Emerald Necklace’ park.

2. Graffiti Parks1. Urban Greenways

Figure 6.15 Urban greenway precedents Figure 6.16 Graffiti park precedents
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Pedestrian malls forbid automobile ac-
cess to provide a walkable environment 
with diverse socioeconomic activities 
and are often located near major transit 
nodes. Kruskal Avenue already shows 
signs of becoming this type of space. 

A. St. George’s Mall in Cape Town.
B. Hviezdoslavovo Square in Bratislava, 
Slovakia hosts multiple embassies.
C. Botero Plaza in Medellin, Brazil.
D. Church Street in Burlington, USA with 
restaurants, business and retail.

Transit interchanges provide smooth 
transitions between different modes of 
transportation within a concentrated 
structure or area. In the South African 
context, the various modes can include 
minibus taxis, cabs, busses and trains. 

A. Integrated minibus taxi and rail sta-
tion with MyCiTi and GA services nearby.
B. Bellville rail station incorporating 
chain and small businesses. 
C. Warwick Junction Station in Durban 
allocating space for informal trading. 

4. Pedestrian Malls3. Transit Interchanges

Figure 6.17 Transit interchange precedents Figure 6.18 Pedestrian mall precedents
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6.5.3.3 Proposed Land-use
The propsoed land-use follows the TOD 
principles of ‘Efficient Land-use Patterns’ 
to ensure development of the site and pro-
posed corridors. The areas surrounding the 
rail station should be mixed-use, providing 
socioeconomic activities and opportuni-
ties, but devolve to less intensive land-uses 
further from the transit node. This can be 
clearly seen south of the rail station where 
the mixed-use corridor reduces to residential 
uses further from Durban Road. In addition 
to the mixed-use and residential develop-
ments on Transnet land, recreational uses 
should be incorporated into the site to pro-
vide a break from hard structures. Voortrek-
ker Road should be transformed into a more 
commercial area that utilises the links along 
the corridor to the Cape Town CBD. Space 
for informal trading should be increased to 
the areas south of the rail station and west 
of the Golden Arrow bus terminal.  
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Figure 6.19 Proposed land-use
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6.5.3.4 Proposed Building Heights
With TODs needing a high density to func-
tion properly, the current and future struc-
ture of the buildings in Bellville Central must 
be increased. As noted Figure 5.22, there 
are currently only a few buildings that have 
high densities, such as the new UWC cam-
pus building, but these are not centred on 
the rail station. Future developments must 
be centred on the BTI, with those closest to 
the station being of the highest density in 
Bellville Central. As one moves away from 
the station, the densities decrease as the 
activities change, reflecting the prescribed 
zoning. While these outer buildings can be 
between 1 to 4 storeys depending on the 
activity, those centred around the rail sta-
tion should be 3 or more storeys and provide 
some space for residential opportunities. 
The Middestad Mall and structured infor-
mal trading area should provide a balance 
between the higher density buildings and 
ground=level movement, helping to ensure 
users of the space are not overwhelmed.
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Figure 6.20 Proposed building heights
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6.5.3.5 Proposed Pedestrian and Green Links
Both TODs and urban regeneration have 
principles related to the natural environ-
ment, thus development should also in-
clude the formalisation of green links and 
improvements to walkability throughout the 
site. As seen in Figure 6.21, dark blue are-
as represent the walkable places within the 
area, while green areas represent the green 
spaces. The walkable space helps to con-
nect various places within the site relatively 
free from automobile traffic. Additionally, 
the walkable spaces improve the liveability 
conditions of the site and allow for the de-
velopment of pedestrian-oriented business-
es. These pedestrian routes are linked to the 
proposed green spaces, which is suggested 
to be massively expanded to juxtapose the 
hard walkable spaces. This allows the devel-
opment and growth of the natural environ-
ment, which the study found to be extreme-
ly minimal. Existing green areas, such as 
Elizabeth Park, can become more accessible 
through fence removals (or gate additions), 
while land from the Transnet site can be 
rehabilitated and incorporated into Bellville 
Central. The green spaces should also be 
incorporated into the green corridors noted 
in Figure 6.5. 
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Figure 6.21 Proposed green and pedestrian space
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6.6 Implementation
This section provides brief suggestions for 
the implementation of the proposals. Con-
sidering the size of the site, the intervention 
should occur over a 25 year period through 
phasing and area-based management. 

