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Summary

This thesis was prompted by three major concerns. Firstly there is need for a structure of
centres providing a wider range of facilities closer to home. Secondly, the Wynberg
centre is slowly changing to become almost exclusively a shopping centre, and thirdly, the
quality of the environment of the centre is also declining. '

The first aspect of the analysis was the establishment of what those qualities are that
make a centre. Having examined the existing Wynberg centre structure and operation,and -
the plans, mainly road schemes, presently proposed by the local authority it became
apparent that with these influences the centre of Wynberg would definitely not develop
into the centre which was needed.

A further six alternatives were prepared to determine the possible future for Wynberg. In
the first four aiternatives, the involvement presently practiced by the tocal authority was
considered to be a fix and the alternatives were mainly achieved by keeping or omitting
one or both of the two road schemes to be built through Wynberg viz. the Wynberg By-
Pass and the Widening of the Main Road.

The second set of alternatives was based on the premise that the Local Authority would
become actively involved in the development of the centre, able to use economic and
legal techniques to induce development in the direction of the goals. An economic and
traffic analysis was undertaken to give quantitive values to the alternatives.

In comparing the alternatives, it became apparent that one alternative held the greatest
potential for Wynberg and briefly, these are the main aspects of the scheme :

1 There is to be no further widening of the Main Road or construction of the Wynberg
By-Pass, instead the construction of the Kromboom Parkway, Constantia Road/South
Road Scheme and the Castletown Road link is to be expedited ;

.2 Incentives are to be provided to attract office and industrial job opportunities to the
Wynberg Centre ;



3 The retail function is to expand so that the population residing on the western side of
the centre can be attracted ;

4 The expanded centre is to straddle the railway line at the Northern end so as to
spread the demand for parking and reduce vehicular movement ;

5 The detailed planning of Wynberg must be accompanied by public participation and

constant review so that a more accurate and equitable system of constraint and in-
centives can be applied.
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Planning makes no sense if it does not establish targets
different from those which could be achieved in the
_spontaneous unfolding of economic life (1.3).

Introduction

This thesis has been prompted by a real concern about the future of Wynberg and by the
possible loss in opportunity and efficiency within the metropolis if a positive pfan is not
developed for the fuiure of the Wynberg Centre,

This concern broadly springs from four considerations :

1. The reduction in the variety of services offered at the Wynberg Centre and the decline
in the overall environmental quality;

2. The need to plan the future of the Wynberg Centre thhm the context of a metro-
politan system of centres, so that its potential and the opportunities which it offers
are not lost;

3. The need to review the road proposals and appreciate the intentions of the Driessen
Report; and

4. The need for a more positive planning policy by the Local Authority.

1.1

When the retail expansion of the Wynberg Centre is compared to that of other centres eg.
Claremont, Parow, Bellville, it appears that in economic terms ""Wynberg’® might have
""missed the boat’’. Since the economic climate is not expected to reach the levels that
existed in the late 1960's, it will be difficult for it to recapture this momentum. Further-
more, it has been superceded by Claremont as the largest retail centre in the southern
suburbs. The variety of services at Wynberg is changing and the centre seems to be
moving towards a more pure retail function. In terms of environment the centre is also
suffering in that redevelopment resuits in a reduction in pedestrian protection due to the
widening of the roads and the disappearance of canopies and collonades.

1.2

There is concern about the future reta|I activity of Wynberg because the development of
the South Road/Constantia Road linking up the two freeways to the east and the west
will create an area in its vicinity which will be highly accessible by private vehicle. While
it can be argued that many of the shoppers in Wynberg are public transport captive, it can
be seen that the development of another retail centre in close proximity to Wynberg will



considerably affect the retail trade of the Wynberg centre,

Besides this concern for the future economy of the Wynberg Centre, there are three
opportunities which if fully exploited will benefit Wynberg itself but also the suburban
- and metropolitan community as a whole;

‘ Firstly, the proposed expansion of the Magestrates Courts holds s:gmflcant political
importance for Wynberg.

Secondly, the fact that Wynberg lies at the focus of public and private transport routes
and acts as a major interchange point, provides the opportunity to intercept these people.
This is particularly relevant in the journey to work as the attraction of workers to Wyn-
berg could reduce the need and cost for transport infrastructure and at the same time
provide further retail activity for the centre,.

The third factor is the recent expansion in the amount of office space and existance of
industry in the vicinity of the centre which shows that the potential exists in these fields
for the provision of more job opportunities.

1.3 .

The existing Town Planning Scheme, which controls development in Wynberg was
approved in 1957. Since its approval numerous road proposals have been prepared and
incorporated in it. Notable among these are : The Kromboom Parkway, the Van Der
Stel Freeway, the Main Road widening, the Wynberg By-Pass, the Waterloo Road/Gabriel
Road/South Road Schemes. It is contended that these proposals have been developed by
additions, and that no attempt has been made to examine whether schemes prepared
earlier remain necessary. A need therefore exists to examine the road system in the
vicinity of Wynberg.

This need to review the road schemes has been reinforced by the recent approval of the
Urban Transport Bill which resuited from the report “"Urban Transport Matters” known
as the Driessen Report. The author reads the intentions of Driessen Report very simply
as being : "To reduce the need and the amount of movement of the population without
adversely affecting its lifestyle and well-being, at the same time providing the opportu-
nities and infrastructure which will facilitate this and also those movements which are
essential.”



It therefore becomes apparent that the Local Authority can no longer play the role of
controlling the development passively and planning being mainly the catering for expec-
ted demand. Local Authority is required to take a more positive stance, which it is
already empowered to do in terms of the powers delegated to the Administrator with the
approval of the Urban Transport Bill. By the examination of the alternatives open for the
future of Wynberg, it is hoped that the potential advantages of a more posmve Local
Authority planning policy will be made even more apparent. :

2. The Local Authority and Planning

The role of the Local Authority in planning and in fostering the achievement of its plans

is a thesis in itself and could be investigated in any detail, however, it is essential that a

few aspects be set out at this stage of what are considered as being central to Local Autho
rity involvement in planning.

Of local authority involvement in plannmg, the following seven aspects have been singled
out :
- Metropolltan Policy
— Moulding the future
— Positive incentive and restraints
— Catalyst and minimum involvement
— Public participation
- — Real costs — Planning aIternatlves
— Data bank

2.1 Metropolitan Policy

Planning at the metropolitan level should be aware of the future paths of the metropolis
as a whole. It should have an understanding of the economic and social requirements of .
the metropotis and not only be concerned with land use allocation. It should be able to
make the entrepreneur aware of opportunities and shortcomings of large schemes as they
affect the metropolis. In turn, the role of a centre, such as Wynberg, should be more
clearly defined, within the system of efficient activity in the metropolis.

2.2 Moulding the Future :

To date common planning terms were "building in flexibility" and "“meeting demand”’.
It is agreed that these are important aspects of the planning as carried out by local govern-
ment, but these are not the only terms that apply. Local Government can no longer con-



tinue to cater for all the flexibility alternatives, nor can it continue to cater for additional
demand in some areas while capacity is minimally utilised in others. The economic down-
swing, presently being experienced has prompted some, but not sufficient thoughts to-
wards making better use of existing infrastructure and facilities; and possibly mould
future development to make better use of existing facilities. :

2.3 Positive Incentives and Restraints

if the l_ocal Authority is to have any success in inducing entrepreneurs into developing to-
wards l_ocal Authority plans, then the development controls presently in the Town Plan-
ning Scheme as it is applied in Cape Town will not suffice. Positive incentives such as the
disposal of City owned land for specific developments, differential rates, or increased de-
velopment waivers are essential. These opportunities should be neatly tied to a time
period and specific sites or area and be judiciously applied in terms of the prevailing eco-
nomic conditions. For exampie, if the development of high density multiple dwellings is
not viable in the present economic climate, and the plan for a certain area reguired the in-
creased popuiation as a catchment, then some incentive must be provided to improve the
viability of a development. ‘

Just as incentives are important so are restraints. These again can take the form of stric-
ter controls on development or differential rates structures.

2.4 Catalyst and Minimum Involvement

If the incentives and restraints are not sufficient or suitable to achieve the goals then a
more positive approach must be adopted. This would take the form of a physical deve-
lopment which would act as a catalyst. !t is important that the locat authority does not
get too involved in this investment, as its funds are already in short supply. The notion of
catalyst is not new to Cape Town involvement, because while Cape Town involvement is
usually related to the provision of major roads, these roads when superimposed on the
existing urban area do suddenly create new opportunities or new problems, thus acting as
catalysts. Itisunfortunate that these affects have been so little studied before implemen-
tation. '

2.5 Public Participation

The Local Authority governs by the will of the people and in theory councillors represent
those people who elected them into office. Unfortunately, it is impossibte for these
Councillors to be totally aware and representative. It is for this reason that public partici-
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pation should be involved in major schemes as the proposals for Wvynberg with which this
thesis is concerned. 1t is unfortunate that early efforts in public participation are usually
tempered with  emotionalism, half baked schemes, arguments and personalities. Tech-
niques are presently being developed which are better able to guage public sentiment.
These psychometric techniques have a significant role to play in assisting the preparation
of plans which are acceptable to a well informed public.

2.6 Real Costs : Planning Alternatives

The: function of the planner in the local authority is not that of making the decision; he is
not a politician. it is unfortunate that the blame for ‘"too much road construction’” has
in the past been laid on the head of the Engineer or Town Planner of the city or town. It
seems to be easy for the politician to have forgotten who took the decision. Itis the poli- -
tician, the Councillor elected to represent the people, who takes the decision and not the
professional. The role of the professional is to prepare the background for the decision-
maker. It is his function to prepare the alternatives, and to professionally show up the
advantages and disadvantages, the costs and benefits and possibly to make a recommenda-
tion. But the analysis of the real costs of any plan lies with the politician, who must
therefore be well informed. '

2.7 Data Bank .

The last aspect of the Local Authority in the planning field and its attempt to achieve its
plan is that of information centre. It is contended that the planning facilities of a Local
Authority should be attuned to the activities on the land. Its knowledge could possibly
be available for a fee. But it should be possible for an entrepreneur to obtain information
relating to land use, opportunities and suggested locations for developments. This, in no
way forces entrepreneurs to develop in certain locations as he faces numerous factors be-
sides those obvious to the Local Authority. But this more positive involvement with de-
velopers will automatically lead to less duplication of data collection, unnecessary compe-
tition in the market place and easier influencing of development in line with the plans and
intentions of the plans of the Local Authority.

3. Study Process and Presentation

The whole process of study might be considered cyclical in nature with the work in each
cycle being centred as shown in Figure 1.1, on four main aspects, viz:

1. the analysis and synthesis of available information;

2. the generation of a goal statement;



3. the study of alternatives; and
4. the synthesis of the process into positive proposals.

Unfortunately, because of the volume of of work involved and the time allowed, only
two cycles of refinement were possible. However, while each refinement does improve
the pian, it is felt that a review of proposals at a time closer to impiementation is more
beneficial than refinement to the "n’’th degree at this stage.

3.1

The study commenced with a cursory examination of the Wynberg centre and the estab-
lishment of a base from which to work. This aspect of the work ran paratlel to the study
so that the collection of excess information seldom occurred. A list of the type of infor-
mation which the author set out to establish is given in Figure 1.2. The information col-
lected is to a large extent synthesised and abridged in the appendices, although obviously
it has been impossible to include all this aspect of the work.

3.2

The formulation of the goal statement could not be achieved at the outset but emmana-
ted from the study as a result of the examination of the qualities envisaged for the centre
and the pitfalls which became obvious in working through the alternatives.

3.3

The postulation and evaluation of alternatives formed a critical section of the study. The
need to make assumptions, many of them obvious, was essential so that a comparative
analysis of the alternatives could be made. In all, seven alternatives were developed and
tested for the study. These are not considered by any means to be the total spectrum,
but serve rather as typical exampiles.

34 -

The cyclical process served to refine the postulated views and assumptions and examine
the problems and alternatives in more detail. The final aspect of the work was to exa-
mine the preferrad alternative and expand on its details.

3.5 : .

This thesis is however, presented in a rather different manner with much of the basic in-
vestigations being relegated to the appendixes. The thesis sets out to propose what a cen-
tre should be, it then examines what Wynberg is at present and proposes some minor im-
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2, Friday evening
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Catchment area 1. Income distribution
2. Population
3. Potential growth

Competing centres 1. Cursory examination of
Claremont, Kenilworth Centre,
Multi-market.

Component parameters - interview
and literature review, 1. Locational criteria of
activities '
2. Turnover requirements/
rental '
3. Competition/compatibility
L, Accessibility requirements
5. Interelationships

FIG 1.2 DATA COLLECTION.

fes)



provements which would remedy the immediate problems. The thesis then examines two
groups of alternatives. The first group are alternatives typical of the present form of local
government planning. The second group of alternatives is based on the proposed more
positive involvement by the Local Authority in the future development of the Wynberg
Centre by Local Government.

Through this study an alternative appears to have greater advantages in terms.of the quali-
ties which are regarded as essential to the most efficient development of the centre, and
the details of this alternative are expanded to a point at which the input of urban desig-
ners becomes essential before its physical expression can take place.



The Town Centre is a place full of people. They go
there in cars and buses and on their feet. Some are in a
h'urry, some are deliberate in the purpose and some are
just strolling. All have closed behind them the doors of
home and have come out to meet the world, to buy and
to sell, to Iearh or teach, to persuade or seek or just to
contemplate other peopie doing these things (2.14).

Centre

1. Definition

The physical aspects of what a centre is are usually obvious in making it stand out in the _
background of the more general development which surrounds it. It is not the physical

artifact that makes the centre, but the intensity of social activity. Regardless of shape

or size all centres have one common element, namely, that an intensity of social activity

takes place which is significantly greater than the surrounding area as a result of a regular

coming together of peopie, who do so either by desire, need or history.

The term -centre is related to perception of an individual’s responses, which create the
social activity and energy which is inherent in a centre. In a rural context the local
shrine, village, marketplace, town and regional city all act as centres. In the urban con-
text the CBD is the obvious centre, but regional, suburban and neighbourhood centres,
together with specific individual locations such as corner shops, playlots, shopping centres
etc, also act as centres, '

The centre may be considered as that point or place which serves as a focus for people in
the surrounding area. The greater the centre, the greater the sphere of influence. The
attraction of a centre might be equated to the attraction of acity; "'‘people migrate to a
large city because among other reasons they find a wider range of choice within their in-
dividual limitations than they are likely to find anywhere else”” (2.1). ’

2. Evolution of Centres : ‘

The evolution of centres is based on their being the focus of social activity. 1f one uses
the European village as an example one could imagine how the village grew from the
meeting place created by a cross-roads, a river crossing or a shrine. The viliage developed
as people rested, stopped and settled. As the settlement grew the need arose for greater
protection, and the fortification led to the establishment of a town. The town could also
have been developed by the construction of a lord's castle-in the first instance. These
towns became the focus of the people living in the surrounding countryside. They pro-
vided these people with a place where they would sell their produce, buy goods, obtain

~ Protection, partake in worship, be entertained, etc. This was the focus that the people

looked up to, this was the place where social activity took piace.

1"



As sophistication increased and the life style changed, the central squares took on this im-
portant role of focus. These squares were always flanked by the most important build-
ings, such as the cathedral or the lord’s house. No wonder that the square became the
place where religious processions were held, armies were mustered, justice carried out
and where pageants and fairs took place. As the cities grew and rivaling between families
increased the centres would obviously become related to the families and serve also as
mustering places and battlegrounds for feuds.

So it was that the feeling of belonging to a lord, a town square extended into a way of
life. Here the square played the central role of social activity with each individual being
able to identify quite easily with one of these central places.

it would appear that in pre-industrial times the central place had its most colourful ex-
pression. The advent of industrialisation brought with it three major changes to urban
living. !t provided a sudden increase in job opportunities within the city itself, it also
allowed the inflow of a greater volume of goods including foodstuffs and permitted the
spatial expansion of the city. The first results, using the English City as example, were
overcrowded and squallid conditions. These resulted in the first attempts at town plan-
ning, which were in fact laws and regulations concerned with the health of the popula-
tion. Resulting from the social conditions came the social reformers and physical reform-
ers. The work of Robert Owen and the Garden Cities Concept of Ebenezer Howard are
well known. The advent of the motor car further altered planning. Among the concepts
put forward to include the effects and opportunities of mechanised transport, the lineal
city of Soria Y Mata (which was mainly public transport orientated), the Broad Acres of
Frank Lloyd Wright and what Lewis Mumford (possibly unkindly) calls ""the vertical
Garden City'’ (2.2) of Le Corbusier, are the most notable.

The expression of modern town planning regulations has unfortunately been an over re-
action to and a fear of the conditions which prompted the first town pianning legislation.
This over reaction has resulted in the pure form of suburbia for housing and very little
else, with commercial areas being only for business. This brought its own problems such
as excessive commuting, difficulty in obtaining services and sterile commercial centres.

The sterile unserviced residential suburb was seen as an opportunity by the entrepreneurs

who began providing commercial facilities — ‘‘regional shopping centres’’ — in relation to
them. In the American context the catering for the demand was met in relation to major

12



freeways. Cape Town is aiso beginning to have the same panacea offered for its suburbia
problems. Fortunately, the old established centres continue to flourish because of the
large population that is still captive to public transport. Hopefully, the realisation that.
the modern shopping centre serves a rather singular-function will occur, and the integra-
tion of these activities in a centre that offers a greater variety of opportunity will be con-
sidered as more desirable.

3. Mobility and Accessability

The new breed of centre, the shopping centre, results mainly from the increasing popu-
larity of the motor car. This motor car which has congested existing centres has also pro-
vided the necessary mobility to allow new locations to be found for the new ‘“‘breed’’ of
centre. Much has been written about the social significance of the motor vehicle to the
individua! and the obvious opportunities which it provides him, the questions however,
still remain as to whether the motor vehicle can be catered for in the future, and to what
extent.

Before considering two problems that will have to he overcome in future in terms of
“mobility, it is important to highlight some deficiencies in present land use structures. In
general terms it can be said that job opportunity locations are located in such a way that
significant travel is necessary and also that they tend to be agglomerated thereby aggre-
gating peak period flows in certain directions. Thus, while the demand for transport
infrastructure continues to increase so does the amount of infrastructure which is not
fully utilised. This is very apparent in the directional nature of both private and public
transport movements at peak periods. A definite improvement in efficiency must be
possible by the spread of work opportunities closer to home.

Bearing this fact in mind one can now consider the two problems of catering for the -
private vehicle, viz. -

1. The need for infrastructure.

2. The need for fuel. .

To date, land use planning and road planning have tried to oblige the '‘ratepayer’’ with
‘sufficient road infrastructure to allow for general car usage. However, the implementa-
tion of beautifully structured road schemes are being postponed for longer and longer
periods due to the lack of funds. This postponement is not looked upon as the reality of
the economic times, but rather as an unfortunate inconvenience. A revision in policy is
required where the placid acceptance should be replaced by a positive review of the trans-
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port infrastructure/land use arrangement within the context of an expected budget.

The second problem has been highlighted in the national context by the publication of
the Driessen Report (2.3) and the Urban Transport Act (2.4). The problem of a better
utilisation of infrastructure is also dealt with in these publications. But, more important
is the role that the "oil crisis ** has played in Central Government becoming directly in-
volved in Metropolitan Transport. One could argue that the improvement in technology
will alleviate the political implications of South Africa’s dependance on foreign oil
supplies. The point of resource conservation in a ‘‘spaceship earth’’ concept (2.5} and the
improvement of efficiency cannot be waived aside. Once again the argument calls for a
review of the land use arrangement with respect to the transport infrastructure.

The attempt to improve efficiency in the conservation of resources in reiation to mobility
is an attempt to find land use arrangements which firstly reduce the need

to trave! and secondi'y reduce the distances of travel This re arrangement of land uses
posing more integrated land use systems. Whether this conLradlctxon is reaI or only
apparent is not the issue, what needs to be accepted is the need for cioser proximity of
different land uses and the detail evaluation of compatability between these.

The other point that needs to be clarified is the basic difference between accessibility and
mobility. By mobility, which is-the often quoted goal, is meant the ability to move free-
ly. If this is implied as the ability to enter a freeway, to move around easily and then
incur difficulty in getting from the freeway terminal to one’s destination, then mobility
is surely not the goal. (There are instances such as the "’Sunday afternoon drive’’ where
mobility is important, but this is seldom a basis for the quantitative and qualitative design
. of facilities). What is in fact the goal is accessibility, which is the ability to get from one’s
origin to one's destination easily. it is the clarification of this fact, which was unfortuna-
tely not appreciated in the Driessen report, that gives considerable direction to the pro-
. vision of transport infrastructure in terms of amount, types and use of modes.

4. Concentration and Deconcentration

In the extreme sense the previous discussion calls for total decentraiisati on but this is
obviously impossibie. Because almost all social activities require the coming together of
at least two people, activities tend to agglomerate in close proximity, alt trying to locate
near the central place.

o
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The attempt to agglomerate in a central place is an attempt towards efficiency which
becomes self defeating. Two economic examples which show why this occurs; the one
is the ice-cream vendor location example (2.6) and the second is the assumption in gravity
models that shopper attraction is proportional to size. This implies the greater the
agglomeration, the greater the attraction.

Somewhere between total decentralisation and total concentration lies an optimum and
efficient alternative. This fact has already been noted in retailing, where entrepreneurs
have studied the catchment market and developed agglomerated outlets to match de-
mand. Unfortunately, the newer shopping centres are motor car orientated and while the
higher income populaticn is adequately served, there is a large proportion of the popula-
tion which is public transport captive and as such still rely on the older CBD and central-
ity of the existing suburban centres. It is this sector of the population that will suffer as
the upper income buyers are attracted to the newer shopping centres.

While decentralisation of the retail function has taken place and sufficient attention has
been given to overcoming the problems of threshold, the same cannot be said about other
social and economic activities. The persistance to locate office function in the CBD has
been questioned (2.7) (2.8) and.it appears that it is not necessary for this practice to con-
tinue although some enticement or "hard sell”” might be necessary to prove the advan-
tages of other locations.

Industry has been decentralised, but once again it has been agglomerated into industrial

. areas. Furthermore, light industry finds the rentals for factory space or the price of land

possibly prohibitive near centres or maybe insufficient incentive is provided to inform
and attract entrepreneurs.

It can be concluded that the distribution of most urban activities need not be centralised
to the extent that they are at present, and that these could to a large extent be re-located
at centres throughout the metropolis. It should be the policy to attract future activities
to focate away from the CBD and closer to the homes of the people who are involved in
the activities. In this way the need to travel would be reduced and the need for infra-
structure could also be reduced. For example, if 2.000 people could be coerced to work
in Wynberg instead of continuing northwards to the city thereby saving one lane of arter-

ial road in each direction, the 12 km or two lanes saved (not considering parking, signals
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and terminal facilities, etc in the CBD) would constitute a saving in construction costs
alone of at least R2 million. To the individual, saving 24 kms a day travel, there would be
a marginal cost saving of R1,20 and a time saving of half an hour per day at least. The
system of activities dispersed at centres would also tend to promote a more convenient
service to the community and more efficient system within the metropolis.

5. A System of Centres
Within a metropolitan area there must exist a hierarchical arrangement of centres which
provide not only commercial facilities but should also serve as cultural and social foci. it
is in this aspect that the modern shopping centres fall short. In a system of centres one
should see not only the microcosm of the CBD but also the essence of the community
which the centre serves.

These centres should be selected not in terms of entrepreneurial initiative which is based
on reasonable choice of location and the fact that the land is available, but in terms of
them being in a favoured iocation 1o carry out their function. At present the iocation of
centres within the metropolis, as shown in Figure 2.1, is the result of history. While some
of the centres serve as municipal centres, e.g. Fishhoek, Simonstown, Parow, Bellville, etc
the Southern Suburbs centres have lost much of the social function. While they still have
the Town Hall, library and possibly even a clinic, the range of activity has significantly
been curtailed since the 1920’s when many changed from municipalities in their own area
to be amalgamated to form the City of Cape Town.

Many of these older centres still retain the infrastructure to provide the basis for the
variety of activity which is considered essential of a centre, as these existed there in the
"old days”. The variety that formed the Wynberg Commercial centre has to a large
extent been lost as the centre’s retail activity has been extended and the housing and the
industries, both light and service, have found it difficult to cope with the increasing
and land prices.

The provision of the variety of activities within the ambit of these favoured locations
would provide the increase in job opportunities and commercial and social activities
closer to home, which would by reducing the amount of travelling, increase time spent at
home, real income and reduce the amount of infrastructure to be supplied out of rates
and taxes.

el

»



00000

2
]
0
(7]

Muizenberg

ARRANGEMENT OF CENTRES

FIG 2.1




(\\W_‘/f_{z;m FQ

BELLVILLE

ATHLONE

- .
ooooo

MITGHELL’S
PLAIN

FIG 2.2 POSSIBLE MUNICIPALITIES



In considering favoured places, Wynberg is indeed fortunate. While its recent relatively
slow development gives the impression that Claremont has superceded it in importance.
This is in fact only the case as regards the retail function. In this activity Wynberg still
has a larger potential catchment population and also lies in a prime interceptor iocation.
Although retail trade is important it is not as important as some of the other significant
factors in favour of Wynberg such as :

The imposing Town Hail; v

The Magistrates Court complex which is shortly to be redeveloped;

The Maynardvilte/Oude Wynberg complex;

The variety of schools in its immediate vicinity;

tts history; and

The presence of Government and Local Authority offices and facilities.

oo N =

These are the things which begin to create an environment which cannot be found in a -

shopping centre but has the beginnings of what makes a centre.

A final note in this consideration of the system of centres and favoured place is a specula-
tion on the future arrangement of metropolitan and municipal government. - At present
the metropolitan area of Cape Town is divided among thirteen municipalities

and the Divisional Councii. The Cape Town Municipality is by far the largest authority
in the group with a population of almost ten times that of the next largest authority. The
Slater Report (2.9) investigated as far back as 1966, the situation which this arrangement
of municipalities created, and advocated a two tier system of government and a more
reasonable arrangement of municipalities. The report appears to be wary of treading on
on "‘peoples toes” and the proposals should be seen as minimum change proposals rather
than optimum change proposals. [t is speculated that before the turn of the century local
government will have converted to a two tier system (already in terms of the Driessen
Report there is a call for the formation of a Metropolitan Transportation Advisory Board,
M.T.A.B.) with Metropolitan Government being effective and possibly located at Central
Cape Town, and the Municipality of Cape Town taking on a revised role.

Furthermore, it is more than likely that a development the size of Mitchells Plain will

demand its own local government structure. Once this rationalisation of the local

authority structure commences and includes a re-grouping of northern suburbs munici-
palities, it is most likely that a system of about eight municipalities each with a popula-

i

tion of about 250 000 could evolve each with jurisdiction over areas as shown in Figure\ '
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- 2.2. At this point the southern suburbs will need a municipal centre, and it would appear
that Wynberg, already active in the government field, would be most suitable. This might
not be just pure speculation.

6. Qualities of Centre

The basic quality of a centre is the Intensity of Social Activity. All other gualities which
can be used to describe a centre serve in support of this. Thirteen qualities which are
considered to be the most important have been selected for discussion. To facilitate their
description they have been grouped into three contexts as follows:

Social - Operational Sensual
Sense of Community Accessibility Aspect
Prestige : Mobility Confidence
Historical Continuity Comprehensibility : Nature
Vitality Efficiency
i T Adaptability

Variety

While these qualities have been grouped into the three categones it is obvious that they
do often transcend into other categories.

6.1 Sense of Community: , ,

The ¢centre is the focus of the catchment area which it serves. People from that catch-
ment area come to the centre for various purposes; to shop, pay accounts, pray, learn,
etc. The people relate to the centre. However, how often does the centre relate to the
people? How often are the people able to feel a sense of belonging to, an affection for or
a loyalty towards a centre? This is not due to the people, because most people wish to
belong, and this includes the need of belonging to a centre. Whereas in the past, physical
mobility was difficult and people grew up around their centre; nowadays people change
their residence on an average every seven years and the difficulty arises in absorbing these
people into a community that much more rapidly. It is for this reason that a centre
requires not only commercial facilities but also social and cultural facilities which create
the opportunities for social interaction.

The existence of facilities other than commercial facilities would give the centre a greater
intensity of public life than that which occurs in a commercial centre. Furthermore,

]
(o]

Within a regional city, people look for a place to live
that has concentration, meaning and permanence. Forces
of dispersal may govern the physical Metropolis but the
people themseives have a natural affinity to gather to-
gether around centres of human attachment (2.156).



these facilities could assist in bringing back the life to centres at night and weekends.

6.2 Prestige:

One of the factors affecting choice of location , particularly regarding residential and
office, is the quest for prestige. Prestige can be obtained in many ways but most often is
related to environment and cost. A pleasant environment or being in the vicinity of some
historical, symbolic or visually impressive or unique building all help to create a feeling of
prestige. The rental paid also helps to denote prestige. This is probably one of the
reasons why offices and businesses which could as efficiently locate elsewhere, pers¢st in
locating in the CBD where the land costs and rentals are highest.

If centres are to compete with the CBD for offices and business activity, they will have to
compete on an-environmental prestige basis, as rents at CBD will always create greater
rental prestige there. However, the factors of lower rents can be turned to advantage as
long as prestige can be generated.

6.3 Historical Continuity:

All modern shopping centres are developed in total at one moment in time and as such
has no semblance of historical continuity with the surrounding area. They definitely are
able to inspire a dynamic image, with size, impact on the surrounding area, pre-opening
publicity, etc. But what they lack is a link with history. A link is what an older establish-
ed-centre can have. This historical continuity is linked very strongly to the sense of com-

“munity which the existence of specific buildings and areas can help to create. This is not

a call to forbid redevelopment. What is required is a conscious effort to retain those
buildings which give to the centre the link with history, that are good examples of speci-
fic architecture and are symbolic of the centre. These buiidings or precincts must not be
seen as monuments but should be incorporated into the life of the centre, thereby pro-
viding not only the historical links, prestige and sentiment, but also serve the centre
positively.

6.4 Vitality:

The social activity which takes place at a centre is the vitality of the centre. This vitality
does not only occur on its own, but can be influenced and manipulated to achieve certain
goals. There are areas of a centre that require the social activity to be channelled and ag-

-gregated into a high pitch, e.g. the market place, the movement corridor, and other areas
where the activity needs to be dissipated, as in a quiet park.
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It is important that a centre be alive at times outside the normal working day, if a centre
is to fulfill its function more fully. Since it is obviously impossible to keep the whole
centre alive at off peak periods, off peak period activities such as cinemas, restaurants and
late night shops should be located adjacent to each other and to transport terminals. In
this way a portion of the centre will attract sufficient people to give it life and provide
the element of safety which is required at off peak periods.

Vitality is not only created by people, the physical qualities such as the placement and
architecture of buildings, the facades and colours, the variety of shops and activities also
contribute to the vitality of a centre.

6.5 Accessibility: _

One assumes that any centre is accessible, as without accessibility a centre just would not
exist. However, what is often neglected is the fact that the characteristics of the catch-
ment itself do change and that this should be accompamed by a realignment in an
accessibility policy. By this is meant that while the centre was smaii, accessibiiity was on
foot, but as a centre grows, the catchment population is required to travel to the centre.
An understanding of the characteristics of the catchment population is essential so as to
make the centre as accessibie for them as possible. In many cases this does not mean pro-
viding road space, but rather the provision of bus and rail terminal facilities and amenities

making access easier.

Accessibility is important to service vehicles that are required to reach the heart of the
centre. The growth of the centre is accompamed by increased accessibility problems for
these vehicles. Accessibility is one factor that can regulate the growth of a centre, it can
also be used as a measure of cost to determine the size of the centre beyond which the
_ provision of further access facilities would negate any benefit achieved by additional
growth,

6.6 Mobility: _

Whiie accessibility was concerned with getting to the centre, mobility is concerned with
getting around within the centre. It is also concerned not only with "'getting around”’
but with the ease with which the faculmes and opportunities offered within the centre can
be made use of.

Movement within a centre is made predominantly on foot. Attempts to create centres



- capable of sustaining other forms of internal movement are usually attempts to improve
efficiency in a centre that has been spatially extended beyond that suitable for pedes-
trians. Attempts were made to make business centres suitable for the motor car. How-
ever, inspection of these attempts one can see them to have four problems:

1. The centre must perforce be extended spatially creating a rather 'non human scale’’
environment;

2. The amount of road space results in poor protection from the elements;

3. The need for a motorist to park immediately outside his destination is a concept that.
proved impossible in the 1950’s, for buildings of any height (land at a centre is rather
expensive for single storey development in the long term); and

4. In the South African context the majority of the population does not have access to
the motor car.,

An outstanding example of this type of planning and the problems it poses is the Cape
Town Foreshore.

The appreciation of this fact that movement of people in a centre is mainly on foot is

critical to good planning of a centre. As a confirming factor, one can note that most

CBD's have increased spatially relatively small amounts, while the bulk of expansion has

taken place vertically, (e.g. Chicago, 2 city blocks expansion in 100 years). Walking is

the most economical, feasible and personal method of mavement in the distance range of

0 to 1,0 km, although the inherent qualities of the:magnet and the individual can stretch

his acceptances of distances. The following notes apply to planning a centre in terms of

mobility:

1. A centre should be relatively square in shape (e.g. modern shopping centres) rather
than linear. The linear form being more suited to the automobile (e.g. strip retail.)

2. The major attractions should be located with regard to minimising distances from the
major generators {e.g. Public transport terminals and parking areas);

3. The pedestrian should in general take priority over the vehicle within a centre;

4. The shopper, especially when laden with parcels, cannot be expected to walk the
same distances as someone going to or coming from a place of employment; and

5. Pedestrian ways need to be structured to facilitate movement and social interaction
through the physical results of an urban design strategy.

While the movement of the pedestrian has been considered in detail, the movement of
goods is equally as important. The movement of service vehicles destined for establish-
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ments within the centre should be assisted in every way. These movements should be
minimised, and where they affect the quality of the centre activity, they should be re-
stricted to off peak periods, and through vehicles should be discouraged if alternative
routes exist.

6.7 Comprehensibility:

Many centres have developed over time as a result of individual entrepreneurai initiative,
usually with little or no attempt to integrate the development within the context of the
centre. This is not the fault of the entrepreneur, who is usually frought with too many
. controls and not enough direction.

in a modern regional shopping -centre the layout is often so easy to understand that even
tenant mix and location can be anticipated. This simplicity of icgic in the arrangement
usually results in taking away the excitement that is experienced in the centres of some
older cities. Somewhere between these two extremes shouid lie the approach for the
‘modern centre, with simplicity in overall concept and complexity at the scale of instan-
taneous human perception.

6.8 Efficiency:

By efficiency is not only meant that economic and mechanical aspects, but inciuded in
thjs term is the measure of success achieved in obtaining the broader qualitative goals
which apply to a centre. One such measure is obviously the ease with which social inter-
action can take place within a centre. The measure of efficiency is not measured in abso-
lute terms only. There are threshholds, upper and lower limits within which the centre is
most efficient and below which the centre is unable to provide sufficient service and
variety of service and above which growth creates ill-effects such as congestion and spattal
-over-extension.

The achievement of efficiency assists not only the entrepreneurs in reducing costs, there-
by favourably competing with other centres but also adds attractiveness and pleasure for
the visitor. Regardless of whether these factors are perceived or just taken for granted,
they all act to make up the individual feeling of well-being in a centre with its diversity
and vitality.

6.9 Adaptability:
Over time many changes occur. These changes occur at the national, regional and metro-
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politan level. They also occur at the individual level, as preferences and attitudes change.
When this is coupled to a catchment area situation with its changing size and changing
population a centre must be dynamic to cope with these changes. As buildings become
outdated and new technologies appear, the centre changes its facade. However, there is
not a uniform level of changability. While a building of one function can easily be re-
placed by a building of another function, it is quite a different matter to either remove or
insert a new railway line. It therefore becomes apparent that those artifacts with the lon-
gest lives need to have either the greatest flexibility or be introduced with the greatest
confidence, if a centre is to retain a unified coherent appearance over time.

