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EXECUTIVE SUMMARY 

Chapter 1: Introduction 

The Gauteng Province is the smallest province in South Africa, comprising only 1.42% of the 
total land area, but it also is the province with the largest number of residents. The population 
of Gauteng was estimated at 15.5 million in July 2020 and this was expected to increase to 
15.8 million in 2021, which is close to 25.3% of the total South African population. Currently 
there is a yearly migration of 200 000 people into Gauteng. This growth is making Gauteng 
one of the largest urban agglomerations and city regions in the World. 

Gauteng is the economic powerhouse of Southern Africa, producing 34% of South Africa’s 
GDP and is currently the 7th largest economy on the African Continent. The sectors that are 
the main contributors to economic growth are business, financial and real estate services. The 
Gauteng economy was forecasted to grow at 4.7% in 2021 after a contraction of 8.2% in 2020. 
There currently is a divergence between economic and population growth rates. The City 
Region with the Gauteng Province at its core, has developed with rapid urbanisation. It 
includes the three Metropolitan Cities of Ekurhuleni, Johannesburg and Tshwane, the two 
District Municipalities of Sedibeng and the West Rand, as well as some municipalities in 
adjacent provinces. Transport moves freely across the municipal and provincial boundaries 
and this urban conurbation functions as a single functional transport area.  

South Africa and the Gauteng Province has become part of the Global Village. The external 
environment has changed significantly over the past decade and several global forces are 
influencing and shaping the transport sector. Economic growth and rapid urbanisation are 
causing the ever-increasing demand for the movement of people, goods and services. Private 
vehicles are or remain the preferred mode of transport. This is leading to increased traffic 
congestion, pollution, road traffic accidents and a greater dependency on fossil fuels.  

Climate change is one of the most significant threats to the future of humanity. The increased 
demand for travel has a very significant impact on the natural environment because of pollution 
and increased greenhouse gas (GHG) emissions, with general agreement on the transport 
sector’s adverse contribution to this. The approach to planning, the  transformation and 
development of the transport system need to mitigate this. Building resilience and contingency 
measures into the system, are crucial to also mitigate the adverse impact of climatic incidents, 
such as flooding and extreme weather conditions. 

Other external factors to consider in the planning and development of the transport system 
are efficiency opportunities offered by the Fourth Industrial Revolution (4IR), the fall -out from 
the COVID-19 pandemic, increased geo-political instability, the impact of rising energy costs, 
unemployment, the cost of living and inflation. Cost of energy has led to a drive for less 
dependence on oil and gas as primary sources of energy and an acceleration in the 
deployment of other and more sustainable sources. This will continue to impact, but also 
benefit the transport sector.  

Forces and developments within are also shaping the transport sector, in the way it is 
functioning, planned and developed. Key policy shifts are taking place. The White Paper on 
National Rail Policy have been adopted, which provides a basis for the transformation of both 
passenger and freight rail. Many significant changes have taken place with respect to public 
transport operations, with shifts from rail to road-based and minibus-taxis services, Mobility-
as-a-Service (MaaS) and e-hailing services coming into existence. Slow economic growth is 
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also impacting on government’s ability to funding of transport capital and operational 
expenditure. 

The Gauteng Provincial Government (GPG) adopted Growing Gauteng Together 2030, a 
policy to address current realities and with the aim of alleviating poverty and inequality, to 
promote job creation, B-BBEE, support township economic growth and enhancing women and 
youth empowerment. In response, the Gauteng Department of Roads and Transport launched 
its Growing Gauteng Together through Smart Mobility Plan 2020-2025. This Plan intends to 
restructure the urban form, promote Gauteng as a freight logistics hub and data centric 
mobility, through building strong institutions. The Smart Mobility Plan is underpinned by the 
Provincial Government's Transformation, Modernisation and Re-industrialisation Programme 
(TMR). This is to be done through investing in key infrastructure within five strategic corridors, 
integration of all modes of transport and working towards a single public transport ticketing for 
the Province. 

As prescribed in the Gauteng Transport Authority Act, 2019, Act 2 of 2019, the Transport 
Authority of Gauteng (TAG) was given the responsibility to develop a Provincial Land Transport 
Framework (PLTF) for the period 2022 to 2026. This PLTF was developed in terms of the 
National Land Transport Act (NLTA), 2009, Act 5 of 2009 and supporting Regulations on the 
Minimum Requirements for the Preparation of Provincial Land Transport Frameworks, 2011. 
In terms of provisions of the NLTA, a PLTF also must be developed within National Land 
Transport Strategic Framework (NLTSF), which guides land transport planning countrywide. 
The current NLTSF is for the period 2017 to 2022 and the National Department of Transport 
(NDoT) is in the process of doing an update to the NLTSF. Over-and-above minimum 
requirements, the PLTF aims at addressing realities unique to Gauteng, as well as external 
forces impacting on transport in the Province, to mitigate impacts as far as possible and exploit 
opportunities on offer. 

Chapter 2: Process and Consultation 

The NLTA 5 of 2009, and the Regulations relating to Minimum Requirements for the 
Preparation of Provincial Land Transport Frameworks (GN R825, 2011) emphasise the 
importance of stakeholder consultation during the review, development, and updating of a 
PLTF. Therefore, the stakeholder consultation process followed, focused on augmenting and 
confirming secondary data, as well as collecting stakeholder input at key milestones. 

The Transport Authority for Gauteng (TAG) identified stakeholders1 and key role-players2 in 
compliance with the requirements of the NLTA. The stakeholder database comprised a total 
number of 134 entities representing different sectors of society, of which 47 entities have been 
identified as key role-players. The database has been categorised according to the 
representative sectors of society.  

As part of the process to review, develop, and update the Gauteng PLTF, the TAG embarked 
on a series of primary workshops with key role-players and stakeholders. The TAG convened 
three key role-player workshops and a workshop with the wider group of stakeholders. The 

 
1
 Stakeholders means public transport operators and other affected parties and includes organised bodies of 

persons, juristic persons having interest in transport planning and other government bodies having an interest in 

or affected by or affecting transport planning in the province. 
2
 Parties who are: (i) tasked with the planning and implementation of transport frameworks, (ii) responsible for 

spatial planning and land use planning, (iii) responsible for land transport planning, (iv) affec ted by the Gauteng 

PLTF update, development, and review process, (v) critical to engage with during the project, and (vi) interested 

in, and can potentially influence, the project through participation and decision-making. 
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first introduced the project, obtained the key role-players' initial comments and input on the 
proposed consultation approach. The second workshop was to discuss the current realities 
and transport status quo and for key role-players to identify challenges, gaps and critical 
issues for consideration. The third workshop was a public consultation workshop with the 
broader stakeholder group, which also provided an opportunity for stakeholders to contribute, 
identify gaps and issues for consideration, and identify the top ten transport priorities for the 
Gauteng Province. The fourth workshop sought key role-player inputs on transport objectives 
proposed solutions and strategies.  

In addition to the four primary workshops, several small group meetings or on -on-one 
engagement were convened with key role-players and stakeholders respectively, such as the 
metropolitan and district municipalities, state owned entities (e.g. Public Rail Agency of South 
Africa, South African Local Government Association, South African National Roads Agency 
(SANRAL) and Transnet), provincially owned entities (e.g. Gautrain Management Agency 
(GMA) and Gauteng Tourism Authority)), the Gauteng Taxi Industry (namely the National Taxi 
Alliance and the South African National Taxi Council), the Freight Forum and other non-
governmental organisations, including the World-Wide Fund for Nature and South African 
Disability Alliance. 

The public has been notified of the availability of the first Draft PLTF (this document) for public 
comment by means of publishing a notification in three provincial newspapers, placing site 
notices, hard copies of the Draft PLTF and executive summaries of the Draft PLTF at all the 
regional offices of the Gauteng Department of Roads and Transport in Gauteng, district, local 
and metropolitan municipalities, and the TAG’s offices, distributing letters of notification to all 
the key role-players and stakeholders on the TAG’s database, and posting the document to 
the Department of Transport’s (DOT) website for people to access and download. The media 
adverts and letters included a link to the website address with an invitation for people to 
download the Draft PLTF. A copy of the Executive Summary of the Draft PLTF accompanied 
the letters that were distributed by email to key role-players and stakeholders on the database. 
In addition, the public, key role-players and stakeholders were invited to submit written 
comment on the Draft PLTF by either completing a comment form or sending an email to the 
PLTF Public Consultation Office.  

The first Draft PLTF will be available for public inspection and comment from Friday, 
18 November 2022 until Friday, 13 January 2023. 

Chapter 3: Transport Vision, Policy and Objectives 

The current NLTSF for the period 2017 to 2022 was considered and interpreted in terms of 
the strategic direction provided for transport and to guide the policy direction taken in the PLTF. 
The policy directives, objectives and strategies provided in the PLTF are aligned with the 
NLTSF.  

The White Paper on Transport Policy for Gauteng was adopted in 1997. Although the vision 
statement contained in the White Paper remains relevant, the transport system and 
environment have changed quite significantly over the past 25 years and new poli cy 
prerogatives are relevant as well as when considering planning and development of the 
transport system. In addition to the vision contained in the White Paper, several strategic 
papers were developed subsequently, relevant to transport. If read together, the combination 
of these papers provides an ultimate picture and overall vision for the transport system for 
Gauteng. The vision for transport in the Province provided in the 1997 White Paper is: 
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“An integrated transport system which satisfies the needs of the people while 
supporting and facilitating social and economic growth, improving the quality of life, 
and the development of all the people of Gauteng.”  

The Gauteng 25-year Integrated Transport Plan (ITMP25) was developed and approved in 
2013. The ITMP25 provides a vision statement that augments the statement contained in the 
White Paper, namely: 

“An integrated and efficient transport system in Gauteng that promotes sustainable 
economic growth, skills development and job creation, fosters quality of life, socially 
includes all communities and preserves the environment.” 

The Annual Performance Plan 2022/23 of the Gauteng Department of Roads and Transport 
also provides a supplementary vision statement, which states: 

“To promote accessibility and the safe, affordable movement of people, goods and 
services and to render client-centred and developmental services in Gauteng.” 

The Gauteng Government more recently adopted Growing Gauteng Together 2030 
(GGT2030) and the vision for the Province is: 

“A seamlessly integrated, socially cohesive, sustainable and economically inclusive 
Gauteng City Region, A place of opportunity, supported by a growing economy, smart, 
innovation driven and sustainable industries, an accountable, responsive, transparent 
and clean government, and a healthy, active citizenry.” 

In response to the GGT2030, the Gauteng Department of Roads and Transport developed 
Growing Gauteng through Smart Mobility Plan 2020-2025. This plan contains various strategic 
statements that talk to the transport system in the short to medium term, namely:  

“… to integrate public transport, build a smart transport infrastructure that leverages 
of available technology … prioritises rail as the backbone for the Gauteng’s transport 
system … integrating all modes to make travel efficient for commuters … underpinned 
by technology and green transport, which includes non-motorised transport … to 
make Gauteng a freight logistics hub … and strengthen institutions”. 

The Gauteng Cabinet has also identified the need to place a greater emphasis on the 
development of townships, informal settlements and hostels (TISH). This may require a shift 
in focus towards availability of land, more investment in local roads, safety, security and law 
enforcement, as well as the upgrade of local public transport facilities. 

Taking cognisance of all the vision statements, applicable policies, as well as the assessment 
of the status quo as set out in Chapter 4 and inputs received during the stakeholder 
engagement process described, the following objectives were identified for the purpose of 
developing the solutions and strategies put forward in the PLTF. The objectives are:  

1. To integrate land use and transport effectively. 

2. To coordinate and integrate public and private transport modes and services. 

3. To conceptualise and plan the transport ecosystem to be integrated and seamless 
inclusive of infrastructure, facilities, modes of transport as well as transport services.  

4. To promote affordable, sustainable and efficient public transport.  

5. To regulate and control PT effectively. 
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6. To expand the opportunities of Private Transport modes to result in greater integration, 
efficiencies and minimise negative impact on congestion and the environment.  

7. To minimise the negative effect of transportation on the environment.  

8. To combat climate change and promote sustainable transport in line with international 
and national policy and prescriptions. 

9. To disaggregate and understand the differentiated requirements of different categories 
of commuters and to focus solutions that are responsive to those requirements and 
which offer affordable, accessible, integrated, efficient and environmentally sustainable 
solutions for each category. 

10. To consider transport solutions (infrastructure and operations) that are accessible to 
all and consider the needs of special categories of travellers (people with disabilities, 
mobility impaired, the elderly, children). 

11. To enhance transport safety management. 

12. To provide, maintain and operate efficient transport infrastructure. 

13. To operate state facilities and services effectively. 

14. To ensure the acquisition of equitable funds for transport. 

15. To manage and administer financial resources, manage fixed and movable assets and 
procurement functions, programmes and systems effectively. 

16. To manage integrated information systems effectively. 

17. To promote and implement the application of ITS and 4IR technology to address and 
assist in solving transport problems and challenges. 

18. To manage consultation, communications and public relations functions and services 
effectively. 

19. To enhance the governance, promote the transfer of skills and create the necessary 
capacity to efficiently plan, develop and manage the transport system in Gauteng.  

The broader transport vision and objectives were used as a bases for developing and putting 
forward the solutions, strategies and projects contained in Chapters 5 to 14 of the PLTF, 
dealing with the respective components of the transport system.  

Chapter 4: Transport Status Quo 

The Gauteng Province Household Travel Survey Report 2019/20 indicated that there are 
approximately 11 million trips per day in the Province of which 3.4 million are done during the 
morning peak period (06:00 to 09:00). Most of daily trips are intra-municipal trips, with the 
highest being in the City of Johannesburg (CoJ) with more than three million trips per day. The 
purpose of most trips, is to travel to and from the workplace at 39%, followed by 11 .3% 
education related trips. In terms of modal split, the walking as a primary mode, makes up 
27.7% of trips, while using private vehicles is 32.3% and minibus taxis (MBT) 21.3% 
respectively.  

Average commuting times have increased over the past years. On a typical working day travel 
time increased by 17% from 46 minutes in 2014 to 57 minutes in 2019. Overall average travel 
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time has almost doubled over the past 18 years. Associated with this, many more commuters 
choose to travel either earlier or later to avoid the peak.  

Increasingly, more households in the Province have at least one member with a driving 
licence. Households without a licence decreased from more than 50% in 2000 to just over 
46% in 2019. Nonetheless, the proportion of households without access to a private vehicle 
has increased to over 70% in 2019, from 66% in 2014.  

The Province’s vehicle population has grown from approximately 4.3m in 2011 to 4.8m in 2019.   

Integrated Development 

Gauteng is the densest province in South Africa, however, most people in the Province are 
concentrated in a few clusters. While some of these clusters are located close to core business 
areas in Johannesburg, Tshwane and Ekurhuleni, many of the clusters are located on the 
edges of the urban footprint. The densest 20% of the population lives on approximately 1% of 
the land area of Gauteng and the least dense 10% of the population lives on 90% of the 
Province's land area, which may be sparsely populated but comprises of residential areas and 
many other land uses and activities. 

Taking into consideration that municipalities have limited budgets and are often fiscally 
strained the Gauteng Spatial Development Framework (GSDF) provides investment guidance 
through four (4) spatial targeting focus areas. Spatial imperatives identified in the GSDF 2030 
(adopted in 2016) have been further developed into 16 Supporting Spatial Development 
Interventions (SSDIs). The spatial strategies, focus areas and SSDIs are aligned in the 
ultimate goal to coordinate, integrate and align the plans of the three (3) spheres of 
government as well as bring people in close proximity to areas of social and economic 
opportunity complemented by an affordable, reliable and safe public transport system. These 
directives provide guidance to three interventions: spatial reconfiguration, township economy 
revitalisation and infrastructure investments. The PLTF therefore aims to align its spatial 
priorities with national, provincial and local imperatives in order to ensure sustainable land use 
and transport integration. 

Public Transport 

According to the Household Travel Survey (HTS) of 2019, 42% of trips are undertaken makes 
use of public transport. Of the public transport trips, 88% is done using MBTs, 8% by bus and 
4% by rail respectively.  

The urban structure is mostly characterised by low density development and urban sprawl, 
with very little spatial transformation having taken place over the past 20 years. In many 
instances this has even been perpetuated by more recent developments and the way 
economic housing development had taken place, by positioning such developments at the 
urban periphery on cheaper land. The lack of spatial transformation, densification and in -filling 
impacts directly on the efficiency of public transport. Passengers must travel long distances, 
compared to more compact cities. Low levels of accessibility exist due to the inability of 
services to cover residential areas adequately and long walking distances are incurred to 
access services. 

The quality of services is deteriorating with access and travel times continuing to increase, if 
the results of the 2014 HTS is compared with the survey done in 2019. Even prior to the 
COVID Pandemic commuter rail continued to lose market share and is struggling to recover 
post pandemic from near collapse. The rate of extensions of formalised public transport 
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networks, such as Gautrain and BRTs, is slower than anticipated mainly due to the availability 
of funding and funding priorities. This means that public transport is also becoming less 
attractive as a travel option to choice-users. The condition of public transport facilities and 
specifically taxi ranks have also deteriorated significantly over time due to lack of investment, 
proper maintenance and management. 

The Pandemic also impacted adversely on all formalised public transport, with signi ficant 
decreases in fare box revenue and the resulting sustainability of such services. Affordability of 
public transport to the user has decreased, with 60% of households spending more than 10% 
of disposable income on transport in 2019, compared to 55% in 2014. 

The route structures of provincially subsidised bus services were introduced pre-1994 and 
municipal bus services are still reflecting the original route structures and have not been 
optimally integrated with other public transport. Scholar transport  services subsidised by the 
Gauteng Department of Education also operate in isolation from other services. Most services 
are aimed at commuters traveling to and from work during peak hours, with limited services 
during off-peaks catering for non-work trip purposes. Universal access and catering for needs 
of the mobility impaired also needs a lot of attention to make public transport a viable option 
for them.  

Coordinated planning of public transport networks, covering the whole City Region and 
providing for provincial wide mobility and an Integrated Public Transport Network (IPTN) 
crossing municipal and provincial boundaries, is less than optimal. Planning, funding and 
financial support is fragmented across three spheres of government, considering commuter 
rail, bus and other services. More coordination and integration are required. A more uniform 
approach to providing funding support, subsidies to public transport and a fare policy are 
required. 

Security and safety of passengers remain a challenge, especially with respect to access and 
the First and Last Mile (1LM) part of the public transport passenger journey. This also includes 
issues around Gender Based Violence. The general lack of, or adequate and convenient non-
motorised infrastructure also contributes to this.  

The MBT market share of work trips increased from 71% in 2014 to 88% in 2021, according 
to the respective HTSs. The functioning and efficiency of the Provincial Regulatory Entity 
(PRE) resulted in a severe backlog in disposing with operating licence applications. The 
process of renewing licences remains a bone of contention to the taxi industry.  

The MBT industry operates in an economically regulated environment and as such require an 
operating license to legally transport passengers for financial gain. The applicable Regulations 
for the issuing of operating licenses was Gazetted in 201. The Province has established a 
Provincial Regulating Entity (PRE) that deals with the issuing of new operating licenses and 
the conversion of area-based permits to route based operating licenses. 

There is a grave concern amongst the Gauteng Taxi Industry regarding the backlog that exists 
with the issuing of operating licenses. 

The taxi industry remains the only public transport mode that does not receive an operational 
subsidy from Government. The substantial increase in the price of fuel over the last two years, 
combined with the substantial increase in the price pf new tyres as well as regular increases 
to parts and maintenance of the vehicle, has put the industry under more financial pressure 
that it has ever been. This combined with the fact that salaries and wages of their target market 
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has not kept up with inflation over the past two years, makes it very difficult for the industry to 
increase their fares on a regular basis. The economic slowdown since 2019, with many 
companies losing down and workers losing their jobs has also impacted on the traditional taxi 
industry market. 

The industry is left behind when it comes to investment in infrastructure for the industry. The 
majority of grant funding is earmarked towards the IPTN which up to now has focussed mainly 
on the planning, construction, implementation and operation of the  BRT systems. The 
provision of facilities for the taxi industry focussed mainly on lay-byes and formal taxi ranks at 
local authority level. The unprecedented growth in the industry has put pressure on the existing 
facilities as the demand for ranking and holding space has outstripped the provision. The 
design of the taxi ranks has not kept up to date with latest design technology in terms of 
materials used and energy efficiency. 

A Taxi Summit was convened between the MEC and officials and representatives from the taxi 
industry in Gauteng from 24-25 July 2019. The strategic objectives agreed at the summit 
related to: 

• Work within the existing government regulatory framework; 

• Modernise the MBT industry; 

• Uphold and work with the road safety prescripts; 

• Corporatise and empower the mini-bus taxi industry, and 

• Eradicate violence, fraud and corruption. 

The challenges faced by the taxi industry, as identified at the summit are:  

• Taxi wars that require the law enforcement agencies and judiciary to act decisively on 
crimes committed in the industry; 

• High level of corruption, maladministration and toxic management practices in the 
issuance of operating licenses; 

• Lack of reliable, accurate and consistent data withing the industry; 

• Minimum and/or lack of training and reskilling operators; 

• Bad driving methods, poor conditions of vehicles and driver behaviour; 

• Poor working conditions of taxi drivers; 

• Lack of unity; 

• Industry operating far below capacity, and 

• Too many illegal operators. 

e-Hailing services has become a reality and plays a significant role in, not only transporting 
people traveling to work, but more so for business, social and tourism purposes.  The fact that 
no clear regulatory regime is in place for MaaS operations and e-hailing services is further 
contributing to the tensions and conflict in the public transport environment. 
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Sustainable Transport 

South Africa is a signatory to the Sustainable Development Goals3 (SDGs) as set out in the 
2030 Agenda for Sustainable Development which seeks to eliminate extreme poverty and 
reduce inequality whilst protecting the planet. The National Development Plan (NDP) which 
predates the SDGs is recognised as being significantly aligned with the SDGs. Transport has 
a role to play in the realisation of many of the SDGs with specific relevance to Goal 11 – 
Sustainable Cities with Transport having a particular Target Indicator 11.2 which aims that, by 
2030, all citizens will have access to safe affordable, accessible, and sustainable transport 
systems through expanded public transport. In addition, special attention should be paid to 
the travel needs of those in vulnerable situations including women, children, persons with 
disabilities and older persons4.  

South Africa is also a signatory to the Paris Agreement5 which seeks to limit global warming 
to below 1.5O Celsius above preindustrial levels requiring CO2 emissions to be reduced by 
45% by 2030 and to Net Zero by 2050. As part of this commitment SA revised its Nationally 
Determined Contribution6 (NDC) in 2021 increasing upper limit emissions reduction to 510Mt 
and 420Mt by 2025 and 2030 respectively.  At 10.8% nationally and up to 40% in cities 
transport’s contributions reduction targets towards GHG emissions require adjusting to 
contribute towards achieving these targets.  

Key issues that sustainable transport planning has a significant role to play in addressing 
include: 

• The current sprawling urban form of low densities and long travel distances which 
contribute significantly towards the inefficiency and unaffordability of transport; 

• The limited integration of transport and land use and urban planning processes;  

• Walking, whilst the primary mode of travel, along with cycling and public transport should 
form the departure point for all transport planning this is not the de facto case;  

• Transport infrastructure and systems are not and have not previously been designed for 
Climate Change impacts and resilience and current approaches may lock out required 
changes, and 

• Greater efficiencies in vehicle usage and non-motorised transport to reduce GHGs has 
not been optimised. 

Sustainable Transport allows the basic access and development needs of individuals, 
companies and society to be met safely and in a manner consistent with human and 
ecosystem health, promotes equity within and between generations, is affordable and efficient 
thus has a key role in addressing the resilience and adaptation requirements of climate change 
and achieving social justice. It is also a crosscutting discipline that underpins all aspects of 
transport planning and delivery. 

 
3
 https://sdgs.un.org/goals 

4
 https://unhabitat.org/sites/default/files/2019/05/sdg_11_synthesis_report_web2_0.pdf  

5
 https://unfccc.int/process-and-meetings/the-paris-agreement/the-paris-agreement 

6
 https://www.gov.za/speeches/statement-virtual-cabinet-meeting-14-september-2021-20-sep-2021-0000 

https://sdgs.un.org/goals
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Although there are extensive legislative, policy and strategic documents at international, 
national and provincial levels that both recognise and require sustainable transport little impact 
has been achieved thus far. 

Sustainable transport requires a systems-based approach, incorporating the avoid (reducing 
the need to travel or transport goods and includes reducing urban sprawl), shift (changing the 
mode of travel or transport) and improve (utilising technological improvements to reduce 
energy use and emissions) where walking, cycling and public transport are given priority in 
any land use and transport planning is recognised as the necessary approach to be adopted. 

Current planning approaches are primarily focussed on the Green Economy aspects of 
Sustainable Transport seeking a reduction on GHG emissions through alternate energy 
sources and technological improvements with limited focus on the reducing the need to travel 
and encouraging mode shift. 

Non-motorised Transport 

Walking as a primary means of travel still remains one of the predominant modes of transport, 
at 27.7%. Cycling as a commuting mode is also growing continuously, although no recent 
statistics on the percentage modal share are available.  

The current dispersed and low-density urban development results in long walking distances 
and do not make it very conducive for people to walk as a preferred means of travel, unless 
no other option is available or affordable. The challenge is then how to create a “smart”, 
compact and walkable City Region, often referred to as the “15 Minute City”.  Stronger 
integration between land use and transport planning is required to shorten travel  distances 
and to make non-motorised transport (NMT) a more viable option. 

Road reserves do not always adequately provide for all uses, such as NMT, and other 
services and utilities. In many instances sidewalks do exist along roads albeit frequently of low 
quality, but very little is available by way of infrastructure and facilities for cyclists. Except for 
development around BRT stations, very little investment is focussed on non-motorised 
transport infrastructure at public transport nodes. This also hampers the promotion of public 
transport as a mode of choice.   

Road infrastructure design standards, especially along provincial roads in urban areas, do not 
adequately cater for NMT. Motorised modes are largely only catered for and not the cross-
sections as a whole and the full reserve width. The design standards applied often were 
appropriate to roads in rural areas, but with urbanisation and development these have now 
changed to roads within urban environments.  

Urban design frameworks don’t adequately provide for safe and convenient  NMT facilities. 
Sidewalks are not well lit and Universal Access needs of people are mostly not adequately 
accommodated. 

Developer bulk service contributions for the upgrade of infrastructure are mostly targeted at 
increasing accessibility for motorised private vehicles, with very little attention to NMT needs. 

Transport infrastructure 

The Provincial Road network is 272 821km, the metros amount to 66 143km, municipalities 
amount to 256 903 km and un-proclaimed roads amount to 131 919 km. Gauteng Province 
has the lowest percentage of the SANRAL road network which is 3.6% (807 km) of the 
SANRAL road network. 
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According to the Gauteng Province Department of Roads and Transport Road Assets 
Management Plan (RAMP) 2021/22, the Province is responsible for a road network consisting 
of approximately 5 600km of roads (4 328km surfaced and 1 271km gravel roads). 33% of 
Gauteng provincial roads are classified as arterial roads, 27% as distributor roads, 33% as 
collector roads and the remaining 7% as principal and access roads. The Gauteng provincial 
road network includes 676 bridges and 428 major culverts. 

Gauteng Province has a planned strategic road network which was developed over time. It 
consists of a grid of Freeways (PWV roads) and main arterials (K-routes). According to the 
Gauteng RAMP 2021/22, 76% of the paved road network is in a good to very good condition 
and 4% is in a poor to very poor condition.  

According to the City of Ekurhuleni (CoE)’s CITP 2014, the majority of the CoE paved roads 
are in good condition, whilst most of the unpaved roads are in poor condition. Very Good and 
Good amounts to 72% of the network while 2.2% is classified as Poor to Very Poor. This 
information was based on the CoE pavement management system data conducted in 2012.  

The City of Tshwane (CoT) Metropolitan Municipality consist of a road network that amounts 
to approximately 9 667.6 km of roads. According to the CoT Comprehensive Integrated 
Transport Plan (CITP), the paved roads amount to approximately 69% and unpaved roads 
amounts to 31% of the road network. The CoT’s Pavement Management System of 2017 
indicated that 73% of the network is classified as Very Good to Good and that 9% is Poor to 
very Poor.  

According to the CoJ’s SITPF 2013, the CoJ Road network is 9 324 km in extent. According 
to the CoJ’s Pavement Management System (Surveys conducted in 2008), approximately 
72% of the road network is in very good to good condition, and 20% of the network is in poor 
to very poor condition. 

The Sedibeng District Municipality (SDM) consist of 1 408 km of road network. Midvaal local 
municipality amounts to 44.9% of the SDM road network; Lesedi local municipality amounts 
to 34.3% and Emfuleni local municipality amounts to 20.8% of the SDM road network. 

The West Rand District Municipality (WRDM) consist of 2128 km of road network (1511km 
paved and 617km unpaved). Mogale City local municipality amounts to 41% of the WRDM 
road network; Rand West City local municipality amounts to 39% and Merafong local 
municipality amounts to 20% of the WRDM road network. 

Gauteng also boasts 921km of rail that is the responsibility of Transnet and PRASA.   

Freight Logistics 

Freight transport is mainly conducted by road in Gauteng, while rail transport is used for bulk 
materials over long distances, such as the iron ore or coal lines. Air cargo is concentrated at 
OR Tambo International Airport although some smaller volumes are handled at airports such 
as Lanseria and Wonderboom. 

Sustainability imperatives require that more rail friendly freight needs to be shift fr om road to 
rail although the relatively short distances in Gauteng might make it difficult to offer viable rail 
services within Gauteng. However, more road freight traffic on the corridor between Gauteng 
and Durban should be moved to rail. Hence the development of intermodal container terminals 
in Gauteng needs to be developed with suitable access roads to ensure efficient connectivity 
with industrial zones. 
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Challenges with freight logistics include overloading as well as road safety and security of both 
drivers and loads. It is important that safe staging areas as well as truck stops should be 
developed to protect equipment and drivers and reduce the negative impact of trucks on the 
road infrastructure. 

Transport Management 

The status quo of Intelligent Transportation Systems (ITS) in the Province of Gauteng is dealt 
with next. This was addressed in two ways, the first being a review of current documentation 
on ITS planning and deployment within the Province and an overview of current ITS 
implemented and associated initiatives. The current context of various policies and plans were 
reviewed, namely the Gauteng 5 Year Integrated Transportation Master Plan, the Gauteng 5- 
year Transport Implementation Plan, and the Gauteng PLTF of 2010–2014. The overall status 
of these documents is that technology and ITS applications are mentioned throughout each, 
but requires an updated for more recent applications that were introduced over the past few 
years since the documents were written. The five Integrated Transportation Plans (CoT, CoJ, 
CoE, Sedibeng, West Rand) were reviewed and highlights provided, with the overall status 
being outdated with respect to the development of various technologies that have transpired 
over recent years. Furthermore, the Growing Gauteng Together Through Smart Mobility 2030 
document was also reviewed as a key document, containing the latest strategic vision with 
regards to Smart Mobility for the Gauteng Province. 

With respect to the ITS and technological initiatives currently active in the Gauteng Province, 
a summarised review is provided. The main initiatives listed are the Bus Rapid Transit  (BRT) 
systems, the Gautrain, the Gauteng Freeway Management System, various Management 
Centres, Johannesburg Roads Agency initiatives, Gauteng Open Road Tolling (GORT), 
Initiatives of Toll Concessions for freeways, the DoT/SANRAL Transaction Clearing House 
(TCH), Provincial Smart Mobility Department Initiatives, MaaS and E-hailing. 

Some challenges and opportunities were identified from a ITS and technological perspective, 
namely Provincial-wide coordination, Digital footprint expansion, opportunity for an Advanced 
Public Transportation Management System and a MaaS platform, Piggy-backing on current 
deployments, Training and Education, Awareness of 4IR and Technology applications, 
Principles regarding planning & implementation, Seamless transport, Integrated Corridor 
management, and Data sharing principles. One of the key priorities of the Province is reaching 
the vision of One Province One Ticket, and some key requirements are not yet in place to 
achieve this that should be dealt with. 

Some future considerations to take note of during the development of technological 
implementations include the passenger journey, city planning and infrastructure, data -driven 
mobility, safety and inclusion, and delivery and distribution. 

Tourism 

Gauteng has 4.3 million tourist day trips and 3.1million overnight trips, according to Gauteng 
Tourism Agency (GTA).  

The major ports of entry to the Province are not well served by public transport, except 
Gautrain at ORTIA. The lack of information and signage provides challenges for tourists to 
access general public transport as a mode for tourism travel. Therefore, tourists large rely on 
car rental services, private operators and e-hailing services to travel within the Province.   



      
   

 

 
      (xxi) 

 
 

71% of tourists travel to and within Gauteng to visit friend and family, 12% for business 
purposes and 9% for holidays. 

The Backlog with the disposal for operating licence applications and licence renewals of 
tourism transport operators was close to 2 years at start of 2022 and this is a major challenge. 

Monitoring 

Monitoring and review of specific key performance indicators as required by the NLTSF is 
currently not done properly. This is evident in all planning authorities and in the dormancy of 
the Gauteng Freight Databank. This is also apparent in the lack of any information regarding 
comparative analysis of the extent to which the key performance indicators have changed over 
time. 

Problems, Issues and Gaps 

An analysis of the transport status quo in Gauteng, discussions and inputs received at the 
various stakeholder and key role-player workshops, as well as further one-on-one sessions 
enabled the identification of problems, issues and gaps. The following are the Top 10 issues 
identified by stakeholders to be addressed as part of the PLTF (in no particular order of 
importance):   

1. Increased traffic congestion, pollution and the environmental impact of transport; 

2. Integration of economic, land use and transport planning and to optimally coordinate 
this across sectors, different spheres of government and municipal boundaries (“these 
must be done under one roof”); 

3. Affordability and accessibility of public transport to users in general and the 
attractiveness of such services to choice-users; 

4. Decline in public transport services and facilities, modal optimisation and integration ; 

5. Barriers to entry for new entrants in providing formalised and subsidised public 
transport services; 

6. Safety and security and the protection of travellers and transport infrastructure and lack 
of integration with security service providers to address this; 

7. Lack of adequate non-motorised transport infrastructure and facilities and universal 
access for people with disabilities and the mobility impaired; 

8. Lack of Mobility as a Service (MaaS) solutions that offer efficient integrated and 
responsive solutions to commuters needs to contribute to them making changes to 
their transport choices and behaviours; 

9. Road freight movements, the impact the Strategic Road Network due to over -loading, 
on inner cities operations because of parked trucks and the cost of the “last mile” (point 
of public/freight transport up to the private dwelling/business); 

10. Strengthening Regulatory Oversight, and 

11. Additional and new funding sources, as well as the lack of a “platform” conducive to 
partner and leverage private funding. 

Other important issues that were discussed and received attention during the stakeholder 
engagements were, how to best provide for non-motorised transport needs, how to create a 
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smart and walkable South African city and how it could be applied to all spheres of government 
within the framework of existing regulations. The management of available transport data and 
the utilisation of information for the planning, development and management of the transport 
system also received attention. Further, a critical issue was for due consideration to be given 
as to how the PLTF will be enforced. 

From the process of one-on-one engagements with the Gauteng Taxi Industry, a key player in 
providing public transport services and therefore be to be consulted on planning, the following 
matters were highlighted:  

• Regulation of the industry should be pragmatic and not detrimental to the economically 
active workforce, coupled with the concern on the backlog in the disposal of operating 
licence applications; 

• Affordability of services to users, the sustainability of operations and the lack of adequate 
financial support to the industry; 

• Consideration of separate or high-occupancy vehicle lanes to be available for use by 
MBTs in congested areas; 

• Generally, the state of taxi ranks is deteriorating to unacceptable levels; 

• A fit-for-purpose approach when it comes to the transition to e-vehicles and sustainable 
transport, and  

• Outcomes of the taxi summit held at the end of 2019 and the recommendations made 
by the respective task teams to be recognized and included in the PLTF. 

Chapter 5: Integrated Transport Plans 

In terms of the NLTA, Chapter 2, section 11, municipalities are responsible for the improvement 
of the transport system within their jurisdiction and to prepare Integrated Transport Plans. An 
Integrated Transport Plan (ITP) is a component of the Integrated Development Plan (IDP) for 
a municipality. It is prepared in terms of the guidance provided within the PLTF, which provides 
the overarching framework for the development and/or updating of ITPs. These plans need to 
be developed and updated in terms of the Minimum Requirements for the Preparation of 
Integrated Transport Plans, 2016. These regulations were gazetted in terms and Sections 
36(1) and (2) of the NLTA and requires municipalities to update their ITPs.  

In the minimum requirements it also distinguishes between various types of municipalities and 
the aspects to be addressed in their respective plans, depending on the type.  

TYPE 1 - Planning Authorities required to prepare CITP and CoE, CoJ and CoT are 
classified as Type 1 planning authorities. 

TYPE 2 - Planning Authorities are District Municipalities which must prepare District 
Integrated Transport Plans (DITP). DITPs to be prepared in Gauteng are for the two (2) 
type 2 planning authorities, namely Sedibeng District Municipality (SDM) and West Rand 
District Municipality (WRDM). 

TYPE 3 - Planning Authorities are local municipalities who are to prepare a Local 
Integrated Transport Plans (LITP). The local municipalities in Gauteng are Emfuleni 
Local Municipality, Lesedi Local Municipality, and Midvaal Local Municipality in the 
Sedibeng District Municipal area, and Mogale City Local Municipality, Merafong City 
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Local Municipality, and Rand West City Local Municipality located within in the West 
Rand District. Local Integrated Transport Plans (LITPs) must be integrated into DITPs.  

ITPs are prepared for a five-year period. A new ITP must be prepared every five years 
(overhauling of the Plan). On an annual basis (Annual Update), selected aspects must be are 
to be updated. These updates would inter alia include updated project lists and budgets, which 
then makes up the Transportation components of the annually updated municipal Integrated 
Development Plans (IDPs). 

The most recent CITP for CoE is for the period 2013 to 2017. It is a comprehensive document 
meeting all requirements. The vision, goals and objectives are aligned with the National and 
Provincial agendas. Since the completion of this CITP in 2017, CoE has also done a Roads 
Master Plan in 2018, Integrated Public Transport Network Plans and Corridor Operational 
Plans in 2021. 

The CoJ, started in 2012 with their ITP for the period 2013 to 2018, where they followed a 
slightly different approach. Instead of a single document, it was developed in a few documents. 
The first was the Strategic Integrated Transport Plan Framework (SITPF). It is a very thorough 
and comprehensive plan (Roadmap) with progressive policies and strategies. It took a long-
term view on Transportation. CoJ has since conducted various other planning studies,  
area/precinct wide ITP’s, Operational Plans and Corridor studies in support of the SITPF.   

The latest CoT CITP covered the period 2015 to 2020. The CITP is a comprehensive plan and 
it is compliant with the minimum requirements. CoT has commenced in December 2021 with 
the update of their CITP and the project will run over three years. CoT is updating the Transport 
Register, the Spatial Development Framework (SDF), Public Transport Plan and their 
Transport Infrastructure Strategy. It is also proceeding with its Freight and Logistics Strategy, 
Funding Strategy and Implementation Plan.  

The DITPs for Sedibeng and West Rand District Municipalities were completed in 2019 and 
covers the period 2019 to 2024, with assistance from the Gauteng Department of Roads and 
Transport. Both Plans are comprehensive documents and meet all requirements. Vision, 
Goals and Objectives in-line with National and Provincial strategies and prerogatives. Projects 
are identified which would assist with the economic growth of the respective districts, but no 
budgets or timeframes re given. Some base data is also dated. The LIDPs of the local 
municipalities are also integrated into the DITPs of the two districts.  

Chapter 6: Integrated Development Framework 

Taking into consideration that municipalities have limited budgets and are often fiscally 
constrained, the GSDF provides investment guidance through four spatial targeting focus 
areas. Spatial imperatives identified in the GSDF 2030 (2016) have been further developed 
into 16 SSDIs. The spatial strategies, focus areas and SSDIs are aligned with the aim to 
coordinate, integrate and align the plans of the three spheres of government as well as bring 
people in close proximity to areas of social and economic opportunity complemented by an 
affordable, reliable and safe public transport system. The integrated development strategies 
therefore aim to align its spatial priorities with national, provincial, and local imperatives in 
order to ensure sustainable land use and transport integration.  

An understanding of the interrelationship between land use and transport has influenced the 
development of a vision, objectives, focus areas and strategies for the successful and 
sustainable integration of land use and transport that the PLTF aims to support and promote. 
These focus areas additionally aim to respond to and support the most recent provincial 
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priorities as indicated by cabinet. To achieve this, the Province needs to follow a PLAN, 
CREATE and IMPLEMENT approach that should guide development and its discourse within 
the different spheres of government. “PLAN” focusses on elements that need to be considered 
and planned for, to create enabling environments. “CREATE” addresses the development of 
specific mechanisms or tools and “IMPLEMENTATION” deals with actions to be executed. 
Following the above approach, the following focus areas and strategies are proposed for the 
integration of land use and transport within the PLTF. 

To enable sustainable land use and transport integration in the Province, the PLTF proposes 
the following focus areas: 

• Coherent and sustainable urban development – which addresses the fragmented urban 
structure and dispersed pressure on service delivery and transport systems;  

• Accessibility, connectivity, and mobility – which addresses the inability of many people 
to access economic and social opportunities; 

• Resilience, which looks at incorporating adaptability into land use and transport 
planning, and  

• Good governance, which addresses institutional arrangements and processes that will 
strengthen land and transport integration. 

Chapter 7: Public Transport 

This chapter provides information of the public transport strategies and initiatives of provincial 
significance and emanating for the respective CITPs that aim to promote and improve public 
transport. 

Based on the public transport status quo and the problems issues and gaps described in 
previous chapter, the following focus areas were identified to be addressed through public 
transport strategies: 

• Public Transport and Land Use Integration; 

• Provincial-wide strategic integrated public transport network (IPTN), also considering 
network continuity across municipal/provincial borders, integration between public 
transport modes and the role of modes; 

• Quality of public transport, addressing aspects such as accessibility, reliability quality of 
services, quality facilities and Universal Access of facilities and vehicles; 

• The devolution of the rail function; 

• Passenger Safety and Security; 

• Regulation of road-based modes and services, and 

• Affordability (to users, government and operators), funding and subsidies.  

Public transport linkages to new developments and existing and high density and major nodal 
developments, with in-filling along IPTN corridors and TOD development needs to be enabled, 
pursued, and promoted. The Provincial-wide IPTN needs to be confirmed, including key cross-
border corridors as part of the GTIMP25 update. Nodes of Provincial Significance need to be 
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identified and ToD strategies be developed for each of these. A Modal Integration Working 
Group or similar structure need to be established to promote this.  

The provisions of the National White Paper on Rail Policy need to be implemented, which as 
a start will include a due diligence study and consultation and agreement on the terms and 
conditions of such devolution. The commuter rail corridors need revitalisation through 
discussions and coordination with PRASA, including revitalisation of areas of impact around 
key stations in collaboration with municipalities. Approvals and funding for the expansions and 
first phase of the extensions to the Gautrain Rapid Rail needs to be unlocked.  

Through collaboration with all spheres of government, there needs to be agreement 
on consolidation of operational subsidies, targeting of beneficiaries and appropriate subsidy 
allocation mechanisms. This should culminate in an integrated strategy for equitable 
subsidising and providing financial support to public transport with the aim to improve 
affordability and enhance sustainability of public transport services. The integration of public 
transport ticketing and payment systems should be formalized through the “One-ticket-one-
province” initiative. 

The quality of formalised public transport will be enhanced through agreement on appropriate 
services norms and standards and through concessions/contracts that include performance 
regimes. Restructure, rationalise and integrate the Public Transport Operations Grant (PTOG) 
bus services into the IPTN(s) needs to be finalised in consultation with the affected 
metropolitan municipalities and also with due consideration of cross-border travel. 

The condition of road-based public transport facilities and specifically taxi ranks, is often not 
acceptable and is generally deteriorating. The Province will, through liaison with municipalities, 
strive to obtain agreement on common minimum standards for public transport facilities and 
associated amenities, as well as the management and maintenance of such facilities. It will 
work with the municipalities on a framework for funding the necessary upgrades and 
maintenance regimes. 

A public transport safety and security strategy will be developed through engagement and 
coordination with all stakeholders, including the security sector and municipalities.  Increase 
usage of technology and data through e g CCTV cameras to increase visibility and monitoring 
of public transport spaces. 

The GDRT will develop a strategy to improve the functioning of the PRE, to reduce backlog in 
disposing with operating license applications and renewals. It will also further assist the GTI 
with the implementation of the recommendations of the Gauteng Taxi Summit  and its task 
teams. 

Chapter 8: Non-Motorised and Sustainable Transport  

Sustainable Transport is the planning and provision of transport systems and infrastructure 
that is a catalyst to and supports sustainable spatial, social and economic development safely 
and affordably whilst reducing inequality, minimising environmental impact and ensuring 
intergenerational equity. 

Key issues driving the need for sustainable transport are sprawling settlement patterns, the 
current focus on car centric planning, the affordability and safety of travel and climate change. 

Developing a sustainable transport system approach is premised on the “ASI” approach of: 
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• “AVOID” – reducing the need to travel or transport goods through changing urban form 
and integrated mixed use planning;  

• “SHIFT” – changing the mode of travel through encouraging NMT, enabling public and 
shared transport, shifting freight from road to rail and pipeline, and 

• “IMPROVE” – technology improvements that reduce both energy consumption and 
support the shift to green / renewable energy for propulsion.  

With long run horizons Sustainable Transport is crosscutting across all sectors of transport 
and urban and land use planning and requires incorporation into all ITPs, programmes and 
projects to ensure that longer term requirements are not locked out . Thus significant 
commitment and effort is required to ensure: 

• Stronger integration between land use and transport planning in order to address urban 
sprawl;  

• That all transport systems designs consider climate change risks and incorporate 
sustainable transport principles, and  

• Life cycle cost benefit analyses that include social and environmental cost are required 
for all projects. 

As walking is the primary mode of travel for the majority of residents and, being fundamental 
to sustainable transport planning walking and cycling should, along with Public Transport, form 
the basis for all transport and urban and land use planning. 

Addressing safety and security and incorporating Universal Access principles based on the 
complete streets approach an NMT Policy and Strategy should be developed for Gauteng and 
ITPs should develop NMT strategies. 

A key aspect of sustainable transport is improving the efficiency and optimal utilisation of 
existing and/or preferred modes of transport where Shift is unlikely. The use of technology to 
Improve this is an untapped opportunity through a greater focus on Mobility as a Service 
(MaaS) which offers flexibility, convenience and affordable alternatives to private vehicle 
ownership and usage of the 1-commuter-per-vehicle type. This can improve the impact on 
reducing congestion, emissions of GHGs and generally reduce the extent of the need for 
transport infrastructure required to serve higher private vehicle ownership and usage. 

A key aspect is a communication campaign to raise awareness of the need for sustainable 
transport and its role in addressing climate change and social justice. 

Chapter 9: Transport Infrastructure Strategy 

South Africa, and Gauteng Province, faces many developmental obstacles, including 
infrastructure bottlenecks, and economic and social challenges such as unemployment, 
poverty, and inequality. Economic infrastructure, including the road network, is one of the key 
levers for economic growth. Road infrastructure has the potential to deliver a higher economic 
return on investment than any other single type of infrastructure. Road transportation is an 
important industry in the economy, yet various challenges inhibit the sector’s contribution to 
South Africa’s economic and social developmental objectives. One such challenge is the 
implementation of road infrastructure projects, where increased road use, low investment, and 
poor maintenance have led to higher transportation costs and transport bottlenecks.  
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The effective design, construction and maintenance of roads is crucial to a well -functioning 
and prosperous modern economy. Roads also play a role in meeting societal needs for 
connection and mobility in ever-expanding human settlements, and their construction and on-
going maintenance provide opportunities to address social challenges like unemployment. 
With mounting concerns over climate change and air pollution, the role of roads needs to shift 
away from serving predominantly private vehicles and road-based freight, toward supporting 
more integrated mobility systems centred on walking, cycling and public transport.  

To enable and continue the economic growth of Gauteng, The PLTF proposes the following 
Road Infrastructure strategies in line with five (5) focus areas: 

Transport Planning 

• Protection and Development of Gauteng (Provincial) Strategic Road Network; 

• Protect and Maintain Mobility also considering Accessibility; 

• Facilitate mobility continuity across municipal and provincial boundaries; 

• Transport Demand Modelling by making use of Big Data (Floating Car Data) , and 

• Transport planning to also focus on transport infrastructure for non-motorised transport 
including walking and cycling. 

Infrastructure Design 

• Maintain and Improve Road Design Standards to be more cost-efficient and sustainable; 

• Review cross-section design to allow for all modes of transport and utility space in the 
right of way reserve (Embrace complete street principle with specific reference to 
adequately accommodate for pedestrians), and 

• Ensure and apply Universal Access Design principles. 

Construction and Implementation 

• Continue with multi-year programme for the construction of new roads and upgrade of 
existing roads guided by a review of the existing and planned road network;  

• Expand the provision of cost-efficient transport infrastructure for non-motorised transport 
in support of the Shift from motorised transport over time; 

• Formation of partnership with Municipalities on implementation of major arterials and 
other roads especially in disadvantaged areas;  

• Maintain High Quality Control Practices during construction, and 

• Support Contractor Development programmes. 

Infrastructure Maintenance 

• Maintain Provincial Road infrastructure to the Highest Standards as required by The 
Road Infrastructure Strategic Framework for South Africa (RISFSA); 
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• Forming partnership with municipalities on the maintenance of major arterial and other 
roads especially in disadvantaged areas, and 

• Supporting contractor development programmes. 

Operations/Systems/Tools and Cross-cutting Elements 

• Update and Maintain Pavement Management Systems to ensure effective maintenance 
as per RISFSA; 

• Implement more cost-efficient solutions for transport infrastructure build and 
maintenance to optimise usage of funds available; 

• Active physical protection of road reserves from illegal invasion; 

• Review and update Travel Demand Management Strategy;  

• Activate/Establishment of Inter-governmental Coordination Structures dealing with 
Transport Planning and Implementation; 

• Integrated data repository to ensure exchange and sharing of information and 
documentation, and 

• Traffic Safety; support the RMTC to achieve reduction in fatalities and accidents  and 
participate in the coordination and implementation of Traffic safety initiatives and 
programmes. 

Chapter 10: Freight Logistics  

Economic and social development of South Africa depends to a large extend on the level and 
cost of mobility within the supply chain to ensure that raw materials, work-in-process and 
finished goods are delivered on time and at reasonable cost. Transport is one of the most 
important and costly logistics functions performed in the supply chain of freight, both on the 
inbound and outbound side. The traditional view of transport is that it is a derived demand, 
based on some form of land-use development or economic activity that generates or attracts 
passengers or freight. However, it is also true that freight transport induces development, 
where existing transport infrastructure such as roads, railways, ports and intermodal terminals 
attract potential developers. 

This report covers the objectives and system characteristics of freight transport, the status quo 
of freight logistics with specific reference to road freight, rail freight, air freight and pipelines. It 
includes reference to Gauteng logistics hubs and progress of GDRT with implementation of 
their freight plans. It also covers some user experience as well as a summary of problems and 
issues in the freight logistics sector. A very high-level summary is given of the status of freight 
logistics according to the Integrated Transport Plans of the respective planning authorities.  

Freight logistics strategy is covered in a separate chapter and addresses strategic objectives 
in the focus areas of freight logistics demand, network, infrastructure, operations, legislation, 
and implementation. Several freight logistics issues that needs to receive attention are listed 
under these strategic objectives. 

In conclusion, the report suggests that the focus of the Gauteng Province should be on 
overload control management, freight logistics hubs and truck-stops as well as freight routes 



      
   

 

 
      (xxix) 

 
 

for abnormal loads and dangerous goods and an additional focus and priority of the Shift from 
road to rail for freight transport. 

Chapter 11: Transport Management Strategy 

The chapter on Transport Management Strategy deals with high-level, strategic, road 
transportation measures to ensure the optimum and safe movement of people and goods. 
Some of the deficiencies that were identified in the management of the transport system is 
that there are gaps with regards to the digital footprint coverage of public transport, the 
unavailability of transport data from a single platform, the expensive and onerous nature of 
the typical four-step process transportation models, the fare management integration gap, and 
the gap created by the lack of integration between various mobility partners. The focus, 
therefore, was placed on three areas, namely that a data centric approach should be adopted 
for mobility, that a smart approach should be adopted towards public transport involving the 
provision of infrastructure and technology, and a smart approach towards the road system by 
improving the quality of mobility to users. These three areas and the solutions for each follow 
closely the guidelines set out in the Growing Gauteng Together Through Smart Mobility 2030 
document, paving the way for the Province’s Smart Mobility vision. 

A total of seven strategies were addressed from a data centric mobility perspective. These 
include the expansion of transport data digitalisation, establishing the required digital 
infrastructure, some infrastructure automation measures, and a readiness for vehicle 
automations including connected and autonomous vehicles (CAV). Furthermore, another 
strategy includes harnessing the extensive amount of mobility data available that could lead 
to data services such as real-time monitoring and management of transport network and the 
creation of a MaaS platform. The last two data centric mobility strategies include the planning 
and equipping of a Transport Data Centre for the management of transport data and 
operations of the centre, as well as adapting the way transport demand models are set up by 
putting a greater emphasis on including mobility (big) data into the models. Open data is 
becoming a valuable resource around the world and creating opportunities around this within 
the transport environment could hold great benefits for both operators and passengers. It is 
important, however, that the relevant regulations be put in place for this.  

Four strategies are outlined from a smart public transport perspective. The first is the pursuit 
of the vision of “One ticket, one province” by requiring the integration of fare media, transit 
data, and fare collection for Public Transport services into a central fare management system. 
The smart public transport environment requires expansion of its digital footprint, that would 
lead to the enabling of an integrated fare management system (IFMS), as well as Advanced 
Public Transport Management Systems (APTMS). The latter is the third strategy that will 
address the lack of integration of public transport. The last strategy involves the enhancement 
of traveller information and making this available through an Advanced Traveller Information 
System on easily accessible applications. 

From a smart roads perspective, six strategies were identified. These include increased 
utilisation of the Freeway Management System, improved Arterial Management through 
piggybacking on the Freeway Management System, virtual weigh stations in combatting 
overload control, Integrated Corridor Management initiatives, improving safety through 
managed lanes on the highway and average speed over distance (ASOD) monitoring, and the 
effective use of Traffic Incident Management Systems. 

A key aspect of sustainable transport is improving the efficiency and optimal utilisation of 
existing and/or preferred modes of transport where Shift is unlikely. The use of technology to 
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Improve this is an untapped opportunity through a greater focus on Mobility as a Service 
(MaaS) which offers flexibility, convenience and affordable alternatives to private vehicle 
ownership and usage of the 1-commuter-per-vehicle type. This can improve the impact on 
reducing congestion, emissions of GHGs and generally reduce the extent  of the need for 
transport infrastructure required to serve higher private vehicle ownership and usage. 

With regards to these strategies, there are some cross cutting factors that need to be 
considered throughout, namely safety and security, especially cybersecurity, some 
organisational and coordination factors, as well as training and education.  

In line with the strategies mentioned, various projects emerged that would advance the 
Gauteng Province from a Transport Management Perspective. These are the establishment 
of a multi-functional data centre, increased digitisation expansion through a compiling a 
Digitalisation Strategy, the identification and implementation of an integrated corridor 
management pilot project, and the planning and implementation of a public transport 
management system. 

Chapter 12: Tourism Transport 

It is essential that adequate transportation should be provided for the growth and development 
of tourism. There are, however, some challenges that need to be addressed for this growth to 
take place. Some of the tourism challenges identified are, the backlog in issuing operating 
licences to tourism operators, the inadequate provision of transportation links to the two 
international airports situated in Gauteng, lack of access to intra-provincial public transport, 
safety and security issues, and alignment of various stakeholders around tourism. Some of 
the key tourist transport focus areas that were identified are industry alignment, infrastructure 
development, operational improvement, and information sharing. 

Six tourism strategies were identified that would help combat the aforementioned challenges. 
The first is the coordination of the transport function within tourism between the Gauteng 
Department of Roads and Transport and the Gauteng Tourism Authority. Surveys are required 
for benchmarking tourist needs entering the major airports so that the necessary links may be 
established, and the backlog with operating licences needs to be addressed. The fourth 
strategy is ensuring that appropriate payment methods and products be available to tourists, 
and the fifth deals with the development of a smart tourist platform, starting with an operational 
concept. Lastly, the incorporation of Tourism Transport in Provincial and Local planning would 
help address the lack of institutional alignment.   

Chapter 13: Funding Strategy and Implementation Programme 

The position taken in the ITMP25 is supported in that inadequate funds needs to be allocated 
to transport infrastructure and operations, especially to preserve assets. Stable sources of 
funding are required, and transport budgets should be doubled in the short-term and 
increased to 4 times the current funding levels over the next 25 years. 

Summaries of both the priority provincial planning and implementation projects and budgets, 
as well as municipal transport projects of provincial significance taken from ITPs are provided 
in this chapter (as far as such information could be accessed). 

In addition, this chapter also provides several funding principles related to the basis for funding 
over the Project Life Cycle, the prioritisation of projects for funding, the user-pay principle, 
affordability and sustainability of public transport services and cost-efficiency, efficiency, 
quality and safety. 
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During budgeting and the prioritisation of projects for funding the financial viability and 
economic feasibility should not be only the consideration, but also their socio-economic 
impact. Cost Benefit Analysis (CBA) is essential to projects with a capital expenditure (CapEx) 
value > R1bn and CBA should achieve at least Ratio > 1 to be considered for funding and to 
proceed. The CBA should attempt full life cycle costing and hence match the ‘investment term’ 
to the period of economic benefits flowing from a project. Benefits and costs that accrue to 
users, funders, operators, and general society should be considered. “Going Green” and the 
enhancement of sustainability is an important consideration. Promotion of land use 
restructuring and investment in inter-modal facilities needs to receive priority. Maintenance 
requirements of public roads needs to be prioritised in line with the maximum percentage of 
network that is in poor and very poor condition. 

It is confirmed that there is government acceptance of the user-pay principle to be applied to 
infrastructure upgrades, expansions, road network extensions and maintenance and this is 
also generally applied to formalized public transport, but the extent of user pay contributions 
should be linked to affordability of fares. 

Several funding strategies are also proposed. With respect to incentivising appropriate 
development to take place in relation to key public transport corridors and nodes, pprovincial 
funding is to be made available to assist local authorities to provide and upgrade bulk 
infrastructure along IPTN corridors and nodes. The development of regulations is proposed to 
incentivise private developers to develop in right area with due consideration for NMT linkages 
to IPTN and within the special economic zones, by means of for example lower parking 
requirements for ToD and rebate on rates and taxes for developments in close proximity to 
public transport corridors and nodes. This will also be to get public developers to specifically 
address public transport accessibility.  

Aligned with the strategy on financial support to public transport discussed previously, a 
strategy for providing financial support to public transport and strengthen existing subsidy 
allocation mechanisms by introducing incentives to operators. 

The norms and standards that meets minimum user needs/requirements need to be confirmed 
with a view of affordability and ability for Government to be able to fund: 

• public roads development and maintenance, and 

• public transport quality, affordability and safety (i.e. BRT infrastructure and facilities). 

Similarly, consideration should be given to the development of a strategy on the equitable 
application of user-pay principle for the provision, upgrade and maintenance of transport 
infrastructure and facilities, taking the lessons learnt from e-tolls into consideration.  

The feasibility of additional and new sources of funding needs to be studied, considering the 
following potential new sources: 

• Partnerships for inter-governmental and with private sector cooperation; 

• Opportunities offered by international funding agencies and do project submissions in 
terms of published criteria, with specific reference to “green” funding; 

• Conditional Grants; 

• Expansion of private sector involvement through other credit instruments; 
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• Extension of development levies; 

• Widening of the user-pay principle; 

• Infrastructure funding through the Office of the President; 

• Licenses, levies and taxes; 

• Value capture at public transport facilities; 

• Advertising rights and revenue related to PT facilities and contracted PT services 
vehicles’; 

• Municipalities to be encouraged and assisted to pursue funding available for local 
projects, and 

• Greater conceptualisation and promotion of the benefits, multiplier impact and reduction  
of negative impacts of transport (e g congestion, GHG and environment) certain 
transport projects to leverage funding required. 

Bi-lateral agreements need to be pursued between public sector owners of land and potential 
public sector users of land for the development of stations, facilities and associated amenities 
and developing a framework for dealing with funding of TOD’s. 

The focus and deployment of bulk services contributions for transport infrastructure by private 
developers should be done to address transport as a whole, including public and non-
motorised transport and not just the addition of road lanes and upgrading of intersections for 
private vehicles. 

Chapter 14: Monitoring 

The NLTSF proposes a practical approach for measuring progress with the implementation of 
the PLTF, that includes proper monitoring and review of specific key performance indicators 
(KPIs). The purpose of the transport indicators is to ensure a balanced view at the national, 
regional and local levels of the critical role of transport services in reducing poverty, facilitating 
growth and contributing to achievement of key development targets and sustainability.  

This report covers these issues in a separate chapter on monitoring and includes a  list of key 
performance indicators in line with national key performance indicators set out in the NLTSF, 
a report on how and to what extent the key performance indicators set for the Province in the 
NLTSFF have been met, and a report on how and to what extent the key performance 
indicators set in the previous years’ PLTF have been met. 