6.6.1 Phasing
The following steps are provided to guide 
the regeneration and development of Bell-
ville Central as an accessible and inclusive 
destination within the city of Cape Town.

Regeneration of what is existing in Bellville 
Central must occur first. This includes im-
provements to infrastructure, safety and 
walkability. Additionally, the transportation 
interchange should be established as early 
as possible to help support regeneration. 
This phase should take about five years.

Re-arrangement of the railway on the Trans-
net land occurs next, in addition to the reha-
bilitation of the parking lots on the eastern 
edge of the site. This should occur in the 5 
to 10 year period after the project initiation.

Redevelopment of these rehabilitated areas 
should be the final phase of the interven-

tion, providing connections into the greater 
urban context. This should occur in the last 
10 to 25 year period, depending on demand.

6.6.2 Area-based Management
Using an area-based management approach 
helps to ensure that major interventions 
such as that proposed in this study have 
complete attention from the state and the 
stakeholders that is needed. Examples like 
Cato Manor in Durban represent successful 
projects that have utilised area-based man-
agement for of planning and implementation 
in South Africa. This approach allows the 
City to establish and monitor interventions 
of an area independent of other projects 
within the city through an identified 
authority.  

6.7 Conclusion
This chapter has provided brief answers to 
the research questions derived from the lit-
erature review in Chapter 2. The responses 
to the subsidiary questions helped to ad-
dress the main research question on wheth-
er or not TOD can be used as an instrument 
for enabling urban regeneration. Major over-
laps were revealed, in terms of principles 
between TOD and urban regeneration, that 
can be combined and utilised to achieve 
both interventions simultaneously. The 
recommendations apply this combination of 
ideologies to the Bellville case study to show 
how the different principles can complement 
and support a single intervention. Chapter 
7 will conclude this study, and offer a reflec-
tion and limits to the study.   



Chapter 7

Conclusion
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7.1 Introduction
This study aimed to determine the ability of 
transit-oriented developments to enable ur-
ban regeneration for more accessible and in-
clusive planning  outcomes. Specifically, and 
in relation to the main and subsidiary re-
search questions asked, the study examined 
the applicability of TODs in Bellville Central 
as an instrument of urban regeneration. This 
examination was undertaken by utilising 
assessment criteria established in Chapter 
2 which focused on principles of both TODs 
and urban regeneration. The research find-
ings in Chapter 5 found that many of the 
principles and concerns of TODs and urban 
regeneration exist within the Bellville Cen-
tral context. The main issue determined by 
research participants was liveability, particu-
larly walkability and safety. This information 
allowed recommendations and a spatial plan 
to be suggested in Chapter 6. 

This chapter will first address some limita-
tions to the study. The following section pro-
vides a personal reflection on the research 
process and findings, including a discussion 
on the potential for future literature on the 
topic. The chapter concludes with short 
summaries of the previous chapters. 

7.2 Limitations to the Study
There are several limitations to this study 
that must be considered before the reflec-
tion and conclusion. The key limitation to 
this research was time, which affected mul-
tiple aspects of the study. Due to the nature 
of this program, time constraints during 
the fieldwork phase of research prevented 
a fully inclusive research process as key 
stakeholders were not able to be interviews 
or involved in the study; stakeholders who 
could have provided valuable insight and 
information to the research. This included 
members from organisations such as PRASA 
and Transnet that were unavailable, as well 
as more formal conversations with users of 
the space, as they were only surveyed. 

Another limitation to this study is the num-
ber and diversity of local inputs that can 
provide local knowledge. Although more 
than 30 people participated in surveys and 
interviews, the range of interests reflect-
ed in this study is restricted to users of the 
space near the rail station and immediate 
vicinity. While businesses and their patrons 
provided the potential for additional inputs, 
disruption of their activities could have had 
negative impacts on the research. 