6.10 Variety: .

A major attraction of a centre is the variety that exists within a centre. Firstly there is a
variety in the activities that take place there. In the retail context there is a variety of
goods and there is a variety of stores for purchase comparison. In the broader con-
text there is a variety of opportunities, work, play, shop, pray, learn, recreate etc.
Secondly there is a variety of people, and the greater the centre, the larger the catchment,
the greater the variety of people. Thirdly there is a variety of the built form and ex-
perience that one can obtain from these.

6.11 Aspect:

The visual characteristics of a centre contribute the most to the sensual experiences. The
centre might stand out from a distance because of its high rise buildings, or church steeple
but once inside the centre the perception of the individual is almost totally restricted to
two or three storeys in height. It is the shop window, the monument, the building,
the enclosures created by the buildings, or the openness of the square, the continuity of
lines or contrast of textures which contribute to the excitement of being in a centre.

6.12 Confidence:

In a centre where one is surrounded by activity there is also the need to feel secure.

- (Safety in numbers?) The feeling of security stretches beyond safety, into the fields of .
- comfort, convenience and well being. The creation of these feelings using the physical

form is not an easy task, and techniques such as traffic free zones, gentle ramps instead of

steps, good visibility into subways, protection from elements, collonades, noise reduction,

etc, which help give a feeling of security, are only a minute segment of the urban de-

signer’s art. Techniques must however, be used carefully as they do not alter the condi-

tions, they just reduce the ill effects and may be accompanied by side effects which must
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"not be overiooked.

6.13 Sense of Nature:

The imposition of the urban structure on the land, especially in the centre often totally
replaces nature with the built form. While a person who chooses to live in the city, has
implicitly foregone the rural environment, he still needs contact: with nature (2.13).
Attempts have been made in planning to reconcile the two e.g. Garden Cities. Since the
denser the development, the greater the need for this contact wili become, the centre
can derive considerable benefits by being connected with nature, where cne can escape
from the intensity of social activity while still remaining part of it.

7. Summary

At this point it might be useful to summarise the preceeding paragraphs. It became
apparent in the discussion that a centre should form the focus of its catchment area and
as such should fulfili the wider role of social as well as economic functions. The notion
of accessibility is a more complete goal for transportation than the goal of mobility. It
leads to an appreciation of the potential function which a centre could serve. A centre
having . functional variaty couid provide a considerable number of job opportunities. In
~ this way an improvement in metropolitan efficiency could be achieved through the distri-
bution of varied activities at favoured places in a system of centres throughout the
metropolis. The final point was a listing of qualities which should be set as goals for any
future centre. Although emphasis will undoubtedly be slanted depending on the circum-
stances defining each centre, these qualities of a sense of community, prestige, historical
continuity, vitality, accessibility, mobility, comprehensibility, efficiency, adaptability,
variety, aspect, confidence and a sense of nature are essential to the centre.
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When. considering the Central City we believe the follow-
ing to be seif evident :

1.

2,

The crucial problem is the quality of life for resi-
dents, and ;

The limits of man’s ability to tolerate the man made
overloads in the scale of structures, population den-
sities and urban support systems has been exceeded,
creating a public danger.

If sense of place is a fundamental biological need
contributing to human identity and dignity.

Man must maintain his roots in nature in order to
survive; therefore the elements of nature such as
light, water and vegetation must be accessable to
him.

The limited resources of the world demand an efficient
re-ordering of all energy systems, especially in existing
urban areas, if there is to be an acceptable future.

The process of redesign of the city must be considered
open ended strategy allowing for change and growth,
guided primarily by humanistic — not materialistic goals
(2.13). .






History of Wynberg

The first plots of land were granted in the vicinity of present day Wynberg to Dutch
farmers in 1659. These plots were situated on the fertile foothills of the Wynberg moun-
tains and at the junction of the wagon tracks which linked Cape Town with its winter
anchorage at Simonstown and the woodlands of Hout Bay and Wittenbomen.

In 1794 or thereabout, twelve morgan of land was deducted from the farm Oude Wyn-
berg for the purpose of a military post and on this the Government erected buildings
close to the old highway at the corner of the present Aliwal Road and Carr Hiil Road. In
1803 a Jan Sintleracquired a small piece of adjoining private land which became known
as Klein Oude Wynberg. On it he built the cottage now known as Osborne House. This
development formed the nucleus of the later village of Wynberg.

During the Napoleonic Wars successive governments maintained a temporary army camp
on private farms surrounding the old military post, but in 1809 a large portion of Qude
Wynberg was bought for a permanent camp. At the end of the Wars many of the camp
buildings were let or sold with plots of land to private individuals. Wynberg became a
popular summer resort and later a suburban village. In 1839 it became the seat of a
magistracy but it was not till 1886 that it attained municipal status.

The first branch railway line was constructed between Salt River and Wynberg in 1864.
This had the effect of increasing residential development in relation to the Main Road and
Railway line. This was accompanied by the development of some retail trade in relation
to the Station where the present shopping area is at present,

In the mean time religious and educational facilities were provided for in the area. The
most significant are :
The Dutch Reformed Church, 1829.
St Johns Anglican Church, 1837.
- The Methodist Church, 1851.
The German Lutheran Church, 1861.
The Yusefeyah Mosque, 1867.
The Wynberg Girls School, 1884.
The Wynberg Boys School, 1893.
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The end of the South African War brought about a drastic reduction in the number of
troops stationed at the Wynberg Camp and with this came a reduction in the activity of
the shops in the Durban/Woife Street area. The commercial focus therefore swung to-
wards the Church Street/Main Road area which was in closer relation to the station.

Aithough in 1927 Wynberg followed the paths of most other Southern Suburbs munici-
palities into incorporation with the City of Cape Town, it was designated in 1930 the
centre of a primary magisterial district. The population of which exceeded that of the
Cape Town Magisterial District in the 1970 census.

1904 1911 1821 1936 1946 19561 1960 1965

Sea Peint 60 53 76 173 171 195 235 264
CBD '
Athlone 59 95 182 240 272
" Mowbray 46 43 51 - 73 59 69 79 74
Rondebosch 29 35 29 40 46 46 63 65
Claremont 114 113 122 165 166 180 222 217
Wynberg 125 137 130 254 246 266 295 255
Plumstead 7 7 6 18 16 30 43 49
Tokai Road

Kenilworth Centre

Table 3.1 : Comparison of the Number of Retail Outlets at Suburban Shopping Centres

Table 3.1 : Comparison of the Number of Retail Outlets at Suburban Shopping Centres
{3.1) ‘

From table 3.1, it appears that until the late 1960's Wynberg was stili the largest shopping
centre in the Southern Suburbs. However, in the early 1970's, Claremont took over as
the largest shopping centre with a spurt of commercial development including Cavendish
Square and the Werdmuller Centre which together doubled the retail floor area of Clare-
mont (3.2}, (3.3). Wynberg has apparently lagged behind. Three large developments did
occur nevertheiess in this period, viz. Grand Bazaars, the Medical Centre and Withinshaw.

Wynberg still has latent potential as a commercial centre being in a prime interceptor lo-
cation, and having still to capture the business of the higher income popuilation living to
the West. Besides the commercial aspect, the presence of facilities such as Maynardville,
the Magistrates Courts, schools and the station; and the expansion of the population to

the south of the centre both east and west, augers well for the future of the centre. .28
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1. Context

1.1 National Context

The major economic area of South Africa is the Pretoria — Witwatersrand — Vereeniging
(PWV) complex. It is estimated that 34.6% (4.1) of the national economic activity is con-
centrated in this area. If this area is considered linked to the Pinetown — Durban com-
plex, which acts as its port 600 km away, it is estimated that over half of the national
economig activity is concentrated along this axis. |f one considers that the Western Cape
located 1,600 km away from the major economic complex can account for only 16,3%
of the national economy, it becomes immediately apparent that the Western Cape is com-
paratively unfavourably located for its economic future within the South African Market,

Since the Western Cape cannot rely purely on its hinterland for its economic market it
has to compete against unfavourable odds for markets in the Republic. The varying fac-
tors which affect the economy of the Western Cape such as migration of entrepreneurs
and skilled labour, difficulty in obtaining investment capital and high transport costs in-
dicate that the growth of the Western Cape economy cannot be expected to match that
of the PWV region and in fact will even fall short of the national average. The Western
Cape Region could therefore be considered to be what Okum and Richardson call a
"High Stagnant Region” (4.2).

Government investment in the region to bolster the economy such as the Saldahna {ron
Ore shipping terminal, the Koeberg Nuclear Power Station and the development of Atlan-
tis and Mitchells Plain Coloured areas have all to some extent been pruned due to the eco-
nomic climate, furthermore, the granting by the government of "“growth pole”’ status,and
its associated subsidies, privileges and advantages, to Atlantis and Saldanha does little to
help the economic well-being of the Metropolis and in fact could be considered as nega-
tive. Itis suggested that the entire Western Cape Region requires these types of incentives
to obtain an injection of capital and entrepreneurial activity into its economy.

1.2 Metropolitan and Suburban Context ~
Wynberg acts as a major centre in the system of centres which operates within the Metro-
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—‘\ polis of Cape Town (2.1). It serves as an important transportation, commercia!, educa-
" tional, government and recreation focus.

1.2.1 Transport Focus
There are two stations connected with the Wynberg Centre, viz. Wynberg and Wittebome
Station. More than 100 trains pass through these stations daily. {fig. 4.1) {14 in the peak
hour}, and it is estimated that Wynberg Station alone handles between 30.000 to 35.000
people a day. Schemes exist to increase the number of tracks through Wynberg, but this
hardly seems reasonable in view of the fact that 14 trains an hour does not constitute
saturation flow. Furthermore, the problems exist in a bottleneck at Salt River Station.
Plans to lengthen ail platforms throughout the metropolitan area make much more sense
in the attempt to increase capacity.
There is a bus terminus on the East side of Wynberg Station which serves Lansdowne,
Wetton, Ottery, Piumstead and Grassy Park, a bus terminus on the West of Wynberg
~ Station ‘which serves Hout Bay, Tokai, Westlake and Constantia and another on the West

side of Wittebome station which is the terminus of the Sea Point to Wynberg bus route
along the Main Road passing through the C B D (Fig. 4.2). From a survey carried out in
March 1977 between 07h00 and 08h30, the results of which are shown in Table 4.3, it
appears that : v :
1. Of the almost 4.000 passengers brought into Wynberg by bus from the East side, FIG 4.1 PUBLIC TRANSPORT

almost 90% use the train to leave Wynberg.
2 The East side bus terminus serves as an interchange point for aimost 500 bus passen-

gers working in the north east area, and
3. All the White bus passengers departing from Wynberg in the morning peak period

travel northwards.

The bus system is presently being revised, and it is envisaged that a system will be crystal-
lised into a collector — line haul — distributor system. In the existing planning,
Wynberg does not feature as a particulariy significant bus focus, however this seems to
miss the importance which the Wynberg East side bus terminus plays at the moment and
can be expected to play in the future.

Although the metropolitan road system is not completed (fig. 4.4} the centre is easily

accessible via three north-south routes, viz. Rhodes Drive/van der Stel Freeway, the .
Main Road and Rosmead Avenue/Prince George Drive; The outer two routes are linked
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WHITE COLOURED AFRICAN
Pavements 354 1306 337
Major stores 384 965 as
Sub total 738 2271 375
Inside stores 354 1 306 337
TOTAL 1 092 3 577 702

Pick’n Pay, arcade,Shoprite, Grand Bazaars, Checkers

Woolworths, O.K. Bazaars

Estimated equal to pavement volume

TABLE 4.6 PEOPLE IN WYNBERG

to the centre via Constantia Road, Trovato link Road, Wetton Road and Ottery Road.

An analysis of weekday and Saturday traffic conditions can be found in Appendix B.

From this analysis it appears that :

1. There is a large volume of through traffic using the Main Road because the road
system is incomplete and the Main Road is still attractive as a through route.

2. More than 50% of the traffic entering Wynberg has no business in Wynberg, and does
not contrbute to the economic activities of the centre.

3. - The short periods of congestion that arise along the Main Road are not due to the
lack of capacity but rather to poor signal conditions and traffic enforcement.

4. The 2.200 bays that are presently available are well utilised and just cope with
demand at peak periods. '

Plans for the completion of road system are described in Section 4 of this chapter.

1.2.2 Commercial focus

The catchment area of the Wynberg centre cannot be clearly defined as interviews re-
vealed that people come from as far afield as Mitchells Plain and Athlone. A sample of
motor vehicles parked in Wynberg in a Saturday morning revealed the same wide catch-
ment with over one third of the vehicles coming from further afield than the area which
was considered to form the primary catchment area (Fig. 4.5). Even after allowing for
vehicle owners including workers as well as shoppers, the influence of Wynberg can be
considered to be fairly wide. An economic analysis carried out for Wynberg { Appendix

/A) was based on the inner catchment area. This estimated an annual retail trade of R23

million at the Wynberg centre at present. While the expenditure might be considered to
be evenly spread between the east side and west side catchment, it is apparent from the -
economic analysis, the car registration number survey and a count of people at the centre
(Table 4.6) that the majority of the shoppers come from the east side, which is predomi-
nantly a black population as opposed to the west side, which is almost totally a white
population. An estimate has been made of the floor areas occupied by the various activi-
ties in buildings in the Wynberg area demarcated in Fig. 4.7, for 1966 and for 1976 (the
1966 figures obtained by correcting the 1976 data and using a aerial photograph) (4.3).
These were found to be as shown in Table 4.8. This shows increases in the retail, office
and government section and decline in the industrial and warehousing sectors.
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SCALE 1:50 000

8

FIG 4.5 ORIGIN OF VEHICLES PARKED IN
WYNBERG ON A SATURDAY
MORNING

SAMPLE SIZE 378 vehicles
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Manufacturing
Electricity
Construction
Commerce
Transport
Finance
Service

TOTAL

TABLE 4.10

9l
58
843
1 819
t oi6
787
I 624

7 338

SECTORAL EMPLOYMENT

In broad terms the distribution of the land uses shown in Fig. 4.9 are :

The “flats’ residential area at the Northern and Southern ends.

The prime retail area at the Northern area adjacent to the Wynberg station.
The office function above ground floor area over the prime retail area.

The strip retail 'frame type’ area in the middie flanking the Main Road.

The strip retail car orientated area to the South flanking the Main Road.
The service industrial sector between the Main Road and the Railway Line.
The low rise residential area to the west of the centre.

The low rise residential area to the east of the centre.

The commercial/industrial area to the east with beginnings of office activity.

CoNOOAWON -

Based on the 1970 census data the number of people employed in the suburb of Wynberg
which has a population of 17 704 (4.4), has been estimated to be 7 338. These are em- -
ployed in the different sectors. as shown in Table 4.10 (4.5). This data compares reason-
ably with a survey carried out by the City Engineer’s Department (4.6) which established
that the number of peopie employed at the Wynberg centre itself was 2410 people. This
indicates -that there is considerable scope for increasing the work opportunities at the
Wynberg Centre, especially when one considers the volumes of public and private trans-
port commuters passing through it.

1.2.3 Education Focus .

As shown in Fig. 4.11, there are 8 secondary schools, 12 primary schools and a school for
the deaf with a total enrolment of almost 10 000 pupils in the area of Wynberg. While
the distribution of schools appears at first glance to be reasonable, it does seem that the
area bounded by Constantia Road, Main Road, Church Street and Waterloo Road could
sustain its own primary school, thus reducing the need for primary school children to
cross these relatively major roads. There is no higher education facilities in Wynberg.
The Coloured population of the southern suburbs suffer the most in this regard as the
nearest centre for higher education for them, under the present education system, is at
Athlone; which cannot be considered to be easily accessibie. ’

As far as religious education is concerned there is a Moslem school related to the Mosiem
Centre in Bega Road.

The religious needs of the community are well catered for by the large number of chur- .
ches, mosques and also a synogogue, Fig. 4.12 shows the locations of these places of
worship.
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The Wynberg library is the largest branch within the Cape Town Municipality with a
membership of over 20.000 in 1975: The present building located to the East of May-
nardville requires expansion and also lies in the path of the proposed Wynberg By-Pass
scheme. A second much smaller library is also in use on the East side of Wynberg station
on the first fioor of a building in Bexhill Road.

1.2.4 Government Focus (Fig. 4.13)

Wynberg Camp has recently increased its importance with the construction of the new
Military hospital (357 beds) and being the base of a transport unit. While Wynberg Camp
is more intimately connected with the camp, Youngsfield is another military base loc.ted
only kilometres away along Wetton Road.

Plans already exist to construct a new Magistrates Court and Police Station complex, to
~ take up the whole block bounded by Church Street, Aliwal Road, Electric Road and
Court Road.

The Municipality of Cape Town besides providing a library service also has two clinics, a
fire station and a garbage depot located in the Wynberg area. The Town Hall which was
to have been demolished for a parking area has recently been refurbished. It is a fine
building and worthy of being preserved.

The Victoria Cottage Hospital which is a general hospital is located on Alphen Hill Road.
- The nearest day hospital to Wynberg is located in Diep River. The population of Wyn-
berg itself and the focus created by the public transport system seems to call for either
the expansion of the existing clinic or the establishment of a day hosplta! in relation to
this population focus ie. near the station.

1.2.5 Recreation Focus

Wynberg serves in all aspects as a significant recreation focus. The use'of Maynardville
for the Shakespearian productions provides Wynberg with a theatrical base which could
be expanded with the involvement of the schools in the area. It also has two cinemas and
two hotels, and there has been a recent increase in the number of eating houses within the
centre itself and within the Klein Qude Wynberg sub area. With regard to .open air re-
creation there are the school sports fields in the vicinity, the Kenilworth Racecourse, the
Wynberg Bowling Green, the William Herbert Sports Complex and the Constantia Sports
Complex all within range of the Wynberg Area. The potential of Maynardville is unfor-
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tunately not fuliy realised as besides the Shakespearian plays, the dn!y other function

that occurs there is the Community Carnival, which only last for three days a vear.

2. Climate

The climate of Wynberg cannot be considered as unduiy severe; and impressive weather
protection such as the skyways of Minneapolis or the underground maiils of Montreal are
not necessary. But due consideration must be given to the characteristm of the weather,
when it does become unpleasant.

e
The metropolis of Cape Town has what is czlled a mediterranean ciimate with warm dry

summers and coo!l wet winters. In general these conditions are not severe although the
wind doss often make conditions unpleasant. Wynberg does not appear to have a micro-

climate significantly different from the rest of *he metropolis although obvious local
variations do exist. At present there is no data ! ‘available. to judge whether Wynberg

competes favourably or unfavourably in terms of the weather, with other centres,

What is significant as far as planning is concerned is the direction of the wind. While
normally one speaks of the bad South Easter, using data obtained from W ingtield, Fig.
4.14 (4.7) it would appear that unpleasant wind conditions occur mainly. from the South
and Nortit West. This would imply that firstly any pedestrian routes should, if they are
to be open to the weather be located in an East-West direction and secondly the widening
of any North-South route would increase the unpleasant effects of the wind in summer
" and the wind and rain in winter.

3. Wynberg Centre

Before commencing the description of the centre itself, it would be beneficial to.get some
understanding of the residential areas to the East and West of the centre. Since the late
Mrs Anna Verschoyle carried out considerable work {4.8) in the area, it appeared un-
necessary to do further analysis. Table 4.15 was prepared as extracts from her summaries
of the quality of the residential districts shown in Fig. 4.16.

it is proposed to analyse the Centre of Wynberg in two contexts. The first context con-
siders the built form.

In this context the following topics are presented graphically :
1. Coverage of the iand Fig. 4.17

SLEITEL - EEY
PERSENTACSIE WIKDSTILTES BIRKE DIE SIRKEL
PERCERTALIE OF CAIMS WITHIR THE CIRCLE

SIRKELAOY STEL 5% INTERVALLE VGCR
tRCS RRPRESERT 5% INTERVALS

.
3-8 {9-15 | 26-25 25-331>35tm
KPH

FIG 4.14 WIND CHARTS
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District 1

(i)  White Group area;

(i) Well maintained Single Dwellings, Terraces, a
few Maisonettes and Flats;

(iii) The most elevated district in the Study Area,
between contours 175 — 200 ft.;

{iv) lrregular pattern, fine grain;

(v}  Soft development potential, a few pockets of
hard;

{vi} Historical enclave with many bu:ldmgs of
1888 and earlier characterised by thatch, slate
and iron roofs, shutters, sash windows and
some Victorian iron-work;

(vii} Status shops — seven antique shops, one bou-
tique, village post office, local shops and
artist’ studios;

(viii) Half the area within a quarter mile radius of
Primary and High Schools;

{(ix) Stress factor — proximity to PATH carrying
heavy traffic;

(x) Vistas — enclosed into small courtyards and
gardens contrasting with public open space on
the perimeter of the district; '

~{xi) Poor accessibifity to public transport, half
‘ mile to-the Main Road; '

(xii) Zoning — mostly Single Resvdentlal some
General Residential R5.

District 3

(i)
? i)
“(iii)
(iv)
v)

{vi)

(vii)

(viii)
(ix)
(x)
(xi)

White Group Area;

Well maintained Single Dwellings/Flats;
Irregular pattern, fine grain;

Flat contours;

Both Hard and Soft development potentnal
implying change;

Local convenience shopping, one dog bou-
tique and close to Wynberg Main Road shop-
ping centre;

One Primary School within the District, three
High Schools with half mile;

No stress factors; -

Mountain vistas, some fine trees;

Accessible to bus and rail transport;

Zoning — General Residential R4.

District 5

{i)
(ii)
(iii)
(iv)
v)

{vi)

{vii}

{viii)

(ix)
(x)

White Group Area;

Weil maintained Single Dwellings/Flats, some
neglected semi-detached on lower contours;
Sloping site, southern orientation;

Regular pattern, medium to fine grain;
Medium to Soft development potential . —
fairly staole at Medium level, with possibilities
of renewal on lower slopes;

A few corner shops of poor quality;

Poor accessibility to schools — the nearest
Primary School is three quarters of a mile

away at Plumstead, but new High School

within guarter of a mile;

Stress factor — mixed race on lower contours;
Accessible to bus transport, quarter mile to
railway station;

Zoning — General Residential R4 and R5.

District 6

(i)
(ii)

(iii)
(iv)
(v

(vi).
(vii)

(viii)

(ix)
(x)

White Group area;
Mixture of well

well maintained;

Low contours, flat site;

Regular pattern, fine grain;

Large Soft development potential with small
Hard area of flat development suggesting tran-
sition to higher density;

Close to major open space, some fine trees;
Poor accessibility to both Primary and High
Schools. Both Wynberg and Plumstead schools
are three quarters of a mile away;

Stress factors -- incompatible uses, enginee-
ring works and motor car sales yards adjacent
to housing. Small area of mixed race;

Good accessibility to bus and rail transport;
Zoning — General Residential R4.

District 7

(i)
(ii)

Coloured Group area;
Single Dweillings well maintained, with small

maintained and neglected.
Single Dwellings and Terrace Housing. Flats:

(iii)
{iv)
{v})

{vi)

{vii)

(viii)

(ix)

(x}
(xi)

pocket of Terrace Housing

Low contours, flat site;

Regular pattern, fine grain;

A Medium development potential area;

Few trees, no major open space;

Primary and High Schools within a quarter
mile;

Convenience shopping within a quarter mile;
Stress factor — noise from railway on western
boundary;

Good accessibility to bus and rail transport;
Zoning — General Residential R4,

District 8

-~ (i)
¢ (n) -
v

(iii)
(iv)
{v)
{vi)
{vii)
(viii)

(ix)
(x)

Coloured Group ares;

Poorly. maintained mixture of Single Dwel-
" lings, Terraces and Semi-detached houses;

Low contours, flat site; -
Regular pattern, fine grain; i
Soft development potential; ;
Primary and High Schools within quarter mile;
Convenience shopping within quarter mile;
Stress factor — noise from railway on western
boundary;

Good accessibility to bus and rait transport;
Zoning — General Residential R4.

District 9

(i)
(i)

(iii)
(iv)
(v)
{vi)
(vii)
{viii)

(ix)

(x)
(xi)

Coloured Group ares;

Large area of weil maintained Single Dwel-
lings, interspersed with pockets of poorly
maintained semi-detached houses. A few
flats;

Low contours, flat site;

Regular pattern, fine grain;

Medium to Soft potential;

Primary and High Schools within quarter mile;
Convenience shopping within quarter miie;
Mountain vistas;

Stress factor — noise and danger from traffic:
on Rosmead Avenue;

Fair accessibility to railway station;

Zoning — General Residential R4,

TABLE 4.15 RESIDENTIAL AQUALITY
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houses at the Northern end. Also in this group would be the "Oude Klein Wynberg"’
complex and Langley House {which is presently being restored}).

The second group of buildings which were either examples of good architecture or else
gave pedestrian protection in the form of canopies or collonades which in terms of
Section 105 of the Town Planning Scheme would be difficuit to provide on redeve-
lopment.

Among the buiidings which are considered architecturally interesting are :

1. Buildings on either side of the Main Road South of Church Street.

The two Bank Buildings North of Millbank and Station Roads respectively.

The shop at the North Eastern corner of the Town Hall site.

the group of buildings on the East side of the Main Road which form a pair on either
side of Wilson Road

The building midblock between Rockiey Road and Park Road.

A house converted to flats inside the block on the East of the Main Road almost
opposite Benjamin Road.

It is regretted that the Ackermans Building has recently been demolished.
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Figure 4.20 therefore can be seen as the basis of a resistance to change:
1. Firstly, all the buildings classified as new or relatively new are unilikely to be re-

)

Grand Bazaars and Withinshaws.
2. Those buildings which were considered worthy of conservation because of their sym-
bolic and historical importance must be preserved.

4
|
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3.3 Land Use

Broadly speaking the Wynberg centre can be divided into & sub areas
Government and semi-government area.

Prime retail area,

""Stagnant’’ retail area.

Southern retail area.

The service and industrial area.

The terminal area.

oghrwN -
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developed in the near future, aithough expansion can occur to some of them eqg. -
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3.3.1 The Government and semi-government area:

This area is located along the north side of Church Street. The predominant functions are
the Police Station and Magistrate Courts. Within this area are also buildings which pro-
vide Wynberg with strong historical links.

3.3.2 The prime retail core area :

_This is situated at the northern end of Wynberg. This area has the most shopping and
pedestrian activity and focuses on the station and eastern side bus terminal. The area is
basically within 5 minutes walking distance of the station except for Grand Bazaars
which, because it acts as a magnet, is able 1o belong to this group. The major redevelop-
ment in the Wynberg Centre has occured in this section.

3.3.3 The "stagnant” core area:

Is a strip of retail area just South of the prime shopping core. The nature of business is
still pedestrian orientated and the type of trade is analogous to that in the frame area of
CBD. In this area are the cheaper clothing shops-and furniture stores. . No redevelopment
has occured in recent years.

3.3.4 The southern retail area: ‘ t

Is mainly automobiie orientated having the motor showrodms, service stations, the motor
spare parts, the hardware, movie-hire and service shops (lawnmower, electrical and ptum-
bing repairs). This area has had some redeveiopment in recent years.

3.3.5 The service and industrial-area:

Has some row housing within it, but is predommantiy industrial. Within this area is to be
found .the cabinet makers, too!, fibreglass and sign writers. It is supposed that these acti-
vities exist in this area because of the low rentals which can be asked for the buildings.

3.3.6 The terminal area:

Is made up of taxi and bus termini and the Wynberg station as well as a small retail area
which captures the passing trade along Bexhill Road. This includes cafes, shoe repairs and
even barrow boys. Within this area can also be found a large hardware store and a service
station. .

immediately outside of this prime core is a residential matrix which was briefly stated at

the beginning of Section 3. There are six significant features within this broad residential
area besides the differences in the residential types themselves.
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Outside the centre there is an important physical feature which has almost been forgotten
over the years and that is the canal which runs from Maynardville to Sherrard Square, and
this amenity needs enhancement to re-introduce it into the environmental system of the
centre.

3.5 The Vehicular System

Since the major elements of the road system were discussed under “‘transport focus’’,
it is proposed to deal only with the questions of vehicle movement within the centre, the
parking of vehicles and the servicing of commercial activity.

3.56.1

The Main Road serves as a spine for the Wynberg Centre with roads taking off from it
both East and West. Constantia Road, Rockley Road, Piers Road, Maynard Road and
Church Street all feed into the Main Road (Fig. 4.26). At present the volumes along
these roads are not excessively high and even the Main Road, which shows signs of con-
gestion for small periods on Saturday mornings, does not carry heavy volumes. The prob-
lems along the Main Road are due almost entirely to the congestion caused by the group
of unsynchronized robots along the Main Road at the Northern end of the Centre.

Roads do exist on the West side of the Main Road which allow for vehicles to change
direction etc. after travelling up the side streets. However, this seems to occur very sei-
dom as the bulk of the vehicles are able to use the parking areas for this exercise and the
Fleming Road is only lightly trafficked. On the East side of the Main Road a similar sys-
tem exists with Lester and Ebor Roads.

The link under the Wynberg Station is also questioned. It is very substandard and hazar-
dous particularly to pedestrians who also make use of it. However, the volumes of traffic
which use this underpass appear to be high and the link appears quite important al-
though undesirable from a pedestrian point.of view. 1f one examines the function of this
route, it must be appreciated that if parking were provided on the East side of the rail-
way station, with good accessway to the retailing activity across the railway line, this
would significantly reduce the traffic that find it necessary to cross the railway line. Se-
condly, if one examines the remaining function one would conclude that it serves as a
“short cut” through the centre. These users should be induced into using Wetton Road.
By modifying these two demands one would be able to do away with the underpass
which would mean that the East/West circulation on the North Western Prime Retail area,
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{viz. Church Street, Maynard Street and Station Road) west of the raifway iine could be
modified if necessary.

3.5.2
There are at present over 2 200 parking bays in Wynberg. This number is made up as
follows :

Public structured bays. . ... ........... .. b86
Public unstructured bays. . . ..... ... ... .. 123
Private structured bays . ... ... ... .. ... .. 637
Private unstructured bays . . . . . P, 228
OnStreet. ............. ... ... ... ... 650
Total : : 2224

As can be seen from Figure 4.27 almost 90 percent of the off-street parking facilities are
located in relation to the prime retail area in the northern section. The parking areas are
reasonably accessable from the West, but from the East accessability is rather tortuous.

At present the parking areas are well utilised and overflow takes place onto the area to
the West of Grand Bazaars parking area.. The imminent construction on the Ackermans
site will reduce the present parking by 100 bays. Even if the redevelopment does include
parking, it can be expected that as the parking demand increases due to improved
affluence of the catchment population and expansion of the centre, that the provision
of parking could become a sericus problem.

3.5.3 : ,

It is contended that there is no need for traffic to use a centre.as a through route, and
while through traffic is not harmfuland in fact useful at off peak periods, it is very harn-
ful at peak periods, creating severe congestion and requiring the widening of roads in peak
land value locations. Therefore mobility within the centre is not required for through
vehicles (alternative routes must of course exist) but only for those vehicles having busi-
ness in the centre. o

.In providing for the servicing of the centre one includes not only deliveries but also pur-
chases. The large stores and developments have provided their own servicing facilities.
Using the prime streets for parking appears to be an expensive way of solving the problem
when off-street parking and loading facilities can be provided much more economically.
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In examining the retail structure in a later section one is made aware of the different sec-
tors that exist in Wynberg, Each of these requires a different loading and parking stra-
tegy. In the prime shopping area loading should be away from the Main Road, as large
turovers require constant use of space and this would severely restrict the movement of
traffic along the spine. The existing embayments can of course be used. In the next zone
the ‘nature of buying is still pedestrian but the loading of goods is less frequent but the
goods are butkier, {(eq. furniture). Loading facilities are required in close proximity to the
retail outlets although they do not need to be continuous along the Main Road shop
frontage. The third area is a motor car orientated retailing area which in general has con-
siderable parking and loading demands, eg. motor spares, hardware, warehouses, repairs
and services etc. This section requires parking on street to operate properly.

It would therefore appear that these three distinct parking strategies are required to serve
the centre properly.

3.6 The Pedestrian System

The results of pedestrian counts given in Appendix B, show that as expected, the highest
pedestrian volumes were recorded in relation to the Northern shopping area and the Wyn-
berg Station. These are related directly to the major generators viz., the station, bus ter-
mini and parking areas and the major and minor attractions as shown in Fig. 4.28.

The concentration of pedestrian activity is most apparent in Station Road and along the
Eastern sidewalks of the Main Road between O K Bazaars and Withinshaw Centre. These
- sidewalks are often too narrow to carry the pedestrians which use them.

Apart from these foci, there are strong links between the bus terminal on the east and the
station,as well as the railway crossing points at Piers Road, Wilson Road and Wittebome
station which permit crossing from the Eastern residgqtia[ areas to the Main Road.

The environmental qualities of the pedestrian system does suffer from a lack of natural
elements. Also the weather protection offered by the canopies and collonades is being
only partially replaced by malls internal to the centres, which could alienate a new deve-
lopment and not intergrate it into the streetscape. This has not as yet occured at Wyn-

" berg as the new centres have maintained shops fronting onto the street, as well as the in-
side malls.
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What is therefore required is the improvement of the"existing pedestrian system to pro-
vide a better facility for the pedestrians.

3.7 The Retail System

The retail system at Wynberg Centre is split up into three distinct areas if one disregards
the small retail area to the East of Wynberg Station. These three areas act as a whole pro-
viding a more complete service to the community, in that the activities are not only rela-
ted to the prime retail trade but provide the opportunity for lower retail service function
and vehicle based retail to co-exist.

3.7.1

Whereas in the past the retail trade of Wynberg was mainly suburban and stretched along
the Main Road, it has crystalised in an intensely active squarer shaped prime retail area in
the North. This Northern prime shopping area has to be stretched Southwards by the
establishment of Grand Bazaars just South of a 260 m radius from the station. It is in
this area that the most important shops are located.

it is in this area that the highest rentals are paid for iand. Some anomalies do exist, as
within this area one will find shops (eg. shoe repair shops), which would normally not be
found in these prime areas. This has occurred because these business are run by the
owner of the building whose economic viability relies on the fact that his perceived cost
of premises are very low, making his location viable. Should the economic activity of the
centre expand then it is most likely that many of these owners could be induced to re-
develop in expectation of a better return on their present sites. It is in this area that the
major redevelopment of the older buildings can be expected to occur.

3.7.2 -

The next section of retail shopping activity is characterised in Wynberg by little recent
redevelopment.” This is probably due to the fact that the rentals presently obtainable is
this area would not justify redevelopment. This area might be likened to the Long Street
of the C B D with its second hand clothing and furniture stores, and cheaper type of
clothing stores. This area acts as a back-up to the prime retail area by catering for the
lower priced goods. Redevelopment in this area is unlikely to occur although it is possi-
ble that a reduction in the number of retail outlets would occur with an increase in ser-
vice activities eg. plumbers, undertakers office and motor workshops.
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3.7.3

The last section of the centre is related to the automobile shopper. It has the service sta-
tion, new and second-hand car shops, the big hardware stores, and the cafes and the
movie rental outlets. The recent developments that have taken place have been either
motor car show rooms eg. Schus and M W P, or a change in function eg. the Terminus
Centre.

4. Development Proposals and Constraints

4.1 Municipal Controls

The physical development in the Municipal Area of Cape Town is controlled by a Town
Planning Scheme which "is in the course of preparation’’. it takes the form at present of
“Revised Final Statement of the Proposed Town Planning Scheme as amended to May
1975". The stated purpose of the scheme is "’a co-ordinated and harmonius development
of the area of the Municipality (including where necessary the reconstruction on any part
thereof which has already been subdivided and built upon) in such a way as will most
effectively tend to promote health, safety, order, amenity convenience.and general welfare
as well as efficiency and economy in the process of such development”. {(4.9)

The Town Planning Scheme for Wynberg was first approved by Council on 1957-12-23
gaining the authority of the Administrator on 1963-09-09.