It was decided to propose the development of a dashboard for presenting these KPIs where 
progress and/or challenges with the respective KPIs can be seen in summary.  Such a 
dashboard needs to be populated with appropriate KPIs and some categories were suggested 
within which the indicators should be measured, including the transport network, freight 
logistics, public transport, road safety, sustainable transport, technology adoption, law 
enforcement, financial stability and transport policy. Potential KPIs have been presented under 
each of those categories. 
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Chapter 15: Coordination Structures and Measures, Liaison and Conflict Resolution 

Chapter 3 of the Constitution (sections 40 and 41) provides for and promotes co-operative 
government.  The responsibilities of the three spheres of government are set out in the 
Constitution, mainly in Schedules 4 and 5, and in section 11 of the NLTA. 

At national level there is MINMEC, a Ministerial Committee between the Minister and provincial 
MECs responsible for transport matters as well as the Committee of Land Transport Officials 
(COLTO) as a coordination structure between the Director -General of the NDoT and the 
provincial heads of department. The Province will participate actively in these structures and 
other coordinating structures at national level. 

In the Province there is a provincial coordinating committee between the MEC and Members 
of Mayoral Committees of the municipalities known as the MEC/MMCs Transport Forum.  The 
Transport Technical Working Committee (TTWC) is a structure for technical coordination 
between provincial and municipal officials responsible for transport.  The TTWC has sub -
committees dealing with rail, freight, public transport and driving licences. 

TAG has been established by the Gauteng Transport Authority Act 2 of 2019 and in terms of 
section 12 of the NLTA as a coordinating, as well as executive structure. Among other things, 
TAG must foster co-operation and coordination between public transport authorities and 
operators in the Province and must develop an integrated transport system. 

TAG will play an active role in establishing appropriate coordinating mechanisms in the 
Province and will consider establishing formal coordinating structures. The MEC/GDRT and 
TAG in collaboration with the municipalities will negotiate and decide on more specific 
functions to be allocated/delegated to TAG. 

The GMA Act 5 of 2006 provides that the GMA must liaise with and promote co-operation 
between government structures in all three spheres of government in relation to the Gautrain 
project 

At municipal level, the three Metros must each establish an Intermodal Planning Committee 
(IPC).  Municipalities may establish land transport advisory boards (LTABs). (Sections 15 and 
16 of the NLTA). The GDRT and/or TAG will actively engage with municipalities and with IPCs 
and LTABs and similar structures to ensure effective coordination and co-operation as required 
by the legislation, policy and guidelines. 

As regards bus contracts, the GDRT has signed an Intergovernmental Authorisation 
Agreement (IGAA) with all municipalities as contracting authorities which provide among other 
things that the GDRT is willing to enter into tendered subsidised bus service cont racts in terms 
of section 42 of the NLTA. These contracts will be taken over later by the municipalities.  The 
Province has also recently established the Public Transport Integration Committee as a sub-
committee of the abovementioned TTWC to coordinate between the Province and 
municipalities on public transport issues. 

The MEC will consider making regulations under section 10 of the NLTA on coordinating 
structures and procedures.  

As required by the NLTA, the Province and/or TAG will make themselves available to assist 
and capacitate municipalities within the limits of available resources and in line with the 
prevailing legislation. 
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Dispute that may arise between the relevant organs of state will be dealt with in terms of the 
Intergovernmental Relations Framework Act (IGRFA)13 of 2005, within the spirit envisaged in 
section 41 of the Constitution.  
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1. INTRODUCTION 

1.1 Gauteng Province 

The Gauteng Province is the smallest province in South Africa, comprising only 
1.42% of the total land area, but is also the province with the largest number of 
residents. The population of Gauteng was estimated at 15.5 million in July 2020 and 
this was expected to increase to 15.8 million in 2021, which is close to 25.3% of the 
total South African population. The Gauteng population is expected to further 
increase to 19.2 million by 2037. Currently there is a yearly migration of 200 000 
people from the other provinces to Gauteng. This growth is making Gauteng one of 
the largest urban agglomerations in the World (GCRO, 2021). 

Gauteng is the economic powerhouse of Southern Africa, producing 34% of South 
Africa’s GDP and is currently the 7th largest economy on the African Continent. The 
sectors that are the main contributors to economic growth are business, financial and 
real estate services. The Gauteng economy was forecasted to grow at 4 .7% in 2021 
after a contraction of 8.2% in 2020. There currently is a divergence between 
economic and population growth rates. 

A single Global City Region with the Gauteng Province at its core has developed with 
rapid urbanisation. The Global City Region includes the three Metropolitan 
Municipalities and two District Municipalities in the Province and the Local 
Municipalities within their districts, together with other municipalities in adjacent 
provinces. Transport moves freely across the municipal and provincial boundaries 
and the Gauteng urban conurbation functions as a single functional transport area 
on a daily basis. 

With the further growth in the Gauteng economy, the demand for the movement of 
people, goods and services is continuously increasing. This has resulted in an ever-
increasing level and duration of traffic congestion, loss of productivity, an increase in 
the impact that transport has on the environment and a decrease in the quality of life 
(QoL) of its people. 

As opposed to other solutions, transport challenges in the Province can be addressed 
meaningfully by planning and implementing an integrated provincial wide public 
transport system. 

Additional demographics and maps will be inserted when obtained. 

1.2 Changes in the External Environment 

South Africa and the Gauteng Province has become part of the Global Village. The 
external environment has changed significantly over the past decade and a number 
of global forces are influencing and shaping the transport sector. 

It is estimated that by 2025, 60% of the world’s population will be living in urban areas 
(UITP). The result of this rapid urbanisation and economic development is the 
increased demand for the movement of people, goods and services. Similar to global 
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trends, private vehicles are or remain the preferred mode of transport in Gauteng and 
this is leading to further increased traffic congestion, pollution, road traffic accidents 
and a greater dependency on fossil fuels. Urbanisation has also led to the inevitable 
emergence of ‘Smart Cities’ and a greater dependency on ICT solutions. 

There seems little doubt that climate change is one of the most significant threats to 
the future of humanity. The increased demand for travel has a very significant impact 
on the natural environment because of pollution and increased GHG emissions, with 
general agreement on the transport sector’s adverse contribution to this. The 
transport sector is responsible for 18% of all man-made GHG emissions. Taking into 
account the fact that the global private vehicle fleet is expected to treble by 2050, 
emissions from transport are projected to grow faster than that of any other sector. 
Public transport is three to four times more energy efficient per passenger than private 
vehicles. Promotion of public and non-motorised transport use should therefore be at 
the forefront of this fight against climate change. Public transport and NMT play a 
major part in providing greener mobility solutions and reduction of CO2 emissions. 

In addition to considering the impact of the transport sector on the environment, it is 
also important to deal with the changing global weather patterns on the transport 
system. Building resilience and contingency measures into the system are crucial to 
mitigate the adverse impact of climatic incidents, such as flooding, extreme heat or 
cold conditions. 

We are living in the 4IR. Its genesis is situated at the dawn of the third millennium 
with the evolution of the Internet. This is the first industrial revolution rooted in a new 
technological phenomenon, namely digitalization, rather than in the emergence of a 
new type of energy source. Digitalization enables the building of a new virtual world 
from which the physical world can be steered. 

A major consequence of 4IR for the transport sector is the emergence of Disruptive 
Technology. The disruptions come from agile, innovative businesses using global 
digital platforms to oust well-established incumbents by improving the quality, speed 
and pricing of their services, as well as linking their services to convenient payment 
platforms. A major opportunity for the transport sector related to the advent of 4IR, is 
the availability of Big Data that can greatly contribute towards planning and the 
management of the transport network and associated systems. 

4IR developments will also bring about both workforce challenges and opportunities. 
In a recent study of the World Economic Forum (WEF), it was predicted that by 2025 
machines will handle 52% of the current tasks, almost twice as many as at present. 
Humans will have to transform their skills to keep pace with this ‘seismic shift.’ A WEF 
study found that; “a major challenge will be to retrain workers, who will themselves 
be pressed to update skills especially in areas of creativity, critical thinking and 
persuasion”. An overall need for lifelong learning and adaptation was identified. With 
the current employment challenges in South Africa and Gauteng, the opportunities 
offered by 4IR need to be exploited to create new jobs. 

The Coronavirus Disease 2019 (COVID-19) pandemic has had a profound, dramatic 
and in some respects a lasting impact on our world. Although still on-going, 
conversation is taking place about scenarios that could unfold after the pandemic. 
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Questions are being pondered as to whether we will return to the pre-pandemic world 
or whether this is the beginning of a new reality. These questions are quite key as the 
transport sector had been hit particularly hard by the pandemic and specifically the 
public transport sub-sector. Over recent months, demand had fallen and contagion 
risk have caused a drastic reduction in the demand for transport services all over the 
world and specifically public transport. This might not have been the first time that 
communities had to suspend or limit transport activities for health reasons, but the 
scale of these restrictions has been unprecedented. By showing what an immobile 
world looks like, this new reality has shed light on the centrality of transport in the 
global economy and in almost all aspects of our lives. The challenge that the 
pandemic has brought to the fore is how best to protect public transport from health 
pandemics and from financial collapse. 

Increased geo-political instability and uncertainty, recently experienced as a result of 
the war in Ukraine has had an impact on energy costs, the cost of living and inflation. 
This has led to a drive for less dependence on oil and gas as primary sources of 
energy and an acceleration in the deployment of other and more sustainable sources. 
This will continue to impact, but also benefit the transport sector. 

The Provincial Government has adopted Growing Gauteng Together 2030 to address 
current realities and with the aim to address alleviation of poverty and inequality, the 
promotion of job creation, Broad-Based Black Economic Empowerment (B-BBEE), 
supporting township economy growth and enhancing women and youth 
empowerment. The approach towards the development of the transport system in 
Gauteng needs to support this policy. 

1.3 Changes in the Transport Environment 

Internal forces within the sector itself as well as the Gauteng Province are shaping 
the transport system, and the way it is functioning, planned and developed. Key policy 
shifts have taken place. 

The GDRT Departmental 2020-2025 Growing Gauteng Together through Smart 
Mobility Plan was compiled in response to Growing Gauteng Together 2030 – through 
Smart Mobility. The foundation of this plan is restructured urban form, Gauteng as a 
freight logistics hub, data centric mobility and building strong institutions. 

The White Paper on National Rail Policy, 2022 has been adopted, which provides a 
basis for the transformation of both passenger and freight rail. Over time and with the 
promulgation of the proposed National Rail Act to enable the implementation of this 
policy, this could have a significant impact on specifically the management of 
passenger rail in the Province. 

In looking forward and considering the planning and development of the transport 
system, a number of other changes and trends need to be taken into consideration: 

• Drastic reduction in passenger rail ridership; 

• Public transport shift to other modes (taxis); 

• Lack of progress with the rollout of BRT/IPTN networks; 
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• Taxi violence and addressing financial aid to the taxi industry; 

• E-hailing services; 

• E-toll saga and its impact on the GFIP; 

• Inland dry ports (freight logistics); 

• De-carbonising of transport, and 

• Slow growth of the economy and the impact thereof on long term funding for 
transport operating expenses (OpEx) and CapEx. 

1.4 TAG 

To address the challenges of developing an integrated public transport system for 
Gauteng, the Gauteng Transport Authority Act 2 of 2019 was promulgated in 2019. 
This Transport Authority is known as the Transport Authority for Gauteng (TAG).  An 
application was made to Treasury to list the TAG as a Schedule 3(c) Provincial Public 
Entity, in terms of the Public Finance Management Act 1 of 1999. The overall goal of 
the TAG is to: 

• Give effect to the Constitution and national transport policy and legislation within 
the Province; 

• Consolidate certain transport functions of organs of state; 

• Integrate transport systems; 

• Foster co-operation and coordination between public transport authorities and 
operators; 

• Improve and optimise the planning and implementation of public transport 
services; and 

• Facilitate and rationalise the funding of public transport activities and initiatives.  

For the TAG to achieve the stated goals, it must undertake strategic transport and 
integrated planning, promote the development of an integrated and accessible public 
transport network in the Province and regulate public transport fares in the Province. 
It also needs to secure the provision of public passenger transport services, 
infrastructure, an integrated ticketing system, an information system and 
implementation of a single public transport insignia. The TAG also needs to pursue 
effective management of traffic and transport demand management. In doing so, it 
needs to collect statistical data and information on transport, conduct research and 
foster good relations and co-operation with and between various organs of state. 

As prescribed in the GTA Act  the TAG is responsible to: 

1. Develop a Strategic Transport Plan for Gauteng (STP) (section 7), and 

2. Develop an Integrated Implementation Plan (IIP) for Gauteng (section 8). 

As part of its abovementioned functions TAG will assist in developing the Provincial 
Land Transport Framework for Gauteng for the period 2023 to 2027 as required by 
section 35 of the NLTA 5 of 2009. It will also assist with the review of the Gauteng 25-
Year Integrated Transport Master Plan (ITMP25) and the 5-Year Implementation Plan 
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(GTIP5). During the review process recommendations will be made to replace the 
current EMME4 Transport Demand Model (TDM) with a Big-Data type TDM. 

1.5 Gauteng Provincial Land Transport Framework (PLTF) 

The Gauteng PLTF was developed in terms of the NLTA 5 of 2009 and Regulations 
Related to the Minimum Requirements for the Preparation of Provincial Land 
Transport Frameworks, 2011. 

The NLTA requires that the Minister must have a five-year NLTSF for the country to 
guide land transport planning countrywide and must not derogate from the 
constitutional planning functions of provinces and municipalities. All spheres of 
government and public entities are bound by the provisions of the NLTSF and the 
NLTSF provides a framework within which provinces need to develop and update 
their PLTFs. The current NLTSF is for the period 2017 to 2022 and the NDoT is 
currently in the process of doing an update. A draft updated NLTSF, for the period 
2023 to 2028, is expected to be published in March 2023. 

Section 35 of the NLTA requires that: 

“(1) Every MEC must prepare a five-year Provincial Land Transport Framework 
(PLTF) in accordance with the requirements prescribed by the Minister after 
consultation with all the MECs. 

(2) The PLTF must provide a transport framework as an overall guide to 
transport planning within the Province, being guided by the NLTSF. 

(3) PLTF’s must include the planning of both intra-provincial and interprovincial 
long-distance services, which must be linked where applicable with other public 
transport services, and may provide for charter services and staff services, and 
in the case of interprovincial transport, this must be done in consultation with 
the MEC of the other province or provinces concerned. 

(4) The Minister must, as soon as after the commencement of the Act, in consultation 
with the MECs and by notice in the Gazette, determine the date by which each province 

must have prepared its Provincial Land Transport Framework. 

(5) All Provincial PLTF’s must include routes for the transporting of dangerous 
goods through the province, as reflected in the integrated transport plans within 
its jurisdiction. 

(6) The dates for preparing integrated transport plans must be linked to the PLTF 
and must be as agreed upon by the MECs and planning authorities.  

(7) The PLTF must summarise all available integrated transport plans in the 
Province. 

(9) The MEC must update the PLTF every two years. [The National Land 
Transport Amendment  Bill, 2016, once passed and in operation, will delete this 
requirement.] 

(10) The PLTF must be submitted to the Minister for approval.” 
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In terms of the NLTA, a PLTF also needs to provide an overview of the status quo of 
transport, as well as provide strategic direction, guidance and an enabling 
environment to develop and transform the transport system in a province. It needs to 
indicate land use development trends and propose transport interventions and 
measures that would support land use. An overview of development initiatives of 
provincial significance, including budgets and implementation programmes, as well 
as the monitoring of transport in a province needs to be given. 

The aim of this PLTF is to provide the GPG and the Transport Authority of Gauteng 
(TAG) with a tool to coordinate planning activities across municipal and provincial 
boundaries being done by local authorities, the TAG and the Gauteng Department of 
Roads and Transport (GDRT) and monitor implementation thereof. 

As part of the development of the PLTF cognisance was taken of the uniqueness of 
transport realities in Gauteng, to guide transformation and changing mobility needs 
and deal with Smart Mobility, new vehicle propulsion technology, autonomy, 
digitisation and Intelligent Transport Systems. It is also to provide an informed and 
uniform approach towards dealing with changing realities such as sustainability, 
resilience, mitigation of the impact of the COVID-19 pandemic, rapid urbanisation, 
safety and security, unemployment and Gender Based Violence. The PLTF also aims 
to provide guidance on both public and private investment in transport infrastructure 
and services in Gauteng over the next PLTF period. 

1.6 Gauteng Department of Roads and Transport 

The Gauteng Department of Roads and Transport (GDRT), through its Annual 
Performance Plan, seeks to implement its Smart Mobility Plan 2030 through key 
interventions to support the smart mobility of people and goods and play a critical role 
in the economic recovery of Gauteng by leveraging investment in infrastructure and 
smart mobility technology. 

The Smart Mobility Plan is underpinned by the Provincial Government's 
Transformation, Modernisation and Re-industrialisation Programme (TMR). 

This is done through investing in key infrastructure within five strategic corridors, 
integration of all modes of transport and working towards a single public transport 
ticketing system for the Province. 

The GDRT is also conducting a review of all institutional policies, with a view of such 
being updated to reflect and be aligned with the latest and relevant legislative 
prescripts and practice notes. 

The GDRT has established the Transport Infrastructure House (TIH) and the 
Transport Infrastructure Compliance Office to facilitate the efficient management and 
implementation of transport infrastructure projects. 

1.7 Planning Authorities in Gauteng 

37% of the provincial population is concentrated in Johannesburg, whereas 
Ekurhuleni and Tshwane accommodate approximately 25% each. Jointly Sedibeng 
and the West Rand share 13% of the population (GCRO, 2021). 
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The Planning Authorities to whom guidance is to be given through this PLTF for the 
update of their next integrated transport plans, albeit District , Local or CITP, are: 

• Ekurhuleni Metropolitan Municipality; 

• Johannesburg Metropolitan Municipality; 

• Sedibeng District Municipality (including Lesedi Municipality, Midvaal Municipality 
and Emfuleni Municipality); 

• Tshwane Metropolitan Municipality, and 

• West Rand District Municipality (including Mogale City Local Municipality, 
Merafong City Local Municipality and Rand West City Local Municipality)  

Over and above providing an overview of the status of planning and the initiatives 
and projects of provincial significance in each the respective municipalit ies, the PLTF 
also provides guidance on the aspects of the planning and development of the 
transport system that should receive specific attention in support of the provincial 
strategies contained in this document. 
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2. PROCESS AND CONSULTATION 

The context for the review, development, and update of a Provincial Land Transport 
Framework (PLTF) is framed in Chapter 4, section 32 (b) of the NLTA 5 of 2009. 
Further, according to section 33 (2) of the Act, “the Minister, MEC and planning 
authority must, before finalising the NLTSF, provincial land transport framework, or 
integrated transport plan, as the case may be, publish a notice in English and at least 
one other official language in a newspaper circulating nationally, in the Province, or 
in the area of the planning authority, as the case may be, informing the relevant 
stakeholders that the plan in question has been completed and is available for public 
inspection at a place stated in the notice”. Section 35 of the Act continues to broadly 
outline regulatory requirements for the development of PLTFs.  

Notably, the Regulations relating to Minimum Requirements for the Preparation of 
Provincial Land Transport Frameworks (GN R825, 2011) further stipulate the process 
for completion of a PLTF, and minimum contents that should be complied with when 
preparing PLTFs. Regarding the process for completion and approval by the MEC, 
the Regulations, in section 4 (3), require the MEC to “consult with planning authorities 
in the Province, the rail, bus, taxi and other industries providing public transport in the 
Province, the PRE and other stakeholders.” 

Further direction regarding the regulatory requirements for public consultation in 
transport planning processes, is given in the Regulations on Procedures to be 
Followed in Promoting Public Participation in Transport Planning Processes (GN 
2441 of 2013). To this end, section 6 (2) requires the MEC to “publish a notice in the 
Provincial Gazette and in at least two newspapers circulating in the Province to notify 
the public of the completion and availability for inspection of the first draft PLTF.” In 
addition, according to section 6 (3) the notice “must invite the public to inspect the 
draft PLTF at the offices of the Department of Roads and Transport throughout the 
Province and also for download from the website of the Department.” Lastly, section 
6(4) provides that the draft PLTF must be available for public inspection for a period 
of 30 days. During this time the public may submit written comments on the draft 
PLTF.” 

The public consultation process for the project to review, develop, and update the 
Gauteng PLTF not only complies with the regulatory requirements mentioned above, 
but also with international best practice principles for public participation.  

2.1 Process Followed in Preparing the PLTF 

This section presents a summary of the public consultation process followed in 
preparing the first draft PLTF. The principal aim of the consultation process before 
publishing the first draft of the PLTF in the Gazette, was to create opportunities for 
key role-players and stakeholders to contribute comments at key milestones in the 
review, development, and update of the PLTF.  
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In summary, the consultation process included the following steps: 

• Identification of key role-players and stakeholders, and development of a 
stakeholder database; 

• Notification to key role-players and stakeholders of the commencement of the 
process to review, develop, and update the Gauteng PLTF. The notification also 
extended an invitation to key role-players and stakeholders to participate in the 
process. In particular, the Gauteng Member of Executive Council (MEC) for Roads 
and Transport also sent notification letters that included an invitation to participate 
and contribute relevant information to the following role-players: 

o MECs in the Gauteng Province and their Heads of Department; 

o Executive Mayors in the Gauteng Province and their Municipal Managers; 

o All Gauteng Provincial Departments; 

o MECs of Transport in the other eight provinces in South Africa; 

o Relevant national government departments, and 

o All local authorities in the Gauteng Province. 

• Invitations to key role-players and stakeholders to attend four key milestone 
workshops during the review, development, and update of the draft PLTF; 

• Face-to-face, virtual and hybrid consultations with key role-players. The primary 
objective of the consultations was to obtain information for the draft PLTF as 
required by the Regulations relating to Minimum Requirements for the Preparation 
of Provincial Land Transport Frameworks (GN R825, 2011); 

• Virtual consultations with role-players and stakeholders who requested additional 
meetings. These consultations aimed at understanding specific issues related to 
the respective organisations, institutions, or industries and how these issues would 
influence the development of the draft PLTF; 

• Follow-up consultations to discuss certain aspects of the PLTF in more detail, for 
example, funding related issues; 

• Key role-players and stakeholders could submit written questions or comments to 
the Gauteng PLTF Consultation Office via a project dedicated email address; 

• Distribution of the presentations of all consultation meetings to key role -players 
and stakeholders, and where required, photos of face-to-face meetings and digital 
recordings of meetings; 

• Distribution of a notification letter to all key role-players and stakeholders on the 
stakeholder database advising them of the availability of the first draft PLTF for 
public inspection. The letter included information about the locations where hard 
copies of the draft PLTF were placed for public inspection, invited key role-players 
and stakeholders to contact the Gauteng PLTF Consultation Office should they 
wish to obtain a copy of the draft PLTF or contribute comments, and provided a 
link to the website address where an electronic copy of the draft PLTF could be 
downloaded; 
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• Placement of notification posters with information about the availability of the draft 
PLTF for public inspection, locations of hard copies of the document in the 
Province, link to the website where the draft PLTF could be downloaded, how the 
Gauteng PLTF Consultation Office could be contacted, and the public inspection 
period; 

• Placement of hard copies of the draft PLTF at all the offices of the Gauteng 
Department of Roads and Transport throughout the Gauteng Province, the TAG, 
as well as all the local authorities in the Province. Several comment forms and 
boxes for depositing comment forms were also placed at the offices mentioned; 

• Distributing copies of the draft PLTF to the MECs and their Heads of Depar tment 
in the Gauteng Province, as well as the MECs of Transport in the other eight 
provinces of South Africa; 

• Publication of a notification in the Provincial Gazette, and three regional daily 
newspapers to inform the public of the availability of the draft  PLTF for public 
inspection, locations of hard copies of the document in the Province and link to the 
website where the draft PLTF could be downloaded, how the Gauteng PLTF 
Consultation Office could be contacted, and the public inspection period; 

• Compiling a Comments and Responses Register that documents the comments, 
questions and suggestions raised by the public during the process to review, 
develop, and update the PLTF, and the public inspection period, and 

• Distributing a progress feedback letter to all key role-players and stakeholders. 

2.2 Consultation Process 

This section summarises the consultation process followed to date as part of the 
review, development, and updating of the Gauteng Provincial Land Transport 
Framework (PLTF).  

The NLTA 5 of 2009, and the Regulations relating to Minimum Requirements for the 
Preparation of Provincial Land Transport Frameworks (GN R825, 2011) emphasise 
the importance of stakeholder consultation during the review, development, and 
updating of a PLTF. Therefore, the stakeholder consultation process followed to date 
focused on augmenting and confirming secondary data, as well as collecting 
stakeholder input at key milestones. 

The objectives of the stakeholder consultation process are to achieve the goals of 
reviewing, developing, and updating the Gauteng PLTF by means of the following:  

• Identifying and developing a stakeholder database comprising land transport 
decision-makers, planners, developers, and users to facilitate a broadly inclusive 
consultation process; 

• Sharing information with stakeholders and key role-players, collecting data and 
inputs, and bringing key role-players together to contribute comments, raise 
questions and make suggestions towards the review, development, and updating 
of the Gauteng PLTF, and 

• Documenting evidence of the public consultation process. 
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This stakeholder consultation process distinguishes between stakeholders and key 
role-players, as follows: 

• Stakeholdersi: Stakeholders means public transport operators and other affected 
parties and includes organised bodies of persons, juristic persons having interest 
in transport planning and other government bodies having an interest in or affected 
by or affecting transport planning in the Province, and 

• Key role-players: Parties who are: (i) tasked with the planning and implementation 
of transport frameworks, (ii) responsible for spatial planning and land use planning, 
(iii) responsible for land transport planning, (iv) affected by the Gauteng PLTF 
update, development, and review process, (v) critical to engage with during the 
project, and (vi) interested in, and can potentially influence, the project through 
participation and decision-making. 

The stakeholder consultation process followed to date included the following steps: 

• Preparation of a stakeholder consultation plan, which documents the stakeholder 
process methodology; 

• Identification and development of a stakeholder database; 

• Development of a stakeholder analysis matrix and map. The stakeholder analysis 
matrix was used to inform the identification of stakeholders and key role-players; 

• Sharing information about the project with stakeholders, and 

• Collecting data and obtaining input from stakeholders. 

2.2.1 Development of a Stakeholder Consultation Plan 

The consultation process that forms part of the review, development, and updating of 
the Gauteng PLTF, is described in detail in the Stakeholder Consultation Plan, which 
is an annexure to the Project Inception Report, dated 10 June 2022. 

2.2.2 Development of a Stakeholder Analysis Matrix and Map of Stakeholders 

Stakeholder mapping and analysis is the process of analysing stakeholder groups 
based on a comparative evaluation of the level of influence and impact of the project 
on respective categories of stakeholders. The stakeholder analysis matrix entailed 
the identification of stakeholders as required by the NLTA, noting the mandate of the 
respective stakeholder groups, and understanding how the project could potentially 
impact them. The stakeholder analysis was used to inform the objectives and 
methods of consultation. 

2.2.3 Identification and Development of a Stakeholder Database 

The stakeholders identified are aligned with the requirements of the NLTA, GN 2441 
of 2013, being the Gauteng Regulations on procedures to be followed in promoting 
public participation in the transport planning process made under section 10(1)(g) of 
the NLTA, and Regulations relating to the Minimum Requirements for the Preparation 
of Provincial Land Transport Frameworks, 2011 made under the NLTA.  
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The stakeholder database comprises a total number of 134 entities representing 
different sectors of society, of which 47 entities are key role-players. The stakeholder 
database has been categorised per sectors of society, as follows: 

• 4th Industrial Revolution and Intelligent Transport Systems; 

• Academia and research; 

• Business and Commerce; 

• Civil Society, e.g., freight logistics and operators, inter-provincial and intra-
provincial long distance transport service suppliers, MBT industry, operators of 
chartered services, operators of e-hailing services, operators of long-distance 
public transport services, operators of metered taxi services, operators of transport 
of scholars, students, teachers, and lecturers, and so forth); 

• District Municipalities in Gauteng; 

• Local Municipalities in Gauteng; 

• Metropolitan Municipalities in Gauteng; 

• Municipally Owned Entities (e.g., City Power, PikitUp, ERWAT, Joburg Tourism); 

• National Government Departments; 

• Provincial Government Departments; 

• Provincially Owned Entities (e.g., GMA, Gauteng City Region Observatory); 

• State Owned Entities (e.g., Airports Company of South Africa (ACSA), Council for 
Scientific and Industrial Research (CSIR), Cross-Border Road Transport Agency, 
National Railway Safety Regulator, Road Traffic Management Corporation 
(RTMC), South African Bureau of Standards, South African Local Government 
Association, SANRAL, Passenger Rail Agency of South Africa (PRASA), Transnet, 
and so forth)); 

• Non-Governmental Organisations (e.g., Automobile Association of South Africa, 
Gauteng Freight Forum, National Taxi Alliance, South African National Taxi 
Council. Southern African Bus Operators Association, South African Cities 
Network, Quadpara, Women in Transport, and so forth), and 

• Tourism (e.g., South African Tourism). 

The TAG, in terms of the Protection of Personal Information (POPI) Act 4 of 2013, is 
obliged to protect the contact information of the stakeholders identified.  

2.2.4 Sharing Information About the Project with Stakeholders 

All the stakeholders identified and listed on the stakeholder database were notified of 
the project to review, develop, and update the Gauteng PLTF at the start of the project 
during the month of June 2022. The notification letters, along with a registration and 
comment form were to be distributed by email, as follows: 

• Letters to the Members of Executive Council (MEC) of all the provincial 
departments, copied to the respective Heads of Departments, in the Gauteng 
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Province were to be emailed by the Gauteng MEC for Public Transport and Roads 
Infrastructure; 

• Letters to the MECs of Transport outside of the Gauteng Province, copied to the 
respective Heads of Departments, were to be emailed by the Gauteng MEC for 
Public Transport and Roads Infrastructure; 

• Letters to the Executive Mayors of district, local and metropolitan municipalities in 
the Gauteng Province, copied to the respective Municipal Managers, were emailed 
by the Gauteng MEC for Roads and Transport, and 

• Personalised letters to all the other stakeholders identified and listed on the 
stakeholder database were emailed by the TAG. 

Sample copies of the respective notification letters, as well as the registration and 
comment form, are attached as Appendix A. 

2.2.5 Collecting Data and Obtaining Input from Stakeholders 

The consultation process for the review, development, and updating of the Gauteng 
PLTF has been designed to collect data and obtain input from stakeholders at specific 
milestones. Methods of collecting data and obtaining input from stakeholders 
included workshops and focus group meetings. 

A summary of the workshops convened is attached as Appendix B. 

The following documents were produced for each of the three workshops, and are 
attached as Appendix C: 

• Invitation letter, comment and reply sheet; 

• Workshop agenda; 

• Workshop presentation, and 

• Workshop notes summarising the key issues raised. 

Table 2-1: presents a summary of the focus group meetings convened to date. 

Table 2-1: Summary of focus group meetings held 

Focus Group Meeting Date Convened Objectives of Meeting 

Gautrain Management Agency 23 June 2022 Introduction of the background 

to the requirement for a 

provincial PLTF. 

Obtain most recent literature 

relevant to Intelligent Transport 

Systems and 4th Industrial To 

document current realities, 

gaps, and challenges. 

Identify critical issues of concern 

for consideration in the PLTF. 

SANRAL 14 July 2022 

Provincial Disaster Management 

Centre 

14 July 2022 

Johannesburg Roads Agency 28 July 2022 
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Focus Group Meeting Date Convened Objectives of Meeting 

City of Tshwane 26 July 2022 Introduction of the background 

to the requirement for a 

provincial PLTF. 

Obtain most recent literature 

relevant to the PLTF regarding 

current realities, gaps, and 

challenges. 

Identify critical issues of 

concern. 

West Rand District Municipality 4 August 2022 

City of Johannesburg 16 August 2022 

City of Ekurhuleni 18 August 2022 

Gauteng Taxi Industry (National 

Taxi Alliance (NTA) and South 

African National Taxi Council 

(SANTACO)) 

30 August 2022 Introduction of the background 

to the requirement for a 

provincial PLTF to five provincial 

executives each from the NTA 

and SANTACO. 

Providing an overview of the 

project to review, develop, and 

update the Gauteng PLTF; and 

Identification of critical issues of 

concern from the taxi industry 

that should be considered in the 

review, development, and 

update of the Gauteng PLTF. 

South African Disability Alliance   5 September Obtain specific data, statistics, 

and planning information. 

SANRAL 12 September Obtain specific data, statistics, 

and planning information. 

South African Local Government 

Association (SALGA) 

14 September 2022 Introduction of the background 

to the requirement for a 

provincial PLTF. 

Identify critical issues of concern 

from SALGA’s provincial 

representatives for 

consideration in the PLTF. 

Funding workshop with key role-

players and stakeholders 

15 September 2022 For key role-players and 

stakeholders to discuss issues 

related to funding that should be 

considered in the PLTF. 

PRASA 19 September 2022 Obtain specific data, statistics, 

and planning information. 
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Focus Group Meeting Date Convened Objectives of Meeting 

Sedibeng District Municipality 20 September 2022 Introduction of the background 

to the requirement for a 

provincial PLTF. 

Obtain most recent literature 

relevant to the PLTF regarding 

current realities, gaps, and 

challenges. 

Identify critical issues of 

concern. 

Gauteng Tourism Authority 04 October 2022 Obtain relevant information as it 

relates to tourism planning for 

the Province, data, and statistics 

regarding tourism pre-COVID 

and post COVID and 

understand how this will 

influence future tourism in the 

Province. 

For the Gauteng Tourism 

Authority to discuss tourism 

related issues that should be 

considered in the development 

of the draft PLTF. 

Gauteng Taxi Industry (National 

Taxi Alliance (NTA) and South 

African National Taxi Council 

(SANTACO)) 

 

18 October 2022 Providing an overview of the 

project to review, develop, and 

update the Gauteng PLTF;  

Presenting the proposed 

transport vision and transport 

objectives for Gauteng, as well 

as the proposed transport 

strategies and solutions for 

Gauteng; and 

Obtain comments, concerns and 

suggestions from the NTA and 

SANTACO on the above. 

Gauteng Taxi Industry (National 

Taxi Alliance (NTA) and South 

African National Taxi Council 

(SANTACO)) 

 

15 November 2022 To confirm the issues/matters 

raised by the Gauteng Taxi 

Industry. 

To discuss the solutions and 

strategies to deal with 

issues/matters 

To agree on a way forward 
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Focus Group Meeting Date Convened Objectives of Meeting 

WWF and Presidential Climate 

Commission 

Ongoing Understanding of current 

realities regarding sustainable 

transport and non-motorised 

transport and identify critical 

issues of concern for 

consideration in the PLTF. 

 

2.3 Status of the PLTF 

The last PLTF was developed in 2013 and has not to date been updated or reviewed. 
The Integrated Transport Masterplan 25 (ITMP25) served as the PLTF. A new PLTF 
must therefore be developed which would underpin the NLTSF which must also be 
reviewed every 5-years. 
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3. TRANSPORT VISION, POLICY AND OBJECTIVES 

3.1 Introduction 

Section 35 of the NLTA 5 of 2009 requires the MEC of the Province responsible for 
public transport to prepare a 5-year Provincial Land Transport Framework (PLTF) in 
accordance with the requirements prescribed by the Minister. These requirements 
were prescribed by the Minister in 2011 (“the Requirements).   Section 35 provides 
as follows: 

• The Provincial Land Transport Framework must provide a transport framework as 
an overall guide to transport planning within the Province, being guided by the 
NLTSF; 

• The PLTF must include the planning of both intra-provincial and interprovincial 
long-distance services, which must be linked where applicable with other public 
transport services and may provide for charter services and staff services, and in 
the case of interprovincial transport, this must be done in consultation with the 
MEC of the other province or provinces concerned; 

• The PLTF must include routes for the transporting of dangerous goods through the 
Province, as reflected in the integrated transport plans within its jurisdiction , and 

• The PLTF must summarise all available integrated transport plans in the Province. 

Section 35(9) provides that the PLTF must be updated every two years.  However, 
this provision will be deleted by the NLT Amendment Bill, 2016 once it is passed as 
an act and brought into operation. 

The Requirements are analysed and elaborated in the Policy and Legislation Review 
(attached as Appendix D). 

The MEC has not officially published provincial land transport policy in terms of 
section 9(1) of the NLTA. However, there are a number of policy documents published 
by or on behalf of the Province that are relevant and are elaborated in Appendix D. 
These include the following: 

• The Gauteng White Paper on Transport Policy published in November 1997 (“the 
White Paper”); 

• The Gauteng 25-Year Integrated Transport Master Plan and 5-Year 
Implementation Plan, 2013 (ITMP25); 

• The Growing Gauteng Together Report, 2020 (GGT2020); 

• Walking and Cycling on Roads and Streets in Gauteng, 2005; 

• Policy on Non-Motorised Transport on Gauteng Provincial Roads; 

• Gauteng Green Transport Policy; 

• Policy Framework on Bus and MBT Facilities on Major Provincial Roads in 
Gauteng, and 

• Policy on Provincial Monitoring and Registration of Public Transport Modes. 
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The municipalities in the Province have also produced various policy documents. 

There are also a number of policy documents at national level that inform the PLTF, 
as set out in Appendix D.  These include the following: 

• The NLTSF, 2017 to 2022 – refer to paragraph 3.3.  The NDoT is currently working 
on revisions to the NLTSF; 

• The White Paper on National Transport Policy, 1996; 

• The Revised White Paper on National Transport Policy, 2021 (not approved by 
Cabinet yet); 

• The White Paper on National Rail Policy, 2022; 

• The Public Transport Strategy and Action Plan, 2007; 

• The National Transport Master Plan 2020; 

• The Draft Roads Policy, 2018 and Annexure 1 to the 2021 draft Revised White 
Paper; 

• The Draft National Non-Motorised Transport Strategy, 2013; 

• The Climate Change Response White Paper, 2011, and 

• The Intergovernmental Panel on Climate Change Annual Report 6, Working Group 
III. 

3.2 Policy and Legislative Background 

The legislation and policy underpinning the PLTF are analysed in the attached 
Appendix D. 

3.3 Interpretation of the NLTSF as it Relates to the Province 

The NLTSF 2017 to 2022  identifies a number of key challenges facing the South 
African transport industry. These include spatial disposition as a result of past 
inequalities, a high carbon-dioxide per capita figure with GHG emissions having 
increased rapidly in the previous 10 years.  South African cities are structurally 
fragmented and have many areas which lead to social and economic exclusion, rapid 
growth of urban areas and persistence of dense rural settlements with limited 
economic opportunities. Public transport (PT) is inefficient and not sufficiently 
customer focused. 

Regarding planning, the NLTSF provides that:  

“The current reality however is that transport planning in South Africa is 
uncoordinated and occurs in modal and sectoral silos. There is a lso a lack of 
consistency between transport and land use planning practice. This means many 
transport projects that can derive increased economies of scale and efficiencies from 
integration are being implemented and planned in isolation…” 
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Regarding integration the NLTSF provides that: 

“The transport system is fragmented, inefficient and not coping with rapid 
urbanization. Effective, efficient and inclusive urban transport systems are a 
prerequisite for economic development and for social equity and cohesion…” 

As regards universal access and accessible transport the NLTSF provides that: 

“Notwithstanding the policy intention [of the 1996 White Paper] universal access to 
Public Transport is very poor across the range of modes… The concept of Universal 
Access is for the design of the facilities and environments to be such that they are 
usable, safe and comfortable for use by all people with the widest range of physical 
and cognitive abilities and to the greatest extent possible, without the need for 
adaptation or specialized features….” 

It provides that the concept of universal access is for the design of facilities and 
environments to be such that they are usable, safe and comfortable for use by all 
people with the widest range of physical and cognitive abilities. 

The NLTSF provides a list of key performance indicators (KPIs) for planning 
authorities (municipalities) and states that the NDoT and planning authorities will 
report on the KPIs annually.  

3.4 Stakeholder Considerations 

In the course of developing the PLTF the Province has been and is engaging with 
relevant stakeholders and role players.  Ten main issues of concern have been 
identified in the process. These are the need to address the following:  

• Affordable, accessible and attractive public transport services; 

• Congestion, pollution and environmental impact; 

• Road freight movements and the impact on inner cities and the Strategic Road 
Network; 

• Integration, both of land use and transport and modal integration; 

• The decline of public transport and modal optimisation; 

• Barriers to entry for new entrants in providing subsidised public transport is a 
problem; 

• Strengthening regulatory oversight (by the GPRE and NPTR); 

• Safety & security – protecting travellers and infrastructure; 

• Universal access – people with disabilities and mobility impaired persons.  Broader 
access to public transport facilities and services should be addressed, and 

• Shortage of funding – lack of a platform conducive to partner/leverage private 
funding. 
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3.5 Vision 

The vision of the Province and GDRT is, as set out in the 1997 White Paper: 

“An integrated transport system which satisfies the needs of the people while 
supporting and facilitating social and economic growth, improving the quality of life, 
and the development of all the people of Gauteng.”  

The mission of the GDRT is: 

To promote accessibility and the safe, affordable movement of people, goods and 
services and to render client-centred and developmental services in Gauteng. 

The GDRT is undertaking the review of the ITMP25 which form its strategic transport 
policy to include the Gautrain Extension Study (Gautrain II) and the latest Gauteng 
Household Travel Survey (GHTS) data. Consequently, the province-wide transport 
model needs to be updated.  

The GDRT is looking at Transport to play a pivotal role in driving Gauteng’s socio-
economic recovery during and in the aftermath of the COVID-19 pandemic. To 
contribute to this outcome, the Department’s Growing Gauteng Together Through 
Smart Mobility Plan- 2030 is being implemented to address the Province’s Transport 
challenges. The Smart Mobility 2030 Plan’s key focus areas of infrastructure, 
operations, institutions and enabling technology are aimed at transforming the current 
transport system into an integrated smart transport network util ising information 
technology to facilitate the smart mobility. 

The GDRT is mandated to provide an integrated transport system for the Gauteng 
citizens that is reliable, accessible, safe and affordable and has a broad range of 
socio-economic impacts. In this regard it has formulated a number of key strategic 
priorities that are listed in the appropriate chapters.  

3.6 Objectives 

3.6.1 Institutional Arrangements 

Institutional arrangements are detailed in the attached Appendix E.  The Appendix 
lists and describes the role and functions of each role player or stakeholder. It 
describes the constitutional imperative for friendly co-operation between organs of 
state and the requirements for public consultation and stakeholder engagement. It 
also deals with assignment and delegation of transport functions.  The roles and 
functions of the three spheres of government are set out in Schedules 4 and 5 to the 
Constitution and section 11 of the NLTA. 

3.6.2 Sustainable Transport 

There are a number of legislative and policy imperatives which are outlined in the 
attached Appendix D. Climate Change induced weather events are becoming more 
extreme and affect transport systems. South Africa and the Province are mandated 
to respond to this challenge in terms of the Climate Change Response White Paper, 
2011, the Intergovernmental Panel on Climate Change (IPCC) Annual Report 6, 
Working Group III and other documents considered in the Chapter on sustainable 
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transport.  The Climate Change Bill, 2022 once passed as an act, together with the 
regulations proposed under that act will impose concrete obligations vis-à-vis steps 
to be taken by authorities to mitigate climate change. 

3.6.3 Public Transport 

The following principles apply to public transport in the Province: 

• Promotion of accessible, affordable and cost-effective public transport; 

• Meeting the needs of customers; 

• Considering the needs of special categories of passengers; 

• Giving public transport priority over private transport; 

• Improving public transport in marginalised areas; 

• Optimising the coordination and integration of public transport modes, and 
establishing integrated rapid public transport networks (IRPTNs) in the Cities of 
Ekurhuleni, Johannesburg and Tshwane, and 

• Selection and utilisation of appropriate public transport modes. 

3.6.3.1 Commuter Rail 

The vision, policy and objectives of the newly published White Paper on National Rail 
Policy must be applied.  It is necessary to align human settlements with transport 
modes to maximise the role of rail. Positioning rail as the backbone of the transport 
system by the year 2050 must recognise its integrative role in continental, national, 
regional and urban spatial development. 

Rail is the most energy efficient transport mode. However, the country’s present 
National Climate Change Response only reflects incremental benefits from 
advancing rail technology.  Simply renewing powered rolling stock from time to time 
only realises evolutionary efficiency gains, while forgoing the fundamental advantage 
of positioning rail to compete strongly and win against other modes in high density 
corridors. 

The Vision is to position rail as an affordable, competitive, effective, integrated, 
reliable, safe, sustainable and valued transport mode that provides the backbone of 
South Africa’s freight logistics and passenger mobility systems and strengthens its 
economic growth and social development by 2050.  The Rail White Paper provides 
for the drafting of a National Rail Act and development of a National Rail Plan and a 
devolution strategy for rail. 

3.6.3.2 Integrated Public Transport Networks 

The Public Transport Strategy, 2007 has 2 key thrusts: Accelerated Modal Upgrading 
and Integrated Rapid Public Transport Networks. Accelerated Modal Upgrading 
refers to the current initiatives to transform bus, taxi and rail service delivery in the 
short to medium term. Integrated Rapid Public Transport Networks pertains to the 
focus on implementing high quality networks of Rail Priority Corridors and BRT 
Corridors in especially the 3 Metropolitan Municipalities in Gauteng. 
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3.6.3.3 Subsidised Bus Services 

The NDoT is currently conducting a project to formulate subsidy policy. The NLTA 
requirement to restructure the bus contracts that were initially concluded in terms of 
the Transition Act, 2000 into municipally managed contracts forming part of the IPTNs 
has largely not materialised. The NLTA requires the Province to manage the existing 
bus contracts until they are assigned to municipalities. 

In terms of its founding Act, the TAG must secure the provision of public passenger 
transport services in the Province.  It will engage with the municipalities to provide for 
the rationalisation and future dispensation of the bus contracts to comply with the 
policy and legislation. Given the volume of inter-municipal and interprovincial public 
transport movements involved, the TAG is the appropriate body to address this issue. 

3.6.3.4 MBT-Type Services 

Currently MBT services are providing almost 90% of the public transport services in 
the Province. This is not ideal in view of road traffic and climate change imperatives.  
A majority of the services are illegal in that operators operate without operating 
licences or on routes not authorised by their licences, and efforts to formalise and 
rationalise the industry have proved largely unsuccessful since the days of the 
National Taxi Task Team in 1996 and the 2000 Transition Act. 

In terms of prevailing policy and legislation MBT services must be integrated into the 
larger public transport systems and in particular into the IPTNs of the 3 metros.  They 
should also provide feeder services to rail and bus services, which should form the 
backbone of the system. 

3.6.3.5 Metered Taxi, e-hailing and other MaaS Services 

MaaS aims to fulfil users’ needs for mobility with a wide range of transport services 
offering tailor-made services on demand, and includes taxi or car rental or ride-car 
and bike-sharing.  E-hailing services have multiplied exponentially since their 
introduction in 2013 and fulfil an important mobility need.  They are currently 
regulated as charter services in terms of the NLTA, but will be more formally regulated 
when the new section 66A is introduced into the NLTA by the NLT Amendment Bill, 
which seems about to be passed as an act.  The NDoT is currently drafting  
regulations on e-hailing with a view to the passing of the Bill.  Most e-hailing services 
are illegal at present, due mainly to backlogs experienced by the GPRE.  Targeted 
efforts will be made to address the problems with the GPRE and to integrate all MaaS 
services into the larger public transport systems.  All forms of NMT must be promoted 
and encouraged.  The current amendments to the National Road Traffic Act that are 
being considered to accommodate environmentally friendly vehicles such as 
powered scooters and e-bikes should be expedited.  

3.6.3.6 Scholar Transport Services 

The provision of motorised public transport for scholar or learner transport in Gauteng 
is fragmented, not well organised and inadequately resourced. As a result, some 
eligible learners do not have access to scholar transport, and it is often not safe or 
reliable. The majority of scholars walk to school, and for them there has been little 
focus on providing safe, attractive paths along the major lines of demand.  Walking 
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to school creates major safety hazards, especially for smaller children in view of their 
vulnerability to assault and hazardous traffic situations e.g. where there are 
inadequate sidewalks. 

The objective is to ensure that the transport needs of special categories of 
passengers, including learners, people with disabilities and the elderly and tourists, 
are met in the most efficient, effective and affordable way, and as far as possible by 
the system provided for mainstream public transport. 

The GDRT will ensure the provision of scholar transport in the most effective and safe 
manner. This requires the implementation of a coordinated strategy with the Gauteng 
Department of Education (GDE), municipalities, the GPRE and private operators.  

3.6.3.7 Passenger Safety and Security 

Safety and security of public transport users remains a challenge, especially on 
access/First and Last Mile and including issues around gender-based violence. The 
Gauteng White Paper contains the following policy on the enhancement of safety on 
public transport: 

“The GDRT recognises that the safety of public transport users deserves particular 
attention. If any long-lasting improvement is to be effected it is the Department's 
policy to make a contribution to enhance safety on public transport by definite actions 
which address, inter alia: 

• the engineering (i.e. technical) aspects of public transport vehicles and facilities; 

• the education (formal, informal and non-formal) of public transport operators: 
drivers and users; 

• safety regulations, and 

• safety research.” 

The Department of Community Safety (DCS) is primarily responsible for personal 
safety of passengers. The GDRT will give its full support to the initiatives of the DCS 
in this regard. 

3.6.3.8 Transit Oriented Development 

Gauteng will emphasise TOD in its urban and transport planning to maximise the 
amount of residential, business and leisure space within walking distance of PT.  
Efforts in this regard include the GMA’s First and Last Mile Masterplan and Bicycle 
Sharing Scheme. 

3.6.3.9 Ticketing and Fare Collection 

The GDRT will work towards the development of one fare system as well as an 
integrated ticketing system whereby tickets can be used on different modes in an 
integrated network. There will be improved passenger information at public transport 
ranks and stops as well as through printed information and a Gauteng Public 
Transport Information and Call Centre. One of the functions of TAG is to secure the 
provision of an integrated ticketing and information system for public transport in the 
Province. 
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3.6.3.10 Financial Support to Public Transport 

Funding shortages and the COVID-19 Pandemic have significantly impacted more 
formalised PT. GDRT will ensure that provision is made for the financing of integrated 
public transport and thus modal integration, through a holistic funding strategy. In 
terms of existing legislation provinces have very limited opportunities to raise funds 
from other sources than the equitable share of national income and the conditional 
grants transferred annually via the Division of Revenue Act (DoRA). Although taxation 
is a fundamental source for transportation, only a limited portion actually benefits the 
transport sector. This adversely affects the ability of the provinces to effectively 
discharge their responsibility in terms of providing the necessary service to their 
citizens.  New and innovative fund raising alternatives (on- and off-budget) should be 
developed. 

3.6.4 Non-Motorised Transport 

Efforts should be made to create “smart”, sustainable and walkable and cyclable 
South African Cities. Current urban forms with low densities result in long travelling 
distances. Stronger integration between land use and transport planning, as well as 
TDM, is required to shorten travel distances and to make NMT a more viable option.  

Road reserves do not always adequately provide for all uses, such as NMT, services 
and utilities. Walking, cycling and public transport should be the de facto departure 
point for most if not all transport infrastructure projects. Cycling is growing as a mode, 
but very little is available by way of infrastructure and facilities for cyclists. Urban 
design frameworks do not adequately provide for safe and convenient NMT. Traffic 
safety and motorised vehicle awareness and attitudes remains an issue. Security and 
equity, including addressing Gender Based Violence needs more attention. Universal 
access considerations are often neglected in planning and execution of projects. 

3.6.5 Road Transport Infrastructure 

Funding for further expansions of the Strategic Road Network in Gauteng remains a 
challenge, particularly in the light of the stalling of the Gauteng Freeway Improvement 
Project (GFIP) due to the difficulties with e-tolls and general lack of funding. 
Inadequate budgets for maintenance are resulting in deterioration of roads. 
Pavement management systems are applied on dated information. 

Protection of reserves for future development of the Strategic Road Network is key. 
Illegal invasion of road reserves and open space adjacent to existing roads is a 
problem. Designs should consider the full reserve width, the required modal hierarchy 
and shared capacity for public transport and NMT (Complete Streets principles). For 
planning purposes, a need exists for a “centrally located data warehouse”, easily 
accessible for use and depositing information. TDM is required to use road assets 
more efficiently. Road traffic safety remains a major challenge. 

South Africa, and Gauteng Province, face many developmental obstacles, including 
infrastructure bottlenecks, and economic and social challenges such as 
unemployment, poverty and inequality. Economic infrastructure, including the road 
network, is one of the key levers for economic growth. Road infrastructure has the 
potential to deliver a higher economic return on investment than any other single type 



      
   

 

 
       

25 
 

 

 

of infrastructure. Road transportation is an important industry in the economy, yet 
various challenges inhibit the sector’s contribution to South Africa’s economic and 
social developmental objectives. One such challenge is the implementation of road 
infrastructure projects, where increased roads use, low investment, and poor 
maintenance have led to higher transportation costs and transport bottlenecks. 

The effective design, construction and maintenance of roads is crucial to a well -
functioning and prosperous modern economy. Roads also play a role in meeting 
societal needs for connection and mobility in ever-expanding human settlements, and 
their construction and on-going maintenance provide opportunities to address social 
challenges like unemployment. With mounting concerns over climate change and air 
pollution, the role of roads needs to shift away from serving predominantly private 
vehicles and road-based freight, toward supporting more integrated mobility systems 
centred on walking, cycling, public transport and freight via rail or sea.  

The vision for the Roads Policy for South Africa which can be adopted by the Province 
is: ‘To allow the development and management of a road network that is safe 
for all its users, well-maintained and that serves as a catalyst for social and 
economic development’ 

Strategic goals for the Province in terms of Road Infrastructure: 

• An efficient and integrated infrastructure network that serves as a catalyst for 
social and economic development; 

• A transport sector that is safe and secure; 

• To optimise current capacity and maintain and develop the road network;  

• Maximise job creation and skills development; 

• Integration of public transport and NMT, as a recognised mode of transport;  

Authorities in South Africa have an obligation to plan, design, construct and maintain 
the road network, to protect the public investment in the road infrastructure, to ensure 
the continued functionality of the transportation system and to promote the safety of 
traffic on the road network. 

3.6.6 Freight Transport 

Freight transport has a major impact on the current road network and does not 
contribute effectively towards the economic potential of manufacturing and industrial 
sectors within the Province due to traffic congestion and retarded delivery times 
negatively affecting freight operations. By creating freight movement routes 
peripheral to the central activities of the Province and utilising existing rail 
infrastructure more effectively, strain on the current road network can be relieved to 
a major extent and the freight and logistics sector can be optimised. 

The low usage of rail for freight leads to undesired consequences in the form of 
environmental degradation, traffic congestion on roads, road safety problems, etc. 
There is a clear need to encourage and elevate rail as a mode of freight transport in 
Gauteng. 



      
   

 

 
       

26 
 

 

 

3.6.7 Enforcement 

Law enforcement and traffic safety remain major issues. The GDRT will work in 
partnership with the DCS to reduce the incidence and severity of accidents by:  

• Supporting the process to develop an excellent accident data management 
system so that safety interventions can be data-driven, appropriate, and focused 
on the priority hazardous locations, and so that education or enforcement 
programmes are correctly targeted; 

• Identifying areas of mutual concern including road engineering issues, identifying 
and remedying hazardous locations, replacing sub-standard regulatory, warning 
and guidance signs, incident management, controlling overloading, 
accommodating traffic at road works, testing the roadworthiness of public transport 
vehicles, and eliminating fraud and corruption in the vehicle and driver licensing 
process, and 

• Establishing province-wide coordination structures to ensure the close integration 
of road and traffic engineering, enforcement, and education measures.  

In partnership with local authorities, the GDRT will identify the hazardous road 
locations, prioritise these locations for remedial treatments, and systematically 
budget for and implement improvement programmes. 

GDRT will carry out independent Road Safety Audits whenever a new road or road 
section is planned and designed, or when rehabilitat ion and maintenance works are 
planned and designed, or when the road network is altered in any way. Existing 
locations that have a high priority from a safety point of view will also be audited.  

The GDRT will review and re-appraise provincial road standards from a pedestrian 
safety perspective. 

The characteristics of some roads designed as regional mobility routes have become 
inappropriate because of a conflict with adjacent land use developments, and safety, 
particularly of pedestrians, has been compromised. In these cases, GDRT shall 
review the road standards or the functional classification of the road and introduce 
measures to mitigate the dangers. 

The GDRT will continue to build a centre of excellence and innovation in respect of 
road materials research and testing. 

3.6.8 Technological Advancement 

Intelligent Transport Systems (ITS), i.e. the application of technology to address and 
assist in solving transport problems and challenges will be implemented.  What this 
will mean is integration of technologies, increased automation and a shift to the digital 
age.  The following should be considered: 

• A lack of provincial-wide coordination/integration and creation of synergies in 
technology application needs to be considered and promoted; 

• Better 4IR and ITS knowledge management is required; 
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• Data sharing (open data) opportunities should be identified and such opportunities 
should be exploited; 

• The digital footprint of transportation services needs to be identified and expanded, 
such as providing a platform for APTMS and MaaS platform (e.g. bus contracts 
and scholar transport); 

• Training and Education is required to ensure sustainable development of 
technology solutions; 

• Awareness of 4IR and technology applications; 

• Principles regarding planning and implementation (e.g. operational concept 
development, lifecycle costing approach, etc.), and 

• Development of Integrated Corridor Management initiatives across municipal 
borders and jurisdictions through inter alia availability of digitized transport 
solutions is also required. 

3.6.9 Transport Funding 

The analysis of the funding status quo needs to be broken up into 3 components, 
namely CapEx, OpEx and maintenance, failing which the solutions and proposals 
may end up being based on incorrect information.  

Agreement is required on the funding principles, departure points and approaches. 

Consideration needs to be given as to how to determine cost-benefit of transport 
projects in guiding decisions on investments in the transport system.  

Distinction should be made between funding and financing of transport infrastructure 
in reference to partnerships, for example with the private sector. 

User- pay principles are very relevant to transportation, but the lessons learned from 
e-tolls need to be taken into account in developing future funding strategies. 

Discussions on funding should also include considerations of the mini-bus taxi 
industry. 

3.7 Objectives 

The specific objectives relating to the overall vision and key priorities of the Province 
are stated above and elaborated in more detail in the functional sections of the PLTF. 
They can be summarised as follows (adapted from the White Paper and elaborated): 

• To promote affordable, sustainable and efficient public transport; 

• To coordinate and integrate public and private transport modes and services; 

• To conceptualise and plan the transport ecosystem to be integrated and seamless, 
inclusive of infrastructure, facilities, modes of transport as well as transport 
services; 

• To provide, maintain and operate efficient transport infrastructure; 

• To integrate land use and transport effectively; 
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• To minimise the negative effect of transportation on the environment; 

• To enhance transport safety management; 

• To regulate and control public transport effectively; 

• To expand the opportunities of Private Transport modes to result in greater 
integration efficiencies and minimise negative impact on congestion and the  
environment; 

• To operate state facilities and services effectively; 

• To ensure the acquisition of equitable funds for transport; 

• To manage and administer financial resources, manage fixed and movable assets 
and procurement functions, programmes and systems effectively; 

• To manage integrated information systems effectively; 

• To promote and implement the application of ITS and 4IR technology to address 
and assist in solving transport problems and challenges; 

• To manage consultation, communications and public relations functions and 
services effectively; 

• To enhance the governance, promote  the transfer of skills and create the 
necessary capacity to efficiently plan, develop and manage the transport system 
in Gauteng; 

• To combat climate change and promote sustainable transport in line with 
international and national policy and prescriptions; 

• To disaggregate and understand the differentiated requirements of different 
categories of commuters and to focus solutions that are responsive to those 
requirements and which offer affordable, accessible, integrated, efficient and 
environmentally sustainable solutions for each category, and 

• To consider transport solutions (infrastructure and operations) that are accessible 
to all and consider the needs of special categories of travellers (persons with 
disabilities, the infirm, the elderly, children etc.). 
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4. STATUS QUO OF TRANSPORT IN THE PROVINCE 

The National Minimum Requirements for the Preparation of Provincial Land Transport 
Frameworks state that this chapter must contain at least the following:  

a) Tables and maps showing -  

i. demographic features of industry and economic sectors, with demographic 
statistics per metropolitan and district municipality;  

ii. national and provincial road networks showing the category and state of such 
networks;  

iii. strategic public transport networks, including rail networks;  

iv. transport nodes of provincial significance;  

v. freight transport routes, including the routes for the transporting of dangerous 
goods contemplated in section 35(5) of the Act [NLTA], and  

vi. spatial development, economic development and housing development in the 
Province, including development initiatives, master plans and development 
programmes.  

b) a description of public transport operations in the Province, including MBT, 
metered taxi, bus, and rail transport operations;  

c) a description of intra-provincial and interprovincial long-distance services and 
interprovincial commuting services - a description of charter and staff services 
may be included;  

d) the status of Integrated Rapid Public Transport Networks (IRPTNs) and BRT 
systems, if any, and of the Integrated Public Transport Networks required by the 
Act, in the Province;  

e) a list of perceived problems and issues relevant to land transport in the Province, 
and  

f) a description of the information systems being kept by the Province as required 
by section 6 of the Act, how this information was used to compile the Provincial 
Land Transport Framework (PLTF) and the data collection processes being 
followed.  