A final limitation to note was a lack of quan-
titative data that would have helped to 
support qualitative findings. This is largely 
based on the fact that the research has not 
been conducted during recent periods of 
time. However, other instances were the 
result of access restrictions that prevented 
me from utilising data. Regardless of the 
reason, some quantitative data was unavail-
able, thus some qualitative data could not 
be supported. 
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7.3 Reflection
My first solo trip to Bellville included a min-
ibus taxi ride to the rail station, and a sub-
sequent train ride to the site. What came as 
a surprise was the relative simplicity of the 
journey. While driving to Bellville certainly 
remains the easiest option, the route using 
public transportation provides a different 
experience that is only enhanced by arriving 
at the destination in the oddly designed rail 
station. The experiences along the journey 
and within Bellville, gave me a new under-
standing and appreciation for the difficulties 
that poorer people are burdened with in the 
city in terms of accessibility and inclusion.  

While improvements to the space and trans-
portation were often on the minds of the 
people, there was still hope, energy, and 
anticipation for the development of Bell-
ville’s CBD. Informal traders capitalising on 
the transportation infrastructure. University 
of the Western Cape establishing a school. 
Property developers contemplating afforda-
ble housing options. For myself, Bellville 
Central is another city within Cape Town, 
and along with many of the research partic-
ipants, I feel the area has a character that 
cannot be found throughout the rest of the 

city. Bellville may not be a major destination 
at the moment, but the growing connections 
to the area from other parts of the city will 
only help to develop its special character 
and provide the opportunity for the CoCT to 
truly use TODs as a way to enable the re-
generation of this unique urban space.    

During the final writing of this study, Bellville 
experienced an OpenStreets event. Having 
the chance to experience OpenStreets was 
exciting because of the ideas the event was 
attempting to promote in order to enhance 
the area’s character. Spaces that created 
anxiety for people were transformed through 
pedestriansation and additional socioeco-
nomic activities. The day epitomised the 
environment that can be created through 
TOD and regenerative interventions. This 
also highlights the need for more research 
regarding the use of transit-oriented de-
velopments and urban regeneration. While 
transportation alone might not be enough to 
regenerate an area, the transformation of an 
entire space centred around public transit 
must be better understood. This also must 
entail how stakeholders affect the processes 
as they are the true determinants of how 
the space is ultimately utilised. 

7.4 Conclusion
In conclusion, Chapter 1 presented the prob-
lem under investigation. This was followed 
by the aim and main research question of 
the study. The chapter also introduced the 
central ideas that have been the focus of 
this study. 

Chapter 2 entailed an in-depth literature re-
view on TODs and urban regeneration. This 
helped to establish assessment criteria that 
were used for analysing the case study site. 
The principles that were utilised included 
the AB Principles, in terms of TOD, and the 
PEECE principles, in terms of urban regener-
ation.

Chapter 3 outlined the method and tech-
niques used to conduct research and collect 
data. Additionally, the chapter explained 
how they were used to undertake this study. 
The limitations of the research method and 
each of the techniques were also discussed. 

Chapter 4 provided a historical and contex-
tual analysis of case study site, highlight-
ing important factors that have lead to the 
development of Bellville. Agriculture, trade, 
and transportation were all crucial for this 
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development. The analysis also provided ev-
idence of urban decay in the contemporary 
context.

Chapter 5 analysed Bellville Central using 
the established assessment criteria by ex-
amining each principle with respect to the 
case study site. Through this analysis, the 
research findings were made.

Chapter 6 provided recommendations in-
formed by the research findings. A site plan 
was used to spatialise TOD and urban regen-
eration principles and recommendations.

As a concluding remark, research from  the 
University of North Carolina at Charlotte 
examining urban regeneration made the fol-
lowing statements about the phenomenon:

Successful city [regeneration] can’t be 
achieved by megaprojects alone. Instead, 
‘it must be multifaceted and encompass 
improvements to the cities’ physical envi-
ronment, their economic bases, and the 
social and economic conditions of their 
residents’... The counterweight [to ur-
ban decay] is a fully developed, mixed-
use [space] with plentiful options for peo-
ple of all interests, ages and incomes.

(Journalist’s Resource: 11 May 2015) 
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