The statement is in general restrictive in nature rather than providing incentives and
guidance to the developers. It might be argued that a static plan as it exists does give a
developer confidence in the form which his development can take, and in what to expect
of development in the adjacent erven, and that it is far easier to administer than other -
forms of planning schemes,

An important criticism of the existing town planning scheme is that some conditions are
laid down to apply to all similar areas throughout the municipality, permitting little scope
for the individuality of the location to occur. Furthermore, the restrictions have been
based on British and North American practice, history, environmental and climatic con-
ditions. A typical example where cognisance of local conditions could lead to improve-
ments is the question of setbacks. In the relatively cold climate and smog filled city one
can concede, the need setting back to the centre of the erf to allow the sun and air in,
But the sunny and windy climate of Cape Town would benefit considerably more from a
lower continuous windbreak type development providing some protection from the ele-
ments,
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The control exercised by the Town Planning scheme in its present form over seven major
factors has been summarised for the town planning zones in Wynberg (as shown in Fig.
4.29) in the following tables:

1. Permissable function of deve!opment .4.30

Heightof development .. ........... 4 31
Permissable coverage of development . . 4.31
Bulkfactors. ..........co ... 4.31
Set backs from Road Boundaries. . .. .. 4.31
Set backs from Side Boundaries . . .. .. 4.31
Provision of parking facilities . ....... 4.32

Nooghr~wn

Furthermore, the statement aiso controls the projections over streets (Table 4.33) and
clause 78(1} controls the minimum widths of streets facing commercial and business
activities.

4.2 Municipal Plans

There are at present over 200 plans in the Town Pianning Branch of the City Engineer’s
Department relating to Wynberg. A list of these pians given in Appendix D shows which
of these plans have status, been approved or have been superseded as a result of review.
The bulk of the plans relate to road proposals with a minority dealing with bus termini,
parking, the deveiopment of Maynardville and sprinkling of other topics.

In examining these plans, the progress in the planning can be traced. The Main Road be-
tween Cape Town and Simonstown has always been considered important. A proposal to
link Wetton Road with Carr's Hill Road was superseded by a scheme, to link the Main
Road, North and South of Wynberg Business Centre with a by-pass. The early proposals
divided Maynardvilie into two halves with a rather impressive by-pass, while still maintai-
ning the widening of the Main Road.

At about this time proposals were approved for the improvement of Waterioo Road and
. Bower Road so that Rosmead Avenue in the East could be tinked with Edinburgh Drive
through the Trovato Road on ramp. A later proposal for the Blue Route (van der Stel
freeway) and the Kromboom Parkway slightly altered thinking and the Constantia Road/
South Road Route became an East/West iink between these two freeways, with Waterloo
Road/Bower Road linking orthogonatly with Constantia Road: to Gabriel Road .
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Category of building

or portion cone
cerned

Required com-
bined extent of
parking and
garaging areasg
for visitors,
patrons and
occupants

Required sxtent of
parking srea fox
visitors or patrons

Service Station,

4 bays for avery
lubricating bay
plus 4 bays for
every wash bay,
with a minimum
of 8 bays.

1

2

3

Group of Dwelling
Houses,.

As provided for in
section 30 gqust.

As provided for in
section 90 guat,

Block of Two Flats.
Block of Flats.

1 bay for every
Dwelling Unit.

1 bay for every 4
Dwelling Units.

fmsidentiel Building
other than a
licansed Hotel,

3 bays for every
5 bedrooms.

1 bay for every 5
bedroomg.

Indugtrial Build-
ings and Special
Industrisl build-
ings erscted in
General Industrisl
and Noxious

One bay for every

100 m2 of Actual
fFloor Area of the
building or buildings
concerned, up to an
Actuasl Floor Area of

25% of the bays
required in terms
of Column 2 with
a minimum of
three bays.

Licensed Hotel.

3 bays for svery
S badrooms
plus 20 bays.

1 bay for every 5
badrooms plus 20
bays.

Place of Worship
other than a
Funeral Parlour.

1l bay for every 20
cccupants in ex-
cess of 250 oc~
cupants,

fFuneral Parlour.

15 bays.

Hospital or nuraing
home.,

2 bays for evsry 3
patients.

Place of Assembly
othar then a
theatre, cinems,
music hall or con-
cert hall,

1 bay for every 20
occupants up to
160 occupants plus
1 bay for every 12
accupants in exe
cesa of 160 oc-
cupants up to 400
occupants plus 1
bay for every 8
occupants in exw
cess of 400 oc-
cupants.

Theatre, cinema,
music hall or
concert hall.,

1 bey for every
8 occupants.

Public Garage-

4 bays for every
lubricating

bay plus 4

bays for

evary wash

bay with a
sinimum cf

§ tays.

Industrial Use 1 500 m? plus one 2

Zones. bay for every 200 m
of Actual Floor Area
in excess of 1 500 m®,

Supermarket 1 Bay for avery 10 aq

. m of net retail floor —
aresa,
Tabim: Extsnt of loading sreas rsquirsd for various categories
of buildings in certain Zones.

Category of Actual Floor Areag of Required
building building in m extent of
concerned.’ (to nearsst m<). loading areas

1 2 3
Office 0 to 5 000 -
Building. 5 001 to 15 OOO 1 bay

15 001 to 30 000 2 bays
Every additional 30 000 or 1 additionsl
fraction thereof. bay-

Business 0 to 1 000 -

Premises 1001 to 2 500 1 bay
{other than 2 5C1 to S 00O 2 bays
an Office 5 001l to 10 000 3 bay§ .
Building), Every additional 10 000 or 1 additional

Shop, fraction thereof. bay-
Industrial

Building,

Special In-

dustrisel

Building.

TABLE 4.32 PARKING REQUIREMENTS



Position of loweat part of

Maximum peraitted
projection into street.

floor.

prejection.
Streset less Street nat
than 12 m leas then
wide. 12 m wide-
1 2 3
Lass than 3 m above lavel of Nil Nil
footway.
3 m or more above level of
footway:-
(a) At or below level of first 4 m 4 m
floor,
(b) At or below level of im 4 m
second floor but sbove
level of first floor.
(c) Above level of second 1m 2m

Setting back of site boundaries.

s moumpary ————

7 TT T 7T somreme stz ares

//.r’//'///% & / i ra )’//rz} f’f - e
L, /'g -é CALOPY oMY / L5

o

" TABLE 4.33

PROJECTIONS OVER STREETS

78(1) No building‘ahall be erected on & site if-

_(a)

(i1)

such building is a Group of Dwalling Houses, Block of Flets, Institution, Place of

Instruction or Residential Building or is a Combined Building any part of which falls

into one of the said categories, or

such site falls wholly or partly into e General Businese, Special Business, General
Commercial, General Industrial or Noxious Industrial Use Zone,‘and

(b) sany portion of @ street boundary of such site ie less then 8 m from the centre-line of the
street or service road on which 1t abuta. : .

unless sufficient portions of such a;te to enable such portion of such boundary to be set back to
a line parallel to and 8 m from the centre-line of such atreet or service road are first transferred

to ths Council.,
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The routing of the by-pass route was shifted Eastwards so as to reduce the damage to .
Maynardville. It would nevertheless cut a wide 26 metre gash through the built up area,
creating a barrier between the residential area, on the west, and the Main Road shopping
strip. The Main Road widening scheme has an average road reserve of 34 metres.

Fig. 4.34 shows the proposed road system as a whole. Besides the proposals for the pro-
vision of parking in relation to the by-pass, three other areas were proposed for parking:
1. East of Maynardville. .

2. On the existing Town Hall site.

3. East of the Wynberg Railway Station.

The proposal to demolish the Town Hall site appears to be reviewed, although the plan

has not been rescinded and the Town Hall has recently been given a facelift and its

dignity rostored

The- p'opo o provide parking on the East side of the Wynberg Railway Station is tied
vith tl C stletown Road link to Wetton Road (the iocal system rather than the

mmor artenal route) and the development of a modal interchange facility.

A set of plans has been prepared which delimit the "Klein Oude Wynberg'’ area, so that
any redevelopment plans must be submitted to the National Monuments Commission for
approval. This area has been proclaimed a national monument having not only historic
meaning for Wynberg and Cape Town, but also for South Africa.

Among the plans proposed for Maynardville are a varied assortment of arrangements of a
library, civic hall, swimming pool, parking and parkland, still maintaining the develop-
ment of the Wynberg by-pass scheme

4.3 Government Controls : ,
Most government laws and administrators proclamations have an effect on the urban de-
velopment. However, besides the Township Ordinance which gives the Municipality its
powers there are three acts of Parliament which play a significant role in urban develop-
ment. These are the Group Areas Act (1956), the Physical Resources Act (1967), and
Urban Transport Act 78 (1977).
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4,3,1
The Group Areas Act was-extended by the Community Development Act and serves to
define and create areas for the use of people of oniy one race group. Wynberg has been
divided in such a way that the Eastern area is prociaimed Coloured and the Western area
is proclaimed white. These group areas are extended through the metropolis and are de-
fined as shown in Figure 4.35 for the Wynberg catchment area. The enforcement of the
Act has resuited many people being relocated to conform with the act; which has been
- accompanied by social problems, hardships and resentment. In Wynberg there still
remain some coloured families; along Ebor Road and in relation to some retail stores in
Gabriel Road. '

The serious problem caused by the enforcement of the Group Area Act is the relocation
of people far from the place of work, and from amenities into areas of less social signifi-

cance to them and usually too new to have any environment. One of the most significant -

side effects is the increase in the length of the journey to work. This is a problem which
is being felt both in terms of cost (ie. loss of real income) and in the reduction of time
spent at home. These problems call for an improved job location strategy so that one as-

pect of the well being of the people can be improved.

4,3.2

The second act of Parliament which plays a significant role is the Physical Planning and
Utilisation of Resources Act. While the act serves numerous functions, its one function
was that of Bantu influx control through the restriction in the amount of land zoned for
industry. In terms of the act no further iand may be zcned for industrial purposes with-
out the permission of the Minister.

Wynberg has two areas zoned for commercial purposes and in these areas light industry is

permissable. if the goal of increasing job opportunities closer to home is valued, then
these two areas need to be induced into development. '

4.3.3

The other government invelvement which is not all encompassing act, is its attitude to the .

development of Altantis and Saldanha. When the priveledges applied to these two growth
poles are viewed in terms of the economic conditions of the metropolis, there appears to
be a need for a revision of the artificial ""comparative advantage’’ conditions within the
Western Cape . , - '

98

! ég' SALDANHA
‘-ll‘ -

N
e
[ RE |

CAPE TOWN
J
t l! |
WYNBERG MITCHELLS
i ZLPLAIN )
/"‘—"‘,.__T::“_ﬁ_“\\ v
7 .
¢ S
W %\ ‘ \

o
Scate 111000 QOO /! )
| \\\S;



N
cLA ..-:ozx
1
2
wYNSERG
14
1t “
13
14
.
sSLa KouTeE

< il

ATHLONE §&

s
KEMILWORTH
CENTAE

. s
4
s
I(l
L 2
12 27

Coloured group area

GROUP AREAS

FIG 4.35




4.3.4

The Urban Transport Act has been passed by Parliament as a result of the Driessen Re-
port. The main objective is to reduce the cost of Urban travel mainly to Government. |t
attempts to provide the framework in which planning can take place to reduce mainly :

1. The amount of infrastructure required;

2. The amount of energy, particularly oil, consumed in urban travel.

It is proposed that the effect of the restrictions necessary in the future should be mini-
mised, if the social order is not to be effected, particularly since any restraints usually
affects the lower income population the most. It is proposed that the alternative oppor-
tunities must be provided to induce rather than force the population to facilities closer to
home. In the case of work opportunities which are the essential part of daily life, those
focated closer to home would give the greatest benefit.

4.4 Government and Semi-government Proposals

The proposals by government for development in the Wynberg area were obtained by in-
terviews with members of the following government departments:

Department of Coloured Affairs. :

Provincial Department of Education.

Department of Public Works.

Department of Community Development,

HPWON -

-
.

A new high school for coloureds is being built at the corner of Cheddar and Abbey

Roads for between 600 — 700 pupils. This shouid be completed by 1985,

2. The Wynberg Boys High and Junior Schools are to be moved to.a new school to be
built at Hawthomdene. Sport facilities are also to be provided there. The Girls
school is to expand into the existing schools.

3. There are also plans to expand Voortrekker schoo!l which lies to the North East of the

centre.

The military hospital at Wynberg Camp is being expanded to accommodate 350 beds.

The block containing the Police Station and Magistrate Courts is to be redeveloped as

a phased construction to include an expanded Magistrates Court and Police Station.

Work is to commence withing two vears; and,

"6. The Society for the Prevention of Cruelty to Children has just recently moved its

CBD offices into the Jutas Building in. Court Road.

o s
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5. Existing Problems and Short Term Remedial Measures

B.1

The existing Wynberg centre has many problems which arise from the opinions expressed
in the discussion in what is considered as the basic qualities of the centre. However, most
of these probiems would take a long time to improve and in fact are expected to be exa-
cerbated if present trends continue. Nevertheless there are three problems that can be im-
proved in the short term.

1. Lack of parking facilities.

2. Vehicular congestion in the Main Road.

3. Pedestrian environment near the Wynberg Station.

5.2

The present parking facilities to the west of the centre are becoming inadequate, particu-
larly at peak periods. Additional parking can be provided initially to the west of the
Grand Bazaars Parking area. This area is already owned by Council and can be improved
rather inexpensively and the work will only be partially abortive even if the By-Pass is
ultimately built. When this area becomes inadequate an attempt should be made to pro-
vide additional parking on the East side. While this might not be as attractive it will have
two favourable aspects, viz. it can be used at off peak periods by commuters and at peak
periods shoppers can be guaranteed of parking facilities. A suitable site would be the area
to the north east of Wynberg Station which has very little development on it and a por-
tion is already owned by Council. ’

5.3

The vehicular congestion along the Main Road does not occur as often as might be expec-
ted, and this is probably the reason for the high percentage of through traffic. To still
further improve the only bottle-neck in the northern section it is essential that the signal
system be synchronised, and that parking be prohibited at peak periods along the Main
Road by good enforcement.

5.4

The desire to improve. .'vehicular movement could be assisted by reducing the number of
right turners turning West or East:along the Main Road. One suggestion is the closing of
Station Road permitting only buses, taxis, hotel and Wynberg Club traffic at peak pe-
riods, with loading being allowed at off peak periods and general traffic being allowed du-
ring the night time. This would have the effect reducing the number of points at which
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vehicular signals would occur, Station Road/Main Road becoming a pedestrian crossing.
The pedestrian environment would also be greatly enhanced in an area where there is in-
tense pedestrian activity.

6. Summary

It is apparent that even if Central Government does provide economic facilities which will
assist the metropolis of Cape Town, it will still require every method possible to improve
efficiency, if it is to overcome its locational and economic disadvantages. One such
‘method is the development of centres which assists in reducing all costs {in the broadest
sense of the word) and aiso provides amenities and facilities for the population.

Although in recent years the range of activities in Wynberg has been reduced consider-
ably, it still retains the elements required for its development into just such a centre. Itis
obvious that a large number of people pass through Wynberg, that they shop there and
some even work there. It is also obvious that Wynberg offers many other facilities besides
retail and work. What is not so obvious is the role which Wynberg can play as a centre
within the Metropolitan system. It is also not so obvious that if positive steps are not
taken to encourage this and to reassess planning proposals for the Wynberg centre, that
much of its worth may be lost and its potential not fully utilised. These are the factors
that become obvious in the analysis, and which reguire positive planning action.
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L4

WYNBERG TO-DAY

PRESENT FORM
OF INVOLVEMENT
BY L. AUTHORITY

1 LO NOTHING
2 NO BY PASS
3 NO M.Rd WIDENING

4 DO LESS THAN NOTHING

MORE
COMPREHENSIVE
PLANNING

west side
5 WESTERN
east side
6 EASTERN
7 B1-LATERAL

Wynberg " Future

1.  General Preambie

“An attempt was made to forecast the future of the Wynberg Centre, using the presently
known controls on development, road proposals and economic trends. In the evaluation

of this Wynberg future was found that many of those qualities which contribute to a centre
would be absent or lost. = As a result of this, an attempt was made to broaden the number of
scenarias that would be tested to achieve a better alternative.

Two sets of alternatives were evolved. The first set was based on the premise that the Local
Authority continued to play a “'controliing role’” in the development of the centre, through
the implementation of its Town Planning Scheme. Its only positive inputs taking the form
of roads, the library, clinic and civic hall. The second set was based on the premise that' the
Local Authority played an “‘enabling role” in the development of the centre, through com-
prehensive planning, possibly provision of investment and the use of incentives which would
act as catalysts to stimulate development. ’

In the first set of alternatives, three alternatives were examined besides the possibie future
Wynberg resulting from present trends. Since the major imput was the road system the first
set of alternatives was based on the manipulation of this road structure and the present Town
Planning Scheme. This set of alternatives therefore included:

1.  The Do Nothing" alternative;

2. The “No Wynberg By-Pass'’ alternative;

3.  The ”’No Main Road Widening'* alternative; and
4. The “Do Less than Nothing'’ alternative.

Three alternatives were also developed for the second set of alternatives. Since these alter-
natives are more comprehensive they are named as follows: -

5. West Side Development;-
6. East Side Development; and
7. Bilateral Development.

The seven alternatives are by no means a comprehensive list but serve rather as typical
examples within which numerous variations and improvements are possible.

2. Process of Evaluation » .
It is intended that the process of evaluation shouid take an iterrative form, new improve-
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ments and alternatives being able to emanate from each cycle. At the same time attempts
were made to find inputs which would improve the results, if the alternative did not appear
to achieve the desired goals. To evaluate the description the process is described in six
sections, viz:

Statement of intent either apparent, implied or defined.

Description of the assumptions made and the implications of these assumptions.
Brief description of the expected future of the centre.

Evaluation of the attributes of the future centre.

Palliatives and

Local Authority involvement.

W ouklrwN~

Broad Assumptions

Numerous assumptions were required to be able to forecast the Wynberg centre in the
future; each alternative having its own input and variations. However, these assumptions
are basic to all the alternatives.

3.1 Catchment:

The metropolitan, regional and catchment population were held to be the same for all alter-
natives. The detail projection of catchment size and spending potential is detailed in
Appendix A. Briefly it is expected that the present racial distribution of the population
will not alter drastically. Should an adjustment take place it can be expected that the in-
come characteristics in the various zones, will not change and is such that the model used in
Appendix A is considered to forecast reasonably accurately the trade potential of

Wynberg. in general terms, it can be expected that the income of the people resident to the
East of the centre will increase more rapidly than that of residents in the West. However,
the increase is not expected to substantially reduce the public transport captivity of this
group. However, the scarcity of fuel could result in a readjustment of travel pattern even by
members of the more affluent group to shorter trips towards centres which are favoured by
their location and the facilities which they offer.

3.2 Proposed Government Developments:

The redevelopment of. the existing police station and Magistrates’ courts as well as the
expansion of the education facilities as described in section 4 of the preceding chapter will
not have considerable influence on the centre in the short term. However, the presence of
the magistrates courts could attract a few attorneys to locate close to it. in the longer term
should the system of metropolitan government alter, then the presence of the magistrate
courts could be a major influence in creating Wynberg as a Municipal centre.
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33 Road System and Change in Philosophy:

No official road construction programme is available but the following are tentative dates for
the completion of the various road schemes, which have a direct bearing on Wynberg:

Kroomboom Parkway from Ottery Road northwards ' 1985 -
Wynberg By-pass ' ' 1985
South Road/Constantia Road . : - 1990
Waterloor Road/Gabriel Road 1995
Castletown Road 1995
‘Main Road widening. 2000 .

.The dates were estimated based on the present stringent economy, existing priority ratings
and the difficulty in sufficient redevelopment along the Main Road occurring to allow its
‘widening to be completed in the short term. -

Although no road serves purely one function, it should and usually does from part of a road
‘network hierarchy, the position in the hierarchy being directly related to its function. It is

obvious that different road functions require different road types. The major metropolitan
arterial has the function of permitting movement to occur over relatively large distances
across the metropolitan area. - The nature of this route must be such that this function is
facilitated. The route must be such that high speeds can be attained and that little interfer-
ence occurs with the movement e.g. a freeway or expressway. These routes have imited
points at which vehicles can gain access or egress and do not allow any activity along its
length which require vehicles to stop. [ts function is purely of movement. Since vehicles
-cannot continually move aimlessly along various routes, the next level in the hierarchy of
roads serve to bring the vehicle into greater association with urban activities and this is
called a minor arterial. This route aggregates vehicles which come along collectors or dis-
perse vehicles into distributors. This function allows some friction to exist between the
vehicles and urban activities. This route serves to connect an area with the major arterial
‘'system it serves also to connect centres with other centres. 1t is a high order service road.
Feeding off this route are a labyrinth of minor and more minor roads which provide access
to individual houses, stores, parking area, hospitals etc.

As has been mentioned before, few routes serve purely one function, and in an incomplete
road system this is surely the case. .However, with the road network becoming more and
‘more complete, there appears to be a need to instruct the motorist of the function of these
‘new roads and the harm which he continues to do in using routesfor purposes other than
those for which they are provided. This is not an easy problem, as it depends largely on the
.comparative attractiveness of the two order of roads.
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Wynberg centre will in the near future provide the same dilemma to the motorist. The
motorist has been forced in the past to use the Main Road to move Northwards or South-
wards he had no other option. However, with the completion of the Kromboom Parkway
and the construction of the South Road/Constantia Road Scheme, there is really no reason
for a motorist to travel Northwards or Southwards through Wynberg Centre uniess his trip
either begins or ends there or in its immediate vicinity.

It is for these reasons that it is proposed that Wynberg Main Road should not be considered
to function as a major north/south arterial but rather as'a minor arterial serving Wynberg
Centre. S

if one accepts this fact then one can immediately begin to question whether there is a need
for the proposed Wynberg By-pass and Main Road widening schemes and the amount of
North/South vehicle capacity required. '

4, Zoning — Any Alternatives?

The term zoning implies the segmentation of the urban (and peri-urban) land into sub- .
areas for each of which there is a statement which controls to some extent the type,
quantity and form of development. To simplify administration these codes normally
commence in a very simple form, but as time progresses, they become increasingly restric-
tive, and less and less indicative. In this over simplification of the controls and their
numerous ‘‘detail’’ controls lies the short comings of the zoning system as it is applied in
Cape Town. For example it must be obvious that the type of centre necessary at Wyn-
berg is quite different to that required in Sea Point or Claremont. The catchment popula-
tion is different, the competition is different, the history is different, and amenities and
micro-climate are different. Yet, the same identical system of zoning conditions apply.
It is obvious that zoning could be extended to its illogical extreme with hundreds of zone
types controlling the development, but this is not what is required. What is required is a
more sensitive application of controls where sensitivity is required. This does not mean
that zoning is to be superceded by any other method of development control. In fact in
this study it has been impossible to go into the problems of development control to any
great depth. That the zoning method might be the easiest controlling device to imple-
ment is conceded, but it is felt that numerous other techniques are required in different
areas to either reinforce or supercede the zoning controls to coerce development towards
stated goals. The following four techniques serve to illustrate the possibilities that could
be made available: ‘

— Development permission

— Special zoning districts
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- — Rights transfer
— Incentives.

4.1

ning permission appears to have two major problems. The first involves the possibility of
corruption, but this has been overcome to a large extent by clearly stated policies regar-
ding expectations from development and the presentation of arguments at public hearings
to clear controversial issues. This however, does introduce an aspect of uncertainty re-
garding acceptabiiity of a project, and possibly some delay in approval. However, these
sub-problems are overcome depending on the preciseness of the policy statement and or-
ganisation of the approval procedure. The over-preciseness of the policy statement how-
ever, would lead back to a zoning type of control.

4,2

In cases where there is particular concern for a specific area the use of “special zoning
districts” is an alternative. In New York concern over the theatre district resulted in the
provision of special incentive to promote the retention of these theatres (1.1). In urban
renewal schemes in effect the area is set apart from the controlling regulations. In Cape
Town the development of townships by the Local Authority are in effect the same situa-
tion with incorporation into the Town Planning Scheme taking place only at a later stage.
The use of this method facilitates the achievement of specific local goalis.

4.3

The prominent attitude of Local Authority contro! is one which appears 1o be a fear that
the entrepreneur makes excess profits. While this is the apparent attitude, it stems from
the basic notion that control of development does not permit relative advantage to occur.
This notion is obviously nonsensical as the concept of private enterprise is based on entre-
preneur initiative and making the most of the situation. The controlling authorities are
however, faced with a dilemma when the value to the community of a building in its
present form is more than it is to the developer, as in the case of particularly unique buil-
dings. Yet, the developer had acquired the land for the opportunity which the land
offered when redevelopment takes place. The local authority is therefore faced with the
problem of how to preserve each building. It could acquire the site. 1t could allow the
developer to amalgamate the site with another site, thus being able to redevelop the
whole site to its full potential yet not demolish the building, and the developer could pos-
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sibly transfer the development rights to another site, thereby not altering the amount of
" total development without destroying the unique building. The transfer of development
rights is a technique that must be handled with great care, if the local authority is not to
be accused of favouritism. It can also be a useful tool in achieving goals.

4.4

The last aspect to be discussed is the use of incentives. How can an entrepreneur be

coerced into doing something different to that which he was going to do so that the deve-

lopment can tend towards a set goal. Firstly, he could be forced to comply with regula-

tions. This is usually restrictive and rather contrary to the principle of free enterprise.

Secondly, he could be informed or shown that his interests or direction will no be signifi-

cantly altered and could even be enhanced by a development more in keeping with-the

-overall concept plan. And thirdly, he could be induced by incentives to comply. These

incentives could take the form of additional development rights, reduced annual rates,

government investment in the vicinity, etc. The entrepreneur becomes faced with a
trade-off situation, he incurs additional costs to comply with the demands made from

him, but at the same time increases the viability of his own investment. The trade-off-
needs to be kept in perspective as the waivers and favours cannot be dished out “'ad lib”

without creating real problems in the existing system.

4.5

These techniques have significant validity in the context of Wynberg, but require detail
study so that the greatest opportunities can be realised and that the competitive nature of
private enterprise is not unduly disturbed.
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First set of alternatives

1. THE “DO NOTHING"” ALTERNATIVE

1.1 Intent

This is the first alternative to be tested because it represents the development of the centre
that could be expected to occur if no change is made to the present local authority involve-
ment. This alternative has three basic implied intentions:

~1.  ltisimportant to achieve the continuity of the Main Road with arterial standards and

to maintain its capacity as it passes the Wynberg centre.

2. Itisimportant to have accessibility from North and South and

3. the commercial centre has a linear form which is slightly modified to a square shape in
the vicinity of the Wynberg station. The area zoned commercial is to be retained.

1.2 Assumption

So as to develop this alternative there are nine major assumptions that require discussion;
these are listed below.

1.2.1

The Main Road is considered to be a major arterial, on which the traffic should flow un-
hindered by movements created by the centre. This is achieved by the development of the
By-Pass which skirts the centre. There are unfortunately three factors which appear to
conflict with this assumption. Firstly, North and South of Wynberg the arterial does go
through commercial areas where the maintainance of this traffic flow standard will be
difficult. The second factor is that in By-Passing the commercial centre of Wynberg there
are some businesses e.g. service stations, cafes, take-aways etc. which will suffer considerably
due to the loss in trade presently derived from by-pass traffic. The third factor is that the

_ existence of the route will create a severe barrier to residents west of the centre from using

the convenient commercial facilities available along the linear commercial strip..

1.2.2

The removal of through traffic will also reduce the night time activity of the centre. This
will create an.area in which it is unsafe to be at night and thus still further enforce the
change to a “pure”’ shopping centre, having no facilities outside of commercial hours.
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1.2.3

The widening of the Main Road even after the provision of the Wynberg By-Pass could be a
carry over from plans prepared prior to the development of the By-Pass concept, or that it
remains essential to facilitate vehicles still moving within the centre. The proposed width
of the Main Road will be approximately 26m, which is far too wide for comparaive
shopping to take place across the road, this also creates an unpleasant area due to the wind
and the rain. The other aspect to consider is the fact that the use of the By-Pass for
through traffic will reduce the need for the traffic policing aiong the Main Road. This will
result in chaotic traffic conditions with double and treble parking taking place. And
although the traffic/pedestrian conflict has been overcome as far as through traffic is con-
cerned, the conflict will stili exist in terms of the manouvering vehicles.

1.24

The construction of the Wynberg By-Pass will reduce to some extent the number of parking
bays in Wynberg, and this will reduce the attractiveness of Wynberg to shoppers coming by
car. Furthermore the construction of the Constantia Road/South Road arterial wili create
an area with good automobile accessibility along its axis. This area will therefore become
suitable for the development of another centre such as the Kenilworth centre or the Blue
Route centre. An attempt will surely be made to exploit this fact, and the development of a
major private vehicle orientated centre, will deny Wynberg any chance of attracting the more
mobile residents. The Wynberg centre will suffer even further if the centre can intercept the
public transport shoppers. »

1.25

The linear nature of the commercially zoned area is better suited to a ““shop by car’’ system,
or “‘convenience’’ shopping for the catchment in its immediate vicinity. However the By-
Pass will act as a significant barrier to the second activity. The squarer section to the north
is better suited to the pedestrian form of shopping activity.

1.2.6

From the bulk and coverage factors of the zoning categories in Wynberg {i.e. B1 or B3), it
can be implied that the commercial centre should be found on the West side only. The

East side, area zoned B1, is more conducive to a neighbourhood shop type development. By
implication, it may be assumed that Wynberg should therefore relate primarily to residents
to the West. However, a visit to the centre clearly shows that the bulk of the population
using Wynberg comes from the East and the retailers are well aware of this, as can be seen

in their merchandising techniques.
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1.2.7

The area of R4 zoning between the Wynberg By-Pass and the commercially zoned area west
of the By-Pass, is made up in general of a number of small erven, (only two large enough for
multiple dwelling redevelopment) and even if consolidated, it would be difficult to develop

these viably, especially in the present economic climate.

1.2.8

Since it is obvious from the preceding remarks that the Wynberg centre will become less
attractive to the more mobile Western residents, the commercial activity will continue to be
orientated towards the lower income groups. As members in these groups improve
economically and also in their mobility they could be attracted to other centres. The
growth in retail floor area can therefore be expected to approximate the low values as shown
below.

1980 | 1990 | 2000

43 000 A8 000 v 65 000

1.2.9

The road system proposais have been discussed at length, however, an examination of what
existing developments would be considered as ‘fixed’’ is important so that the projected
developments can be forecast as closely as possible. In terms of this development the only
“fixed"’ buildings are those constructed recently which conform to the proposed road
widening schemes. There are no buildings set aside for conservation as there is no conser-
'vation policy. The two bank buildings almost opposite each other on Main Road will have
to be set back and even the Town Hall is earmarked for a parking area, but this might not
come about.

1.3 Description

The following is a brief description of the changes that can be expected to occur and the
form which Wynberg would take in the process of implementing this plan.

1.31

By 1980 one could expect that the development of the site at the Western end of Maynard
Street wouid be completed as this development is already planned and probabiy awaits some
improvement in the present economic climate. The development will increase the retail
floor area by about 6000 scuare metres. 1t will occur in a prime position being almost at
the centre of the prime shopping area at the end of Station Road and close to existing
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parking. This development will probably house Ackermans and Clicks, both retail outlets
having significant magnetism. The existing retail area along the Main Road will continue
as it exists at the present with minor tenancy changes based on economic and managerial
factors. Some further redevelopment might occur but this is not to be expected due to the
economic climate. Work will have commenced on the redevelopment of the Police
Station/Magistrates Court complex.

1.3.2

Between 1980 and 1985 the Kromboom Parkway will be compieted and wiii act as a major
freeway iink northwards. Unfortunately while its use in the C.B.D based trips is obvious,
its metropolitan role will not be fully realised untit some cross linkages e.g. South Road, are
developed. Construction of the Wynberg By-Pass will also take place during this period.
This wili create significant public awareness of Wynberg and this could be of short term
benefit to the centre. The loss in parking will affect Wynberg, even though the bulk of the
shoppers will continue to come from the Eastern area. By this time some improvement in
the general economy could induce redevelopment to take place. The sites likely to
redevelop are those in the prime shopping area which at present do not take advantage of
the bulk and if redeveloped could significantly command higher rentals i.e. the two sites in
Station Road including possibly the Wynberg Club, and the land to the immediate east of
the O.K. Bazaars. This redevelopment could add approximately 8000 sq. m. to the retail
floor area. These developments might stretch into the next five year period depending on
the economic climate, competion and improvement in the spending power of the catchment
population.

The Magistrates Court/Police Station would be completely redeveloped by the end of this
period but would play a rather minor role in the activity of the centre, which is almost
entirely commercial in nature with minimal office development. As a resuit of the con-
struction of the By-Pass the library would have to be relocated, and it would probably re-
locate in the Town Hall itself or adjacent to it, although a portion at the North East end of
Maynardville has been set aside for it.

Some redevelopment of the commercial area along the Main Road might take place, but
this would be sparce as entrepreneurs await to see the affects of the Wynberg By-Pass on
passing trade. :

1.3.3

The completion by 1990 of the South Road construction road scheme will once again be
accompanied by some beneficial publicity to the centre, however for obvious reasons stated
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before, pressure will probably have resulted in the construction if not completion of a larger
regional motor car orientated shopping centre. The choice of location of that centre will
depend on which developer develops first and the importance he places on the West or East
side catchment population. The possibility also exists of having two developing in com-
petition. Three possible locations are suggested, viz. East of the Kromboom Parkway with
access off Ottery Road; or just West of the railway line possibly in the present garage site
_with special ramps being provided by the developer o#South Road or the Constantia Road/
“Alphen site which was to have been developed a few years ago. |t.is probable that the
central site would be the easiest to develop. This would reduce to some extent the number
of people shopping at Wynberg. The adverse affect being felt more and more as less people
remain public transport captive.

The re-arrangement of education facilities will not be integrated with the centre and as such
will not affect the quality of the centre at all.

In expectation of the deve!opment of the regional shopping centre complex, the development‘ )

or redevelopment of sites within Wynberg itself could in fact be less than anticipated in the
previous five year period. Furthermore, the reduction in expenditure in the centre,

especially from the relatively higher income section wil! begin to generate vacancies and hence
blight could set in.

1.3.4

“In the remaining period till the year 2000, a consolidation of the retail activity closer to the
railway station will take place and the general quality of the goods supplied will be related
to the lower income group. Since the standard of living of the population in the metro-
politan area is expected to rise in general, the standard of goods is not expected to decline
but will probably maintain its present day levels. A certain amount of vacancy will exist as

_lessors are reluctant to lower their rents. Over time the rent demanded and the rent payable
will stabilise and more service type activities will locate in the vacated shops, an extension of
the type of activity present in the vicinity of Rockley and Ebor Roads.

This period will also see the completion of the Waterloo Road, Castletown Road and Main
Road widening road schemes.

1.4 Evaluation

In the preceding discussion of the development of the centre, it appears that the centre if it
develops along the lines of the proposals set out in this alternative will suffer both
qualitatively as well as quantitively.
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2. THE “NO BY—PASS” ALTERNATIVE
2.1 Intent

From the evaluation of the first alternative it becomes apparent that one of the factors
expected to bring about a decline of the Wynberg centre both quantitively as well as
qualitively is the proposed construction of the Wynberg Pass.

The second alternative that is to be examined is in general similar to the first alternative
except that the Wynberg By-Pass is deleted from the town planning scheme.

The implied intentions of this alternative remain»the same as the first alternative except
that the means used to achieve these ends have slightly changed as regards the question of
North/South road system.

2.2 Assumptions

The deletion from the town planning scheme of the proposal to build the Wynberg By-Pass
will release almost 80 000 square metres of land for development. The foltowing
assumptions were made for the purpose of the evaluation of this alternative:

2.21

The land which was to have been used for the Wynberg By-Pass is to be rezoned to what it
was before being zoned for road purposes.