4.1 Demographics 

Due to the lack of recent census data, information on the demographic section has 
been sourced from various sources including the 2019 Gauteng Housing and Travel 
Survey (GHTS), Gauteng Province: Socio Economic Review and Outlook, 2022 
(SERO), Cooperative Governance and Traditional Affairs (CoGTA) Municipal Profiles, 
2020, the Gauteng Community Survey, 2016 and Municipalities of South Africa and 
the 2017 estimates. 
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4.1.1 Population Characteristics 

The mid-year population estimate for South Africa in 2019 was 58.8 million people of 
which approximately 15.2 million lived in Gauteng. This represents an increase of 9.5 
million people or 19.2%, from the 2014 estimates. 

Table 4-1 provides a high-level summary for Gauteng Province on population, size, 
density and contribution to GDP. 

Table 4-1: Gauteng Population, Size, Density and Contribution to GDP 
(STATSSA, 2019) 

Province Population 

Estimate 

% Area – km2 % Density 

People/km2 

Contribution 

to GDP 

Eastern Cape 6 712 276 11.4% 168 966 13.8% 38 7.6% 

Free State 2 887 465 4.9% 129 825 10.6% 22 5.0% 

Gauteng 15 176 116 25.8% 18 178 1.5% 785 34.7% 

KwaZulu Natal 11 289 086 19.2% 94 361 7.7% 117 15.9% 

Limpopo 5 982 584 10.2% 125 755 10.3% 46 7.2% 

Mpumalanga 4 592 187 7.8% 76 495 6.3% 58 7.4% 

Northern Cape 1 263 875 2.2% 372 889 30.5% 3 2.1% 

North West 4 027 160 6.9% 104 882 8.6% 37 6.4% 

Western Cape 6 844 272 11.6% 129 462 10.6% 50 13.7% 

TOTAL 58 775 021 100.0% 1 220 813 100.0% 

 

100.0% 

 
Gauteng is by far the most dominant province in South Africa in terms of the following: 

• One in four people live in Gauteng; 

• It only covers 1.5% of the surface of South Africa; 

• It is by far the most densely populated area in South Africa, at 785 people/square 
km, and 

• It contributes almost 35% to the GDP of South Africa, more than double the 
contribution of KwaZulu Natal which boasts the second largest economy in South 
Africa. 

This requires the Province to plan smarter and use the resources at its disposal more 
optimally. 

The population distribution per planning authority is indicated in Table 4-2. 
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Table 4-2: Population per Planning Authority 

Planning Authority Population Percentage 

City of Ekurhuleni 4 218 960 27.8% 

City of Johannesburg 6 328 440 41.7% 

City of Tshwane 2 853 110 18.8% 

Sedibeng District Municipality 819 510 5.4% 

West Rand District Municipality 956 095 6.3% 

Total 15 176 116 100.0% 

 
The 3 Metropolitan authorities account for 88% of the total population of Gauteng. 

Table 4-3 depicts the Gauteng local municipal and district population distribution and 
the percentage change between 2011 and 2016. Generally, the Province presented 
an increase in population with a 9.2% percentage change. The district profile showed 
that metropolitan areas had the highest percentage change. 

Table 4-3: Population distribution in the Province, Census 2011 & Community 
Survey 2016 

Province/District/Local 

municipality  

Total population % change 

Census 2011 CS 2016 

DC42: Sedibeng  916 484 957 528 4.5 

GT422: Midvaal  95 301 111 612 17.1 

GT421: Emfuleni  721 663 733 445 1.6 

GT423: Lesedi  99 520 112 472 13.0 

DC48: West Rand  820 995 838 594 2.1 

GT481: Mogale City  362 422 383 864 5.9 

GT484: Merafong City  197 520 188 843 -4.4 

GT485: Rand West City  261 053 265 887 1.9 

EKU: Ekurhuleni  3 178 470 3 379 104 6.3 

JHB: City of Johannesburg  4 434 827 4 949 347 11.6 

TSH: City of Tshwane  2 921 488 3 275 152 12.1 
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Province/District/Local 

municipality  

Total population % change 

Census 2011 CS 2016 

Gauteng  12 272 263 13 399 724 9.2 

 
According to the weighted survey results, the number of black persons represented 
about 80% of the provincial population and increased slightly by 2% from the reported 
2014 GHTS. White persons accounted for about 14%, while Asians/Indians and 
coloured persons together accounted for the remaining 6% of total population. 
(GHTS, 2019:32). 

Table 4-4 provides the population demographic distribution of the metropolitan district 
and local municipalities in Gauteng. 

Table 4-4: Population Demographic Distribution7 

 Municipality Black/African White Coloured Indian/Asian Gauteng 

City of Johannesburg  80.5 9.8 5.3 4.4 36.9 

City of Tshwane   79.1 17.4 1.9 1.6 24.4 

City of Ekurhuleni  81.7 13.7 2.5 2.0 25.2 

Sedibeng   80.8 16.9 1.3 1.0 7.1 

West Rand  78.7 17.7 2.5 1.1 6.3 

Gauteng  80.4 13.6 3.3 2.7  

 
Since the COVID-19 outbreak, mortality rates have risen across regions and life 
expectancy and migration patterns have also been affected. The share of Gauteng's 
population to the national populace steadily increased to 26.3% in 2021. However, 
the population growth rate slowed to 1.9%, partly due to a decline in the average 
fertility rate. On the other hand, mortality levels were higher in 2020 than they were 
in recent years. However, life expectancy for 2020 (67.3 years) was 0.6 years higher 
than in 2019. Since 2000, educational attainment for people aged 20 years and above 
has notably increased. Meanwhile, poverty indicators have significantly regressed 
since 2015. High levels of income inequality are perpetuated by economic conditions 
that do not support job creation (Gauteng Province Socio-economic Review and 
Outlook 2022). 

4.1.2 Sectors of the Economy in the Province  

A key contributor to the economies of the metros in the Province is the tertiary 
(finance, government, trade and transport) and secondary (mainly manufacturing) 
sectors. In 2018, manufacturing activity accounted for 20.5% of economic output in 
the CoE, compared with 13.6% in the CoJ and 11.1% in the CoT. Similarly, the finance 
sector contributed a proportionally higher share of economic activity in the CoJ (at 

 
7
 Gauteng Housing Travel Survey, 2019/2020 
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29.7%) than in the CoT (23.2%) and CoE (21.3%). In the CoT, government accounted 
for 32.3% of economic output in 2018 (GPG, 2019: 24). Sedibeng is the fourth -largest 
contributor to the Gauteng economy. The predominant economic sector in this district 
is the manufacturing of fabricated metal (mainly steel) and chemicals. In 2018, West 
Rand was estimated to have contributed about 3.8% to the economic output of the 
Province. The sector that predominately drives the economy of the district is mining. 

Table 4-5 summarises industry and economic sectors per municipality. 

Table 4-5: Industry and Economic Sectors per municipality8  

Municipality  Sectors  

City of Johannesburg9  

Finance (28.1%), community services (24.7%), trade (14.7%), 

manufacturing (14%), transport (9%), construction (4%), electricity (3%), 

mining (2%) agriculture (0.27%)  

City of Tshwane   

General government (28.1%), finance, insurance, real estate and business 

services (24.7%), manufacturing (13.0%), wholesale and retail trade, 

catering and accommodation (11.9%), transport, storage and 

communication (10.3%), community, social and personal services (5.2%), 

construction (3.5%), electricity, gas and water (1.9%), mining and quarrying 

(0.7%), agriculture, forestry and fishing (0.5%)  

City of Ekurhuleni  

Manufacturing (23%), finance and business services (21.3%), community 

services (20%), trade (15%), transport (11%), construction (4.1%), 

electricity (2.3%), mining (2.3%)  

Sedibeng   
Manufacturing (30.8%), government (17.8%), business services (17.8%), 

trade (13.7%)  

West Rand  
Manufacturing (22%), mining (19%), community services (19%), finance 

(16%), trade (10%), transport (6%), construction (4%)  

4.2 Spatial Planning and Land Use  

4.2.1 Land Use Status 

The Province of Gauteng comprises of a mix of urban classifications. Historic towns 

and townships, informal settlement areas as well as areas seen as rural [small 

holdings or farmland] have generally been located in peripheral areas far from 

economic centres and other areas of opportunity and are seen as main contributors 

of urban sprawl. Economic centres and industrial areas have generally been seen as 

areas of opportunity and have been [and still are] optimally located, benefitting from 

agglomeration advantages. Whilst commercial and industrial land uses have 

contributed to smaller percentages of urban sprawl, they have still had a significant 

impact on the Province’s spatial form. Areas such as Pomona, north of O.R Tambo 

International Airport (ORTIA); commercial buildings running along Ontdekkers Road 

 
8
 https://municipalities.co.za/provinces/view/3/gauteng  

9
 https://www.cogta.gov.za/ddm/wp-content/uploads/2020/08/Take2_DistrictProfile_JHB1606-2-2.pdf  
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through the city centre; mixed commercial uses interspersed with residential areas 

as is seen in Randburg; industrial developments that run along mining belt and in 

areas such as Rosslyn in Pretoria; as well as informal trading structures in townships 

like Mamelodi and Tembisa are all indications of the impact of dispersed but 

concentrated development areas.  

Falling in the middle of this locational dichotomy are gated communities and suburban 

areas. Whist they are also located in peripheral areas and have contributed to urban 

sprawl in the Province, they have had access to areas of opportunity due to the 

prevalence of private car usage and mobility. For example, north-west of 

Johannesburg, east of Pretoria, and south-east of Centurion residential 

developments have expanded outwards with the development of townhouses and 

gated communities. 

Figure 4-1 shows the different urban classifications as identified in the GSDF. 

 

Figure 4-1: Urban Classification  

Source: GSDF 2030 Review (Draft) 

4.2.2 Where and How is Growth Taking Place (Development Trends) 

Even though Gauteng is the densest province in South Africa, within these urban 

classifications, most people in the Province are concentrated in a few clusters. The 
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representation of population density in Figure 4-2 highlights the uneven horizontal 

distribution of Gauteng’s population. While some of these clusters are located close 

to core business areas in Johannesburg, Tshwane and Ekurhuleni, many of the 

clusters are located on the edges of the urban footprint. 

 

Figure 4-2: Most densely populated areas of Gauteng 

Source: www.gcro.co.za  

 

In contrast to Figure 4-2, Figure 4-3 highlights the uneven vertical distribution of 

residents. It is noted that the densest 20% of the population lives on approximately 

1% of the land area of Gauteng, with the densest square kilometre (the highest peak 

in Figure 4-3) clearly being in Hillbrow (with more than 48 000 people), followed by 

the peaks in Diepsloot (between 24 000 and 48 000 people) and then peaks in various 

parts of townships around Gauteng (for example Soweto, Tembisa and Mamelodi) 

http://www.gcro.co.za/
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(Fatti, Hamann & Naidoo, 2020). The least dense 10% of the population lives on 90% 

of the Province's land area, which may be sparsely populated but comprises of 

residential areas and many other land uses and activities. 

 

Figure 4-3: Gauteng’s population density in 3D 

Source: www.gcro.co.za  

 

4.2.3 Gauteng’s Growth Trajectory and the Impact Thereof on Land Use and 
Transport Integration  

The outward low-density sprawl of the Province is a challenge that continues to 

persist. Between 2010 and 2020 an average of 25.1km² of land per year was 

http://www.gcro.co.za/
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converted to urban land, translating into a growth rate of 1.3% per year (see Figure 

4-4) (Ballard & Hamann, 2022). Residential development is seen as the largest 

contributor to Gauteng’s land cover, with 10% of the Province’s total area being 

covered by residential land use in 2020 (Ballard & Hamann, 2022). The remaining 

urban land cover, including commercial, industrial, institutions and utilities, covered 

less than 3% of the Province’s land and significant expansion can be seen in areas 

around Soshanguve and Hammanskraal, Mamelodi, Pretoria East, Midrand, 

Katlehong and Sebokeng. This has aggravated the fragmented nature of the urban 

form and added pressure on already strained and dispersed service delivery and 

transport systems.  

Figure 4-4: Most densely populated areas of Gauteng 

Source: GSDF 2030 Review (Draft) 
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4.2.3.1 Gauteng’s Resultant Spatial Form   

The resultant spatial form shows two axes where economic development and 

movement are defined: (i) a north–south axis, marked in the south by an older 

struggling manufacturing sector and in the north by newer post-industrial services, 

property development, economic investment and prosperity; and (ii) an east–west 

axis that was established during the mining era but today is in economic decline and 

distress. As a result of the Province’s development footprint, continuation of historical 

geographies, the presence of mining and natural features, the centralised 

concentration of economic activity and peripheral location of housing development, 

Gauteng’s spatial form is: 

• Highly fragmented and comprises of dispersed developments and socioeconomic 
fragmentation and polarity, with the poorest communities often situated far from 
economic and social opportunities; 

• Unsustainable due to the growth of low-density residential developments causing 
urban sprawl, threatening high potential agricultural land and sensitive natural 
environments, and contributing to inefficient urban form; 

• Adverse to spatial restructuring and urban redevelopment due to rapid emergence 
of new middle to-high-income residential neighbourhoods (almost exclusively 
gated communities or exclusive lifestyle estates) which effectively sterilise land 
from future sustainable urban processes and create disjointedness in the urban 
network; 

• Focussed on greenfield (mostly low density) residential development, as opposed 
to brownfield development, infill and urban regeneration; 

• Weak in terms of integration of land use and public transport as public transport 
services remain ineffective and expensive due to low densities and the dispersed 
nature of development; 

• Fragmented due to geomorphological conditions and mining activities, resulting in 
large tracts of abandoned land that continue to fragment the urban fabric ; 

• Inaccessible to people, especially the youth, who seek economic and social 
opportunities, indicating a disconnect between well located land and skills; 

• Not viable for low-income housing because of inflated land prices around tertiary 
opportunities, and 

• Impacted by the de-industrialisation and the closing of mines, which have a 
detrimental impact on settlements with strong economic links to these activities 
(e.g. areas such as Vereeniging and Vanderbijlpark that rely heavily on the 
embattled steel industry, and communities in the West Rand that used to rely on a 
now declining gold industry). 

The outcome is a province with pockets of wealthy and middle-class areas with 

access to areas of social and economic opportunity surrounded by larger areas of 

poor and marginalised communities located on the periphery that struggle to access 

the formal economy. The above statements indicate the importance of linking 
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economic activities and human settlement development as well as ensuring 

accessibility and connectivity through a robust public transport system and of how 

this will impact the spatial form of the Province.  

4.3 General System Characteristics 

“Gauteng is the epicentre of growth and development in South Africa and contributes 
34% to the National GDP. This is even though it is the country’s smallest province by 
geography. Its three metropolitan municipalities have become a conurbation, a region 
defined by different cities and major urban areas merging into a singular urban area. 
Transport linking previously separate areas of economic activity into a single market 
is a key characteristic of a conurbation. Gauteng accounts for 7.4% of South Africa’s  
entire road network. The Province’s 55 000 km of road services 60% of national 
Freight traffic. Gauteng also boasts 921 km of rail. In addition to its estimated resident 
population of 15.2m, as of 2019, the Province’s vehicle population has grown from 
approximately 4.3m in 2011 to 4.8m as of 2019, including Public Transport” quoted 
for the Growing Gauteng Together Through Smart Mobility 2030 document.  

To attest to this, according to the National Household Travel Survey (NHTS) 2020, 
considering all trips across all provinces, Gauteng (28.2%) had the largest number of 
individuals who undertook trips, followed by KwaZulu-Natal (16.9%), Western Cape 
(11.2%) and Limpopo (11.2%). Northern Cape had the least number of persons who 
undertook trips (2.2%).  

Note that these surveys were carried out before the impact of COVID-19. Likewise, 
the results detailed in The Gauteng Province Household Travel Survey Report 
2019/20, were all recorded before the impact of COVID-19. 

4.3.1 NHTS 2020 

According to the NHTS 2020, approximately 77% of individuals in metropolitan and 
urban areas travelled during the reference period, whilst 74.3% of individuals in rural 
areas travelled in the same period, which was slightly lower than the national 
percentage of 76.0%. Most travelling occurred from Monday to Friday. Men were 
more likely to travel than women during the week and over weekends.  

Nationally, travelling to an educational institution was the primary purpose of 
undertaking a trip by household members. KwaZulu-Natal (49.4%) and Eastern Cape 
(48.6%) had the highest proportions of persons who cited travelling to an educational 
institution as their primary purpose for travel. Trips to the usual workplace were the 
second most common purpose for household members to travel. These trips were 
most predominant in Western Cape (37.4%), Gauteng (31.1%), and KwaZulu-Natal 
(28.3%). Also, these proportions were much higher than the national proportion of 
26.3%. Travelling to welfare offices and going for a holiday/leisure were the least 
common trip purposes in the week (7 days). 

The main travel purpose Nationally is illustrated in Figure 4-5. 
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Figure 4-5: Main Travel Purpose Nationally 

(Source: NHTS 2020) 

Figure 4-5 indicates that in South Africa, 'walking all the way' was the main mode of 
travel used by household members to reach their destination. More than 41% of 
South Africans walked all the way to their destination, followed 25.7% who made use 
of a taxi, 14.9% was a driver of a vehicle private transport vehicle and 11% a 
passenger of a private transport vehicle.  

Trains were the least used mode of travel by household members, except for Western 
Cape (1.6%) and Gauteng (1.5%), where more than one per cent of household 
members used this mode of transport. Table 4-6 indicates the mode split. 

Table 4-6: Main Mode of Transport Nationally 

Mode of Travel Unit 

Province 

RSA 

WC EC NC FS KZN NW GP MP LP 

Public 

Transport 

Train % 1.6 0.3 * * 0.5 * 1.5 0.1 * 0.7 

Bus % 5.2 2.7 4.1 3.5 5.1 4.5 3.6 8.8 4.4 4.5 

Taxi % 20.7 23.1 13.2 18.7 27.0 21.2 31.9 23.2 25.3 25.7 

Private 

Transport 

Driver % 23.1 10.5 14.7 13.8 12.1 10.5 20.5 10.0 7.6 14.9 

Passenger % 16.7 10.3 12.2 8.2 13.1 8.8 10.7 8.1 7.7 11.0 

Walk all the way % 31.5 52.2 53.9 54.9 40.9 52.2 29.5 48.8 54.3 41.7 

Other % 1.3 0.9 2.0 0.9 1.3 2.8 2.2 0.0 0.7 1.5 
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More than one-quarter (29.8%) of South Africa's workers left their home for work 
between 07:00 and 07:59 in the morning. Slightly less than one-quarter of workers 
(24.7%) left for work before 06:00 in the morning. Ten percent (10.2%) of workers 
started travelling at 08:00 or later. Workers in rural areas tended to leave earlier for 
work than the residents in urban areas. Two-thirds (66.2%) of rural workers left before 
07:00, as opposed to 58.3% of workers in urban areas. 

Overall, between 2013 and 2020, the average travel time for work has increased 
across all modes of transport except for those who walked all the way to their place 
of work. The highest increase is observed among those who used a train, taxi, or bus 
to reach their destination. In 2020, workers who used public transport experienced a 
long travel time in the morning to access their workplace; train users travelled for 107 
minutes, bus travellers spent 84 minutes travelling, and taxi users travelled  for 63 
minutes. Those who used a car/bakkie/truck as passengers needed 49 minutes to 
get to work, while those who drove took 44 minutes. 

4.3.2 The Gauteng Province Household Travel Survey 2019/20 

Considering Gauteng, The Gauteng Province Household Travel Survey Report 
2019/20 indicated that there are approximately 11 083 165 trips per day. Most of 
these daily trips are intra-municipal trips, the highest being the CoJ with more than 
three million trips per day.  

Table 4-7 shows the origin-destination trip distribution matrix in Gauteng Province for 
a typical weekday. 

Table 4-7 Origin-Destination Daily Trip Distribution 

 

(Source: Gauteng Province Household Travel Survey Report 2019/20)  

 

In contrast to the 2014 household travel survey that showed that the corridor between 
Ekurhuleni and Johannesburg had the largest trip density across municipalities, in 
2019/20 the corridor between the West Rand and the CoJ emerged as the largest. 
However, the east-west corridor in Gauteng remains dominant. Intra-municipal travel 
(travel within municipalities) remains high at close to 90%. 

According to the Gauteng Province Household Travel Survey Report 2019/20, the 
total trips conducted during peak period (06h00 to 09h00) are approximately 
3 406 039 peak period trips. Majority of these trips (39.1%) are work and educational 
trips work trips contribute to 11.3%. Figure 4-6 shows the morning trips according to 
the trip purpose.  
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Figure 4-6: Morning Peak-Period trips according to purpose 

About 76.1% of these trips are conducted by walking, car, and MBT. The walking 
component has the highest percentage of 27.7%, followed by car as a driver which 
has 27.1%, MBT with 21.3% and passenger in a car at 5.2%. Figure 4-7 shows the 
morning peak period trips according to travel mode and Table 4-8 shows the mode 
of travel according to trip purpose.  

 

Figure 4-7: Morning Peak-Period trips according to travel mode 

Walking time to access the first public transport service has increased from 9 minutes 
in 2014 to 14 minutes in 2019/20. For the same period, accessing the final destination 
from a public transport service also increased from 8 minutes to 14 minutes. 
Accessing of train services takes the longest. 
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Table 4-8: Mode of Travel according to Trip Purpose 

 

(Source: Gauteng Province Household Travel Survey Report 2019/20)  

 

According to the Gauteng Province Household Travel Survey Report 2019/20, most 
of the trips were taken using a car as a driver, which amounts to 35%, followed by 
MBTs at 28% and 17% walking to the workplace. Table 4-9 shows the aggregate 
regional percentage distribution of mode share for work-related trips. 

Table 4-9: Aggregate regional percentage distribution of mode share for work-
related trips 

 

 
Average commuting times have increased over the past 20 years. On a typical 
working day travel time increased by 17% from 46 minutes in 2014 to 57 minutes in 
2019/20. Overall, average travel time over the past 18 years has almost doubled. 
Associated with this, many more commuters choose to travel either earlier or later to 
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avoid the peak. Travel times are particularly high for public transport trips and have 
deteriorated markedly for buses. 

Increasingly more households in the Province have at least one member with a 
driving licence. Households without a licence decreased from over 50% in 2000 to 
just over 46% in 2019/20. Nonetheless, the proportion of households without access 
to a vehicle/car has increased to over 70% in 2019/20 from 66% in 2014.  

The proportion of household income spent on public transport has increased. Nearly 
60% of households spent more than 10% of their income on public transport in 2019, 
up from 55% in 2014.  

4.3.3 Annual State of Transport Opinion Poll 2021 

Transport is a major concern for South Africans and remains a constraint to the 
livelihoods of many people. Concerns range from the state of road, rail and facility 
infrastructure and service levels of public transport to e-tolls and law enforcement. 
The Institute of Transport and Logistics Studies has revived its annual State of 
Transport Opinion Poll to provide a comprehensive perspective on the transport 
issues that are faced by Gauteng residents. A survey of 521 respondents was 
conducted to gauge their opinions on transport-related matters. Previous polls (2012-
2015) were used as a base for comparison. The study found a major dampening of 
enthusiasm regarding the state of transport, both country-wide and in their local 
areas, with most people believing that improvements are unlikely in the near  future. 
Major issues continue to be the poor state of public transport services, the worsening 
condition of road infrastructure, and weak law enforcement. Gauteng residents also 
indicated that the public transport service providers did not sufficiently adhere to 
COVID-19 protocols. By implication, the commuting public faces insufficient, poor-
quality services, where people are left vulnerable to crime, accidents, and illness.  

The research data indicate that health is currently the highest priority issue in South 
Africa, followed closely by education and the economy. This is somewhat expected 
given the current global COVID-19 pandemic and the economic impact thereof. 
Although previous STOPSA surveys (Heyns & Luke, 2016) primarily identified 
transport as the third-highest priority issue in South Africa, respondents still regarded 
it as crucial. They ranked it as the fourth-highest priority issue in Gauteng. This is 
shown in Table 4-10.  
 
Table 4-10 Ranking of priority issues  

Priority Mean Std. Deviation 

Health 4.51 1.032 

Education 4.39 1.034 

Economy 4.32 1.140 

Transport 4.30 1.095 

Safety and Security 4.24 1.327 

Housing 4.13 1.242 

Law and Order 4.12 1.315 
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Respondents were asked to provide their opinion on the current state of local 
transport and the outlook for transport in Gauteng during the next five years. Only 
22% of the respondents believed transport in their local area was better than a year 
ago. The majority of the respondents felt that there was little change or that it was 
much worse (21.4%). Respondents that indicated that transport in their local area 
was worse than a year ago attributed this mainly to the declining conditions of 
transport infrastructure, the lack of public transport services, safety and security 
concerns and aspects related to taxi services and infrastructure. 

When tested on the outlook for transport in South Africa in the next five years, the 
majority (65.6%) of the respondents indicated that they believed it would be worse or 
they were neutral/undecided. Their view on the state of transport, specifically in 
Gauteng, in the next five years, is very similar, with the majority (65.3%) of 
respondents believing that transport would be worse in five years (34.1%), or they 
were neutral/undecided (31.2%). In both cases, respondents generally did not 
indicate that they would see any significant improvements. 

On E-tolls: The respondents believe that the purpose of e-tolls is primarily for revenue 
collection purposes, with more than 50% indicating this. On the other hand, it appears 
that respondents do not really believe that e-tolls fees are used extensively for 
infrastructure purposes, with less than 25% believing that the income is used for 
infrastructure/road provision and less than 50% believing that the funds are used for 
maintenance. In another question, a majority of respondents reinforced this by 
indicating that they disagreed with the statement that e-tolls will enable the 
government to improve conditions and repair damages. Respondents furthermore 
stated that they did not believe that e-tolls contributed to safety and security on the 
route. On the contrary, they did indicate general agreement that the system served 
no purpose, was too expensive and was unfair to low-cost users. These results 
suggest that Gauteng residents generally do not support the e-toll system. 

4.3.4 Traffic Trends on N1 Since COVID-19 

Daily traffic flow data from a traffic counting site on the N1 Freeway near Midrand, 
between February 2020 and March 2022, illustrate the fluctuation in vehicle traffic 
volumes relative to the lockdown level in Figure 4-8.  

Figure 4-8 illustrates that traffic flows on the N1 freeway in Gauteng plummeted when 
SA went into its first national lockdown at the end of March 2020, compared to pre-
COVID-19 traffic volumes. Traffic volumes then steadily rose until end of November 
2020 but then indicate a severe drop due to the December Holiday Period together 
with the Level 3 lockdown due to the 2nd wave. It still didn’t reach the same volumes 
prior to March 2020. Although traffic volumes then rose again, they are still less than 
pre-COVID levels. 

Infrastructure 4.11 1.187 

Employment 4.10 1.474 

Environment 4.10 1.170 

Social Issues 3.86 1.286 
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Whilst the figure does not reflect traffic congestion, this too has been growing steadily 
on the Gauteng road network, although also still below the pre-COVID levels. Whilst 
it can be argued that COVID-19 has suppressed traffic congestion in Gauteng, this 
situation will not remain indefinitely. 

 
Figure 4-8: Traffic Flow on N1 

4.3.5 Public Transport 

The modal split between the different modes (private vs public transport) is indicated 
in Table 4-11. 

Table 4-11: Modal split work trips - 2020 

Mode Work trips Percentage 

Private Transport 2 092 000 45.1% 

Train 80 000 1.7% 

Bus 153 000 3.3% 

MBT 1 700 000 36.6% 

Walk 570 000 12.3% 

Other 46 000 1.0% 

Total 4 641 000 100.0% 

Source: NHTS, 2020 
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Private transport remains the dominant mode, with a 45% market share. Road based 
modes are responsible for 85% of the trips, and Metrorail, as a viable mode of 
transport, has become insignificant in Gauteng. 

The road infrastructure remains under pressure as 85% of the work trips take place 
on the roads in Gauteng. Commercial vehicles also have to compete for the road 
space, with the result that congestion in especially the morning peak period is an 
increasing occurrence on certain corridors.  

Table 4-12 indicates the model split for public transport modes for Gauteng. 

Table 4-12: Public transport modal split for work trips - 2020 

Mode Work trips Percentage 

Train 80 000 3.2% 

Bus 153 000 6.1% 

MBT 1 700 000 67.9% 

Walk 570 000 22.8% 

Total 2 503 000 100.0% 

Source: NHTS, 2020 

MBTs have almost 70% of the public transport market share, almost one in four 
people walk to work, and the demise in rail is clearly illustrated by its low market 
share. 

The source of information for the section that follows is the GHTS, 2019/20.  

The estimated distribution of household-owned cars in Gauteng is indicated in Table 
4-13. 

Table 4-13: Levels of car ownership 

Vehicles owned per 

household 

Households GHTS - 2014 GHTS - 2019 

0 3 474 224 66.2% 70.2% 

1 1 091 398 21.0% 22.0% 

2 313 093 9.3% 6.3% 

3 54 554 2.0% 1.1% 

4 17 868 1.0% 0.4% 

TOTAL 4 951 137 100% 100% 
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Almost 3.5 million households (70%) did not own any car in 2019, which is 4% more 
than the reported figure in 2014. 

A large percentage of households depend on public transport on a daily basis. These 
households are also the lower income households that cannot afford a car. Metrorail 
served these households well as the network extended into the low-income areas 
and the fares were subsided by Government. Since the demise of rail in Gauteng, 
these households had little option other than using MBTs or walking. As MBTs do not 
receive any operational subsidy from Government, it can be assumed that the money 
spent on transport by the lower income households has increased markedly over the 
last couple of years.  

Average travel time by mode of travel is shown in Table 4-14. 

Table 4-14: Average travel time for peak period trips   

Mode Peak trips (weighted 

number) 

Peak trips (%) Average travel 

time 
Walk all the way 701 576 30.7% 00:46:53 

Car as a driver 598 429 26.2% 00:59:55 

Commuter or MBT 567 528 24.8% 00:56:56 

Car as a passenger 129 478 5.7% 00:46:59 

Other 86 827 3.8% 00:44:49 

Metered taxi 80 298 3.5% 00:58:57 

Bus 37 211 1.6% 01:19:39 

School bus 24 590 1.1% 00:45:24 

Lift club passenger 18 497 0.8% 01:02:49 

Train 12 404 0.5% 01:25:16 

Company transport 11 969 0.5% 01:04:22 

Bicycle 8 487 0.4% 00:54:37 

Lift club driver 5 875 0.3% 00:55:33 

Motorcycle 2 394 0.1% 00:30:00 

Gautrain 1 088 0.0% 01:36:00 

Gautrain bus 218 0.0% 00:30:00 

Total 2 286 869 100% 00:57:23 

 

The average travel time of 57 minutes is substantially higher that the 46 minutes 
recorded in 2014.   

The mean walking time to access the first public transport mode in the morning and 
from the last public transport mode home is indicated in Table 4-15. 
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Table 4-15: Mean walking time to first public transport mode 

Mode Total number of 

trips 

Trips % Average 

walking time 

at start 

(minutes) 

Average walking 

time at end 

(minutes) 

Bus 59 408 5.9% 14.2 13.1 

Commuter or MBT 773 170 77.0% 11.8 11.2 

Gautrain 1 741 0.2% 16.4 19.5 

Gautrain bus 1 306 0.1% 5.5 6.5 

Metered taxi 142 535 14.2% 16.1 16.1 

Train 25 896 2.6% 19.6 17.7 

Total 1 004 055 100.0% 13.9 14.0 

 

Ignoring the Gautrain buses (due to the small survey sample), MBTs remain the most 
accessible public transport mode available in Gauteng. 

In addition to the findings from the GHTS reported above, it noted the following high-
level findings: 

• Walking remains the predominant mode of travel; 

• Walking time to access the first public transport service has increased from 9 
minutes in 2014 to 14 minutes in 2019/20. For the same period, accessing the final 
destination from a public transport service also increased from 8 minutes to 14 
minutes. Accessing of train services takes the longest; 

• Average commuting times have doubled over the past 20 years. On a typical 
working day travel time increased by 17% from 46 minutes in 2014 to 57 minutes 
in 2019. Travel times are particularly high for public transport trips and have 
deteriorated markedly for buses; 

• Intra-municipal travel (travel within municipalities) remains high at close to 90%; 

• The number of persons per household working the typical 5 days a week 
decreased from 68.7% in 2014 to 62.5% in 2019, in favour of fewer days per week; 

• The proportion of households without an employed person has increased 
markedly over the years; 

• The number of households that do not own a car increased, and 

• A significant proportion of household income is spent on commuting. Nearly 60% 
of households spent more than 10% of their income on public transport in 2019, 
up from 55% in 2014. 

4.3.6 Freight Transport 

Freight transport is mainly conducted by road in South Africa (and in Gauteng), while 
rail transport is used for bulk materials over long distances, such as the iron ore or 
coal lines. Air cargo is concentrated at the main international airports, such as OR 
Tambo International Airport in Kempton Park, King Shaka International Airport in 
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eThekwini, and Cape Town International Airport, although some smaller volumes are 
handled at airports such as Lanseria and Wonderboom in Gauteng, and other 
regional airports. 

Freight traffic can be split into the following categories in Gauteng: 

• Through traffic (originates and destined outside Gauteng); 

• Local traffic (originates and destined inside Gauteng); 

• Outbound traffic (originates inside but destined outside Gauteng), and 

• Inbound traffic (originates outside but destined inside Gauteng). 

Types of freight include dry bulk, liquid bulk, containers, unitised (pallets or bulk 
bags), break-bulk (bags, cartons, crates) and vehicles on auto carriers or automotive 
trains. 

The impact of freight and cargo has escalated due to a move from rail to road globally 
and in South Africa. Transnet Freight Rail has closed virtually all sidings for general 
freight to industrial sites in urban areas, and rail services are almost exclusively 
provided for bulk, containers and automotive over long distances. Current and future 
modal split policies are important, as the pavements of the road network have to be 
designed for the growth scenario, with consideration for the resulting axle load 
estimates. 

Specific aspects of the freight transport management environment include definitions 
of freight routes and freight corridors where freight transport is concentrated, and 
services such as truck stops and staging areas. Infrastructure should be developed 
for logistics activities at and around nodes such as container terminals, consolidation 
and deconsolidation centres, industrial areas, and logistics parks such as the 
Automotive Supplier Park in Rosslyn. 

The formal integration of freight facilities is important to allow for safety structures 
such as arrestor beds, weighbridges, geometric design for heavy vehicles (including 
appropriate turning circles and dedicated freight lanes) and other related services.  

4.4 Public Transport 

4.4.1 Commuter Rail 

The commuter rail network in Gauteng is well developed and is maintained by the 
regional PRASA offices. The rail infrastructure, owned by PRASA, includes 385 route 
kilometres in Gauteng and 119 route kilometres are operated on Transnet lines. There 
are 232 commuter stations in Gauteng. 

The existing commuter rail network covers a large area in the Province. It connects 
the townships (dormant, residential areas) to job opportunities. The commuter rail 
service has deteriorated substantially in the last decade and is at its lowest level since 
1994. Operational figures were not available at the time of compiling the PLTF.  

According the PRASA, they are currently working on four priority corridors which will 
be ready to run train services by end of October 2022.ii 
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The commuter rail network is indicated in Figure 4-9. 

 

Figure 4-9: PRASA commuter rail network 

In addition to the commuter rail network, the Province implemented a Rapid Rail 
Network over a decade ago. The Gautrain Rapid Rail Link network with its dedicated 
feeder and distribution services is indicated in Figure 4-10. 
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Figure 4-10: Gautrain Rapid Rail Link 

The Gautrain operates commuter services on the North South Line (Hatfield – Park 
Station), from East to West (Rhodesfield – Sandton) with a dedicated airport service 
to and from OR Tambo International Airport. Integration with commuter rail services 
takes place at Hatfield, Pretoria, Rhodesfield and Park stations. 

Table 4-16 provides the passenger volumes for Gautrain for the two markets served, 
as well as the passengers making use of the Feeder and Distribution services for the 
2018/19 - 2020/21 period.iii 

Table 4-16: Passenger volumes for Gautrain and F&D services 

Service Type 18/19 19/20 20/21 

Annual Pax – APS 1 456 967 1 341 304 204 434 

Annual Pax – GPS 12 515 515 12 588 612 2 448 726 

Annual Pax – Bus 3 982 971 4 255 503 861 706 

 
Almost 30% of all passengers make use of the Feeder and Distribution Services.  

The impact of COVID-19 is clear from the table with roughly an 80% reduction in 
passenger numbers during this period. 

4.4.2 Strategic Public Transport Networks 

Awaiting GIS maps from CSIR/GDRT. 
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4.4.3 PTOG Contracted Bus Services 

Bus services in the Province are provided by various bus operators, contracted to 
various institutions in one way or another through different contracting regimes.  

The footprint for the PTOG contracted bus routes is provided in Figure 4-11. 

Figure 4-11: Bus Routes in Gauteng (awaiting GIS data from GDRT) 

The subsidised commuter bus services are contracted to the provincial government, 
through the Gauteng Department of Roads and Transport, as par t of the Public 
Transport Network Grant (PTNG) and are funded by means of the DoRA. 

A summary of the PTOG services in Gauteng is highlighted in Table 4-17. 

Table 4-17: PTOG contracted bus services 

KPI 2019/20 2020/21 

Vehicles subsidised 2 526 2 346 

Trips scheduled 1 865 337 1 845 480 

Trips operated 1 547 451 905 780 

Passenger trips 59 130 946 29 438 679 

Revenue kilometres 99 622 148 52 452 154 

Routes operated 3 280 3 308 

 

The decline in passenger trips and revenue kilometres clearly illustrates the impact 
of COVID-19. 

4.4.3.1 Bus Rapid Transport  

A spatial orientation of the BRT trunk lines as currently implemented in the 3 
metropolitan areas is provided in Figure 4-12. 
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Figure 4-12: BRT trunk routes in Gauteng 

The BRT trunk lines are very localised with limited coverage. The CoT trunk services 
operate from Rainbow Junction in the north, through the CBD to Hatfield (Gautrain 
Hatfield station), the CoE trunk services operate from Tembisa to Kempton Park and 
the CoJ trunk services operate from Soweto to Ellis Park and Braamfontein.  

Table 4-18 gives a high-level overview of the current average weekday passengers 
using the BRT services in the Province.iv 
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Table 4-18: BRT weekday passengers in Gauteng 

Contracting Authority Name Operating area Average 

weekday 

passengers 

Average 

weekday pax 

/vehicle 

City of Ekurhuleni Harambee Tembisa - Kempton Park 10 343 81.9 

City of Johannesburg Rea Vaya Soweto - Braamfontein 33 032 120.5 

City of Tshwane A re Yeng Rainbow Junction - Hatfield 23 017 137.8 

TOTAL 
  

66 392 113.4 

 

The low passenger numbers experienced on all the BRT services reflects the 
challenges that continues with these services, ranging from expanding the current 
trunk line offering to operational issues experienced on a daily basis.  

4.4.3.2 Municipal Owned Bus Services 

In addition to the PTOG and BRT services, there are municipal bus services operating 
in Gauteng. In this regard, the CoJ, the CoT and the CoE offer a municipal bus service 
to their citizens.  

Table 4-19 provides a high-level summary of the relevant operational information for 
the three entities. 

Table 4-19: Municipal Bus Services in Gauteng 

Category Tshwane Bus Servicev Metrobusvi CoE Municipal Bus 

Service 

Ownership CoT State Owned Entity 
(CoJ) 

CoE 

Peak Fleet Requirement 160 361 65 

Annual Kilometres 5.8 million 9.2 million 1.2 million 

Annual Passenger Trips 5.8 million 8.1 million 0.82 million 

Annual Budget R 384 million R 644 million R 86.4 million 

Annual Revenue (fares, 

advertising, private hire) 

R 54 million R 99 million R 15.4 million 

Annual deficit R 330 million R 545 million R 71 million 

 

In total, the 3 municipalities spend in the order of R 946 million per annum on 
subsidising the 3 bus services.  

4.4.4 Mini-bus Taxi Services 

The MBT industry operates in an economically regulated environment and as such 
require an operating license to legally transport passengers for financial gain. The 
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applicable Regulations for the issuing of operating licenses was Gazetted in 2009. 
The Province has established a Provincial Regulating Entity (PRE) that deals with the 
issuing of new operating licenses and the conversion of area based permits to route 
based operating licenses. 

There is a grave concern amongst the Gauteng Taxi Industry regarding the backlog 
that exists with the issuing of operating licenses. 

The taxi industry remains the only public transport mode that does not receive an 
operational subsidy from Government. The substantial increase in the price of fuel 
over the last two years, combined with the substantial increase in the price of new 
tyres as well as regular increases to parts and maintenance of the vehicle, has put 
the industry under more financial pressure that it has ever been. This combined with 
the fact that salaries and wages of their target market has not kept up with inflation 
over the past two years, makes it very difficult for the industry to increase their fares 
on a regular basis. The economic slowdown since 2019, with many companies 
closing down and workers losing their jobs has also impacted on the traditional taxi 
industry market. 

The industry is left behind when it comes to investment in infrastructure for the 
industry. The majority of grant funding is earmarked towards the IPTN which up to 
now has focussed mainly on the planning, construction, implementation and 
operation of the BRT systems. The provision of facilities for the taxi industry focussed 
mainly on lay-byes and formal taxi ranks at local authority level. The unprecedented 
growth in the industry has put pressure on the existing facilities as the demand for 
ranking and holding space has outstripped the provision. The design of the taxi ranks 
has not kept up to date with latest design technology in terms of materials used and 
energy efficiency. 

A Taxi Summit was convened between the MEC and provincial officials and 
representatives from the taxi industry in Gauteng from 24-25 July 2019. The strategic 
objectives agreed at the summit related to: 

• Work within the existing government regulatory framework; 

• Modernise the MBT industry; 

• Uphold and work with the road safety prescripts; 

• Corporatise and empower the mini-bus taxi industry, and 

• Eradicate violence, fraud and corruption. 

The challenges faced by the taxi industry, as identified at the summit are:  

• Taxi wars that require the law enforcement agencies and judiciary to act decisively 
on crimes committed in the industry; 

• High level of corruption, maladministration and toxic management practices in the 
issuance of operating licenses; 

• Lack of reliable, accurate and consistent data withing the industry; 

• Minimum and/or lack of training and reskilling operators; 
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• Bad driving methods, poor conditions of vehicles and driver behaviour; 

• Poor working conditions of taxi drivers; 

• Lack of unity; 

• Industry operating far below capacity, and 

• Too many illegal operators. 

Because of the informal nature of the industry, reliable MBT numbers are difficult to 
obtain. There are many MBTs operating illegally on the roads in Gauteng in that the 
operators do not hold the required licences or operate contrary to the conditions of 
their licences.  

Table 4-20 provides a high-level summary of the MBT numbers and the number of 
registered associations for each Planning Authority in Gauteng. 

Table 4-20: MBT associations and vehicles by Planning Authority 

Planning Authority Nr of Associations Nr of MBTs 

City of Ekurhuleni 35 12 600 

City of Johannesburg 78 23 930 

City of Tshwane 40 23 930 

Sedibeng District Municipality 39 2 030 

West Rand District Municipality 12 2 870 

TOTAL 204 53 680 

 

Awaiting information from Planning Authorities/PRE– received CoT’s. 

4.4.5 Inter-provincial Long-Distance Services 

Inter-provincial long-distance services are those that cross the provincial boundary 
from adjacent provinces, and further afield such as neighbouring countries.  

These services are offered by long distance taxi associations and a variety of bus 
companies, ranging from local bus companies specialising in long distance transport 
and bus companies registered in neighbouring countries that transport passengers 
to and from Gauteng on a regular basis. Autopax used to be one of the main players 
in this space, offering a diversified service to the different market segments, by means 
of the City to City and Translux brands. Autopax was put in business rescue towards 
the end of 2021. 

Gauteng is unique in the sense that many inter-provincial services are offered on a 
daily basis, as part of the commuter transport system. These services include PTOG 
contracted services and MBT services to and from the Mpumalanga and North West 
Provinces.  

Services from neighbouring countries require permits, which is the responsibility of 
the Cross-Border Road Agency (C-BRA). In the 2019/20 financial year, the C-BRA 
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issued 15 326 MBT and 1 313 bus permits to operators from neighbouring countries. 
The majority of these services terminate in Gauteng. 

4.4.6 Mobility-as-a-Service (MaaS & Metered Taxis) 

4.4.6.1 E-hailing Services 

E-hailing was first introduced in South Africa in 2011 by Uber, followed by Bolt 
(formally Taxify) in 2015.vii 

The e-hailing service has filled a gap in the South African public transport market 
which was not satisfied by the existing public transport offer ings at the time. The 
concept of transport on demand, ordered by means of a smartphone, and receiving 
information on the cost of the trip, details of the vehicle and the driver changed the 
public transport landscape.  

The information available for Gauteng relates to the number of non-MBT operators 
registered by the PRE over the four-year period, 2016/17 – 2019/20, and is contained 
in Table 4-21.viii 

Table 4-21: Non-MBT modes registered: 2016/17 – 2019/20 
 

2016/17 2017/18 2018/19 2019/20 TOTAL 

Number of vehicles registered 2 094  3 586  3 605  2 573  11 858  

 
It is cautioned that the information contained in this table refers to e-hailing vehicles, 
metered taxis and tuk-tuks. A breakdown of the individual services is not available. It 
the absence of a breakdown and taking the popularity of e-hailing services into 
consideration, it can be assumed that at least 50% of the reported registrations were 
for e-hailing services.  

In line with the NLTA and its published regulations (Government Gazette No 32821, 
published on 17 December 2009) e-hailing services require an operating license to 
operate legally in South Africa. It is noted that the Regulations were published before 
e-hailing services were introduced to South Africa. E-hailing services are currently 
dealt with as charter services, however, when the NLT Amendment Bill is passed 
(which is expected soon), it will have a separate section on e-hailing. Specific 
regulations are currently being drafted on e-hailing which will be published when the 
Amendment Bill is promulgated. 

4.4.6.2 Metered Taxi Services 

Metered taxis can be found in the major metropolitan areas in Gauteng and to a lesser 
extent in the district municipalities. Metered taxis are not a commonly used mode in 
Gauteng for daily commuter trips. However, the industry is fairly well established and 
performs an essential role in the transportation of both residents and visitors within 
and to and from Gauteng. 

Metered taxis offer personalised transport services, provided on demand to the 
general public and visitors.  Metered taxis can be found at specific ranks, hailed on 
the street (to differing degrees in different places), or booked telephonically. The 
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vehicle is hired, and the passenger/s is/are charged a fare based on the duration and 
distance of the trip. The charge is calculated in a sealed meter. The metered taxi does 
not operate on fixed routes but provides a door-to-door service based on passenger 
requirements. It is generally available 24 hours a day and seven days a week.  

The metered taxi industry as whole is under pressure as their business model has 
not kept up with technology and a changing market demand. The popularity and 
continued growth in the e-hailing industry has confirmed that there is a strong market 
demand for e-hailing services. 

4.4.7 Scholar Transport Services 

The GDRT is responsible for contracted, subsidised scholar transport services in the 
Province in collaboration with the GDE. These services are offered in line with the 
Department’s policy to support learners that walk more than 5 kilometres to school. 
There is no fare payable by the scholar and the scholar trip is subsidized in full. 

Information proved is for the 2019/20 financial year and is compared to the 2011/12 
financial year (the time when the Gauteng 25-year Integrated Transport Master Plan 
was compiled). 

It was reported that 138 838 learners (57 137 in 2011/12) from 429 schools benefited 
from the Scholar Transport Programme. Operators that served Primary School routes 
were paid R 600 million and operators serving Secondary Schools were paid R 316 
million for a total expenditure of R 916 million (R 208 million in 2011/12).  

The scholar transport services were put out to tender by the GDE in March 2021 for 
a 3-year contract period. 

In addition, an amount of R169 million in 2021/22 is earmarked for scholar transport 
to transport learners in Public Special Schools. 

According to the Department’s annual performance plan (2021/2022) the allocated 
budget for scholar transport services is R 1.1 billion. 

4.4.8 Nodes and Stations of Provincial Significance 

In compiling the GSDF 2030, the SDFs of the metropolitan, district and local 
municipalities in the provinces were analysed. Most of the municipal SDFs have 
similar objectives and are (to a greater or lesser extent) structured around the themes 
of nodes, corridors and movement networks, and the protection of sensitive natural 
environments (GSDF, 2030:8). Table 4-22 indicates the nodes of significance, per 
local authority, with accompanying spatial orientation for each local authority.  

Table 4-22:  Nodes of Significance with Spatial Orientation per Local Authority 

Nodes  Municipality  

• Johannesburg Central Business 
District (CBD) 

• Midrand Node 

• Sandton 

• Baralink Regional node 

• Burma Regional Node 

City of Johannesburg   
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• Constantia/Strubens Valley 

• Cresta/Beyers Naude Regional 
Node 

• Fourways Regional Node 

• Greater Sloane Regional Node 

• Greenstone Regional Node 

• Illovo Regional Node 

• NASREC Regional Node 

• Northgate Regional Node 

• Ormonde/Gold Reef City 
Regional Node 

• Parktown Regional Node 

• Randburg Regional Node 

• Rivonia Regional Node 

• Roodepoort Regional Node 

• Rosebank Regional Node 

• Southgate Regional Node 

• Sunninghill Regional Node 

• Westgate/ Princess Regional 
Node 

• Woodmead Regional Node 

• Ennerdale District Node 

• Jabulani District Node 

• Kliptown District Node 

• Lenasia District Node 

• Lenasia South/ Unaville District 
Node 

• Stretford District Node 

• Melrose Arch District Node 

• Gleneagles/ Oakdene Regional 
Node 

• Hyde Park/Dunkeld District 
Node 

• Killarney District Node 

 
Source: Nodal Review Policy 2019/20  
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Primary Nodes: 

• Aero City Centre 

• Carnival City Node 

• Edenvale CBD 

• Kempton Park CBD 

• Germiston CBD 

• Boksburg CBD 

• Alberton CBD 

• Springs CBD 

• Brakpan CBD 

• Benoni CBD 

• Nigel CBD 

• K27 and Midrand Street node 

• K86 and Lurie Street 

• Tsakane Community Centre 

• Ramakanopi 
  

City of Ekurhuleni  

 
Source: Metropolitan SDF, 2015 

Capital Core 

• Pretoria 
Metropolitan Nodes 

• Akasia CBD 

• Bronkhorstspruit 

• Brooklyn 

• Centurion CBD 

• Hatfield 

• Kolonnade 

• Menlyn 
Urban Core Nodes 

• Atteridgeville/Saulsville 

• Ekangala 

• Ga-Rankuwa 

• Hammanskraal/Temba 

• Kopanong/Soshanguve South 
Mabopane/Soshanguve 

• Mamelodi 

• Olievenhoutbos 

• Refilwe 

• Zithobeni 
  

City of Tshwane 

 
Source: West Rand District SDF, 2014 & 2017 Revision 
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Primary Nodes: 

• Randfontein 

• Westonaria 

• Carltonville 

• Krugersdorp 

 
Secondary Nodes 

• Lanseria-Nietgedacht 

• Muldersdrift 

• Silver Star-Cradle Mall 

• Leratong Node 

• Syferfontein-N12 

• Fochville 

• Khutsong South 

• Wedela 
  
Rural Nodes 

• Hekpoort 

• Magaliesburg 

• Tarlton-Orient 

• Badirille  

West Rand District Municipality 

 
Source: SDF, 2014 -2017 Revision 

Development Nodes and 
Corridors 
Primary nodes 

• Vanderbijlpark 

• Vereeniging 

• Meyerton 
Secondary 

• Evaton 

• Sebokeng 

• Savanna City 

• Waterval 

• Elandsfontein 
  
Mixed Use consolidation: 

• Heidelberg 

• Ratanda 

• Jameson Park 

Sedibeng District Municipality 

Source: SDF, 2019 Draft Report  

 

Although the smallest province by land surface in South Africa, the Province still 
covers 18 176 square kilometres (roughly 211 km north to south and 80 km east to 
west). 
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For the Global City Region to be functional, it requires the major nodes and stations 
to be connected through a network of routes and public transport services. The focus 
of such a connected network should be to enhance mobility and improve accessibility 
with intermodal transfer facilities of provincial significance located at strategic places 
in the Province. 

Figure 4-13 is gives a high-level indication of the major nodes and connectivity in 
Gauteng and beyond.  

 

Figure 4-13: Major Nodes and Developments in Gauteng 

Developments of significant importance are concentrated around the CBDs of 
Johannesburg and Tshwane and around the areas of expansion that are mostly 
driven by private sector development. 

Development around stations has mainly focussed around Gautrain stations and 
specifically Sandton station in Johannesburg and Hatfield station in Pretoria. 
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4.4.9 Ticketing and Fare Collection 

Ticketing and fare collection takes on different forms in the Province and is dependent 
on the mode and whether it is formalised or informal. 

Gautrain makes use of its own, unique smartcard, a contactless bank card (Debit or 
Credit) and BRT issued smartcards since November 2019. A passenger needs to be 
in possession of a smartcard or approved debit or credit card. A Gautrain smartcard 
must be purchased at a once off fee, before accessing the system. The card can be 
loaded at any station with value in the form of cash or by purchasing weekly or 
monthly products for a pre-determined O-D pair at a discount. 

The PTOG subsidised services are operated in line with the specifications as 
contained in the published Model Tender and Contract Documents. The specifications 
are clear on Electronic Fare Collection (EFC) on the buses and it states: 

“All buses operating on the PTOG contracted services will have an Electronic Fare 
Validation Equipment (EFVE) system that conforms to the specifications. Commuters 
have the option to purchase multi-journey tickets, ranging from 10 trip tickets to 44 
trip tickets. These products are usually offered at a slight discount to the cash fare as 
an incentive to the passengers. These ticketing systems are not integrated and can 
only be used on the services offered by a specific bus operator. The trips are paid for 
as the passenger enters the bus.” 

The collection of fares on the different BRT systems in Gauteng is the responsibility 
of the Planning Authority (Municipality).  In this regard they were responsible for the 
tender specifications, and eventually the awarding of the Automated Fare Collection 
(AFC) contract to the successful bidder. The BRTs in the Province operate as a closed 
system on the trunk routes, whereby the passenger pays at the fare gates as they 
enter the station. Passengers need to obtain a pre-paid smart card at any kiosk before 
boarding either a trunk, complementary or feeder bus.  

Since 2018, Tshwane Bus Service uses the same fare collection equipment as TRT 
(Pty) Ltd, the A Re Yeng operator, and the fares are integrated with the A re Yeng 
fares. Passengers use the same fare medium on both services.  

The procurement of the AFC System is underway, and implementation is scheduled 
for the financial year 2020/21 at Metrobus. 

The MBT industry is informal and only takes cash from passengers as a payment 
medium for a trip.  

There have been some initiatives in the past decade to introduced EFC to the MBT 
industry. This was usually done on a pilot basis, and by all accounts did not last very 
long. An EFC system (card based) was introduced on the Johannesburg, Pretoria 
and Mabopane (JPM) route in 2016. The JPM Taxi Association was selected as it has 
been involved in previous pilot projects and has experience in dealing with the 
cashless system. The project was to be expanded to other taxi routes in Gauteng, 
with the aim of completing a national rollout within f ive years. The current status of 
the system is not known. 
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Any EFC system mooted for the MBT industry will have to solve the driver 
remuneration conditions in the industry first for the system to be accepted throughout 
the industry. 

E-hailing services make use of propriety developed applications (Apps) and payment 
is mostly done via a credit card, although cash can also be used. The credit card 
details are loaded on the app, when the user first registers on the app. When an e-
hailing trip is booked, prior to accepting the trip, the passenger is informed of the cost 
of the trip and when the trip is confirmed by the passenger the cost of the trip is 
deducted from the credit card, where applicable. The individual paying for the trip is 
not necessarily the user of the e-hailing service. 

4.4.10 Financial Support to Public Transport 

Expenditure on public transport subsidies continues to increase without any 
proportionate benefits to the public. Yet subsidies are paid only to specific modes (rail 
and bus), which have limited network coverage compared to MBTs. The current 
subsidy framework is also becoming more fragmented, as more public transport 
modes such as the Gautrain and BRT have been added to the network, each with 
their own subsidy requirements.  

In Gauteng, the public transport supply consists of the following: 

• Commuter rail (PRASA); 

• Gautrain Rapid Rail Link; 

• Commuter bus industry (PTOG); 

• Municipal bus services; 

• Scholar bus services; 

• BRT; 

• MBT services, and 

• E-hailing services, inclusive of metered taxis and tuk-tuks. 

The commuter rail system is funded by the DoT by means of a transfer of funds from 
the DoT to PRASA.  

Gautrain is funded by the GPG and managed by the GMA. 

The provincially managed and subsidised commuter bus services are funded by 
GDRT by means of a PTOG in accordance with Schedule 4 of the DoRA. This is a 
conditional grant that can only be used for provincially contracted commuter bus 
services.  

Municipally owned bus services are funded from the local rates and taxes collected 
by the municipality. Metrobus (Johannesburg) and Brakpan Bus Service also operate 
PTOG contracts. 
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Subsidised scholar transport service providers are contracted to the Gauteng 
Department of Education for a 3-year period at a time. These operators are paid by 
the GDE. 

BRT services are funded by DoT by means of the PTNG in accordance with Schedule 
5, Part B of the DoRA. The grant is split into a Network Operations Component and 
a Network Infrastructure Component. This is a conditional grant that can only be used 
for IPTN planning, infrastructure provision or part payment of operations.  

The taxi industry is not directly subsidised by government but participates in a Taxi 
Recapitalisation Programme (TRP), in terms of which taxi operators receive a once-
off capital grant, which aims to assist taxi operators in replacing their vehicles. The 
current capital subsidy is R 124 000 per vehicle. This is funded by the DoT. 

E-hailing services do not receive any financial support from Government and is a 
purely market driven service offering to the user. 

4.5 Road Network 

This section of the report covers the condition/state and classification of the Gauteng 
Road network. It discusses in separate sub section the network under the jurisdictions 
of: SANRAL, GPG, the three (3) Metropolitan Municipalities and the six (6) Local 
Municipalities which are clustered under two (2) District Municipalities.   

4.5.1 SANRAL Road Network 

The South African road network is approximately 750 000 km in extent. According to 
SANRAL Strategic Plan 2020/21 – 2024/25, SANRAL road network is 22 214 km; 
Provincial Road network is 272 821 km; Metros amount to 66 143 km; municipalities 
amount to 256 903 km and un-proclaimed roads amount to 131 919 km. Un-
proclaimed roads are those not formally gazetted by any authority. Figure 4-14 shows 
the SANRAL road network. 
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Figure 4-14: SANRAL Road Network 

 
The SANRAL Road Network consists of 22 214 km of roads of which 87% of SANRAL 
roads in the system are non-toll roads funded by Treasury grant funds whilst 13% of 
the SANRAL roads are toll roads which are managed by SANRAL, and private 
concessions as shown in Table 4-23.  

SANRAL accounts for 3.6% of the proclaimed road network; they carry about 34.9% 
of all the vehicle kilometres travelled and more than 70% of long-distance road freight.  

Table 4-23: SANRAL Road Network per type 

Description Non-Toll Agency Toll PPP Total 

Dual Carriageway 817 557 519 1 893 

4-lane undivided 30 302 231 562 

2-Lane Single 18 414 823 521 19 758 

Total 19 262 1 681 1 271 22 214 

% of SANRAL Network 87% 7% 6%  
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Gauteng Province has the lowest percentage of the SANRAL road network which is 
3.6% (807 km) of the SANRAL road network as shown in Table 4-24. 

Table 4-24: SANRAL Road Network Length per Province 

Province SANRAL Region Length (%) Length (km) 

Eastern Cape Southern Region 22.3 4 952 

Free State Eastern Region 7.1 1 582 

Gauteng Northern Region 3.6 807 

KwaZulu-Natal Eastern Region 5.9 1 321 

Limpopo Northern Region 16.4 3 649 

Mpumalanga Northern Region 11.2 2 478 

Northwest Northern Region 11.3 2 503 

Northern Cape Western Region 15.6 3 457 

Western Cape Western Region 6.6 1 465 

Total Length 100 22 214 

(Source: SANRAL Strategic Plan 2020/21-2024-25) 

 
The exact make-up and condition of the SANRAL network wasn’t available at the time 
the report was compiled. They have been requested to provide the required 
information. 

4.5.2 Gauteng Provincial Road Network 

According to the Gauteng Province Department of Roads and Transport Road Assets 
Management Plan (RAMP) 2021/22, the Province is responsible for a road network 
consisting of approximately 5 600km of roads (4 328km surfaced and 1 271km gravel 
roads). 33% of Gauteng provincial roads are classified as arterial roads; 27% as 
distributor roads; 33% as collector roads and the remaining 7% as principal and 
access roads. 

Table 4-25 shows the provincial network length per road class obtained from Gauteng 
RAMP 2021/22 and Figure 4-15 shows the road network. 

Table 4-25: Gauteng Provincial Road Network per class 

Road Class Length (carriageway-km) 

Paved (Flexible) Paved (Rigid) Unpaved Total 

Principal 293.01   293.01 

Arterial 1 870.29   1 870.29 

Distributor 1 326.28  174.41 1 500.69 

Collector 791.68 0.09 1 060.71 1 852.47 

Access 46.69  36.50 83.19 

Total 4 327.94 0.09 1 271.62 5 599.65 
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Figure 4-15: Gauteng Provincial Road Network 

 

The Gauteng provincial road network includes 676 bridges and 428 major culverts.  