222

The land acquired for the Wynberg Pass is to be resold. If previous owners are still living in
any of the dwellings, their reacquisition of the dwellings should be facilitated. No attempt
need be made to amalgamate erven. Development can be expected to take place only on
those sites which are vacant or on which the dwellings have become irrepairable. Develop-
ment will most likely take the form of single dwellings except on these sites exceeding
1000 sq. m which could be attractive to flat developers. Condition of purchase could be
drawn up to require development to take place within prescribed periods. The value of.
the land that can be sold is estimated at R3 000 000.

2.2.3

Not having to build the Wynberg By-Pass a greater effort will be made to acquire the
properties for the widening of the Main Road. The following could be the road construction
programme. ‘
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Kromboom Parkway — North of Ottery Road 1985

South Road/Constantia Road , ' 1985
Main Road 1990
Castletown Road o 1995
Waterloo Road _ : 1995
224 |

This alternative could be considered as the maintenance of the status quo with improved
road conditions along the Main Road

225

The retail floor area development will be based on the “low” value. .

2.2.6

The increase in population to the immediate West of the commercial strip will assist in
increasing the viability of the convenience retail activity along the Main Road.

22.7

The disposal of the land reserved for the By-Pass will reduce the present parking facilities by
about 300 bays. While it is the premise of this first set of alternatives that Local Authority
intervention is kept to a minimum, the retention of some of the existing parking might be
considered as complying with this basic premlse

228 .
Comments made in 1.2.5, 1.2.6 and 1.2.8 and 1.2.9 also hold for this alternative.

2.3 Description

Deleting the Wynberg By-Pass proposal from the Town Planning Scheme will have an affect
on the development of Wynberg because firstly it will remove any apprehension which
entrepreneurs presently have because they do not know when the scheme was to have been
implemented, and what its effect would be; and secondly, it will allow refurbishment of run
down buildings and the construction of new dwengs which should increase the populatlon
by at ieast 200 families.

2.3.1

The development of Wynberg will follow the same pattern as that described in the first
alternative until the year 1980. Although anticipation of added catchment population
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could induce a certain amount of “face lifting”’ to the convenience shops along the Main
Road, the time required to release the property presently reserved for the Wynberg By-Pass
would mean that the refurbishment of run down houses and construction of new residential
buildings will only begin towards the end of this period.

The retail floor area development in the Northern area should take place as in the first
alternative. The library which is presently too small wiil be enlarged to keep up with its
membership.

2.3.2

Since the Wynberg By-Pass scheme is not to be built, the South Road/Constantia Road
-scheme can be brought forward in priority and its importance in the Southern suburbs road
structure will mitigate its early construction. Its construction will once again be accom-
panied by pressures to develop a regional shopping in relation to it. The development in
the vicinity of the Wynberg Station, which was suggested as probable in the first alternative
is considered feasable for this alternative as well. The tempo of redevelopment along the
Main Road will however be faster then in Aiternative One due to the increased population in

- the residential area (developed as a result of not constructing the By-Pass) and the removal
of the potential pedestrian barrier which the By-Pass would have created.

The Kromboom Parkway will also have been completed Northwards of Ottery Road,
removing some of the North-South through traffic in the Main Road. The construction of
the Magistrate Courts/Police Station complex should be completed by the end of this
period. The rearrangement of the school amenities will also have been commenced.
However since these activities lie outside the Wynberg centre they will have little influence
on it.

2.3.3

By 1990 the bulk of the Main Road reconstruction will be completed and its new width will
be most severely felt in the Northern Section where the pattern of shopping is not related to
the private vehicle. Also the catchment population expenditure pattern will have stabilised,
so that provision of retail floor space can be assessed more accurately. If development of a
competitive regional centre can be averted the retail floor area can be expected to increase
up to 58 000 square metres.

The improvements visible in the Wynberg centre will be the completion of developments and
the improvement of shops along the Main Road, to allow its widening.
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234

In the remaining period of the year 2000, the construction of the Castletown Road and Bus
Terminus can be expected, as well as the Waterloo Road-Gabriel Road scheme. The centre
itself will have changed little in character, style or size, as almost all the changes will have
taken place in previous years, and only a process of refurbishment and replacement will
occeur.

2.4 Evaluation

Even in this alternative the quality of the Wynberg centre will suffer, and many of the
qualities which were proposed as essential for a centre will be absent.

2.4.1

The continuity of the residential area up to the commercial strip will be mutually beneficial
as the one offers the trade and the other the service.

242 ,

The reduction in parking facilities is to be avoided, as the centre must be accessable to
people using the vehicle.

24.3

The centre is once again concentrated on the West side, while the bulk of the catchment
population lives on the East.

244

The widening of the Main Road will introduce a barrier between the station side and West
side of the commercial area. While this is not significant in the strip area, the more active
Northern sector could suffer because of this. The widening of the Main Road especially
without creating any form of windbreaks, will allow the wind and rain to make this area
often unpleasant.

245

The set backs enforced by the widening of the Main Road will force redevelopment along it
and this would take place in a short space of time. In this way the facades could be
.developed almost at the same time removing any historical variety and losing any possible
visual variety.
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246

While the development of this alternative requires less local authority involvement, a saving
of R2 000 000 in construction costs and the sale of land valued at R3 000 000 by not
constructing the By-Pass, it is unlikely that these funds would be made available to provide
greater amenity in the area. -

247

The fact that the centre still strives towards being purely a shopping centre once again is
opposite to one of the basic functions of the centre, that of being a multi functional
centre to the community.

— o—
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2.5 Palliatives
The palliatives suggested for the first alternative also apply in this alternative.
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2.6 L.A. Involvement

Local authority involvement is once again restricted to the provision of road infrastructure
and control of the development in terms of the regulations of the town planning scheme.

COMMERQCIAL AQEA E.AsiLv Meces-
SABILE TO RESIDENTIAL AQEAS

QETAIL BENEKTS FROM  PASLImG TRADE
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3. THE “"NO MAIN ROAD WIDENING"” ALTERNATIVE

3.1 iIntent

In the evaluation of the first alternative it appeared that the Wynberg By-Pass created a
barrier between the residential area to the West and the retail area of the centre. To.
overcome this problem, the second alternative was developed which suggested that if the

- By-Pass were not constructed ‘this problem would be overcome. However alternative two
still retained another problem which was the deteriorating quality of the Main Road. If

“there still exists a need for a high North/South road capacity (even after consideration of
road function through the centre) then another alternative that must be considered is one
where the Wynberg By-Pass is retained but no further widening of the Main Road takes
place.

The implied intention in this alternative once again réemains almost the same as in the
previous alternatives except, it is assumed that the Main Road and the Wynberg By-Pass do
not both require a wide cross section and it is assumed that to maintain and improve the
shopping environment in the Northern sector is more important then the loss in trade to the
strip commercial sector created by the existence .of the barrier in the form of the Wynberg
By-Pass which also takes away the passing trade from the existing Main Road.

3.2 Assumptions
The following assumptions are made for the development of this alternative.

3.2.1
The following road program would apply

Kromboom Parkway North of Ottery Road 1985
Wynberg By-Pass ' 1985
South Road . 1990
Castletown Road 1995
Waterloo Road - 1995
3.22

No widening of the Main Road will occur. The actual form the Main Road will take will be
the subject of detail urban design which-makes use of the areas which have already been
acquired for road widening purposes for pedestrian amenity.
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323

The removal of the widening scheme from the Main Road could attract developers to

redevelop sites as they do not loose floor area as they would have done in terms of the
. widening scheme. ' ‘

324

The possible retail expansion wili be based on the low values, as no attempt is being made to
positively attract the upper income group. '

The strip retail area in the southern area will suffer when the By-Pass is built due to the
barrier effect and the loss of passing traffic. The type of activity will change from
convenience to service, although some low price storeswill continue to operate as added
commercial facilities for the population attracted to Northern sector.

Redevelopment of those erven i.e. south of the Medical centre, on the sides of Station
Road and East of O K Bazaars will probably take place as mentioned before. Once again

adacc : AR L ] WO aydn s

the catchment population wiil be from the East side with little effort being made to attract
population from the West.

3.3 Description

The removal of the widening scheme along the Main Road must be accompanied by a detail
proposal for the treatment of the side walks and the portions of iand already given up for
widening. Since this will be relatively inexpensive this work could be carried out immediate-
ly. This action by the local authority will remove one aspect of uncertainty presently being

felt by developers and might assist in achieving investment in property additional to that
which was expected.

3.3.1

The footways along the Main Road would be completely reassessed in function. In this
assessment it will be possible to create areas of pedestrian movement, pedestrian meeting
(squares), bus stop locations and even to sell back some of the sidewalks either for the
expansion of the shops, or the provision of protection from the wind and the rain. 1In this
way by the year 1980 the retail development of the sites in the Western end of Station Road
should have commenced. This design might be different from that for alternative two but
to similar to that alternative 1 as a certain amount of parking will be required to make up
that which will be lost due to the construction of the By-Pass. ‘
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3.3.2

By the end of the second period, i.e. 1985 the two major road schemes will have been
completed i.e. the Kromboom Parkway and the Wynberg By-Pass. Development of retail
space will continue as demands increase. And if economic analysis was correct sufficient
demand should exist for the development of sites as mentioned before.

The Magistrates Courts complex which will be redeveloped by the end of this time périod, is
again unlikely to contribute much to the activity of the centre. ’

33.3

In the next five year period'endinngQQO the construction of South Road can be expected to
be completed. This will assist vehicular access from the East to the Wynberg centre and
could serve to make the centre more assessable, however, as discussed before it also creates
the area which could attract the development of a regional centre. The development of
retail floor space in Wynberg will begin to stabilise as the catchment population and
shopping patterns stabilise.

334

In the remaining period-till the year 2000 the construction of the Castletown Road and _
Waterloo Road can be expected to occur. But these will have little effect on the Wynberg
- Centre itself. : ‘ ' : '

3.4 Evaluation

In comparing this alternative with that of the previous-one, one is confronted with the
dilemma that the improvement in the Main Road environment is achieved at the cost of a
reduction in parking for the Northern section and the removal of passing trade and creation
of a pedestrian barrier from the West for the Southern section. : -

3.4.1

The centre will once again develop into a shopping centre with little or no diversification of
activities, and as such will not allow the centre to develop comprehensively thereby not
achieving its full potential. '

3.4.2

The quality of the environment along the Main Road will be greatly improved and there will
be an improvement on the present day shopping environment.
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343

The variable widths of road along the Main Road, and the varied nature of the development
along the Main Road, will add to visual excitment. The narrowness of the Main Road and
the retention of some of the colonnade and canopies will improve the protection against
the wind and the rain. Nevertheless some of these protective elements might be lost on
redevelopment in terms of the Town Planning Scheme controls; paragraph 78(1) and 105.

34.4

The area between the commercial area and the Wynberg By-Pass is unlikety to be developed
to high densities, as the sites are relatively small. One can expect single dwelling develop-
ment, although the area is adjacent to the By-Pass and this does not help to make the area
attractive.

3.4.5

The centre is still located only on the West side of the railway line while the bulk of the
catchment population continues from the East side. .

3.5 Palliatives

The palliatives suggested for the first alternative apply also in this alternative. Waivers of the
clauses 105 and 78(1) of the Town Planning Scheme would help in improving the environ-
ment of the centre, especially in the Northern section.

3.6 LAilnvolvement

The involvement of the Local Authority is restricted in this alternative to the development
of the road schemes and control of development by the administration of the Town Plan-
ning Scheme. '
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4. THE “"DO LESS THAN NOTHING” ALTERNATIVE

4.1 Intent

The alternative that must always be evaluated in any set of alternatives is the do nothing
alternative. In the evaluation of alternatives for Wynberg the first alternative for Wynberg
might be considered as the "’do nothing alternative’” as no changes were made to existing
planning. It is proposed that another alternative exists which might be called the “do less
than nothing” alternative in that some of the positive planning proposals are not undertaken:;
viz. no Wynberg By-Pass and no widening of the Main Road.

The rationale behind this alternative is based on two factors; firstly that the centre will
continue to attract mainly shoppers from the East and secondly that the construction .of the

- Kromboom Parkway and South Road schemes will reduce the volume of trafflc travelhng
Northwards through Wynberg.

4.2 Assumptions

The assumptions made for the analysis of this alternative are based on the road system and
the size of centre.

4.2:1
If the Wynberg By-Pass is not to be built and the Main Road not widened, then these funds
can be reallocated to the earlier construction of the Kromboom Parkway and the South

Road/Constantia Road scheme. Therefore the following are proposed as the road comple-
tion dates for this alternative.

Kromboom Parkway North of Ottery Road 1985
South Road/Constantia Road . " 1985
Castletown Road ' } 1995
-Waterloo Road . 2000
4 2.2

The traffic flows along the Main Road will be regulated and controlled by improved traffic -
enforcement and management. Increaséd traffic capacity can easily be achieved by preven-
tion of parking in critical locations and the linking of the traffic sngnals

423

The development of retail floor area can be expected to be of the order assumed as the low
va!ues ,
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By the end of 1990 development of retail floor area will have been almost completed as the
catchment population begins to stabilise and limit of sustainable retail floor area is reached.
There will nevertheless be continual renewal of existing stock, as buildings reach the point
where either their internal arrangement or the building itself become inefficient and can
benefit from improvements. :

434 .

In the following period until the year 2000, the centre will see the completion of the
Castletown Road scheme and the Waterloo Road Scheme which will serve for convenience
rather than need. No further significant changes can be expected to occur within the centre
itself.

4.4 Evaluation

The devélopment of Wynberg in accordance with this alternative appears to be relatively
cheap in the amount of local authority investment while the opportunities which this
alternative offers are: :

1. the minimal amount of local authority expenditure '
2. the land released from the Wynberg By-Pass Scheme available for residential use

‘3. thevariety of form offered by the positive treatment of the Main Road

The following shortcomings also exist

4.41

The maximum environmental improvement will not be achieved as the set back laws and
pedestrian over-hang controls reduce the possible provision of pedestrian protection
facilities.

442

No diversification in the activities of the centre will occur, and the centre will continue to
act as a shopping centre. The catchment population will still be attracted from the East
side though, the centre is situated on the West side of therailway line.

443
The provision of parking might become in short supply and this could become a problem.
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4.4.4

The management of traffic is a study in itself, although this should be accommodated
without the widening of the Main.Road it will require more detail study than has been
possible here.

45 Palliatives

The palliatives mentioned before.can also be applied here. However the most important
aspects are the prevention of the development of an alternative competitive centre and the
further improvement of the pedestrian environment.

4.6 L.A. Involvement

The involvement of the local authority is reduced considerably to the provision of an
improved pedestrian system along the Main Road and the control of development by
implementation of the Town Planning Scheme. The amount of investments is also
minimal being only used to provide some lpading and parking facilities, improvement of
signal synchronisation and extensions to the library.

5. SUMMARY

In these four alternatives one has examined the results to the environment of the Wynberg
centre in terms of the assumptions required for the process. What has emerged is that
since there is no need for very high North/South road capacity, opportunmes exist for the
Wynberg centre other than those approved at present.

Secondly in this set of alternatives, the lack of lustre because the local authority is not
permitted to contribute positively, creates the situation where the centre can only expect
limited growth. Furthermore functions of centre will not be provided on their own and
must be induced to the centre. Particularly where job opportunities are concerned, there
could be significant savings to metropolitan costs.

The third factor is that without local authority involvement the environmental aspects,
particularly the pedestrian environment in relation to the building, the street and the square
would have no opportunity to develop, nor would the conservation of unique buildings or
precincts be possible.
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‘Second set of avlternatives-

1. General Preamble

Whereas in the first set of alternatives the Local Authority was assumed to adopt a rather
passive attitude in guiding future development, in this second set it became actively in-
volved in steering the centre towards the goals set for the centre. !t is proposed that this
involvement by the Local Authority should be kept to a minimum and that it should pro-
vide only inputs which act as catalysts in the development. The form that these inputs
could take,will probably include planning, removal of restrictions, the granting of waivers
and incentives,and even development, :

1.1

The basic goal for these alternatives is the fostering of a centre, a place where social acti-
vity takes place at such an intensity that it is able to create those social qualities out of
the physical form, which are considered essential to a centre.

While the function of the centre is required to be multi-purpose, providing amenities, job
opportunities, residential activity, etc, the quantitive embryos of the centre are the retail
activity and the transport focus. For the retail activity, the goal is to enlarge the retail

. trade and hence floor area to either the maximum area that the catchment area can sup-
port or the maximum area that the centre can absorb, whichever area is reached first. For _
the transport focus, two aspects emerge, the-first is that the through commuters should,
as many as possible, be captured into job opportunities within the'centre. The second is

~that from the amount of North/South road capacity required as determined in Appendix
B, and the clarifications of road philosophy, it becomes apparent that there is no need for
the Wynberg By-Pass and that the need for wudenlng the Main Road depends upon the
shape and size of the future Wynberg centre.

The assumption that the Wynberg By-Pass is unnecessary to the Wynberg centre offers an
opportunity to the future of the centre in the availability of the land which has been ac-
quired to date to be put to those uses which will best benefit the centre. This is treated
as a topic in itself in Section 2.
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1.2 : v
The expansion of the retail area of the Wynberg Centre can be taken to have a maximum
as determined in the Appendix A with high values in square metres as follows :

1976 1980 1990 2000
41000 57 000 103 000 130 000

While it'v_can be argued that projections to the year 2000 are to a large extent calculated

guesswork, 'they seem to give a notion of the limits within which one needs to work. The
actual retail area of the centre will be determined by many factors which cannot be
analysed in this thesis, since these factors and the size and form of the centre will have to
be reviewed from time to time. However, even at this stage the upper limit of the centre
size can be decided upon in terms of growth dis-economies; eg. the harmful effect of
excessive parking and traffic.

1.3 - :

The main reason for the more positive involvement by Local Authority in the develop-
ment of the centre was the opportunity to improve the quality. These qualities which
were described earlier are important to the uplifting of the centre and will be implicit in
any proposal for the centre.

i.4 -

The second reason for the involvement was the opportunity to contribute towards conser-
ving those buildings or areas which are considered valuable. These are shown in Figure
7.1. This list is by no means complete and serves only as a proposal. Public participation

would be essential to determine the full extent to which conservation must be practised.

It is suggested that the development rights of these sites be transferred to other sites with-
in the centre, as this would reduce the cost of conservation.

1.5 : :

The third reason for more positive planning was to provide the Local Authority with the
opportunity to build Wynberg up into a job opportunity centre. If one considers. the
population South of Wynberg and the number of people actually changing mode at Wyn-
berg, it is apparent that there exists the potential to increase job opportunities in Wyn-

. berg. . Although no economic analysis has been possible for this aspect it is proposed to

set a target for the following increases in employment.

1
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The spatial requirements for the 5.000 industrial workers is estimated (300 p/ha) at 166
ha. Labour intensive industries are sought eg. electronics, clothing manufacture. While
some of this floor area could be located near Ebor Road, it is anticipated that the Ebor
Road area would be used for service industries rather; with light manufacturing activity
locating in the area adjacent to the Rex Trueform factory. ’

The spatial requirements of 2 000 office workers af 30 square metres per employee is
60000 square metres, (which is approximately equivalent to two floors of the area be-
tween Church Street and Piers Road between Maynardville and the Centre.)

The land therefore exists to provide for these job opportunities, the question is how are
entrepreneurs to be attracted? The Urban Transport Act will result in restrictions being
imposed which will make CBD development less attractive ; it will also result in the
opportunity to “induce’ developers to locate at centres such as Wynberg to save in the
provision of infrastructure possibly by providing incentives, investment assistance, rates
reduction and even free land.

1.6

The following three alternatives were examined : In the first of this second set of alterna-
tives (ie. Alternative 5 — the Western Development Alternative) it is proposed that all
future retail development takes place on the Western side of the Railway line. As far as
achieving the "high values’ of retail floor area this would require the development of an
additional 80 000 square metres of retail floor area on the Western side.

In the second alternative (ie. Alternative 6 — the Eastern Development Alternative) it is
proposed that all future development takes place on the Eastern side of the Railway line,
with the exception of those developments already in the pipeline. This would imply that
to achieve the "high values” of retail floor area development, 70.000 square metres of
retail floor space would have to be developed on the Eastern side.
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In the third alternative (ie. Alternative No. 7 — the Bllateral Development Alternatlve)
it is proposed that the future development be split evenly between the areas on the eas-
tern and western sides of the Railway tine. If the "high values’ of retail floor area is to
be achieved then an additional 40 000 square metres of retail floor area is to be provided
on the east and west sides of the railway line.

Because of the complexity of some aspects of the Local Authority involvement, two sec-
tions have been interposed between the discussion of the alternatives. Before discussing
the fifth alternative, the disposal and development of the land previously reserved for the
Wynberg By-Pass is discussed. And, before discussing the sixth and seventh alternatives
which involve the development of the Eastern side, there is discussion on how to provide
the Eastern side with the development stimulus.



~ 2. Wynberg By-Pass Land Utilised _ , ,
The strip of land available as a result of deleting the Wynberg By-Pass scheme amounts to
approximately 70 000 square metres. The nature of the sub areas of this strip are dis-
cussed although the disposal of the Southern portion of the strip is discussed in more
detail so as to show the possibility of using a new technique in disposing of the land. The
northern and central portion of the land could be sold in conventional ways with controls
or incentives applied. '

' 2.1 The Southern Sector : - :
Of the 39 000 square metres of land required for the Wynberg By-Pass between Piers
Road and Constantia Road, only 4 000 square metres have still to be transferred to
Council. The remainder is made up of 20 000 square metres of vacant land, 5 000 square
metres of land occupied by dwellings too run down to be renovated and 10 000 square
metres is occupied by buildings which have reasonable economic lives.

It is proposed that there exists three goals for this sector :
— To achieve a high residential density ; :
— To be developed as rapidly as possible; and

. — To minimise any economic losses by the City.

~ If land is just sold by auction, it can be expected that low density development will pre-
dominate and that those parcels of tand which are large will not be developed rapidly due
to the adverse present economic climate for multiple dwelling development (eg. flats).

it is proposed that a technique exists whereby the above three goals can be achieved, and
what follows is an-economic validation of the technigque. The technique is to give the
land away subject to minor development conditions.

2.1.1 To the Local Authority :

Let us consider a typical piece of land 1.000 square metres in extent. Its present market
value is about R30 000. While this parcel of land might have cost the Council more or
less than R30 000 on acquisition, its present value can be assessed in the form of an inte-
rest of R3 000 per annum. '

Firstly, it might be generalised that the erven that form this piece of land (typical of the
whole area) is composed of 50% which would be suitable for single dwelling development’
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and 50% which would be suitable for multiple dwelling development. Secondly, it may be
assumed that under the present circumstances only 50% of the multiple dwelling sites and
80% of the single dwelling sites would be developed. Thirdly, it may be assumed as a
maximum that 10 dwellings valued at R12 000 can be developed on the multiple dwelling
sites and 2,5 dwellings valued at R18 000 can be developed on the single unit sites on the
1.000 square metre typical site. :

Presently, rates to the local authorities are applied as 2.085c/_'R. Thereforé‘, under normal
development total rates received could be calculated as follows :

Land R30.000 @ 2.085¢/R , 'R625,50

.50 x 1000 x 2.5/1000 x 18000 x 80% @ 2.085c/R = R375,00
.50 x 100 x 10/1000 x 12000 x 50% @ 2.085c/R = R625,50
R1 626,00

If the land were given away subject to the 10 dwelling/1.000 square metres density crite-
rion and development within two years ; then the rates could be calculated as follows :

Land R30.000 @ 2.085¢/R

o R625,50
1000 x 10/1 000 x 12000 @ 2.085¢/R

R2 502,00

Thus recalling R3.000/annum rates, a shortfall of R1 498,50 would be incurred by the
city. However, the granting of free land could make an increased rate acceptable. If the
rates for.these properties were increased to 2.585c¢/R then the rates would amount to
R3 825,50. Thus the City incurs a shortfall of R800,50. Should the rate be increased to
3.085¢/R then the shortfall would amount to only R500,00.

2.1.2 To the Developer _ "
As far as the developer is concerned, the effect of not having to pay for the land will to
some extent be negated by the increased rates. Since all other costs remain the same.
Free land but an increase of rates from 2.085 to 3.085¢/R will be seen by a ‘“flats’’ deve-
loper as follows on the 1 000 square metres of development under normal conditions :

Interest of land costs ' , R3 000,00
- Rates on deveiopment R150 000 @ 2.085¢/R : R3 127,50
R6 127,50
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Incentive conditions : )
Rates on development R 150 000 @ 3.085¢/R R4 627,50
Difference ' R1 500,00

This means.that a possible rental reduction of R12. 5/month/unit. This could be the
difference that could make a development ' viable, since in terms of rental one is talking
of 10%.

The arrangement has only been put forward for the development of flats but it is obvious
that it can be extended to other forms of development, .

To recapitulate, at 3.085¢/R the Local Authority still loses some income, but :

1. It gets the revenue earlier, as development under normal circumstances cannot be
forced to occur say within a period of two years and if this clause were introduced,
the value of the fand to be sold would decrease ;

2. There is an increase in the population resulting in addmonal retail development,
hence more rates ;

3. The prescribed quality and conditions on development can be achieved ; and
4.  The impetus of development will be felt th roughout the centre.

2.1.3 Todispose of land

There are two difficulties in the process; the first is to determine the best increased rates/
development conditions so as to achieve the most for the centre and at the same time
entice the developer, and the second is how to dispose of the iand. To resolve the first
point is beyond the realm of this thesis, and while the conditions and incentives stated
herein would be suitable they might just not be the optimum.,

To dispose of the land it is proposed that inter alia the other normatl transfer clauses the
following pomts will have to be foreseen ;

1. Firstly the !and simply cannot be given away without accusations of corruption. So

the land must be sold subject to development conditions on an auction. The buyer
must then pay for the land when transfer takes place. If he develops within the pre-
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scribed period according to the conditions imposed, ‘he then gets the purchase price
back, but not the interest. Since a developer knows that the purchase price is to be
returned. his bid for the land could have been totally unrealistic. However, if there is
toss of interest involved then the bidding at the auction will have some control.

2. Development must be-completed within two to three years (safeguards are essential
against delay tactics). ' ' ‘ :

3. A developer forfeits his purchase price should the development not be completed
within the prescribed period or does not conform with the approved plans.

It is hoped that this has shown a method of retaining the competitive nature of probperty
development while at the same time achieving goals set for the development.

2.2 Proposél

- 2.2 Proposal C : :
In considering any proposals for the area available for development as a result of deleting
the Wynberg By-Pass Scheme it is convenient. to divide the strip into three sub-areas.
These three sub-areas are most easily defined as the area north of Church Street, the area
‘between Church Street and Piers Road and the area south of Piers Road. While all the
areas have a function to contribute to the expansion and improvement of the centre they
do so in different ways. ‘

Furthermore, this land is used for all three of the second set of alternatives and while the
broad development proposals apply to all three alternatives the details will vary due to
different demand created by the different form which the alternative takes.

In the following description it will become obvious that more work needs to be under-
taken in the realm of urban design before a proper architects brief can be prepared for the
development of the areas. And, since the planner’s role falls short of this, the designers
brief is not complete, although it has been attempted where. possible to quote examples
so that the concepts of the planner can be perceived by the urban designer in his work.
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2.2.1 The northern section serves three main functions :

— The transition of the residential area into the commercial area;
— To provide additional residential, office and retail space; and
— To provide parking facilities for the centre.

In examining the residential area to the West and the fact that the cemetery and buildings

.along Church Street west of Brodie Road are unlikely to be redeveloped, a development
to the height of 5 storeys would provide the upper flooswith a good aspect and would
not be unacceptable. This would begin to merge with the residential buildings to the west
and create a back drop to the thatched houses at the Northern entrance to Wynberg. The
whole site does not appear to have great commercial potential as the development lies on
the fringe of the prime retail area. Nevertheless, one could éxpect retail development to
take place at the intersection of Brodie Road and Church Street. The site however, is very
well situated for office function being close to the magistrates court sector, and having a
particularly pleasant environment. The provision of parking in this location is also impor-
tant because it will serve not only the development itself but the Northern prime retail
area.

| On the 8.000 square metres of land, it is proposed that the follbwing development could
take place :

— 2 000 square metres of retail

— 10 000 square metres of parking, ie. 300 bays

— 8 000 square metres of residential, ie. 80 dwellings ; and
— 3 000 square metres of office

These areas and the permissible functions conform with the C3 or B3 zoning. However,
-to generate the residential and parking requirements, these would probably have to be the
conditions of sale. In the three alternative forms it will be seen how the proportions of
the development could be altered due to change in focus. :
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2.2.2

The central section holds the key to the retail expansion of the centre. The area is
approximately 22 500 square metres in extent facing Westwards over Maynardville and
Eastwards over the present commercial area. Maynardville creates an “edge’” (7.1) to the
centre and this fact aliows a relatively high development (a maximum of 6 storeys) to
take place taking advantage of the views Westwards. There is no objection to the develop-
ment of residential function on this site but it is supposed that the emphasis w;ll be more
commercial.

The parking provided in this area will be essential to the operation of the centre. The
area allocated to each activity will’ depend on the form of the alternative chosen, but the
broad area sizes of the various activities are suggested as follows :

Retail 30 000 square metres
Parking 35.000 square metres
Office 30 000 square metres
Restaurant on top.

This bulk again conforms with the B.3 zoning, if one accepts that the parking is for the
centre as a whole and not just for this development, then the parking facilities will not
form part of the bulk calculations.

The office development can to a large extent be taken up by municipal offices, should the
concept of municipality occur, although demand does exist at a centre for office space.
The library could be incorporated in the new development. However, the general benefits
obtained from having the library located in the Town Hall site in keeping night time
actlwty in Maynard Road mitigates for the cho:ce of anew location at the Town Hall.

The timing of this development is quite important and dependant on the economic cli-
mate and the alternative chosen. The development could also be phased if necessary.
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2.2.3

The Southern section south of Piers Road is mainly residential in nature and an example

of work (2.10} carried out by UCT planning students is shown, which gives an idea of the
FMAYNARDV ILLE concept of the land use pattern desired. The area between the commercial strip and this
area- must also be integrated into this style of development. In this way, the transition
between the purely residential to the West and the commercial strip along the Main Road
will be accomplished. There is no objection to professional practices occuring in this

Ligmaay strip as this would assist the transitionary effect.
SROPs )
ACT VI T ¢

The technique of disposing the land is described in an earlier section. A height restriction
of 4 storeys is essential if the environmental quality of the area is to be attained.

The increase in population resulting from the densities achieved in the residential deve-
lopment of the Southern sector and the fact that there is no primary school at present in
the area, suggests that the population which exceeds the 600 families quoted could war-
‘rant the establishement of a primary school. It is suggested that there is no need for the
large areas normally set aside for primary schools, but that the outdoor facilities could
become part of the community facilities of the area.

PORLIC TRAN SPORT.

The opportunity also exists for the development of an old aged home. The home would
have the convenience of the retail activity, the bus routes, the station, the park and total
area, making the area ideally suited for such a development.

o “UXC&

SOUTHERN sec:norq, ] .







WYNBERG ANNUAL TURNOVER (R x10")

ol

Sop

4cL

(o4 10')

-
[+]

b
o

¥

' 970

\9 8o

1990

2000

)

SUSTAINABLE FLOOR AQRWRA

3
3

©
)

3. The Western Development Alternative

3.1 Intention :

The basic intention of this alternative is the continued expansion of the retail activity on
the west.side. A decision by the Local Authority 1o pursue this form of development'
could be based on three fears, viz:

1. That an attempt for retail activity to straddle both sides of the ral!way line would
not be economically viable;

2. That an attempt for retail development on the Eastern side of the railway line could
be harmful to the existing retail on the Western side: and

3. That the centre mlght not expand sufficiently thus creating any development on the
Eastern side into a ""white elephant”.

The expansion of retail ﬂoor area only on the Western side will obvicusly permit a smaller
retail floor area than if the centre could exist on both sides of the railway line, due main-
ly to the provision of parking faCtlmes focated on one S|de only.

The overall intent is to achieve a broader based centre which not only offers shoppmg
facilities but also job opportunities, servrces amenities and housing.

3.2 Assumptions

- To be able to evaluate this as an alternative the following assumptions had to be made :

3.2.1 '

The retail activity would develop in terms of the "high values However, in the course
of the analysis it became apparent that the excessive demand for parking on the Western
side could not be met and that the retail floor area of the centre would be limited to
80 000 square metres.

3.2.2
While the Wynberg By-Pass would not be required, it was found essential in terms of the

traffic analysis (Appendix B) to provide a link between Wetton Road and Church Street
by improving the.intersection of Brodie Road with Riverside Road

3.2.3

The Main Road Widening scheme is not pursued in its present form, although the appre-
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~ ciation of the fact that there exists three distinct sectors along its route would in itself
determine the form of the road.

3.24

Since the Wynberg By-Pass is not to be constructed, the land would be disposed of as de-
scribed in the preceding section. This would obviously include the provision of retail
parking, office and residential space.

3.2.5

The provision of office space could be catered for in the redevelopment of the sector east
of Maynardville, the new Ackermans site, the Grand Bazaars, minor other locations on
the West side and on the North of Broad Road.

3.2.6
The provision of industrial floor space will continue to be located mamly in the wcmlty
of the Rex Truform factory.

3.2.7 _ .

The deletion of the Wynberg By-Pass proposal from the road programme will allow earlier
completion of the Kromboom Parkway, the Constantia Road/South Road scheme and
Castletown Road link. The following could be the amended completion dates :

Kromboom Parkway {North of Ottery Road) 1985

Constantia/South Road 1985

Castletown link road _ 1990
- 3.2.8

The Government development proposals such as the Magistrates Courts and schools will
continue on the schedules quoted before. The expansion of the office space on the West
side could provide the forces to pull the magistrates courts activity into the activity of the
centre, o

3.3 Description

3.3.1

In the period to 1980 some remarkab!e activity will take p!ace in- the Wynberg Centre.
The landscape plan for the Main Road and Station Road will become implemented. The
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land south of Piers Road previously reserved for the Wynberg By-Pass will be disposed of,
and this will generate considerable interest in the centre. Furthermore, the early building
requirements will create a building activity which will influence the commercial activity
of the centre.

Commercial development will take place as planned on the site West of Station Road and
on' those sites in the north which are suitable for redevelopment eg. East of O K Bazaars,
North and South of Station Road. The retail expansion couid amount to about 6 000
square metres in this period. On the East side, incentives for the provision of industria
-and office floor space could result in the beginning of some industrial and office building
construction.

The area north of Puers Road will not be disposed of as yet since it would be important
that the release of this land be properly studied before being sold. This area is vital to the
'success of the centre in its ability to attract the higher income shopper population on the
West. Access to the site would be from Church Street (both East and West) and Brodie
Road. This complex must include high quality shops, offices, parking and even residen-
tial could assist in achieving the impetus required.

3.3.2
In the period 1980 to 1985 the Kromboom Parkway and Constantia Road/South Road

schemes will be completed thereby considerably reducing the volume of traffic using the -

MainRoad. At the same time the residential development in the "By Pass’ strip will have
been completed, providing additional buying population close to the convenience retail
strip along the Main Road.

The vacant area North of Church Street and East of Brodie Road can be expected to de-
velop. The development of the site could be staged; and about 8 000 square metres of
additional retail floor area could become available in this period with the development of
this site and others in the existing Wynberg commercial area.

3.3.3 ' ‘
By the year 1990 the Castletown link will have been completed Wthh will incorporate
the improved terminus on the East side. The need for the road underpass at Church
Street can then be questioned, as access between East and West will be possible along
South Road and Wetton Road at the broader context and along Rockley and Wetton
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Road in the local context. With the through traffic out of Church Street, the pedestrian
environment in the vicinity of the Town Hall will be considerably improved.

The commercial expansion will continue mainly on the site to the East of Maynardville.
An additional 10.000 square metres of retail floor area will be available during this pe-
riod. : :

A decision will be required as to the future of the library. It could be incorporated into
the new commercial development. An alternative location is the Town Hall itself or
Town Hall site. This would have considerable advantages in keeping that area "alive’’ at
night. Parking facilities could be incorporated into an urban plan for the area which
could also be used as a recreation area. Thus this area would serve as a recreation area
during the day and a parking area at night.

The provision of office and industrial space would continue in the areas described before.

3.34 .

In the remaining period to the year 2000 the centre development will begin to stabilise as
the growth of the catchment population starts declining. The centre image which has
been created and future change will relate either to internat improvements over time or -
else a revised goal for the centre resulting from metropolitan and national changes which
could occur.

3.4 Evaluation

This form of development will allow significant progress towards the size required of the
Wynberg Centre, so that it could function as an important centre providing those qualities
which are essential. The detail programming of development and release of land in the
Northern sector would require obviously more detailed investigation. The locational bias
of development unfortunately creates three shortcomings :

1. The retail area of development is restricted in size.

A substantial amount of parking will have to be provided in an area where the land
values could be relatively high.

3. The road system will still have to cope with a large number of vehicles crossing the
railway line from the East. These could have the effect of preventing the elimina-
tion of the Church Street underpass and require additional road space in relation to
Wetton and Brodie Roads.
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3.5 L A involvement

The involvement by the Local Authority is prevelant in this alternative. It begins with
the initial improvement of the pedestrian environment. Proceeds through a re-analysis of
the.existing town planning scheme and road planning proposals. Becomes involved in the
disposal of land to which conditions have been applied which act specifically towards the
goals set for the centre. The attraction of office and retail floor space development might -
have to be accompanied by rate rebates applied to developments for a fixed period and/or
to developments occuring within a certain period of time (the length of these periods
continually subject to review). '

The greatest involvement is the change in Local Authority co-operation with education of
and inducement of the private sector in producing a centre which is more beneficial in the
overall sense. This involvement also applies to the other alternatives in this second set.

In this alternative the greatest physical involvement could be the development by the
Local Authority of the site East of Maynardville. The arguement of who should develop
is a difficult one to answer. Since a threat does-exist from the proposed Constantia Shop-
ping Centre, it is suggested that these entrepreneurs be invited to develop this area. This
might be considered unfair and it might become necessary for. the local authority to de-
velop the centre itself as in the Strand Street Concourse. It could act as landlord while
the concepts are established, then selling out thereafter.
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4. The East Side Catalyst

in the first alternative of the second set, the emphasis of development lay on the West
side which would be an extension and expansion of the present development form, but
with the Local Authority involvement.  The second and third alternatives realising the-
problems incurred by expanding the centre only on the West side explore the possibility
of spreading the centre over onto the East side. The major problem in the fifth alterna-
tive was to provide sufficient access and parking to the West side as the centre expanded.

The obvious fact is that the large proportion of shoppers in Wynberg come from the
Eastern side at present and while the proportions will change as more shoppers are en-
ticed from the West, the traffic volumes from the East will remain farge. A solution to
the problem is to get the shoppers from the east to park on the eastern side of the railway
line. This would considerably reduce the pressure on Wetton Road since the motorist will
have access from Ottery and Broad Roads.

There exists two major problems :

1. Toentice the shopper to park on the eastern side ; and

2. To develop activity on the Eastern side which will attract the parking to occur on
the Eastern side but at the same time not adversely affect the retail activity on the
Western side.

4.1

To achieve this the following strategy has been evolved and is considered to meet these
aims. It is quite probable that other better strategies can be evolved following better co-

- operation and involvement by the community. The other point that must be remem-

bered is that the qualitative values given in this strategy description serve to validate the
process and the two alternatives that follow will require quantitative measures to be
applied that fit the specific requirements.

4.1.1

The first phase is to put the plan up for public opinion and comment, not at a public
meeting but in groups of interested parties who can get involved with the plan.

4.1.2
The land to the north of Broad Road and east of the railway line js acquired (some is al-
ready in Council ownership). Acquisition would take about 5 years. Once acquired the
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land will be used by commuters parking at Wynberg Station. At the same time the area
east of Wynberg Station is surfaced for parking. This area will be used by commuters
until such time as the larger area becomes available, thereafter it will revert to short term
parking use in the interim until redevelopment takes place. The area presently zoned B.1
to the South of this parking area is re-zoned B.3 and the Castletown Road link in a re-
vised form will then be constructed from land gained in lieu of betterment. This. re-
zoning will create impetus for redevelopment in this area.

The land can be expected to redevelop within a period of three years. The betterment
paid should be reduced to induce development and could even be waived subject to the
following conditions :

That development takes place within two years;

That the precinct of the Mosque be respected in any proposed design;
That development be such to funnel pedestrians to the subway; and
That land be given for the development of the Castletown link.

rON~

Resulting from this development one can expect an additional 1.500 square metres of re-
tail floor area, and possibly some office activity. This development will have the effect of
providing a funnel for the public transport commuters crossing the railway line. It will
also provide a retail area for bulky shopping close to shopper parking on the Eastern side.
In the short term these short term parkers will only be effectively provided with 100
bays. The land will become available for the Castletown Road link which would then be
completed to the intersection with Ottery and Sussex Roads by 1985.

At the same time the development of some of the sites described in alternative one will
have occurred on the West side, to the extent allowed by the alternative chosen.

4.1.3

The second phase cannot be defined quantitavely at this stage, as this depends directly on
the alternative chosen. The first phase common to both East side alternatives is the deve-
lopment of a comprehensive structure onthe present P G Timbers site and the small par-
king area. This development should contribute approximately 12.000 square metres of
retail floor space. '

In the second alternative this area would have to be extended Eastwards to create a retail |
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" area of approximately 40C 000 square metres This would have its own problems in pro-
viding parking facilities.

In the first phase the existing P G Building could be redeveloped or refurbished in its
development. The comprehensive development is seen as the creation of focus for the
Eastern area catchment population. The proposal is that the development creates an
amphitheatre for the Mosque. |t will also include the bus terminus, the clinic or day hos-

pital (which is needed on the East side), office space and even residential in structure that’

could easily rise up to 7 storeys.

The inclusion of these community facilities and the conditions of re-zoning would reduce
the betterment payable and land acquisition costs thus increasing the attractiveness of
the business venture.

The construction of the Castletown link and the location of a portion of the centre and
parking on -the east side will allow the conversion of the Church Street unhderpass to a
‘pedestrian route, with the portion of road between the railway line and Brisbane Road
being used for buses and loading only. Thus the parking area to the North could have
multiple level access to the new building even if two floors of parking are not provided.
The bus route roads can also be regraded so that the redevelopment can take advantage of
the change of grades.

42

The retail function of the Westemn side of the railway line can be expected to be of rela-
tively higher order than on the eastern side, in that a high order department store eg.
Stuttafords type, would be viable on the West side but not on the East side. However,
the range in quality of retailing will obviously overlap, with the West side frame area
actually having lower order shops than the Eastern side.

4.3

With the retail trade expected by the year 1990 and 2000 the development of the Eastern
side is quite feasible. Only the danger of fragmentation into two sectors is to be avoided.
If this occurs then obviously the attraction of Wynberg will be considerably reduced.
Furthermore, the retail development that will be permitted to occur on the West could
be considerably reduced if the area to the East of Maynardville is retained for parking.
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WYNBERG ANNUAL TURNOVER (Rx10')

5 The Eastemn Development Altematlve

5.1 Intention

The basic premise in this assumption is that the retail function of the Wynberg Centre
must expand and thus be accompanied by the various activities which are essential in
creating a comprehensive centre. However, the appreciation that accommodating the
additional traffic access and parking would be problematic has suggested that the solution
lies in limiting the expansion of retail activity to say 15.000 square metres on the West
side and providing the additional floor area {even up to 40.000 square metres) on the
Eastern side. Since this alternative is based on Local Authority involvement one: can
anticipate attempts at achieving those qualities described before as essential to the centre.
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5.2 Assumption
The following assumptions were made to project the future of the centre according to -
this alternative:

»
[
>
o]

5.2.1
The retail trade activity will develop in terms of the pro;ected “high values".

]
T
L
»~
-]

SUSTAINABLE FLOOR AREA (m

910 ' 9 Bo 990 Zooo " 5.2.2 v
: : The retail floor area on the west side will expand by approximately 15 000 square metres.
This will occur with the development of the site at the western end of Station Road, the
area to the east of O K Bazaars, the area west of Woolworths and the redevelopment of
the sites in the vicinity of Station Road.

5.2.3 :

The present area to the east of Maynardville would in this case probably be laid out for
parking with trees and shrubs to soften the change from Maynardville to the Centre. The
area could be held in reserve by the Local Authority.

5.2.4 , } _
The area to the North of Church Street and East of Brodie Road and the area South of
Piers Road would be developed as described in the section on utilising the By-Pass Road.

5.2.6 |
The area to the East would be developed as descrlbed in the preceeding section although
the amount of development mvoIved would have to spread Eastwards so that sufficient
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retail floor space could be developed. The need to provide almost 2000 parking bays

could become a probiem. :

5.2.6

The expected retail floor area growth would result in approximately 50 000 square
metres of retail floor area on the Western side and 40 000 square metres on the Eastern
side.

527

The revised road construction programme with the deletion of the Wynberg By-Pass and
Main Road Widening Schemes the Kromboom Parkway, the Constantia Road/South Road
link and the Castletown link road would be completed by 1985. At the same time
Church Street underpass could be closed to vehicular traffic.

5.2.8

The government proposals to redevelop the Magistrates Courts and education facilities
will go on as planned.

5.29
The provision of office space will most likely occur on the Eastern side as this is where

the impetus of development will take place and industrial expansion could occur in the
Rex Truform factory area as well.

5.3 Description

5.3.1 _

In the period 1980 one will experience the pedestrianisation of Station Road, the deve-
lopment of the Ackermans site and the beginning of the residential development to the
South of Piers Road. The magistrates courts will also be completed during this period.

On the Eastern side the parking area to the North of Brodie Road will have been deve-
loped and the commercial development near the subway will have only just commenced.
This retail area could be allowed to expand Southwards, as sufficient area would be re-
zoned to develop the centre on the Eastern side to the size required. Instead of 1500,
square metres in this initial proposal, one would expect approximately 5000 square’
metres to be re-zoned to B.3. The fact that the additional land is to be re-zoned would
require more detailed investigation as would the development and betterment conditions.
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5.3.2 :

In the next period to 1985 the road schemes feeding Wynberg Centre will be completed.
On the West side the Northern area adjacent to Brodie Road will have been redeveloped,
and a few other sites would be remodeled depending on the economy. The new police
station will also have been completed. On the Eastern side where the major input of
~ development is taking place the large commercial development on the Southern end will
have been completed introducing almost 5 000 square metres of retail floor area. The
parking areas will have been re-Qrganised as well as the access road system. Pianning will
have commenced on the redevelopment of the first portion of th Mosque “‘amphitheatre’’
development. The concept of the centre straddling the railway line will have been rein-

forced and the pedestrianisation of the Church Street underpass will add to the other :
pedestrian linkage. The deveiopment of office space will have been fostered in the deve--

fopment of the area adjacent to Brodie Road, the new Southern retail development on
the Eastern side and the area adjacent to Broad Road {which will have been stimulated by
the development of the parking area and development incentives).

5.3.3

In the third period between 1985 and 1990 there will be little new development on the
Western side aithough some re-orientation in shopping pattern could be carried over from
the previous period as the centre on the West attempts to attract the upper income shop-
per population. The major retail complex forming the amphitheatre of the Mosque with
the offices, clinic and amenities will have been completed, providing the centre with its
form and focus. Offices and industrial activity will also continue to be developed in the
Eastern area North and South of Broad Road. The Eastern side of the centre will require
considerable parking facilities besides the public transport facilities, and it can be expec-
ted that the parking area to the North of Broad Road would require decking to increase
the amount of parking on this site to over 1 000 bays. Additional parking requirements
could in themselves constitute one of the criteria for controlling the size of the develop-
ment on the Eastern side. '

534

In the next period to 2000 with the stabilisation of the catchment population, the Eas-
tern retail area will expand only slightly while the major development activity on the
Western side wiil be refurbishment rather than redevelopment.
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5.4 Evaluation

In this alternative which allows the centre to reach at least a retail floor area of 90 000
square metres but could easily be increased Eastwards, the qualities of the centre can be
incorporated into the incentives to have all activities being provided in the new develop-
ment which results from the re-zoning of the large area of land from B1 and B3. The
major shortcomings of this alternative are :

1. The large development investment on the Eastern sector and the probable difficulty
in stimulating sufficient private investment; : ,

2. The large area of land East of Maynardville which will not be fully utilised;

3. The difficulty in providing sufficient parking on the Eastern side; and

4. The difficulty in attracting high income population shoppers to the Wynberg centre,
even to the Western sector.

5.5 L A involvement : '
The major involvement of the Local Authority is in its planning procedures. The develop-
ment of the Eastern sector will involve a considerable education campaign aimed at all
the people involved in the Wynberg Centre. Firstly, it must be aimed at those who have
investment in Wynberg to make sure that they are confident of the future of Wynberg
and confident that the Eastern development will not adversely affect their investment.
And secondly, it must be aimed at the catchment population who make use of the centre
especially those who will relate the “mosque amphitheatre” as one of the aspects making
them belong to the centre and the centre belong to them.

The Local Authority will be involved in creating incentives to develop the land available
as a result of deleting the by-pass and for the provision of floor space to increase job
opportunities at the centre. .

The extent of the physical involvement of the local authority includes the three road
schemes, the parking areas and the pedestrianisation scheme on the Western side. It is
proposed that the amenity requirements would be provided in lieu of betterment pay-
ments. This will have the advantage that the local authority will have consaderable in-
fluence and yet be involved in relatively littie investment.
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6 The Bilateral Development Alternative

6.1 Intention

Following on from the examination of the last two alternatives comes a compromise solu-
tion to the two extremes, the obvious problem of both previous alternatives was the load-
ing on access routes and the provision of parking. This aiternative intends a more effi-
cient alternative with parking at the Eastern and Western ends of the Centre which strad-

-dles the railway line, but at the same time the centroid remains on the Western side. The

basic concepts that Local Authority becomes involved in the development of the centre
and that the qualities of centre are fostered are carried through to this alternative as well.

6.2 Assumptions

~ The assumptions that were made so as to postulate the growth of the centre were as

follows :

6.2.1
The retail activity will develop in terms of the projected “‘high values” ;

6.2.2 : :
The retail floor area on the West side will expand to about 80 000 square metres while
that on the East will expand to about 20 000 square metres. The Western area retail
expansion will be in accordance with that proposed in the “"Western Development’”
Alternative. The development on the Eastern side will be similar to that proposed in the
""Eastern side catalyst”’.

6.2.3
The road construction programme will be as follows :
~ Pedestrianisation of Station Road 1979
Kromboom Parkway North of Ottery Road 1985
South Road/Constantia Road 1985
Castletown/ Road 1985
Waterloo Road/Gabriel Road 1990 {Subject to review)
6.2.4

The development of the magistrates courts, police station-and education facilities will be
implemented as stated earlier.
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. 6.25
~ The provision of job opportunities by the development of office and industrial floor
- space to be in keeping with the proposals set out in the general preamble.

6.3 Description

6.3.1

in the period to 1980 the proposals set out would be publicised and comments received
‘and incorporated into a comprehensive plan. The Local Authority would show its full
commitment to the scheme by pedestrianisation in the Northern sector and the disposal
of the Southern strip of land that formed part of the Wynberg By-Pass Scheme. ‘At the
same time the development of the site at the Western end of Station Road would be
completed. Furthermore, the impending growth of the centre will probably entice the
development of the sites to the North and South of Station Road and East of O K Ba-
zaars thereby creating a development of approximately 10.000 square metres. Further-
‘more, plans to dispose of the land North of Church Street will create considerable public
interest in the centre. The proposed Old Aged Home will be developed quite soon since
the land is available and the Magistrates court will also be redeveloped.

On the East side the existing parking area will be re-surfaced and the sites forming the
large parking area will be bought by the Local Authority. Planning will be bought by the
Local Authority. Planning will be in progress for the development of the "‘Mosque
Amphitheatre’’ South side development.

6.3.2

In the period to 1985 the expansion of the centre will continue with most of the residen-
tial development. Old Aged Home and a primary school being completed in the South-
ern strip on the Western side. The police station will also have been completed and the
construction of the new Wynberg school could have commenced. The area adjacent to
Brodie Road, North of Church Street will also begin to redevelop during this period pro-
viding an additional 5 000 square metres of retail floor area. Planning will have com-

menced for the development of the site East of Maynardville. Before construction takes

place the library will have relocated near the present Town Hall.
On the Eastern side the large parking area, the small parking area and the southern

"Mosque Amphitheatre’ building will have been completed creating the beginning of the
Eastern side focus and funneiling the people through the Southern subway.
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In terms of the road system the Kromboom Parkway, Constantia Road/South Road
scheme and Castletown Road link would have been completed. This will allow the clo-
sure of the Church Street underpass. The environment near the Town Hall would be
greatly improved, with the pedestrianisation of Station Road and the reduction of traffic
in Maynard Road.

6.3.3 ~

In the period to 1990 the development will take place on the Western side with the con-
struction of an additional 30 000 square metres of prime retail high order retail space.
The increase in local population and the retail development in recent periods is expected
to improve the quality of retail development on the Western side considerably. Therefore
the time would be right for this large high quality development to take place which will
act as the magnet for that population living on the West. Besides providing retail space
there will also be an increase in the amount of office space.

On the Eastern side of the railway station the development of the large "amphitheatre’’
will have commenced. Thus, the parking and bus terminal facilities will be re-arranged,
the industrial expansion fostered by rates incentives should have taken effect by this stage
providing another group of buying population.

6.3.4

In the remaining period, the Western area will have stabilised in quanitity of development
with refurbishment and updating of the older buildings beginning to take place. On the
Eastern side the construction of the retail expansion on the present P G Timbers site will

have been completed adding an additional 18 000 square metres of retail space. The

catchment population of Wynberg centre will have begun to stabilise. During this period
any revised proposals resulting from a review during the course of the development of the
centre could be introduced.

6.4 Evaluation ‘

This alternative appears to have the flexibility required to cope even if the centre does
not grow to the expected size or grows beyond that size. This alternative also appears to
provide a link between the Magistrates court complex, the centre and the office/industrial
area alongside Broad Road. Its shortcomings in the provision of parking on the West side
can be made up by differential parking tariffs and expansion of the East side parking area.

~The amount of expansion on the East side is related to two large parcels of land, which
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appear sufficient enough to incorporate a large supermarket ig. where the bulk buying is
done, being closest to the parking area. The problem of the plan lies mainly in the detail-
ing and timing of the East side development, which a better economic analysis (than
possible in this thesis) would resolve.

- 6.5 Involvement .

Local Authority involvement in this alternative appears very similar to that in the pre-
vious two alternatives ; the three road schemes immediately related to Wynberg Centre,
ie. Kromboom Parkway, Constantia Road/South Road and Castletown link Road com-
pleted by 1985. On the West side it includes the planning and disposal of the land in the
West side strip made available as a result of deleting the Wynberg By-Pass, the pedestriani-
sation of Station Road and parts of the Northern sectors of the Main Road and the re-
deveiopment of the library in association with the Town Hall. On the east side the Local
Authority will be involved in the detailed evaluation of the benefits achieved by re-zoning

attempting to obtain amenities and facilities for the centre from private enterprise, the
provision of the parking area/garage, the control of the large development around the

L LRV e

Mosque, and the stimulation of industrial and office jobs by incentives to developers to
provide this sort of development,

7. Summary

This set of alternatives pre-supposes that the Local Authaority uses its powers to motivate
development. |t uses its powers to create a centre which is a centre, with its varied func-
tion, goed environment and a charisma of its own. !t is able to have the buildings which
are important to the centre conserved, and it is able to extend the scope of the centre be-
yond the shopping precinct, involving residential, industrial office and amenity in a com-
prehensive plan. The advantages become obvious. There exist problems also. In fact the
real probiem is the evolution of the "'modus operandi’’ between the Local Authority and
the individual members of the private sector. This has been evolved to some extent for
the Southern portion of the West strip. But the other areas in which the Local Authority
becomes. involved require much more detailed evaluation of the practical and legal impli-
cations of the waivers, betterment and conditions imposed so that the competitive nature
of private enterprise will be maintained, that "‘corruption” or ""Wheeler dialing” might
not occur, and that the optimum development is induced for the Wynberg Centre.
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Wynberg plan

1. Comparison of Alternatives _

Before the seven alternatives are compared, it is felt that the role of the planner in local
government should be restated. It is proposed that the planner should prepare and exa-
mine alternative plans of develom‘n/ﬁn felation to the goals of the public, either as sta-
ted, or as peM by the planner “Itis then his function to describe the potential, ad-
vantages, disadvantages and problems of each alternative and compare these. He is then
in a position to recommend a course of action to councillors who represent the public.
These councillors should be fully informed regarding these alternatives so that they are
able to judge the recommendations and take the decision for the public body.

An important aspect of this procedure is the presentation of work in the early stages of

preparation so that greater public involvement can be obtained. This will have two results

viz:

1. the public will be better informed and therefore more obJectlve in its crmsm of any
plan, and

2. the planner wiil be better informed of what the public desires.

Unfortunately in this thesis it has obviously been impossible to consult the public, and
the author has had to work within the realm of the perceived goals.

A comparison between the alternatives was related to seven topics which might also be
considered as the goals for the centre :

The centre should be multi-functional and have those qualities which create a centre
The shopper environment should be optimised.

There should be confidence instilled in the private investor.

The centre should have size flexibility.

The centre should provide job opportunities.

Local Authority investment should be minimised.

Local Authority involvement should be minimised and should be inducive and not re-
strictive in nature,

NoghsWON =
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QUALITIES
OF CENTRE

SHOPPER
ENVIRONMENT

INVESTMENT
CONFIDENCE

" ALTERNATIVE 1 ; ALTERNATIVE 2 |

1

ALTERNATIVE 3 g ALTERNATIVE 4

ALTERNATIVES ]ALTERNATIVE 6 |ALTERNATIVE'

“Do Nothing” l“No Wynberg No Main Road i Less than Nothing Western Eastern Bilateral
By-Pass” | Widening I . '
. 1 ' ‘ !
NO POSITIVE ATTEMPT ;TO IMPROVE QUALilTIES POSITIVE ATTE PT TO IMPROVEQUALITIES

|

i

| !
NO POSITIVE ATTEMPT TO IMPROVE ENVIRONMENT
RELATIVELY LITTLE EXPANSIOI‘;‘J OF RETAIL |

Removal of barrier:

~ Removal of Main Road widening
to convenience shopp}ng

improves primq_ area retail
|

|

~ {
| |
|
H
1]
+

SIZE EXPANSION OF CENTRE RESTRICTED BY ATTRACTING ON LY
FLEXIBILITY EAST SIDE CATCHMENT ,
JOB NO POSITIVE ATTEMPT TO INCREASE THE NUMBER OF JOB
OPPORTUNITIES OPPORTUNITIES AT THE CENTRE

MRW 500000 500000 50000
LOCAL WBP 3500000 3500000
AUTHORITY LIBRARY 100000 50000 100000 100000
INVESTMENT PARKING 50000 50000
LOCAL CONVENTIONAL LOCAL AUTHORITY INVOLVEMENT
AUTHORITY ;
INVOLVEMENT X
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i POSITIVE ATTEMPT TO IMPROVE:ENVIRONMENT
EXPANSION OF RETAIL SPACE AND CHOICE

Max flexibility

ADDED CONFIDENCE DUE TO LOCAL AUTHORITY
INVOLVEMENT
Massive investment;,  «
on East side :
could be a problem

Size of centre
restricted to
90 000sg min
first phase only

Size of centre
restricted to
90 000sg m
retail

Size of centre
restricted to
80 000sg m
retail

POSITIVE ATTEMPT TO INCREASE THE NUMBER
OF JOB OPPORTUNITIES BY 8 000

50000 50000 _ 50000
100000 100000 100000
75000 ; 75000

REVISED L A INVOLVEMENT —
Would require
additionai financial
investment

i
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TABLE 8.1 GOAL ACHIEVEMENT MATRIX




Table 8.1 shows the goal achlevement matrix for the seven alternatives. Briefly, they are
described as follows : '

1.1 Qualities of Centre :

It is obvious that the more positive involvement of the Local Authority in the develop-
ment of the centre will allow the easier achievement of certain goals. The second set of
alternatives allows for this more positive involvement and therefore will be more efficient
in this respect than the first set of alternatives. :

The achievement of a greater diversity of activity will be easier if incentives and con-
straints can be applied to attract or discourage activities. The centre can therefore be
developed to serve a wide function if development takes place in terms of the second set
of alternatives. :

The quality of the environment within the centre will also be better as a result of imple-
mentation of a plan from the second set of alternatives than from the first set. The more
comprehensive pedestrian plan that can be developed could include pedestrian priority
areas, pedestrian protection from the elements and the conservation of buuldlngs These
all help to improve the overall quality of the centre.

1. 2 Shopper Envtronment :

The main shoppmg area lies on the Northern Sector. Alternatives two, four, ﬂve six and
seven made positive attempts to reduce further widening of the Main Road, this will help
to maintain a pedestrian scale. The second set of alternatives expanded the centre size so
that a greater variety of goods and services could be available. Also the second set of al-
ternatives considered the relaxation of clauses 78(1) and 105 which would permit the re-
tention of pedestrian protection features eg. collonades and canopies. - The distribution of
retail floor area in alternative seven would provide the greatest amenity to the shopper,
with the provision of parking and retail facilities on the East side and railway crossing
~ routes, but retain the locational blas on the Western sude

1.3 Investment Confidence

" The second set of alternatives, in the positive mvolvement policy of the local authority
would help to create investor confidence. Alternative five and six would not be as good
as alternative seven in this respect due to possible problems discussed in earlier sections,
which these two alternatives could have in enticing large private investment.
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1.4 Size Flexibility
Alternative seven has the greatest size flexibility since its proposals are not fully commit-
ted to one side development only, allowing greater flexibility during the review of deve-
lopment over time.

1.5 Job Opportunities : .

One of the objectives of the second set of alternatives is the provision of job opportuni-
ties at Wynberg so as to reduce the journey“to work. In the second set of alternatives this
policy is pursued positively, in that office space development is a condition of sale in the
North Western sector and the East of Maynardville sector, and a condition of re-zoning of
the erven on the Eastern side. Incentives were also suggested for the areas North and
South of Broad Road to stimulate development in the second set of alternatives.

1.6 Local Authority Investment

Investment by the Local Authority should be kept to a minimum. Although direct com-
parison between alternatives is not really valid in this case as the non construction of a
road is based on a traffic study and the inclusion of construction costs in one alternative
and not another would imply disagreement with that study. However, for indirect com-
parison purposes, costs have been included for some works in Table 8.1.

1.7 Local Authority

Since this thesis sets out to show the advantages achieved by local authority involvement
in the development of the plan, this comparison must also be made with caution. Ob-
viously- the second set of alternatives have much more Local Authority involvement than
the first set. They do at the same time have greater benefits. Within the second set it
would appear that while the general amount of involvement is similar,the seventh alterna-
tive is less likely to require any additional involvement as might be the case in five and six
with their more bias development strategy.

From this comparison it would appear that alternative seven, the ‘Bilateral Development’
Alternative, is the alternative which most successfully meets the goals for the centre and
alleviates the concerns about the future of Wynberg because :

1. It appreciates the need for a more positive involvement by the local authority in the

‘planning process. Firstly this is needed to stem the deterioration in the environmen-
tal quality and develop a policy for conservation. Secondly,' it is needed to create the
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environmental quality of the future centre. And thirdly, it is needed to create the
framework within which those functions and activities can be attracted, which are re-
quired by the centre to fulfill its proper role within the metropolis.

2. |t appreciates the need for an examination of the proposed road system and the envi-
ronmental and economic damage which it could incur.

3. It acknowledges the advantages of locating job opportunities closer to home.

4. It takes advantage of the land made available as a result of not constructing the By
Pass, and attempts to optimise its use, by inducing the development to take place that
would best serve the centre in achlevmg its goals.

5. It provides the sttmulatlon for the expansion of the retail activity, which is allowed to
locate in such a way which is considered to minimise the risk to private investors and
reduce the cost of provudmg road mfrastructure and -

6. It attempts through the policy of public participation to achieve a plan for the centre
which is wanted by a well informed public.

2. The Bi-lateral Development Alternative. Part two.
Since this alternative was discussed in some detail in the preceding chapter, thns section

‘serves solely to round off the description of the alternatlve by consolidating the various
aspects that constitute to the alternative.

2.1

In the first period between now and 1980 the publication of the plan will arouse con-
siderable interest in the centre and in the proposals set out in that plan. The pedestriani-
sation of Station Road, the improvement of the Main Road pedestrian environment, the
improvement of traffic flow in the Main Road and the surfacing of the parking area to the
East of Wynberg Station will indicate physically the Local Authority determination to
develop the centre of Wynberg to its full role within the system of centres in the Metro-
polis. The non-physical development such as the disposal of the Southern sections of
land previously reserved for the Wynberg By-Pass, with conditions which will generate
rapid redevelopment, the provision of land for an old age home and primary school, and
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the acquisition of land for parking to the East of the Station, north of Broad Road, will
further reinforce this determination. :

The need for public participation and involvement either in large or small groups is essen-
tial if the questions regarding the role of those sites North of Piers Road, (made available
as a result of not buiiding the Wynberg By-Pass) the re-zoning of land on the East side of
Wynberg Station, incentives to stimulate the provision of job opportunities, and the con-
servation strategy, are to be resolved.

The actual construction work in this period will include the construction of the new ma-
gistrate courts and the completion of the school on the Eastern side. The private sector
will have completed construction of almost 6.000 square metres of retail floor area to the
West of Station Road. Possibly some of the other sites mentioned in earlier sections will
also develop. The site South of the Mosque can also be expected to be redeveloped as a
resutt of re-zoning, this would only commence during this period.

2.2

in the second period, between 1980 and 1985 the major road construction which affects
the centre will have taken place, Kromboom Parkway will be completed North of Ottery
Road. Here it will be linked with the Van Der Stel Freeway via Constantia Road/South
Road, which will also be constructed during this period. The Castietown Road will also
be constructed on land made available in the reconstruction of the site South of the
Mosque. These road schemes will allow the conversion of the Church Street underpass in-
to a pedestrian link, while the completion of the large parking area to the East of the
Wynberg railway station and North of Broad Road will allow the smaller parking area to
be used for short term parking. This short term parking area will begin to attract shop-
pers, coming by car, from crossing from the East to the West.

This period will also see the completion of the Magistrates Courts/Police Station complex
and the commencement of construction work on the new Wynberg School, the new
primary school and old age home in the land made available for them in the earlier
period. '

The private sector will have completed the development of the land South of Piers Road
made available by not building the Wynberg By-Pass. This will result in redevelopment
and refurbishment of the commercial shops along the Main Road and the area between it
and this newly developed strip. Furthermore, sites such as that to the East of O K

»
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Bazaars and to the North and South of Station Road might also be redeveloped during
this period. The development of the retail activity to the South of the Mosque will have
been completed during this time, adding . about 2 000 square metres of retail floor area
on the East side in relation to the short term parking area on the West side of the Rail-
way line. Construction will have commenced on the sites North of Church Street, East of
Brodie Road. '

During this period the planning and public involvement will reach a new leve!l as the de-
- velopments of the “"Mosque amphitheatre” complex and the site East of Maynardville are
planned. The construction of the New Library in relation to the Town Hall will also have
commenced during this period.

2.3 : :

During the third period between 1985 and 1990, the completion of the development
North of Church Street/East: of Brodie Road can be expected as can the New Library and
its associated parking area and also the Old Aged Home and primary schoo! in the West
strip. The commencement of the development of the site East of Maynardville will set
the course for the expansion of the retail shopping area by an additional 20 000 square
metres and create the magnet required to attract the shoppers from the areas West of the
centre. Towards the end of this period the development of the “Mosque amphitheatre’’
and Eastern Bus Terminus will also commence.

24

In the last period under review, between 1990—2000, the completion firstly of the deve-
lopment East of Maynardville and later the “Mosque Amphitheatre”’ can be expected.
The retail trade, job opportunities and the facilities required at the centre will have stabi-
lised to a certain extent-and further large development is not expected to occur.

2.5

Throughout this period constant review will be necessary and this will guide the develop-
ment, the incentives and restraints applied. Also taking place throughout this period will
be the refurbishment and/or redevelopment of buildings throughout the centre and also
in the areas North and South of Broad Road to which the development of office and in-
dustrial floor space is being induced through the provision of rates incentive. All the
development providing job opportunity, needs to be attracted so that the centre can .
move towards a target which has been set at 8.000 more jobs by the year 2000, but will
be reviewed over time.
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While these developments can be expected to take place as discussed and as shown in
Figure 8.2, it is necessary to discuss in a little more detail the initial work of the urban
designer.

Just as it is vitally important to the centre that diversity of function exist, it is also im-
portant that a good pedestrian environment exists. This is particularly the case in the
Northern sector of the Wynberg Centre.

The first proposal to be studied by the urban designer that will take this work further is
the pedestrianisation of the Main Road and Station Road. In the Northern sector it is
important that the Main Road be kept as narrow as possible to maintain cohesion be-
tween the East and West sides of the Centre. It was proposed in terms of the new traffic
policy that, Station Road be out of bounds from general traffic during the day, that the
signals along the Main Road be synchronised and the ‘'no stopping’’ of vehicles be permit-
ted along the Main Road in the North Section between Piers Road and Conway Street
except in existing embayments not used as bus stops. This will allow the widening of the
footwalks by about 0,6 metres to provide the existing and potential collonades with vehi-
cular protection and still retain sufficient road width for right hand turn lanes at the
Maynard and Church Street intersections. Pedestrianisation of Station Road must allow
for the bus terminus opposite the station and bus movement along it.

The next urban design problem is to prepare the brief for the control of development in
that area South of Piers Road made available as a result of not constructing the By-Pass.
It is suggested that the controls/incentives can also be applied to the area between this
strip and the commercial strip. What is required is a plan that will provide a high density

r&sldentlal environment with multifunctional open space used as parking for both residen-
tial and commercial activities. The residential environment should be restricted to three
stores in keeping with a policy of ground related living. Within this development the re-
_creation/public open space/pedestrian route complex should be able to focus on ameni-
ties such as the canal, Maynardville and the Primary school in a North-South direction
and the commercial area to the East. It is suggested that closure of any East-West Roads
should be avoided as this would result in a re-assugnment of traffic in the remaining roads
which would then carry excessive traffic.

The next important task for the urban designer is the preparation of requirements from

185"



the development of the site South of the Mosque to create the forecourt to the subway
link to the West side and a building in keeping with the overall plan of the "Mosque
amphitheatre”’.

The fourth assignment is the preparation of the layout in the surrounds of the Town Hall
which is to include the new library and a parking area which during the day is to be used
only by people as a recreation area and at night is to be used as a parking area for people
coming to the library and Town Hall. '

The fifth task of the urban designer is to prepare a brief enlarging on the quantitative as-
pects proposed for the development of those areas North of Church Street and East of
Brodie Road.

The sixth task is to re-assess the pedestrian system in the terminal area with the conver-
sion of the Church Street underpass into a pedestrian route. The system must be seen as
not only providing the links between the station, the bus terminus and parking areas, but
also as the linking force holding the East and West sides together. In this aspect the East
and West sides of the bus terminus, the parking areas, the Squares (ie. Town Hall Square
and Mosque Square) and the commercial facilities, must be pulled together.

The final task that is discussed as required of the urban designer, is a composite one of
extending the quantitative details proposed for the East of Maynardville development and
Mosque Amphitheatre development into more concrete development envolopes including
in these requirements for the pedestrian system and Mosque Square. The Mosque square
(subject to public reaction) is seen as a functional square in which hawkers will congre-
gate, in which fetes and meetings can be held. The impact of the Mosque is to be exten-
ded to the square in the attempt to provide a focal point for the Wynberg Centre.