Gauteng Province has a planned strategic road network which was developed over 
time. It consists of a grid of Freeways (PWV roads) and main arterials (K-routes). The 
Gauteng strategic road network is shown in Figure 4-16.  
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Figure 4-16: Gauteng Strategic Road Network (as per GDRT RAMS viewer) 

(Source: Gauteng RAMS Geo-Spatial) 

 

The visual assessment of the entire provincial network, both paved and unpaved 
roads, was carried out during the period 11 August to 23 October 2015. The data is 
now nearly 7 years old, and the Gauteng Department of Roads and Transport (GDRT) 
is currently in the procurement process to appoint service providers to update the 
visual assessment. 

According to the Gauteng RAMP 2021/22 the 76% of the paved road network is in a 
good to very good condition and about 4% is in a poor to very poor condition. 
However, the average condition of the paved roads is 78%, which is categorised as 
a good condition. Figure 4-17 shows the VCI for the paved road length and Figure 
4-18 shows the VCI for different road class. 
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Figure 4-17: Paved Road (km, %) per VCI Category 

(Source: Gauteng RAMP 21/22) 

 

 

Figure 4-18: Distribution of VCI Categories per Road Class (paved) 

(Source: Gauteng RAMP 21/22) 

 

About 63% of the unpaved roads are in fair condition, 28% in poor condition whilst 
9% of the roads are in good condition. According to the Gauteng RAMP 2021/22, the 
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average condition of the unpaved road network is 55% which is in fair condition. 
Figure 4-19 shows the VCI for the unpaved road length and Figure 4-20 shows the 
VCI for unpaved roads on different road classes. 

 

Figure 4-19: unpaved Road (km, %) per VCI Category 

 

 

Figure 4-20: Distribution of VCI Categories per Road Class (unpaved) 

The road pavements have a limited life span which depends heavily on the 
maintenance they receive over their life span and their rehabilitation or reconstruction 
is critical to ensure the continued functioning of the pavement. 
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90% of the bridges and major culverts are in a very good or good condition; 8% in a 
fair condition; and 2% in a poor or very poor condition. In terms of number, there are 
18 structures in the very poor or poor categories. 

Remaining Useful Life: The distribution of pavement ages for paved roads provides 
a good indication of remaining useful life. Currently, 2 260 km (59%) of all pavements 
have already reached the end of their theoretical design life and 1 349 km (30%) of 
these pavements exceed their theoretical design life by more than 200%.  

To estimate the Remaining Useful Life of the bridges and major culverts, the formula 
in TMH22 to calculate Apparent Age was used. The majority of structures have an 
apparent age between 0 and 40 years. The average Apparent Age and the average 
Remaining Useful Life for the provincial bridges are 28 years and 52 years 
respectively; and for major culverts are 15 years and 65 years respectively. Figure 
4-21 shows the cumulative paved road network length versus the design life 
consumed. 

 

Figure 4-21: Cumulative Network Length vs Design Life Consumed 

(Source: Gauteng RAMP 21/22) 

 
Vehicle Operating Costs (VOC) and Excess User Costs (EUC): The average cost 
per vehicle-kilometre (VOC) driven on Gauteng provincial roads is currently R 
6.84/km on the paved roads and R 12.27/km on the unpaved roads; giving an 
average VOC for the provincial road network of R 6.89/km. Currently the EUC on the 
paved provincial roads in Gauteng is R 85.74/1 000 km driven. 

Need Determination for the Current Road Network: The Technical Needs budget 
to remove all backlogs on the paved roads with regards to preventive maintenance,  
rehabilitation and upgrading and then to maintain this condition requires an amount 
of R 6 billion in 2019 and thereafter an annual amount of R 497 million from 2020 to 
2029. For the unpaved network an amount of R 670 million is required in 2019 and 
thereafter an annual amount of R 76 million from 2020 to 2029. 
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For bridges the Technical Needs budget is R 72.4 million in 2016 and for major 
culverts it is R 23.1 million, giving a total budget of R 95.5 million. 

Usage of Assets: Around 40.9 million veh-km are travelled on the provincial network 
per day. Vehicle-kilometres are calculated as the product of the Annual Average Daily 
Traffic (AADT) per link and the link length summed for the whole network. 99% of the 
daily veh-kms are travelled on the paved road network and only 1% on the unpaved 
network. 

4.5.3 City of Ekurhuleni Metropolitan Road Network 

The CoE Metropolitan Municipality total road network (national, provincial, and 
municipal roads) consist of approximately 9 871 km of roads. Gauteng Province owns 
18% (2 177 km) and SANRAL owns 1% of the road network in CoE. Figure 4-22 
shows the CoE Road network per class. 

The CoE is served with national and provincial roads, freeways and arterial roads 
connecting to the rest of Gauteng as shown in Figure 4-22. These freeways are as 
follows: 

• R21 connects the CoE to the CoT; 

• R24 connects the CoE to the CoJ; Krugersdorp and Magaliesburg; 

• R59 connects the CoE to Free State Province; 

• N12 connects to Mpumalanga Province; 

• N17 connects to Mpumalanga, Mozambique, and Swaziland; 

• M2 connects CoE and the CoJ, and 

• N3 connects to KwaZulu-Natal and Lesotho. 
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Figure 4-22: CoE Road Network 

Most of these freeways carry the most traffic and are also the most congested. 
According to the CoE CITP, most of these freeways have been upgraded as part of  
SANRAL’s GFIP project. According to the CoE Road Master Plan, the existing CoE 
road classification was conducted according to the TRH26 South African Road 
Classification and Access Management Manual. Table 4-26 shows the TRH26 Road 
Classification System. 



      
   

 

 
       

76 
 

 

 

Table 4-26: TRH26 Road Classification System 

Class No. Function Description 

1 Mobility Principal Arterial 

2 Mobility Major Arterial 

3 Mobility Minor Arterial 

4 Access/ Activity Collector Street 

5 Access/ Activity Local Street 

6 Access/ Activity Walkway 

  
According to the CoE CITP 2014, the majority of the CoE paved roads are in good 
condition whilst most of the unpaved roads are in poor condition. This information 
was based on the CoE pavement management system data conducted in 2012. 
Table 4-27 shows the summary of the paved and unpaved road condition in the CoE 
area. 

Table 4-27: Summary of EMM Road Conditions 

Road 

Condition 

Paved Road Unpaved Road 

Total Road Length 

(Km) 

Percentage Of EMM 

Total 

(%) 

Total Road Length 

(Km) 

Percentage Of 

EMM Total 

(%) 

Very Good 3 646.1 41 3.9 0.4 

Good 2 757.6 31 4.1 0.4 

Fair 1 039.5 12 65.2 7 

Poor 206.1 2 894.2 92 

Very Poor 19.4 0.2 1.3 0.1 

Unknown 1 281.1 14 0.0 0.0 

Total 8 949.9 100 968.7 100 

(Source: CoE CITP 2014) 

 

The CoE paved road network amounts to 8 949.9 km and unpaved road amounts to 
968.7 km. Based on Table 4-27 it can be observed that 72% of the paved roads in 
the CoE area are in very good and good condition whilst 92% of the unpaved roads 
are in poor condition. Figure 4-23 shows the condition of the CoE paved road network 
and Figure 4-24 shows the CoE unpaved road condition. 
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Figure 4-23: CoE Paved Road Condition 

(Source: CoE CITP 2014) 
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Figure 4-24: CoE Unpaved Road Condition 

(Source: EMM CITP 2014) 

 

4.5.4 City of Tshwane Metropolitan Road Network 

The CoT Metropolitan Municipality consist of a road network that amounts to 
approximately 9 667.6 km of roads. According to the CoT CITP, the paved roads 
amount to approximately 69% and unpaved roads amounts to 31% of the road 
network.  
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Figure 4-25 shows the CoT Road network.  

 

Figure 4-25: City of Tshwane Road Network 

(Source: CoT CITP 2015) 

 

Approximately 94% of the paved roads are classified as tertiary Routes while about 
6% are classified as main tertiary and secondary routes. About 62% of the unpaved 
roads are classified as tertiary Routes; 18% as main tertiary routes and 20% as 
secondary and primary routes. Table 4-28 shows the CoT road length per 
classification.  
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Table 4-28: CoT Road Length Per Classification 

Road Classification Un-Paved Road Paved Road 

Un-Paved Road 

length 

(Km) 

% To CoT Road 

Network 

Paved Road 

length 

(Km) 

% To CoT Road 

Network 

Primary Routes 0 0 722.9 11 

Secondary Routes 56.3 2 610.9 9 

Main Tertiary Routes 119.7 4 1 189.7 18 

Tertiary Routes 2 860.4 94 4 107.7 62 

Total 3 036.4 100 6 631.2 100 

(Source: CoT CITP 2015) 

 

The CoT’s Pavement Management System of 2017 indicated that 73% of the network 
is classified as Very Good to Good and that 9% is Poor to very Poor.  

4.5.5 City of Johannesburg Metropolitan Road Network 

The CoJ is situated in the centre of Gauteng Province, and it is bounded by national, 
provincial, and local roads. Johannesburg Roads Agency (JRA) is responsible for the 
road infrastructure in the CoJ.  Figure 4-26 shows the high-level CoJ road network 
obtained from CoJ GeoLIS. 
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Figure 4-26: COJ Road Network 

(Source: COJ CGIS GeoLIS) 

 

According to the CoJ SITPF 2013, the CoJ Road network is 9 324 km. Table 4-29 
shows the CoJ road network per region. 
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Table 4-29: CoJ Road Network per Region 

Road Region Total 

A B C D E F G 

Midrand, 

Diepsloot, 

Kya Sand’ 

Ivory Park 

Randburg, 

Rosebank, 

Emmarentia, 

Greenside, 

Melville, 

Northcliff, 

Rosebank, 

Parktown 

Roodepoort, 

Constantia 

Kloof, 

Northgate 

 

Greater 

Soweto 

 

Alexandra, 

Wynberg, 

Sandton 

 

Jhb CBD, 

Yeoville, 

Hillbrow, 

Booysens, 

Brixton 

 

Orange 

Farm, 

Ennerdale, 

Lenasia 

 

Paved roads CoJ owned 

(km) 

678 1 408 1 298 1 462 1 245 1 534 700 8 324 

Gravel Roads (km) 376 1 180 39 10 6 384 997 

(Source: COJ SITPF 2013) 

According to the CoJ Pavement Management System conducted in 2008, 
approximately 72% of the road network is in very good to good condition, and about 
65% of Region E and G is in very good to good condition. Figure 4-27 shows the 
condition of the road network by region based on the CoJ pavement management 
system 2008. 

 

Figure 4-27: CoJ Road Condition by Region 
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Based on the visual assessment conducted in 2008, 20% of the Johannesburg Roads 
Agency road network is in poor or very poor condition, 24% is in fair condition, 465 is 
in good condition while about 9% of the road network is in very good condition. The 
JRA road network VCI is 68. 

4.5.6 Sedibeng District Municipality Road Network 

Sedibeng District Municipality (SDM) is situated in the southern side of Gauteng 
Province. It consists of three local municipalities which are the Midvaal, Lesedi and 
Emfuleni local municipalities. The SDM consist of 1 408 km of road network. Midvaal 
local municipality amounts to 44.9% of the SDM road network; Lesedi local 
municipality amounts to 34.3% and Emfuleni local municipality amounts to 20.8% of 
the SDM road network. Figure 4-28 shows the SDM Strategic Road Network. 

 

Figure 4-28: SDM Strategic Road Network 

(Source: SDM SDF 2030) 

 
According to the ITP 2013 and ITP 2019, the most significant routes in the SDM 
include the following: 

• National Routes: 

o N1: connecting Vanderbijlpark and Free State Province with Johannesburg. 
The N1 route runs from Cape Town to Musina, and 

o N3: connects KwaZulu-Natal (Durban) to Johannesburg. It passes through 
SDM. 
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• Provincial Routes: 

o R553 Golden Highway: a major north-south link which links Vereeniging to 
Johannesburg through Sebokeng; 

o R59: it links Vereeniging with Alberton; 

o R82: links Johannesburg and Vereeniging via Walkersville and De Deur in the 
west of Midvaal; 

o R42: links Meyerton with Heidelberg; 

o R54: links Vereeniging and Vaal Marina towards the south; 

o R551: east-west link between Everton/Sebokeng in the west and Meyerton 
towards the east, further along to Heidelberg within Lesedi Local Municipality, 
continuing further along the R42 National Route N1; 

o R550: east-west link between the N3, R59 and R82; 

o R51: links Springs to Balfour and Vaal Dam; 

o R549: links Heidelberg with the Vaal Dam, and 

o R557: links Walkersville with Grasmere toll gate and Ennerdale. 

• The major strategic roads in the SDM are as follows: 

o PWV 13: A major north-south road running from Benoni and Boksburg through 
Midvaal linking up with the proposed PWV 22 in the south; 

o PWV 18: This road will connect the East Rand and the West Rand and 
traverses the R59 freeway, and 

o PWV 20: A major east-west road running through the south of Midvaal and 
traversing the R59 freeway. 

According to ITP 2019, the SDM has a total road network of 1 408 km of which 384 
kms are gravel roads and 1 025 kms are paved roads. Table 4-30 shows the total 
road network per local municipality. 

Table 4-30: SDM Road Network per municipality 

Local Municipality Gravel Road 

(km) 

Paved Road 

(km) 

Total Road 

(km) 

Emfuleni 43 249 292 

Lesedi 180 303 483 

Midvaal 160 473 633 

Total Road Length 383 1 025 1 408 

(Source: SDM ITP 2019/2024) 

The ITP 2019 outlined the SDM road condition based on the Road Asset 
Management System (RAMS) for SDM as shown in Figure 4-29 to Figure 4-30. 
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Figure 4-29 shows the paved road condition in the SDM. According to Figure 4-29, 
it can be observed that most paved roads in the Emfuleni local municipality are in a 
fair condition while most paved roads in Lesedi and Midvaal local municipality are in 
a fair to good condition.  

 

Figure 4-29: Paved Road Condition in SDM 

(Source: SDM ITP 2019/2024) 

 
Figure 4-30 shows the unpaved road condition in the SDM. According to Figure 4-30, 
it can be observed that most of the unpaved roads in Emfuleni local municipality are 
in poor to fair condition. Majority of the unpaved roads in the Lesedi and Midvaal local 
municipalities are in poor condition.  

 

Figure 4-30: Unpaved Road Condition in SDM 

(Source: SDM ITP 2019/2024) 

 

Figure 4-31 shows the block road conditions in the SDM. According to the ITP 2019, 
all the block roads in the SDM are in a very poor condition. 
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Figure 4-31: Block Road Condition in SDM 

(Source: SDM ITP 2019/2024) 

 

Although the road condition for SDM was taken from the DITP dated 2019-2024, no 
base date was provided for the PMS from which the road network condition was 
taken. 

4.5.7 West Rand District Municipality Road Network 

West Rand District Municipality (WRDM) is situated in the western side of Gauteng 
Province. It consists of three local municipalities which are Mogale City, Rand West 
City, and Merafong City. It is serviced by the national, provincial, and local road 
network as shown in Figure 4-32.  
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Figure 4-32: WRDM Road Network 

(Source: WRDM SDF 2014-2017) 

 

The most significant roads in the WRDM include the following: 

• N12: links the CoJ with Potchefstroom. It passes through Westonaria and 
Fochville; 

• N14: links CoT to Mogale City and with North-west Province; 

• R28: north south link between Krugersdorp, Randfontein, and Westonaria ; 

• R500: links Carletonville to Fochville and Free State and to Rustenburg; 

• R24: link between Mogale City and Rustenburg; 

• R501: provides access from N12 and Westonaria to Carletonville; 

• R41: links Carletonville to Randfontein, and 

• R24: links Mogale city with Rustenburg. 

Table 4-31 shows the WRDM road network per local municipality.  
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Table 4-31: WRDM Road Network per municipality 

Classification of Roads Mogale City LM Rand West City 

LM 

Merafong City 

LM 

Total Road 

(km) 

National & Provincial Paved 101 85 287 473 

National & Provincial 

Unpaved 

0 0 110 110 

Local Paved 596 591 324 1 511 

Local Unpaved 274 241 102 617 

Total Road Length 971 917 823 2 711 

(Source: WRDM DITP 2019/2024) 

 

According to the WRDM ITP 2019 – 2024, most paved roads in Mogale City are in 
good to very good condition; Merafong City most paved roads are in good condition 
whilst in Rand West City most paved road are in fair to good condition as shown in 
Figure 4-33. 

 

Figure 4-33: WRDM Paved Road Condition 

(Source: WRDM DITP 2019/2024) 

 

Majority of the unpaved roads in Mogale City are in poor condition; Merafong City 
unpaved roads range from very poor to fair condition while most unpaved roads in 
Rand West City are in very poor to poor condition as shown in Figure 4-34. 
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Figure 4-34: WRDM unpaved Road Condition 

(Source: WRDM DITP 2019/2024) 

 

Although the road condition for WRDM was taken from the DITP dated 2019-2024, 
no base date or source was provided for the PMS from which the road network 
condition was taken. 

4.6 Freight Logistics 

4.6.1 Introduction 

Information on the state of logistics in South Africa has been published for a number 
of years, but unfortunately most of these research initiatives have ceased to exist, as 
indicated in Table 4-32. 

Table 4-32: Publication of Information on State of Logistics in South Africa 

Publication Organisation First Published Last Published 

Sate of Logistics Survey CSIR 2004 2013 

supplychainforesight Barloworld Logistics 2003 2016 

Logistics Barometer SA Stellenbosch University 2015 2016 

Logistics Performance Index World Bank 2007 2018 

COVID-19: Cargo movement 

update (Weekly update) 

Business Unity South 

Africa (BUSA) 
July 2020 Ongoing 

 

Similar publications like the Annual State of Logistics Report published by the Council 
of Supply Chain Management Professionals in the United State of America, is 
currently in the 33rd year of publication and still going strong. 
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The most recent source for information on the state of logistics in South Africa, is the 
Logistics Barometer, last published in 2016 ix. According to this publication, demand 
for land freight transport reached 848 million tonnes in 2014, an increase of 8.4% 
from 2013. It is estimated that freight volumes increased to 865m tonnes in 2015 and 
is set to decrease to 856m tonnes by the end of 2016, mainly due to lower bulk mining 
exports. 

The primary economy (agriculture and mining) was responsible for 76% of total 
volume but only contributed 44% to the transportable GDP. In contrast, the secondary 
(manufacturing) sector made up the remaining 24% of volume but added 56% value 
to the transportable economy. Agricultural freight volumes are low compared to the 
other sectors (in line with its GDP contribution); mining dominates, consisting mostly 
of the dedicated export lines of coal (through Richards Bay) and iron ore (through 
Saldanha). 

Manufactured commodities are highly densified along the country’s two key general 
freight corridors, namely Gauteng-Cape Town and Gauteng-Durban. 

4.6.2 Road Freight 

The 848 million tons land freight flows in 2014 translated into 379 billion tonne -km, 
an increase of 4.9% from 2013, as indicated in Figure 4-35. 

 

Figure 4-35: Tonne-km per Mode (South Africa 2014) 

If the dedicated ring-fenced transport systems (i.e., the rail export lines, pipelines and 
conveyer belts) that totalled 107.5 billion tonne-km in 2014 are removed, 272 billion 
tonne-km remain that is classified as general freight. Road freight comprises 85% 
and rail freight 15% of this total. 



      
   

 

 
       

91 
 

 

 

4.6.3 Rail Freight 

The general freight system can be further classified into three typologies: corridor, 
metropolitan and rural transport, as indicated in Figure 4-36. 

 
Figure 4-36: Typological Division of General Freight Transport (South Africa 
2014) 

Rail increased the export of primary commodities primarily, as this is its natural 
market, but a small portion in 2014 was still transported by road. It is expected that, 
with the increase of rail capacity and a slump in commodity prices, the transport of 
primary commodities on road should decrease markedly. Rail has also been able to 
increase corridor market share marginally in 2014. 

4.6.4 Air Freight 

Air transport is the most expensive mode of transport but provides the fastest service 
over medium to long distances. Short distances are better served by road as the time 
taken in entering and leaving the cargo terminals at the airports reduces the time 
benefits significantly. The basic operating principle of air transport is the hub -and-
spoke concept, which allows multiple origins and destinations to be connected 
through relatively few large airports, which consequently eliminates the need for all 
origins and destinations to be connected to all others. 

Gauteng hosts the largest hub for air cargo in Africa at OR Tambo International Airport 
and is connected to the global hubs by a number of international airlines and 
connected to local hubs by local and regional airlines. This connectivity provides great 
access to foreign markets, thus encouraging exports, and at the same time increases 
competition and choice in the home market from foreign-based producers. This 
connectivity encourages firms to specialise in areas where they possess a 
comparative advantage and the international trade provides the opportunity to better 
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exploit economies of scale, driving down their costs and prices and thereby benefiting 
domestic consumers in the process. 

The proposed development of the Aerotropolis around OR Tambo International 
Airport will highly likely ensure continued growth of freight in that precinct. 

4.6.5 Pipelines 

Transnet Pipelines (Pipelines) is the largest multi-product operator in southern 
Africax, transporting hydrocarbons and methane-rich gas through a network of  
3 800 km of petroleum and gas pipeline infrastructure. The core strategic objective of 
Pipelines is to ensure security of supply to the inland market. Pipelines offers fully 
integrated supply chain solutions from source to destination while ensuring the best 
safety practices, optimum service reliability and exceeding customer expectations at 
all times through capable human capital. 

To this effect, Pipelines currently transports: 

• More than 65% of all refined products to the inland market; 

• More than 70% of all jet fuel required at OR Tambo International Airport;  

• 100% of the crude requirements for the Natref Refinery; 

• 100% of the methane-rich gas requirements to KwaZulu-Natal for Sasol Energy 
and its gas clients, and 

• 100% of Tarlton’s volumes, of which 60% is distributed cross-border. 

4.6.6 Gauteng Logistics Hubs Proposed Interventions 

The Gauteng Department of Roads and Transport proposed the following 
interventions for freight and logistics hubsxi: 

• Plan, coordinate and implement establishment of Freight Hubs on the periphery of 
Gauteng’s urban core; 

• Building capacity to handle freight in the Province by introducing ICTs in freight 
corridors to improve efficiencies; 

• Building infrastructure to handle freight, including Freight Hubs such as Tambo 
Springs and Pyramid; 

• Repositioning Transport in Gauteng as the largest economic growth enabler;  

• Plan, design and construct roads that support Freight Hubs (K148, PWV15, K133, 
K217, N3/K148 interchange upgrade, K90, K88, K86); 

• Optimise the freight movement through hubs by restructuring connecting road 
networks, and deploy technology that efficiently moves freight in support of just-
in-time practices, and 

• Support the construction and commissioning of Tambo Springs Hub, Pyramid Hub, 
Rosslyn Hub, OR Tambo Midfield Terminal and the proposed Lanseria Cargo 
handling facility. 
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4.6.7 Gauteng Department of Roads and Transport Progress with Freight Plans 

The Gauteng Department of Roads and Transport indicated the following progress 
with their freight plansxii: 

• Gauteng Department of Roads and Transport has approved Integrated Transport 
Plans from Municipalities that are aligned to Provincial and National Imperatives; 

• The Department together with Municipalities has identified freight routes and 
routes that support freight hubs; 

• The Department has upgraded roads that were identified as freight roads and 
others are in various states of implementation; 

• The Department entered into the following MOUs with Municipalities and Agencies 
for construction of roads: 

o MOU with CoJ and SANRAL on upgrades of roads around City Deep (project 
complete). 

o MOU with SANRAL on the K148/N3 interchange for Tambo Springs (Designs 
complete, construction to commence soon). 

o MOU with Transnet and CoE on the Construction of Tambo Springs. 

o MOU with the German Federal Government on the Greening of Movement of 
Freight in Gauteng, and the Durban - Gauteng Smart Corridor. 

• All Road Upgrades around City Deep are complete (Project A-F) and the upgrade 
of N17 interchange is currently being investigated; 

• Tambo Springs N3/K148 interchange design is complete, and construction will 
commence anytime from now when legal issues around environmental issues are 
concluded; 

• As per the MOU the Department set up a steering committee for the establishment 
of Tambo springs which has seen the construction of bulk infrastructure to support 
Tambo Springs; 

• K90N, K90S, K88 to support the midfield cargo terminal at OR Tambo International 
Airport are currently in progress; 

• PWV 15 to support OR Tambo International Airport and Tambo Springs is currently 
in the procurement stage for a PPP; 

• K6, K8, K217. These roads are at design stage to support Pyramid and Rosslyn 
Hubs; 

• Feasibility studies for West Rand Hub and Vaal were done and it was concluded 
that they will be needed sometime in the long term and not in the short to medium 
term, and 

• Routes to support Sentra Rand were identified and the road reserves are being 
protected for the eventual upgrade of the hub to a Super Hub. 
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4.6.8 Freight Logistics Network 

The freight logistics network can be defined as a number of freight nodes that are 
linked with roads (or routes to accommodate all modes). In fact, it might be more 
correct to refer to those links as “corridors of freight mobility”, to allow flexibility in 
using appropriate freight transport modes. Primary modes include mainly road and 
rail while secondary modes may include conveyors, ropeways and drones. 

The need for developing a freight logistics network strategy is to ensure that 
dangerous or hazardous goods as well as abnormal loads follow certain routes that 
can accommodate vehicle and load sizes exceeding the normal limitations on vehicle 
dimensions and axle loads that a vehicle using a public road must comply with. These 
specifications are stipulated in the National Road Traffic Act (Act 93 of 1996) as well 
as the National Road Traffic Regulations (2000). 

In addition to accommodating abnormal physical dimensions and masses, the freight 
logistics network is also defined to allow rapid response in the case of incidents such 
as hazardous substance spillage or crashes that involve dangerous goods. 

The Gauteng SDF 203010 provides a map of the freight transport network and airports 
as shown in Figure 4-37. 

 

Figure 4-37: Freight Transport Network and Airports 

Reference was also made to freight mobility in a feedback presentation to the Premier 
of Gauteng at a Senior Executive Management Committee meeting on 

 
10

 Gauteng Spatial Development Framework 2030 , 22 March 2017, Gauteng Provincial Government. 



      
   

 

 
       

95 
 

 

 

17 November 201411. The freight routes (or corridors) mentioned in the presentation 
are shown in Figure 4-38. 

 

Figure 4-38: Future Class 1 Road Network with Freight Mobility 

4.7 Intelligent Transport Systems 

4.7.1 Introduction 

This document addresses current references and application of technology within the 
context of the Transport Sector within Gauteng. Smart Mobility and initiatives 
associated with the 4IR principles typically evolve to the use of technology within the 
transportation sphere, currently better known as Intelligent Transportation Systems 
(ITS). A further phase of the project will address the concepts of Smart Mobility and 
4IR and associated developments. 

The following sections address ITS within the provincial context in two ways, i.e. (i) a 
review of current documentation on ITS planning and deployment within the Province, 
and (ii) an overview of current ITS implemented and associated initiatives.  The 
document is concluded by identifying some opportunities and challenges within the 
provincial context, thus providing early insight into areas to be considered in ensuing 
project phases. 

 
11

 Matters arising from the meeting of the Senior Executive Management Committee (SEMC) - 17th November 2014, Gauteng 

Province Department of Roads and Transport. 
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4.7.2 Current context: Policies and Plans 

4.7.2.1 Gauteng 25 Year Integrated Transportation Master Plan 

The Gauteng 25-Year Integrated Transport Master Plan (GITMP25), specifically 
Chapter 14 dealing with ITS, paves the way for various ITS developments in the wider 
Province and is therefore a critical document to consider in conjunction with the PLTF. 
The GITMP25 identified some ITS problem areas that should be considered 
throughout the development of ITS strategies, the impacts of each and creating 
potential solutions. 

Most of the ITS initiatives outlined in the GITMP25 are being implemented and is an 
ongoing process.  Some of the notable deliverables include: 

• Establishment of a Provincial Transportation Management Centre; 

• Establish an internal structure (ITS Directorate) to oversee ITS development; 

• Improve Dissemination of Traveller information (including establishment of a 
provincial data warehouse); 

• Ensure that provincial communications infrastructure is in place to support ITS 
deployment, and 

• Implement a single fare media for public transport. 

The underlying principles identified for ITS are integration, smart implementations, 
and sustainability, which govern the main idea of ITS. Although this document covers 
a lot of ground in terms of ITS, not much has been identified in terms of harnessing 
the power of big data that is available about 10 years later. This is a gap that needs 
to be addressed as data is the driver of the 4IR. 

4.7.2.2 Gauteng 5-year Transport Implementation Plan 

The 5-Year Transport Implementation Plan was published in October 2012. The 
purpose of this document was to identify the urgent, short-term measures that needed 
to be implemented by the Department of Roads and Transport in order to start off the 
re-shaping process of the transport system in the Province of Gauteng. It therefore 
contained the key short-term initiatives and strategic projects which were relevant at 
that time, based on the output of the GITMP25.  

With respect to planning, some gaps were identified in the 5-year plan, essentially 
being institutional in nature. These issues were aimed to be addressed by 
establishing an ITS Education & Training programme, and ITS Directorate within 
Gauteng Department of Roads and Transport (DRT).  

Short-term key implementation initiatives and key focus areas were identified.  Some 
of the actions and projects identified included: 

• Establishment of an APTMS; 

• Technical and operational scoping of a provincial public transport data warehouse; 

• Development of a national Operational concept for integrated passenger 
Information; 
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• Provincial data warehouse for integrated fare collection; 

• Development of a single fare media for public transport, and 

• Travel demand management strategies using technology. 

4.7.2.3 Gauteng PLTF 2010–2014  

In the PLTF of 2010–2014, ITS is referenced in a cross-cutting manner and 
referenced in the following areas: 

• Within the Gauteng Freight Strategy, Project Plan 13 (Prepare local freight 
planning guidelines for Gauteng) & 14 (Air cargo plan) required that “ITS be 
applied on the major routes of the Gauteng road network including the primary 
road network and the metropolitan routes as well”; 

• With regards to modal integration, it is mentioned that ITS can play an important 
role in integrated transport in general and information integration in particular; 

• Reduction of road congestion by the use of ITS; 

• SANRAL provided at the time ITS infrastructure and monitoring of traffic on the N1 
highway from the N31/N1 interchange to the N4/N1 interchange. CoJ was in the 
process of providing ITS interventions on selected routes in the Province; 

• The application of ITS was mentioned in the interventions of Incident 
Management, and 

• Furthermore, there is a section devoted to the brief discussion of ITS in the context 
of the Transport Strategy and Travel Demand Management Chapter. It remains at 
a high-level while focusing on the outcomes that ITS can achieve.  

The main issues listed that should be addressed through ITS technology 
implementations are as follows: 

• Improve safety on the road system; 

• Manage incidents; 

• Optimize traffic flow on arterial and freeway networks; 

• Reduce congestion; 

• Inform road users with timely and accurate information, and 

• Coordinate traffic operations between agencies. 

The PLTF of 2010–2014 also comments on the ITS Implementation Framework for 
Gauteng – 2010, outlining its main purpose and objectives and forward strategy.  

The previous ITS Implementation Framework for Gauteng – 2010 outlines the 
subsystems that should be integrated when considering transportation in Gauteng, 
as referred to in Figure 4-39. 
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Figure 4-39: The transport subsystems that need to be integrated, as 
mentioned in the ITS Implementation Framework for Gauteng – 2010 

Furthermore, the ITS Implementation Framework for Gauteng – 2010 defines that the 
purpose of the ITS Strategic Plan for Gauteng is to provide guidance to the further 
development and roll out of ITS in Gauteng Province, and thereby: 

• Contribute to sustainable management of the transport network; 

• Reduce traffic congestion (and improve air quality); 

• Improve revenue collection; 

• Provide better service to the public; 

• Make traffic law enforcement more effective; 

• Improve public safety; 

• Foster greater economic development; 

• Identify best practice regarding Travel Demand Management for Gauteng, and 

• Build capacity at all levels of government among officials, councillors and 
consultants. 
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The overall objective of the ITS implementation framework in Gauteng is the 
improvement of operations for transport systems and the enablement of seamless 
integration of transport subsystems, which in turn supports the general objectives of 
mobility, reliability, safety, effectiveness, efficiency, and environmental quality. 

The following corresponding strategic objectives were identified: 

• Management of Incidents on road network; 

• Provision of information to travellers and media; 

• Road space control and management; 

• Optimisation of public transport services; 

• Transport information management, and 

• Vehicle control and management systems. 

From a 4IR and technology perspective, relating to ITS components, the BRT section 
needs to be updated due to it only containing information about the CoJ’s Rea Vaya 
BRT system, and the proposed BRT system for the CoT. Since then, the CoT’s BRT 
system, A Re Yeng, has been established as envisioned, as well as a BRT system, 
Harambee, has been established for the CoE. Furthermore, little was mentioned 
about the ITS components that are included for each of the BRTs, mainly because 
they were still in their development phases, but currently various ITS components 
have been incorporated and should be reviewed. The previous PLTF does mention 
ITS to some degree, but being cross-cutting in nature, it can be considered and 
expanded upon, especially taking more cognisance of data and its applications . 

4.7.3 Literature Review on ITPs 

The literature review largely focuses on the extent to which technology applications 
within the transport environment have been considered in provincial and metropolitan 
integrated transport plans.  The following sections therefore highlight references to 
Intelligent Transportation systems in these plans. 

4.7.3.1 Review of Integrated Transport Plans 

The most recent versions of the five ITPs (CoT, CoJ, CoE, Sedibeng, West Rand) 
were reviewed and highlights provided in this section. It should be noted that the 
information in the ITPs is somewhat outdated, and that many technological 
developments have transpired over the last few years, and that although ITPs show 
that some technologies are not addressed, it is not necessarily an accurate account 
of what the current reality is. When the ITPs are to be updated, these new 
technologies and/or systems should be addressed. A high-level summary of the 
status quo of ITS in the various ITPs of the different municipalities is provided in Table 
4-33, indicating what ITS components are not addressed (red), what components are 
only addressed in the ITPs (orange), and the components that have already been 
implemented (green). When considering this high-level overview of the various ITS 
components within the ITPs, it is evident that that metropolitan municipalities have 
more ITS components than the district municipalities. This is, however, as expected 
due to higher levels of congestion, higher traffic flow rates and more complex mobility 
challenges within the metropolitan areas. It would be unwise to implement ITS 
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components and technologies in areas where the transportation need does not justify 
the increased investment that these technologies would require. ITS deployment is 
not deemed a necessity, but should be aligned with the inherent transportation 
challenges, appropriate solutions and available budget. 

Table 4-33: Summary of the various municipalities and the ITS components 
they address in their ITPs (A – addressed, I – implemented, N – not 
addressed) 

Nr ITS Component C
o

T
 

C
o

J
 

C
o

E
 

S
e
d

ib
e
n

g
 

W
e
s
t 

R
a
n

d
 

1 ITS Strategy I I I N N 

2 A communication network I I I A A 

3 Traffic management centre (TMC) I I A N N 

4 Close circuit television (CCTV) I I A A A 

5 Variable message sign (VMS) I I A A A 

6 Parking management system I I N N N 

7 Parking guidance signs (PGS) I N N N N 

8 A vehicle sensing system (Inductive loops and detectors) I I A N N 

9 Urban traffic control (UTC) I I N N N 

10 An APTMS I I A N N 

11 IFMS I I I A A 

12 Traveller Information I I A N N 

13 Incident management system (IMS) I I I N N 

14 Traffic Police or Dispatching I I N N N 

15 Emergency Medical Services (EMS) Dispatching I N A N N 

16 BRT System I I I N N 

17 Comprehensive traffic observation A N N N N 

18 Accident data / incident reporting A A A A A 

19 Urban freight movement monitoring A I I N N 

20 Smart payment methods like smart cards I I I N N 

 

4.7.3.1.1 City of Tshwane Metropolitan Municipality 

The CoT CITP, last updated in March 2015, has a chapter devoted to ITS where 
various topics are covered within the metropolitan’s context, outlining the various 
components of ITS, implementations and strategies. This is a well written CITP and 
provides excellent guidance in terms of ITS advancements. Integration of various 
systems is addressed, and there is a clear ITS strategy.  The CoT has a BRT system 
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called A Re Yeng that includes various ITS components and is further elaborated on 
in the ITS deployment overview. 

4.7.3.1.2 City of Johannesburg Metropolitan Municipality 

The CoJ mentions some aspects and components of ITS in and throughout their 
CITP, but it is not as clearly outlined as a specific ITS strategy that should be pursued, 
as was done in CoT’s CITP.  There is, however, a strong emphasis on ITS throughout 
the CITP, where many ITS components had already been implemented at the time of 
writing of the CITP. It should be noted that the Rea Vaya BRT system resides within 
the CoJ metropolitan area, including various ITS components. The Johannesburg 
Roads Agency (JRA) is the agency for Johannesburg through which these CoJ ITS 
technology components are addressed. 

4.7.3.1.3 City of Ekurhuleni Metropolitan Municipality 

Although the CoE mentions ITS quite frequently throughout the CITP, due to it being 
so old it mainly mentions some of the steps and approaches that may be taken, but 
little had been implemented at the time of writing of the CITP. Therefore, it mainly 
touches upon ITS in some instances, and omits some concepts as indicated in Table 
4-33. The CoE has a BRT system called Harambee, utilising various ITS components. 

4.7.3.1.4 Sedibeng District Municipality 

ITS is not specifically mentioned in the ITP of Sedibeng, except within the context of 
the GITMP25 of 2013, and the 5-Year Implementation Plan, which only indicate 
possible measures that may be included, but not specifically how in the context of 
SDM. Integration of systems, integration of municipalities, 4IR and clear steps for 
innovation are not clearly addressed in this ITP. 

4.7.3.1.5 West Rand District Municipality 

The CITP for West Rand District Municipality (WRDM) is very similar in style, 
approach, and nature as that of SDM. Similarly, ITS is not specifically mentioned for 
WRDM except also within the context of the GITMP25 of 2013, and the 5-Year 
Implementation Plan, indicating only possible measures that may be included. Similar 
to Sedibeng district, integration of systems, integration of municipalities, 4IR and clear 
steps for innovation are not clearly addressed in this ITP. 

4.7.4 Current Context: ITS and Technological Initiatives 

Various ITS initiatives exist in the Gauteng Province and are summarised in Table 
4-34.  

Table 4-34: ITS and technological initiatives in Gauteng Province 

Nr Initiative Current context 

1 BRT Systems There are currently three BRT systems in operation within the major metropolitan areas 

of Gauteng. The BRT systems called Rea Vaya, A Re Yeng , and Harambee  are 

operational in CoJ, the CoT, and the CoE, respectively. They are all mostly fully 

functional and contribute greatly to the effective transportation of passengers in the 

metropolitan area and incorporate numerous ITS technological components. 
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Nr Initiative Current context 

2 Gautrain The Gautrain connects the three Metropolitan areas with Hatfield, Pretoria and 

Centurion falling under the CoT; Midrand, Marlboro, Sandton, Rosebank and 

Braamfontein falling under the CoJ, and Rhodesfield and O. R. Tambo International 

Airport falling under the CoE. Numerous ITS technological components are 

incorporated into this high-speed rail transport. 

3 Gauteng 

Freeway 

Management 

System 

One overarching ITS application for the effective management of major freeways in the 

Gauteng Province is called the Gauteng Freeway Management System (FMS), 

integrating the use of various ITS components along the major freeways. The main aim 

of the FMS is to optimise the use of civil infrastructure, entailing the reduction of delays 

and safety improvement of persons travelling on the freeways and roadways. This 

project is funded by SANRAL, and the operations thereof is in the Traffic Management 

Centre (TMC) in Rooihuiskraal, Centurion. 

4 Management 

Centres 

A provincial TMC is in the process of being established in the Department of Roads and 

Transport on the 16th floor of 45 Commissioner Street. It is currently being furnished, 

but the Information and Communications Technology (ICT) infrastructure and 

equipment is in the process of being procured. The Gauteng Provincial Disaster 

Management Centre (GPDMC) is an operations centre that the Province uses for the 

purposes of coordinating activities of disasters, disaster preparedness, response and 

mitigation. This centre could assist with provincial-wide incident management. This 

centre is located at 11 Janadel Avenue, No 5 Riverview Block B, Midrand. In terms of 

the technological aspects present in this centre, there are not much automated systems 

in place to support the work and decision making that they do, and the ideal situation 

would be to have a command centre including a large video wall for easy monitoring, 

and an intelligent monitoring system that automatically pulls data from the various 

stakeholders. 

5 Johannesburg 

Roads Agency 

initiatives 

The Johannesburg Roads Agency (JRA) is currently developing an ITS Strategy for the 

CoJ. This is still a work in progress and details cannot be shared until internally 

approved. A first version should be available towards the end of 2022.   

6 Gauteng Open 

Road Tolling 

(GORT) 

GORT is the cashless collection of toll fees with an automated electronic toll collection 

system, without the use of physical toll booths along national roads. The national roads 

(N1, N3, N12 and R21) of the Gauteng Metropolitan areas that were upgraded and 

improved started collecting open road electronic toll fees from February 2012. This was 

part of SANRAL’s GFIP.  

7 Initiatives of Toll 

Concessions for 

freeways 

In 2019, Express Toll Lanes were introduced to the local toll environment where a 

dedicated lane is used to allow users to drive at a maximum speed of 40km/h directly 

through the Plaza. This is different than the Tag-only lanes where vehicles need to come 

to an almost complete standstill to use their e-tag to open the toll booth gate. E-tags 

enable users to make use of the dedicated lanes. 

8 DoT/SANRAL 

Transaction 

Clearing House 

(TCH) 

SANRAL has established a Transaction Clearing House (TCH) acting as a clearing 

house for the GORT transactions within the toll industry, built on the E-toll backend of 

SANRAL. This TCH provides customers with one account for all the different electronic 

toll authorities in South Africa, a national electronic toll collection (ETC) website, and a 

national call centre. This greatly simplifies the accounts management of having to deal 
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Nr Initiative Current context 

with different accounts for different toll authorities.  In a collective initiative between the 

NDoT and SANRAL, this infrastructure is now further developed and utilised to also 

provide the platform for electronic payment of fares for public transport.  

9 Provincial Smart 

Mobility 

Department 

Initiatives 

In 2017, the DRT gave a mandate to the Gautrain’s Smart Mobility Department to act as 

the agent for the Fare Management Integration Program, with the main objective to 

implement a single ticketing system for Gauteng. This would enable, for example, a 

traveller to use one card or payment method to pay for his/her BRT service in any of the 

municipalities, and also the Gautrain, with the long-term goal of having every form of 

public transport integrated into this system. The current focus of the Provincial Smart 

Mobility Department, therefore, is mostly centred around integrated fare management  

(IFM). 

10 MaaS There is still a great disconnect between the various mobility providers, and no one truly 

integrated mobility service exists that connects all the various forms of transport. The 

one gap that still exists throughout the Gauteng Province is the disjoint nature of data, 

where public transport and traveller information is not digitised, and furthermore not 

gathered into one place or one format that is easily usable by other parties.  

11 E-hailing The year 2013 marked the advent of e-hailing with the introduction of the United States 

operator Uber making it’s entry on South African markets. What disrupted the market in 

a great degree was the use of applications and utilising data for connecting travellers 

with drivers, giving the users of these smart apps the flexibility of ordering a ride on 

demand from almost any location. 

 

4.7.5 Challenges and Opportunities 

A number of challenges and opportunities were identified whilst scrutinising current 
plans, policies and initiatives as they relate to the use of ITS and 4IR related 
applications.  These will be explored further and built upon as trends and applications 
are further explored in the next deliverable. 

Some highlights of the current observations are listed in the paragraphs to follow. 

Provincial-wide coordination: A lack of integration and creation of synergies in 
technology applications was observed within the Province.  Opportunities exist for 
better integration, creating opportunities for economies of scale, as well as ensuring 
that technology infrastructure is not duplicated but shared; 

Digital footprint: Identify and Expand digital footprint of transportation services.  
Services to be added could be scholar transport as well as the bus contracts;  

APTMS and MaaS platform: the digitalization of various transport services creates 
the opportunity for the management of transportation systems as well as 
improvement of the passenger information systems; 

Piggy-back on current deployments: Opportunity to utilize current technology 
deployments between different levels of government and across jurisdictions.  
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Immediate opportunities exist in expansion of the current Freeway Management 
System to other freeways and/or arterials, and utilizing the current GORT TCH for 
public transport payments;   

Training and Education: It is recognized that continued training and education is 
required to ensure sustainable implementation of these systems.  Vocational training 
is also required to ensure the necessary skills are in place to support these systems;  

Awareness of 4IR and Technology applications: continued awareness needs to 
be created to ensure opportunities are identified and maximized on an ongoing basis 

Principles regarding planning & implementation:  ITS and 4IR cannot be 
implemented without proper planning.  Critical elements include operational concept 
development and lifecycle costing considerations; 

Seamless transport: Opportunity to improve/create seamless transportation 
experiences through the use of technology/data/information 

Integrated Corridor management (ICM): Development of Integrated Corridor 
Management initiatives across municipal borders and jurisdictions through inter alia 
availability of digitized transport solutions 

Data sharing principles: Identify data sharing (open data) opportunities 

4.7.6 Future Considerations 

It is imperative that areas that might be impacted by future disruptions by emerging 
4IR applications are identified and considered as the PLTF is further developed.  
Immediate considerations include the following areas (PwC, “International Trends in 
4IR Mobility, 2020): 

• The passenger journey: Integrated ticketing, digital payment and route planning; 

• City planning & infrastructure: test labs, spatial planning and predictive 
maintenance; 

• Data-driven mobility: big data analysis, integrated and intelligent transport 
systems; 

• Safety & inclusion: road safety, accessibility and gender inclusivity, and 

• Delivery and distribution: distribution and sorting centres, freight and last mile 
delivery. 

These and other factors will be further explored in developing the framework within 
the context of technology and the 4IR. 

4.8 Funding of Transport Services and Infrastructure 

The funds required for the provision of infrastructure and transport services usually 
far outstrips the funds that are available to provide it. 

The following sources of funds is generally available to GDRT: 

• Own funds; 
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• Government Grants; 

• Donor funding, and 

• Public Private Partnerships (PPP). 

Own funds and Government Grants are the major source of funds.  Currently the 
GRRL concession is the flagship PPP between the Provincial Government and the 
concessionaire.   

The GDRT has to budget for the funding of transport services and provincial 
infrastructure in the Province. As indicated in Table 4-35 the main sources of funding 
come from own funds and Grants allocated to the Province in terms of the DoRA, 
gazetted annually.  

Table 4-35: Summary of GDRT Revenue 

Revenue 2018/19 ('000) 2019/20 ('000) 2020/21 ('000) 

Own Funds       

Motor Vehicle Licenses R3 961 563 R4 135 192 R4 357 924 

Sales of goods and services - non- fixed 

assets 

R58 464 R60 692 R48 402 

Interest, dividends and rent on land R14 R13 R8 

Financial transactions in assets and 

liabilities 

R22 187 R327 R251 

Sub Total R4 042 228 R4 196 224 R4 406 585 

Conditional Grants       

Provincial Road Maintenance Grant R742 275 R767 506 R669 835 

Public Transport Operations Grant R2 078 324 R2 436 074 R2 599 291 

Extended Public Works Programme 

(EPWP) 

R6 490 R6 386 R9 970 

Sub Total R2 827 089 R3 209 966 R3 279 096 

TOTAL R6 869 317 R7 406 190 R7 685 681 

 

Motor vehicle licences account for the majority of the revenue generated, whereas 
revenue from conditional grants makes up just over 40% of the total revenue 
received. 

Table 4-36 indicates the expenditure per program for the past three financial years.  
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Table 4-36: GDRT Expenditure per Program 

Program Sub-Program 2018/19 ('000) 2019/20 ('000) 2020/21 ('000) 

Administration Office of MEC R285 736 R334 097 R314 878 

Management of Department 

Corporate Support 

Departmental Strategy 

Transport 

Infrastructure 

Infrastructure Planning R2 740 989 R2 159 347 R1 790 721 

Infrastructure Design 

Construction 

Maintenance 

Program Support 

Transport 

Operation 

Public Transport Services R2 311 691 R2 226 733 R2 083 940 

Program Support 

Transport 

Regulation 

Transport Administration and 

Licensing 

R291 626 R289 325 R251 765 

Operator License and 

Permits 

GMA   R1 945 268 R2 153 314 R2 680 758 

TOTAL R7 575 310 R7 162 816 R7 122 062 

 

Three programmes, Transport infrastructure, Transport Operations and the GMA, 
account for 92% of the total budget spent in 2020/21. 

4.9 Information Systems Kept by the Province 

Various digitised traveller and passenger information systems are in place in Gauteng 
that lays the foundation for future integrated services. These include A Re Yeng BRT 
Information System; Rea Vaya BRT Information System; Harambee BRT Information 
System; Gautrain Information System; TCH Information System by SANRAL; 
Advanced Traveller Information System (ATIS) from the FMS, and Public Transport 
Information Platform by the Provincial Smart Mobility department. 

4.10 User Experience 

In general, public transport is not attractive to the user and this was confirmed through 
the NHTS. 

Table 4-37 provides a summary of the transport related problems that households in 
Gauteng experience. 
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Table 4-37:Transport related problems experienced by households 

Transport related problems Percentage of households 

General   

No problems 9.9% 

Poor condition of roads 8.3% 

Rude drivers 4.5% 

Overload 1.7% 

Congestion 6.1% 

Crime 3.9% 

Other 5.0% 

MBT   

Too expensive 6.8% 

Reckless driving 6.9% 

Unavailable, incl at specific times 3.0% 

Too far 2.4% 

Bus   

Unavailable, incl at specific times 23.6% 

Too far 1.5% 

Too expensive 0.9% 

Reckless driving 0.9% 

Trains   

Unavailable, incl at specific times 11.2% 

Too far 3.4% 

 

The biggest problem raised by households is the unavailability of buses in the 
Province, followed by the unavailability of trains. The problems raised with regards to 
MBTs relate to reckless driving and the fact that the MBTs are too expensive. 

In terms of freight, current or most recent user experience will be ascertained during 
the formal stakeholder engagement sessions to follow but in the meantime, it might 
be useful to take note of the last survey done by Barloworld Logistics through their 
supplychainforesight research in 2016xiii. Their research included the impact of 
supply chain factors on business performance, and a review of the elements 
impacting the supply chain is presented in Figure 4-40. 
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Figure 4-40: Review of Elements Impacting the Supply Chain 

Respondents to the 2016 survey show that a strong focus on a diverse range of 
supply chain factors is delivering significant value to their companies. Universally, the 
alignment of the supply chain strategy with the business strategy has become more 
critical and is delivering very positive results for South African businesses. The 
integration of customers into the supply chain is recognised as an approach which 
delivers improved customer centricity, enabling improved performance and 
satisfaction levels. The strong focus on collaborative strategies is widespread and 
most likely adopted to minimise cost and reap the benefits of smart partnerships.  

In looking at the Figure 4-40, there are some interesting revelations with outbound 
distribution and outsourcing seen as being of potential high impact but low on 
adoption. Similarly, inbound materials management has possibly a higher level of 
potential impact than is shown on this chart and is also low in terms of adoption. 

In evaluating the overall impact of supply chain related issues, there is a high degree 
of acceptance in nearly all the areas, tabled as either being a positive or moderate 
impact on their business. 

4.11 Problems and Issues 

The public transport problems and issues are summarised as follows: 

• Most subsidised networks and large parts of the system are still largely reflective 
of pre-1994 state, except for Gautrain and the BRTs; 

• Coordinated planning of the public transport network, covering the Gauteng City 
Region as a whole and crossing municipal and Provincial boundaries, is not 
optimal; 
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• Fragmented planning and funding of different public transport modes across the 3 
spheres of government do not optimally facilitate coordination and integration; 

• Agreement does not always exist on appropriate modal choice and role of modes; 

• Integration between modes is not optimal, such as facilities, ticketing/fare media 
integration, timetables and information; 

• Ability of planning authorities to influence the planning/design of subsidized bus 
contracts and awarding of OLs, impacts on municipal public transport networks; 

• Safety and security of users remains a challenge, especially on access/First and 
Last Mile (1LM) and including issues around GBV. Protecting infrastructure against 
vandalism is a concern; 

• Capacity constraints exist at regulatory entities in disposal of licence applications 
for mini-bus taxi, metered taxi, e-hailing and tourist operators; 

• Fragmented and disconnected information of public transport operations, 
Operating Licence Administration System (OLAS), dated, skewed, incomplete or 
incorrect, and 

• Regulation of road-based public transport services remains a challenge. The MBT 
and MaaS operations remain a challenge. 

Barriers to entry for new entrants in providing subsidized public transport services 
remains a challenge. 

In terms of freight, similar to the discussion on user experience in the previous 
section, it is important to note that problems and issues will be ascertained during the 
formal stakeholder engagement sessions to follow. However, in the meantime, a 
number of current issues in freight logistics have been identified from the literature 
review and include the following: 

• The legislation around high-cube containers does not seem to be finalised and 
more engagement and debate is needed. It will cost the logistics industry 
enormous amounts to restrict the use of high-cube containers. There must be a 
technical solution; 

• The increasing diesel price needs urgent attention; 

• Working hours and related legislation to be clear and properly enforced; 

• Driver shortages and the issues regarding legal drivers from foreign countries 
require urgent attention; 

• Disruption of road freight services should be addressed with urgent and 
appropriate government intervention. The safety of truck drivers and loads is 
currently severely compromised; 

• Most attention should be given to provide suitable truck stops and staging areas 
along the corridors, but also close to terminals in the hinterland (e.g. City Deep in 
Gauteng) as well as in the port precincts (e.g. Port of Durban); 

• Regional corridors remain crucial arteries in providing transport links, trade 
facilitation and development opportunities and the role of border posts are very 
important. Current and persistent delays at the border posts create disruption, add 
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costs and move supply chains elsewhere to provide better customer service, to 
the detriment of the South African economy; 

• Banning trucks in peak hours to reduce congestion and collisions involving heavy 
vehicles has been suggested but the increase in logistics costs is unlikely to be 
justified by the small reduction in congestion that will result. Heavy vehicles are 
often not the cause but the victims of congestion, which is caused by private 
vehicles with one occupant and an increasing number of light delivery vehicles 
that serve customers of online shopping. The increase in logistics costs such as 
travel time, driver wages and the cost of the additional fleet size required to 
transport the same goods in a shorter time will be significant. Reduced operating 
time from 24 to 18 hours per day implies fixed costs per operating hour will 
increase by 33 per cent. Logistics costs will consequently increase because of the 
increase in fixed costs which the market will unlikely be able to bear ; 

• Road infrastructure condition has deteriorated significantly and is indeed 
impacting negatively on operating costs of road transport service providers. Our 
highway network needs investment both to increase capacity and reduce journey 
time variability around our main cities (both through new road 
construction/rehabilitation and use of ITS technologies including tolling and 
information provision), and to better maintain the condition of the asset on a whole 
life cost efficient basis; 

• Overloading is indeed contributing to damaging road infrastructure and more 
consistent enforcement will be appreciated; 

• It would be great to have clarity on e-tolling as it remains unresolved. The principle 
of user-pay is sound from a transport economic perspective, but we need 
consistence in enforcement to make it work; 

• The same applies to the (AARTO) system, where the Act has been found to be 
unconstitutional and the decision of the Constitutional Court is awaited; 

• Sustainability in freight logistics is important and the use of hydrogen energy in 
transport has become a reality. The carbon footprint of road freight transport must 
be reduced. This needs to be further expanded and supported by government and 
industry; 

• The road freight industry is ready and eager to continue further developments in 
technological devices towards smart logistics (Industry 4.0, etc.); 

• Similarly, the road freight industry supports performance-based standards (PBS) 
to improve efficiencies and reduce costs; 

• Development of appropriate last mile logistics solutions, including micro hubs; 

• Administrative burden with vehicle licences and registrations; and 

• Allowing the private sector to issue permits and operator licences based on agreed 
standards such as the RTQS. 
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5. INTEGRATED TRANSPORT PLANS 

5.1 Introduction 

For the purpose of land transport planning, three types of Planning Authorities (PA) 
have been distinguished as set out in the “Minimum Requirements for Preparation of 
an Integrated Transport Plans” as Type 1, Type 2 and Type 3. The Requirements 
further stipulate that “categorization of planning authorities into any one of the above 
three types, subject to the minimum requirements, will be the responsibility either of 
the MEC responsible for public transport in each of the provinces or of the Minister, 
in consultation with each other. Such categorization must be done in close 
consultation with all the planning authorities and municipalities in the province”. In the 
Province of Gauteng, the following categorization has been followed: 

• TYPE 1: Planning Authorities required to prepare a CITP are the 3 Metropolitan 
Municipalities in the Province, being: 

o The CoT; 

o The CoJ, and 

o The CoE. 

• TYPE 2: All district municipalities are to prepare a District Integrated Transport 
Plan (DITP). In the case where a local municipality has prepared a CITP, this must 
then be incorporated as part of the DITP as well as Local Integrated Transport 
Plan (LITP). DITPs to be prepared are for the two (2) District municipalities, being: 

o Sedibeng District Municipality, and 

o West Rand District Municipality 

• TYPE 3: All local municipalities are to prepare a Local Integrated Transport Plan 
(LITP). The local municipalities in Gauteng are: 

o Sedibeng District Municipality consist of three (3) local municipalities, namely: 

a Emfuleni Local Municipality, 

b Lesedi Local Municipality, and 

c Midvaal Local Municipality. 

o West Rand District Municipality consist of three (3) local municipalities, 
namely: 

a Mogale City Local Municipality,  

b Merafong City Local Municipality, and  

c Rand West City Local Municipality.  

The minimum requirements further stipulate that the “MEC (Transport) must ensure 
the coordination of the planning process of all Planning Authorities (PA’s) under the 
jurisdiction of the Province and, in doing so, must ensure that all plans address: 
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• Public transport services operating across the boundaries of the areas of PA’s, and 

• Rivalry or lack of coordination between neighbouring PA’s that may result in the 
duplication of planning, or the duplication or over-supply, or under-supply, of 
transport services, facilities and infrastructure in the region. 

In terms of the NLTA 5 of 2009, Chapter 2, section 11 it is the municipalities’ 
responsibility to prepare an Integrated Transport Plan and to improve the transport 
system within their jurisdiction. An Integrated Transport Plan (ITP) is a component of 
the Integrated Development Plan (IDP) for a municipality. It is prepared in accordance 
with the Provincial Land Transport Framework (PLTF), which serves as the basic 
framework for ITPs. In turn the PLTF is guided by the NLTSF. 

It should be noted that ITPs must be submitted to the MEC in terms of section 36(4) 
of the Act for notification and approval, and will also be reflected in the PLTF. LITPs 
will be submitted to the MEC as part of the relevant DITP and not separately. Approval 
by the MEC includes: 

• The monitoring of compliance with PLTF and NLTA; 

• Compliance with procedures and minimum requirements as stipulated in the 
NLTA; 

• Adherence to provincial policies and alignment of principles regarding transport 
planning and infrastructure across PA boundaries; 

• Modes and transport aspects which are mandates of the provincial government or 
provincial public entities, and 

• Coordination, integration and alignment of transport issues between 
municipalities. 

5.1.1 Frequency of Plan Preparation and Update 

ITPs are prepared for a five-year period, thus a new ITP must be prepared every five 
years. On an annual basis, updating of selected aspects must be carried out.  The 
minimum frequency of plan preparation and updating is shown in Table 5-1. 

Table 5-1: Minimum Frequency of Plan Preparation and Update 

Plan 

Frequency 

Comments 

Preparation Update 

1. Comprehensive ITP 
(CITP) and District ITP 

(DITP) 

Total overhaul every 5
th
 year Annual update of selected 

aspects, in synchronization 

with IDP 

Update to focus on action 

programme and budget. 

Prerogative of PA to do more 

comprehensive update. 

2. Local Integrated 

Transport Plan (LITP) 
Prepare every five years, as 

input to new DITP in the case 

of local authorities that fall 

within a district municipality 

Update the budget and 

programme for the following 

year annually in 

synchronization with IDP 

 

3. Transport Register (forms 

part of ITP) 
Total overhaul every 5

th
 year Update the TR if any 

significant new data collection 
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Plan 

Frequency 

Comments 

Preparation Update 

occurs. GIS database and 

information systems to be 

updated on an ongoing basis 

as and when new information 

is collected 

4. Public Transport Plan 
(forms part of ITP) 

Total overhaul every 5
th
 year Report annually on contracts 

that have been awarded or 

which have expired and any 

changes or additions to the 

proposed contracted services 

network. Database of 

operating licenses should be 

updated on an ongoing 

basing as OLs are awarded, 

lapse, or are renewed. 

 

 

5.1.1.1 Overhauling the Plan 

The overhauling of a plan must be every fifth-year meaning that every aspect of the 
plan must be re-examined to see if it is still up to date, revised and updated where 
necessary, and relevant new aspects must be added.  This review must include a 
new transport register development, ahead of the new ITP and this needs to be 
reflected in Chapter 3. Revisions to the municipality’s SDF must be reflected. 
Stakeholder engagement must be carried out, and the needs assessment updated 
accordingly. The Public Transport Plan must be revised to plan for any new contracts 
that will be issued over the next five years and to reflect the sequencing of any 
proposed restructuring of the network. The new ITP should reflect progress made in 
the previous five years with the implementation of the various strategies and 
programmes and update all strategies and programmes for the next five years. DITPs 
that reflect LITPs must be updated to summarise the new five-year LITPs of its 
constituent local municipalities. 