2.7

The decision to declare Wynberg a Municipality centre would have ramifications for the
urban plan. If this decision were to be taken then it will probably be either taken, or
under review in the period 1985—1990. It will be necessary to decide whether the muni-
cipal offices should form part of the commercial development or should be a purely
municipal building. This problem can be resolved by public involvement in the choice of
location. Two possible locations are the site East of Maynardville or the area just North
of Broad Road.
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The development of the municipal offices on the site adjacent to Maynardville should not
be at the expense of reducing the retail and parking proposals for the site, although the
municipal offices could take up the office.space developed on that site. The choice of the
site North of Broad Road will permit the development of a Municipal Building per se, as
‘the land utilised is not required for retail use. The use of the site of the present Town
Hall should be avoided, as this would detract from the centre, the Historic Town Hall and
the proposed environmentally valuabie precinct.

3. Recommendations _ . .
As a result of the work undertaken in this study | would like to make the following
recommendations :

3.1

3.2

3.3

3.4
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‘That the existing policy of local authority involvement in the development be

reviewed.

That the existing attitude towards the functions and the provisions of road space be
reviewed. And that in the light of this review that the plans for the construction of
the Wynberg By- Pas and Main Road widening schemes be deleted from the Town
Planning Scheme .

That the advantages offered by the provision of job opportunities closer to home
associated with a system of multi-functional centres be investigated in more detail.
And, if the advantages are found to be as great. as suggested in this thesis, that a
metropolitan policy be formulated in this regard, and;

That this plan as proposed for Wynberg be examined and that further work be
carried out with the involvement of interested parties so that a more comprehensive
plan can be adopted for the future of Wynberg, whereby its potentlal can be utllosed

t‘é full.
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APPENDIX A

ECONOMIC ANALYSIS OF THE COMMERCIAL ACTIVITY IN WYNBERG

One of the functions which the Wynberg centre serves is that
of a major retail centre. In any plan for the Wynberg centre
it is therefore essential to determine how large a retail
component can be economically viable. This appendix serves '
as the analysis of this component and is very coarse, because
of the lack of information available. A more detailed
analysis would be possible if accompanied by a comprehensive
market research survey.

This analysis wakes use of an estimate or assessment of the
present and future:

1. Probability of expenditure in Wynberg;

2. Population of the trade areaj;

3. Household‘size;

L, Houschold income;

5. Discretionary expenditure pattern;

6. Turnover of food, clothing, furniture alcohol

and tobacco sales; and

e An estimate of the retail floor space that could be
economically supported in 1980, 1990 and 2000. 33

Figure Al shows the catchment area and sub-zones which are
being analysed.

1. THE‘PROBABILITY OF EXPENDITURE IN WYNBERG

While it might be possible to define primary, secondary
and even tertiary trade areas, the assessment here is
based instead on "the probability" that expenditure takes
place in Wynberg.

This method assumes that the probability that people living
in an area will spend at a centre is equal to the
proportion.of their total expenditure that will take place
at that centre, in preference to the other competitive
centres.
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The choice to spend at a centre is based on the
"attractiveness" of that centre. ¥hile numerous
-factors contribute to- the "attractiveness" of a
ceritre (e.g. availability of parking, environment,
presence of key shops, management techniques of
individual retail outlets)_ in mathematical model,
these factors need to be simplified. Two factor
are normally used,viz. the size of the centre and
the distance between zone and centre. when this is
compared to all other centres.

1.4
‘The mathematical model that was used in this analysis
may be expressed as follows:
Pi 2oy
ij = DlJ / DiJ 2,

where Pij is the probability of people living in area 1
shopping at centre Jj.

§J is the size of centre j, usually eipfessed is square

taken to be as shown in table A2.

Claremont/ -

3
Model 1 Model 2
Claremont 86 0u46 86 0u6
Athlone 31 665 31 665
Blue Route Centre 21 000 21 000
Kenilworth Centre 28 . 000 28 000
Wynberg 41 700 83 40O
TABLE A2

The probabilities that (and as such the p.oportion of)
expenditure that each catchment area sub-zone will

spend in Wynberg as calculated from the model is given
in table A3. :

POPULATION OF TRE CATCHMENT AREA

While it is probable that the Group Areas Act might be
rescinded in the future, the pattern of housing densities
and population distribution that has resulted as the

Tesult of its implementation will not change overnight,

and as such the densities and population characieristics
at present are considered for the purpose of this analysi-

metros. .to remain the same.
Dij is the distance of centre j from area i. 2.1 Data was availa?le for both population size and income
: from the 1970 Census data. There would
The distance factor is considered to play a be considerable difficulty in updating this data to
significant role in the model and is usually expanded 1976 values. An alternative .source of data existed whic
by a factor M. In this wodel has been chosen to be while not as statistically accurate as the census data
equal to 2. If more detail analysis is required this was based on a sample household interview ﬂurvp) carried
value could be made to vary dependant on the goods being °“t in 1975. -
marketed (Dewar and Dewar ), usually derived from market : .
_ research, regression analysis, category analysis, etc. 2.2 This data is given for each catchment sub-zone in-
Table A2. As a check the equivalent data from the
In this analysis Claremont, Athlone, Blue Route Centré, 1970 census is also included. A comparison shows ‘
Kenilworth Centre and Wynberg were considered to act in esignificant increases in the coloured income over the
competion, Two models were tested the first in which 8ix year period; These are attributed to:
the cent res grow so that they remain the same size relative :
to one another and the second model where.Wynberg doubles 2.?.1 the census income data are based on the family while
in size by 1980 and the other centres remain relatively fhe 1976 data is based on the household; and
equal in size. The retail floor area of the centres were 2.2,2 the real increase in income of the coloured population.

A further check on the validity of these income figures
‘comes from ancther independent survey which found the
following average incomes for coloured households of
different - house types:
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Sub-economic R1 488 per annum
Economie ) R3 252 per annum
Private ownership R4 416 per annum

2.3 The populations of the catchment sub-zones were
calculated to increase in proportion to the metropolitan
growth as given in table A4, until the "holding capacity"
of these catchment zones was achieved.

- POPULATION 1975 1976 1980 1990 = 2000 2025

ites 430 000 439 000 475 000 568 000 663 000 'B92 000

76 base ratio 0,98 1,00 1,08 1,29 1,51 2,03

loureds 732 000 755 000 85é 000 1 153 0001 494 0002 494 000

76 base ratio 0,97 = 1,00 1,14 1,53 .1,98 . 3,30
TABLE Al

2.4 The holding capacity of the catchment sub-zones were
“calculated for three categories of white residential
areas and two categories of coloured residential areas
as follows: '

W1l White high density ‘-2—‘—f x.10 000 x 60% = 64 p/ha

- 300
W2 White medium density 300 _x 10 000 x 65% = 43 p/ha
' ¥3 White low density I—E%E— x 10 000 x 70% = 28 p/ha-
- : .
Cl Col d high density —2— .
oloured Riigh densit¥ 300 x 10 000 x 60% = 100 p/ha

C2 Coloured medium density_gga x 10 000 x 65% £ 65 p/ha

An attempt has been made to include the effect of household

size, dwellings per hectare and percentage of land
useable for residential activity in a predominantly
residential area.

The values calculated for the "holding capacities®" for
each catchment sub-zones in this way are shown in

Table A3.

To/ -

2.5 To calculate the number of households in each of the
. catchment sub-zones it is necessary to know the average
size of households that are to be expected in these
areas. Table A5 éives estimated household sizes that
can be expected in the future for the metropolis.

g;ggAGE'ﬂOUSEHOLD 1975 1976 1980 1990 2000 2025

Whites _ 3,48 3,47 3,41 3,31 3,16 3,15

1976 base ratio 1,00 1,00 0,98 0,95 0,91 0,91

Coloureds © 4,86 4,83 4,72 4,50 4,33 3,99

1976 base ratio 1,01 1,00 0,98 0,93 0,90 0,83
TABLE ‘A5

2,6 Paragraph discussed the average household incomes that
existed in 1976 in the catchment sub-zones. An
estimate has been made of the future real incomes that
.can be expected in the future. These were equal to
the ratios expected for metropolitan averageé that are
given in Table A6.

AVERAGE HOUSEHOLD

INCOME - 1975 1976 1980 1990 2000 2025

Whites v 5786 5900 6 355 8 050 9 214 13 371

1976 base ratio '~ 0,98 1,0 1,08 1,36 1,56 2,27

Coloureds 1 970 2 017 2 206 2 980 3 489 5 349

1976 base ratio 0,98 1,0 1,10 1,48 1,73 2,65
TABLE A6

These figures are real rands and have been estimated
allowing for inflation..

3. EXPENDITURE PATTERNS

While the expenditure pattern of households can be
expected to vary with household income; this analysis
has been simplified, and the average household
expenditure patterns for whites and coloureds has been
deduced to determine what proportion discretionary
expenditure is of the total average household income.
These figures are shown in Table A7.
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PENINSULA COLOURED
CONSUMER EXPENDITURE

1975 WHITE AVERAGE
ANNUAL HOUSEHOLD

EXPENDITURE 1974/1975 - bz
; % of R % of

_ RANDS *A Expende Million % Expend,
yod 1 335,3 13, 7“ se, 3“ 162'8 37.3“ ! 55,32
sverage 137,7 1,43 5,19 9,0 2,06 = 3,06
ybacco 93,7 0,96 3,53 12,6 2,89 4,28
Llothing Lih, 7 4,58 16,76 63,6 14,60 21,61
irniture/Equipment 507,1 5,22 19,12 35,6 8,17 12,10
.sh/Clean Material 54,5 0,36 2,05 5,5 1,26 1,87
cading Materials T9.7 0,82 3,01 5,2 1,19 1,77 .
B TOTAL 2 652,7 26,48 100,00 29,43 67,51 100,00
[SCRETION EXPEND d ’ * ’ ’ ’
ry Cleaning 29,5 0,30 5,0 1,15
ersonal care 185,8 1,91 13,0 2,98
edical .306,6 3,15 1,1 0,25
vusing/Fuel/Light 1 613,5 16,60 45,1 10, 35
ervants 204,1 2,10
ransport 1 001,2 10,30 32,3 ‘7,41
dication 148,7 1,53 0,4 0,09
ommunication 102,4 1,05 0,5 0,11
acation/Sport 539,0 5,54 ' 5,9 1,35
nsurance/Tax/Saving? 547,7 26,21 34,5 7,91
isscellaneous 285,8 3,97 3,0 0,69

OTAL

435,9 100,00%

9 718,b 100,00%
5.

The calculation of the retail expenditure that may
be expected to take place in Wynberg is represented
by the following equations

. : Ni
S(Ei§ = ;? x Kij x Ii x Pij) where
Eij is the expenditure which the population of area
i will spend at centre Jj. -~ '
Ni is the populatibn of zone i

fi is the average ﬁousehold size of the population of
zone i

ki is the proportion of income spent by the population of
zone i, on discretionary expenditure® at the type of
centre which centre J is.

Ii is the average household income of the population of
zone i.

"Pij is the proportion of total discretionary equnditurc

the population of zone i will spend at centre Je.

ESTIMATION OF THE AREA OF RETA;L FLOOR SPACE THAT CAN

- BE ECONOMICALLY SUPPORTED IN WYNBERG

TABLE A7 5.1

EXPENDITURE IN WYNBERG

If one simplifies the retail hierarchy into three
categories:

CBD3;
Major Centres; .and
) Neighbourhood centireas and corner shops
the proportion of retail expenditure spent at these
three levels of centre has been found to be as follous:

30% at the CTBD;
60% at Major Centres; and
10% at the rest.: :

These proportions. can be expected to vary depending on.
income and mobility, but for this analysis an average

value should suffice.

The/ -

Having estimated the total retail expenditure that can
take place at Wynberg the amount of retail space that car
be sustained based on the accepted values of turnover
per annum per sq metre; which apply to a new shopping
centre. In the Wynberg situation much of the ]
infrastructure that is normally required in a new develoj
ment is not required and te values have been adjusted as
shown in Table A8. ) A
ADJUSTED ANNUAL
TURNOVER PER

SQ METRE {(RANDS)

ANNUAL TURNOVER
PER SQ M (RANDS)

Food 650 455
Clothing 680 476
Furniture 820 _ 5TL
Alcohol/Tobacco 970 ' 679

TABLE A8
The/ -



The adjustment is based on the estimate that in a new
development 20% is required for extras and 10% is
required for circulation.

5.2 Based on the estimated expenditure as calculated in
Table A3. The floor mrea of retail space that can
be supported in Wynberg is shown in Table A9.

1 1976 1980 1990 v 2000.

Spent‘. Area Area Area ‘ . Area

11 907 26 169 13 848 30 435 19 755 hj_hls 24 074 52 910
g L 314 9 063 4 519 9 494 7 159 15 04O 8 686 18 248.
re 3 545 6 176 4 119 7 176 -5 880 10 2hk4 7 272 )2 509
/Tab 1 816 2 674 2 112 3 110 & 014 5 912 3 €y9 5 Lus
L4 o082 50 215 74 614 . 89 275

19 084 41 943 27 370 60 15k 34 295 75 374

g 6 927 14 553 9 928 20 857 12 h13 26 077
re 5 665 9 869 8 118 14 413 10 249 17 855
/Tab 2 907 4 281 4 158 6 124 5 641 7 719

7O 646 101 278 127 025

TABLE A9
5. CRITISM OF THE ANALYSIS

5.1 This analysis does not propose to be the most accurate
and comprehensive analysis possible, as many short-
cuts had to be taken to keep this analysis manageable.,
However, the figures obtained serve as a guide to the
order of magnitude of the amount of retail space that
is possible at the ¥ynbkerg Centre.

The/

6.3

6.4

7.1

Food/ -

The model of probability is based on good individual
mobility, usually in the form of the private vehicle.
This is not the case for the bulk of the population to
the east. This factor is more than compensated by
the choice of catchment sub-zones which have bus

" routes feeding Wynberg.

The model also makes the assumption that attraction
is based on size of centre. However, in the case of
the white population, particularly those to the weat
of the centre, quality of retail outlets is also
significant and this will affect the proportion of
expenditure of these sub-zones in Wynberg.

The data used was in many cases not s statistically reliable
as one would have liked it to be. )

Nevertheless the test caste Model 1 1976 shows that
model approximates the existing situation reasonably
well, say within 10 - 15 %.

The supposition of 83 U4QO sq metres in model 2 is

proven to be impossible to sustain by the year 1980

and if this area of retail is to be developed it is -not
likely that it will only be feasible by the year 1983/1984.

CONCLUSIONS

There appears to be sufficient catchment buying power to
support over 84 000 sq m-of retail space by 1984,
over 100 000 sq m by 1990 and over 127 000 sq m by the .

. year 2000.

. This is dependant on the attraction of the centres

share from the zones to the west and south-west.

_This should be achieved by increasing the amount of
floor area which will be accompanied by the dQVeldpment
of higher quality retail outlets.

SUBURBAN EXPENDITURE

I7 a decision is taken not to uphold the commercial

centre and allow an alternative car-orientated centre

to develop in the vicinity, then Wynberg will have to

rely on the expenditure of zones 7 and 8, If this

was so then the following retail space could be maintained
as shown in Table Al0.



10

1976 1980 . 1990 ) 2000
Spent  srea Area Area . Area
aﬁ:2?so sq‘m sq m isq m sq m
Food 2 777 6103 3 021 6 640 3 878 8 523 4 325 9 505
Clothing - 985 2 069 1 230 2 584 1 450 3 046 1 613 3 389
Furniture 733 1 277 800 1 394 1 026 .1 787 1 160 2 021
Alcohol/Tab 401 590 435 641 559 823 628 925
TOTAL : 10 039 i 259 19 179 15 84o
TABLE = Al10

8.1 . The result of another major retail develcpment in
[l close sXoximity to Wynberg would be disastrous for
“the ¥ynberg Centre as the Centre could not hope to
“rely totally on the public transport captive consumer
‘with his increasing income (hence mobility) and
possible changed bus networks,




Appendix B

TRAFFIC ANALYSIS OF THE WYNBERG COMMERCIAL CENTRE

Various schemes for the improvement of the road system in and
_around the Wynberg Centre have been approved by the Cape Town
City Council and the Administrator of the Cape. (See paragraph
5). Almost all of these schemes were prepared more than 15
Years ago and therefore need reviewing so that an assessment
can be made as to their necessity, desirability and even
viability.

This analysis serves just such a function throﬁgh ari investigation
of':

1. The present road system and traffic conditions;
2. .The estimated future traffic; and
3. The approved road schemes and other alternative séhemes

It is proposed tB-eavract the best-dspects of the approved
schemes. and supplement these with new proposals - where necessary
for an efficient future road system in the environs of the
Wynberg Centre.

1. THE PRESENT ROAD SYSTEM (See Figure B1)

1.1 Within a metropolitan road hierarchy the following
- description might apply to the road system in Wynberg:

Major Arterials: Edinburgh Drive/van der Stel Freeway
passc¢s in a North-South direction to the West of Hynberg‘
and Kosmead Avenue/Prince George Drive passes in a-
North-South direction to the East of Wynberg.

Minor Arterials: The Main Road passes through the centre
running North-South linking all the other centres on the
"Southern Suburbs" spine. This road still maintains to
some extent a metropolitan function, However, with the
completion of the metropolitan road system the function
will alter to one of service to the ¥ynberg Centre
rather than as a through route while routes such as the
Kromboom and the van der Stel Freeways“act as
metropolitan routes. The Trovato 1link road - Waterloo
Road - Bower Road - Gabriel Road runs North-Scuth tc¢ the
" west of the centre parallel to the van der Stel Freéway.

ot/ -

Of the six east-west rcutes only Wetton Road-Riverside
Road passes the centre from East to Nest. The other
routes are ‘Broad, South and Ottery Roads on the East
and Constantia Road and Church Street on the ¥est which
terminate in Wynberg.

Service link roads. Because of the railway line road
access between East and West is limited to Wetteon Road,
Rockley Road and Church Street. The last two routes bein
rather indirect. )

The centre itself has developed om either side of the
Main Road with numerous streets crossing providing access,
parking and loading facilities. The most important

of thesé are Church $treet, Maynard, Station, Piers

and Rockley Roads. ‘

On either side of the Main Road lie Fleming Road to
the west and Ebor and Lester Roads to the east which
provide back service to the activities .at the Wyhberg
centre.

PRESENT TRAFFIC CONDITIONS

The present traffic conditions that exist in Wynberg can
be discussed for three time perlods, viz:

Saturday morning
Weekday Peak Periods .
¥eekday Off-Peak Periods

A.survey'was carried out by the City Engineer's Department
and it is proposed to use the results of this survey in
this analysis.

Figure B2 shows the traffic volumes which were found on

a Saturday morning survey between 08h00 and 13h3C and

alsc for the peak hour between 10h00 and 11h{O, The
volumes of traffic using the various roads even in the
peak hecur do not appear to be sufficiently large to
create congestion. Frow personal observations it is
apparent that lack of prcper traffic enforcement and
co-ordination of signals contribute to the short periods
of congestion which might occur in the area between Church
Street and Piers Road. .

‘Figure/ ~
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Figure B3 shows the duration of stay of a sample of
vehicles -entering the Wynberg area on the same

Saturday morning. From this is appears that at least
52% of the vehicles could be considered to be just
passing through. ¥hile it is accepted that some of
these vehi¢les do drop off or collect people in Wynberg
there is a large proportion of traffic which does not
contribute to Wynberg in any way besides increasing.

.congestion. The completion of the metropolitan road

system in the area will assist in enticing some of this
traffic away from the business core.
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FIGURE B3 570 .7ICT OF STAY QP VEHICLES IN WYNBEPT.

Figure B4 shows the matirices of the movement pattern of
vehicles within the centre for the Saturday morning as

‘well as a weekday morning peak period and a period at

mid morning.

From these matrices it is obvious that relatively
large volumesof traffic pass through Wynberg, particularly
in the north-south or south-north directions.

2,6

On a Saturday morning when the centre is busiest, heavy
vehicle traffic occurs in Rockley Road, Piers Road and.
Church Street.

Figure B5 and B6 shows the traffic volumes on the entrance
into and exit routes from Wynberg for the mid week morning
and evening peak periods, together with the peak hour
volumes within these periods.

Once again these traffic volumes do not represent heavy
volumes which should create congestion in the important
roads.

The last time period for which -traffic conditions is
the off-peak period. Figure B4 shows the matrix of
movements through the centre and Figure B7 shows the
volumes along the major routes to the centre.

The traffic conditions found in the survey may be
-summarised as follows:

2.6.1 There is a large volume of through-traffic using the

2.6.

Main Road because the road system is incomplete and the
Main Road s8till attractive as a through route.

2 More than 50% of the traffic entering Wynberg has

no business in Wynberg, and does not contribute to
the economic activity of the centre.

PARKING - SUPPLY AND DEMAND

~ There are at present over 2 200 parking bays in Wynberg.

3.1

This number is made up as follows:

Public structured 586
Public unstructured 123
Private structured 637
Private unstructured 228
On-Street 650
TOTAL 2 224

Almost 90% of the off-street parking facilities are -
located as can be seen in Figure B8 relative to the
major retail facilities in the northern sector.

At peak shopping periods on Saturday, the available
parking just meets the demand although _ some parking does
overflow into the area just west of the Grand Bazaars
parking area.
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3.2

The parking areas are reasonably accessible from the
west, but accessibility from the east is rather tortuous.

PEDESTRIAN MOVEMENT

Pedestrian movement is always based on major generators or
attractors which in the case of Wymberg are:

- the Parking areas;

- the Bus terminij;

- the Station; and

-~ the major retail outlets.

Figures B9, Bl1l0 and Bll show the voluhe of pedestrian
flows at various locations in Wynberg, as found durling
the morning and cvening peak periods and the .uad morning.

‘In an attempt to determine the number of people in
Wynberg a count was taken of people on the pavements
of Wynberg between 10hO0O and 11hOO on a Saturday in

December. The results of this count are shown in Figure
Bl2, ’ ’

"PUBLIC TRANSPORT

The Wynberg area is served by two railway stations,
Wittebome and ¥Wynberg and three bus termini, one on each

side of Wynberg Station and one to the west of Wittebome
Station.

The railway line serving Wynberg and Wittebome is the
suburban line on which over 100 trains travel in each
direction daily.

The bus terminus to the east of Wynberg Station serves
the area'east'of Wynberg the large portion of which is
occupied by people who public transport capture. The

- bus terminus to the west side serves a wider area to the

west even as far as Hout Bay. These routes are shown on
the Figure Blh, The bus terminus near Wittebome Station
is the traditional terminus of the Sea Point -~ CBD =~
Wynberg bus route along the Main Rocad.

The result of surveys carried out in the morning to
determine the bus passeﬁger»traffic’is summarised in
Figure Bl15. This sufvey_shoved that over 2000 persons
boarded buses in Wynberg between 07h00 and 08h30 while

L 500 persons alighted from buses in the same period in the
Wynberg area.
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PROPOSED ROAD SCHEMES (Figure B )

Appendic C lists comprehensively all the plans presently
to be found in the Town Planning Branch of the City
Engineer's Department relating to ¥Wynberg.. The most
significant proposals among the 200 plans are the road
schemesfor:

- Main KRoad

- Wynberg By-Pass

- South Road - Constantia Road

- Waterloo Road ~ Gabriel Road

- Castletown Road

Reviewing the historical development in the preparation
of these plans might cast some light on the thinkinz
behiind the proposals and the present collectior ..f plans.

1t appeér;,ihnf the Ma}n Road between Cape Town and
Simonstown has always been considered as important,

The proposal to provide an east west connector betwégn
Wetton Road and Carr's Hill Road was superseded when

the proposal of the routg by passing the business centre
to the west was prepared. This proposal divided

. Maynardville into two halves while the widening of Main

Road (to an average width of 26,000 m) was retained as

~a scheme. The alignment of this route was subsequently

moved eastwards so that its effect on Maynardville would
be reduced. The route remains nevertheless impressive
in cross section having two lanes in each direction

shoulders, and turning slots (an average width of 32,000m.),

To this width is added various minor areas of parking '
distinctly cutting the centre off from the remaining
residential area.

At the same time as these schemes were prepared a scheme

to link Waterloo Road - Constantia Road - South Road and
Rosnmiead Avenue was also preparecd. This almost semi-
circular route was subsequently modified into'a nmorth-south
route (Waterloo Road - Alphen Hill Road - Gabriel Road)

and an east west route (Constantia Road - South Road) which
intersect to allow the change in direction of traffic
movement.

The last major road scheme is a north-south route along
Castletown Road parallel to the railway line which also
provides access to the\links across the railway line at
Wetton Road, Church Road and. Rockley Road as well as
incorpdrating proposels for a bus terminus and parking
facilities on the east of ﬁynberg Station.

6.2

¥hile the road system away from the Wynberg centre appears
at this stage to be warranted to cater for the metropolitan
movement, there is an inadequafe east-west link to the
north of the centre and an abundance of road sSpace near

the heart of the centre for north-south movement.

DESIGN CRITERIA FOR TRAFFIC FACILITIES

This section provides a series of tables, figures and
factors as an aid to any design and evaluation of any

" proposal, Many of the factors are not precisely

those that will apply to Wynberg, nevertheless, they

serve as a guide to the design.

The information is set out under the'following eight
headings: -

1. Effect of land use ~ Traffic generation Table B16

- = Parking demand Table B17
~ Loading demand . Table B18
2, Vehicles o - Tarning radii for Figure bBl9

cars, buses & trucks

3. Roads o ~ = Cross sections

> . Figﬁre B20
- Road capacities

Table B21

4, Parking - -Bay dimensions - Figure B22
: ‘= Parking layouts Figure B22
- Parking garages . Figure B213
5. Loading : ~ On-street ' Figure Bz2h4
-~ Off-street Figure B24’
6. Pedestrian ' - Volumes " Table B25
© =~ Speeds )
7.'Bikeway5 -~ Design criteria Table B26 -
8. Public Transport - General comments Table D27

9. Summary of Recommendations of the Driessen Report
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Traffic Generation Rate

Range

Industrial Plants

i € : B Trafic Generation Rate Range
Land Use Density Daity Trips (Typical) Land Use Density Daily Trips (Typical)
Vehicle Trip " Public and Semi-public Uses Varies  Vehicle Trips Ends/Acre
Dwelling Ends/Dweiling P ehicle Trips Ends/Ac
Reudential its/A Vehicle Tri i :
Units/Acre  Vehicle Trip Ends/Acre Unit Schools and Colleges No. of Colleges: 0.4-1.0 (0.8)
students 7-600 veh. tnp
Low Density 1-5 5-65 7-12 - (60). ends/student
(Single-Farm¥y Homes) (40) 9) Places of Public Assembly No. in Stadia:
Medium Densey $-15 40-150 3-8 (Theater, Stadium, Convemlon attendance 2 veh. trip
(Patio Houses. Duplexes, (3) (Y] Center) . ends/4 scats
Townhouses; Administration Fac:lmes Floor area 70-600 10-60 (20)
High Dennty 15-60 85400 3-7 (City Hall, State Offices, Posl ratio (200) veh. trip
{Apartments; (180) ) Offices) ends/1,000
. . sq ft Floor Area
: : Recreation Facilities Parks: Golf course:
. vg:::flm (Park, Zoo, Beach, Golf Course) 1-10 -2-10(8)
Cosamercial Site Vehicle Trip Ends/Acre  sq ft Floor Area “) veh. trip
ends/acre
Terminals 3-30 Local airport:
Retail Commeresial (Bus Terminal, Airport) 15) 6-12 (8)
Neighborbood Retail 800-1,400 70-240 veh. trip ends/
(Supermarket) 10 Acres (1,000) (130) based aircraft
Community Remed v 700-1,000 60-140 Hospitals No. of 16-70 6-16 (10)
(Junior Depsciment Store) 10-30 Acres (900) (80) beds (40) person trip
Regional Retail 400-700 30-50 ends/bed
(Regional Shopping Center) 30 Acres (600) 40)
Central Area Retail g::‘ 600-(90;).300 l?“-oﬂ)
ity : )
Highway-Oriested Commercisl Low 100-300 4-12 Traffic Generation of Major Land Uses
(Motels, Service Stations) Density (240) Q9)
Floor Area Vehicle Trip
- Ratio ~ Ends/1,000
Commercial (FAR) Vehicle Trip Ends/Acre sq it Floor Area
Service Commercial _ A million sq ft regional shoppmg center would produce the followmg typical
(Office Buildings) - . traffi 1
- Single-Story Building with Surface . amc values:
Parking 0.5: 1 120-1,200 6-60 .
(200) (14)
t Buildin, mlh Surface 240-2,400 6-60 . . .
T‘,’::i,:? mcine 1:4 (600) (14) Daily vehicles entering 18,000
Three to Four-Story Building with 21 1(6?—230 0)00 6&6:)) Vehicles Inbound, P.M. rush hour 1,600
Deck Parking : .
Three to Six-Story Building with ’ 1,200-12,000 6-60 Vehicles Outbound, P.M. rush hour 1,800
Structure Parking s: 1 (2,600) 14) Vehicles Inbound Peak Shopping Hour 2,700
High-risc Office Building with . Vehicles Outbound Peak Exit Hour 3,200
Sg:‘mc(ure Parking, over 2,400-20,000 6-60 ’
10 Stories 10: 1 (14)
Vehicle Trip CAVENDISH SQUARE FARKING GARAGE
. Employees/ Ends/1,00Q
Industirial Acre Vehicle Trip Ends/Acre  sq ft Floor Area Sa turday Peak Flow Rztes
Highly A.utomated Industry; . : Inbound 412 v. jo! .n ./1 slale bays
Low Employee Density 5 2-8 0.2-1.0 : ,
(Refinery, Warehouse) O] (0.6) Outbound 554 v.p.h./100C bays
Light Service Industry; :
Single Lot Industry 5--20 6-30 0.4-1.2
(Lumber Yard) 16) 0(2::)0
Industriat Tract (3 acres) 30-160 . . G YA M
(Machinery Factory} 20-100 (70) .0 TABLE Bl6 TRAFFIC GENERATION.
Office Campus; Research and 150-200 3-8
Development (Research Industry) 100 (170) (4)
- Mixed Central Industry; Small Varies 10-100 14



Zsaing aok Picanicg Straéard Guidsitnes for Parking l

Land Use

Parking Spaces/Indicated Unit
Parking Recommended
) Zoning . Space Planning Minimum
Unit - Requirements Needs Standard Standard
Single-family Drclling -2 0.5-2.0 - 1-24 2
Muitifamily - 0.4-0.5 0.3-2.0 0.7-2.0
Efficiency . ’ snd up 1.0
1 and 2 bedrooms ) 1.5
3 or more bedrooms 20
Hospitai Bed 0.25-1.40 0.60-1.40 1.0-1.4 12
Auoditorium, theater, or stadium Sest 0.08-0.25 0.08-0.50 0.25-0.33 0.3
Restaurant Seat Vanlble N.A.* 0.33-0.50 0.3
Industrial Employee Variable 0.33-0.50 0.6
Church Seat 0.10-0.33‘ N.A* 0.20-0.33 0.3
College-university Student Variable 0.4-0.6 0.5-0.7 0.5t
Retail 1,000 sq ft
(gross floor arca) 1.5-3.0 1.5-8.0 2.0-8.0 4.0
Office 1,000 sq ft Variable 2.9-4.0 20-50 33
(gross floor ares)
Shopping ceater 1,000sg R 55
(gross lcasable arca)
Hotels, motels Rooms and employees 1.0 per rcom
and 0.5 per employee
Elementary-Junior High School Classroom 1.0
Senior High School Student and staff 0.2 per student and
: 1.0 per stafl

*Not available. i
+With auto access only (0.2 with good transit access). .

Sources: Wilbur Smith and Associates, under commission from the Automobile Manufacturers Association, “Parkln.g in the City Center, 1963, pp. 64-67.

Parking Principles, Highway Research Board, Special Report No. 125, 1971, pp. 34-39,

Average Distance Walked from Parking Place to Destination

Classified by Trip Purpose TRUCL BERTH CRITEZRIA 7C2 COIZNRCILD

Trip Purpose
Population Ploor Ares sg..n.
Group of . Personal M _RAar
Urbanized Shopping Business Work Other under <CC
Ares v ) (L)) ) 800 - 2 500
. 2
10,000-25,000 200 200 2710 190 3 -2 500 > UE"
25.000-50,000 280 240 400 210 % 5 000 - 1C CcC¢
50,000-100,000 350 290 410 260 | o _ ~
100,000-250,000 470 390 500 340 10 OO ,20 ‘OS o
250,000-300,000 $70 450 670 . 380 each additional 2C {C0
500,000- 1,000,000 560 590 650 500
Source: Parking Principles, p. 13.
TABLZS 317 and RBi8., PROVISICYN OF FPARIING
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. th) Helrcal ramp with
~ Double ramped floor with _ i
{b) Straight one-way up and (g} e o traffic i camp wi

down ramps

i) Heliéal one-way ramp : {1} intertocking helicat one-way
ateachend ramps at ong end

{c) Straight two-way ramps S {d) Straight one-way ramps
split-levei design : split-level design ) :
: Figure 15.3. Ramp systems.[Sources: Roti, R.F., (a,c,f, g h) Sgmare Foor Cost
Averaging Principle for Parking Structures, National Parking Association, pp. 7-9, and
Kiose, D., (b, d, c, i, j) Metropalitcn Parking Structures, (New York, N.Y.: Frederick
A. Pracger, 1965), pp. 30-31.) )

FIGURE B23. PAREING Z1324GZ3,

(e} Ramped fioor with two-way {f) .Rainped floor with
traftic (sloping ficor) one-way traffic
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MAXIMUM SERVICE VOLUMES UNDER IDEAL CONDITIONS ON FREEVWAYS

LEVEL OF OPERATING . MAXIMUM VOLUME
SERVICE SPEED (KM/HR) PER LANE VP H
A 100 1 000
B 90 1 500
(o] 80 1 800
D 60 1 800
E 60 2 000
F . 50 - 2 000

BIKEY¥AYS DESIGN CRITERIA

Design speed 30 km/hr
Minimum radius 20 m with 29 superelevation
Minimum width 2.5 for two way bikeway

2.0 for one way bikeway

Minimum side clearance 0,6 m
Minimum vertical cleaxance 2,5 m -

Grades - Maximum 4,5%
Desirable level to 2%

Stopping sight distance

SPEED (KM/HR) STOPPING SIGHT DISTANCE (M)
10 8
20 20
30 . 25
40 50

50 75

MAXIMUM LANE SERVICE VOLUMES ON URBAN ARTERIALS BASED
ON 50% CYCLE SPLIT AND AVERAGE DENSITY SPEED CRITERIA

LEVEL OF OVERALL' AVERAGE DENSITY APPROXTMATE VOLUME

SERVICE TRAVEL SPEED (KM/HR) VP M PER LANE (V P H)
A 50 10 - 3co0

‘B 40 20 500

c 30 : 30 600

D 25 45 675

E 15 75 750

F. 15 75 ‘ variable

ONE WAY AND TWO WAY CAPACITY OF BIKEWAYS AS A FUNCTION OF
THE NUMBER OF LANES '

TRAFF1C NUMBER RANGE OF ESTIMATED CAPACITY

DIRECTION OF LANES BICYCLES/HOUR
One way 1 1700. - 2530
One. wvay 2 2000. - 5000
One way 3 3500 - 5000+
Two way 1 850 -~ 1000
Two way 2 ' 500 - 2000
Two way 3 1700 - 5000
Two way 4 4000 - 10000



CHAPTER 1--SUMMARY OF MAJOR FIND-
" . INGS AND RECOMMENDATIONS

1.1 The urban transport problem im the Republic
(Chapier 3).

L1l The causcs of the urban transport problem in |

the Republic may be traced to factors associcted with
the rapid economic development of the country and
the urbanisation of the population. Of special impor-
tance have been the increase in the use of cars, the

growth i incomes, the prevaleace of low density hous-

tog, the high density of cmployment in ccotral and
cerain other urban areas, the concentration of traffic
during {<ak pericds of the day, the losses suffered on
public transport, and the financial problems faced by
tocal suthoritics,

1.1.2 The “dualism™ in the South African economy.
which is also reflected in urban traosport, leads to
the conclusion that the transportation of people in the
urban arcas of the Republic resolves largely into two
distinct z2ts of problems, viz. those relatinz to the
transportation of Whites and of Non-Whites. A
third set of problcms, associated minly with the
nax:r:p«))nalinr‘l of goods, may be distinguished. (Par.
3.14.3.

1.1.3 The high ownrership rate of cars by Whites,
ard the relatively low ownership_rate of Non-Whites,
have been busic factors in determinlag the nature aad
pattern of urban transport problems in the Republic.
The anticipeted rapid increuse in the ownership of cars
by Nau-Vihites will have a significant impact on urban
tanspen i the coming Jecades. (Par. 3.14.2)

.14 The phenomicnon of dally peaks in urban
transport resulis in (a) traffic congestion which involves
the community in excessive *‘socio-ccoposmmic costs™
cmanating  from trafiic delays, and (b) additional
investment in tegnsport facilities which are required to
cope wiith peux penod traffic. This raises the question
of the ravings which .could bo cffected if the peaks
could be “fluttened™, (Par. 3.14.6.)

I.1.5 A matter for corcern is the substantial current
losses suiferad on peblic transport in the major cities
of the Renvblic. This is particularly sevious in view of
the financiai problems experienced by local authorities
during the postwar period. (Par. 3.14.7)

1.1.6 The environmental 20d salcty a ts of urban
transport merit special attention in the Republic, even
though 1ney may be less serious than in the major
titics overseas, because they intimately affect the Gua-
tity of life of a large part of the popuiaticn. (Par.
114.%)

L1.7 The full impuact of the {uel crisis cznnot be

clearly assessed yet, but a slight diversion o ths use .

of public transport has been discerible in the mejor
cities of the Republic. (Par. 3.14.9)

1.2 Urban Trunsport -Planming and Policy Formuia-
tion (Chapter 4).

1.2.1 The future development of urban transport in
the mzior urban areas of the Republic should be pro-
nerly planped within the framework of a system of
regioral and city planniag, which should logically be
sw-ordinsted oa 2 zetional basis by the Depariment
of Planairg snd the Enviroument Urbaa treasport
planzing should be broadly direct=d ané oc-ordinated

by the Netiona! Trapspont Commission, and iuples hawe

mented by means of the sdminitrative
dexcrided in Chapeer 8 and act ot in Chast & (Par.

1.2.2 Recom. The Committee bellcves that the pian-
ming for, and provisien oI, adequate urbaa t port
facilities should be assigned a prime ruting in the
ordcring of natiopat economic priosities in the
Republic. (Par. 4.62.)

1.2.3 Recom. The functions of the Nationzl Trans-
port Commission should be extended to juclude the
formclation of urbas trapsport policles, and brozd

- smpervision over and co-ordination of all matters relat-

Ing to urban transport in the Republic. For this pure
pose three additional members couversant with - urban
tramsport problems shoald be appolured to the Com-
mission. Of these, one abounld be the Commissioner
for Urbar Transport, who would be in charge of aa
Urbas. Transport Divislon created in the Department
of Traosport, the secand should represeat the Soath
African Railweys, and the third should represent e
Swroad public. (Par. 46.3)

124 Recom. In ordlu- to eumhc;o—o:dix;,aled urbam
fransport n a metropolitas ares, a Metropolitan Trans-
port Advisory Council chould be established by the
Adininistrator {s any metropolitan area which merite
such an orgamisstion [n the view of the Admir irator
#s well as the Nutionel Trunsport Come _asion. Soch
a Council shouid advise the Al..ambstrator co all
ampects of the planaing zad co-ordination of wrban
trassport within the ares, apd should akc serve as
a forum for s exchange of views om these maiters
by the three tlers of gover private rce
and tndwtry. 1o arder to proper co-ondinati
with the work of the Metropolitan Transport Advisory
Councils, representation should be given (o (ke istter
oe the Central Guide Plan Comauittees or Metrupolitan
Placning Councils which the Department of Plasuing
and the Environment is setting up im the major urban
sweas, (Par. 4.6.6)

1.3 Lomg-term Remedial Measures (Chapter 8).

1.3.1 Recom. Bodles and institutions at oll levels
sstockated with land use and transport planning must
smign the highest priority to urbun transport reqaire-

_meats by establishieg in advance the extent of, aod

oaximom densities sad bulk factors envisaged for key

. busincss and employment areas {n order to ¢nsure the

previdon of adequste transport facilitics, snd thus to

.abviate the weed for resorting to excessive investment

in such facilities at 2 later stage in order to keep city
cemtres “alive”. The precept of reducing the need for
trapsportation to a mlnimum should be applied as I
as poesible. (Par. 5.3.16.) .

1.3.2 Recom. Higher deasities should be promoted
a urbac residential houstng, and local s well s pro-
vincle] authorities should give much mure weight to
t&is factor In the tayozt of Fature suburbs. (Par. 53.12)

1.33 Recom. In the placaiog of Nea-White residen-
sl snd working sreas, attemtion should be xiven to
the reduction, as {ar as practicable, of the rclatively
ong distunces and fime involved in (he dafly trane-
peristion of Non-Whiles, 21 soch reduction would cmtafl
sxvirgs oa transport costs and promote prodactivity s
well as contentment of the labour force. (Par. $.315.)

134 Rovom. Plasoiag suthorities should frecze
existiog maximum bulk factors in the ceotral urbmm
aseon of the masjor litem areas, znd thess

1.3.5 Recom. Al buildings erected by public authori-
ties, including the Central Govermincat, shonld be sub-
ject to the ubnve restrictions, and should comply with
the provisions of town planaing schemes and bolk
factors applicable to the. area, Public bulldings shoold
be sited with duc regurd to their accessibility and where
lheg‘”domllddlolhe-" transport probi (Par.

1.3.6 Roccom. Properly conceived urbaa transport
pians for the major metropolitan srens should be sub-
mitted for approval to the Natlooal Trassport Cem-
mission by the proviacial administrations, and anthori-
ties implementing cuch plans should qualily for grants
and subvidies, as fedicated {n various recommeadations
In this Report, (Par. 5.5.10.) : L

1.3.7 Rcoom. Provisional maximam locrenses of
30-35 and 100-110 per cent over 1970 should be set a8
targets for White car travel in the major wrban arces
in the yeors 1980 amd 2000, respectively, but shese
tarpets should be subject to continwous review im the
light of changing circumstances. (Pay. $.5.11.)

1.3.8 Recom. Provisional maximum increases of
70-80 and 200-250 per cent over the relatively low 1970
figure should be set as targets for Noa-Wbite car travel
in the major White urban arcas, excludiog Noo-White

idential and busi areas, tu the yeari (930 and
2000, but the targets should be aubject to confinmons
?giez)in the light of changing circumstances. (Pas.

R .

1.39 Recom. The expansion of taxi scrvices must
be regnrded i a necessary adjunct to the development
of more adcquate pablic transport services, especially
distribution services, in the major urban centres, but

the rumber of licences which are issued-in ench centre

for White and Non-White transport shoald be subject
to contionnus review in order (o kcep these as close to
ag optimum as possible. Taxis should be encooraged
to operate on a roving busis la cectral arcas, enless
the saving of fucl or other factors should indicste other-
wise, (Par. 5.6.6.) R

requircd. indicate that urbsm railwavs wifl coatiewe
te play sn important role In ansportation betweem
high-density ureas. However, proper cont compaciras
should be made: with other modes of tramzpus whe
the construction of ncw lines is coaddered (or wrbonm
tramsport purposes., (Par. §.9.9.)

1.3.14 Recom. A decision on the buiding of e
underground railway or ¢ Mass tranit s view 18 may
‘of the major arban arcas of the Republic shuld Se
taken only after » full feasibility ctady and such otber
studics as may be necessary, including a detsikd marbet
survey and an evaluation of soctal and othis mve-
econantic sspects. (Par. 5,10.5.) -

1.3.15 Recom. The expeadhiure oa land, construction
and equipment in Loilding an upderground rafiwey of
mass transit system shonld qualify for a greut of 60 per
cent. (Psr. 5.10.6.) .

1.3.16 Recom. The on-streeét loading end nutuadiog of
quods vehicles jno ccntral arban and congceted arems
should be shifted us far as possibic to nizht or carty
morming Dbours, and furthermore psuhibited emitrely
during peak hours. Explicit provisiva shuuld he umde
for such arramgemcnts ia urban transport plams sah-
mitted (o the Natioval Trawsport Commissien. § ocal
auvthurities are requested to implement this secutnmcndn-
tiom as soun as possible. (Par. S.81.4.)

1.3.17 Recom. The poasibility of using smore conipact
delivery vehicles in the Repubiic’s. centrul ity wreas
should be investigated by the proposed Urhan Timas-
port Revearch Division of the CS.LR., and foe this
purpuse the pussibitity of establishiog more distribation
depouts and extending containerisation shouid be con-
sidercd. (Par. S11.5)

1.3.08 Revom. Control shunld be exervised vver the
size of goods vchirles cotering ceafral cify nnd comyesied
areas. (Par. 5.11.6.)

1.4 Shortiterm Remalial Measures (Chapter o).

1.4.1 Recom. The prupased Mctropolitnn Transport
Advisory Councils shiould promote the introduction of

£.3.10 Recom. The Nationa! Transport C issh
should cusore that proper and adequate provision is
made for the evpuasion of bus and other transport

services fur Whites and Non-Whites in the orban trams--

port plans submitted to it for spproval. Fall cost com-
parisons with other modes of transport shonld be made
when pew, or expansions in, bos services are comtems-
plated. (Par. 5.7.8.)

1211 Rocom. Grants amoanting 1o 50 per cemt of
the costs of capital equipment and 60 per cent of the
cosd of land and coostruction of roads and related
anrcnities, such ns bus depats, requiced to replace and
improve bus fscilities under approved urbzu trmnsport
pluns, may be suthorbied by the National 1 rmasport
C isst Such g must not, however, be pay-
able on equipment and facilities uaed solely for services
3!& are already subsidised by the Govermmeut. (Par.
£7.10)

1.3.12 Revumn. Local suthorities shordd be cligible
for graats of 60 per cent on the comstruction and expro-
pristicn costs of exgpressways and arterials, iaciodiag
alerations to services, which have to be built as part
oi am urbza transport pism approved by the Nati
Transport Conywmissioa. The above rete chould, huw-
ever, be reviewed whea new schemes ave schmitied for
approval. (Par. 5.5.9.)

13.13 Recom. The circomstances wmder which ral)-

E

./ﬁneﬁuwmmmm

mpid mams tasspert is

s dosigned (o ensure propec and sduquatc coe
ordinativn and iotegraticn of the vadous urhan trans-
port services, including the faiiwars, in the wmajor
muctropolitan arcas of the Kepublic. (Fur, 6.2.7.)

1 42 Recom. The Committee supports in prinviplc
the Introdoction of stapgered wmorkiug hours schemes,
and in this regard the proposed Mewropalitnn Trrnspant
Advisnry Councils cau play 8 uscful role. A Stapsered
Werking Houwrs Coomittee should be established in
each metropolitaa area, prefershdy umder the veyis of
the fucal Metropotitan Transport Advisan Coumdl, to
iavedigate end  supervise  the implementation  of

- siapgered  working  boors. Fmploven” a5 well ag

employecs orpanisations should be seprescanted on the
Committec. (Pas. 63.7))

1.4.3 Recom. The conditions an v hich parking facili-
ties will be provided of pevmitied should he st out in
wrbaw (ransport plans submitied (o the National Trans-
port Commmissiva. (Par. §4.4.)

1.4.4 Recom. The principle of changing for porkicg
space and Joading zoocs im certfral city arcas should be
applind, sad charges should cover all direct and pot
direct ecomomic conis. exorpt in the cxse of park-and-
ide faciliies. (Par. 6463 .

1.4.5 Rocom. Legisiation shcald, where ncccssary. be
adopted 10 cuable kscal anthorities to frame repolstioas
whereby the provision of parkiag space b ail buildiczs
ond on 2l sites can be cnatrelied, asd to impase a
apecis] tax or levy ou parking space. (Pur. 6.4.7)
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1.4.6 Recom. A proper trafiic control policy sheutd
form part of sny urban transport plan subumiited te
the Nativeal Transport C ission for approval. (Par.
6.5.4)

14.7 Recom. Grants may be made by the Naticoal
Transport Commission at & rate of 50 per cont of the
capitat expenditure of additioas! equipment required

-for the cuntrol of traffic in central urban arcas, pro-
vided that the ncquisition of such equipment is approved
by .the Commission as part of ae urbin tragsport plan
which is submitted for appreval. (Par, 6.5.6)

1.4.8 Recom. A levy and permit sysiem for directiy
contruiling the ninnber of cars which are permitted to
ener coogested areas or “vestricted z0n0v™ in major
cities should be introdaved to improve the balance
betweea fhe number of velicles and the available road
spzce. Such a system should, where pecessary, be
iacluded in the measures proposed for implementing
urban toinspert plans wbich are sabmitted to  the
Nutional Transport C iss but should be imple-
menfed with due regard to the viadility of the central
basincas district. (Par. 6.6.10.) '

1.49 Recom. Urban transport undertakings should
be required to satisfy the National Transport Com-
mission that efiective and efficient management pro-
-cedures are applicd and regularly revicwed. (Par. 6.7.6.)

1.4.10 Recom. The Commitice supports in principle
-the centralisation of subsidy payments on Non-White
Transport uader the Department of Trausport, and
approves of the basic principles which- are being
applicd. Al transport subsidies should, furthermore, be
based as fur as possible on the volume of service
readered, and where this is kmpracticable, on current
cevenue, il should not have adverse offects on
eificiency. {Par. 6.8.5.) . '

1441 Reconmy. Bus trunsport should be accorded
preference in urban truffic control sysferas by means
. such as the introduction of exclusive bus lancs or streets,
fosing of roads to car traffic daring peak hours or
_far longer periods, contra-flow use of one-way streets
by buscx, speciul rohot and treffic light signalling, and
othicr devices. (Por. 6.9.9.)

1412 Pecont. A subsidy of 20 per cent oo curreat
revcoue should be paid on public urban bus services
which are pot aircady subsidised by the Government,
provided thut such undertukings —

i) keep full sets of books and prepare properly
certified statemcnts; .

(ii) charge fares approved by the National Trans-
port Commission;

(iii) rua services which are patt of-an approved
metropolitan transport pien; and

(iv) fully observe Government policics.

‘Fhe sabsidy basis should be changed fo the volume
of service rendcred where the latter can be satisfactorily
measured, and the principles set out in par. 6.8.2 shonld
be observed as far as possible. (Par. 6.9.13.)

1.4.13 Recom. As it fs impurtant to augment publc
trapsport facilitles before imposiog mweasures to dis-
courage the use of motorcars in urhan areas, Recom-
mcndations 1.3.14 and 1.4.12 should de applied as soom
&s possible on an interim basis o lune public trans-
port undertakings in the major urban arcas, sebject to
such sufcguarding conditions as may be considered
muxry by the Nationsl Traasport Commission. (Par.
6.9.1

.

1.4.14 Revom. Close liaison shonld be established
the Metropolitaa Tr r-‘Advis:ryCM
aod the manngements of the Railways Admigistration
and wrbza bas undertakiogs for the purpose of stody-
mg a»d co-ordinatiag the mecds and perefereaces of the
travelbag psbhc in urban sreas. (Par. 6.10.5.)

1.4.15 Ravom. The priaciplc should be adopied that
variable costs oa auy specific suburban railway network
should be covered as far as possible by revenue from
fares. If mew services should have to be provided
requinag iavestmest in additional fixed assets, f'nu
should cover the full additional costs as far ss possible.
{Par. 6.10.6.)

Reservation. The Railways eepresentative, Mr 3. 1. L.
da Toit, holds the view fhat total costs should. be used
as a basis, as motivated o the reservation under par.
6.10.4. Furtherniore the principle expressed in Recom-
weadstion 1.4.15 should be a long-term aim, but tbis
priodple should be made subservient to the mam
objective (see par. 6.82) in order that public transpost
may. be sopported by motorists.

1.4.16 Recom. Suburban railway services for first
end secvnd class passengers wiich remain essential bot
are got expected to break even on variable costs and
which cannot be replaced by other modes, should be
subsidised oa the volume of service to eaable them to
cover losses on variable costs. Such subsidies should dbe
financed a8 follows: ’

(i) an t of appr tely RS million per
anoum to be provided from the resources of the Urban
Transport Fund. as set oot in par. 7.6.3, this amount
representing the transfer described in par. 6.8.2 (ii);

3

{ii) the balance to form a charge against the Con-
solidaled Revcnve Fund of the Central Governmeat, fn
terms of the exposition ia par. 6.8.2 (v} and (vi).

Reservation. The Railways representative, Mr il J. L.
do Toit, holds the view that the opcning seatence of
tbis paragraph should read as follows: Suburban rall-
way secvices for all classes of passengers wbich remein
esscutial but sre mot expectcd to break even on total
costs and which caonot be replaced by other modes,
should be subsidised  on the volume of service to
eaable them to cover losses oa total costs,

1.5 Financial lmpliralion: of the Propusals (Chap-
ter 7).

1.5.1 Rceom. Additional funds for expenditure os
the improvement of cxisting urban trassport facilities,
and the prorvision of facilitics which should be addi-
tionally financed, should be planncd for at a rate of

.about R92 million per annum at 1974 prices in the

major urlan areas during the years immediately abead.
This inclodes a subsidy of RS miltion for suburban
meilways, (Par. 7.7.1.) .

1.5.2 Recom. About RI8 million of the required
R92 miltion per annum would become avallable to the
tocal anthorities in the major urbar areas as a cesnlt
of additional taxes, which should. be eamarked for
approved urban traosport plans. These taxes are—

(i) an additional Jevy of up to 25 per ceat on
central city properties;

(i) additlonal revenue from parking {ecs, of which
a fixed percentage should be carmarked;

(iil) a tax o0 parkiog space;

(iv) charges lor loading zoues,

. (Pax. 1.72) :

levies ea motor vehickes:

- consultation with the Natioaal Transport

i53 Rovom. About R74 millios per semum of the
reguired fands should be obimined from the lobwipg

Average rate ia
R per:
R
: € vehicke milions

(M) All rehicles ... . ... 9 18 25
(ii) Vebicles in major

arban arcas ... . .. .. 20 40 31
(iii) Vehicles subject to

The abave reveaue could also be obismined from s
fuel tax. (Par. 7.7.3.) :
Reservation. The two  provincis Tepreseatstives,
Messes F. J. Hugo and J. G. van der Merwe, bokd the
vicw that the additional foods wmentioned in par. 1.53

should be obtained from a foel tax and/or s%tate
sabsidy,

1.5.4 Recom. Am Urban Transport Fund should be
established umder the aegis of the Natioaal Transport
Conunission, aod the yield from the vy and permit
system. supplemenicd by othcr sources us decmed
aecessary, should be paid into the Fund. Grunts, sub-
sidies and expenditure, as proposed by the Committce,
should be finunced from the Fund in accordsnce with
prioritics delermined by the Natlonal Transport Com-
misnioa. (Par. 7.7.6.)

1.5.5 Recor. As the National Transport Commission
would require initial funds to cover advance administra-
tive and transport study costs and (o sef the first urban
tansport plan poing, and as funds will be required for
the proposed cupifal and revenue subsidies oa bus
services in advance of the introduction of the (ransport

plans, at least one of the impusts proposed ia par,

1.53 should be implemented diately after the
Goverument has taken a favourable decision on recom-
mendations of the Committce which involve sdditioaal

expenditure on urban transport. (Par. 7.1.3)

L& Administrative machinery required to implement
the proposals (Chapter 8). .

1.6.1 Recom. The following organisations should be
represented on the Metropolitan Traasport Advisory
Councils recommeanded in par. 1.2.4:

(1) National Transport Commission;

(ii) The South African Ruilways;

(iil) Department of Community Development;

(iv) Department of Bants Administration snd
Development;

(v) Departincat of Planning and tbe Environment;

(vi) the Proviacial Administration; :

(vii} local authorities in the area (one member each);

(viit} Chambers of C ce and Sakeksmers (one
member only);

(ix) Chanibers of Industry and &kekﬁm (one
member only). (Par. §9.1.) :

. 1.&2 Recom. The appointment of all except the first
five members of the Mctropolitan Transport Advisory
Councils, enuniernted In par, 1.6.1, should be approved
by the Administrator, who should also designate the
chaiman. The Administrator shuuld be empowered to
appoint the core city as the “ageat™ of the Provincial
Administration, if be should deem it advisable after

Commission,
for the purpose ol and im|
metropolitan Mmﬁ 89.2.) plemendsg o

{63 Ravum. The National Teaasport C ision
as ia accordzsce with the recommnendativn is
par, 123, shoald assame final respumibility for buth
the fosmulation and application of @ clear<cut urban
aud metrupolitan tramsport pulicy in the Republic,
shauld detormine the broad functions and respoasibili-
ties of each imstitation and organisation concerned with
the lmplementation of the policy, and shoanld ensure
thet each of gthem applies an adequate system of
admizistrative, finsacial ead policy checks. (Par. 8.9.3)




8. FUTURE TRAFFIC CONDITIONS

The factoré given in earlier sections were used together
with the estimates made in the economic¢ analysis
(Appendix A) to estimate parking demand and traffic
generation. FigureB28 and Teble B29 are used together
to show the computation.

8.1 The following assumptions were used in the analysisi

8.1.1 Total trips into and out of Wynberg on a Saturday
(as shown in Figure B2) were 20 293; in the peak hour
5 497; therefore a ratio of 0,271 peak hour/total day.

8.1.2 From the survey (Figure B3) it was assumed that 50%
of the traffic was through traffiec. Therefore,
Vynberg based trips i.e. trip ends were egqual to
2 7h9.

8.1.2 1The ratios of trip generations based on American
practice (Table Bl16) vary between 30 - 50 v p day/
100 square metres. Using a ratio 30 for the trips
based to the west and 22 for those to the east, the
model was tested for 1976 and found to agree reasonably.

8.1.4 It was then assumed that half the through traffic
would be attracted away from Wynberg by any appropriate
by-pass route. Since in the Saturday survey through
traffic was almost equal to Wynberg generated traffic
in the analysis total Wynberg traffic would be 1.5 x
retail activity generated traffic.

8.1.5 The final factor would be the assignment of the )
traffic. The sums or inbound and outbound traffic
in the peak hour were equal in the Saturday survey.
.Thus the assignment simplifies the analysis by
assigning 7 the total traffis travelling in each
direction during thc peak hour along the routes available.

8.2 The parking. demand of 3.5 bays/100 sq m as guoted in
the American standards {Table B17) is a bit high when
cempared io the demand found in Wynberg.which was
estimated to be about 1 B0O for 42 000 sq mpi.e. 4.29
bays/100 sq m say 4.5 bays/l00 sq m.

Y
Tl el i

-y O - AW




1976 \9¢o \ 9%0 scoec 2000 S0.000
WYoBera A2.000 m" | wWy~neL& "lo.ooo Ll YT S X 10000dm | =t | wWywpnels 130000m| ot
s 2 t ‘ i H : |
JE5 e ‘ HETERAIN W S1E v it (el T A E B E R Y] 1 I
d13.20 35 1@® [l 2ixl 2 zg ;:i®-®i° ACE LIRS G R R T R R T R P RN ER R IR EA
I R IR EENET AP R MR MR ER R FE AR 1§ SR R
SR ;o\'|§¥ 2 g ;12 i &> o= | 3k Sie & 2 E  fv: I g |
A vl..,-i l Vi I 14 60 . , |
u 2314? i zbaag s 2690} '
T el 1A vossl oso 294] 39:12: 1.0} wmai ses 401] aisol 1,0 aise| sz se2]  acs 1.0, ad05 5.9 773 476
B2 389, | 51 205 ! | o ]
5;5 isas ! LG 3891.‘ 3.34 aig St 21 1,0 St :.\: 7.«.0.! 539 Lo V| 1,@ o | $,%7 852 68! o1l .0 . o171l goo0 10 64 ~6_54
%\ zies 2893; 14 31 40 1%
\3F 1so 24135 249 o8 34042
C (1% \LR 31 18 3> 19 W 19 o
19 V22 281 21, 313
23! 130 J_ 3862 AG 12 Sa9; e
al 3] o] 13206y Tiof nwzsal 101 wzsaiwss] 11 es] 13188l .0 ] 1o 88liais]| Bso 1479] aros! 1O Vaioniigse] 2e47) 5o
Du 21 83 1893‘ 34 33 ’ qorL!
14 Ad ot . A9 36 2313 roy
af axgal 1O 3384 7,69 329 as29| 1.0 A9 T.22 507 ST 4al 1,0 STAA| 142 8 0¢ 645l  (yial 1,00 4724 —G.T_—n_;a
3 29 s2 e ' s |
- 4 43 09 42 69 556 Az 72
E s 135 234 21¢ 1) .
[ 1058 19 14 22 ¢3 . u.s&{ i.
a 3389 5C3 673 v 7!1§ e
s V8 AT . 3078 o T8 }-0“} ! o
Wi 1104106 acsslioss] as2f 12:c0j00] 129c1001]  7er]| vimer|0.6] 1117] 9.81]  993]  7ou) 1vsnz 06| caesl 692| tres 729
1o %98 (o419 Yo7 3¢ 1 o7 36!
1 S)\1 4 CI s0o ) B4 to ‘1; i
\S 2009 27185 33 27 3994}
vy \392 2503 3339 A2wy
'8 2 390 Aty S4S
20] 314 2376 2362 2349
24 ah? 97 b7 [ 1
Fzz 226 419 5 2a 514
23 3288 55 05 54 24 53 44 !
4 481 . 904 1214 15 T
2¢ SSa %940 i3 T3S
7 “ 59} 1767 2013 RUFRY
2% 215 343 343 343
14 1197 23 60 2% &0 13 0
3o V4 a0 2415 BT A2 At 95
) s3s2 a1 eS| aies YIRS
32 44713 1699 i ) ] . e
k= 3¢125! 0. | 2v125(493¢L 2t 08} 57446] 0.6 DascBis 54 356241 Loadg] 0.6 ] dt16314999 50 35 40 6% —gn 2 0.0 377 31465,y GG 2 AU 74
L1624 44028! 100 42691 94722 teggo; 100 JO022}101433 T8y 100) FO1T2 8138 loss‘sa; Y s83> 100 A\:sz‘?z a1 B0
[ETRREY A ' -
M 1890 A s9 %s00] acoo 5850]  3g v



9.

TRAFFIC GENERATED BY ALTERNATIVE WYNBERG GROWTH MODELS.

Three different development alternatives are proposed

for analysis, The first model presumes that growth

takes place mainly by the expansion of the existing

northern area, eastwards and westwards. The second

model presumes that development takes place mainly westwards
and the third model presumes that development takes place
eastwards,;
in Figure B30 and are feasible, since a large department
store development could initiate the impetus to allow

the development of any of the three alternatives.

This analysis considers only the major road system serving
Wynberg and does not evaluate or estimate traffic volumes
for any c¢f the minor roads within the centre itself.
furthermore, the suggested form of development only in

the vicinity of Wynberg Station is based on the hypothesis
that acceptable pedestrian waiking distance is 250 metres.

The existing retail strip along the Main Road would probably
maintain its present character of motor car, hardware,

" furniture and second hand goods retail. All these

activitics are suited to the strip form of development,

Th:e retail generated traffic analysis was carried out
for three ¥Wynberg Centre sizes, 1950, 1990 and 1990
restrained development, The estimated traffic volumes
(Sec table B29) were assigned normally for the three
ceuntre sizes and three alternative patterns of
development, To ease computation of the traffic
éssignmunt the following assumptions woere made:

1. The South Road/Constuntia Road link would be
constructed by 1990.

2. In model 1 it was assumed that all the .traffic
gererated in the West would be attracted to the
Western sector of the Centre while half of the
traffic generated in the East would be attracted
to the western sector and half to the Eastern
sector.

3. In model] 2 it was azssumed that all the .traffic
generated would be attracted to the Western sector.

In/~

All three alternatives are shown diagrammatically

9.3.1

10

4, In model 3 it was assumed that half the Western
traffic would be attracted to the Eastern sector
and half to the western sector, while all the
Eastern traffic would be attracted to the eastern
sector.

5. Traffic wes then assigned by "ad hoc“’method usually
either all or nothing or a 50/50 split between two
routes which were considered comparable.

6. That adequate attractive pedestrian linkages could be
provided between East and West to reduce the need for
private vehicle accessibility to the specific sector.

For comparison purposes the trip assignments have been
combined for each year. "Figure 31 for 1980, Figure B32
for 1990 and Figure B33 for 1990 with restrained
development. Table B34 has also been prepared to
highlight the comparison.

Model 1 implies a spread of traffic between the
Fastern and Western sectors with the Western sector
(because development is added to its existing
development) attracting about £5% of the ti1affic., The
significant features of this model is the importance
of Church Street and Ottery Road, and the moderate
traffic volumes expected along other access corridors.

Model 2 implies the attraction of traffic totally to
the Western sector. The importance‘of East-West
links, particularly across the railway line are
evident, also, Church Street, a link between Church and
Wetton Road and the Main Road as well as Rosmead
Avenue show the need if this mocdel is adopted, for

the widening of all these roads to cope with the
expected traffic even in the restrained developwent
model.

It should be remembered that the estimated traffi-
volumes are those of Wynberg retail generated traffic;
so roads forming part of a metropolitan systm e.g.
¥etton Road or South Road, will be carrying additional
traffic unrelated to the centre.

Model/ -
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1980

1990 1990 {Resirained)
MODEL MODEL MODEL MODEL MODEL  MODEL MODEL. MODEL  MODEL
1 2 3 1 2 3 1 2 3

Vain Koad 275 1501 2136 432 1170 1 707 345
¥aterloo Road 296 196 296 465 465 463 370 370 370
E£%/S Western T A51 1 781 571 1 963 2 599 835 1 5% 2,077 715
Sector .
" Church Street 501 501 ‘501 754 754 755 €02 602 602
Wetton Road : v

Crurch Street 764 1 560 386 1 231 2 197 590 1 048 1 756 470
Link

Broad Road 192 - 1 605 225 - 2 360 200 - 1 887
zitfr:fnszzmend 904 - 904 1271 - 1703 1017 - 1 362
Ros. aren 6ou 906 275 -

Fosmead Avenue 302 206 906 635 1 271 1 271 508 1017 1 017
NS Sector 2 002 1 812 3 690 2131 1271 5 334 1725 1017 4 266
Weilen Road Loh 3 290 316 ‘860 1 771 590 7083 1 416 841
South Road 635 1 271 432 508 1 017 UL
fonstantia Koad 296 296 296 469 héj "6 aro 370 170
¥ AN [NG DEMAND _

WEST ' 2150 3 150 591 3148 b 500 905 2 523 3 6oo 723
EAST 1 000 2 559 1 352 3 595 1 077 2 877

TABLE B34 COMPARISON OF TRAFFIC AND

PARKING REQUIREMENTS



11

9.3.3 Model 3 implies that almost 80% of the traffic

9.5

9.6

attracted to ¥ynberg will be attracted to the

Eastern sertor. In terms of property developument

it implies that all future development will take

place on the Eastern sector. This scheme places
considerable strain on Broad Road, Ottery Road and
Rosmead Avenue; all these roads will require widening.

In the choice of model the amount of additional parking
requirements must also be added into the infrastructure
costinhg comparison. Table B35 shows that model 1 is
the most economic model in this regard.

MODEL 1 MODEL 2 MODEL 3

1980 ' 1 350 1 550 2 559
1990 . 2 700 2 900 3 395
1990 restrained 1 800 ° 2 000 2 771

TABLE B35. ADDITIONAL PARKING BAYS REQUIRED

able B36 has becen prepared toc show the major implications
ot the decision of future development model on the
infrastructural costs and on the existing environment.

The final factor is the need to analyse if there could be
a™Mimwit to growth" based purely on "traffic considerations"
Naturally this would depend on the model of development
which the ceatre pursues, aud the amount of additional .
infrastructure that s considered economically and
environasentaliy viabtle.

It would appear that model 1 would be able to cater

for the greatest amount of development for the )

minimum infrastructural and environmental costs from a

transport infrastructure point of view. A decision

would be required in the phasing process at which stage

further development would be undesirable.



Main Road

r

vnberg Bv~Pass
Waterioo Road

Church Stren:/Carrs Hill Road-

Chuich Street/¥etton Road link

Yetton Road

Eroad Read

'Ot#ery Road{west of Rosmead Ave)

llosmead Avenue

South Road

Pedestrian linke acfosa Railway 1ine

Parking

Other o

Fh

fexta

Al

Dees not require wideﬁing
provided that servicing is
forced off it and the policy

‘of a roadway of arterial

standards is not adhered to.

Not required.

¥aterloo Road/Carrs Hill Road
needs detail design

Attention to intersection with Waterloo Road

SANSLS Rany -~

Must be widened to two lanes
in each direction or the
Wynberg by pass can be devel-
cped to cater for the flow of
traffic with the Main Road
becoming a service road. In
this case the Mzin Road neecd
not be widened.

Probtebly required, cheaper
than widening Main Road

AVLEL 2

Dees not require widening provided
that servicing is forced off it,

and the policy of a roadw«ay of
arterial standards is not adhered to.

Not. required.

No widening required in terms of retail traffic generated

This link is essnetial for southbound traffic wishing to reach the major Yestern Parking Garages/Areas

This link need only be minor
in nature

No significant additional
capacity required for retail
trips generated - this route

is u regional route

Minor ﬁhysical improvements t
existing carriageway )

ditto

No widening required

Not a major role in retail
traffic

Major element in allowing the

‘'split of parking and trip.

ends

Least additional parking
required

A major link required capacity
over 2000 vph in 1990

Watton Road 'will require
widening

No -improvement required

ditto

- Widening essential if Kromboom

Parkway is delayed and

The link need only be minor in nature

No widening required

Reconstruction of roadway required
%o cater for high traffic volumes

ditto

beyond

2000 if unrestrained growth is permitted

A major role in retail trarffic
could effect regional traffic
flow.

Not required

1. Large scale parking
development on weat side

TABLE B36.

Minor roie in retail fraftic

Required due to extent of the
present retail developwment on the
west side ’

Most additional parking required

Y. . Possible -light of some Western
sector retail outlets.

2, Large scale parking development
on east side

COMPARISON






APPENDIX C ACTIVITIES

AREA 1
CROUND FLOOR

IN THE WYNBERG CENTRE

AREA m

1. Braams Butchery

2. Modern Appliances

3. Spectrum - women's clothing

4. ' United Building Society

5. Estate Ageats and Auctioneers
SUB TOTAL

FIRST FLCOR

1. Miami

2. Wynberg Health Studio

SECOND FLOUR

1. Bachelors® Club
‘SUB TOTAL

AREA 2

GROUND FLGOR

1. 0.K. Bazaars .

2. Wine & Spirit Merchants

3. Fish & Chips

4. Cspitol Butchery

5. Cape Fruit Store

6. Cardy's Bakery

7. Wynberg Garden Shop
SUB TOTAL

ABEA 3

GROUND FL()%

1, Aqua Dry Cleaners

2. Vacant

3. Fashion Fabrics

4. Cake Shop

5 The Rose Bowl = florist

6.. B?ivb.'t; Stores - men's clothing-

7 Toytique

280
‘180
200
100
120
880

460"

&40

460

1360

30800°

300

120 -

120

120 -

120
160

4020

121

154
44

55.