The list of projects, programmes and budgets in Chapter 13 must be completely 
revised for the next five-year period of the new plan, and a detailed budget and 
programme prepared for the following year. 

5.1.1.2 Annual Updates 

On an annual basis, the ITP should be updated where necessary, and this may take 
the form of a supplementary annual report, rather than the issuing of a new ITP 
document each year. The annual updating of the plan must at least involve the 
following: 

• Update the TR if any significant new data collection occurs. The transportation 
GIS, databases and information systems must be updated on an ongoing basis as 
and when new information is collected; 
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• Describe progress with implementing the ITP in the previous year (e.g. new 
infrastructure built and contracts awarded); 

• Document which contracts have been awarded or which have expired and any 
changes or additions to the proposed contracted services network. In 
municipalities that have prepared a CITP in particular, the annual plan submitted 
in support of the PTNG and other national funding must be documented; 

• The database of operating licences, where a municipality has established such, 
should be updated on an ongoing basis as OLs are awarded, lapse, or are 
renewed. Any adjustments necessary to the Operating Licences Plan based on 
representations or new developments should be documented, and 

• Revising and updating the projects, programmes and budgets in Chapter 13, so 
that a three-year period ahead is maintained, along with a detailed programme 
and budget for the next financial year. The expected sources of revenue to fund 
the budget must be documented. This chapter will serve as the basis for the 
municipality’s annual transport sector component of the Integrated Development 
Plan (IDP). The budget and programme for the following year contained in each 
LITP must also be updated by the local municipality concerned, in synchronisation 
with the preparation of the annual IDP. 

5.2 Coordination Structures 

The coordination structures established by the GDRT to coordinate planning and 
integration in the Province are as follows: 

• Gauteng Freight Forum; 

• Gauteng Rail Committee; 

• Integrated Transport Planning Committee, and 

• TTWC. 

5.3 Summary of ITPs Prepared 

The paragraphs to follow provide a summary of the status of ITP preparation of the 
three Metropolitan municipalities and two District municipalities in the Province. 

5.3.1 City of Tshwane  

The last CoT CITP covered the period 2015 to 2020. However, CoT has 
commissioned a service provider to update the CITP. The project commenced in 
December 2021 and will have a duration of 3 years. It is not the intention to redo the 
full CITP and the critical focus areas will be to review and update the following 
chapters:  

• Chapter 4: Transport Register (Land Transport Status Quo); 

• Chapter 5: SDF;  

• Chapter 7: Public Transport Plan (PTP);  

• Chapter 8: Transport Infrastructure Strategy;  
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• Chapter 10: Freight and Logistics Strategy;  

• Chapter 19: Funding Strategy and Summary of Proposals & Programmes, and  

• Chapter 21: Implementation, Monitoring & Evaluation.  

The CoT’s 2015-2020 CITP’s Transport Vision, Mission and Goals is aligned with 
other spheres of governments’ policies, strategies and priorities,  as well as to meet 
the objectives of the Tshwane Vision 2055. The CoT’s Vision 2055 is: 

“In 2055, the City of Tshwane is liveable, resilient and inclusive, whose citizens enjoy 
a high quality of life, have access to social, economic and enhanced political 
freedoms and where citizens are partners in the development of the African Capital 
City of excellence.” 

In support of the CoT’s Vision 2055 and its Growth and Development Strategy, the 
following Vision, Mission, and Goals have been formulated for the CITP: 

Transport vision: 

“A transport system developed to support a sustainable city”. 

Transport mission: 

“To develop a transport system that positions the Capital City to meet the 
economic and social needs of its citizens”. 

The transport goals and objectives are aligned with the City’s mission and are the 
targets which the City aims to achieve. To give effect to the transport vision and 
mission of the city, setting the goals and objective sets the basis for  developing a 
monitoring system that may be used for evaluating progress in guaranteeing progress 
in meeting the Tshwane 2055 as well as the transport vision. The goals and objectives 
for Tshwane include the following: 

• Plan and develop a transport system that improves accessibility and mobility whilst 
enhancing social inclusion; 

• Provide a fully integrated public transport system; 

• Develop a transport system that drives economic development; 

• Improve the safety and security of the transport system; 

• Develop a transport system that reflects the image of the city; 

• Develop an efficient, effective, development orientated public transport system 
and integrates land use and public transport plans, and 

• Develop a transport system that is environmentally sustainable. 
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5.3.1.1 Key Pillars 

The CITP is built on the following five key pillars. A few policies and/or strategies are  
provided for each pillar as a means of illustration: 

• Sustainable transport 

o Provide a transport system with low negative environmental costs yet high 
positive social value, which supports resource efficient economic 
development 

• Public-transport orientated 

o Prioritising public transport and Non-Motorised Transport (walking and 
cycling) over private transport; 

o Provide public transport access to all residents, including tourists and visitors; 

o Making substantial investments in high-quality, safe, reliable and affordable 
public transport, and 

o Land use to support and promote public transport e.g., linking economic 
nodes with public transport, increase land-use densities along routes and 
around modal transfer facilities. 

• Integrated transport 

o Integration of land-use with transport, e.g., densification along public transport 
corridors; 

o Integration between networks, modes, fares and services, and 

o Integrated planning and implementation between CoT departments, as well 
as between the City and other national and provincial authorities. 

• Transport in support of a Smart City 

o Affordability and accessibility of technology e.g., use of electronic 
communication connections for transport, safety and security (urban traffic 
control, passenger information, CCTV cameras, etc.); 

o Being “smart” by using scarce resources more effectively and through the 
application of suitable technology e.g., automatic fare collection using smart 
cards, and 

o Provide modern public transport modes e.g., BRT, LRT, Gautrain. 

• People-friendly 

o Social inclusion, with an emphasis on access, through the availability of public 
transport, to opportunities and services, and 

o Provide affordable, easy to use, safe and secure public transport, including 
universal access and facilities for walking and cycling. 
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5.3.1.2 Sustainable Transport 

Sustainable transport is the main pillar of the CITP. Sustainable transportation is a 
system with low negative environmental costs yet high positive social value, which 
supports efficient economic development. 

South Africa, including the CoT, has placed much emphasis on planning for 
sustainable transport and mobility, and endorsed the basic guiding principles for 
sustainable transport, namely: 

• Access – provide reasonable access to other activities; 

• Equity – strive to ensure social, inter-regional and inter-generational equity; 

• Health and Safety – protects health and safety, and enhances the QoL of all 
communities; 

• Individual Responsibility – all individuals are responsible to act as stewards of the 
environment, undertaking sustainable choices; 

• Pollution Prevention – avoid generation of emissions that threaten health, global 
climate, and biological diversity, and 

• Land and Resource Use – make efficient use of land and other natural resources 
while ensuring the preservation of vital habitats; 

5.3.1.3 Main Strategies 

The CITP listed the following main strategies: 

• SDF 

The SDF guides all the transport infrastructure strategies and plans, which in turn 
facilitates the development of the desired spatial structure of the city. The 24 
priority activity nodes as identified in the MSDF are to be actively promoted as the 
major centres of economic development and job opportunities. The largest nodes 
in future are expected to be Tshwane CBD, Centurion CBD, followed by the 
Hatfield/Arcadia/Sunnyside Node and the Menlyn Node 

• Integrated Public Transport Strategy 

To implement the DoT’s Public Transport Strategy and Action Plan, 2007, based 
on two key thrusts: 

o Accelerated Modal Upgrading, and  

o Integrated Public Transport Networks. 

To achieve a seamless integrated transport environment the City’s CITP was set 
to focus on the areas of Network integration and Operational integration.  

• NMT Strategy 

o Institutional 

a Constitute a dedicated NMT unit; 
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b Integrate NMT sidewalk / bicycle lane projects as part of roads and urban 
design programmes; 

c Traffic Impact Studies should include NMT; 

d NMT infrastructure must be included in service agreements, and 

e NMT infrastructure must be included as part of Bulk Infrastructure 
Contributions. 

o Integration of Planning and Network Development: 

a Implementation of the NMT Priority Network (5 year); 

b NMT planning to be integrated into IPTN so that it becomes a mode of 
choice; 

c Appropriate facilities to be provided at public transport hubs and schools, 
and 

d Planning to take goods traffic into account to promote LED activities with 
bicycle traffic. 

• Traffic Strategies 

Intelligent Transport Systems (ITS): The use of communications, computer and 
traffic technology to improve the efficiency of the transport system. These 
technologies provide data regarding the overall status of the network that feeds to 
a centralised control centre and is communicated to drivers, the public, authorities 
and the emergency services.  

• Parking 

o Strategies include: 

a Implementation of a City Parking Management Committee to integrate 
the planning and operation of parking in the city; 

b Enforcement of parking restrictions with zero tolerance, including no 
parking zones, time limits on paid on-street parking, officers / marshals to 
enforce, as well as a judicial process to ensure fines are paid, and 

c Implement paid on-street parking with strict law enforcement. 

• Road Safety 

o Establish an active workgroup that ensures communication and collaboration 
between role players; implement an Internal and External Road Safety 
awareness programme; develop a central database system with access to all 
involved, monitoring and evaluation; 

o Develop engineering solutions for hazardous locations i.e. , review 
engineering design standards and practices, Road Safety audits on 
engineering projects and use of ITS to improve road safety; 
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o Law Enforcement Actions, including zero tolerance, targeted where most 
needed, monitoring and evaluation; 

o Provide coordinated, sustainable and frequent road safety education to all 
learners and for targeted groups in Tshwane, and 

o Implement Road Incident Management System (RIMS), which is a national 
requirement. 

• Freight Strategies 

o Establish a Freight Transport working group in Tshwane to coordinate all 
freight related initiatives and a technical workgroup for Hazardous goods;  

o Develop a Freight Transport Master Plan; 

o Establish Weighbridges and truck stops/ fatigue management centres at the 
weighbridges; 

o Establish Abnormal Routes; 

o Provide access to intermodal facilities warehousing and rail sidings to Rosslyn 
and Waltloo industrial areas, and 

o Establish Pyramid South as a development zone. 

• Infrastructure Strategy 

The Tshwane Roads Master Plan indicates the road classification, proposed roads 
and declassification of certain roads. Only firm infrastructure schemes, which can 
realistically be expected to start within the next five years, were included in the 
CITP implementation plan. 

5.3.2 City of Johannesburg 

The CoJ’s First Integrated Transport Plan (ITP) – 2003-2008, was approved by 
Council in August 2003. It was updated three times - in 2004, 2006 and 2007.  

Work on the last ITP for 2013-2018 began in 2012 and a different approach was 
adopted by the Transport Department. Instead of a single document, the components 
in Figure 5-1 were to be developed. 
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Figure 5-1: Components of the CoJ ITP 

The first component, which we have called a Strategic Integrated Transport Plan 
Framework was completed on 30 August 2013. The aim of the document was to 
highlight the status quo and give an overview of some of the major developments and 
shortcomings in the last ten years; then to set out the City’s objectives and vision for 
its transport system and the strategies which it intends to pursue to achieve them. 
Outputs, outcomes and indicators that will be used to measure the City’s performance 
are set out, as well as standards for transport infrastructure and public transport 
services that can be expected by the public. A high-level spatial network has been 
developed which shows the main corridors and routes for public transport, freight and 
cycling and walking.  

The second component, the Database component, dated 13 February 2014, was 
taking the form of a Johannesburg Household Travel Survey – being carried out 
during the first half of 2013 – and a Transport Information Register, for which data 
collection took place in 2012 and 2013 

Although the other components were not officially completed, the city has executed 
or is in the process of executing, the studies shown in Table 5-2 in support of that. 

Table 5-2: Studies Done or being done by CoJ 

Name  Status 

SITPF 2013-2018 Approved to be reviewed shortly as part of CITP from 
2022 to 2025 

IPTN 2025 Approved in 2020 to be reviewed as part of the CITP 
development  

Secondary Network Plan  Under development  

Freight Management Plan  Approved 2017 
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Name  Status 

NEQ Operational Plan 2017 Approved in 2017 

Phase 1Ca Business Plan 2017 Approved in 2017 

Soweto Operational Plan 2017 Draft report  

Metrobus Operational Plan 2014 Approved 2014 

Soweto Stabilisation Plan 2020 Approved in 2020 

Sandton Transport Master Plan 
2013 

Approved  

Rosebank Transport Master Plan 
2011 

Approved 

Diepsloot Transport Master Plan  Under development  

Greater Ivory Park Transport 
Master Plan 

Approved in 2021 

Region G Transport Master Plan In the process of being approved 

10-year Inner City Transport 
Master Plan 2020 

Approved in 2020 

Braamfontein Transport Plan 
2011 

Approved, under review 

Randburg Transport Plan Approved, under review 

Roodepoort Transport Master 
Plan  

In the process of being approved  

Zandspruit Transport Master Plan  Under development  

Travel Demand Management 
Strategy  

Under development 

Parking Policy  Under development  

City Deep Transport Management 
Plan 2009 

Approved 

Feasibility studies for two BRT 
corridors i.e., Ivory Park to 
Sandton/Joburg CB and Soweto 
to Sandton  

To be completed in October 2022 and February 2023 
respectively 

Feasibility studies for three 
Integrated Corridor Management 
(ICM) corridors i.e., Diepsloot to 
Sandton/Randburg, Orange Farm 
to Joburg CBD and Roodepoort 
to Joburg CBD 

Diepsloot corridor completed to be sent for approval in 
November 2022 
Orange Farm to Joburg CBD – to be completed in 
October 2022 
Roodepoort corridor – underway to be completed in 
February 2023 

 
This Strategic Framework of 2013 has been developed so as to be consistent with 
current government policies and objectives. The Transport Department of the CoJ 
has developed the Strategic Framework and bears the main responsibility for its 
implementation. It is responsible for transport planning, policy development, project 
implementation and services. It is responsible for providing infrastructure and 
services that support walking, cycling and public transport, for fostering behavioural 
change to improve road safety, and for enabling mobility, including that of freight. 
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The Department’s vision, mission and goals are: 

VISION: 

“A people-centred transport system that is transformed.” 

MISSION: 

“To implement in a co-responsible and innovative way transport infrastructure and 
systems to improve the quality of life for present and future generations of residents 
of Joburg and which will contribute to the City’s goals of: 

• Nation building and social cohesion; 

• Poverty alleviation, job creation, local manufacture and economic growth, and 

• Human development and environmental sustainability.” 

5.3.2.1 Goals 

• Building a leading, responsive and activist transportation sector in the city which 
works in partnership with stakeholders and residents; 

• Planning, policies and coordination for integrated and sustainable transport; 

• Promoting public transport, walking and cycling as modes of choice in Joburg;  

• Building co-responsibility and a value-based culture to enable behavioural change 
towards transport issues; 

• Providing high quality, safe, accessible, affordable and environmentally friendly 
public transport services; 

• Building, maintaining and managing our road infrastructure and systems to ensure 
safety, accessibility and mobility for all road users including pedestrians; 

• Transforming the construction, maintenance and management of storm water to 
respond to climate change and water scarcity and ensure the safety of residents 
and infrastructure, and 

• Building, maintaining and managing public transport and non-motorised transport 
infrastructure to support walking, cycling and the use of public transport.”  

Transport strategies and programmes have been developed which seek to meet the 
policy objectives and outcomes of the City’s Joburg 2040 Growth and Development 
Strategy as well as the imperatives described in other key government plans such as 
the National Development Plan and the national Public Transport Strategy.  

These strategies and programmes have been organised into nine topics or “thrusts”. 
The nine thrusts are: 

• Thrust no. 1: Restructure and integrate the city; 

• Thrust no. 2: Improve and expand provision of quality public transport and use of 
non-motorised transport; 

• Thrust no. 3: Maintain, improve, extend and integrate transport infrastructure ; 
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• Thrust no. 4: Support economic growth through improving freight mobility; 

• Thrust no. 5: Manage congestion, travel demand and parking; 

• Thrust no. 6: Improve transport safety through active, engaged citizenry; 

• Thrust no. 7: Transform the transport sector and encourage new, efficient and 
profitable transport enterprises and green jobs; 

• Thrust no. 8: Plan and regulate the transport system, and 

• Thrust no. 9: Resource and finance the transport plan. 

5.3.3 Key Strategies 

5.3.3.1 Thrust no. 1: Restructure and Integrate the City 

The desired outcome is an efficient, city-wide public transport system located 
predominantly along high-density, mixed land use corridors. 

Providing sustainable transport services that are efficient and inclusive is thus 
inextricably linked to the need for spatial change in South Africa’s cities and related 
transport corridors. There is a need to establish more economic opportunities where 
people live, and to create new settlements close to centres of work.  

The key strategy for restructuring the city using transport interventions is Transit-
Oriented Development (TOD), which is to create strong high-frequency public 
transport corridors and to promote residential density along them and complexity of 
land use in the nodes on these corridors through attracting density and mixed-use 
developments to them 

5.3.3.2 Thrust no. 2: Improve and Expand Provision of Quality Public Transport and 
Use of Non-Motorised Transport 

The desired outcome is that public transport, walking and cycling become modes of 
choice, and to reach a stage where most trips are made using public transport or non-
motorised transport. The aim is to link all people into a network of walking and cycling 
so they can access nearby destinations, and into a network of affordable, quality 
public transport for their more distant destinations.  

This will require improving existing services and expanding the provision of new 
quality public transport, such as Rea Vaya BRT, and intervening in various ways to 
make walking or cycling very convenient for shorter trips 

5.3.3.3 Thrust no. 3: Maintain, Improve, Extend and Integrate Transport Infrastructure 

The outcome of the strategies and programmes under this thrust is for the City’s 
transport infrastructure to be well-built, maintained and managed to that it supports 
the mobility needs of all its users in a safe and efficient manner, so that the value of 
the assets is preserved, and so that pedestrians, cyclists and public transport users 
are prioritised. 

Transport infrastructure includes roads, bridges and storm water and public transport 
facilities. Roads include all classes of roads, infrastructure in the road reserve 
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including footways, street lighting and signage, traffic lights and other installations in 
the road that regulate traffic etc. 

The storm water infrastructure needs to be constructed, maintained and managed so 
that it responds to climate change and water scarcity, and so that residents’ safety is 
ensured 

A key component is the Complete Streets Principle. This involves an increased focus 
on sidewalks, dedicated lanes/managed lanes for public transport, cycling and 
freight; traffic calming, urban functionality and management, attractive public spaces, 
and different storm water design, including harvesting of storm water. 

Complete Streets are streets which are safe, comfortable and convenient for travel 
for everyone, regardless of age or ability, and mode of movement. They are also 
aimed to be built in labour-intensive ways. Joburg aims for all its streets to be 
“complete” in the long term. 

Complete streets are designed for: 

• Safety: Move people and goods safely; 

• Access and Mobility: Accommodate all street users, giving priority to the most 
energy- and space-efficient modes; 

• Context: Respond to neighbourhood character; 

• Liveability: Create a vibrant public realm with high-quality public spaces; 

• Sustainability: Contribute to a healthier and more sustainable environment; 

• Visual Excellence: Create coherent and harmonious streetscapes, and 

• Cost–Effectiveness: Provide the greatest possible value to the public. 

5.3.3.4 Thrust no. 4: Support Economic Growth through Improving Freight Mobility 

The objective is that freight movement in the CoJ will be safe, reliable, and efficient 
to support the city’s economy and be in balance with the needs of other transport 
users, the surrounding land use, the environment and QoL. 

Freight transport is vital in the supply chain process to accomplish the cost-effective 
flow and storage of raw materials and finished goods from point-of-origin to point-of-
consumption 

5.3.3.5 Thrust no. 5: Manage Congestion, Travel Demand and Parking 

The desired outcome is improved mobility and reduced congestion on the city’s road 
network to make Johannesburg a more liveable city and to boost economic growth. 
The Joburg 2040 GDS identifies the reduction of congestion as a critical objective for 
a more liveable city.  

The current reality is that traffic congestion in Johannesburg is quite severe, and 
mobility is quite compromised on many of the arterials and freeways in peak periods 

The City’s approach to reducing and controlling traffic growth is to focus on mobility 
for people and goods, not vehicles per se.  The solution to the city’s growing 
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congestion problems is not to build more roads, which will generate new traffic, but 
to: 

• Use the strategy of TOD to reduce travel demand. 

• Improve public transport to the extent that car users regard it as a realistic, quality 
alternative, and increasingly use it, especially for peak period regular trips to work 
and school; 

• Encourage change in the behaviour, culture and mind set of city residents so there 
is a shift towards greater use of public transport, cycling and walking, and a 
willingness by employers and employees to support travel demand management 
strategies; 

• Reduce the relative convenience of private car use through prioritising the 
movement of public transport vehicles on the roads; 

• Increase the cost of private car use (through measures such as tolls and higher 
licence fees, along with ever-rising fuel prices); 

• Manage travel demand thus reducing the need to travel in the peak, and reducing 
car use, especially single-occupancy vehicle use, and 

• Get more out of the existing capacity in the road system (e.g., through Intelligent 
Transport Systems, managed lanes and better traffic management systems). 

5.3.3.6 Thrust no. 6: Improve Transport Safety through Active, Engaged Citizenry 

Various strategies set out in the Framework require behaviour, culture and mindset 
change. Many of them depend on the involvement and support of the City’s residents. 
Participants in the Joburg 2040 GDS suggested the city should build a core of 
transport activists across Johannesburg to actively lobby for change and to build 
community ownership.  

One of the most important outcomes that can benefit from the support and 
involvement of residents is road traffic safety and crime prevention. Johannesburg, 
along with the rest of South Africa, has a poor transport safety record by international 
standards. Every day an average of 36 lives are lost in South Africa due to road 
accidents. Of these 15 are pedestrians, and 3 are killed in taxi-related incidents. More 
than 90% of crashes are due to lawlessness. 

5.3.3.7 Thrust no. 7: Transform the Transport Sector and Encourage New, Efficient 
and Profitable Transport Enterprises and Green Jobs 

The promotion of public transport, walking and cycling, the expansion of infrastructure 
to support it, and the City’s commitment to pursuing low-carbon growth and 
development creates great opportunities to expand the number of direct and indirect 
jobs in the transport sector and to increase the number of enterprises, large and 
small.  

Large-scale transport improvement programmes also offer an ideal opportunity to 
promote scarce skills development and through which experiential training (e.g. , for 
young engineers) can be provided. They also offer opportunities to involve young 
people in activities across the transport value chain 
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The strategy in the transport sector is to recognise the many opportunities for jobs 
creation and new enterprise development in the sector through the expansion of the 
quality public transport system, transport infrastructure development and the 
development of a green economy, and to actively enable that these are fully exploited. 

The city will pursue the following major areas of job creation and enterprise 
development going forward: 

• Labour intensive construction and the implementation of the Expanded Public 
Works Programme (EPWP) where jobs and skills training will be maximised in the 
construction of road infrastructure including complete streets, sidewalks and 
bicycle lanes, Rea Vaya BRT and rail upgrading; 

• New enterprise development and the formalisation and growth of existing 
enterprises in the public transport sector including in respect of Public Transport 
Operating Companies with Rea Vaya contracts, other scheduled services 
contracts, operation of park and ride sites, etc; 

• Creation of new enterprises and jobs in the promotion of a green economy. Three 
areas stand out here – firstly, shifting car users to public transport generates many 
direct and indirect jobs in public transport operations, construction and 
manufacturing; secondly, introducing new fuel sources such as bio gas and 
bioethanol can create enterprises and jobs in waste collection and the agricultural 
sector; and thirdly, in respect of cycle promotion including in the manufacture, 
assembly, sale, repair, rental and maintenance of bicycles; 

• Creation of new enterprises enabled by the expansion of transport infrastructure 
provision, as well as by the associated requirements for infrastructure 
maintenance, cleaning and securing; 

• New modes of transport that generate enterprise and jobs, such as in tuk-tuk and 
pedicab businesses; 

• Associated job creation in the transport value chain such as bitumen for roads, 
and components for buses, and 

• Job creation, especially for young professionals as we continue to innovate in the 
public sector and expand the public sector’s role in transport regulation and 
contracting. 

The minibus-taxi industry in the City and its employees are an important target group 
for transformation and mainstreaming into more formal operations and new 
enterprises. To facilitate these processes, particular effort and support will be given 
to address the current lack of commercialisation in the industry, and the instab ility of 
leadership and organisation in some sections in the taxi industry.  

5.3.3.8 Thrust no. 8: Plan and Regulate the Transport System 

In the light of the Transport Department’s considerable and growing responsibilities, 
its planning capacity will be expanded and consolidated. There will be more 
systematic data collection, analysis and storage and regular updating of information. 
Planning tools including the Emme Model and the Transport GIS system will be 
maintained in an updated and functional state.  
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5.3.3.9 Thrust no. 9: Resource and Finance the Transport Plan 

The Transport sector going forward will be giving high priority to developing the high-
quality human resources within and outside of the city both to be able to sustainably 
implement the transport strategies and to be able to share our experiences across 
the city, the country and the continent.    

The Transport sector of the city aims to become a centre of excellence though 
implementing the following:  

• A quality staff training and development programme which will include in addition 
to statutory requirements the hiring of interns, mentoring of young professionals, 
financial support to post-graduate study and local and international partnerships 
with institutes and institutions of higher education; 

• Pro-active knowledge management and knowledge sharing; 

• A specific staff retention and attraction policy aimed at scarce skills in transport, 
and 

• Capacitation of ward transport representatives and other local level stakeholders 
to be able to address transport issues at a ward or sector level such as road safety, 
prevention of vandalism and commuter activism.   

5.3.4 Public Transport 

The following, pertaining to public transport, is of Provincial significance: 

• Low levels of control over quality of public transport (excluding BRT); 

• Fare integration and harmonisation between Gautrain and Rea Vaya. There 
remains very limited integration due to significant difference in fares as well as the 
rigid nature of the PPP signed between the Gauteng Province and the Bombela 
Concession Company; 

• Management of all PTOG services to be devolved to CoJ; 

• Integrating MBTs into EMV based fare collection systems; 

• Work with the GDRT to develop a fare structure for metered taxi services that is 
gazetted, so that users experience consistency and certainty, and to develop 
regulations to set the standard and quality of metered taxis. Work with the 
regulatory authority to ensure that it is a requirement of operating licences that the 
gazetted fares are displayed and that metered taxis have functional calibrated 
meters; 

• Government policy to devolve transport management to local government will 
succeed if there is a simultaneous strengthening of institutions and alignment of 
legislation, policy and practice. Where metropolitan municipalities are adjacent, a 
regional transport authority may be appropriate to support integration. In terms of 
the establishment of a regional transport authority, institutional frameworks for 
decision-making and co-operative governance with clear allocation of powers has 
still to be addressed; 
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• The system of regulating non-contracted public transport services in 
Johannesburg is very poorly administered and enforced. Improve the regulatory 
environment to ensure safety of vehicles and a match between supply and 
demand, and 

• The stated goal of PRASA’s National Strategic Plan (2012) is to upgrade the 
existing rail network in high-volume corridors so that it can play a key role in TOD 
in the City and act as a quality mass carrier. 

5.3.5 Freight 

The SITPF for the CoJxiv includes a freight logistics strategy in four of their thrusts. To 
accommodate freight in and around Gauteng in future the proposed Gauteng freight 
strategy includes: 

• Development of intermodal facilities with supporting services on the periphery of 
Gauteng; 

• Establishment of freight roads around the urban core of Gauteng; 

• Identification of roads to link the intermodal facilities, and 

• Development of sufficient road capacity for the distribution of freight to and from 
the inter-modal facilities. 

5.3.6 City of Ekurhuleni 

The last CITP for the CoE was done for the period 2013 to 2017. It has been prepared 
in terms of section 36(1) of the NLTA. This CITP satisfies the requirements of the 
NLTA, the minimum requirements and the guidelines published by the DoT. 

The CITP describes the current land use transport system of the CoE, identifies land 
use and transport challenges and needs of stakeholders, provides long-term 
strategies and plans for passenger and freight transport infrastructure and services, 
as well as a five-year programme of projects subject to annual budgets and relevant 
funding sources. The CITP has been developed in terms of a comprehensive 
stakeholder and public participation programme and initiated various coordination 
structures for the continued implementation and monitoring of the CITP. 

Since the development of the CITP the CoE has also completed the following studies: 

• CoE Roads Masterplan, October 2017, and 

• CoE Integrated Public Transport Network Plan (IPTN), 2020. 

The Transport Vision set in the CITP of 2013 to 2017 for the CoE , which is stated be 
an ideal end state to strive for over the long term, is: 

“Ekurhuleni to have a transformed transport system that is people 
oriented, sustainable and supports the economy of the CoE as well as 
Gauteng as a global city region.” 
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The following Goals have been formulated: 

• To provide a transport system that will act as a catalyst for economic development; 

• Support integrated planning through corridor and nodal development; 

• Promote public transport to achieve the ideals of sustainable development;  

• Provide an integrated transport system that meets the needs of all users, and 

• Provide a transport system that is environmentally sustainable. 

The following are key aspects included in the CITP: 

5.3.6.1 Current Land use Transport System 

One of the most important features of CoE is its strategic location in Gauteng, South 
Africa and even the Southern African context. It is located in the south-eastern 
quadrant of Gauteng Province and it represents the point of convergence of a number 
of national road and rail transport corridors which link the major urban centres and 
export harbours of South Africa to Gauteng Province. 

The OR Tambo International Airport (ORTIA), by far the largest passenger and cargo 
airport in Southern Africa, is also situated in Ekurhuleni and is a very prominent 
feature in terms of the diversity and scale of secondary activities (manufacturing, 
warehousing etc). The airport and its surrounding area are also known as the 
Aerotropolis. 

The area represents a fairly fragmented urban structure due to environmental 
features like drainage systems and dolomitic areas, historic mining activity and 
associated areas of shallow undermining, and the fact that the area developed as 
nine independent local municipalities: Alberton, Edenvale, Kempton Park, Germiston, 
Boksburg, Benoni, Brakpan, Springs and Nigel. As a result, there is no single main 
employment centre typical of any city. 

5.3.6.2 SDF 

In line with the spatial principles embedded in the National Development Plan (2030) 
and the Gauteng SDF, the CITP modelling exercise indicated that there is sufficient 
land available within the existing Ekurhuleni urban fabric to accommodate about  50% 
of the incremental population (1.146 million people) in close proximity to the proposed 
Ekurhuleni IRPTN network. An additional 35% within the existing urban fabric by way 
of infill development and densification, can also be accommodated. 

However, in order to be successful, the CoE will have to implement dedicated Growth 
Management Strategies to dedicated priority corridors based on comprehensive 
Precinct Plans compiled for each of these corridors. If all corridors are implemented 
simultaneously, it will severely dilute the development impact on all the corridors. 
Instead, it is suggested that a phased, incremental approach towards the 
development/redevelopment of the individual corridors forming part of the CoE 
IRPTN, be followed. 
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5.3.6.3 Freight Transport 

The CITP (2013 – 2017) of the Ekurhuleni Metropolitan Municipalityxv includes a 
freight and logistics strategy in Chapter 8 (Freight Transport Strategy). In summary 
the Freight Strategy is: 

• Maintain a Road Freight Network consisting of primary and secondary routes, in 
order to protect the safety of other road users, the amenity of communities and 
their local environments, and the integrity of highway infrastructure; 

• Continue to utilise traffic management techniques (weight and height restrictions, 
traffic calming etc) to ensure most road freight uses the identified routes o f the 
freight network; 

• Commit resources to support the EMPD and other law enforcement agencies in 
enforcement of the use of the freight network and restrictions on freight traffic 
where other measures to contain freight to designated routes have proved 
ineffective. and 

• Work with government of all levels and with operators to develop positive and 
innovative approaches to enforcement that can be delivered at lower cost, such 
as requiring compulsory attendance at awareness training for drivers identified as 
breaking speed limits or travelling off designated routes as an alternative to 
prosecution. 

CoE forms part of the main economic hub in southern Africa and large numbers of 
freight tonnage pass through it by either rail of road. It is therefore important for CoE 
to become involved in facilitation of and improved freight operations in order to ensure 
the continued growth in the commercial sector of CoE and to protect the infrastructure 
on which the road-based freight movements and all other traffic must operate. 

Two major new developments incorporated into the freight strategy are: 

• The development of an Aerotropolis at the OR Tambo International Airport , and 

• The development of the freight hubs at Tambo Springs and Sentrarand. 

5.3.6.4 Aviation Strategy 

There are ten airports in the CoE ranging from very large to small. There are other 
airports in Gauteng that also compete with the air traffic and airspace of CoE. The 
following Airport strategies were formulated: 

• Encourage the growth of ORTIA to its ultimate development of 55 million Air 
Passengers, which will in future include a midfield terminal and up to four parallel 
runways, according to the ACSA Airport Master Plan; 

• Encourage the development of surrounding areas to ORTIA for airport and 
commercial activities to ensure the success of the aerotropolis; 

• Ensure the surrounding road and transportation network can support the growth 
of ORTIA to its ultimate development; 

• Protect the current status of Rand Airport as a General Aviat ion (GA) airport, and 
retain its current function as a GA based airport, with the possibility to grow general 
aviation to include for regional flights in future to SADC countries, and 
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• A second major airport for CoE is not a realistic proposal for the foreseeable future, 
especially in light of the developments at Lanseria. 

5.3.6.5 Public Transport Operational Strategies 

The focus of the public transport operational strategy is on the integration of the full 
public transport network, services and modes in such a fashion that passengers can 
move optimally from origin to destination in the area most effectively, in the shortest 
possible time and with the minimum of fare-paying transactions. 

To serve this purpose, an Integrated Public Transport Network (IPTN) was developed 
indicating the main public transport routes and modal transfer stations, based on the 
following: 

• Existing and proposed land uses according to the MSDF; 

• The approved SPTN and other information obtained from the 2007 ITP; 

• Existing taxi and bus routes; 

• The IRPTN, including the BRT routes and their feeder routes, the commuter rail 
network and Gautrain; 

• The existing major transport infrastructure, and 

• Major economic nodes and future development areas, especially residential.  

Initiatives of provincial significance, pertaining to public transport, highlighted in this 
document: 

• Establishment of a Provincial Transport Authority; 

• OR Tambo International Airport identified as a key economic node; 

• Promotion of rail as the backbone of the public transport system; 

• Integration of transport between Ekurhuleni and external authorities; 

• Bus Rationalisation Plan due to the implementation of the IRPTN, Phase 1, and 

• MBT Operating Licence Strategy. 

Public Transport Services of provincial significance relates to commuter rail, Gautrain 
Extensions, and a number of PTOG contracted services from Soweto, Ekangala, and 
the Evaton areas. 

Seventeen inter-modal facilities were identified for upgrading, all linked to priority train 
stations. The provision of intermodal facilities will be a joint venture between 
Ekurhuleni, PRASA, and Gauteng Province. The intention is for PRASA to fund the 
new stations while EMM and Gauteng Province provide funds for the intermodal 
facilities at the stations. 

The role of PRASA in the modernisation of the railway system is well documented in 
the CITP. The upgrade of the Mabopane to Naledi corridor is specifically mentioned 
with a completion date of December 2014.  

The CITP highlights that the objective, in relation to urban transport, is to develop a 
stronger institutional alignment between the Province, the Metropolitan Municipalities 
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and PRASA in a manner that makes metropolitan government the key focus for 
decision-making. 

5.3.6.6 Non-Motorised Transport (NMT) 

There is a very high need for NMT facilities throughout CoE. In the short term (2-3 
years), NMT should support the IRPTN and BRT network. In the medium term (4-6 
years), NMT facilities should be implemented in support of remaining public transport 
route network and facilities, as well as areas with high NMT volumes e.g., routes to 
schools, hospitals, shopping malls and community service centres. 

Over the short-term, 46 kms of NMT routes have been identified for upgrading. 

It is further recommended that the CoE should develop an NMT policy and master 
plan to guide the implementation of NMT facilities throughout CoE as well as promote 
their use. An awareness campaign to sensitise the public of the role of NMT as a key 
mode of transport is also recommended. The campaign should start with the most 
vulnerable users, such as learners at schools and then filtered to the rest of the public 
through advertising and related marketing material. 

5.3.6.7 Travel Demand Management 

It is recommended that: 

• Dedicated capacity be created in the CoE Transport Planning department to 
ensure effective management and implementation of TDM projects and related 
sustainability initiatives; 

• The identified TDM measures be approved, and the pilot projects implemented to 
help alleviate traffic congestion, promote public transport and NMT modes; 

• A detailed and comprehensive TDM implementation plan be commissioned, and 

• A thorough consultation process be undertaken prior to any implementation.  

5.3.6.8 Transport Infrastructure 

Historically, roads and private transport received priority, which are reflected in the 
funding and budgets of transport authorities. The new national initiatives, such as the 
IRPTN, PRASA’s rail modernisation program, BRT and public transport systems have 
changed priorities and funding around to give preference to public transport. This is 
illustrated by the proposed R3.3 billion budget for the Phase 1A BRT for the three-
year MTEF period, compared to the total Roads and Stormwater budget of just  below 
R2 billion for the same period. 

Transport Infrastructure is one of the main structuring elements of the spatial 
development of the Ekurhuleni metropolitan area. The MSDF and Regional SDF’s 
were used as the guiding framework for the infrastructure strategy and projects. 

5.3.6.9 Road Network 

A comprehensive roads master plan was developed based on the most  recent 
metropolitan and SDFs of the CoE, ensuring that the road network serves land use 
needs, and also guides future land use planning. The land use projections are also  
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consistent with those used for the Gauteng Integrated Transport Master Plan, 
ensuring integration with the provincial planning. 

Detailed road network and access management proposals have been made for ten 
sub-areas that are experiencing high development pressure. Sub-area traffic 
simulation models were used to test various scenarios proposed by the regional road 
engineers and solutions were subsequently formulated and tested in close 
cooperation with the various regions. 

5.3.6.10 Public Transport Infrastructure 

To support the IRPTN, it is proposed that for the next 3 years, CoE should concentrate 
on upgrading public transport facilities which support the intermodal concept. 
Possible upgrades include provision of park and ride facilities, fencing, upgrading of 
bus and taxi facilities, establishment of customer care centres and provision of 
ablution facilities. 

5.3.7 Sedibeng District Municipality 

The last DITP prepared for the Sedibeng District Municipality (SDM) was developed 
for the period 2019 to 2024 and was done in terms of section 36(1) of the NLTA. The 
DITP satisfies the requirements of the NLTA, the minimum requirements for the 
preparation of ITPs, 2016 and the guidelines published by the DoT. 

The Transport Vision of SDM was formulated with the intent of guiding transport 
development in the area in terms of both the long- and short-term components of the 
transport plan. The Transport Vision of SDM is  

“To provide a safe, reliable, efficient, effective and integrated transport 
system and infrastructure for both passengers and freight that will 
enhance social and economic growth and improve the quality of life for all.

” 

The following Goals have been formulated: 

• To promote access to infrastructure to all spheres of the community and establish 
an integrated environment; 

• To have optimum utilisation of an integrated public transport system; 

• To provide a transport system that will enhance economic development, and 

• To promote transport that is friendly to the environment. 

Specific objectives to meet each goal were formulated and guided the prioritisation 
of projects for the DITP implementation plan. 

SDM consists of three local municipalities, namely: 

• Emfuleni Local Municipality; 

• Lesedi Local Municipality, and 

• Midvaal Local Municipality. 

The following are key aspects included in the DITP: 
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5.3.7.1 SDF 

The Sedibeng District SDF encourages land use densification in its identified nodal 
development areas, namely the Vereeniging/Sebokeng/Vanderbijlpark/Meyerton 
urban conurbation areas. Heidelberg has also been identified as an area where land 
use densification may occur which must ultimately support the integration of local 
settlements. These areas are usually characterised by high levels of accessibility in 
terms of transport networks, a high concentration of varied land uses, and high levels 
of economic activity. 

The Sedibeng District Municipality (SDF) identifies several development objectives 
to address its status quo and realise its future spatial form. A description of the SDF 
strategies to support improved public transport utilisation and the integration of land 
use and transport are: 

• “A system of functionally defined Development Nodes and Corridors”; 

• “Establishing linkages to all areas”; 

• “The enforcement of an Urban Development Boundary”; 

• “Encouraging corridor development”, and 

• “Focus areas for urban development”. 

5.3.7.2 Public Transport Plan 

According to the Emfuleni 2015 LED Strategy a so-called game changer project 
relates to the public transport development programme. It is stated that public 
transport in the region lags behind that of the Johannesburg region. Improvements 
are needed regarding local bus linkages, trains and water  transport. The future 
linkage to the Gautrain is also a requirement to link the region with Johannesburg via 
a rapid rail system. The argument is made in this strategy that such a system will 
allow the region of Sedibeng DM to grow. It is thus of importance to consider if this 
game changer project forms part of the Gautrain Network planning. 

According to the ITMP of Gauteng a ‘clean slate’ approach was adopted in the 
IPTN design process for Sedibeng, as all existing bus and taxi services were not 
considered in the design process. There are a large number of bus and taxi services 
currently operating in Sedibeng. According to the study investigations found that it 
was extremely difficult to alter and change these routes on an individual basis and 
that it posed several risks. 

A total of 26 routes have been identified, 3 of which are suitable for articulated buses, 
17 of which are suitable for standard buses, 3 for midibuses and 3 for minibuses. The 
said IPTN design report also stresses the strong cross-boundary passenger 
movement between Sedibeng and Johannesburg, as well as cross-boundary 
movements between Sedibeng and Ekurhuleni and West Rand. 

In terms of provincial significance, the following was mentioned in relation to public 
transport: 

• Unscheduled (minibus) services should operate along pre-designed routes 
registered with the PRE. The operating routes and conditions are set in terms of 
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Operating Licences issued by the Province. Taxi routes were not available from 
the PRE;  

• Bus service availability; 

• Rationalisation of bus routes/services (increased/reduced services); 

• Rationalisation of taxi routes/services (increased/reduced services); 

• Develop and implement a strategy for Learner Transport, and 

• Support the Gauteng Province with the finalisation of the main public transport 
corridors in Gauteng (IPTN design project). 

5.3.7.3 Non-Motorised Transport (NMT) 

A total of 22km of NMT routes are proposed for initial implementation over the 5 year 
period of the DITP, which is approximately 4.5km of implementation per financial year. 

It is further recommended that an NMT Policy and NMT masterplan should be 
developed by SDM to guide NMT provision in SDM. The NMT policy and masterplan 
will direct the process of implementing NMT through a phased approach while 
prioritising the areas where NMT is most needed. 

5.3.7.4 Future Freight Logistics Hub 

The proposed Vaal Logistics Hub (VLH) was identified as one of the main logistics 
hubs in both the Gauteng Freight Implementation Strategy and the Gauteng Freight 
Mobility study. The importance of this hub has further been emphasised in the LTPF 
of Transnet, linking specifically this site and other logistics hubs with the planned 
NATCOR (Gauteng Natal) corridor. The importance of the VLH is further underlined 
by the geographic location that will serve the southern parts of Gauteng with logistics 
and supply chain solutions. 

This freight transport strategy addresses the following aspects: 

• Legislative and policy requirements; 

• Freight strategies; 

• Freight generated from imports and exports; 

• Road freight volumes; 

• Current and future rail freight volumes; 

• Overload strategy, and 

• Dangerous Goods Movements. 

5.3.7.5 Transport Infrastructure and Planning Projects in Sedibeng 

Table 5-3 reflects the important projects from the relevant Midvaal LM documents. 

Table 5-3: Midvaal LM Projects 

Project Description 

Rural Logistics Study A rural logistics study is required to facilitate the development of agri-processing 
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Project Description 

plants in the rural areas to be used to process and package agricultural 

produce according to market standards. 

Relationships between organizations working with small-scale farmers, and 

communities interested in farming should be supported and strengthened. 

Road Maintenance Projects Road painting projects in support of the Kgatelopele Youth Development 

Programme forms part of this project. 

Upgrading of Road R82 There is ongoing pressure on Gautrans to complete the upgrading of the R82  

Construction of Road K154 The construction of the K154 is an important road linkage in linking the 

various communities in the Midvaal Local Municipality, and linking 

this with other local, regional, provincial and national markets. This is required 

as part of the sectoral growth strategy for Midvaal. 

Rail Operational Improvements The existing railway network need to be utilised optimally to transport 

goods out and to the municipality as part of the sectoral growth and 

development strategy. 

Logistics and Roads Master Plan A broader logistics plan is required to assess the inbound and 

outbound logistics movements in the municipal area. The 

potential of economies of agglomeration should be explored. 

The term economies of agglomeration describe the benefits that  firms can 

obtain when locating near each other. 

R59 Development Corridor The individual programmes and action plans to initiate the 

development of the corridor forms part of this project. 

 

Table 5-4  reflects the important projects from the relevant Emfuleni LM documents. 

Table 5-4: Emfuleni LM Projects12  

Project Description 

Proposed VLH The proposed Logistics Hub can be promote businesses that 

wish to access national and international markets. 

(Place marketing). 

Future Gautrain Link The future linkage to the Gautrain is also a requirement to link 

the region with Johannesburg via a rapid rail system. Such as 

system will allow the region to grow 

(LED). 

Transport Infrastructure Plan for the proposed Special 

Economic Zone (SEZ) 

The development of a Special Economic Zone (SEZ) linked to 

logistical centre is needed. Such a SEZ will allow the 

revitalization of the local industrial sector. 

Land is already earmarked. 

 
12

 https://municipalities.co.za/provinces/view/3/gauteng  
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Public Transport Development Programme Public transport development programme. Public transport in 

the region lags behind that of the Johannesburg region. 

Improvements are needed regarding local bus linkages and rail 

transport. 

 

Table 5-5 reflects the important projects from the relevant Lesedi LM. 

Table 5-5 Lesedi LM Projects 

Project Description 

Major Development Corridor along N17 The N17, linking Devon/Impumelelo and Vischkuil with the 

East Rand conurbation towards the west and Mpumalanga 

towards the east forms part of this development corridor. 

Major Development Corridor along N3 This development corridor runs along the N3, linking 

Heidelberg/Ratanda with Johannesburg and Durban. 

Potential development energy along these routes should be 

harnessed. 

Secondary Development Corridor Along R42 A secondary development corridor is proposed Along Route 

R42, linking the Heidelberg/Ratanda, Nigel and Vischkuil 

nodes. Some development is already taking place along 

this corridor, e.g. Jameson Park. 

 

Devon/Impumelelo and the R29 Corridor Rural logistics strategy should be conducted for this area. The 

R29 corridor in Devon/Impumelelo has a massive potential 

for agro-processing and agro-industries due to the high 

agricultural potential in the hinterland. The area has also 

been earmarked for Comprehensive Rural Development 

Programs (CROP). The emphasis on this place should 

take priority in the implementation as Agriculture is the 

backbone of Lesedi economy and to locate agro-

processing will be key considering proximity of the markets, 

national and regional arterials and corridors linking Lesedi 

to Gauteng and to the global village. 

R42 (HF Verwoerd Street) Restricted development 

challenge (Access Management Plan) 

The current SDF Review view the challenge as 

Development Management Plan) challenge (Access 

imperative in the business growth and expansion of 

businesses in the CBD. The restricted development on R42 

(HF Verwoerd Street) was created due to the planned future 

Provincial road aimed at splitting the CBD by means of dual 

carriageway. The current SDF Review induces Lesedi Local 

Municipality to re-engage DOT to concede to the fact that 
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Project Description 

the future road is de-proclaimed and the Louw Street by-pass 

be utilized an alternative. 

 

5.3.8 West Rand District Municipality 

The last DITP prepared for the West Rand District Municipality (WRDM) was 
developed for the period 2019 to 2024 and was done in terms of section 36(1) of the 
NLTA. The DITP satisfies the requirements of the NLTA, the minimum requirements 
for the preparation of ITPs, 2016 and the guidelines published by the DoT. 

The Transport Vision of WRDM was formulated with the intent of guiding transport 
development in the area in terms of both the long- and short-term components of the 
transport plan. The Transport Vision of the WRDM is  

“To provide a safe, reliable, efficient, effective and integrated transport 
system and infrastructure for both passengers and freight that will 
enhance social and economic growth and improve the quality of life for 
all.” 

The following Goals have been formulated: 

• To promote access to infrastructure to all spheres of the community and establish 
an integrated environment; 

• To have optimum utilisation of an integrated public transport system; 

• To provide a transport system that will enhance economic development, and 

• To promote transport that is friendly to the environment. 

WRDM consists of three local municipalities, namely: 

• Mogale City Local Municipality; 

• Merafong City Local Municipality, and  

• Rand West City Local Municipality. 

The following are key aspects included in the DITP: 

5.3.8.1 SDF 

The WRDM SDF (2014 & 2017 Review) identifies four (4) primary nodes, eight (8) 
secondary nodes and four (4) rural nodes and acknowledges that these activity nodes 
are important public transport destinations. On a district scale, the WRDM identifies 
two major corridors earmarked for development in the district, namely the N12 Sub-
Corridor Development located in Rand West City Local Municipality; and the N14/R28 
Corridor Development located in Mogale City Local Municipality. These structu ring 
elements aim to enhance spatial efficiency and consolidate economic development 
and infrastructure investment.  
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Land use densification, including both greenfield and brownfield development, are 
encouraged in the existing urban areas, particularly Krugersdorp, Randfontein and 
Westonaria, as well as along several primary arterial roads. The SDF emphasises 
that intensification and infill of industrial land use activity should occur within existing 
industrial areas to ensure that these areas are optimally developed. 

5.3.8.2 Future Freight Logistics Hub 

The proposed Freight Logistics Hub for the WRDM is situated approximately 2.5km 
from Lenasia. The proposed site location will provide access to the site via the R558 
to the N12. Future planned provincial roads that will improve accessibility to the site 
include the PWV5, PWV16, K142 (R558, Moroka Bypass), and K15 (R558, Adcock 
Street). The existing Bank to Johannesburg rail line also passes along the southern 
border of the proposed site, thereby providing true inter-modality.  

5.3.8.3 Non-Motorised Transport (NMT) 

The NMT strategy for the WRDM highlights the following:  

• Promote NMT as a key mode of transport in WRDM; 

• NMT to incorporate passengers with a special category of need; 

• Use NMT as a catalyst for economic development by connecting people with job 
opportunities, and  

• Improve planning of NMT provision in WRDM. 

It is recommended that an NMT Policy and NMT masterplan should be developed by 
WRDM to guide NMT provision in the district. The NMT policy and masterplan will 
direct the process of implementing NMT through a phased approach while prioritising 
the areas where NMT is most needed. 

5.3.8.4 Aviation Strategy 

WRDM was not listed as an important aviation location in the 25-Year Integrated 
Transport Master Plan for Gauteng as no planned airport developments were listed. 
In this regard it is important to note that the WRDM is in the process of planning a 
regional airport development.  

One of the outcomes of the IDP (2016/17 to 2020/21 as revised in 2017/18) 
framework for the WRDM identifies the need for the development of the West Rand 
Regional Airport due to the need to promote regional economic development and 
growth.  

An initial feasibility study only focussed on the West Rand Airport as a recreational 
Airport and the study was regarded to be commercially non-viable. According to GIFA 
(2018) this study will focus on the airport as a commercial airport. This project is in 
pursuit of achieving the objective of identifying and delivering of game changer 
projects in the district to make an impact on the local economy. Besides providing 
freight/transport logistics support to all sectors in the local economy, it will also lead 
to the development of a number of supplementary industries to support the airport 
and various operators. 
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5.3.8.5 Public Transport 

The WRDM has conducted limited high-level planning for a primary strategic public 
transport network with some elements of the IRPTN. This has not gone much further 
than identifying a number of key corridors in the respective areas. These include the 
following:  

• In terms of unscheduled (MBT) services, they should operate along pre-designed 
routes registered with the PRE. The operating routes and conditions are set in 
terms of Operating Licences issued by the Province. Taxi routes were not available 
from the PRE;  

• Plan and implement a bus service on the R28 corridor (Westonaria - Randfontein 
- Mogale City);   

• A planned BRT route from Lenasia to Westonaria; 

• No subsidised bus services available in the district; the feasibility should be 
investigated; 

• Magaliesberg intermodal regional facility, and 

• Lack of stop bays on road infrastructure on higher volume corridors.  

The DITP identified public transport as a problem in the municipality, stating that 
public transportation initiatives are not focused around a specific implementation 
plan. Public transport projects and public transport infrastructure are implemented on 
an ad-hoc basis. According to the ITMP the DITP advocates the proclamation of a 
Primary Strategic Public Transport Network (PSPTN). This requires the identification 
of pilot implementation corridors. In addition to this, feeder systems connecting into 
the PSPTN are needed, and the need to proclaim a Secondary Strategic Public 
Transport Network (SSPTN) for the WRDM is highlighted.  

The majority of the projects listed in the DITP, that pertain to public transport refer to 
either the upgrading or the construction of new taxi ranks. The responsibility is 
indicated as the local authority in all instances.  

5.4 Conclusions 

The CITP’s prepared by the Cities are all beyond the effective dates as required by 
the NLTA. Table 5-6 indicates the status summary of the ITP’s prepared.  

It’s important to note that none of the authorities focus on annual updates of the ITP. 

Although the CITP’s are all beyond the effective dates, all these authorities are busy 
with execution and/or have completed various, more topic specific, planning studies. 
The authorities must comply with the requirement by doing the annual updates of the 
ITPs, so that the outcomes of the planning studies can be captured in their respective 
ITP documents.  

The DITPs all comply with the timeframe requirements as set, but are in need of 
Annual Updates as per the requirements. 
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Table 5-6: Status Summary of Prepared ITP’s 

High Level ITP Status 

Authority Name Last ITP   Comments and Observation 

City of Tshwane 2015-2020 

Has commenced in December 2021 with an Update of 5 Chapters. 

Project Duration is 3 years 

City of Johannesburg 2013-2018 

Work on a new ITP for 2013-2018 began in 2012 and approach 

adopted was to prepare 4 documents. Two documents completed:  
1. Strategic Integrated Transport Plan Framework. Dated: 30 August 

2013 

2. Database Component (Transport Information Register): 13 

February 2014 

 

It is a very thorough and comprehensive plan (Roadmap) with 

progressive policies and strategies. It took a long-term view on 

Transportation 

 

Various Planning studies have been executed and completed over 

past 10 years.  

City of Ekurhuleni 2013-2017 

Updates prepared in the form of: 

1. City of Ekurhuleni Integrated Public Transport Network Plan 
(IPTN) prepared in 2020 

2. City of Ekurhuleni Roads Masterplan, October 2017 

Sedibeng DM 2019-2024 
To focus on Annual Updates 

Emfuleni LM   DITP contains information on the LM 

Lesedi LM   DITP contains information on the LM 

Midvaal LM   DITP contains information on the LM 

West Rand DM 2019-2024 To focus on Annual Updates 

Merafong LM   DITP contains information on the LM 

Mogale City LM   DITP contains information on the LM 

Rand West City LM   DITP contains information on the LM 

 

The two District Municipalities have both recent DITPs covering the period 2019 to 
2024. The Local Municipalities part of the district municipalities all must prepare 
LIDPs. 

The National Minimum Requirements for the Preparation of Provincial Land Transport 
Frameworks state that this chapter must contain at least the following:  

a) a list of planning authorities in the Province, with their classification and the 
types of plans to be prepared by them;  

b) a programme for the preparation of the integrated transport plans and their 
coordination with the Provincial Land Transport Framework, and  
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c) a reference to the summary of Integrated Transport Plans required by section 
35(7) of the Act, which must be contained in an annexure.  The summary 
should be brief and focus on aspects and projects of regional or provincial 
significance.  

5.4.1 Public Transport 

The following is concluded from the review of the CITPs and DITPs: 

• The CITP’s for the 3 metropolitan planning authorities are outdated and do not 
reflect current reality; 

• ITPs are prepared for a five-year period; thus a new ITP must be prepared every 
five years. On an annual basis, updating of selected aspects must be caried out. 
The annual update can take the form on of a supplementary annual report, rather 
than the issuing of a new ITP every yearxvi. 

• The Planning Authorities have an inward-looking focus on the development of their 
respective plans throughout the Province; 

• Very little up to date and accurate information is available on MBTs and metered 
taxis, although MBTs transport around 70% of the public transport market; 

• An overall common vision of the public transport routes and nodes of provincial 
importance, and what the Planning Authority can do to support such routes and 
nodes, is not clear, and 

• Funding for projects, either planning or implementation, listed in the ITP 
documents is highlighted as an issue in all plans. The list of projects and indicative 
budgets far outweighs the available funds. Some CITP’s highlight possible 
additional sources of funding.  

5.4.2 Freight 

It is not possible to provide a comprehensive summary of the freight logistics issues 
covered in all the Integrated Transport Plans that have been analysed and evaluated, 
but the following represent the most important initiatives that were identified: 

• The development of an Aerotropolis at the OR Tambo International Airport; 

• The development of the freight hubs at Tambo Springs and Sentrarand; 

• Develop detailed freight and logistics transport master plans; 

• Establish and manage routes for transport of hazardous materials routes and for 
abnormal loads in cooperation with Gauteng Province; 

• Define and implement plan to minimise overloading of heavy vehicles; 

• Improve the mobility of freight; 

• Collect adequate planning data on urban freight transport in CoJ; 

• Development of intermodal facilities with supporting services on the periphery of 
Gauteng; 

• Truck stop in Meyerton Industrial Area; 
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• Proposed VLH; 

• Establish Freight Transport Working Group in CoT; 

• Provide access to intermodal facilities; 

• Create Pyramid South as development zone; 

• Re-opening of freight rail sidings at Carletonville and for Losberg; 

• Freight Logistics Hub at Rand-West City (Zuurbekom); and 

• Feasibility study for freight vehicle holding and overnight facilities. 
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6. INTEGRATED DEVELOPMENT FRAMEWORK 

The following section provides an overview of the spatial direction and interventions 
in the Gauteng Province under the ambit of the Gauteng SDF, 2030 (GSDF 2030). It 
includes an assessment of the various spatial frameworks in the different 
municipalities and aims to highlight areas of importance in relation to the development 
of the PLTF. 

6.1 Spatial development directives 

Spatial development directives aim to provide authoritative guidance on the direction 
that development must take. Ensuring policy alignment from national to local spheres 
and allowing for resources and outcomes to be collaboratively targeted, efficient and  
focused, positively all the way to municipal level. This additionally fosters continuity 
in focus and efforts from conceptual to implementation level along all the spheres.  

6.1.1 National Directives 

The goals and objectives of the National Development Plan (NDP) find spatial 
expression in subsequent policies and legislated frameworks highlighted in Figure 
6-1. There is a common focus to provide guidance and create an enabling 
environment for socio-economic development in the country and to have principles 
practiced and implemented at all three spheres of government.  

NATIONAL SPATIAL AND LEGISLATIVE DIRECTIVES 

National Development Plan, 2030 

National Spatial Development Framework, 2021 

Medium Term Strategic Framework, 2019 – 2024 

Integrated Urban Development Framework, 2016 

District Development Model, 2019. 

South African Cities Framework, 2021 

National Infrastructure Plan, 2050 

Priority Human Settlements and Housing Development Areas, 2020 

Spatial Planning Land Use Management Act, 2013  

The national spatial logic is premised on the need to address the historical spatial imbalances and respond to the 

changing needs of the citizens in cities and towns in a manner that is resilient, sustainable, efficient, that promotes 

justice and follows good administration. Spatial planning at a national level aims to guide planning reform, promote 

a strong and efficient spatial planning system that is well integrated across all spheres of government, supported 

by a quality transport system that will bring people closer to work through the provision of economic opportunities. 

Figure 6-1: National Spatial and Legislative Directives 

6.1.2 Gauteng Spatial Development Directives 

Spatial policy directives in Gauteng Province (GP) are focussed on addressing the 
protection and enhancement of natural resources, enabling connectivity, o rganising 
urban form and the space economy, human settlements as well as infrastructure 
investment and provision. The frameworks and programmes indicated in Figure 6-2 
are aligned in ensuring the  Province continues to lead as an economic, social and 
political powerhouse by striving for coherent and coordinated development from 
provincial to municipal level.  
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PROVINCIAL SPATIAL AND LEGISLATIVE DIRECTIVES 

Gauteng Spatial Development Framework, 2030 

Growing Gauteng Together, 2030 

Gauteng Ten Pillar Programme: Transformation, Modernisation and Reindustrialisation  

Gauteng Township Economic Act, 2022 

Gauteng 25-year Integrated Transport Master Plan, 2013 

Gauteng Human Settlements Spatial Master Plan, 2020 

Gauteng Provincial Environmental Management Framework, 2021 

Gauteng Special Economic Zones 

Gauteng 2055 

The spatial directives seek to direct, guide, focus, coordinate and align all development and its associated 

spending in the Province. They are unified in their aim to combat urban sprawl by limiting development in 

unsustainable areas, promote compact or infill development and inclusivity, encourage township redevelopment, 

support economic opportunities close to where people live (through the sustainable integrated human 

settlements), protect the natural environment, and invest in sustainable infrastructure systems. All these actions 

are seen as requirements for decisive spatial transformation.  

Figure 6-2: Gauteng Provincial Spatial Directives 

 

These directives provide guidance to three interventions: spatial reconfiguration, 
township economy revitalisation and infrastructure investments which will be 
concentrated along five (5) development corridors that have distinct industries and 
different comparative advantages. The various development corridor projects have 
been spatially referenced and prioritised across spheres and sectors of government 
and are also aligned with the District Development Model (DDM). Figure 6-3 
describes each development corridor within Province and its development focus.  
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Source: GGT2030. 