66
70

84

/8. «ia

8. Dodo's ~ shoes

9. Wellington Fruit Growers

10. Cuthberts - shoes

11. Cooper Chemist

12, J. Hart - Jeweller

13. “ Shoefama

14, Wool and Needle Centre
~15. Shoearama N

16. Wanda Family Outfitters _

SUB TOTAL

FIRST FLOOR

1. Doctor

2. Book Shop

3. Offices

4, Offices

5. Clothing repairs

SUB TOTAL

AREA &

GROUND F1{.00R

1. Fish Shop

2. Station Cafe

3. Discount Fushions

4. Textilie Shop

5. Watchmaker

6. } Price Stores - clothing

7. Pick a Shu -

8. Dulux Paint & Paper

G. Louv's Hairdresser

10. 0.K.G. T.V. & Electronics

11. Van Coller Hairdresser

12. Gay Bon Furniture

13. Edgars clothing ~ male

14, -Allied Building Society

15. Edpars clothing ~ female

le. Russells - furniture

17. Boulevardier ~ men's clothing

AREA m”

84
96
144
60
60
40
s0
50

135

1313

40
36
50
100

306

300
320

" 153

220
375
225 .

/18.
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18. Standard Bank

19. Vacant
20. i Price Stores
21. Vacant
‘22, Dundee Butchery

23. Wolmans Hats & Clothing
24, Cift Shop '

25. Fish Shop

26. Wynberg Bazaar

27. L. Cohen - men's clothing
28. Café

SUB TOTAL
" FIRST FLOGR

1. Engineering Inspection Company
2. Vacant

3, S. A. Surface Coating

4. Vacant

S. Asherson, Attorneys

6. Vacaat

SECOND FLOOR.

1. Dental surgeons x 3

C 2. Vacant

Basement Snooker Hall

SUB TOTAL
AREA 5
GROUND FLOOR )
i. Royal Hotel
2. Universal Family Clothing
3. Farmer's Meat Supply
4. Rifkin & Miller - clothing
5. Barksole Shoe Repairs
6 Jeweller
7. Cashworths clothing
8. Truworths ~ women's clothing
9. Hilton's Clothing - male

10. A.B.C. Shoes

AREA m

600
120
120
120
75
75 -
75
75
135
110

155 -

3953

20
20
30
25
200
45

160
150

200
850

2400
225
90
150
60
75
75
180
120 -
105

/11. ...

11.
12.
13.
14.

15,

16.

17.

18.
19.

21.
22.

21
&

ﬁ 24,

25.
26.
27.
28.
29.
30.
3.
| 32.

20. -

__'6-

Maximums Clothing - female
The Optical Centre »

Die Wonder Winkel - clothing
Vacant

Bergas Men's clothing

Caress Jewellers

"Things" - electrical appliances
Hotz Clothing

Lenkem Chemist

Vacant

Musicat Record Centre

Shrand Shoes

Fountain Confectionery
Pick "n Pay

Personal Cleaners
Film Hire

Sno Man Ice-Cream
Vacant

C.N.A.

Saambounationaal Bookeeping Services

Vacant

SUB TOTAL

33.

34.
a5.
36.
37.
38.
39.
40,
41.
42.
43.
44,

*

Nedbank

Hotz Clothing
Textile Centre
Vacant

Vacant

Vacant

Comforter Furnishers
Vacant

Vacant

Vacant

Withinshaw Hardware

Vacant

Iick 'n Pay Centre

ARLA m2

i20

1800
25
15
18
105
150

35
490

7373

270

+ 300

525
105
105

90
105
120
150
192
152
216

75

/45.
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fouch of Class - ladies hairdresser

SUB TOTAL

FLUUR

Wynberg Curtain Boutique & T.V, Centre
African Eng]e Insurance

fxalm 99 Bookshop

Morkels - furmiture & electrical appliances
General Dealer .
Sterns Jewellers

Louis' Shoes

Trust Bank

Post Office

Pink Panther foster Shop

Homes Trust Life

Plioto Printing

Sanlam

Hair by Lucian - ladies hairdresser
Van Riebeeck Paints

Santam

Fast Print Service

Nannvecci Dry Cleaners

l'ep Stores - clothing

Lynbeng'noutique

Barnett's Furniture Centre

Clicks

Suushine Bakery

The Noﬂern Fashion Store - ladies clothing
Louis Shoes -
On the Spot Dry Cleaners

Haritons = men's clothing

Pearly's - ladies' cluthing

The Blobe Store - ladies' clothiﬁg
Wynberg Chicken Inn

Helpmekkar Butchery

Aruolde Shoe Boutique

105

2510

300 -
25
40

612
70
70

70 .

900
240
12
200
12
140
105

" 120

75
90
120
375
105
105

49
90
270
144
140

70+
70

150 .
60 -

/33.

- 38 -

33, Buss & Heiman Clothing - male-and femdle
34. Nova Hats -~ female
3s5. { Price Stores
36. Material Shop
37. Wimpy Bar .

) SUB TOTAL
SANLAM BUILDING
1. Book Promotions
2. Chartered Physiotherapist
3. Breytenbagh W.N. Co. Tax Consultants
4. Homes Trust Life Insurance
5. Doctor
6. Doctor
7. Trust Bank froperties
8. Trust Bank Insurance
9. Verhave & Trop Master Builders
10. Verhave Architect
11. - Southern Peninsula Developnent

- 12, Eric Stewart
13.  Gresty W. H. (Pty.) Led.
14, Package & Machine Design -
15. Naomi Beauty Form
16. Doctor
17. Blue Circle Construction
"SUB TOTAL

AREA 7
GROUND FLOOR
i. Shoerama
2. Wynberg Furniture Mart
3. Mikes - men's clothing
4, Butcher's Den
5. Wynberg Furniture Mart
6. Waldorf Butchery
7. Kay's Clothing = male and femule
8. Nico Furnishers
9.

Louis' Hardware

2
AREA

100
40
80
80

200

5649

Jjo
120
25
150
75
75
75
150
50

25
25
25
75
25
50
75

1100

96
96
84

144
144

72
72
60
120

/10.
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1. Madeira Café

1. Louis' Shoes

12, Joffe's Clothing — male
13. School OQutfitters

14. K. Chong - general dealer

f SUB TOTAL
AREA 8

(GROUND FLOOR

1.  lewis Stores ~ Furniture & appliences
2. Universal Family Clothing
3. Rolefto Clothing
4. Petersen's barber
SUB TOTAL
FIRST FLOOR
1. Dr.vCohen

2. . Estate Agent

SECOND FLOCR-

1. Advertising Oifices
SUB TOTAL
) leA 9
GROUND_FLOUR
1. Goodall & Co. - undertakers
2. - Wynberg Motors (van Riebeeck Motors)
SUB TOTAL
AREA 1u A
GROUND FLOOR
1. Shoprite - grocery shop
2. Woolley's Furniture
i, Rodel - clothing
. SUB TOTAL
AREA 11
=8 0

CROUND FLOOR
e e ettt

AREA n

60
60

84
168

1320

150
100

250

50
352

402

750
360
90’

1200

/1.

1. Wynberg Pharmacy

2. Bicycle Repair ‘

3. Homes tead Furniture

4, 1 Price Store
LM IusAL

AREA 12

GROUND FLOOR

S . Grand Bazaars

2. Protea Fucnishers

3. "Edworks - Shoes

4. Envoy Clothing - schiool ¢ivthing

5. . Dick Coosner Hardusre

6. Fifth Wheel Clothing - lemale

7. Travel Agency

8. Love - women's clothing

9. Carlton Lighting

10. Aquarium & Pets Centre

11. Hoover Service and Spares

12. Liq=o-rama - bottle stoute
SR TOIAL

AREA 13 -

GROUND FLOOR

1. Bourne's Motor Spares

2. Logans Sports

3. S.A.R. Dispeusarv

4. " .Hepworths = clothing

S. Pick a Shu

6. The Brush & Comb - ladics hsatdressers
7. H. Cohen & Son -~ men's clething
8, Foschini ~ ladies' clothing

9. Harmony Furnishers

10, Louis' Shoes

il Hobbies & Handicraft

12. . Bradlows Furnishers

13..  DBonds - men's clothing

AREA mz

3w
105
210
L4

759

1500
240
140

1§30
100
100
00
300
140
140
720

J68o

144

70
{20
450

15

1S
108
135
180
105
210
195
160

/14,
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14.  Kuatz Furniture

15. Checkers

16. Schockers Furniture
SUB TOTAL
FIRST FLOOR
Il. Vacant
AREA 14
GROUND FLOOK
1. Schockers Furniture
2. Barclays Bank
3. Vacant
4. Ackermans .
WYNBERG MEDICAL CENTRE
5. Markhans
6. Cobblers Shoes
7. RessKem Chemist
8. . Just Eve - women's clothing
9. vacamt & ¢ )
10. Xquisit Gifr Shop
11. Phillips Radio & T.V.
i2. Crimpers Ladies' lairstylist
13. . Prospur Travel Agency
15, McPherson's Shoés
15. Sound Craft
1o, Vacant ) .
17, Record & Tape Centre
in. Quacterdeck - Sports shop
1o, Paperbacks
2. P.2. Cooras & American Swiss - jewellers
21, Foschini - women's clothing
2. Colden Egg Restaurant
23. . Vacant
[2%, Heather's Florist
SUB TOTAL

2
AREA m

600
840
625

4109

450

505
380

280

150
75
330
105
37%

288
100
224
140

4030

"FAREA 15 ....

AREA 15
GROUND FLOOR

11.
12.
13.
14.
15.
16.
17.
18.
19.
20.
21.
22.
23,
24,
25.

1.

Pink and Blye
Gift Shop
Optician

Duncan Taylor - ses . cotivany
Ace Dry Clean§r>

Shalom Restaurantg

Duncan Taylor = wosen's . iotiiug
Clark's Wool Shcp

McDonald's Cluthing

C. N. A,

Crockett & Jones - shows

Rivetts Chemi;t

Edworks - shoes

Vacant

Misique Record Centre

Louis' -Shoes

01d Mutual

Budget Hair - vomen's hairdressct
Auctioneers

Capitol.Hilk Bar

Capitol Cinema

Great Expectations - women's clothing
Optician

Tailoring & Hairstylist

Nannucci Dry Cleaneras

SUB FOIAL

FIRST FLOGR

Doctor

Medical & Industrial Electronics
Doctor

Chiropodist

Dental Surgeon

Attorneys

- Deputy Sheriff

2
AREA wm

160 -
112
780
578
105
105
144
50
60

150
70
100
160
720
25
&
80
8

4040

10
100
150
150

i

200

/8.
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AREA 17
. 2
MEA D GROUND FLOOR.
8. Building Coniractors 30 » 1. Drapers
9. Crain - Brokers,.Conmis;ion Agents 90 2. Cycle shop
10. Windsor Motivation 100 ‘) tfitters
. Flimzee Fami outfi
11. S.A. Permanent Building Society 400 _ 3 Y
12. Master Builder 75 4. General dealer
1'3. Beetle Eradicators : 25 5. Vacant shop
14, Photo Studios 75 i
: . 6. Fibreglass
15. Photo Studios . 100
7. Schus motors
SUB TOTAL 1745
. . 8. Winford motors
AREA 16 '
GROUND FLOOR ) ) 9. Linen Boutique
1. Natal Building Society 703 10. Book Exchange
2. Homes & Hearth Furnishers 133 11. Linen Boutique
3. Wynberg Wool Sho ) " 90
yhers ° ' 12. Cycle shop
4. Cape Farmer's Fruit Store 60 -
5. Yankee Kitchens Restaurant 120 : . 13. Radio and TV
6. Hi Cuys - men's clothing 108
7. Romens — men's clothin 270
e & FIRST FLOOR
8. The Creen Apple - women's clothiny 90
9. Vacant 45 » 1. Flat
ro. Pick a Shu ' 45 2. Flat
11. Woolwerths 900
12. Post Office 150 )
13, Constantia Cinerama 1100 AREA 18
SUB TOTAL 1814 _ GROUND FLOOR
1. Hardware
BASEMENT 200 . E
2. Motor cycle workshops
CRMIND FLOOR 47727 :
3. Shoe shop
FiRST FLOOR & ARQOVE 8821
. 4. Fruit shop
TOTAL 56748

5. Motor spares

6. Hardresser

Te /S eeee



7.
8.
9.
10.
11.
12.
13.
14.
1s.

(16.

(

(17.

(

(18.

(

(19.

(

(20.

(
(21.

Herbalist
Film Hire
Number plates manufacture
Second-hand clothés
Cafe

?utchery

Cafe

Second-hand clotﬁes
Fiﬁhery

Motor spares

Bank

Plate glass

Prokote paints

Cafe

Furniture and clothing

FIRST FLOOR

1.
2.
3.
4.
5.
6.

7.

*

Store

Shoes

‘Stores

Stores
Stores
Stores
Dentist
Dental mechanic

Offices

AREA / ....

AREA 19
GROUND FLOOR
l. Clothing
2. Tailor

3. Vacant .

‘4. - Butcher

5. General Dealer
* Texrminus Centre
6. Plumber

7. Post Office

8. House

9. ﬁqok Exchange
10. Hairdresser
11. Pharmacy

12. Cafe

13, Vaéant shop

FIRST FLOOR

6/7 Flat over

'AREA 20

GROUND FLOOR

1. Used cars

‘2. Plumber

3. Offices

4. Dry Cleaners

AREA / ....



" AREA 21 7. Clothing
GROUND FLOOR 8. Hardware
1. Hotel : - 9. Secondhand cars

2. Vacant shop

3. Auctioneers ' AREA 24
4. Furniture . GROUND FLOOR
5. Elecﬁriéal repairs o 1. Publisher's Offices

‘2. Bottle store

AREA 22 ' : : : ' 3. Furniture store
GROUND FLOOR ) i . ) 4. Motor repairs
l. Hardware. » ' 5. - General dealer
2. . Eome movies 6. Herbalist

3. Cafe . 7. Two cottages.
4. Hardware ’ 8. Furniture

5. Movie Centre

6. Vegetable shop ' » FIRST FLOOR
7. Wholesaler ' ) » ' 3. Furniture store above
8. Motorspares _ 4-5 Flats

FIRST FLOOR

8. Stores

AREA 23

GROUND FLOOR

1. Sewing machines
2. Optician

3. Brokers

4. Vacant shop

5. Vacant shop

6. Refrigeration

7./ ceee
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APPENDIX  D:

LIST OF PLANS IN TOWN PLANNING BRANCH, CAPE TOWN CITY COUNCIL, GITY ENGINEER'S DEPARTMENT

PLAN NO. DESCRIPTION APPROVED BY RELEVANT SUPERCEDED
DATE BY
8
g
al |8
el 8la
IF
OO%
(S N &
X25 Level crossing between Plumstead and Wynberg 34.11.02
Y86 Tennant Road Widening Land required
R79 Castletown Road, Plumstead: Proposed improvement X 37.06.2
296 Main Road, Wynberg Widening Reservation of area between )
Wetton and Conway Streets for residential purposes X 35.12.23
Y123 Church Street and Price Lane, Wynberg: Plan of subdivision
X188 Castletown Road, Plumstcad: Proposed improvement X 37.06. 29
R249 Waterloo Road, Wynberg: Plan of proposed widening from
Cary Hill to Herschel Walk ) R2202
R2T6 Bower, Albert and Waterlioo Roads, Wynberg: Proposed
improvements
R307 Castletown chd, Wynberg Proposed improvements also Rockley
) Road subway {Rr1y. Blueprlnt)
R364 Castletown Road, Wynberg: - Plan showing Proposed Improvements 38.01.13
Y3€8 Brampton Road Extension to Castletown Road
Y457 Carshill Road and W¥Waterloo Road, Wynberg: Plan of Proposed
Impirovements
RL66 Albert Road, Wynberg: Plan of proposed w1den1ng between
Alphen Hill and Waterloo Green R2445
RLBS Carr's Hill Road and Waterloo Road, Wynberg Plan
R532 See R578
K541 Piers Road, Wynberg: Plan of proposed improveinents between
Main Road and Alphen Hill Road
R559 Carr's Hill Road: Plan of proposed widening and construction :
of S,W. sewers 38.04.29
R578 Bower Road, Wynberg: Plan of proposed widening between
Constantia Road to Alphen Hill X 40.05.08
X586 Wetton and Main Roads: Plan showing amended layout of junction
Y717 Rockley Road, Wynberg: Alternative proposals for the improvement
of b4 41,08.28
838 T.P.S.: Claremont - Wynberg Sect. Use of land .
R902 Constantia Road, Wynberg: Proposed Improvements X 43,11.30 R961
2510 Durban Road and Wellington Avenue, Wynbergs Proposed improvement ’
to Junction : . 4%.01.25
RI9LS Proposed Improvements to Junction of Gabriel and Conatantia Roads, X 44,01.10
Wynberg :
R961 Constantia Road, Widening X 43,10.30 R1890
Y1136

Wynberg Civic Centre Amended layout




Y1218
Y1218/A
Y1218/B
Z1229
Y1350

Y1350/A

R1367
R1368
Y1404

R1i470
R1488
Y1503

R1528
R1595
21617
R1650
R1691

R1715
YL737
R1740
RI740O/A
R1740/B
21771

R1S03
"1801 /A
R1211
Y1340
R1890
Y2047
R2048

W23

00

fen

R2134
Y2164
R2202
X2208
R2219
R2219/A
R2219/B
X2332
R2378

Widening South Road, Plumstead: Wynberg By-Pass Road
Widening South Road; Plumstead: Wynberg By-Pass Road
Widening South Road, Plumstead: Wynberg By-Pass Road
Intersection of Constantia and Alphen Hill Roads, Wynberg
Sketch plan showing South Road in relation to Road proposals
Wynberg Plumstead Areas )

Sketch Plan showing South Road in relation to Road proposala
Wynberg Plumstead Areas :
Plan showing Wynberg and surrounding areas

Surface Land Utilisation

Proposed improvements to Intersection of Constantia and
Alphen Hill Roads, Wynberg

Land Surface Utilisation, Wynberg (Regional Survey 1945)
Plan showing 15 Acre area Maynardville Est.

Proposed layout for the development of Maynardville Est.
Wynberg

Proposed By-Pass of Wynberg Main Road

Wynberg By-Pass Road: Amended Scheme

Plan showing portion of Maynardville

Proposed improvements to Gabriel Road

Proposed extension to Castletown Road and Redevelopment of
land abutting Wynberg Station '

Proposed widening of Tennant Road and Riverstone Road, Wynberg
Intersection of Alphen Hill and Bower Roads, Hynbefg
Proposed Development Maynardville ’

Proposed Development Maynardville

Proposed Development Maynardville

Proposed 1mprovement to Intersection of Constantia and
Alphen Roads

Proposed Widening of Alphen Hill Road

rroposed Widening of Alphen Hill Road

Propésed ¥idening Sussex Road, Wynberg

Proposed Extension of Millbank Road and Division of Parking Areas

Proposed Widening Constantia Road, Plumstead

Proposed New Bus Terminus Wynberg Station

Proposed Extension to Castletown Road, Wynberg and new Bus
Terminus ’ '
Showing land required for road widening c¢/r Mains Ave and
Tennant Road '
wWidening of Main Road, Wynberg (Wetton Road - Constantia Road)
Proposed widening of Church Street and Piers Road, Wynberg
Proposed interim widening of Waterloo Road, Wynberg

Proposed link between Brisbane Road and Bathurst Road, Wynberg
Proposed Development of Maynardville

" Proposed Developnent of Maynardville

Proposed Development of Maynardville
Maynardville -~ Wynberg: Amended Layout )
widening Main Road, Wynberg, Indian Road, Wetton Road
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53.07.14

55,11, 28

66,01,11

50.08.24
51.01.

52,01.14

52,11.06

52.12.

55.05.02

29,06.29

57.01.22
56.05.11
56.09.17
56.10.20
59.05.06
57.04.17

R2594

R2219

R26L42

R2219/B
R2219/B




Y2379/E
z2434
R2449

Z2581
R2594

R2642
Y2682

R3097

R3097/A
R3097/B
Y3190

w3205
z3245
3396

R3LGS
X2509
13662
R3703

w7
k3780
R3813
R3815
w3816
Y3957
R3995

RLO36
R4094/13

who9u /14
whoolk /15
wh094 /16
R4105
RN1162

R4l64

RL366
R4366/1

Parkihg at Station Places: Wynberg/Wittebome

Proposed Flower Sellers Stands at Maynardville

Widening of Albert Road and Waterloo Road between

Carr's Hill Road and Bower Road

Proposed Improvements to width of footways; Maynard Road
Wynberg )
Proposed widening of Tennant and Riverstone Roads, Wynberg

to Kenilworth

Alphen Hill, Wynberg: Showing Proposed Proc. Main Road widening
Proposed Widening of Church Street between Maynard and Main Roads
Wynberg )

Proposed Amendments to Wynberg Road Pattern

Proposed Amendments to Wynberg Road Pattern

Proposed Amendments to Wynberg Road Pattern

Rezoning of properties abutting Church Street, Wynberg from Main Road
Business Zone to Court Road

School Board Open Spaces Wynberg Area

Parking Area near Library Millbank Road, Wynberg

Proposed Widening Riverstone Road and Riverston Road,

Kenilworth

Proposed widening South Road - Ottery Road to Main Road, Plumstead
Proposed Redevelopment Wynberg Park

Intersection Ottery, Brisbane and Sussex Roads, Wynberg

Proposed Hldenlng of Constantia, Alphen Hill to Bower Road

Dev. via Bardia Road to South Road widening of South to Homiton Roads
Widening Main Road - Indian Road, Kénilworth - Wetton Road
Proposed arterial link between Wetton and Waterloo Roads, Wynberg
Plan showing further amendments to Arterial Road system, Wynberg
Proposed Maynardville Feeder and Link Road, Wynberg

Zoning of land abutting Brodie Road, Widening

Request for Civic Centre site, Plumstead

Proposed widening of Tennant Road and Riverstone Road, Wynberg -
Kenilworth

Re-routing, Wynberg Main Road By-Pass

Intersection Main Road and Wetton Road, Wynberg: Proposed
81gnpost1ng

Intersection Main Road and Maynard Road, Wynberg: Proposed
signposting R
Intersection Main Road and qubamcRoad, Wynberg: Proposed
signposting

Intersection Main Road and Piers Road, Wynberg: Proposed
signposting

Historical Homes suggested for Preservation 0ld Wynberg

Proposed Amendments to Wynberg Road Pattern ]

Proposed Arterial Link between Wetton and Waterloo Roads, Wynberg
(Amended Schedule)

Wynberg By-Pass - Rerouting Ma1n Road

Wynberg By-Pass - Rerouting Main Road Viaduct Proposal

57.12.10

56.1?.18

© 59.05.29

60.07.05

61.02.

61.11.21
62.10.12

61.08.16

63.06.21
68.03.28

63.01.
65.08.
63.06,

62,06, 20
63.06.14

62.03.
64.02.19

65.05.21

64.04.29
64.07.14

64.07.29
65.02,
65.05.17

R3097/A
R3813

R3995

R4825

R4164

R4366




RLU3TYL
Yhlhlss
zLhu68

RALTE -

RL493
zhLhol
whi97
z4523
RL6TS
14682
RrU682/1

R4722
R4T 26
r4825
wi 349
wh849,/1
Wisss

E4911

RL4G1L/A

R4911/B
RAY93C
Y1933
R4945

24975
RUOTT
R5037
R5037/A
R5037/B
Y5086
25061

w5122
R5133
R5158
R5256
k5309
R5489
Y5577
25678
Y5699

R5709

Gabriel Road: Improvement and Link to Victoria Road, Plumstead
Proposed Parking and Bus Terminus, Wynberg

Establishment of Management Comm. for the Wynberg/Wittebome Area
Coloured Group Area situated in the area of jurisdiction of the
Municipality of Cape Town

‘Albert Road, Wynberg widening: Main Road No. 13 Waterloo Road to

Bover/Constantia Road Intersection

Proposed widéning Riverston and Tennant Roads, Wynberg

Intersection Wynberg By-Pass - Constantia Road

Improvement c/r Kemms and Main Roads, Wynberg

Service Access Lipton Road, Wynberg

Proposed Main Road Loop - Church, Main and Constantia Roads, Wynberg
Parking Area, Church Street, Wynberg

Parking Area, Church Street, Wynberg

Proposed Amendments: PMR Routes

Proposed Parking Area adjoining By-Pass, Wynberg

Constantia Road, Wynberg, Alphen Hili Road to-Main Road

Zoning ol Area ' .

Area hknown s "Chelsea" Area, VWynberg _

Froposed Rezcrning of land Malton Road, - Wynberg: Messrs Flemming

Motor Service : )

Proposed Widening of Tennant and RiverstoneRoads, Wynberg - Kenilworth

Proposed Widening of Tennant and RiverstoneRoads, Wynberg - Kenilworth

Proposed Widening of Tennant and Riverstone Roads, Wynberg - Kenilworth
Proposed Parking Areas adjoining Wynberg By-Pass

Additional Bus Shelter, Ottery Road .

Widening to 94'E of Main Road between Wetton Road and Aliwal Road,
Wynberg o

Approximate area of influence: Motor Shopping Centres, Kenilworth
Temporary Parking Area, Brodie Road, Wynberg :
Land Use Plan, Wynberg Central Area

Condition of Buildings, Plan for Central Wynberg

Establishment of Management Committee for the Wynberg/Wittebome
Coloured Group Areas

Proposcd Splay c/r Maynard/Station Roads, Wynberg

Maynard Road, Wynberg'

Improvements to' Aliwal Road Widening

Widening of Constantia Road, Alphen Hill Road to Main Road
Proposed Parking and Bus Terminus, Wynberg Station

Areas Reserved for Open Space Purposes in tho Wittebome/Wynberg area
Proposed Bus Terminus, Wynberg Station

Extract from Widening of Constantia Road, Alphen Hill to Main Road
Wynberg showing property No. 13 ’ ’
South Road, Wynberg: Proposed-Alignment

65-08-16
65.04.23

61.02.10

-66.10.19

66.02.24
65.05.20

65.05.
65.11.09

67.01.10
66.01.

69.10.13

67.11.13
66.08.
66.08. 21
66.09.
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68.11.28

67.05.01
67 .04,
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68.06.13
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74.10.09

RL911
R46TS

R5256

R5843
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R5728
R5728JA
R5728/®
25789
w5819
R5843

26061
Y6187
Y6279
R6315
R6415
Y6602
X66413
| Y6657
Y6690/2
w6793
X6798
Y6812
R6832/A
R6832/B
R6832/C
26882
26916
X6916
Z7012
w7128
Y7148
Y7152
X7192
w2750
Z7322
w7363

Y7376
w7425

Proposed Redevelopment of Maynardville arising out of the new
Wynberg By-Pass .
Proposed Redevelopment of Maynardville arising out of the new
Wynberg By-Pass ) '

Proposed Redevelopment of Maynardville arising out of the new
Wynberg By-Pass

Properties affected by Constantia Road

Proposed rezoning of Coggils Hotel (Pty) Ltd Wynberg

Proposed Widening and Realignment of Constantia and South Roads,
Wynberg

Sussex Road, Wynberg: Improvements to Intersection York Road
Proposed Service Road System to Constantia Road between Vernon and
Buchingham Roads, Plumstead

Bus Terminus: Proposed Development

Parking.Study - Wynberg Business Area

Wynberg Suburban Business Centre Off-street Parking

Proposed Improvement of Intersection, Alexandria, Mains and Tennant
Roads

Proposed Extension of Business Zoning between Main Road and Proposed
By-Pass, Wynberg existing Floor Space Relationship

The Spatial Relationship between the Shopping Centres of Wynberg,
Claremont and Kenilworth Centre

Existing Terraced Housing, Wynberg

Rezoning Flemming Motors Malton Road, Wynberg )
Eliminatlon and Substitution of Wynberg By-Pass Proposal: Rezoning of
Land along the route of the former Wynberg By-Pass

~Mains Avenue - Alexandra Road -~ Tennant Road Intersections Proposed

signalisation

Proposed Extension to Haynardvilie Park and Incorporating a Fairground
and Circus Site ! )

Proposed Extension to Maynardville Park and Incorporating a Fairground
and Circus Site - )

Propoéed Extension to Maynardville Park and Incorporating a Fairground
and Circus Site

Improvement to Vehicular Subway, Broad Road, Wynberg

Wynberg: Proposed Resiting of Public Convenience

Wittebome Station: Proposed Parking

Extract from Map of Town Planning Scheme showing zoning and Road
Proposals in vicinity of Seven Oaks Road, Plumstead

Improvements to access Rodd off Wetton Road to Conway Street and
widening of Conway Street, Wynberg

Proposed link road between Long Street - William Etreet and
construction of William Street between Norway and Loop Streets
Proposed Open-Air Roller Skating Rink, Maynardville Park, Wynberg
Extract from Town Planning Scheme, Wynberg

Proposed Improvement to Alphen Hill/Constantia Road Intersection
Wynberg -
Extract from Town Planning Scheme showing’ zoning in vicinity of

c/f Batts and Mars Roads, Wynberg

Proposed new Traffic Lanes, Albert Road, Wynberg

Widening of Pavement. - Station Road, Wynberg
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APPENDTIZX E: VALUE OF PROPERTY IN WYNBERG

VALUE OF PR
TOTAL VALUE OPERTY

OWNED BY cCcCC

- ZONE NO OF LAND - BUILDING TOTAL ~ NO OF LAND BUILDING TOTAL.

ERVEN VALUE VALUE VALUE "ERVEN  VALUE VALUE VALUE
EGO53A 59 972 430 1 381 240 2 353 670 7 123 440 6 790 130 230
EGO54A 41 540 280 1 117 280 1 657 560 2 2 840 ' . 2 840
EGO54B 68 271 120 382 850 653 970 9 17 360 2 650 20 010
EHO50A 37 692 150 1 701 890 2 394 oko 1 11 560 11 560
EHO50B 4o 1 816 810 1 558 930 3 375 740 12 516 680 65 680 582 360
EHO51A 64 - 333 340 588 190 921 530 2 220 220
EHO51B 1 261 260 140 250 4o1 510 1 261 260 140 250 4o1 510
'EHO51C 67 467 640 1 035 510 1 502 450 7 661 ' 661
EHO51D 87 934 040 1 427 310 2 361 350 12 22 890 88 870 133 760
EHO52A L7 660 670 1 603 670 2 264 340 L 80 80
EHO52B 63 758 690 1 295 510 2 054 200 15 72 880 107 020 179 900
EHO53A 60 395 190 954 470 1 340 660 :
EHO53B 63 928 150 939 710 1 867 860 16 168 250 60 790 229 o4o
EHO53C 87 338 410 807 150 1 145 560 2 15 550 4 520 20 070
EHO53D 64 791 650 1 271 300 2 062 850 9 19 600 L9 2130 68 830
EHO54A 25 105 220 151 290 256 510 10 5 570 5 570
EHO54B 103 206 190 563 970 770 160
EHO54C h2a 763 980 1 582 060 2 346 oko 9 216 450 4o 710 257 160
EIO050A 50 -1 472 730 2 128 560 3 601 290
EIO50B 1 54 470 80 870 135 340
"EIO51A by 2 747 680 2 320 820 5 058 500 3 2 810 2 810
EIO51B 34 2 923 160 2 304 769 5 227 929 6 "~ 251 670 71 100 322 770

EIO51C 57 166 070. 475 540 641 610 1 1 530 1 530
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APPENDIX G NOTES ON URBAN ACTIVITIES

As

an aide to the process a few notes were prepared

in regard to the following land use components.

1.
2.
3.
a
5.

6.

Residential.

Retail.

Office.

Entertainment, cultural and education facilities.
Industr; and warehousing. .

Government facilities.

RES IDENTIAL

The choice of residential location should bé
based on an evaluation of the adVantages to the:
individual based on factors such as accommod#tion
accessability, environment, prestige, convenience

and economy.

His choice is based on his éxpectations;one of
which relates to the type of neighﬁours, both
péople and activity. Whiie this would call

£6r a certain amount of homogeneity in the local
scale a variety in the facilities available in
the wider scale could add tovconvepience and

the fullness of experience.

Variations / ....

vVariations in residential density creates
different degrees of social activity intensity.
It is this variation that allows the introduction
. of activities other than residential into the
resideqtial matric without incompatabilities
occuring. By this is meant that in a quite
cul-de-sac it would be difficult to introduce

any activities without them creating a nuisance.
In a situation of high density living conditions,
the shops, light industry. offices can easilf

be interwoven with no ill. effects.

The development of high densit? résidential.
areas has the effect of significantly cﬁanging
“the existing"norms" for the provision of
amenities. This is caused by the intensity
in the use of the amenities possiﬁle with high

ggregation of people.

The last point is that high densities do not
‘necessarily mean highmiise apartments. The.
provision of 3 storey development with 0,33
'coverage-could acﬁieve densities of up to

360 persons per hectare, (Equivalant to R4 zoning) .

. -
Much has been written about the social ills

that occur in high rise residential developments.

I . SR



improvement in technology has come the reduction
in the amount of face to face contact required
and increasing spedalisation within large
organisations. As a result of the
expansion of the urban area the advant#ge

of the C B D location have begun to decline,
thus with the change in office practice

alternate locations become feesable.

A study was carried out .in Britain (4) which
showed that a relatively small proportion of

trips were made by'people in offices in‘the cour se
of their work. In the survey quoted this
amounted to less than 20%. This study also
showed that it was mainly the legal proféssion

that required C B D location.

Offices have been classified (1) into six-

types based on the £ypes of liﬁkages which

they require viz.:

l. Offices with interdependant functions
orientated ﬁo&ards the C B D and dependant
on close contact with it. These must
be located in a C B D location e.g. financial

officesﬁ

2./ ....

Offices for.iﬁterrelatgd functions orientated
towards the € B D but not ;init:'%ally dependant
upon close contact with it. These also
located in the C B D location e.g. diplomatic
and profeséional offices. .

Offices for interrelated functions orientated
outwards from the C B D but requiring
reasonably easy contact with it, these
offices usually locate on major arteries

in the frame e.g. sbme executive offices

of large manufacturing industries.

Offices for activities emanating from the
subﬁrbs but requiring contact with the C B D
these locate close to majorkterminal peints
in the suburbs, usually associated with the
areas from which tﬁeir business emanates -
e.g. credit control offices for shops in

the suburbs. .

Public offices - these usually cluster
together to achiegé the greatest mutual
accessability. Oéten related to the older
parts of the city.

Interdependant offices orientated towards

the suburbs. These . include the processing
units of large concerns which can carry out
the bulk of the work within its walls and

the offices tend to provide a service
reginnally or even nationally e.g. Mutual

at Pinelands, Southern Life at Rondebosch,

stock control and computer service of large stores etc.

4. / ...



Spécial schools, technical colleges, and the
university draw their students from further

afield.

The land requirements for education facilities

‘can be reduced if the public open space system

"for the community acts also as the informal

playing fields for the schools.

INDUSTRY AND WAREHOUSING

Light industry employs a large proportion of the
worker force of Cape Town. Almost 60% of the
coloured labour force is active in light industry.
Dependant on the size of a factory, it could be
located in relaiion to residential area from
which the worker force is drawn, and nov

should occur.

incompatibility

Large establishments obviasVcreate greater

- .activity and require greater accessibilitys

" and location in a residential area is not suitable.

Well planned location of this activity could
result in a considerable saving in transport infrastructure

and costs.

Service industries can also be located in a
dispersed fashion.

Heavy / <.

10

Heavy industry must perforce locate in an
area so that noise and air pollution will

not be experienced in other areas.

Possible worker density in industry is 100

persons per hectare.

Warehousing as an activity has considerably
redgced since the advent of the large food
chain ‘stores, with warehousing being larger

and further removed'from suburban centres.

‘GOVERNMENT. FACILITIES

The location of government facilities is usually

-related to the older parts of the city. As

this relates to Wynberg there is the mégistrates

court and police station, clinic, library,

3 post offices, officevof provincial inspectors.

Disposal of other functions such as the cleansing
service, health clinics and fire brigadé also

occurs.

BIBLIOGRAPHY

1. Planned Development for Roggebaai 1966 ’ -
R S Wytenbogaardt

2. Planning and the shopkeeper Giliian M Pain
Barrie and Rockliff 1967.

3. Census data 1960 and 1970

4. Offices in a Regional Centre M G Croft, .

location of offices Bureau Research paper No. 3 April

1968