Figure 6-3: Gauteng Province Development Corridors  

  

 

6.2 Summary of the Gauteng SDF 

The documents reviewed for this section include the GSDF 2030 (2016) as well as 

the GSDF 2030 Review (2021/22), which during the development of the PLTF was 

out for public comment. The GSDF 2030 is guided and informed by the national legal 

framework; international, national and provincial spatial policy directives; and  

municipal SDFs. GSDF 2030 is aligned with Gauteng’s 10-Pillar Programme of 

Transformation, Modernisation and Re-Industrialisation 2014, the Gauteng 25-Year 

Integrated Transport Master Plan 2013, the Gauteng Provincial Environmental 

Management Framework 2020, the Gauteng Rural Development Plan 2014, and the 

Gauteng City-Region Integrated Infrastructure Master Plan 2030 (GSDF, 2030).  

6.2.1 Spatial Development 

Since the development of the GSDF 2030 (2016), Province has continued to develop 

in an outward, unsustainable, unequitable and inefficient manner (See Section 3.2). 

The GSDF, aspires to re-strategise the existing growth management model by 

strengthening the existing spatial strategies to enable:  

• A more coherent spatial entity in line with the NSDF; 

• Creating a framework that places emphasis on marginalised communities, 
allowing them to take part in spatial economy; 

• Expanding on existing service and social infrastructure investments;  
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• A unified spatial logic;  

• Strengthening spatial and a-spatial connectivity (integration of physical 
infrastructure with digital ICT networks) and 

• Protecting the urban hinterland.  

The provincial spatial ideal is therefore 

a balanced, polycentric spatial  

network, that allows for strong and 

resilient nodes that enable the mutually 

beneficial exchange of goods and 

services and the movement of people. 

To achieve this and a synergetic 

relationship between the economic 

centre and the surrounding peripheral 

areas, a concentrated effort on the 

development strategies and a 

collaborative effort from all spheres of 

government will be required. 

By transforming the spatial economy, 

promoting sustainable development 

that integrates economic opportunities, creating enabling environments for transport 

corridors and integrated human settlements as well as investment in economic and 

social infrastructure, the Province will be on its way to achieving “decisive spatial 

transformation” and “modernisation of human settlements and urban development”. 

6.2.1.1 Supporting Spatial Prioritisation and Development Interventions  

Revising spatial prioritisation areas identified in 2016, the GSDF 2030 Review 

(2021/22) is consistent in the development intention of these areas. Taking into 

consideration that municipalities have limited budgets and are often fiscally strained 

the GSDF provides investment guidance through the spatial targeting focus areas 

indicated in Figure 6-4.  
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Figure 6-4: GSDF Spatial Targeting Focus Areas 

Furthermore, the GSDF 2030 Review (2021/22) looks to reinforce the spatial 

imperatives identified in the GSDF 2030 (2016) and direct them into a consolidated 

urban from over the upcoming years by incorporating previous high priority spatial 

development proposals and channelling their intent into 16 SSDIs (refer to Figure 

6-5).  

SUPPORTING SPATIAL DEVELOPMENT INTERVENTIONS 

1. The GCR must be made more compact in extent. 

2. Compaction of the GCR must be accompanied by complex intensification of the urban system. 

3. The GCR must itself be re-defined and re-shaped to reflect a compact, complex pattern. 

4. Growth management and associated governance must eliminate urban sprawl and 

marginalisation of communities. 

5. Resources that at present direct settlement into and beyond the urban fringes must be re -

directed to urban compaction and complex intensification. 

6. The provision of lower-income rental accommodation through the formalisation of upgrading, 

re-purposing and re-development of sites in well-located areas must be encouraged. 

7. Bolster service infrastructure and social facilities in nodes, suburbs and townships identified 

for this densification. 

8. Inclusionary housing and social housing are to be encouraged in all new housing initiatives . 

9. Further intensification will be directed into Transport Oriented Development (TOD) nodes and 

public transport corridors. 

10. Transport infrastructure (road and rail) is to be re-thought as a primary shaper of urban form 

and extent. 

11. Historic peripheral townships (which have, over the years, become more integrated into the 

adjacent urban systems from which they were excluded) are to receive further direct integration 

focus. 

12. Newer peripheral settlements that are not well located relative to urban integration are not to be 

expanded. 

13. All development projects and economic investment programmes and initiatives are to be 

understood and directed in terms of the extent to which the precepts of the compact, complex 

city are being met and the multiplier effects that are likely to be generated. 

14. The ‘provincial hinterland’ (the present loose assembly of land having environmental 

significance and ecological sensitivities and principle, conservatories, land with heritage and 

tourism principle, and land having agricultural potential), is to be consolidated into a spatial 

entity regarded as the Urban Support Zone (USZ). 

15. The USZ is to be interfaced with an interwoven bio-diversity system that is laced through the 

compact, complex urban system. 
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16. Many aspects of sustainable infrastructure supporting a vast urban system cannot be 

considered at a local municipal level and need to be conceived holistically at the Provincial 

level. The GSDF plays a vital role in this. 

The first 8 SSDIs are spatially targeted strategies and have a specific spatial focus and the remaining eight (8) 

are policy and process support focussed, crucial to the implementation of all the SSDIs  

Figure 6-5: Gauteng Provincial SSDIs 

The spatial strategies, focus areas and SSDIs are aligned in the ultimate goal to 

coordinate, integrate and align the plans of the three (3) spheres of government as 

well as bring people in close proximity to areas of social and economic opportunity 

complemented by an affordable, reliable and safe public transport system. Figure 

6-6 indicates the consolidated map of the GSDF highlighting areas of focus and 

intervention.  

Source: GSDF 2030 Review (2021/22) 

Figure 6-6: GSDF 2030  

6.2.2 Economic Development 

Gauteng is South Africa’s economic powerhouse, contributing to 34% of the nation’s 

Gross Domestic Product (GDP). Johannesburg is the main contributor to the finance, 

real estate and business services sectors, Tshwane is the main contributor to the 

government services sector, while Kempton Park and Johannesburg are the main 

contributors to manufacturing. The three metropolitan municipalities account for 88% 

of provincial Gross Value Added (GVA) with economic activity concentrated in 
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Randburg, Roodepoort, Kempton Park, Midrand and Soweto (CoJ), and Centurion, 

Pretoria Central and Pretoria East (CoT). Major economic development areas in the 

Province are mainly centred around 1) CBDs, which were the historical economic 

centres of former cities and towns and 2) major employment nodes and development 

corridors which are mixed use or specialised in nature.  

The Gauteng economy is both advanced and diversified relative to other provinces. 

Economic drivers of the Province in the Province include:  

BUSINESS AND 

FINANCE 
MANUFACTURING PROXIMITY TO 

PRIMARY 

ACTIVITIES 

GOVERNMENT TOWNSHIP 

ECONOMY 

RURAL 

ECONOMIES 

Account for 22.5% 

of the economy 

and are mostly 

located in the three 

(3) metros 

Continues to drive 

the economy 

despite recent 

decline and 

accounts 26.3% of 

provincial output, 

and the main driver 

of Sedibeng, West 

Rand and 

Ekurhuleni 

economies 

The agglomeration 

and accessibility of 

economic and 

industrial 

development to 

complimenting 

services drives 

economic activity 

in neighbouring 

areas 

Accounts for 16.2% 
of all activity and 
supports different 

sectors in key 

districts 

The informal / 
township economy 
contributes to 

approximately 22% 
of all non-farm 
employment as well 
as an unconfirmed 
percentage of 

economic activity in 
city centres and 

affluent city suburbs. 

Approximately 70% 
of the Province can 
fall under the “rural” 

classification. The 
rural economy of 
Gauteng comprises 
of farming, 
associated agro-

processing, tourism 
and leisure and 
declining mining 

activities. 

 

 

The demarcation of economic areas into development corridors allows each corridor 

to have a unique focus (see Figure 6-7).  
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Source: GGT2030. 

Figure 6-7: Location of Economic Activity in Gauteng Province GSDF 2030  

6.2.2.1 Provincial Spatial Development Strategies to Facilitate Economic Growth  

The GSDF 2030 has been upfront about the need to consolidate development and 

accommodate urban growth (particularly new residential growth) at and around 

existing well-established nodes from the beginning as part of its spatial strategy of 

polycentricity. This is described as a strategy that builds on "economic proximity" and 

exploits growth in regions where "economic prospect" already exists and where there 

are the best chances for additional residential growth to be successfully absorbed 

into the urban system. Figure 6-8 indicates the existing nodes to accommodate 

growth in the Province. 
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Source: GGT2030. 

 

Figure 6-8: Developing within ecnomic proximity 

It is proposed that the Gauteng Strategic Road Network (GSRN) be utilised to evolve  

a “radial corridor” that, as shown in Figure 6-9, re-integrates the spatial system 

around the central activity system of central Johannesburg, the east -west activity 

corridor driven by the history of mining settlements, the dispersal of dormitory 

townships around the urban system’s periphery and the growth of surrounding and 

infill low-to-medium density suburbia over the years. Beyond the benefits of provincial 

investment in the proposed radial urban corridor, the connectivity of the road 

infrastructure realises the very real capacity of the central corridor from Johannesburg 

to Tshwane and, as a result, integrates the entire Tembisa/Ivory Park "marginalised" 

area into the economy. The same holds true for the R21 corridor's consolidation from 

ORTIA to Tshwane's city centre, which enables a sizable Province infill zone. Also 

helping to provide economic consolidation and 'urban sense' to the marginalised 

areas of Mamelodi, Ga-Rankuwa, and Hammanskraal will be continued financial 

support for the Auto-hub neighbourhood adjacent to Mamelodi, Rosslyn, and the 
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Babelegi Industrial area on the N1 corridor connection between Tshwane and 

Polokwane. 

Source: GGT2030. 

Figure 6-9: Reinforcing economic networks 

6.2.3 Housing Development 

The GSDF 2030 (2016) takes a point on two housing related issues: the present 

approach to public housing delivery and the pressure this places on the Gauteng 

Province urban structure and infrastructure cost; and the “leapfrog” effect of private  

“lifestyle residential estates” beyond the fringes of the urban extent – which are both 

seen as detrimental to a sustainable urban structure.  

The estimated current need for housing in the Province is estimated to be 878 246 

homes, mainly comprising of households in informal conditions. Considering growth 

rates of the various municipalities, it is estimated that an additional 2.4 million 

households will require housing between 2016 and 2030. 
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Of the 136 Priority Human Settlements and 

Housing Development Areas (PHSHDAs) 

across the country, 26 PHSHDAs have been 

declared in Gauteng Province. There 

remains however a disconnect between the 

intention and implementation of the spatial 

principle as noted in the location of some of 

these human settlements (with a minimum of 15 000 housing units, each with an 

estimated population of 60 000 people). Due to the size and land requirements 

thereof, a number of these settlements are planned on the periphery of Gauteng’s 

cities, continuing to perpetuate the fragmented spatial form that leaves large numbers 

of people spatially disconnected from areas of opportunity and dependent on 

commuting. The location of existing and new informal development is also noted as 

in proximity to these settlements.  

In a response to the location of human settlement areas, Gauteng Human 

Settlements Masterplan, 2021 identifies optimally located zones (OLZs). These 

include areas where urban accretion is supported and should be favoured for human 

settlements opportunities (i.e., the green circles on Figure 6-10); areas within the red 

boundary which should also be favoured, but with caution, (white circles); and areas 

that are outside municipal urban development boundaries (UDBs) or historical 

townships (yellow circles) and face several challenges which require further 

commitment to social and physical infrastructure, therefore new settlements should 

not be allowed. For instance, areas such as Ga-Rankuwa, the outer parts of 

Mamelodi, Tsakane, Vosloorus, Sebokeng, Ekangala and Etwatwa. 

 

Housing Issues 

‘Human settlements’, whether consciously 

or otherwise, are a vehicle still for the 
delivery, essentially, of low-income 

housing, often taking us into the delivery of 

further marginalised housing beyond the 
urban fringe 

 

Response to Housing Need 
The response to the need for housing in the Province has materialised in the development of 

policies at a municipal level that promote nodal and corridor development as well as 
inclusionary housing strategies .  
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Figure 6-10:Assessment of Human settlements Masterplan Optimally located 
Zones in context of identified well located land   

Source: GSDF 2030 (2021/22) 

 

The rationale behind the focus on nodal development is characterised as being a 

place of good accessibility, particularly with regards to differing modes of public 

transport (rail, bus and minibus-taxi) and supporting secondary road access (usually 

in the form of a grid-network). This is where public and private investment tends to 

concentrate, yielding mixed land-use activities (for example office, retail, residential 

and entertainment) with supporting social amenities and public facilities. Additionally, 

promoting higher densities and mixed-use development in well located parts reduces 

the infrastructure provision and other services costs. These policies indicate the 

response to housing development issues identified within the GSDF, with their impact 

to be seen within the next few years.   

6.2.3.1 Provincial Spatial Development Strategy to Accommodate New Settlement  

The GSDF 2030 Review (2021/22) advises that the primary thrust of growth 

management within Gauteng should be a model of consolidating urban accretion 

rather than further horizontal spread, despite the promulgation of a very extensive 
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and expansive array of PHSHDAs and intentions to move ahead with extensive rapid 

land release programmes involving site and service schemes. 

While acknowledging the spatial influences, and taking into account the fact that the 

GSDF 2030 as it was developed in 2016 allowed for 25% of the Human Settlement 

budget to be invested within and beyond the urban periphery, further accommodating 

urban growth should concentrate on encouraging policies of intensification of the 

mixed-use activity patterns within and along connections between nodes as well as 

significant densification within a 10-minute walk of existing main roads that either 

have existing public transport or offer potential for future transport systems; and well-

located vacant or underutilised land within the existing urban footprint of the city 

region. The strategy towards accommodating new settlement is illustrated in Figure 

6-11. 

 

Source: GGT2030. 

Figure 6-11: Developing within ecnomic proximity 
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The strategy focused on new settlement development requires new settlements to be 

located close to urban areas, to optimise existing infrastructure investment and social 

services, and to promote population thresholds required for sustainable service 

delivery and economic growth.  

6.2.4 Other Development Initiatives 

Moving towards a sustainable, resilient and just, balanced polycentric spatial 

development network will require a series of well-planned interventions which the 

GSDF 2030 recognises will need to be undertaken from a provincial perspective, with 

the necessary buy-in and support secured through intergovernmental collaboration 

and cooperation. Within the three metropolitan and two district municipalities the 

following initiatives were identified in the GSDF:  

• The Greater Lanseria Master Plan shows real potential if well-directed;  

• The existing economic investments into the Automotive Hub west of Mamelodi and 
Rosslyn north-west of the Tshwane city centre;  

• The ‘Vaal City’ initiative as part of an expanded Vaal Triangle consolidation with 
Sasolburg to the south, across the Free State border;  

• Provincial initiatives to resuscitate the industrial initiatives of Ekandustria and 
Babelegi on the N1 are necessary in trying to bolster economic support for 
Ekangala and the wider Hammanskraal areas respectively, and 

• The proposed Metro Rail Super Corridor and Gautrain Phase 2 are two of the 
major initiatives that will provide connectivity from the northern and eastern parts 
of Tshwane through to Soweto (GSDF 2030, (2016)).  

• Provincial priorities include:  

o Focus on Townships, Informal Settlements and Hostels (TISH) 

o The release of land for appropriate developments; and 

o Development in, around and of Township Roads.   

6.2.5 Social, Demographic and Environmental Issues Affecting Transport 

The QoL 2017/18 survey showed that inequality, especially with regards to overall 

QoL and evidence of a weak economy unable to sustain all residents equally, was 

still a major concern. A steady decline in those living below the poverty line, shifts in 

shopping patterns and use of transport modes, high food insecurity, high crime rates 

indicating a very violent society are some elements highlighted in the QoL. As poverty 

and unemployment remain highly concentrated in the urban periphery, including in 

townships and formal 'low-income' areas, the long-term integration of these areas 

with spatially adjacent focus areas is crucial and tied to successful socio-economic 

development. Localised interventions which focus on early childhood development, 

basic health care, quality primary and secondary education, community-based 

research and planning, sports infrastructure development, skills development, food 
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security initiatives, sustainable livelihood initiatives, substance abuse prevention, 

treatment and rehabilitation, as well crime prevention and support  will lay the 

foundation for economic development and transformation.  

These marginalised and peripheral areas together with the predominantly “rural” 

nature of the Province are closely linked in their land use and transport integration 

challenges. As 70% of the Province is used for rural purposes (farming, tourism and 

leisure), emphasis is also placed on the protection of the different natural 

environmental systems. The dispersed nature of the Province requires transport 

systems and infrastructure that ensures these rural economies are supported. The 

GSDF proposes responsible environmental management and protection through the 

allocation of Gauteng Provincial Environmental Management Framework (GPEMF) 

zones of opportunity where processes and areas become a part of the overall 

planning and are clearly demarcated and defined.  

Province is fortunate to have a comprehensive railway system, which municipalities 

have used as the anchor of their spatial form, however this system has been marred 

with inefficiencies and is considered dysfunctional due to under -investment and 

mismanagement over the years. This is exacerbated by further investment into new 

or upgraded roads for ease of private car-based mobility which detracts from the very 

extensive investment in public transport and compared to the lack or slow investment 

on transport infrastructure maintenance and servicing of the hinterland and peripheral 

areas needed to connect these dispersed areas. The view adopted for purposes of 

the GSDF is that much of the un-built portions of that network should be abandoned 

and focus should be on the mass transit systems, comprising the upgraded rail 

network and certain components of the GSRN. 

6.3 Land Use Transport Integration Strategy 

The previous sections highlight how urban growth and transportation are symbiotic 

elements that require collaborative and focused efforts (from the different spheres of 

government, in policy, prioritisation and implementation) to be sustainable and 

efficiently integrated. A continuous theme indicates that transport infrastructure 

expansion strongly correlates with population growth, spatial expansion, and land use 

change. Therefore, in the same manner that transport systems provide essential 

mobility options for people and goods, urban growth patterns which are influenced by 

population, technology, the economy and policy in the same manner, influence 

transport, making the two interrelated. This interrelationship is illustrated in Figure 

6-12. 
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Source: CITEPLAN, 2018 

Figure 6-12: Land use and transport interactions 
 

An understanding of this interrelationship has influenced the development of a vision, 

objectives, focus areas and strategies for the successful and sustainable integration 

of land use and transport that the PLTF aims to support and promote.  

6.3.1 Land Use Transport Integration Planning Vision  

A province that is well planned and efficient, with coherent and collaborative planning 

that enables the integration of land use and transport for a spatially and economically 

equitable urban environment resulting in cohesive and sustainable communities. 

6.3.2 Land Use Transport Integration Objectives 

The land use and transport planning integration objectives of the Gauteng PLTF aim 

to, through (a) good governance and institutional mechanisms (b) enable coherent 

and sustainable urban development, that is (c) resilient and (d) improves accessibility, 

connectivity and mobility. These focus areas additionally  take into consideration the 

most recent provincial priorities.  

6.3.3 Focus Areas:  Moving Towards an Enabling Environment for Land Use 
Transport Integration  

The PLTF aims to provide guidance to development within the Province in order to 

achieve land use and transport integration and in doing so proposes focus areas and 

strategies for Province and local municipalities to use as tools to achieve unified 

spatial development in the Province.  

Points of departure for land use and transport integration:  

• The aim is to provide strategic guidance for the integration of land use and 
transport integration in the Province ensuring that transport systems are aligned 
with the rollout of development; 
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• The principle of using public transport as the backbone of the future urban 
structure of the Province, leading to densification and infill development along all 
major public transport routes and railway stations, is supported by the Gauteng 
SDF and the SDFs of all metropolitan and district municipalities in the Province; 

• To build on the work already done. Therefore, the PLTF is a broad-based 
strategy founded on the principles and proposals of the National Development 
Plan (NDP), National Spatial Development Framework (NSDF), Integrated Urban 
Development Framework (IUDF) and DDM and other spatial directives (See 
section 5.1), and 

• The integration of land use and transportation is critical for, amongst other 
factors, the long-term sustainability of the Province and municipalities. 

Most methodologies to strategic integration focus on one of two types of principles:  

the pursuit of synergy and efficiencies and the removal of obstacles. To achieve this, 

Province needs to follow a PLAN, CREATE, AND IMPLEMENT approach that should 

guide development and its discourse within the different spheres of government. 

PLAN focusses on elements that need to be considered and planned for to create 

enabling environments. CREATE addresses the development of specific 

mechanisms or tools and IMPLEMENTATION deals with actions to be executed. 

Following the above approach, the following focus areas and strategies are proposed 

for the integration of land use and transport within the PLTF.  

6.3.3.1 Focus Area 1: Promote Coherent and Sustainable Urban Development 

Focus Area 1: Promote coherent and sustainable urban development 

 

Addressing: Fragmented urban structure | Dispersed pressure on service delivery 

and transport systems  

A well-designed urban form may be an effective tool to improve accessibility, increase 
social cohesion and promote well-being in urban areas. It requires ensuring a 
sufficient level of density to make the most of the agglomeration benefits; integrating 
land use and transport policies through TOD strategies; building the infrastructure for 
pedestrian-friendly cities to improve connectivity; and offering different mobility 
alternatives (transport solutions) by promoting public transit, walking and cycling.  The 
following aspects receive attention under Focus Area 1:  

Table 6-1 indicates aspects that aim to support Focus Area 1. 

Table 6-1: Elements that support coherent and sustainable urban 
development 

Concentrate in 
centres 

 

• Concentration that encourages mixed use, infill 

development as well as the retrofitting of existing centres 

and nodes resulting in spill over agglomeration benefits.  

These centres and nodes should be supported by 

investment in economic and physical infrastructure.   
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Sustainable 
corridors 

• Centres and nodes that are aligned or within corridors that 

encourage land uses which will optimize investment in 

transit. These corridors should include intensified activity 

around stations and other areas of strategic opportunity to 

facilitate sustainability, promote renewable energy and 

public amenity. These corridors should also provide a range 

of low cost housing options within proximity of transit 

opportunities.  

Link public 
transport with land 

use strategies 

• Promote compact polycentric development by linking the 

location of people near economic and social opportunities 

and the upgrading and management of existing transport 

infrastructure. Linking development, densities and 

concentration with supporting transport facilities. For 

instance, encouraging mixed uses, higher densities and 

varying typologies in and around concentrated centres and 

nodes and decreasing densities further from economic and 

social centres and towards peripheries – following transect-

based environmental and land development principles.  

• Redirect housing subsidies towards the development of low 

cost housing close to employment and public transport 

areas of opportunity.  

Appropriate 
densification 

• Focus appropriate densities (and intensification) that 

support social facilities, business and economic nodes, 

township enterprise zones as well as existing (rail) and 

future (BRT and rail) public transport routes.  

• Prioritise densification along existing Integrated 

Management Corridors (ICMS), BRT Routes and (improved 

cross connections) rather than planned future BRT routes, 

as construction often takes longer than anticipated. 

Growth 
management 

• Strengthening and supporting the objectives of the urban 

development boundary, through infill development, 

protection and management of agricultural and natural 

systems, locating new investment within prioritized nodes 

or identified strategic areas as per municipal plans. This is 

to be supported by the provision and maintenance of 

infrastructure and will lead to reduced travel distances and 

a more compact and efficient urban form.  

Transit Oriented 
Development 

• Ensure that land use schemes and spatial frameworks 

encourage mixed land use development and supportive 

densities as well as mixed housing typologies that will cater 
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to a wider range of people and which are contextually 

appropriate and respond to the needs of the community.   

• Improving the public realm of stations through aesthetically 

pleasing as well as functional urban design that contributes 

to placemaking, safety and security and is pedestrian 

oriented.  

• Manage parking requirements, bus and vehicular traffic 

efficiently so as to support TOD initiatives and promote the 

public transport agenda.  

Incentivising 
development 

• Provincial regulations on incentivising private development 

that promotes land use and transport integration, for 

example developing mechanisms to fast-track development 

within land use and transport integration zones and 

township enterprise zones. 

 

Summary of solutions towards a coherent and sustainable urban form include: 

• Making provision for mixed, diverse and sustainable land uses working in 
collaboration with public transport; 

• Prioritising investment and infrastructure firstly towards existing and earmarked/ 
areas ensures that sectoral efforts as well as efficient use of resources for both 
public and private are utilised; 

• Promoting densification in appropriate locations, especially those close to urban 
opportunities (services, facilities and jobs) and public transport and not dispersed 
settlement patterns that continue to locate large numbers of people away from 
economic centres; 

• Growth management that seeks to advance compaction, residential densification, 
in-fill development, encourage urban sustainability and the restriction of sprawl. 
This entails strategies used by all spheres to help protect and guide the type, 
intensity, location, and timing of new development; 

• Planning and design that consists in promoting urban development that is 
compact, mixed-use, pedestrian- and bicycle-friendly, and closely integrated with 
mass transit by clustering jobs, housing, services, and amenities around public 
transport stations, and 

• Develop regulations for developers to unlock incentives in a prioritized area. 
Possible actions can include:  

o Incentivizing private development: To ensure infilling, brown field development 
can be incentivised. Mechanisms can be created to fast-track development in 
identified corridors and nodes. These nodes can be identified as Special 
Economic Zones and can include a tax relief, and 

o Private equity can be obtained through private (unlisted) raisings. In South 
Africa, primary equity investors in transport infrastructure have been private 
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contractors and equipment suppliers, both local and foreign, investment 
companies and financial institutions. 

 

STRATEGY 1 TO IMPLEMENT FOCUS AREA 1 

• Embed land use, economic and transport planning integration into all approaches.  

o Promote and support the use of public transport as a catalyst for nodal and 
corridor development; 

o Improve the strategic public transport network, including rail as a vital tool for 
spatial structuring and land and transport integration; 

o Support NMT and TOD development; 

o Promote complete communities, and 

o Base transport network to be aligned with rollout of development. 

• Provincial regulations on incentivising private development that promotes land use 
and transport integration, for example developing mechanisms to fast-track 
development within land use and transport integration zones; 

• Long term integrated land use/transport strategies should be intimately linked to 
(integrated with) short to medium term (5-10 year) implementation plans (IDPs, 
BEPPs, etc), and 

• In the drafting of the Gauteng ITMP identify of areas of provincial interest in 
alignment with spatial provincial legislation, policies, frameworks, norms and 
standards, that can be evaluated and selected as a pilot project for targeted 
investment, collaboration and integration between land use and transport across 
all spheres of government.  

 

ALIGNMENT OF PLTF STRATEGY WITH GSDF 

STRATEGY 1  
Developing within 

Economic Proximity  

STRATEGY 2 
Accommodating new 

settlement growth  

STRATEGY 3 
Reinforcing economic 

networks  

 

6.3.3.2 Focus Area 2: Accessibility and Mobility 

Focus Area 2: Accessibility and mobility  

Addressing: Inability of many people to access economic and social opportunities.  

A wide variety of demand patterns based on widely differing urban typologies, income 
levels and access priorities will continue to exist for many decades. Addressing the 
country’s transport challenges therefore requires a mixture of many different modes 
able to differentially service the market (MTSF, 2021: 150). This focus area identifies 
elements that will enable accessibility and mobility. Table 6-2 indicates aspects to 
receive attention under Focus Area 2. 
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Table 6-2: Elements that support accessibility and mobility 

Promotion of 
different 

modalities 

• Non-motorised transport:  

o Improve pedestrian access. 

o Improve cycling access. 

o Ensure universal access design is incorporated into all 

transport planning. 

Ease of movement 

• Improve choice by creating an environment that is friendly 

to pedestrians, cyclists and public transport users, including 

people with disabilities. This includes improving 

connectivity between different locales and connecting areas 

not sufficiently serviced by transport to areas of 

concentration.  

• Promote safety, security and Universal Access through 

urban and traffic design details, such as street orientation 

of active uses to provide natural surveillance, footpaths, 

kerb ramps, signal timing, lighting, gradients, weather 

protection and shade, as well as other design features that 

improve safety, security, amenity and convenience. Safety 

from traffic is provided by traffic calming and appropriate 

road crossing facilities — these should cater for all 

pedestrians, including older people, children and the 

mobility and vision impaired. 

• 10-15min Neighbourhoods that comprise of policy actions 

that provide residents access to most of their needs within 

a short walk or bike ride from their home. This will reduce 

car usage and encourage non-motorised transport use, 

making life more liveable for residents, by improving air 

quality and making neighbourhoods safer, quieter, more 

diverse, inclusive and economically vibrant. 

• Promote affordability and quality by reducing reliance on 

private mobility in favour of safe, convenient, well 

maintained and affordable public transport and non-

motorised transport. 

• Encourage seamless inter-municipal movement by 

connecting the different BRT systems and public transport 

linkages enabling more people to reach a broader area of 

opportunity.  

Transport 
hierarchy 

• Clear network hierarchy that provides balance between 

mobility and accessibility. .  
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• Road typology and design should take surrounding land 

uses as well as most appropriate public transport system to 

be support efficiently function.  

 

 
Summary of solutions towards the ensuring accessibility and mobility include: 

• Promote more than one transport 
mode for the movement of people and 
goods – for example, taxi, mini-
busses, busses, rail, air, but also NMT 
– walking and cycling; 

• Create environments that are 
thoughtfully designed, easy to 
navigate in and around, able to 
connect with broader areas because 
there is a choice in transport mode and 
seamless integration of different 
municipal transport systems. These 
are quality environments that are 
affordable, safe and secure, where all 
needs (social, economic, recreational) 
can be met within a 10-15 minute 
walking radius; 

• Strengthen urban sustainability by prioritizing walking over private car usage and 
supporting this by providing the adequate infrastructure, and 

• Ensure that the appropriate road typology is serviced by the appropriate transport 
system.  

STRATEGY TO IMPLEMENT FOCUS AREA 2 

• Develop well designed integrated and connected settlements that prioritise the 
end user and environment; 

• Create a clear Public Transport Network hierarchy that provides a balance 
between mobility and accessibility, through optimal deployment of modes onto the 
network*, and 

• Develop a transport system that allows for continuity of travel across the Province 
in terms of road network; public transport systems and services; and freight and 
logistic networks.* 

 
Note: *Addressed more in-depth as part of the Public Transport and Infrastructure Strategies. 
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ALIGNMENT OF PLTF STRATEGY WITH GSDF 

STRATEGY 1:  
Developing within Economic 

Proximity  

STRATEGY 3:  
Reinforcing economic 

networks  

STRATEGY 5:  
Advancing urban 
sustainability and 

resilience 

 

6.3.3.3 Focus Area 3: Resilience 

Focus Area 3: Resilience   

Addressing: Inability of many people to access economic and social 
opportunities.  

Environmental sustainability, climate change and resilience are important elements 
affecting the sustainability of many cities and regions. Resilient spatial and land use 
patterns and smart land use management as a means to enable diverse settlements 
to respond to events such as intense levels of urbanization require an understanding 
of different development outcomes and a change in the typology, provision and 
implementation of infrastructure. Table 6-3 shows aspects to receive attention under 
Focus Area 3. 

Table 6-3: Elements that support resilience  

Scenario Planning 

• Identify ranges of potential outcomes and impacts, evaluate 

responses and manage for both positive and negative 

possibilities. For example, the Indlulamithi South African 

Scenario Planning of the GSDF (Gwara Gwara, IShbujwa 

and Nayi le Walk scenarios).  

• Land use strategies that are flexible and able to deal with 

changes in environment – for instance adapting of buildings 

for different uses to enable response to economic 

conditions. 

Green 
Infrastructure  

 

• Promoting NMT as a viable transport mode that is 

supported by safe and accessible environments and public 

transport as a means to reduce carbon emissions.  

• Reducing distances travelled within the Province by 

ensuring that land use, jobs, population and opportunities 

are located within proximity of each other – promoting 

compactness and limiting sprawl.  

• Encouraging the planning for, incorporation and integration 

of smart technologies within the built environment to 

increase efficiencies and dependence transport focussed 

interactions.   
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Dealing with 
informality  

• Provision (where appropriate) of social and economic 

support for informal settlements and back-yard 

development.  

• Spatially transforming townships to ensure land is efficiently 

utilised to enable economic and infrastructure investment, 

provision and management in line with the Gauteng 

Township Economic Development Act, 2022.  

• Developing provincial wide regulations on disaster risk 

management, specifically for marginalised, peripheral and 

informal areas.  

 

Summary of solutions towards promoting resilience include: 

• Scenario planning that provides various possible outcomes and options taking into 
consideration different environmental, economic and social factors for the most 
appropriate land use-transport mixes; 

• Incorporate sustainable, green technologies and infrastructure into land use and 
transport planning, so that inevitably down the road, traditional infrastructure acts 
as a support to green infrastructure; 

• Provide social and economic support and opportunities to townships and informal 
areas by ensuring efficient use of land and investment in economic and physical 
infrastructure, and 

• Pro-actively plan for disaster management for areas that are marginalised and 
prone to risk.  

 

STRATEGY TO IMPLEMENT FOCUS AREA 3 

• Embed resilience principles into all approaches for land use, economic 
development and transport planning, and 

• Embed adaptation and mitigation strategies in all approaches for land use, 
economic development and transport planning. 

 

ALIGNMENT OF PLTF STRATEGY WITH GSDF 

STRATEGY 1:  
Developing within Economic Proximity 

STRATEGY 5:  
Advancing urban sustainability and 

resilience 

 

 



      
   

 

 
       

168 
 

 

 

6.3.3.4 Focus Area 4: Good Governance 

Focus Area 4: Good Governance  

Addressing: Institutional arrangements and process that will strengthen land and 

transport integration.  

To achieve regional coherence, planning and development need to be the 
responsibility of all three spheres of government, with due regards to the 
constitutional allocation of functions. Additionally, within each sphere, there should be 
a clear focus and direction for development. The following elements speak to the 
institutional environment wherein the different spheres operate and highlight what is 
required for these spheres to efficiently collaborate. Table 6-4 indicates aspects are 
to receive attention under Focus Area 4. 

Table 6-4: Elements that support good governance 

Institutional 
mechanisms to 

facilitate land use 
and transportation 

integration 

 

• Spatial planning rationale must serve as baseline for growth 

management, investment and prioritization which demands 

rigorous spatial governance. 

• Support for institutional arrangements that encourage joint 

planning as part of provincial development prioritisation by 

enforcing integration of land use with lower order transport 

plans and strategies.  

Data management  

• Identify and consolidate different institutional geo-spatial 

data (administrative boundaries, property information, 

addresses, streets and utility and transport networks etc) 

under one centralized management system which is 

accessible to all.  

• Promote sound knowledge management and peer learning 

amongst different sectors and spheres of government to 

elevate skills and capacitate departments in data 

management. 

Monitoring and 
evaluation 

• Province to strengthen its oversight role through robust 

institutional mechanisms and capacity for monitoring and 

evaluation. M & E activities should support the achievement 

of sectoral and inter-governmental-wide land use and 

transport integration objectives in the immediate, short, 

medium and long-term. 

 

 

Summary of Solutions towards good governance include: 

• Spatial planning should be linked to and strengthened by spatial governance; 
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• Joint planning which includes sector departments and different spheres of 
government should be supported and promoted to ensure coherence and a 
provincial wide focus to integrating land use and transport development; 

• Data collection and consolidation, knowledge management together with peer 
learning should be encouraged to develop an integrated provincial database as 
well as skills and capacities, and 

• Province to strengthen its oversight role through more robust monitoring and 
evaluation mechanisms.  

 

STRATEGY TO IMPLEMENT FOCUS AREA 4 

• Establish a provincial multi-sectoral forum to strengthen coordination between 
Province and municipalities to ensure effective integration of land use, economic 
development and transport planning. So as not to duplicate efforts, where such a 
forum/s exists, its mandate and operational function should be consolidated, 
redefined and strengthened; 

• Develop an integrated data repository to ensure integration of information, and 

• Assessment and development of municipal capacity to monitor the integration of 
land use, economic development and transport. 

6.3.4 Initiatives and projects of Provincial significance  

The proposed projects of provincial significance find their basis in the focus areas 
and are aligned from national to local level in terms of development priorities.  

• Establish a provincial land use integration task team / multi-sectoral forum (where 
such a forum exists, its mandate and operational function should be redefined and 
strengthened) with defined Key Performance Indicators (KPIs) ; 

• Develop an integrated data repository; 

• Develop a monitoring mechanism, linked to the GITMP and municipal ITPs, to 
track land use and transport integration over a 5-year period, and 

• Identification of a land use transport integration pilot project for targeted 
investment, collaboration and integration between across all spheres of 
government. 

6.3.5 Key Land Use Transport Integration Aspects 

Key to the successful implementation of the objectives of the PLFT is the successful 

integration of transport and land use. It is therefore important to ensure alignment in 

the spatial development direction of the Province in terms of the location of social, 

economic, industrial, residential developments and ensuring the transport planning 

responds through the provision of adequate, efficient, inclusive, safe and affordable 

ALIGNMENT OF PLTF STRATEGY WITH GSDF 

Response to Governance to be finalised after public participation period of GSDF.  
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transport infrastructure. Taking cognisance of the national to local directives, the 

different spheres of government, and the end user, this section concludes in the 

identification of strategies aimed at promoting land use and transport integration.  
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7. PUBLIC TRANSPORT STRATEGY 

7.1 Introduction 

The NLTSF, gazetted on 17 February 2017, refers to the National Development Plan 
(NDP) and its 18 Strategic Integrated Projects as the guiding principles for the 
development of the respective PLTF’s and Integrated Transport Plans for the 
provinces and municipalities. The SIPs were developed in support of economic 
development. 

Of the 18 SIPs, the focus of SIP7 is on transport, and it specifically addresses 
integrated urban space and public transport. It specifically refers to:  

“Coordinated planning and implementation of public transport, human settlement, 
economic and social infrastructure, and location decisions into sustainable urban 
settlements, connected by densified corridors” 

The NLTSF is aligned with the Strategic Plan of the DoT, which in turn is aligned with 
the NDP and Medium-Term Strategy Framework (MTSF), in terms of its focus and 
strategic thrusts. In this regard the DoT is focusing on improving the public transport 
system by ensuring an effective, efficient, affordable, and accessible public transport 
system through the implementation of integrated public transport networks, the 
strengthening of regulatory entities, acquisition of new rolling stock and the 
development and upgrading of priority passenger rail corridors. 

Transport is an economic enabler in the economy as it provides a means of moving 
people and goods, whereas an inefficient transport system strangles growth, as 
access to opportunities is restricted and mobility becomes costly from a financial, 
social, and environmental perspective. Economic growth opportunities are unlocked 
by connecting nodes and development corridors and by investing, maintaining, and 
using the transport system more efficiently. 

In terms of land use and transport integration, the NLTSF acknowledges that 
integration between land use and transport planning potentially offers the biggest 
positive impact that transport can have on the environment and sustainability. By 
encouraging densification along corridors and by creating economic activity (mixed 
land use) that requires less mobility, unnecessary trips can be avoided or shortened 
and therefore vehicle emissions and associated congestion and pollution reduced. 
The land transport vision is described as: 

“An integrated and efficient transport system supporting a thriving economy that 
promotes sustainable economic growth, supports a healthier lifestyle, provides safe 
and accessible mobility options, socially includes all communities and preserves the 
environment” 

In support of the vision and from a public transport perspective, the following were 
identified as the key strategic objectives for the next 5 years: 

• A much-improved sustainable public transport system with better and safer 
access, more frequent and better-quality services, and facilities to an agreed 
standard; 
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• Safer and easier walking; 

• Better infrastructure, links, and interchange with other means of transport ; 

• An improved and better maintained road and rail network; 

• Improved journey time reliability on all modes, and 

• Different travel pattern and transport usage and, where appropriate, reduced need 
to travel by motor vehicles from having achieved an integrated land use and 
transport system. 

The NLTSF puts a high emphasis on the customer, yet also acknowledges that recent 
transport statistics indicate inefficiency in the transport system, as well as with the 
degeneration of infrastructure and facilities. 

The 25-year Gauteng Integrated Transport Master Plan’s (GITMP25) vison for 
transport for the Province is: 

“An integrated and efficient transport system that promotes sustainable economic 
growth, skills development and job creation, fosters quality of life , and socially 
includes all communities and preserves the environment.”  

The policy focus areas in the GTIMP25 that would influence the future of transport, 
were identified as: 

• transport in support of social and economic development; 

• transport integration with development in pursuance of greater efficiencies and 
social integration; 

• environmental soundness and sustainability; 

• optimum utilisation of existing and new transport resources; 

• development, maintenance and operation of an efficient transport network and 
system, and 

• institutional efficiency. 

Key to the ITMP25 is the focus on public transport, with the rail system being the 
backbone of the network. This focus is to enable a shift from private vehicles to 
reduce congestion, enhance efficiency and promote sustainability. A key principle is 
for planning to be for people and considering person trips, as opposed to vehicle trips. 
It is acknowledged that where private transport infrastructure and the use of cars 
tends to separate communities, create barriers, and promote an individual 
“conscience”, with public transport on the other hand being a catalyst towards the 
social integration of society. 

The GDRT Growing Gauteng Together Through Smart Mobility Plan 2030 and 
approved in 2020, has through its vision of placing growing the economy at the apex 
of its strategic vision, positioned transport as a critical pillar in growing Gauteng’s 
economy and transforming the lives of the people in the Province. This is with an 
emphasis on the smooth movement of people and goods as an intervention that could 
turn the economy around. This has been termed ‘Smart Mobility’.  
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The Smart Mobility Plan's key focus areas are Infrastructure, Operations, 
Strengthening Institutions and enabling Technology. This is aimed at transforming the 
current transport system into an integrated smart transport network utilising 
information technology to facilitate the smart mobility of the citizens of Gauteng. 

Transport is viewed as a catalyst for the socio-economic recovery and growth of the 
economy. The Growing Gauteng Together through Smart Mobility Plan 2030 aims to 
deliver on this objective. The Plan outlines four (4) pillars, namely: 

• Restructured urban form; 

• Gauteng as a freight and Logistics Hub; 

• Data Centric Mobility, and 

• Building strong institutions. 

Each pillar has a set of interventions and identified projects which are aimed at 
ensuring smart connectivity and integration across all modes of transport forming a 
compact, integrated, and efficient transport system leveraging upon available 
intelligent digital technologies. 

The abovementioned policies and strategies provide the over -arching framework 
within which the public transport network and system should be planned, developed, 
operated, managed and maintained.  

7.2 Deficiencies in the Public Transport System 

The deficiencies in the Public Transport system are summarised below based on 
inputs from the consultative workshops with I&APs as well as the broader stakeholder 
group, with a brief description of each of the particular deficiencies. 

7.2.1 Land Use and Transport Integration 

The integration of land use and transportation planning remains one of the biggest 
challenges for the promotion of an optimal and efficient public transport system in the 
Province. Any public transport system requires a combination of high-density 
development and mixed-use land use along corridors or at specific nodes, typically 
close to railway stations (also referred to as Transit Orientated Development) to be 
viable. Mixed land use developments are instrumental in avoiding/ shortening travel 
distance and travel time with the associated cheaper fare to the user and improving 
the utilisation of public transport by selling more seats and potentially improving 
contra-flow demand.  

Low-cost housing developments are usually located on the outskirts of existing 
townships, where the land is cheap, but far from the public transport network, job 
opportunities, public amenities and social services. Providing formal, subsidised bus 
services to these areas takes time to plan and implement and is a drain on the fiscus, 
however the real issue is continuation of the services in the future (i e long-term 
sustainability).    
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7.2.2 Affordable, Accessible and Attractive Public Transport Services 

The recent draft Revised White Paper on Transport Policy states that users should 
not spend more than 10% of their disposable income on public transport. Government 
recognises that the spatial distortion caused by apartheid policies in the past, where 
poor people were located far from job opportunities, required that operational 
subsidies be paid to the operators for transporting workers commuters to and from 
economic opportunities.  

In Gauteng, the rail network expanded in line with this policy and rail services were 
made available to marginalised communities. Subsequently commuter bus operators 
were contracted by Government to supplement the rail services. The reason being 
that rail could no longer service the areas where job opportunities were located, 
together with the influx of people resulting in increased demand, to access the 
increasing job opportunities. Furthermore commuter bus services could no longer 
serve the growing demand, which resulted in the MBT industry coming into being 
which provided a flexible and responsive service. The taxi industry was founded on 
economic principles as operators had to survive economically based on the fares 
charged. 

The public transport offering in Gauteng consists mainly of passenger rail services, 
commuter bus services, and MBT services. The three modes are responsible for 
moving the majority of commuters in Gauteng by far. Of the three modes, rail and 
commuter bus services currently receive operating subsidies from Government. Their 
operations are subsided to the tune of 75% for rail and upwards of 50% for commuter 
bus. It should be noted that without this financial support from Government the 
commuter fare would more than double. 

Even with two modes being heavily subsidised, the cost of transport remains 
expensive in that 60% of users spend more than 10% of their disposable income on 
public transport at present. It is possible that the majority of the commuters who fall 
in this category make use of MBTs as the industry reportedly enjoys a 70% share of 
the public transport market currently. 

It is evident that a major deficiency in the public transport system is that it is expensive 
and the reasons for this lack of affordability is complicated and is entrenched in the 
spatial and structural fabric of the Province and relate to the following: 

• Long travel distances; 

• Directional demand; 

• No off-peak demand, and 

• Lack of modal integration. 

Accessibility to public transport services needs to be addressed especially in the light 
of safety and security concerns of the users, especially in the parts of the journey 
referred to as the first and last mile. Users appreciate that some form of walking will 
be required to access the public transport system yet women and children in 
particular feel vulnerable. In many instances there is a lack of convenient pedestrian 
facilities and safe pedestrian crossings, and where there are sidewalks, the condition 
of these facilities is not good. This is aggravated early in the morning or late in the 
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afternoon when the natural light is compromised, as well as at night. Accessing the 
public transport system takes on average 14 minutes, which includes time spent 
walking and waiting. 

Apart from Gautrain, the overall attractiveness of the public transport system does 
not do much to attract choice users, as it is almost exclusively geared to serve users 
captive to public transport. This comes at a much higher cost to society in the long-
term, than what is generally appreciated, as car users do not have an attractive 
alternative way to get to work other than their car. The choice user may consider 
public transport as a viable alternative if the service offering is attractive (safe, 
convenient, affordable) and it reduces travel time. The overall economic benefit of 
getting cars off the roads and thereby freeing up road space, and its associated  
benefits such as reduced travel time, reduced emissions and less accidents, is likely 
to outweigh the cost of such a system.  

7.2.3 Congestion, Pollution and Environmental Impact 

Transport contributes 40% to total Green House Gas Emissions in urban areas in 
South Africa, such as the Gauteng City Region. Overall congestion levels are on the 
increase as is evident from the GHTS, which indicates that the average commuter 
time in the Province increased from 47 minutes to 56 minutes over the last 5 years. 
The increased congestion levels have a negative effect on the environment (primarily 
through vehicle emissions) which in turn negatively impacts on the QoL of the citizens 
in Gauteng. 

According to the Growing Gauteng Together Through Smart Mobility Report, 2030, 
traffic volumes are still escalating by approximately 7% per year in the Johannesburg-
Tshwane corridor, resulting in increased road-based vehicles carbon dioxide (CO2) 
emissions, contributing towards global warming. As migration into Gauteng 
intensifies, pollution caused by road-based vehicles is expected to increase.  

7.2.4 Decline in Public Transport 

The commuter rail network is acknowledged to form the backbone of the public 
transport system in Gauteng. The network links previously disadvantaged areas 
(mainly residential) to major economic opportunities in the Province. Although the 
patronage on the rail system declined since the early 2000s, it still transported around 
350 000 passengers on a daily basis in 2014. Since then, commuter rail operations 
have declined even further to the point where very little to no services were available 
in 2022, post the COVID pandemic. Vandalism of the infrastructure and illegal 
invasion by informal dwellers of the rail reserve are impacting on PRASA’s mandate 
to deliver rail services in Gauteng. But even prior to the pandemic commuter rail 
market share has declined to 3.6% of the total number of commuters in 2019. 

As a result, users of the rail services have had to find alternative means of t ransport 
in the absence of rail. The MBT industry mostly filled the void as the industry is known 
to respond to demand much faster than any other mode. Due to the fact that the MBT 
industry relies on income from the passenger fares only to be economically viable, it 
can be assumed that the passengers that relied on commuter rail before its decline, 
now have to pay substantially more for their trip to work. In addition, more road-based 
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vehicles on the road, impacted negatively on congestion. According to the  GHTS, 
MBTs are transporting 88% of all public transport commuters on a daily basis. 

Bus services contracted by the GDRT and subsidised through the PTOG, have also 
seen a steady decline over the last few years. The reasons are less obvious than is 
the case with commuter rail, but can nevertheless be ascribed to the following: 

• Contracted routes substantially the same since 1994 

The bus routes serving previously disadvantaged areas were planned in isolation 
and did not consider integration with other public transport modes. The majority of 
these routes serve major employment nodes directly. These contracted routes 
have therefore remained substantially the same since 1994. 

• Age of the buses 

Issues experienced over the years with converting the bus contracts from interim 
contracts to tendered contracts have impacted negatively on the operators’ ability 
and willingness to invest in their fleets.  An aged bus fleet is less reliable as it is 
more prone to breakdowns and the overall attractiveness impacts on the user’s 
acceptance and use of the service. 

• Rigidity of the tendered contracts 

The interim and tendered contract principle is that the subsidy is based on a 
rate/km and each contract has a set number of revenue kilometres that it is 
contracted by government to operate. Although the overall total number of 
kilometres is fixed, the contract does allow for slight deviations based on capacity 
utilisation of the buses on trips. The operators are allowed to cancel trips and 
introduce trips, as long as it remains within the overall contracted kilometres. Even 
these slight adjustments can only be done in line with the rules of the contract. In 
the current contracting regime, it is not possible to introduce new routes or extend 
existing routes, as it would increase the revenue kilometres to fall outside the 
budgeted revenue kilometres.  

Another contributing factor to the inefficiency and exorbitant cost of the public 
transport system (apart from land use and public transport integration) , is the that 
public transport services are planned by operators and compete for passengers. 
The principle of competing for a route and not on a route is established in terms of 
the PTOG and NLTA tender environments and to a lesser extent economic 
regulation in the MBT industry through the issuing of operating licences for specific 
routes. In theory, operating licences should only be issued to the extent that they 
satisfy the demand on the relevant route or corridor.     

The fragmented manner is which public transport is planned and funded 
contributes to the inefficiencies of the overall system.   

• Entry barriers for new entrants in providing subsidised PT 

The intention of the policy and legislation is that all road-based subsidised public 
transport services will be put out to a competitive tendering process. The DoT has 
prepared and made available and gazetted Model Tender and Contract 
Documents (MTCDs) for this purpose. 
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In terms of the MTCD issued by the GDRT as recently as October 2021, the 
Government intends to contract only with bidders that have a Level 1 or 2 B-BBEE 
status. In addition to this, a condition of the tender regarding sub-contracting states 
that the successful bidder will be required to sub-contract at least 30% of the value 
of the contract to any public transport operator registered on one or more of the 
categories as stipulated in Regulation 4 of the Preferential Procurement 
Regulations, 2017.  

The subsidised public transport market needs to be opened up to enable new 
entrants to be established in the market. This should over time enhance 
competitiveness and possibly even lower the cost of providing the service. 

The current tender documents and process favours the incumbent operator. A 
high-level review of the current tender process revealed the following stumbling 
blocks: 

• Time allowed to compile a compliant, competitive bid is not sufficient 

• Appreciation of the bus supply market 

o Used commuter buses generally not available 

o Acquiring new fleet is expensive 

o Impacts negatively on bid price and competitiveness 

• Acquiring a new fleet a long and drawn-out process 

o Impact on bid compliance with contract requirements 

• Appreciation for the financial sector processes 

o Tenderer must prepare a bankable business plan 

o Financial model must be up to standard 

o Fare revenue based on old data 

o Reluctant to provide financial guarantees at bid submission 

The MBT industry has also benefited from the decline in PTOG ridership since 2014. 
The efficient deployment of modes on the network and deploying the modes on the 
corridors where the demand, distance, and network requirements are taken into 
account does not seem to have been a consideration when deciding on the awarding 
of operating licences to road-based public transport modes.  

7.2.5 Lack of Modal Integration 

The lack of modal integration between the different transport modes is a contributing 
factor to the decline in public transport ridership. The reasons for lack of modal 
integration are complex and can be found in the way in which public transport in 
general, and specifically the individual modes, are planned and funded. Modes 
continue to be planned in silos with funding streams also flowing in silos to the 
different modes.  

Modal integration requires integration on different levels for it to be successful. 
Infrastructure, timetables and ticketing systems should as a minimum be integrated, 
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for modal integration to work and provide passengers with a seamless experience in 
making their journey on the public transport system. 

Intermodal facilities can be found at Metrorail stations and modal integration between 
Metrorail and Gautrain can be found at the Hatfield, Pretoria, Park and Rhodesfield 
stations. The formal intermodal facilities at Metrorail stations were designed and 
constructed around the requirement of operators and not necessarily around the 
needs of the user. For example, there are limited raised pedestrian crossings 
provided to avoid conflict between passengers and vehicles, the pedestrian walkways 
within the facility are seldom covered and the ablution facilities are inadequate and 
located away from the foot traffic. Informal hawkers often compete with the queuing 
space provided, forcing passengers to wait in the lane of the approaching vehicle. 
Provision for special needs passengers is lacking in most cases. 

Timetable and ticket integration in lagging behind and is not yet at the integration  
level that would improve the existing passenger experience or would attract new 
passengers to the system. Apart from Gautrain and the BRT systems, timetable and 
fare information is difficult, if not impossible, to obtain.  

The biggest challenge in achieving modal integration on the public transport system 
in Gauteng, is the fact that the MBT industry is informal and operates in its own unique 
way. In this regard, the fare structure probably is the most critical issue to be 
addressed before the MBT industry can participate in a transport network where the 
modes are fully integrated. Currently passengers can only pay cash for their trip and 
the fares on corridors are based on a flat fare structure. 

7.2.6 Strengthening Regulatory Oversight 

Any person that transports passengers for financial gain by road, must obtain a public 
operating licence, and this applies to MBT operators, metered taxi, and bus 
operators. New regulations are being finalised to regulate e-hailing services, which is 
as a public transport service in terms of the NLTA.  

Since its establishment in 2011, the Gauteng PRE has been grappling with fulfilling 
its mandate of efficiently disposing with operating license applications, faced with the 
following challenges: 

• Capacity; 

• Planning Authorities Co-regulatory challenges, and  

• System inefficiencies (NLTIS, OLAS & RAS). 

The PRE has further indicated the following reasons for the current state regarding 
the issuing of OLs: 

• System inefficiencies 

o For over a decade, the current NLTIS has been compromised by inefficiencies 
which contributed largely to the backlog. The competency to develop an 
operating licensing system lies with the DOT, which has not been successful 
in its efforts to review the current system and overcome inefficiencies. 
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• Capacity deficiency 

o The unit has been suffering chronic under-capacity over a decade subjecting 
each official to perform the work volume of 2 to 4 officials.  

• External regulatory dependencies 

o Section 55 of the NLTA mandates the GPRE to refer received applications to 
Planning Authorities for their directions and guidance in terms of their 
Integrated Transport Plans. The GPRE has challenges in obtaining input from 
certain municipalities for processing of operating licences. 

• Non-compliance by the applicant 

o The delay by the applicants/ operators to uplift operating licences following 
the granting of applications has been condoned by the GPRE and that 
exacerbated the accumulation of backlogs. 

The timely issuing of operating licences to especially MBT operators, has been 
plaguing the regulation of the industry for many years and is one of the biggest 
problems that prevent the MBT industry from fulfilling its rightful role in the public 
transport offering in Gauteng. 

The Gauteng Taxi Summit, held in 2019, to specifically identify issues that plague the 
development of the industry, established 5 commissions to oversee the 
implementation of issues raised at the summit. One of the commissions was tasked 
with what was labelled as the “Regulatory Framework”. 

The concerns centre around the time it takes from applying for an operating licence 
(OL). Regulation 25(2) of the NLT Regulations provides that where an operator has 
applied for renewal of an OL and the OL has not been issued by the expiry date, the 
receipt that is issued upon payment of the administrative fee at the time of application 
will be regarded as proof of a legal OL. However this regulation is apparently not 
applied, with the result that many operators who renewed their OLs are deemed to 
be operating illegally on the roads as their OLs have expired. Where the regulations 
provide for 60 days to finalise the application process, the PRE is currently taking up 
to a year to issue an OL. The issuing of fraudulent OLs was also flagged as a concern. 
It was acknowledged that PRE officials as well as MBT owners play a role in this. OLs 
are issued after hours and during public holidays which tends to be suspicious, and 
in most instances, results in fraudulently issued licences. 

The number of legal operating licences issued by the PRE does not accurately reflect 
the actual number of MBT vehicles operating in the Province. There is a substantial 
backlog between the application for operating licences and the issuing of the OL. The 
conversion of permits to operating licenses has also lost momentum over time.  

The impact of this gap in understanding the real extent of the MBTs operations in the 
Province impacts negatively on the ability of planning authorities to plan for the 
industry needs, especially in terms of infrastructure requirements. Planning cannot 
happen in a coordinated and effective manner, if the planning authorities do not know 
how many MBTs to plan for. This void in the regulatory environment creates space 
for illegal operators to enter the market, which leads to an oversupply of vehicles and 
potential conflict between operators and associations.  
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To highlight the extent of the problem, the following information was obtained from 
the PRE: 

• Backlog ‘inherited’ in 2012:  60 000 

• By July 2019, reduced to:  26 000 

• By July 2021, increased to:  33 000 

• By July 2022:    11 000 

7.2.7 Safety and Security 

The safety and security of the transport system is a major concern for the users of 
the system, especially more vulnerable groups such as women and children who are 
at risk. 

Due to the large number of households (70% of households in Gauteng do not own 
a car) that depend on the public transport system for their daily commute, it is critical 
for the authorities to keep the system secure and the passengers safe. The elements 
of the system are broken down into infrastructure security, vehicle safety and 
passenger safety. 

Commuter rail has failed from an infrastructure security perspective over the past few 
years mainly, due to vandalism and theft of the infrastructure on the rail network. This 
is to a large part attributed to issues related to contracting of security companies. 
Cable theft is a major cause of concern as it brings the services to a halt on the 
specific corridor, which then impacts on the rail services on the network as a whole. 
Securing the infrastructure along the network and stations is key for  the commuter 
service to fulfil its rightful place as the backbone of public transport in Gauteng. The 
infrastructure also needs to be protected against illegal squatters in the rail reserve. 
In times of unhappiness with the rail service, vandalism escalated to arson attacks 
on the rolling stock which resulted in carriages being destroyed. In-vehicle passenger 
security on commuter rail services has also been a challenge where passengers are 
being robbed while travelling, due to crowding.   

Attacks on road-based public transport infrastructure are less common in the 
Province. The largest investment in road-based public transport infrastructure is MBT 
ranks that are planned, designed and constructed by the planning authorities, and 
located throughout the Province. Although incidence of violence occurs within and 
nearby these ranks, evidence of ranks being destroyed to the extent where they need 
to be rebuilt is not available. 

The safety of passengers, whether perceived or real, plays a major role in the 
passenger’s decision to use public transport. Passengers want to be and feel safe 
when accessing the system, waiting in a rank or at a stop on a route, and in the 
vehicle. While travelling in the vehicle, passengers also want to be safe in the 
knowledge that the vehicle is roadworthy and will not be involved in an accident. 

In general, public transport users do not feel safe in accessing the modes (walking to 
and from the mode) and waiting at a bus stop/ taxi pick-up point on the route. 
Crowding in taxi ranks during the peak times is also perceived as unsafe.  
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The Gauteng Taxi Summit established a commission that specifically focussed on 
road safety. The industry acknowledged that roadworthiness of MBTs is a concern. 
The industry is also concerned that it was not possible to scrap old vehicles due to 
the unavailability of OLs.  

In terms of driver and commuter behaviour, the following was noted at the Summit: 

• Operators are hiring unskilled drivers; 

• There is a lack of professional conduct, unbecoming behaviour and reckless and 
negligent driving by taxi drivers; 

• There is non-compliance by taxi drivers with traffic rules and regulations; 

• There is a lack of regular health and wellness assessments for taxi drivers to test 
their fitness to drive; 

• Drinking and driving is an issue that endangers passengers and other road user’s 
lives, and  

• Commuters create safety challenges by hailing and stopping taxis anywhere due 
to a lack of dedicated laybys. For example, commuters often request a stop in an 
intersection, which creates unsafe road and passenger conditions. 

Poor road conditions, such as potholes and the lack of proper road signage, are 
viewed by the industry as major contributing factors to unsafe driving behaviour. 
Drivers utilise all means possible to keep on moving, including weaving through 
oncoming traffic in an effort to miss potholes.   

In terms of security, the Gauteng Taxi Summit established a Crime Prevention 
Commission that intends to address taxi violence, amongst other issues. The 
Commission recognised that taxi violence has an impact on taxi operators, 
passengers and innocent by-standers and, in fact, poses a threat to the public 
transport fraternity. It was further recognised that the impact of taxi violence is far -
reaching as it: 

• Prevents the participation of women, youth and people with disabilities to make 
use of the industry for their daily commute because of fear, and 

• Affects the credibility of the taxi industry by scaring away potential business 
partners and investors. 

In terms of issues regarding security at specifically taxi ranks, the following was 
noted: 

• The abuse of alcohol and drugs by employees of the taxi industry, such as rank 
marshals, at taxi ranks is increasingly a concern to the industry; 

• Movement within taxi ranks and the area surrounding taxi ranks is not conducive 
to the safe and free movement of passengers; 

• The current rank management structure of taxi ranks was inefficient as it promotes 
illegal activities, and 

• Firearms, both legal and illegal, can be found at taxi ranks.   
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7.2.8 Universal Access 

Special needs passengers are not well catered for in the public transport system in 
Gauteng. Public transport infrastructure provision, including non-motorised transport, 
has until recently not been designed and constructed in such a way that the needs of 
people with disabilities have been catered for. 

Lack of physical access, both to and within the built environment, is a major factor 
contributing to the ongoing exclusion of people with disabilities from mainstream 
society and using public transport. The accessibility of the built environment concerns 
how easily, safely and equally people with special needs or impairments can use 
buildings, facilities and public spaces. Physical and other barriers discriminate 
against some people by not allowing them to move freely and independently within 
their built surroundings (SAHRC, 2002). The Gauteng Provincial Disability Rights 
Policy addresses Universal Barrier-Free Access with the objective that all persons 
with disabilities have equal access to the physical built environment and to other 
facilities and services provided for or open to the general public in rural and urban 
areas.  

Problems with many existing Public Transport systems include the following: 

• Pre-travel confidence and information – lack of information to give passenger 
confidence that trip can be made; 

• Origin to point of access – poor provision/ maintenance of public facilities 
(sidewalks, directional signage, etc); 

• Point of access – difficulties identifying the vehicle needed for travel and 
distinguishing vehicle destination; 

• Boarding and alighting – vehicles are generally inaccessible, overcrowded and the 
dwell time of vehicles at stops is prolonged, and  

• On-board the vehicle – unsafe speeds and lack of restraint systems make it unsafe 
to use the services and be comfortable.  

7.2.9 Funding 

Funding is becoming increasingly problematic in the current environment where the 
economy has contracted substantially mainly due to sluggish growth due to 
Government policies, state capture and more recently the impact of the COVID19 
pandemic. During the height of the pandemic (hard lockdown in 2020) government 
had to re-prioritise and re-allocate funds to cover the costs of fighting the pandemic. 
The lack of sufficient funding is affecting the public transport system as follows: 

• Extent and rate at which networks and services can be expanded and extended; 

• Extent to which the affordability of services can be promoted; 

• Ability to allocate sufficient funds to be able to maintain infrastructure and facilities 
at required levels, and 

• Ability to refurbish and replace rolling-stock and vehicles as required.   
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It is appreciated that demands on the fiscus will always outstrip available government 
funding. Government revenue is directly linked to the strength and continued growth 
of the economy, as a strong economy will provide more taxes from profit generated 
by the private sector and payroll tax as more people are employed. A strong and 
growing economy also provides comfort to international rating agencies regarding the 
stability of the country, which in turn impacts on the credit rating of the country. A good 
credit rating means that international lenders are more willing to lend money to the 
country at more favourable interest rates as the risk of defaulting on  payments is 
reduced. The cost of borrowing becomes less expensive which means more can be 
done with the funds as less funds are required to pay back the loans.  

South Africa has experienced a stagnant economy for over a decade, with GDP 
growth constantly less than 2% per annum and a contraction of 6% in 2020 due to 
Covid19. 

The National Treasury has capped the budget allocation increases through the MTEF 
to 3% per annum for the 2022/23 – 2024/25 period. Any additional expenditure from 
provinces must be funded from either inter-departmental savings or through re-
allocation between different Departments within the Province.  

The reality is that attempting to maintain the status quo will be a challenge as goods 
and services required for the transportation system historically increased more than 
the cap put on the MTEF as some of these goods and services are imported. The 
weakening of the Rand against major trading partners creates pricing distortions that 
are difficult to contain. As the Rand weakens less goods and services can be imported 
which eventually impacts on government’s ability to deliver. 

The Province receives most of its funding from the national fiscus through the 
equitable share and grant funding allocations mechanism provided for in the DoRA. 
As a result of the reduced allocation and capped increases, Gauteng Province will 
have to investigate additional sources of funding to supplement these traditional 
sources. 

Sourcing partnerships with the private sector, through PPPs is possibly one such an 
alternative source of funding. It is also not a new concept to the Province as the 
Gautrain was funded and is operated on a PPP model.  

Funding of public transport is dealt with more extensively in Chapter 13.  



      
   

 

 
       

184 
 

 

 

7.3 Public Transport Strategies  

In addressing the deficiencies, the Province will focus on the following priority areas: 

7.3.1 Land-Use and Transport Integration 

The relationship between transportation and land-use is key for sustainable 
development. Investment in transportation systems in Gauteng prioritised high speed 
mobility, with the focus on moving vehicles, rather than on public transport systems, 
with the focus on moving people. This resulted is development that is spread out and 
dependent on private car to access. This places all other modes of travel at a 
disadvantage. 

When considering integrated land use and transport planning, place-making 
promotes a simple principle: if you plan cities for cars and traffic, you get cars and 
traffic. If you plan for people and places, you get people and places. The power of 
this simple idea is that it reflects basic truths that are rarely acknowledged. One such 
truth is that more traffic and road capacity are not the inevitable results of growth. 
They are in fact the products of very deliberate choices that have been made to shape 
our communities around the private automobile.  

The focus areas for land-use and transportation integration are: 

• the establishment of a hierarchy of nodes coupled with the improvement of 
linkages and connectivity between these nodes and areas of economic 
opportunity; 

• land use-public transport integration through nodal and corridor development; 

• the promotion of viable public transport systems and reduction of reliance on 
private mobility with strong emphasis on densification along the priority public 
transport corridors, especially rail and BRT trunk routes, which form the basis of 
the IRPTN system, and 

• public transport routes become the priority areas for densification and infill 
development. 

It is evident from these principles that there is the strong emphasis on public transport 
becoming the basis of the ‘movement system’ in the Province, and urban corridors, 
activity spines and public transport routes create the framework for future processes 
of densification and intensification, including Transit Oriented Development (TOD) 
comprising mixed uses around road- and rail-based public transport facilities. 

This topic is also dealt with in Chapter 5, where the Integrated Development 
Framework is discussed 

7.3.1.1 Strategies 

The responsibility of the strategies lies with the Province (TAG) and metro and district 
municipalities as part of the planning and development of their integrated (rapid) 
public transport networks and the following is proposed: 

• Focus on high-priority public transport corridors, that form the structural 
component for focussed spatial development and city building; 
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• Support a public transport corridor with a few routes and frequent services (rather 
than many routes with fewer frequencies) to establish the concept of a priority 
corridor and provide developers with confidence in the permanency of the public 
transport system; 

• Support IPTN linkages and public transport services to major new developments 
and existing, high density nodal developments of Provincial significance, and 

• Support in-filling and mixed-use along IPTN corridors and TOD developments. 

7.3.2 Provincial Wide IPTN  

A Provincial Integrated Public Transport Network should be informed by the provincial 
commuter and passenger rail (PRASA and Gautrain) networks, as well as the  IPTNs 
with dedicated bus rapid transport trunk lines at its core, as a minimum. 

• Network Continuity across municipal/ provincial borders 

The overall principle of providing network continuity is to support the transport 
demand in the Province by improving the linkages, and to provide for future 
linkages, taking account of future employment opportunities. The network should 
also address regional mobility by extending linkages beyond planning authority 
boundaries. 

The characteristics of the individual network components are indicated in Table 7-1. 

Table 7-1: Characteristics of individual road-based network components 

Network 

Component 

Service Type Typical function Route characteristics Typical 

station/Stops 

spacing 

Rail Rapid Rail Regional Mobility Right of Way 8 - 10 km 

Metro Rail 3 - 5 km 

Commuter Rail 2 - 3 km 

Rapid Road 

Transit 

BRT Urban Mobility Separate Right of Way 500 - 800 m 

Continuity Class 1 - 3 roads 

Quality Bus 

Service 

High throughput Urban Continuity Partial separate Right of 

Way (HOV) 

350 - 600 m 

road-based Medium Accessibility Mixed traffic 

    Class 1 - 3 roads 

Commuter bus 

service 

Road based Urban Continuity Partial separate Right of 

Way (HOV) 

300 - 500 m 

  Mixed traffic 

Medium Accessibility Class 1 - 3 roads 

MBT Lower 

throughput 

Local Continuity Mixed traffic 100 - 400 m 

    

High accessibility Class 4 and 5 roads 
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Network 

Component 

Service Type Typical function Route characteristics Typical 

station/Stops 

spacing 

MaaS Metered taxi, e-

hailing 

High accessibility Mixed traffic 0 - 100 m 

Tuk-tuks   Class 4 and 5 roads   

Source: ITMP25 

 

• The Role of Modes 

The role of transport modes along corridors should be decided in principle and 
implemented over time. It is influenced by the availability of infrastructure and 
facilities, distance travelled and passenger volumes.  

The departure point should be that the appropriate mode should be selected and 
planned for on the basis of where they have the highest impact on reducing the 
total system’s cost of travel. 

If the role of the different modes is taken into account and the most appropriate 
mode determined using the information in Figure 7-1 as a guideline, the planning 
authorities would have a much stronger case when deciding which mode should 
be supported through the operating licensing regime.   

Similar to the concept of a hierarchy of roads, a concept was developed for the 
hierarchy of public transport modes. In terms of this concept, each mode should 
be deployed where it is best suited.  

Figure 7-1 provides a useful guideline for the determination of the most 
appropriate mode to be deployed on a corridor.  
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Source: ITMP25 

Figure 7-1: Appropriate Mode 

 

The figure shows that there is a potential role for each mode in an urban public 
transport network. The lower capacity mode (MBT) is best suited to travel 
distances less than 20 kilometres, with a demand of 2 000 passengers/hour, 
whereas commuter buses are best suited for distances between 20 and 40 
kilometres, with passenger volumes ranging between 2 000 to 4 000 per hour. 
What is clear from Figure 7-1 is that a number of road-based modes can be 
deployed on corridors with a travel distance of between 20 and 40 km, with 
passenger demand of  3000 – 16 000 per hour. Rail seems to be the most 
appropriate mode on the longer (30 km +), high volume (12 000 passenger/h+) 
corridors.  

The information in Figure 7-1 serves as a guideline only and is not meant to restrict 
planning authorities in determining the most appropriate modes to be deployed 
onto the respective integrated public transport networks.  

• Modal Integration 

Although cities and municipalities produce Integrated Transport Plans, in practice 
very little integration has occurred. Integration can occur at institutional, fare, 
information-sharing, network and infrastructure levels. The three spheres of 
government plan, fund and operate separate transport systems with very little 
integration apart from a few limited exceptions.  
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The lack of integration requires commuters to have significant knowledge of the 
different systems to be able to move between them. Movement across modes is 
also not seamless and requires some effort. Captive users are more familiar with 
the ‘integration possibilities’ offered by the existing system.  

Although all components should ideally be integrated, fare integration is probably 
the most critical aspect that must be addressed for modal integration to be 
successful. The establishment of an Account Based Ticketing System facilitated 
by SANRAL means that commuters can move away from multiple, non-integrated 
fare collection systems to systems that require only a single account identifier. This 
will allow commuters to utilise multiple modes of transport, regardless of whether 
the services are managed by a single operator or by multiple operators.  

7.3.2.1 Strategy 

The responsibility of the strategies lies with the Province (TAG) in collaboration with 
the metro and district municipalities, and the following strategies are proposed: 

• Obtain consensus among all the municipalities in Gauteng on the role of modes to 
be deployed on the IPTNs and the associated efficiencies that it can provide; 

• Establish an inter-governmental Modal Integration Working Group at the TAG, and 

• Set up and support collaboration efforts with the private sector to agree on a 
roadmap for implementing Account Based Ticketing as an essential step to 
implement EFC. 

7.3.3 Quality Public Transport 

The focus is not only to improve the quality of the existing public transport offering 
which mainly caters for captive users, but also to improve the system to such an 
extent that choice users are attracted to the system. In this regard accessibility, 
reliability and quality of services and infrastructure, inclusive of providing access to 
people with disabilities, is the focus.  

From a sustainability point of view and keeping with the climate change protocols to 
reduce GHG emissions over time, it is essential that private car usage be minimised. 
For such a shift to take place, there needs to be a viable alternative for the car user 
in the form of a quality public transport system.  

The introduction of Gautrain to the public transport landscape in the Province over a 
decade ago has proven that car users can and will make a shift to public transport, if 
it is offered at a high quality, in terms of convenience, safety, speed and affordability. 

As part of the quality improvement initiatives, the norms and standards in Table 7-2 
are suggested as a guideline to be used in the Province. They refer to norms and 
standards for infrastructure, vehicles and services for road-based public transport. 
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Table 7-2: Norms and standards for road-based public transport 

Component Norms and Standards 

Infrastructure 

Separation of travel modes Designated entrance, separating vehicle and NMT movement 

Ease of transfer between 

modes 

Waiting areas and connection spaces integrated 

User requirements Designed with safety and security in mind. Universally Accessible. 

Operational information readily available 

Passenger facilities Seating, ablution facilities, covered walkways, Wi-Fi access 

Way finding Signage and way-finding standardised across the Province. 

Safety and Security Adequate lighting, activities visible from outside, CCTV monitoring 

Vehicles 

Condition  Universally Accessible. Roadworthy and licensed at all times 

Age Not be older than 10 years, taking into account rebuilt and rehabilitated 

vehicles in the case of buses 

Safety and Security All vehicles fitted with safety belts, CCTV and fire extinguishers 

Services 

Availability At least 18 hours per weekday and 12 hours on weekends 

Reliability Every 10 min during peak period and at least every 30 min during off peak  

Accessibility Access a public transport service within 15 minute’s walk  

Waiting time Maximum 10 min in peak period and 30 min during off peak 

Information availability Timetable and fare information readily available on App/Call Centre 

Vehicle comfort Working air conditioner, regulating in-vehicle temperature 

7.3.3.1 Strategy 

The responsibility of the strategies lies with the Province (GDRT and TAG) and 
metropolitan and district municipalities, and the following is proposed: 

• Ensure that the arrangements, contracts and concessions for the provision of 
formalised public transport services include minimum performance standards (i.e. 
performance regimes), as well as incentives and penalties for either exceeding or 
not meeting performance standards, such as availability, punctuality, quality, 
safety, etc. This could also include sharing in or being allocated some fare revenue 
income when patronage increases above pre-determined levels, and 

• Set up reporting mechanisms for the municipalities to report on the agreed norms 
and standards to be maintained. 

7.3.4 Devolution of the Passenger Rail Function 

Passenger rail planning, implementation and operations are currently the 
responsibility of PRASA.  Although rail is often referred to as the backbone of the 
public transport system in Gauteng, the services that are operated by PRASA, are 
planned and budgeted for by PRASA. The planning authority has limited input into 
the services offered currently as there is no service level agreement between the 
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operator and the planning authority. Section 11(1)(c)(xix) of the NLTA provides that 
municipalities are responsible for service level planning for passenger rail on a 
corridor network basis in consultation with PRASA.   

The White Paper on Rail Policy intends to change the way in which rail services are 
operated in that transport functions will be devolved to the most appropriate sphere 
of government.  A devolution strategy will be formulated. 

Due to the uniqueness of the Gauteng Province (with three metropolitan cities 
bordering each other), the Province is well positioned to explore taking over the rail 
function. In addition, the Province has proven experience in managing Gautrain, 
through the GMA, to manage passenger rail concessions and contracts over the last 
decade.  

7.3.4.1 Strategy 

It is proposed that the responsibility lies with the Province (TAG), and that it 
commissions a due diligence study for the assignment or devolution of the passenger 
rail function or elements thereof to the Province, including the devolution of 
associated grants and funding. 

7.3.5 Passenger Safety and Security 

This section deals with passenger safety and security on the public transport system. 
Car accidents and road safety is dealt with in Section 9: Transportation Management 
Strategy. 

Passenger safety and security, whether experienced or perceived, impacts negatively 
on the usage of public transport services. When passengers do not feel safe, they 
are generally reluctant to use the system. Research has shown that it is especially 
women and children that feel vulnerable. 

There are many reasons for the overall state of security in the country, stemming from 
social reasons to economic reasons, which falls outside the scope of the PLTF.  

Keeping the public transport system, in all its components (walking/ waiting along 
routes, at facilities and in vehicles), safe for the users is the overall responsibility of 
government. Implementing safety and security measures requires substantial 
resources in terms of manpower and the use of technology as a tool to improve safety 
and security. 

A proven way of keeping passengers safe in the public transport system is through 
constantly reminding them of the importance of keeping vigilant while on the system. 
Messages on keeping your personal belonging close to you, walking/ waiting in 
groups rather than alone and avoiding eye contact with strangers has led to a 
decrease in the number of personal attacks on public transport systems. This 
intervention works well in systems where public announcements are a part of the 
information provided.  

The huge strides made with technology in the last 5 years and the advent of big data 
and machine learning, has opened up new ways of communicating with the 
passengers. Technology can now be used to communicate similar messages to the 
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passenger and can even inform the passengers of incidents as they are reported. 
The private sector has already developed an App that is used as a panic button. It is 
linked to private security companies and when the user activates the panic button the 
closest vehicle is dispatched to the location. 

7.3.5.1 Strategy 

This is not seen as a TAG responsibility, but for improvement in the area of passenger 
safety and security, TAG is required to play a coordination role. 

The following strategies are proposed: 

• TAG to collaborate with SAPS and other agencies to improve visible policing at 
public transport facilities and at stops along major corridors; 

• TAG to collaborate with the private sector to provide social media solutions to 
improve policing, and safety and security of travelers, and 

• TAG, in collaboration with municipalities to actively pursue small scale PPPs in the 
safety and security space with technology providers. 

The responsibility of the following strategy lies with TAG: 

• Provide minimum standards for public transport facilities of provincial significance 
to enhance the safety and security at these facilities, and 

• In collaboration with municipalities, provide minimum standards for public 
transport facilities to enhance the safety and security at these facilities.  

7.3.6 Regulation of Road-Based Modes and Services 

The regulation of road-based public transport is governed by the NLTA and its 
Regulations. Since the promulgation of the Act, and previously under the National 
Land Transport Transition Act, the MBT industry has been under pressure to convert 
area-based permits to route based OLs, and where applicable to apply for new OLs. 

The legislation is clear on the functions of each entity, their responsibilities, and the 
process of dealing with the application for an OL. For the sake of clarity and due to 
the importance of regulating the public transport industry, a high-level interpretation 
of the legislation, specifically pertaining to the issuing of operating licenses in the 
Province follows.   

Although the Act makes provision for 3 regulating entities to be established, only the 
National Public Transport Regulator (NPTR) and PRE have been established. No 
municipality has managed to establish a Municipal Regulatory Entity (MRE). The 
NPTR and the PRE are responsible for regulating road-based public transport 
through the issuing of operating licenses. 

The functions of the NPTR, relevant to the issues facing the industry, are indicated 
below: 

• It must produce and regularly update a standardised procedures manual for itself 
and for Provincial Regulatory Entities; 
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• In the case of an application for an operating licence for an interprovincial service, 
it must then consult the relevant PRE and planning authorities, and  

• Where a PRE delays an application, the applicant may submit the application to 
the NPTR.  

The NPTR currently only deals with tourist transport services and is not yet in a 
position to deal with interprovincial OL applications. 

The PRE must inform all planning authorities in whose areas the services will be 
operated and request them to give directions with regards to the application based 
on their integrated transport plans (ITPs), within the period stated in the notice. The 
planning authority must:  

• Indicate whether there is a need for the service on the route or routes in terms of 
its integrated transport plan or not, and, if there is a need, direct the PRE to grant 
the OL and if its ITP is not yet finalised or is inadequate, it must take the decision 
based on due inquiries and investigations carried out by it, and  

• Submit such response to the PRE, within the prescribed period or the period 
stipulated in the notice.  

Where the public transport requirements for the particular route are adequately 
served by an existing public transport service of a similar nature, standard or quality 
provided in terms of a commercial service contract or subsidised service contract in 
terms of operating licences as shown by its ITP, the planning authority must direct the 
PRE to refuse the application. 

A PRE, in disposing of an application, must act in accordance with the relevant ITP 
and directions of the planning authority and must not grant an OL contrary to the 
directions of the ITP of the planning authority. Where the planning authority has failed 
to respond to the request, the PRE may dispose of the application without any input 
from the planning authority based on information at its disposal. 

The NLT Regulations detail the process of applying for an OL or converting a permit 
to an OL. The main steps in the process, relevant to the current issues facing the 
regulation of the public transport industry, are as follows: 

• An application to a PRE for the granting, renewal, amendment or transfer of an 
operating licence must be lodged by submitting the completed standard 
application form; 

• The PRE must notify every planning authority in whose area passengers will be 
picked up or set down by e-mail or fax of an application received and those 
planning authorities must supply their comments or recommendations to the PRE 
within the 30 days; 

• Where a planning authority fails to respond to such a notice within the specified 
time, the PRE may proceed to process and decide upon the application without 
their input, and 

• A notification must be in accordance with the standard form and contain particulars 
sufficient to enable the planning authority to submit a response based on its ITP.  
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The focus is on improving the functioning of the PRE to eradicate the backlog and 
improve the efficiency of the entity with the disposal of OL applications going forward. 

7.3.6.1 Strategy 

The responsibility of the following strategies lies with the GDRT, being:  

• Commence with an independent evaluation of the efficiency of the regulatory 
process and capacity at the PRE and if required improve efficiency; 

• Initiate discussions with DOT/ NPTR to streamline processes related to 
interprovincial and tourism services, and 

• Facilitate discussions with the planning authorities, addressing the possible gaps 
in the ITPs should the authority not be able to adequately respond to the PRE for 
operating licence applications in terms of its approved ITP. 

7.3.7 Affordability, Subsidies and Funding 

For the captive user, there exists a direct relationship between affordability and the 
distance of the trip. In most instances, these users are settled in areas far away from 
economic and other opportunities. Hence the importance to pursue integrat ion of land 
use and transport interventions as matter of urgency. Affordability to the user will 
remain an issue for the foreseeable future. 

In addition to the interventions mentioned above, for a public transport system to 
become more affordable to the user, initiatives should be explored to make the 
operators more effective and efficient. These initiatives should focus on managing the 
cost down of the operator, increasing the fare income and maintain ing acceptable 
service standards in terms of availability, punctuality and quality. 

The subsidy mechanisms used in the Province are limited to a deficit subsidy 
mechanism (PRASA and municipal bus services), a concession which includes a 
patronage guarantee for Gautrain and producer side subsidy mechanisms for 
subsidised bus services and BRTs. Consideration needs to be given and subsidy 
allocation mechanisms need to be re-assessed to ensure that in future allocations 
mechanisms are deployed that optimise efficiency, optimally target intended 
beneficiaries, enable effective management of service provision and fairly allocate 
risks to operators and contracting entities.    

Sufficient financial support should be provided to maintain, upgrade and expand the 
infrastructure, as well as operational financial support. Operational support and 
subsidies should not only be sufficient to target affordability of services to workers,  
but also to potentially widen the targeted groups to include people with disabilit ies, 
learners and the unemployed. 

The need for improved public transport systems is such that Government funding 
sources, on their own, will not be sufficient to sustain the investment required to affect 
the required modal shift from private to public transport. Government will have to 
pursue all avenues of funding/partnerships that are available and leverage them as 
far as possible. The GDRT has proven experience in successfully implementing a 
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PPP project and this knowledge and experience should be tapped into for projects of 
a similar scope. 

It is also necessary to re-confirm the current funding sources and flow of funds for 
public transport operations. Even in an environment where funding is limited, there is 
a sense that more can be done with the existing funding if it is under the control of 
one contracting authority or greater integration and collaboration exists between the 
various spheres of government responsible for contracting and managing public 
transport service providers. 

7.3.7.1 Strategy 

The responsibility of the following strategies lies with TAG: 

• Collaborate with all spheres of government to obtain agreement on consolidation 
of operational subsidies, targeted beneficiaries and appropriate subsidy allocation 
mechanisms, and 

• Collaborate through existing and new platforms to attract funding for  public 
transport infrastructure, facilities and services. 

7.3.8 Expedite the Expansions and Extensions of the Gautrain Rapid Rail Link  

The proposed expansions and extensions of the Gautrain Rapid Rail Link are 
important to the economy of Gauteng, as they will provide much needed access, 
specifically to the western and south-eastern areas of the Province, linking those 
areas with Sandton, ORTIA and the eastern parts of the CoT. It will also impact 
positively on the current ridership of the existing system both for commuters and 
airport travellers. 

The feasibility of Phase 1 of the network extensions from Marlboro to Little Fa lls has 
been completed and is awaiting approval from National Treasury. 

7.3.8.1 Strategy 

The responsibility of the strategy lies with the GMA, with the TAG in a supportive role 
to provide assistance to the Agency where required, to expedite the expansion and 
extension of the Gautrain rapid rail network. 

7.3.9 Restructure, Rationalise and Integrate the PTOG Services Into the IPTNs 

The PTOG subsidised bus services have been operating substantially on the same 
routes for over 30 years. Over the last decade, new public transport systems such as 
Gautrain and BRT systems in the three Metros have appeared on the landscape. The 
spatial structure and urban form of Gauteng has also changed over this time and 
significant expansion of urban developments has taken place.  

The focus is on rationalising the existing routes to respond to the current urban form 
and changed public transport landscape. The existing PTOG routes must be 
rationalised to support the rail and IPTNs in such a way as to eliminate, or at least 
minimise, parallel services, and to provide feeder services to rail where necessary. At 
provincial level, such an intervention can lead to a reduction in the overall contracted 
kilometres on the PTOG contracts, which can lead to a direct saving on the PTOG 
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subsidies. This saving can then be used to improve the quality and safety of public 
transport services, or to extend the subsidy to include all operators that are contracted 
on the IPTN.  

The current bus operator market is very small, with a few large players and not 
sufficient competition in the market to render the tender process competitive and 
efficient. The Model Tender and Contract Documents do make provision for a 30% 
set-aside of any contract for previously disadvantaged companies, but this is not 
sufficient to get new role-players active and successful as stand-alone entities in the 
market.  

7.3.9.1 Strategy 

The responsibility of the following strategies lies with TAG: 

• Restructure the PTOG operations to reflect the Gauteng spatial structure and 
urban form, participate in modal integration and align with the IPTNs; 

• PTOG subsidised contracts review to be based on rationalised routes and 
services, and which incorporates green bus technologies, integrated fare 
collection technologies, and universal design features, and 

• Engage with the DoT on possible changes to the MTCDs that will encourage 
participation by new entrants in the market. 

7.3.10 Minibus Taxis 

The focus on MBTs is aligned with the resolutions taken at the Gauteng Taxi Summit 
in 2019. 

The summit framed its own vision for the taxi industry, that is aligned with the Growing 
Gauteng Together vison, with the difference that its vision can only be achieved 
through modernising the Taxi Industry. 

In addition to the vision, the strategic objectives that were formulated at the summit, 
relate to: 

• Working within the existing regulatory framework; 

• Modernising the MBT industry; 

• Upholding and working within the road safety prescripts; 

• Corporatizing and empowering the MBT industry, and  

• Eradicating violence, fraud and corruption. 

The challenges listed by the industry representatives can be summarised as relating, 
overall, to high levels of violence in the industry, poor road safety practices and 
conditions and the lack of a trusted regulatory environment.  

The outcome of the summit was the establishment of the following commissions, that 
were tasked to address the issues facing the industry: 

• Regulatory Framework; 
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• Modernisation of the taxi industry; 

• Road Safety; 

• Corporatisation, and 

• Crime prevention. 

As a major player in the public transport sector and the Gauteng economy, the 
Government is committed to address the issues emanating from the summit in a 
holistic, integrated way that will ensure lasting solutions.  

7.3.10.1 Strategy 

The responsibility of the following strategies lies with GDRT, yet the TAG will play a 
coordination and supporting role: 

• Establish working groups for each commission, consisting of GDRT and TAG 
officials as well as representatives of the taxi industry; 

• Assist and facilitate discussions between the industry and the metropolitan 
authorities regarding the best use of dedicated lanes in their area of responsibility; 

• Assist with and facilitate the implementation of the recommendations of the task 
teams established at the Gauteng Taxi Summit, and 

• Continue to support the process of conflict resolution within the taxi industry.  

7.4 Provincial Initiatives and Projects 

The following policy updates, initiatives and projects are being undertaken or are 
proposed to improve public transport, its efficiencies, effectiveness and to 
promote good governance. 

7.4.1 Policies That are Being Reviewed 

• The Policy Framework on Bus and MBT Facilities on Major Provincial Roads in 
Gauteng 

The policy and its guideline manually seek to address the challenges experienced 
by using public transport lay-bys, ranking and holding facilities, which lead to 
congestion and conflict. Lack of proper public transport facilities also threatens the 
safety of all road users and commuters. 

• The Policy for Non-Motorised Transport on Gauteng Provincial Roads 

The conflict between road users, particularly pedestrians and cyclists, who 
compete for road space with vehicles and freight, warrants a policy that not only 
promotes the use of the road by pedestrians and cyclists but also ensures their 
safety. 

• Policy on Developer's Contribution towards the Implementation of the Gauteng 
Strategic Network 

The current economic constraints faced by both government and the private sector 
warrant collaboration between all spheres of government and the private sector to 
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address the issue. The policy aims to ensure that prospective developers have a 
clear set of guidelines and rules for co-funding departmental projects as well as 
putting in place a good governance structure which will protect the parties and 
guide processes. 

• Policy for Provincial Registration and Monitoring of Modes of Public Transport  

The policy will outline registration processes for various modes of transport and 
the role of associations. It will prescribe documents, roles and responsibilities and 
provide departmental details in the registration process, whilst assigning a 
compliance monitoring role to the Department to reduce conflict and confusion in 
terms of owners/ operators, drivers and associations. 

7.4.2 Regulations That are Being Reviewed 

• Gauteng Public Transport Regulatory Entity Amendment Regulations 

These Regulations have been amended to introduce an alternative mechanism 
which will address public transport dispute conflicts/ violence and inculcate 
behavioural changes within the public transport industry. 

• Gauteng Taxi Association Regulations 

These proposed regulations will further assist in combating violence, criminal 
activities and other instances of non-compliance with legal requirements by taxi 
associations and operators of MBT-type services. 

However, the draft regulations are under review to focus on establishment of an 
inspectorate, a code of conduct for the GPRE and taxi operators, co-operation and 
joint venture agreements. The regulations are expected to be finalised in the 
financial year 2022/23. 

7.4.3 Promotion of Public Transport over Private Transport 

• Review of the 25-Year Integrated Transport Master Plan (ITMP25) 

The GDRT adopted its long-term transport plan, the 25- year Integrated Transport 
Master Plan (ITMP25) in 2013 which set out its programme for service delivery in 
the Province. 

The ITMP25 is due for review to accommodate changes in the transport policy and 
planning ecosystem which includes the new BRT systems, Gautrain Expansion, 
as well as the latest Gauteng Household Travel Survey data. 

• Household Travel Survey to measure the impact of Covid-19 on mobility patterns 

The Department completed the 2019/20 Household Travel Survey in March 2020, 
before Covid19 impacted on travel patterns. Fundamentally, travel behaviour of 
households in the Province may have been significantly altered, albeit temporarily 
and permanently. 

It is for this reason that the Department seeks to carry out a supplementary 
household travel survey which will reflect the impact of the COVID-19 pandemic 
and measure the extent to which travel behaviour has changed during the 
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nationwide lockdown regulations at different alert levels. The final survey report 
will be completed in the financial year, 2022/2023. 

• Gauteng Integrated Smart City Modelling Centre (GISCMC) for Road, Rail and 
Transport Planning (maintain functionality)   

The Department has identified a tool which is being utilised to meet the growing 
set of functional requirements needed for transportation system modelling called 
the Transport Modelling Centre. This tool will provide transport evidence based 
decision making capabilities which are required to improve the mobility of goods 
and people in the Province, and determine the need for transport infrastructure 
and public transport demand. The improved functionality of the transport model 
will continue in 2022/23. 

• Feasibility of BRT integration between CoJ and CoE 

Various possible options were investigated for an inter-municipal BRT integration 
service in the Province. The investigation established the feasibility of such a 
service, and the draft feasibility and service design have been completed.  

The 2022/23 financial year will focus on the development and approval of a 
Memorandum of Understanding between CoJ and CoE in order to establish the 
institutional arrangements and funding options for the BRT integration between 
the Cities. 

• Investigation into an appropriate network hierarchy and support infrastructure for 
MBT operations. 

The project entails a primary data collection exercise relating to MBT facilities and 
ranks to improve the Province’s analysis and reporting on the MBT industry. 

The survey is required for strategic planning as part of the legislative requirement 
of authorities to maintain adequate record keeping that will aid the development of 
operational designs of MBT services and infrastructure. The project is supportive 
of safe, effective and efficient MBT operations and is expected to be completed in 
the 2022/23 financial year. 

7.4.4 Transport Operations 

• Affordability of Public Transport 

The TAG is to undertake and study and develop a strategy for the subsidization 
and providing financial support to public transport, which will optimize the targeting 
of intended users, efficiently allocate financial support and promote the 
affordability of public transport to users, operators, government and the broader 
society.  

• Public Transport Operations Grant 

The Department has signed Inter-Governmental Authorization Agreements 
(IGAAs) with all Contracting Authorities where PTOG services operate. It provides 
for the GDRT to enter into Tendered Subsidised Bus Service Contracts on behalf 
of the PAs.  It provides for the PAs to capacitate themselves to take over the 
contracts once the duration of the agreement has lapsed. 
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The tender for 8 subsidies bus contracts was published during 2021/22, however 
the process was stopped during April 2022. 

• Electronic Monitoring System 

The Department appointed Supervisory and Monitoring Firms for a 36-month 
period in 2020. An Electronic Monitoring System was to replace the physical 
monitoring of the PTOG operations to improve the monitoring information to 100% 
real time information. The installation of the electronic monitoring system has 
commenced, and reports are being generated to assist in finalising the monthly 
claims. The department will ensure 100% compliance with electronic monitoring in 
the 2022/23 financial year. 

• Gautrain Rapid Rail Link Extensions and Expansions 

The projects and programmes planned for the Gautrain Rapid Rail Link Extensions 
and Expansions are indicated in Table 7-3: . 

Table 7-3: Projects and programmes planned for the Gautrain Rapid Rail Link 
Extensions and Expansions 

Project/ Programme Description Status 

Phase 1of the Gauteng Rapid 

Rail Integrated Network 

Extensions 

The Implementation of Phase 1(Marlboro-Little Falls} of the 

proposed Gauteng Rapid Rail Integrated Network (GRRIN} 

Extensions Project including an enhanced Sandton Station 

as well as new stations at Randburg, Cosmo City, and Little 

Falls from where the future extension to Soweto will 

connect 

Feasibility 

Completed, 

awaiting Treasury 

approval 

Waterfall Station Development The Implementation of a new station at Waterfall in Midrand 

Including commercial developments In the Station precinct 

Planning 

Samrand Station Development The Implementation of a new station at Samrand Including 

commercial developments in the Station precinct 

Planning 

Midrand Station Development Implementation of commercial developments and 

Infrastructure enhancements to Increase operational 

efficiency and customer experience at Midrand Station 

Planning 

Centurion Gautrain Station Implementation of commercial developments and 

infrastructure enhancements to increase operational 

efficiency and customer experience at Centurion Station 

Planning 

Rhodesfleld Station 

Development 

Implementation of commercial developments and 

Infrastructure enhancements to increase operational 

efficiency and customer experience at Rhodesfield Station 

Planning 

• Passenger rail 

Passenger rail services are operated by PRASA.  In relation to PRASA, the 
provincial initiative focusses on a due diligence study regarding the assignment or 
devolution of the PRASA services to the Province. 

PRASA’s plans for rail in the foreseeable future is to rebuild a new rail system that 
will allow PRASA to provide commuters with a consistently good service - a service 
that is fast, reliable and safe.  This will involve all disciplines to rebuild, replace 
and repair, namely Electrical (OHTE & Substations); Perway; 



      
   

 

 
       

200 
 

 

 

Telecommunications, Stations and Signalling. Of particular concern to PRASA is 
the destruction of the re-signalling programme over the last 10 years, as well as 
the significant loss of fare revenue and rental income.  

The immediate focus will be on the lines that transported the bulk of the commuters 
pre-2019 in line with the level of damages as a second factor. 

PRASA has identified 4 priority corridors in Gauteng, which will be implemented in 
a phased approach as follows: 

• Phase 1 – Restore full electrical service (peak and off-peak) without signalling 
and ensure functional stations, and 

• Phase 2 – Complete signalling; revitalize & upgrade stations; footbridges, 
walling and fencing. 

In terms of modernisation a major drive is the re-signalling to enhance the safety 
of the operations, which includes: 

• Automated Train Protection; 

• Automated train authorisation to replace manual authorization; 

• Optical Transmission Network, and 

• GSM-R redundancy. 

In terms of creating value around stations, the following is proposed: 

• Creating nodes for multimodal transport; 

• Develop station precincts with Private Sector; 

• Modernise stations with retail & services, and 

• Working with Local Government for Social Housing developments. 

7.4.5 Public Transport Integration 

• IFM 

The focus of the project is to operationalize the Account Based Ticketing system 
and the integration of all modes of transport. 

• Transport Management Centre 

As part of the IFM Project, the TMC is the focal point for communicating transport 
related information. The objective is to reduce transportation problems by 
controlling the circulation of all modes or focusing on specific modes, such an 
public transport. 

• Taxi Transformation 

Initiatives identified as part of the Gauteng Taxi Summit, and taken forward since 
then include: 

o Road Safety Drivers Training Module for MBT Drivers, and 
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o Financial support to the industry. 

7.4.6 Transport Regulation 

• Issuing of Operating Licences 

The Department is committed to finalising applications for OLs within 6 months. In 
this regard the Department obtained commitment from the Planning Authorities to 
acknowledge receipt of direction seeking referrals to enable the GPRE to dispose 
of applications. 

In addition, the Department is in the process of implementing the following:  

o Capacitating the PRE with resources; 

o Establishing an inspectorate capacity in the Department, and 

o Developing an automated Operating Licence System. 

 

To reduce the turnaround time of applications, the Department has resolved to 
develop a provincial Land Transport Information System. 

• MBT Route Electronic Monitoring 

The purpose of this initiative is to monitor MBT routes where violence occurs. This 
initiative intends to modernise the public transport system by improving MBT route 
management and to ensure taxis operate according to their allocated routes. 
Planning for the electronic monitoring system is scheduled for the 2022/23 
financial year and the launch of the fist route by the end of the year. A total of 10 
routes are to be monitored electronically by 2025. 

7.5 Municipal Projects of Provincial Significance  

Table 7-4:  reflects a summary of public transport strategies of Provincial significance. 

Table 7-4: Significant provincial public transport strategies  

Planning Authority Strategy Actions/Projects 

City of Ekurhuleni 

Development of the  IPTN 
Consists of 7 BRT trunk routes, implemented in 5 

phases. 

Phase out existing services and align 

with IPTN 
Of the 348 routes, 17 will be affected and 58 replaced. 

Upgrade public transport facilities 
Modal integration upgrade at Metrorail stations. Co-

funded by Province 

City of Johannesburg 

Development of the IPTN 
Phase 1A and 1B operational. Phase 1C planning 

finalised. 

Streamlined Administration of 

Operating Licenses 

Standard procedure to evaluate each application 

Decisions to be informed by the individual network 

plans 

Database to interface with Operating License 

Application System 
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Planning Authority Strategy Actions/Projects 

City of Tshwane 

Development of the IPTN 
Phased implementation. Operational from Rainbow 

Junction via CBD to Hatfield 

Cross Border Transport Strategy 

Appropriate planning and funding for facilities 

Strengthen  planning and operational relationship with 

CBRTA 

Learner Transport Strategy Identify key role players, inclusive of GDE and GDRT 

Operating License Strategy 
Informing public transport supply and demand on 

corridors 

Rationalisation Plan 
IPTN, Rail Modernisation, Gautrain extensions and 

the Moloto rail corridor 

Sedibeng District 

Municipality 

Adjust bus services according to 

demand 

Routes identified where additional capacity is required 

and reduced services could be considered 

Adjust taxi services according to 

demand 
Routes identified where additional capacity is required  

Develop a TDM strategy 

Implement NMT measures and improve Universal 

Access to make public transport accessible to 

vulnerable groups  

Secure Park-and-Ride (P & R) services at rail stations 

and bus stops;  

Extension of public transport routes and services to 

residential areas  

Implemented and enforced HOV lanes leading into 

major employment centres;  

Parking pricing to promote public transport in favour 

of private transport  

Ride share matching and lift clubs;  

Reduce the number of crimes at 

public transport facilities, public 

transport and private vehicles and all 

transport environments  

Identify and address high risk locations  

Promote road user involvement in 

road safety and security  

Education and Awareness campaigns to all road 

users  

Improve the recording of crime crash 

statistics to enable monitoring the 

completeness of data so that 

interventions can be made more 

specific  

Crime statistics to include GPS location of incident to 

enable spatial representation  

West Rand District 

Municipality 

To reduce vehicle kilometres 

travelled  

Secure park-and-ride services at rail stations and bus 

stops  

Extension of public transport routes and services to 

residential areas  

To improve accessibility of public 

transport  

Implement NMT measures and improve Universal 

Access to make public transport accessible to 

vulnerable groups  

Secure park-and-ride services at rail stations and bus 

stops  
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Planning Authority Strategy Actions/Projects 

To increase mode share of walking 

and cycling  

Implement NMT measures such as Sidewalks and 

cyclist paths  

Bicycle parking facilities in major centers and at rail 

stations 

Reduce the number of crimes at 

public transport facilities, public 

transport and private vehicles and all 

transport environments  

Identify and address high risk locations  

Promote road user involvement in 

road safety and security  

Education and Awareness campaigns to all road 

users  

Improve the recording of crime crash 

statistics to enable monitoring the 

completeness of data so that 

interventions can be made more 

specific  

Crime statistics to include GPS location of incident to 

enable spatial representation  

7.6 Key Issues to be Addressed in CITPs 

An overall key issue that requires attention relates to the non-compliance with the 
timeframes set out in the NLTA in terms of planning which states that CITP’s are to 
be prepared every 5 years with annual updates on selected aspects. The CITP’s  of 
the 3 metropolitan municipalities all fall outside of this requirement. 

The transport landscape is continuously evolving, and the statutory plans require 
regular updates specifically for this reason.   

Key issues that need specific attention in the development for CITP’s going forward 
relate to: 

• Section 11 of the NLTA provides that PAs are responsible for service level planning 
for passenger rail in agreement with PRASA. Intermodal planning committees 
must be established by each PA that has an IPTN or substantial passenger rail 
services. It must facilitate the conclusion of appropriate service level agreements 
between the PA and PRASA; 

• ITPs must be submitted to the Minister for approval of the rail component where 
there is one.  AlI ITPs must be made available to the National Public Transport 
Regulator(NPTR) and the relevant PRE by planning authorities and they must 
make recommendations to them relevant to applications for new operating 
licences. In addition, these transport plans also need to become part  of the 
integrated development plans (IDPs) of the applicable metropolitan, district and 
local municipalities; 

• In terms of the 5 year overhaul, the Public Transport Plan must be revised to plan 
for any new contracts that will be issued over the next five years and to reflect the 
sequencing of any proposed restructuring of the network. The new ITP should 
reflect progress made in the previous five years with the implementation of the 
various strategies and programmes, and update all strategies and programmes 
for the next five years; 
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• The annual updating of the plan must at least address the following:  

o Update the Transport Record if any significant new data was collected. 
The transportation GIS, databases and information systems must be updated 
on an ongoing basis as and when new information is collected; 

o Describe progress with implementing the ITP in the previous year (e.g. new 
infrastructure built and contracts awarded); 

o Document which contracts have been awarded or which have expired and 
any changes or additions to the proposed contracted services network. In 
Schedule1 the annual plan submitted in support of PTIS grant and other 
national funding must be documented, and 

o The database of operating licences, where a municipality has established 
such, should be updated on an ongoing basis as OLs are awarded, lapse, or 
are renewed. Any adjustments necessary to the Operating Licences Plan 
based on representations or new development should be documented. 

• Evidence of progress made with addressing the oversupply of MBTs as provided 
for in the CITPs and DITPs must be reported on for the annual update of the plans. 

The problems experienced with particularly the MBT industry and the PTOG contracts 
are partly due to the dated CITP’s, and the lack of clarity in terms of the service 
required on the IPTN. It not only creates uncertainty with regards to the issuing of 
operating licences to MBT operators, but stalls the tender process for the PTOG 
contracts as the existing operators claim that the services are not put out in terms of 
an approved CITP/DITP. In the past these issues have been successfully challenged 
in court proceedings. 
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8. NON-MOTORISED AND SUSTAINABLE TRANSPORT 
STRATEGY 

Sustainable Transport is crosscutting across all aspects of transport planning and will 
be incorporated into each aspect of the PLTF. 

8.1 Deficiencies in the Transport System 

The broader deficiencies of the transport system are described under each of the 
sections in this document. From an NMT and Sustainable Transport perspective the 
key deficiencies are: 

• Urban sprawl  - the current urban form that requires long travel distances to access 
opportunities and provide services whilst having low densities that are primarily 
single use. This is further affected by the lack of integration between urban and 
land use planning and transport planning; 

• Affordability of travel – both in terms of financial cost and long travel times the cost 
of travel impacts severely on a significant portion of the population with in excess 
of 60% of the population paying more than 10% of take home earnings on travel; 

• Vehicle / Car centric transport planning – walking, cycling and public transport are 
not the de facto departure points for the majority of transport planning projects and 
for freight the default approach is road vehicle based. The present focus on Green 
Transport (shifting from internal combustion engines (ICEs) to alternative energy 
systems); 

• Sustainability and Climate Change – whilst identified as critical transport systems 
and infrastructure are not designed for climate change impacts and resilience.  
Current planning paradigms and methodologies could lock out required resilience 
and adaptation and the shifting requirements for GHG emissions reductions and 
limit the social equity opportunities of sustainable transport, and 

• Safety and security – both safety and security are key issues across all modes of 
transport and the needs of the physically disadvantaged, the elderly and women 
and children requiring inclusion in all approaches. 

8.2 Sustainable Transport 

The generally accepted definition13 of a sustainable transport system is a system that:  

• Meets the basic access and development needs of individuals, companies and 
society safely and in a manner consistent with human and ecosystem health;  

• Promotes intergenerational equity; 

• Is affordable, accessible to all, fair and efficient; 

• Offers a choice of transport modes; 

• Supports socioeconomic development;  

 
13

 https://www.eltis.org/glossary/sustainable-transport-system 

https://www.google.com/url?sa=i&rct=j&q=&esrc=s&source=web&cd=&cad=rja&uact=8&ved=0CAMQw7AJahcKEwiQrOu6lNf6AhUAAAAAHQAAAAAQAw&url=https%3A%2F%2Fwww.eltis.org%2Fglossary%2Fsustainable-transport-system&psig=AOvVaw2oKIAQH-s0xED0DrxR5wF2&ust=1665542768804162
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• Limits emissions and waste;  

• Uses renewable resources at or below their rates of generation, and  

• Uses non-renewable resources at or below rates of development of renewable 
substitutions. 

The effectiveness of any sustainable mobility approach is determined by the degree 
to which an area, town, city or region as a whole is accessible to all its residents, 
including low-income earners, the elderly, the young, the disabled and visitors whilst 
considering social, economic, environmental and institutional aspects throughout the 
planning and delivery processes.  This is well encapsulated as the 

“.. development of sustainable transportation systems starts with the organization of 
urban space. The main objective is to reduce the need for mobility by reducing the 
number of trips and length of travel distance”14  

Thus, planning for sustainable transport solutions requires a broad approach that 
considers both long run (intergenerational) and spatial aspects that, in addition to the 
institutional components essential to ensure delivery, encompass Social and (not or) 
Economic and (not or) Environmental considerations as fundamental to any planning 
process.  

8.2.1 Sustainable Transport Focus Areas 

As shown in Figure 8-1 three focus areas are key to developing a sustainable 
transport system. These are the “Avoid Shift Improve” (ASI) approach which reflect 
the opportunities for socio-cultural, infrastructural and technological changes: 

• Avoid –  is the reduction / removal of the need to travel based on changing 
accessibility and proximity through changes in urban form and work practices;  

• Shift – as utilising less carbon-intensive modes – that is, for personal mobility from 
private vehicles and flight to walking and cycling, public transport, and shared 
mobility, and for freight from vehicles and aircraft to water-based freight, electrified 
road-rail freight, pipelines and cargo bikes for first/last-mile collections and 
deliveries. Less car dependent infrastructure and travel demand initiatives are 
considered key here, and 

• Improve - Improving vehicle design and energy efficiency and developing clean 
energy sources for different types of freight and passenger vehicles. The use of 
hydrogen as a fuel source is considered with a caveat of the challenges facing its 
effective commercialisation. This is the focus of the Green Economy approaches. 

 
14

 Planning and Design for Sustainable Urban Mobility; Global Report on Human Settlements; 2013.  
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Figure 8-1: SLoCAT15 depiction of the ASI Approach 

A further consideration is the design of transport systems to be resilient to the effects 
of climate change including extreme weather events whilst reducing the Carbon 
Footprint of the construction processes. 

8.2.2 Sustainable Transport Strategy 

Although incorporated into each of the other transport themes certain strategies 
provide the basis for an overarching approach to shifting towards a sustainable 
transport system. 

• Mixed use densification - the primary departure point for transport to become 
sustainable in Gauteng is the need to rapidly change the approach to urban and 
land use planning and development to higher density mixed use form;   

• Incorporate ASI - within the transport sector itself each of the aspects of transport 
should consider the opportunities to avoid and shift the need to and mode of travel 
or transport in addition to considering technological improvements where this is 
not possible or immediately feasible. This will require that transport planning 
becomes people centric and considers the need for and movement of people 
rather than vehicles; 

o Avoid – Reducing need to travel will require:  

▪ changed and integrated urban form;  

▪ Travel demand management including changing work practices, and  

▪ Supply chain management integration. 

 
15

 https://slocat.net/asi/ 

https://slocat.net/asi/
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o Shift – changing the mode of travel to lower GHG emissions generation per 
person per kilometre travelled and more affordable modes will require:  

▪ Changed and integrated urban form including safe and secure routes 
for active mobility; 

▪ The rapid roll out of integrated public transport systems; 

▪ Shifting freight from road to rail or to pipelines and changing the first / 
last mile mode of collection and delivery, and 

▪ Developing SMART systems to enable shifts, especially TDM 
approaches. 

o Improve – the technology improvements and changes of energy sources and 
propulsion systems will require: 

▪ Alternate fuels – clean fuel substitution (biomass etc.) for fossil fuels, 
and 

▪ Clean or renewable energy – Electricity and possibly hydrogen as 
energy sources and the systems required to enable and support 
these.  

• Climate Change Risks – incorporate climate resilient design into all new 
infrastructure and systems; 

• Full Life Cycle Assessments – cost benefit analyses to incorporate social and 
environmental benefits and costs; 

• Awareness raising – enhance awareness of the need for and benefits of 
sustainable transport in all stakeholder groups, and 

• Funding – consideration of accessing climate related funding through 
international agreements.  This will require specific undertakings and qualifying 
criteria. 

8.2.3 Sustainable Transport Initiatives and Projects of Provincial Significance 

• Develop transport corridor cross sections to incorporate active mobility and public 
transport / high occupancy vehicle (HOV) lanes; 

• Develop and implement an emissions reduction and air quality monitoring 
programme specifically related to vehicle emissions; 

• Develop a set of key principles to inform the basis of the approach to sustainable 
transport at provincial and municipal / metropolitan level, and 

• Communications and awareness raising campaign – including a safety campaign 
linked to the Decade of Road Safety. Develop and implement a campaign to raise 
awareness with all stakeholder groupings of the need for and approach to 
sustainable transport. 
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8.2.4 Key Sustainable Transport Aspects to be addressed in ITPs 

ITPs will incorporate the ASI approach and all the aspects that are required to deliver 
on this including mixed use densification, ensuring that active mobility and public 
transport underpin all transport planning and development, the rapid rollout of public 
transport, supporting TDM programmes and incorporating universal access into all 
designs. 

8.3 NMT Focus Areas 

8.3.1 NMT Strategy 

As NMT remains a primary mode of travel for the majority of residents and is 
fundamental to sustainable transport, cycling and walking should be included as a 
key departure point for all transport and urban and land use planning and 
development. 

Premised on the sustainable transport goals of all having ready access to public 
transport, an NMT policy and strategy should be developed for Gauteng.  The policy 
should be based on the complete streets approach and should provide guidance for 
all municipalities requiring that each prepare an NMT or Active Mobility Strategy that  
incorporates Universal Access and considers the safety of vulnerable users as 
essential. 

Cycle corridors along routes of provincial significance should be identified and 
established. This will form part of the redesign of cross sections identified as part of 
the infrastructure and sustainable transport aspects of the PLTF. 

NMT should be promoted as a preferred and accepted mode of transport within the 
broader sustainable transport awareness campaign. 

In order to enable higher levels of cycling bicycle distributions linked to the NDoT 
Shova Kalula and Department of Education Learner Transport programmes should 
be established. 

Funding of NMT will require prioritisation and could be linked to Climate Change 
funding as a means of augmentation. 

8.3.2 NMT Initiatives and Projects of Provincial Significance 

Most NMT projects are linked to sustainable transport approaches. 

• Develop the provincial NMT/Active Mobility policy ensuring that UA is incorporated 
and that safety and security are considered through the complete streets concept; 

• Ensure that NMT is incorporated in the cross section development for provincial 
road corridors; 

• Investigate routes for cycling corridors (“Cycle Highways”) on roads of provincial 
significance; 

• Ensure an NMT safety campaign is incorporated in the sustainable transport 
awareness programme, and 
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• Investigate and develop a bicycle distribution programme. 

8.3.3 Key NMT Aspects to be addressed in ITPs 

All ITPs should have an NMT strategy that considers the following as a minimum: 

• The requirement that NMT be a fundamental departure point for all transport and 
urban planning and development; 

• The safety and comfort of all users especially the elderly, women and children and 
physically disadvantaged persons; 

• The incorporation of NMT into all urban (re)developments; 

• Using complete streets as the departure point for all designs;  

• The establishment of adequate capacity to support the growth of NMT as a key 
mode of transport, and 

• The development of a suitable monitoring and evaluation programme for NMT. 

8.4 Conclusion 

The majority of previous plans have identified both sustainable transport and NMT as 
important aspects of planning and delivery and yet they appear to be given little 
priority thus far. 

It is suggested that a set of overarching principles that can then be used as measures 
of success be established for Sustainable Transport. These can then be used as a 
metric for delivery on the programmes required. 
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9. TRANSPORT INFRASTRUCTURE STRATEGY 

9.1 Introduction 

South Africa, and Gauteng Province, faces many developmental obstacles, including 
infrastructure bottlenecks, and economic and social challenges such as 
unemployment, poverty and inequality. Economic infrastructure, including the road 
network, is one of the key levers for economic growth. Road infrastructure has the 
potential to deliver a high economic return on investment. Road transportation is an 
important industry in the economy, yet various challenges inhibit the sector’s 
contribution to South Africa’s economic and social developmental objectives. One 
such challenge is the implementation of road infrastructure projects, where increased 
road use, low investment, and poor maintenance have led to higher transportation 
costs and transport bottlenecks, such as traffic congestion. 

The effective design, construction and maintenance of roads is crucial to a well -
functioning and prosperous modern economy. Roads also play a role in meeting 
societal needs for connection and mobility in ever-expanding human settlements, and 
their construction and on-going maintenance provide opportunities to address social 
challenges like unemployment. With mounting concerns over climate change and air 
pollution, the role of roads needs to shift away from serving predominantly private 
vehicles and road-based freight, toward supporting more integrated mobility systems 
centred on walking, cycling and public transport.  

Road users are reliant on a safe and efficient road network. Roads must be developed 
and maintained also taking into consideration the marginalisation of rural 
communities due to the state of access roads. Public transport users using buses 
and taxis are also reliant on a sound road network and public transport services 
require roads to be developed and maintained in such a manner to further the use of 
public transport. Freight is a major contributor to the economy and also requires an 
efficient transport system. 

Road Authorities in South Africa have the obligation to provide a reliable, effective, 
efficient and integrated transport system that supports the sustainable economic and 
social development objectives of the country. All Road Authorities also have an 
obligation to plan, design, construct and maintain the road network, to protect the 
public investment in the road infrastructure, to ensure the continued functionality of 
the transportation system, and to promote the safety of traffic on the road network  

9.2 Deficiencies in the Road Transport System 

Problem areas and issues have been identified through the following processes:  

• Comprehensive literature review; 

• Knowledge and experience from the industry; 

• Input from engagement with stakeholders, and  

• Feedback from public consultation workshops.  
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The issues and problems are listed below: 

• Transport infrastructure provision and land use integration; 

• Transport infrastructure provision backlog; 

• Protection and development of the Provincial Strategic Road Network. Continued 
pressure to reduce and downscale allowance for future Right of Way corridors 
and/or even to scrap as a whole; 

• Poor levels of maintenance and maintenance backlogs; 

• Base data and information used for maintenance priorities are dated; 

• “Road reserves” are private transport (car) orientated. Should be considered as 
fence-to-fence space shared by NMT, public transport and utilities;  

• The working from home and use of technology to enable this during the peak 
COVID period, demonstrated that the demand for travel can be reduced and 
shifted to off-peak periods. This must be encouraged and embraced;  

• Demand for travel impacts negatively on the environment; 

• Illegal invasion of road reserves; 

• Design and plan for passengers with special needs: Apply universal access design 
principles; 

• Travel demand modelling often uses dated information due to budgetary 
constraints; 

• Poor road safety levels and adherence to traffic laws, and 

• Authorities face problems with understaffing and technical skills shortages, as well 
as the lack of integration among authorities or departments within the same 
authority. 

9.3 Road Transport Infrastructure Strategy 

9.3.1 Road Transport Infrastructure Development Focus Areas 

For the development of the strategy, five (5) focus areas have been identified as listed 
below and illustrated in Figure 9-1. 

• Planning considerations; 

• Design aspects; 

• Construction and Implementation; 

• Maintenance, and 

• Elements dealing with systems and software as well as those transversal aspects 
which cut across. 
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Figure 9-1: Strategy Development Focus Areas 

9.3.2 Road Transport Infrastructure Strategies 

9.3.2.1 Planning 

It is estimated that during this century over half of the world’s population will be living 
in cities. To make cities environmentally, economically and socially sustainable and 
liveable is one of today’s great challenges. To ensure sustainable urban mobility in 
Gauteng, a range of inter-related measures designed to satisfy the mobility needs of 
residents and business requires implementation. Careful and responsible planning is 
required for this. 

• Protection and Development of Gauteng (Provincial) Strategic Road Network 

Transport infrastructure is the backbone of the economy. To keep pace and allow 
for growth, the planned transport network developed over many years must be 
protected for the future. The Gauteng Strategic Road Network (GSRN) planning is 
in place and provides structure to the development of the Province. The Strategic 
Road Network Plan has to a large extent been taken into account in  the road 
master planning undertaken by SANRAL and the Metropolitan and District/Local 
Municipalities. There is a general cohesion with regards to road planning between 
the three spheres of Government. Available road reserves may be utilised 
differently than originally anticipated with emphasis on integrated transport 
corridors where public transport and non-motorised transport play a more 
important role than private cars alone. 

5 Strategic Focus Areas

Planning

Design

Construction/Implementation

Maintenance

Systems/Software/Transversal 
Elements
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The Gauteng (Provincial) Strategic Road Network Plan must be protected and 
continuously be updated and reviewed to respond to spatial development 
initiatives and economic development pressures. The protection of the “right  of 
Way” reserves should be secured and developed through the ITP, SDF and GTIA 
processes. Movement towards creating/linking a priority for implementation of the 
planned routes must be developed.  

• Protect and Maintain Mobility also considering Accessibility 

Mobility is the ease with which traffic can move at relatively high speeds with the 
minimum of interruptions or delay. Access provides entry to the road network 
through driveways, intersections or interchanges. Any access, intersection, or 
associated activity, even if properly designed, will affect the mobility requirement 
because the act of turning into or out of a driveway or intersection is a low-speed 
manoeuvre and crossing a road requires interruption or breaks in traffic flow. If not 
well managed, unregulated access results in unsafe travel conditions and delays 
for both the users of the access and passing traffic. 

High levels of both mobility and access are unfortunately not compatible and 
cannot be provided in the same road space. Greater numbers of access points 
impair mobility, and mobility creates safety hazards for both vehicle and pedestrian 
access users. Hence to safely achieve accessibility, it is necessary to dedicate 
some parts of the road network primarily to mobility and other parts primarily to 
access and related activities. 

If high levels of both mobility and access could be achieved on the same road, 
there would be no need to classify roads according to function for access 
management purposes. However, in practice and without exception,  increasing 
the number of accesses reduces operating speed and increases interruptions 
along a road, which is detrimental to the function of mobility. The activities 
associated with such accesses further aggravate this disruption.  

If fast moving (high mobility) traffic is mixed with high levels of access and 
pedestrian traffic, unsafe conditions inevitably result. Collisions become a regular 
occurrence. Due to the relatively high speed of mobility routes, these collisions, 
particularly those involving pedestrians, are serious and often fatal. Having routes 
which try to serve both functions equally is counterproductive and dangerous.  

It is of paramount importance and central to the entire safety and efficiency of the 
road network therefore that the functions of mobility and access are not confused 
and not mixed. Clearly high levels of both mobility and access activities on the 
same road section cannot be allowed.  

Hence the need for a functional road classification according to which every 
section of the entire road network must be split into one of two groups, according 
to whether it will primarily serve a mobility or an access/activity function. By 
providing a suitable balance between mobility roads and access/activity streets, it 
is possible to provide a high level of connectivity, while maintaining a high level of 
road safety, accessibility and mobility along critical corridors. 
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Functional road classification refers to the process of classifying roads according 
to the characteristics of traffic service and the function that they are intended to 
provide. This determines the significance of roads within a network.  Roads are 
assigned to a Class according to the relative amounts of traffic mobility they 
provide on the one hand, and the amount of land access they provide on the other.  

The classification systems, with class numbering and name descriptions have 
developed over time. Currently the commonly used system definitions are as 
defined in The Road Infrastructure Strategic Framework of South Africa (RISFSA) 
(DOT, 2006). The South African Road Classification and Access Management 
Manual (TRH 26) (COTO, August 2012) uses a slightly different terminology.  
Table 9-1 contains the road classification definition from both documents and how 
they correlate to each other: 

Table 9-1: Road Classification Definitions 
Road Class 

Number 
RIFSA Description TRH26 Description Function 

Class 1 Primary Distributor Principal Arterial 

Mobility Class 2 Regional Distributor Major Arterial 

Class 3 District Distributor Minor Arterial 

Class 4 District Collector Collector Street 

Access/Activity Class 5 Access Road Local Street 

Class 6 Non-motorised Access Way Walkway 

 
Further definitions for the descriptions are: 

• Distributor. Long distance arterials which distribute traffic over wide areas. 
Although all roads have a “distribution function”, the term “distributor” is 
reserved for Class 1 to 3 roads and is often preferred to the word arterial in 
rural areas. 

• Arterial. Any Class 1, 2 or 3 vehicle priority, access managed, mobility routes 
whose major function is to provide for movement of person and goods 
vehicles between cities, towns or urban districts with as few restrictions as 
possible. 

• Collector. A road which collects (or distributes) traffic in a local district. 
Collectors should not carry traffic passing through the district with destinations 
elsewhere but can serve as activity spines and streets. Although all roads 
have a “collection function”, the term “collector” is reserved for Class 4 roads. 
 

Figure 9-2 illustrates the classification versus the functionality diagrammatically. 
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Figure 9-2: Classification versus Functionality 

 

Because the main focus of the GDRT is related to the planning, design, 
development, management and maintenance of the Provincial Strategic Road 
Network, and that this network mainly consists of Classes 1, 2 and 3 roads, the 
emphasis is more on the protection of mobility. This must be achieved by applying 
already developed guides, norms, standards and manuals. 

• Road reserves are transportation corridors with full fence-to-fence utilisation, 
allowing for a variety of modes of transport and utilities. 

Road reserves are to be utilised differently than in the past with emphasis on 
integrated transport corridors where public transport and non-motorised transport 
play a bigger role. Also, the utilisation of the reserves to accommodate other 
utilities like engineering services and data/communication infrastructure through a 
way-leave procedure.  

For this to be realised, a fresh look will be required in terms of the spaces allowed 
in the cross-sections for a variety of uses and reserve widths. Depending on the 
functional classification of a corridor, the determination must be made to the extent 
and physical position in the reserve for allowance of utilities, non-motorised 
transport use, HOV and dedicated public transport lanes, freight traffic and other 
private transport vehicles.  

The current set of standard cross-sections in the Provincial Road Design Manual 
will have to be reviewed, adjusted and realigned to allow for the aspects and uses 
stipulated above.  
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In doing so, the concept of Complete Streets can be used to reimagine the use of 
spaces in the reserves.  

Complete Streets are streets designed and operated to enable safe use and 
support mobility for all users. Those include people of all ages and abilities, 
regardless of whether they are travelling as drivers, pedestrians, cyclists, or public 
transportation riders. The concept of Complete Streets encompasses many 
approaches to planning, designing, and operating roadways and rights of way with 
all users in mind to make the transportation network safer and more efficient.  

Complete Streets approaches vary based on community and corridor context. 
They may address a wide range of elements, such as sidewalks, bicycle lanes, 
bus lanes, public transportation stops, crossing opportunities, median islands, 
accessible pedestrian signals, curb extensions, modified vehicle travel lanes, 
streetscape, and landscape treatments. Research has indicated that Complete 
Streets reduce motor vehicle-related crashes and pedestrian risk, as well as cyclist 
risk when well-designed bicycle-specific infrastructure is included. They can 
promote walking and cycling by providing safer places to achieve physical activity 
through transportation.  

• Facilitate mobility continuity across municipal and provincial boundaries 

The reality is that, more often than not, when you travel and you cross one 
municipality to another and/or one province to another, the extent and condition of 
the same piece of infrastructure substantial changes.  Also applicable is public 
transport services where often transfers are forced, and the quality and extent of 
the services are different.  

The mobility continuity must be maintained, not mattering if boundaries are 
crossed. Province must play a coordination role with the Municipalities in order to 
facilitate this outcome.  

• Transport Demand Modelling by making use of Big Data (Floating Car Data)  

The current trend and practice are to optimise the use of existing- and opensource 
available data in the development of the transportation models. Models are 
equipped to incorporate Big Data sources (like floating car movement data from 
cell phones and tracking devices, GTFS, e-Ticketing and other sources) into 
transport models. 

Floating Car Data (or FCD) have many different applications in transport 
modelling. FCD can be used to estimate the gravitational parameters for the 
distribution functions in transport demand models.  

The start and end point of the FCD probes can be intersected onto the origin and 
destination zones during a selected time period.  The resulting matrix is then 
classified according to travel distance (or other impedance) in order to calculate 
the gravitational parameters for the trip distribution function.  

The FCD probe track can also be map matched onto the transport supply model.  
The map matching function is a standard GIS function built into these models.  
Regression models can then be used to compare the number of probes that were 
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map matched with a reliable count (like the SANRAL Continuous Traffic 
Observation counts) to estimate flows on portions of the supply network where 
there are no counts available. 

It is also important to validate that the transport model can accurately reflect path 
shares (path choice proportions).  Probe tracks travelling from specific traffic 
analysis zones can now be selected and the resulting path shares could be used 
to calibrate the path choice models. 

FCD can also be used to estimate the trip chain.  It is often difficult to calculate 
statistically significant trip chains using the household survey data.  Now specific 
places of work or education can be highlighted, and the trip-chains can be traced 
to the final destinations in the selected modelled time period.   

FCD data has so many other transport modelling uses and applications These 
uses include: 

• Estimating transit lines from public transport facilities; 

• Estimating origin-destination matrices; 

• Estimating traffic fundamental diagram parameters for models; 

• Estimating volume delay functions for static assignment methods, and  

• Calculating travel times. 

Historically, transit assignments in strategic models were main mode matrix based.  
The disadvantages of these types of models are that it is difficult for the models to 
accurately replicate the combination of access and egress modes that are used 
by a person in the model.   

In the new modelling approach, the choice of the combination of modes must be 
replicated in the route assignment itself. The public transport assignment must 
then consider the possible combination of modes, including associated utilities 
(number of transfers, fares, capacity of service and many more) in the assignment 
and loading of passengers according to several possible discreet choice models. 

The public transport assignment must have the ability to assign passenger 
demand to paths and services using Logit and other more advanced discreet 
choice models.  

The majority of the strategic models developed in South Africa are still based on 
the classical four step transport demand model principles that were originally 
proposed in the 1960s. Internationally, more and more transport demand models 
have been developed using improved methodologies, like tour-based, or agent-
based micro demand models, to address some of the shortcomings of the classical 
four step demand models. 

The Province should adopt the more internationally recognised modelling 
techniques in the development of their new transport demand model. 
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9.3.2.2 Design 

Strategies related to design are: 

• Maintain and Improve Road Design Standards 

The current road design standards used by GDRT were developed over  many 
years and are based on international best practice. The application thereof is also 
a contributing factor to the success of the mobility achieved on the general network 
and an enabler with the assisting of economic growth in Gauteng. However, as 
experienced in the recent past, the standards are not without flaws and need on-
going review and updating with particular reference to the cross-section and the 
utilisation of the fence-to-fence space.  

Concerns have been raised regarding the road reserves that have been protected 
over the years and whether the width of these are able to support roads/corridors 
that effectively support public transport and associated facilities, non-motorised 
transport and space allocation for other utilities.   

Although standard cross- sections for roads supporting public transport are 
available in the Provincial Road design manual, these have been used in isolated 
cases for road planning purposes.  These cross-sections would require re-
evaluation in the light of the transport expected on the roads in future and should 
be made applicable to the status of the road in terms of the road hierarchy. Once 
confirmed and/or remodelled, this cross section would be used in establishing 
whether the strategic road network to be developed can support this strategic 
requirement placed upon it.   

The design standards are to embrace Complete Streets and modal hierarchy 
principles with specific reference to adequately accommodate for pedestrians. 

• Ensure and apply Universal Access Design principles 

‘Among the yardsticks by which to measure a society’s respect for human rights, 
to evaluate the level of its maturity and its generosity of spirit, is by looking at the 
status that it accords to those members of society who are most vulnerable, 
disabled people, the senior citizens and its children.’  

Republic of South Africa, (1997). White Paper on an Integrated National Disability  

Strategy. 

The concept of universal design and access impacts on the lives of all citizens, 
and in particular on the 20% of the population which falls in the first and last 
standard deviation of the ‘norm’ bell curve graph. These citizens often find 
themselves marginalised and excluded from their communities and from 
opportunities if the design of the environment and of services is not inclusive of 
age, gender, cultural and disability differentiation through the normal human life 
cycle.  

The GDRT has the obligation to strive to see that all transport related activities and 
infrastructure that are designed and implemented comply with the approved 
Universal Access Design principles. 
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9.3.2.3 Implementation/Construction 

Strategies related to construction are: 

• Continue with multi-year programme for the construction of new roads and 
upgrade of existing roads guided by a review of the existing and planned road 
network. 

The GDRT, in terms of the Constitution, has a mandate to continue with multi-year 
programmes for the construction of new roads and upgrade of existing roads 
guided by a review of the existing and planned road network. 

• Partnership with Municipalities on construction of major arterials and other 
agreed roads especially in disadvantaged areas 

Section 154 of the Constitution states that: 

“…national government and provincial governments MUST support and 
strengthen the capacity of municipalities to manage their own affairs, to 
exercise their powers and to perform their functions…” 

A specific area in which the GDRT can support and join efforts with the 
municipalities relates to the provision of arterial roads especially located near or in 
disadvantaged areas.  

Memoranda of agreement can be prepared to facilitate this strategy. 

• Maintain High Quality Control Practices in Construction 

Over the years the road network mainly withstood the demands required from it 
and that was not only because of the good design standard but also due to the 
assurance of high-quality construction. The GDRT will maintain these standards 
to ensure that the transport infrastructure can reach its design life expectancy.  

• Support Contractor Development Programmes 

The GDRT is currently busy with the implementation of the Contractor 
Development Programme as per the applicable Preferential Procurement 
Regulations whereby all projects above R30 million and feasible to implement 
should sub-contract thirty percent (30%) of the contract value of projects 
implemented by the GDRT. Furthermore, the GDRT is driven towards increased 
investment in the economic development of all Small, Medium or Micro Enterprises 
(SMMEs) with focus on SMMEs emanating from townships, deteriorating areas 
and peri-urban areas. The GDRT aims to redirect discretionary procurement 
spend of at least thirty percent (30%) towards township businesses with the added 
commitment of ensuring that all valid goods and services procured from SMME’s 
are paid for within a fifteen (15) day period. 

These programmes and initiatives must continue. 



      
   

 

 
       

221 
 

 

 

9.3.2.4 Maintenance 

Maintenance strategies are: 

• Maintain Provincial Road infrastructure to the Highest Standards acceptable  

The GDRT has the obligation to maintain its transport infrastructure. The Road 
Infrastructure Strategic Framework for South Africa (RISFSA), October 2006, 
provided the framework for the management of roads infrastructure. The visual 
assessments are carried out in accordance with TMH 9: Manual for Visual 
Assessment of Road Pavements, Part B: Flexible Pavements, Committee Draft 
Final, May 2016. From this the VCI is determined.  

The draft Roads Policy of South Africa also states that: “The VCI of all provincial 
and national roads should be within international norms” 

The GDRT therefore should plan and execute maintenance activities that ensure 
that the highest road infrastructure conditions are met.  

The GDRT should therefore continue with multi-year maintenance programmes to 
protect infrastructure. 

• Partnership with municipalities on maintenance of major arterials and other 
identified roads especially in disadvantaged areas 

The MEC for Transport of Gauteng, has embarked through his Smart Mobility 
initiatives, the drive to coordinate maintenance activities in the road reserves with 
municipalities in Gauteng. As already indicated, the mandate has been created in 
the Constitution to do this.  

Memoranda of agreement can be prepared between GDRT and the municipalities 
to facilitate this strategy. 

• Support contractor development programmes 

As already indicated in the Construction section, these contractor support 
initiatives and programmes should continue. This is also applicable in the 
maintenance sector.  

9.3.2.5 Operations/Systems/Tools 

This section deals with aspects of cross-cutting nature, and systems and tools 
required. 

• Pavement Management Systems 

As already indicated, pavement visual assessment must be conducted. Results 
of these are captured in the Pavement Management System (PMS) from where 
actions are defined. It is a requirement that:  

o Pavement Visual Assessments: To be carried out at the following frequencies: 

➢ Road Classes 1-3: Every 2 years, and 

➢ Road Classes 4-5: Every 3 years. 
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o Structures Visual Assessments: To be carried out every 5 years 

• Active physical protection of road reserves from illegal invasion and developments 

Illegal invasions of open areas have become a real problem not only nationally but 
also specifically within Gauteng. This is also occurring within existing road 
reserves of already built roads and reserves protected for future transport 
infrastructure. Many projects by the GDRT are detailed and/or can’t be completed 
due to these invasions. A considerable amount of effort and money has been spent 
to clear these areas and relocate the invaders.  

The GDRT must concentrate and focus effort on protection of land earmarked for 
the provision of transport infrastructure.  

• Travel Demand Management 

o Use technology to reduce the demand for travel, and 

o Land Use Planning and Transport integration: Concentrate on Infill and 
densification: Reduce demand for travel. 

Without significant interventions in the provision of transport infrastructure and 
services, the on-going growth in population and expected long term growth in the 
economy, coupled with rising motorisation, will put a significant strain on the 
Province’s transport system. In addition to investing into the supply side of the 
transport system, it will be very critical to manage demand through focussed Travel 
Demand Management (TDM) interventions.  

Travel Demand Management (TDM) is a strategy to reduce demand for single 
occupancy vehicle use in the transport system. As a regional strategy to improve 
transportation system performance, TDM can reduce congestion and travel times, 
reduce emissions and improve air quality; offer alternative / sustainable modes of 
travel to access jobs, schools, and other opportunities, improve Gauteng residents’ 
health and fitness; create a liveable City Region; and improve transport 
affordability.  

TDM is a system management strategy. The focus of TDM techniques is on 
supporting travel choices and minimising the need to travel.  The myriad of 
available TDM strategies typically have a modest impact individually, but the 
cumulative impact of a comprehensive TDM programme can be significant.  The 
development of the TDM approach Should be done in a context of the proposed 
A-S-I framework, which works in three tiers.   

o Avoid – reducing the need to travel/transport goods i.e., integration with land 
use and urban development, working from home, allowing flexi-hours so that 
travel can shift to off-peak periods; 

o Shift – shifting modes for both people and goods, i.e., modal change / shared 
travel, and 

o Improve – using renewable / green energy fuels and improving system 
efficiencies. 
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• Activate/Establishment of Inter-governmental Coordination Structures for 
Transport Planning  

A dedicated effort should be made to activate and/or to re-establishment inter-
governmental coordination structures for transport planning where Province and 
the municipalities can coordinate efforts. This will also enhance integrated 
transport planning. 

• Traffic Safety 

“South Africa’s Road traffic fatality rate is among the highest in the world. In 2018, 
12 921 fatalities were recorded, with pedestrians and passengers the bulk of 
victims. In Gauteng, 2398 fatalities were recorded over the same period, with more 
than 50% of this total recorded over weekends and at night. Private Vehicles were 
involved in 46% of fatalities, Light Delivery Vehicles 20% and MBT 8%. Human 
error and factors leading to fatalities were recorded in 75% of incidents.” This is 
according to Growing Gauteng Together Through Smart Mobility, 2030. 

The National Road Safety Strategy (NRSS) which was developed for the period of 
2016-2030 was a product of both national and international policy on road safety. 
The purpose of the NRSS is to enable the reduction of fatalities and crashes on 
the country’s roads through effective action by all South Africans led by the RTMC. 
The NRSS vision is for “Safe and Secure Roads” and aims to achieve a reduction 
in road fatalities by 50% from the 2010 baseline, by 2030. To achieve this the 
NRSS recognises four areas which require critical intervention namely:  

o Road User Behaviour; 

o Effective Leadership, Management and Coordination;  

o Data and Knowledge Management, and  

o Road Infrastructure and Design. 

The responsibility of implementation of the NRSS is shared across several key 
road safety departments namely Transport, Health and Justice. 

The RTMC, as the lead agency, must coordinate, monitor and ensure the 
implementation of road safety programmes.  

The GDRT are to: 

o Support RMTC to achieve reduction in fatalities and accidents, and 

o Together with RTMC and other authorities, coordinate and implement traffic 
safety strategies, initiatives and programmes. 

9.4 Provincial Transport Infrastructure Projects and Initiatives 

The main source for the determination of the provincial infrastructure projects and 
initiatives was the GDRT’s annual performance plan supported by the MTEF. 

The following projects Transport Planning, Route Determination, Infrastructure 
Design, Construction and Maintenance projects were identified: 



      
   

 

 
       

224 
 

 

 

9.4.1 Transport Planning 

Transport planning projects are to: 

• Review of the 25-Year Integrated Transport Master Plan for Gauteng (ITMP25); 

• Household Travel Survey to measure the impact of COVID-19 on mobility patterns; 

• Gauteng Integrated Smart City Modelling Centre (GISCMC) for Road, Rail and 
Transport Planning (Maintain functionality); 

• Emissions Study to Measure, Monitor and Certify exact emission contribution of 
Transport in Gauteng; 

• Feasibility of BRT Integration Between Cities of Ekurhuleni and Joburg, and 

• Integrated Transport Services Centre. 

9.4.2 Route Determination Projects 

Table 9-2 provides a list of route determination projects. 

Table 9-2: Route Determination Projects 

Route Section Municipality Importance 

K27 K46 to K73 CoJ/CoT Supports the expansion of the GSRN to connect new nodes and to improve 

efficiencies in the movement of people and goods. Supports the extension 

of the East west link to Steyn City (links K46 2
nd

 phase). 

K215 K33 to K31 CoJ Supports Lanseria Mega Project and Lanseria Airport expansion which 

is part of the Western Corridor development. 

K54 PWV9 to K73 CoT East-west expansion of the GSRN which supports Olievenhoutbosch 

residential development expansion. East-west link Class 2 link & support 

function for N14. 

K147 K40 to PWV19 CoT Expanding the GSRN to connect new nodes. New north-south link and 

will support the development of the Tshwane’s Eastern corridor 

developments including Mooikloof Mega Housing project. 

K44 K29 to K27 CoT Supports access, mobility and new node developments including the 

Lanseria Smart City and the development around the Lanseria Airport 

Masterplan. 

PWV5 P157-2 to K62 CoE Supports the further development of the Class 1 (freeway) network, which 

forms the backbone of road-based freight mobility in the Province. High 

mobility East-west links to Sentrarand Freight Hub.  

K109 K220 to K60 (K101?) CoE Expanding the GSRN to connect new nodes. Support north-south mobility 

for R21 eastern development corridor. 

K27 R21 to K62 CoE Expanding the GSRN to connect new nodes. Extension of the east-west 

link to support the Sentrarand Freight Hub and the R21 eastern 

development corridor. 
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9.4.3 Infrastructure Design projects 

Infrastructure design projects are: 

• New Freeway: PWV 15 

PWV15 is a 35.5km dual carriageway, located East of the O R Tambo International 
Airport in CoE. The road will provide a link between Pomona, OR Tambo 
International airport, Green Reef development and the Tambo Springs Freight 
Hub. PWV15 will reduce congestion from Geldenhuys to Gillooly’s. It will also 
unlock economic opportunities and allow free flow of freight from the N3 to the N1 
freeways. 

K105  K66 to P91-1 CoE Supports the development of the Eastern Corridor which includes 

Aerotropolis and associated public transport routes and planned 

intermodal facilities. 

K86 K88 to K157 CoE Supports the expansion of the ORTIA Masterplan and Precinct which is 

in the Eastern Corridor and part of the Aerotropolis. 

K113 (East) Aitken Road to K113W 

(Longmeadow) 

CoJ Supports new node development (Central Development Corridor) and 

links high density residential development to Long Meadow Commercial 

and industrial developments. Linksfield Mega Project and possible link 

with CoJ BRT network. 

K232 N3-12 to K58  CoJ Supports Modderfontein & Long Meadow Commercial and Industrial node 

developments (Central Development Corridor). 

K115 PWV3 to K58 CoJ Supports Modderfontein & Long Meadow Commercial and Industrial node 

developments (Central Development Corridor). 

K118/K116 K109 to PWV17 CoE Supports the expansion of the GSRN to connect new nodes and to 

improve efficiencies in the movement of people and goods. 

K170  D2271 to K180 SDM Supports the expansion of the GSRN to connect new nodes and to 

improve efficiencies in the movement of people and goods. 

Supports formalised informal settlement and facilitates link to R59. 

K178  PWV1 to K13  WRDM Supports the expansion of the GSRN to connect new nodes and to 

improve efficiencies in the movement of people and goods. 

K176 K9 to N1? WRDM Supports the expansion of the GSRN to connect new nodes and to 

improve efficiencies in the movement of people and goods. 

K190  K188 to K174 SDM Supports the Southern Corridor development, east-west link to support 

Vaal River developments and expansion of the GSRN to connect new 

nodes and to improve efficiencies in the movement of people and goods. 

K31  K29 to K33 WRDM Support Lanseria Airport and Greater Lanseria Masterplan  

PWV8/K72 

proposed 

expressway 

K31 to PWV1 WRDM Supports a need a high mobility east-west link to support the existing N14 

in the south of the Cradle of Mankind Heritage Site. 
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During the MTEF the GDRT will be implementing Phase 1 of PWV15. Phase 1 is 
the link from the R21 (in proximity of the Pomona Road) across the N12 and the 
K94 (North Rand Rd) and ends 600m South of the PWV15/K94 interchange 
(10.9km) approximately 100m before the K94 road-over-road bridge. 

• Road K111 Phase 1 is a North - South Corridor portion of K111 alignment 

Road K111 Phase 1 is a North - South Corridor portion of K111 alignment. The 
K111 alignment is planned to provide the link between the areas of Nellmapius and 
Midrand. 

• K43 (P219) from K142 to K122 approximately 6.24 km 

Road K43 Phase 1 is a North - South Corridor portion of K43 alignment. The K43 
alignment is planned to provide the link between the areas of Lenasia, Eldorado 
Park and Walter Sisulu Square (Kliptown).  

• R59 Pedestrian Bridge 

Pedestrian Bridge over R59 is part of Premier’s Ntirhisano projects. The project is 
aimed at alleviating deadly and fatal pedestrian accidents along the R59 in the 
Meyerton area.  

• D2204: Construction of road D2204 over rail  

The existing level crossing at D2204 commences from road D1182 over the 
Lenasia to Vereeniging railway line about 250 metres North of the Lenasia station 
and terminates on Lenasia Avenue in Lenasia. The crossing was closed at the end 
of October 2006 by Metrorail due to fatalities, serious injuries and broken booms 
at the crossing.  

• P241-1 from K15 (R558) to K11 (R28) Bekkersdal approximately 19km 

Road P241 /D405 (R554) Lenasia to Swartkoppies Ave Alberton (19km) is planned 
for Light Rehabilitation. It is located in the West - East Corridor linking the Mogale 
City and the CoE areas.  

• K217 from K8 (R566) to K4 (Ruth First Road) Phase 1 

K217 is part of the planned roads in the Strategic Road Network linking the N4 in 
the South to P230/1 in the North, linking the Rosslyn and Soshanguve areas. The 
approximate length is 11km. This road is planned for construction to support the 
proposed Rosslyn Autocity.  

• D2150 from P73/1 (Golden Highway) and Link Road Transport Corridor 

Road D2150 is a West - East Corridor linking the areas of Palm Springs, Orange 
Farm and Grasmere. The road is planned for capacity improvements to alleviate 
traffic congestion, pollution and road accidents in the area. Project forms part of 
the Premier's Ntirhisano Programme.  

• P66/1 / (K71 Phase 3) – between road P71/1 and road D795) Links Kyalami in 
Midrand and Noordwyk R562 
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The road P66/1 (K71) is located in the North – South Corridor in Midrand linking 
the areas of Woodmead, Midrand and Pretoria. The road is also an alternative 
road between Johannesburg and Pretoria.  

9.4.4 Construction 

Construction Projects are: 

• Integrating Non-Motorised Transport (NMT)– providing dedicated cycle lanes and 
walkways 

Road infrastructure design ensures the integration of NMT across the Province 
and allowing for seamless travel. The design criteria provide for pedestrians and 
cyclists and public transport vehicles and private cars. The William Nicol Road 
upgrade incorporated NMT infrastructure to cater for cyclists and pedestrians. The 
NMT inclusion also seeks to promote a healthy lifestyle for residents and improve 
the QoL of the people in Gauteng. 

• K69 (Upgrading and doubling of Hans Strijdom (Solomon Mahlangu) from the N4 
to Mamelodi to K54) 

The K69 links Pretoria East and Mamelodi. The project involves the doubling of 
9km of an existing single carriageway. K69 will increase capacity, safety and 
accessibility for existing and future developments.  

• Vaal River City Interchange  

The K174, Vaal River City Interchange will serve as a route to the Free State 
Province (South), (inter provincial connection) and Sebokeng (North). The project 
involves the upgrading of 2km in the Vaal River Interchange, Ascot Ave (future 
K55) and the Barrage Road (K174).  

• K31 access to Green Gate Development: Reconstruction and upgrade of the M5 
Beyers Naude Road  

K31 will be upgraded from a single to a 2.3km dual carriageway road to 
accommodate the increase in traffic. The road will provide access to the new 
Green Gate Development.  

• Upgrading of K73 between Woodmead Drive and Allandale Road (D58) 
Mushroom farm  

K73 project involves the upgrading and construction of the link between Allandale 
Road and the R55/Allandale. The road will provide access to the Mushroom farm 
and alleviate congestion on the R55/Allandale intersection. The upgrade will also 
assist the Industries in the North of Johannesburg to access the Lanseria Airport. 
An upgrade of 5.1km of road will be completed to accommodate the increase in 
traffic.  

• K46 (P79 /1): Upgrading from single to dual carriageway of Road K46 (P79/1) 
William Nicol from PWV5 to Diepsloot /N14 Phase 2  

The upgrading of K46 comprises the dualisation of 7.2km single carriageway 
between PWV5 and Diepsloot. The road will provide a link between Diepsloot and 
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Johannesburg. It will also act as an access for developments along the Central  
Corridor (Lanseria, Fourways, Hartbeespoort Dam and Sandton).  

• Upgrade of K101 from D795 Olifantsfontein to N1 Brakfontein  

The project involves the construction of 5.4km of an existing road and the 
interchange between K27 and K101. The road is parallel to the N1 toll road 
between Johannesburg and Pretoria. It also serves as an alternative route for the 
N1 toll road. K101 is between Rooihuiskraal (Brakfontein Road) and D795. The 
construction of the road will alleviate traffic congestion during peak hours in the 
Midrand area around the Waterfall developments. 

• Construction of K56 between K46 (William Nicol) and P71/1 (Main Road) and the 
extension of Erlings Road from Dorothy Road  

The project involves the construction of new road K56 between K46 William Nicol 
Drive and P71/1 (Main Road). This is a new road which transverses Greenfields. 
The road will be constructed as a dual carriageway road with a road reserve of 
48.4 metres. The length of the road is 4.4km.  

• K14 between Cullinan and Rayton Road (D483)  

K14 is located on the R513 South of Cullinan, approximately 25km East of the 
Sefako Makgatho Drive Off-Ramp from the N1. The project entails the construction 
of a section of K14 (1.76 km), the rehabilitation of a short section (0.57 km) and 
the re-alignment of a section of Zonderwater Road (0.32 km). The works will 
include the construction of a rail-over-road bridge.  

• R82 phase 3 (between D1073 (Walkerville) and K164 (De Deur)) 

The road forms part of the Southern Corridor and the Maize Belt. The project 
involves the dualisation of R82 Phase 3 (11.3km) between road D1073 and K164. 
The project will provide an alternative link between Johannesburg and 
Vereeniging, including access to existing and future developments in Walkerville, 
Eikenhoff and De Deur. The implementation of the project will enhance economic 
development, create job opportunities for the community, provide skills training 
and development and develop small emerging contractors within the areas.  

• K54: Mamelodi (Tsamaya Road) to R104 Pretoria Bronkhorstspruit  

K54 is in Mamelodi, CoT. The project involves the dualisation of 9kms of green 
field from K22 to K69. This road will be an important link between Mamelodi, 
Moloto Road and the N4. The road entails the construction of several structures, 
including a bridge over rail and will serve as a major collector. The project will also 
include upgrading of access roads located along the road K54. The project 
commenced in the financial year 2018 and construction activities were halted and 
progress is at seventy-six (76%) complete. Twenty-one (21) months of extension 
of time was granted due to encroachment on the road reserve.  
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9.4.5 Maintenance 

Maintenance projects are: 

• Provincial Road Maintenance Grant (PRMG)  

The DOT allocates funds for the Provincial Road Maintenance Grant (PRMG) to 
alleviate the backlog of road maintenance. Various functions and activities that will 
be performed will include reseal, roads maintenance, potholes patching, 
vegetation control and diluted emulsion. 

• Routine Maintenance  

The GDRT network has been classified in the Road Infrastructure Strategic 
Framework for South Africa (RISFSA) classification models with classes ranging 
from 1 to 3. The roads are maintained through in-house and outsourced routine 
roads maintenance contractors. The Routine Maintenance Programme adheres to 
roads safety standards and promotes smart mobility across the Province, creating 
job opportunities, skills transfer, delivery of quality and cost-effective services in 
the process.  

• Periodic Road Maintenance  

The GDRT will appoint new service providers during the financial year 2022/23 as 
part of term-contracts for the provisioning of materials such as supply of cement, 
roads marking, roads signs, grass cuttings and diluted emulsions. The periodic 
maintenance is also conducted on the road network to improve the riding quality  
and reduce VOC.  

• Periodic Assessment of the Provincial Roads  

The GDRT evaluates the infrastructure network bi-annually through visual 
conditioning inspections and the report determines the maintenance programme 
as well as the identification of roads requiring upgrade, rehabilitation and re -
construction.  

9.4.6 Road Rehabilitation  

Road rehabilitation projects are: 

• Rehabilitation of road D483 between P6/1 (Bapsfontein) and D713 Cullinan  

D483 entails the rehabilitation of a single carriageway with gravel shoulders, 
located between P6/1 (Bapsfontein) and D713 (Cullinan). The project commenced 
in financial year 2021 and the project is at three percent (3%) complete.  

• P39/1 Heavy Rehabilitation from Diepsloot to Muldersdrift  

The road forms part of the Central and Western Corridors. The project involves 
rehabilitation of 14.45kms of road P39/1 between Diepsloot and Muldersdrift in the 
Westrand. The rehabilitation of road P39/1 will increase structural capacity and 
safety on the road through the reconstruction of the gravel shoulders. The project 
is at eighty-nine percent (89%) complete.  
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• Rehabilitation of P122/1 from P36/1 (R10) (Solomon Mahlangu Drive 
Olifantsfontein) 

The project involves the rehabilitation of 9.4km of road P122/1 located in Tshwane. 
The road is a major route from P36/1(R10) (Solomon Mahlangu Drive) to 
Olifantsfontein, P122/1. The initial subgrade will be removed and re-compacted.  

• Rehabilitation of Road P73/1 (R553) Golden Highway between Ennerdale (41.0 
km) and Eldorado Park (62.24km) Approximately 21.24 km 

The project involves the rehabilitation of road P73/1 Golden Highway between 
Ennerdale and Eldorado Park. P73/1 is in the South-West of Gauteng in the West 
Rand. The road is more commonly known as the Golden Highway and merges on 
the Northern end with the M1 into the Johannesburg CBD.  

• K175: Rehabilitation of the Road from N4/2 to D670 (8.1km)  

The road is in the North-Eastern section of Gauteng next to Bronkhorstspruit and 
is identified as a rural major arterial road. It serves as a collector / distributor for 
the residential and farm areas surrounding the route. The existing intersection will 
be widened and surfaced on the shoulders.  

• Rehabilitation of Eight (8) Bridges and One Major Culvert in the Krugersdorp 
Region within the Gauteng Province 

The project involves eight (8) Bridges and One Major Culvert in the Krugersdorp 
Region within the Gauteng Province. All bridges and major culverts are inspected 
in detail every five (5) to six (6) years, and any repair  works prioritised in terms of 
risk. The Bridge management system employs the Overall Condition Index (OCI) 
to measure the soundness of bridge structures, and to identify the need for 
maintenance. The GDRT’s management system aims to ensure the safety of the 
travelling public on bridges and major culverts. 

9.5 SANRAL Transport Infrastructure Projects  

Table 9-3 shows the SANRAL projects in Gauteng.
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Table 9-3: Gauteng SANRAL Projects 

Municipality  
Project 
Number 

Description Project Status   
Start 
Date 

End Date  

GAUTENG 

CITY OF TSHWANE Non-Toll         
CITY OF TSHWANE X.002-063-2018/1 MSBBR: Structural/Drainage Services NR Construction 01/04/2017 30/11/2025 

CITY OF TSHWANE R.104-012-2019/1 MONRM: R104 Pretoria to MP/GP Border Design 01/11/2018 31/03/2023 
CITY OF TSHWANE           
CITY OF TSHWANE Toll         
CITY OF TSHWANE N.004-010-2015/1 MOTRM: Middelburg N4/1, N4/11 & 12 Construction 01/07/2015 24/12/2021 

CITY OF TSHWANE N.004-112-2014/1 MOTTE: Magalies toll systems & opera Construction 03/02/2014 01/02/2023 
CITY OF TSHWANE N.004-028-2006/1 MOTOC: Mpumalanga TCC Law Enforcemen Construction 01/03/2006 01/04/2026 
CITY OF TSHWANE N.004-028-2006/3 MOTOC: N4 East TCC Ops Maintenance Construction 01/03/2006 05/06/2021 
CITY OF TSHWANE N.004-028-2006/4 MOTOC: TRAC TCC Operations Construction 01/03/2006 01/04/2023 

CITY OF TSHWANE N.004-130-2008/9 MOTOC: Bapong TCC Construction 01/03/2006 01/04/2023 
CITY OF TSHWANE N.004-112-2017/1 MPRS2: Rebecca street to Pelindaba Construction 01/04/2016 31/03/2024 
CITY OF TSHWANE R.021-020-2020/1 MPRAC: Olifantsfontein to Hans Stryd Construction 01/04/2018 29/03/2023 
CITY OF TSHWANE N.004-010-2019/1 MSPGA: Donkerhoek TCC Pavem Repairs Construction 01/04/2019 30/03/2022 

CITY OF EKURHULENI Non-Toll         

CITY OF EKURHULENI N.003-120-2017/1 DICAL: Dwars in die weg to Heidelber Design 01/04/2017 31/03/2022 
CITY OF EKURHULENI N.003-112-2019/1 MONRM: Ekurhuleni & Lesedi Non Toll RRM Design 01/11/2018 30/06/2023 
CITY OF EKURHULENI           
CITY OF EKURHULENI Toll         

CITY OF EKURHULENI R.021-010-2017/9 DSCPR: Pomona rd to Olifantsfontein Design 15/01/2017 15/12/2022 
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Municipality  
Project 
Number 

Description Project Status   
Start 
Date 

End Date  

CITY OF EKURHULENI N.012-190-2016/1 DIBBW: Culvert widening (Improve Dra Design 01/04/2015 31/03/2021 
CITY OF EKURHULENI N.003-120-2019/1 MPRAC: Heidelberg Rd to Geldenhuys Construction 01/04/2019 29/03/2021 
CITY OF EKURHULENI R.021-010-2017/9 DSCPR: Pomona rd to Olifantsfontein Design 15/01/2017 15/12/2022 

CITY OF EKURHULENI N.017-023-2019/1 MPRAC: R29/Springs to R50/Leandra I/ Construction 04/04/2018 31/03/2022 

CITY OF EKURHULENI N.017-020-2018/1 MPRMC: Rifle to Tonk Meter Construction 01/04/2016 31/07/2022 
CITY OF EKURHULENI X.002-078-2018/1 MRNRS: Toll Road Marking NR - MP Design 01/08/2015 31/12/2022 
CITY OF EKURHULENI           

CITY OF JOHANNESBURG Non-Toll         
CITY OF JOHANNESBURG N.017-010-2016/1 MONRM: Nasrec to Soweto RRM Construction 01/10/2015 01/10/2021 
CITY OF JOHANNESBURG N.017-010-2019/1 MONRM: Johannesburg Metro RRM Design 01/11/2018 30/06/2023 
CITY OF JOHANNESBURG X.002-119-2019/1 MONRM: Merafong N12/N14/R54/R500/R501 Design 01/04/2019 22/12/2023 
CITY OF JOHANNESBURG           
CITY OF JOHANNESBURG Toll         
CITY OF JOHANNESBURG X.002-116-2020/1 DNNTC: FMS Gauteng Design 01/05/2020 01/05/2025 
CITY OF JOHANNESBURG N.001-201-2010/1 DNNTC: National FMS DBOM Construction  03/05/2010 31/12/2024 
CITY OF JOHANNESBURG N.001-201-2016/1 MOTRM: Western Freeways RRM Construction 01/10/2015 01/10/2021 
CITY OF JOHANNESBURG X.002-014-2016/1 MOTRM: Eastern Freeway RRM Construction 01/10/2015 01/10/2021 
CITY OF JOHANNESBURG X.002-015-2016/1 MOTRM: Southern Freeways RRM Construction 01/10/2015 01/10/2021 
CITY OF JOHANNESBURG X.002-020-2011/1 MOTTE: ORT/ITS Communications Backbo Construction 01/12/2010 30/03/2022 
CITY OF JOHANNESBURG X.002-055-2016/1 MOTEM: Western Freeways Lighting Construction 01/01/2016 31/03/2022 
CITY OF JOHANNESBURG X.002-056-2016/1 MOTEM: Southern Freeways Lighting Construction 01/01/2016 31/03/2021 
CITY OF JOHANNESBURG X.002-057-2016/1 MOTEM: Eastern Freeways Lighting Construction 01/01/2016 31/03/2022 
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Municipality  
Project 
Number 

Description Project Status   
Start 
Date 

End Date  

CITY OF JOHANNESBURG X.002-065-2017/1 MOTTM: Traffic Flow Management Construction 01/04/2017 29/05/2020 
CITY OF JOHANNESBURG N.001-190-2017/2 MPRAC: Vaal River to Klein Rietspruit Construction 01/04/2016 05/01/2020 
CITY OF JOHANNESBURG N.001-200-2020/1 MPRAC: 14th Avenue to Buccleuch Construction 01/04/2020 29/03/2022 
CITY OF JOHANNESBURG N.001-210-2019/1 MPRAC: Brakfontein to Scientia Construction 01/04/2019 29/03/2021 
CITY OF JOHANNESBURG N.003-120-2020/1 MPRAC: Geldenhuys to Buccleuch Construction 01/04/2020 29/03/2022 
CITY OF JOHANNESBURG N.001-190-2017/1 MSPCF: Klein Rietspruit to N12/Potch Construction 04/02/2019 29/01/2021 
CITY OF JOHANNESBURG N.001-200-2019/1 MSBBR: Repair Hans Schoeman Bridge Construction 03/09/2018 30/06/2023 
CITY OF JOHANNESBURG N.012-159-2017/1 MSBBR: N12 Bridge Repairs Construction 01/04/2015 31/03/2022 

SEDIBENG Toll         

SEDIBENG N.003-110-2018/3 DSRCU: Heidelberg TCC Pavement Rehab Design 01/10/2017 31/03/2020 
SEDIBENG N.001-230-2006/1 MOTOC: Montsole TCC Operations Construction 01/04/2017 01/04/2024 
SEDIBENG N.003-110-2018/1 MOTOC: Heidelberg TCC Operations Construction 01/04/2017 01/04/2024 

SEDIBENG N.003-110-2019/1 N3: BALFOUR TO DWARS IN DIE WEG Design 10/01/2022 10/01/2025 

SEDIBENG N.003-120-2017/1 DWARS IN DIE WEG TO GELDENHUIS INTERCHANGE Design 04/01/2022 09/01/2024 
SEDIBENG 

N.017-023-2019/1 R29/SPRINGS TO R50/LEANDRA I/C 
Tender evaluation 
stage N/A N/A 
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10. FREIGHT LOGISTICS 

10.1 Introduction 

Economic and social development of South Africa depends to a large extent on the 
level and cost of mobility within the supply chain to ensure that raw materials, work-
in-process and finished goods are delivered on time and at reasonable cost. 
Transport is one of the most important and costly logistics functions performed in the  
supply chain, both on the inbound and outbound side. 

The traditional view of transport is that it is a derived demand, based on some form 
of land-use development or economic activity that generates or attracts passengers 
or freight. This is indeed correct and applies in particular to the need for transport of 
passengers, whether private or public transport. However, it is also true that freight 
transport induces development, where existing transport infrastructure such as roads, 
railways, ports and intermodal terminals attracts potential developers. 

Freight logistics refers to all logistics activities related to the movement of freight, 
such as transport, warehousing, inventory management and procurement where 
relevant. The term freight is used as a collective term that includes raw materials, 
finished goods, agricultural products, consumer goods and air cargo as well as road 
and rail freight. 

This chapter covers deficiencies in the freight logistics system, a proposed freight 
logistics strategy, provincial initiatives in freight logistics as well as freight logistics 
projects of provincial significance, done by planning authorities in Gauteng Province. 

10.2 Deficiencies in the transport system 

A number of problems and issues in freight logistics have been identif ied from a 
comprehensive literature review as well as industry knowledge and experience 
perspective. These deficiencies have been supplemented with input from 
engagement with stakeholders and feedback from public consultation workshops. A 
summary of these issues has been listed in Table 10-1 under the headings of user 
needs, deficiencies (problems and/or issues) and gaps. 

Table 10-1: Freight Logistics User Needs, Deficiencies and Gaps 

Category Description 

User needs • Reduced cost of logistics 

• More reliable services 

• Improved cargo security 

• Faster speed in the supply chain 

• Ability of tracking cargo 

Deficiencies 

(problems 

and/or issues) 

• Increasing diesel price 

• Driver shortages 

• Disruption of road freight services 

• Ineffective overload control strategy 
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Category Description 

• Sustainability in freight logistics (need to reduce the carbon footprint and 

greenhouse gases) 

• Insufficient freight logistics facilities 

• Inappropriate last (and first) mile logistics services 

• Poor waste management services for disposal of waste 

• Increasing development of freight logistics hubs without rail access (unimodal 

and not intermodal) 

• Lack of maintenance of weighbridges 

• PSPs and/or PPPs needed for rail operations 

• Enforcement of legislation needed for eliminating level crossings (road/rail)  

• Lack of funding for the development of freight logistics facilities (terminals, 

truck stops, etc) 

• Insufficient security of freight in transit and at terminals 

• Illegal invasion of rail reserves 

• Poor condition of road vehicle fleet (gas emissions) 

• Information on logistics costs in South Africa absent or very outdated 

• Administrative burden with vehicle licences and registrations 

• Allowing the private sector to issue permits and operator licences based on 

agreed standards such as the RTQS 

Gaps • Clarity around use of high-cube containers 

• Working hours and related legislation to be clear and properly enforced 

• Driver shortages and labour issues around appointment of foreign drivers  

• Development of suitable truck stops and staging areas 

• Delays at border posts to be addressed 

• Clarity around banning of trucks in peak hour 

• Deteriorating road infrastructure condition 

• Ineffective overload legislation enforcement 

• Use of Weigh-in-Motion (WIM) technology 

• Clarity around e-tolling 

• Clarity around the AARTO system 

• Development of smart freight logistics 

• Increased use of performance-based standards needed 

• Lack of freight logistics skills and competence 

• Implementation of circular economy principles in freight logistics 

• More rail friendly freight to be transported by rail 

• Freight databank or data warehouse (relevance, accessibility, etc)  

• Annual cost of logistics surveys to be resuscitated 

 

10.3 Freight Logistics Strategy 

10.3.1 Framework for Freight Logistics Strategy 

It was decided to use the typical planning hierarchy as a framework for the freight 
logistics strategy. This consists of four levels as indicated in a logical sequence from 
top to bottom in Figure 10-1. 
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Figure 10-1: Planning Hierarchy 

Typical freight logistics aspects are addressed on each level as follows: 

1. Strategic: Demand analysis, market segmentation and customer service. 

2. Structural: Network design and channel strategy. 

3. Functional: Transport, warehousing and inventory management. 

4. Operational: Materials handling, loading and scheduling as well as order 
management. 

This planning hierarchy was customised for analysing freight logistics in a number of 
focus areas, as indicated in the next section. 

10.3.2 Freight Logistics Focus Areas 

The Revised draft White Paper on National Transport Policy16 postulates a number 
of policy objectives and these objectives have been summarised and linked to focus 
areas that are suitable for addressing freight logistics issues, as follows:  

• Overarching plan for development (Focus area: Freight logistics demand) ; 

• Enable access to best meet chosen criteria (Focus area: Freight logistics network); 

• Invest in infrastructure (Focus area: Freight logistics infrastructure); 

• Improve competitiveness (Focus area: Freight logistics operations) ; 

• Improve safety, security and reliability (Focus area: Freight logistics legislation), 
and 

 
16

 White Paper on National Transport Policy 2021, Notice 1050 of 2022, Department of Transport. 
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• Achieve objectives economically and sustainable (Focus area: Freight logistics 
implementation). 

These focus areas are presented in Figure 10-2 with an indication of the process 
flow on the right-hand side. 

 

Figure 10-2: Freight Logistics Focus Areas and Process Flow 

The focus areas can further be broken down into strategic objectives, which form the 
core of the freight logistics strategy. The final step in the strategic planning process 
is to list specific freight logistics issues under each of the strategic objectives and 
hence provide for a structured approach to prioritise attention and resources to 
address the issues systematically. 

This process is explained with examples of logistics issues in Figure 10-3. 

 

Figure 10-3: Policy Objectives, Focus Areas, Strategic Objectives and Freight 
Logistics Issues 

A summary of the results of this process is discussed in the next section. 
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10.3.3 Freight Logistics Strategies 

10.3.3.1 Freight Logistics Demand 

The first aspect to be addressed in this freight logistics strategy is the demand for 
freight. Freight traffic can be split into the following categories in Gauteng:  

• Through traffic (originates and destined outside Gauteng); 

• Local traffic (originates and destined inside Gauteng); 

• Outbound traffic (originates inside but destined outside Gauteng); and 

• Inbound traffic (originates outside but destined inside Gauteng) . 

The freight movements that originate or end in Gauteng are relevant as those origins 
and destinations (nodes) generate or attract freight traffic, that has to be distributed 
by mode (predominantly road and rail) and assigned to specific roads or routes (links) 
in the network. 

A summary of the freight logistics demand strategic objectives and related freight 
logistics issues is provided in Table 10-2. The primary mandates of the different 
spheres of government are also indicated in the mentioned analyses as national 
government (N), provincial government (P) and municipal government (M). 

Table 10-2: Freight Logistics Demand Strategic Objectives 

 

10.3.3.2 Freight Logistics Network 

The freight logistics network can be defined as a number of freight nodes that are 
linked with roads (or routes to accommodate all modes). In fact, it  might be more 
correct to refer to those links as “corridors of freight mobility”, to allow flexibility in 
using appropriate freight transport modes. Primary modes include mainly road and 
rail while secondary modes may include conveyors, ropeways and drones. 

The need for developing a freight network strategy is to ensure that dangerous or 
hazardous goods as well as abnormal loads follow certain routes that can 
accommodate vehicle and load sizes exceeding the normal limitations on vehicle 
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dimensions and axle loads that a vehicle using a public road must comply with. The 
specifications are stipulated in the National Road Traffic Act 93 of 1996 as well as the 
National Road Traffic Regulations, 2000. 

A summary of the freight logistics network strategic objectives and related freight 
logistics issues is provided in Table 10-3. 

Table 10-3: Freight Logistics Network Strategic Objectives 

 

10.3.3.3 Freight Logistics Infrastructure 

The freight logistics infrastructure strategy should focus on those facilities and 
projects that are of provincial significance. The current Integrated transport plans of 
the respective planning authorities in Gauteng include examples of those projects but  
a more comprehensive list of freight logistics infrastructure strategic objectives and 
related freight logistics issues is provided in Table 10-4. 

Table 10-4: Freight Logistics Infrastructure Strategic Objectives 
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10.3.3.4 Freight Logistics Operations 

Although freight logistics operations occur per definition at operational and not 
strategic level, it nevertheless requires a strategic perspective to ensure that clear 
guidance is provided at strategic level to plan for freight logistics operations. 

A comprehensive list of freight logistics operations, strategic objectives and related 
freight logistics issues is provided in Table 10-5 and Table 10-6. 
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Table 10-5: Freight Logistics Operations Strategic Objectives (1 of 2)  

 

Focus Area Strategic Objective Freight Logistics Issue Mandate

4.1.1 Provide suitable loading and offloading zones M

4.1.2 Develop efficient staging facility operations M

4.1.3 Facilitate efficient urban consolidation centre 

operations

M

4.1.4 Facilitate efficient micro hub operations M

4.1.5 Plan for online shopping deliveries (Home 

deliveries)

M

4.1.6 Plan for use of motorcycles, cargo cycles and e-

bikes in deliveries (Inner city)

M

4.1.7 Prepare for the use of delivery drones M

4.1.8 Prepare for the use of delivery robots M

4.2.1 Mitigate environmental externalities (Emissions, 

noise, etc)

P / M

4.2.2 Manage reduction in greenhouse gases (GHG) P / M

4.2.3 Manage reduction in carbon footprint P / M

4.2.4 Provide for eco-vehicles (Electric, hybrid, 

hydrogen, etc)

P / M

4.2.5 Manage condition of freight vehicles (Fitness of 

vehicles)

P / M

4.2.6 Encourage modal shift (Move rail friendly traffic 

from road to rail)

P / M

4.3.1 Manage solid waste disposal M

4.3.2 Provide for reverse logistics (Product returns, 

recycling, etc.)

M

4.3.3 Encourage implementation of the circular economy 

to reduce waste

P / M

4.4.1 Present logistics costs as percentage of GDP N / P

4.4.2 Analyse logistics costs per function (transport, 

warehousing, inventory and administration)

N / P

4.4.3 Monitor input costs such as the fuel price N / P

4.5.1 Freight volumes by mode (Road, rail, air and N / P

4.5.2 Freight volumes by type (Dry bulk, liquid bulk, 

containers, unitised in pallets or bulk bags, break-bulk in 

cartons or crates and vehicle on auto carriers or 

automotive trains)

N / P

4.5.3 Origins and destinations of freight N / P

4.5.4 Maintaining the freight databank N / P

4.6.1 Prepare construction logistics plan M

4.6.2 Collect construction site information to determine 

traffic generation and attraction

M

4.6.3 Stipulate traffic management measures M

4.6.4 Monitor procedures of compliance M

4.7.1 Maintain health and safety when hazardous or 

dangerous goods are involved

N / P / M

4.7.2 Manage recovery operations (Both equipment and 

spillage)

N / P / M

4.7.3 Repair of damage to infrastructure N / P / M

4.8.1 Manage capacity of urban freight transport system 

to alleviate congestion

M

4.8.2 Manage freight vehicle movement in the inner city M

4.8.3 Manage freight vehicle access to urban areas M

4.8.4 Consider night deliveries M

4.8.5 Evaluate truck bans during peak hours P / M

4. Freight 

operations

4.1 Efficient last mile logistics

4.2 Sustainable freight logistics

4.3 Efficient solid waste logistics

4.4 Measure freight logistics costs

4.5 Monitor freight logistics 

statistics

4.6 Manage construction logistics

4.7 Effective incident 

management

4.8 Effective routing and 

scheduling
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Table 10-6: Freight Logistics Operations Strategic Objectives (2 of 2) 

 

10.3.3.5 Freight Logistics Legislation 

The strategic aspects of freight logistics legislation are important when developing a 
freight logistics strategy. Alignment of legislation at national, provincial and municipal 
level as well as appropriate enforcement is crucial to ensure compliance.  

A list of freight logistics legislation, strategic objectives and related freight logistics 
issues is provided in Table 10-7. 

Focus Area Strategic Objective Freight Logistics Issue Mandate

4.9.1 Allocate freight logistics zones M

4.9.2 Manage conflict and interference of passenger and 

freight movements

M

4.9.3 Determine and implement low emission zones M

4.10.1 Driver safety on and off the road at truck stops, 

loading / offloading

N / P / M

4.10.2 Vehicle and load security on and off the road at 

truck stops, loading / offloading

N / P / M

4.10.3 Disruption of road freight services N / P / M

4.10.4 Illegal invasion of railway reserves N / P / M

4.10.5 Driver and load safety and security during delays 

at border posts

N / P

4.11.1 Ensure driver fitness P / M

4.11.2 Address driver shortages N / P

4.11.3 Labour issues around appointment of foreign 

drivers

N / P / M

4.11.4 Working hours and related matters N / P / M

4.11.5 Lack of freight logistics skills and competence N / P / M

4.12.1 Develop and implement appropriate smart freight 

logistics

N / P / M

4.12.2 Prepare for the use of autonomous freight 

vehicles

N / P / M

4.13.1 Stimulate private sector participation N / P / M

4.13.2 Focus on rail friendly traffic N / P / M

4.13.3 Devolution of rail transport function to provincial 

authorities

N / P / M

4.13.4 Allocate roles and responsibilities according to 

the National Rail Policy

N / P / M

4. Freight 

operations 

(Continue)

4.10 Ensure safety and security

4.11 Efficient human resource 

management

4.12 Appropriate ITS and 4IR

4.13 Efficient rail operations

4.9 Appropriate land-use 

guidance
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Table 10-7: Freight Logistics Legislation Strategic Objectives 

 

10.3.3.6 Freight Logistics Implementation 

The focus area of freight logistics implementation includes reference to efficiency and 
monitoring, as to what gets measured, and gets managed. Two strategic objectives 
are listed under this focus area and a few issues mentioned as indicated in Table 
10-8. 

Focus Area Strategic Objective Freight Logistics Issue Mandate

5.1.1 Develop appropriate modal shift regulations N / P / M

5.1.2 Implement appropriate policy guidance such as 

vehicle and axle weight restrictions

N / P / M

5.1.3 Encourage self-regulation through performance-

based standards

N / P / M

5.1.4 Voluntary vehicle management systems N / P / M

5.2.1 Define and implement restricted access zones M

5.2.2 Define and implement low emission zones M

5.3.1 Consider suitable congestion charging N / P / M

5.3.2 Implement truck bans during peak hour if 

recommended

P / M

5.4.1 Enforce restrictions on use of high-cube containers N / P / M

5.4.2 Enforce regulations on zero emission trucks N / P / M

5.4.3 Enforce non-motorized transport such as cargo 

cycles or e-bikes in the inner city

M

5.5.1 Implement AARTO if approved P / M

5.5.2 Enforce user-pay instruments such as e-tolling P / M

5.6.1 Implement devolution of rail transport function to 

provincial authorities

N / P / M

5.6.2 Enforce relevant rail transport legislation according 

to the National Rail Policy

N / P / M

5.7.1 Formalise and regulate use of motor cycles such as 

Sixty60 for home deliveries

M

5.7.2 Formalise and regulate use of cargo cycles or e-

bikes for inner city deliveries

M

5.8.1 Evaluate suitability of cross border operations with 

the Cross-Border Transport Agency

N / P

5.8.2 Implement Tripartite Transport and Transit 

Facilitation Programme (TTTFP) regulations - COMESA, 

EAC and SADC

N / P

5.9.1 Consider allowing private sector associations to 

issue permits, special permits and operator licences, 

based on agreed standards such as RTQS

N / P / M

5.9.2 Remove administrative lag and burdens with 

licences, vehicle registrations and other traffic 

management processes

N / P / M

5.9 Freight traffic management 

and regulation

5. Freight 

legislation

5.6 Implement rail transport 

legislation

5.7 Manage last mile logistics

5.8 Facilitate regional cooperation

5.1 Manage overloading

5.2 Enforce appropriate land-use 

guidance

5.3 Manage congestion

5.4 Manage freight vehicles

5.5 Manage road traffic offences
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Table 10-8: Freight Logistics Implementation Strategic Objectives 

 

10.4 Provincial Initiatives 

The Annual Performance Plan 2022/2317 of the GDRT refers to freight logistics in a 
number of places, but the most important freight logistics initiatives in the Province 
include the following: 

• Route Determinations 

The Gauteng Road Network is the most important infrastructure asset in the 
Province that underpins and supports provincial economic growth which results 
in job opportunities within the identified corridors (inclusive of freight corridors 
supporting freight hubs) and development nodes. 

The Department has identified a number of routes over the Medium-Term 
Expenditure Framework (MTEF) to be amended to include support for road freight 
hubs. 

• Gauteng as a Freight Logistics Hub 

Freight transportation is a vital element in prosperity planning, albeit one that 
tends to be superficially dealt with in transportation planning departments at all 
levels of government. The road to rail strategy as envisaged in the ITMP25 should 
be implemented and this should be supported by key road and rail infrastructure 
integrated in physical elements providing efficient movement of goods. 

The overarching objective of all freight transport is the economic efficiency of the 
movement of goods so that freight transport policy and investment is primarily 
directed at creating conditions that support that objective. 

The Department will focus on the provision of transport infrastructure required for 
the prioritised freight hubs, such as Tambo Springs and Pyramid Freight Hub.  

• Building of a New Freeway - PWV15 

PWV15 is a 35.5km dual carriageway, located East of the O R Tambo 
International Airport in Ekurhuleni Metropolitan Municipality. The road will provide 
a link between Pomona, OR Tambo International airport, Green Reef 
development and the Tambo Springs Freight Hub. PWV15 will reduce congestion 
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from Geldenhuys to Gillooly’s. It will also unlock economic opportunities and allow 
free flow of freight from the N3 to the N1 freeways. 

• Overload Control Management 

This is not specifically mentioned in the Annual Performance Plan although 
indirect reference is made to it in mentioning the outcome of the reduction of 
freight on the Gauteng road network by 2025. 

10.5 Freight Logistics Projects of Provincial Significance done by 
Planning Authorities 

In conclusion of this chapter on freight logistics, it might be useful to list those freight 
logistics projects that are of provincial significance, as indicated for implementation 
by the respective planning authorities. 

10.5.1 Ekurhuleni Metropolitan Municipality: 

• The development of an Aerotropolis at the OR Tambo International Airport; 

• The development of the freight hubs at Tambo Springs and Sentrarand; 

• Develop detailed freight and logistics transport master plan; 

• Establish and manage routes for transport of hazardous materials routes and for 
abnormal loads in cooperation with Gauteng Province; and 

• Define and implement plan to minimise overloading of heavy vehicles. 

10.5.2 Johannesburg Metropolitan Municipality: 

• Improve the mobility of freight; 

• Collect adequate planning data on urban freight transport in CoJ; 

• Development of intermodal facilities with supporting services on the periphery of 
Gauteng; 

• Investigate introduction of access time regulations for urban goods transport; 
and 

• Reduction in overloading by freight vehicles. 

10.5.3 Sedibeng District Municipality: 

• Strategy for movement of dangerous goods; 

• Freight Transport Management Plan; 

• Truck stop in Meyerton Industrial Area; 

• Overload control strategy; and 

• Proposed VLH. 
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10.5.4 Tshwane Metropolitan Municipality: 

• Establish Freight Transport Working Group; 

• Develop a Freight Transport Master Plan; 

• Establish abnormal load routes; 

• Provide access to intermodal facilities; and 

• Create Pyramid South as development zone. 

10.5.5 West Rand District Municipality: 

• Re-opening of freight rail sidings at Carletonville and for Losberg; 

• Freight Logistics Hub at Rand-West City (Zuurbekom); 

• Dangerous goods movement strategy; 

• Implementation of freight movement and overloading control; and 

• Feasibility study for freight vehicle holding and overnight facilities. 
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11. TRANSPORT MANAGEMENT STRATEGY 

11.1 Introduction 

Transportation management is a process of coordinating all the individual elements 
involved in road transportation in order to ensure the optimum and safe movement of 
people and goods by means of vehicles on the road network. Although transportation 
management is generally aimed at an increase in road capacity and an improvement 
in road safety, effective transportation management in reality encompasses the 
cooperation of a wide spectrum of disciplines, including law-enforcement officers, 
educationists, engineers, emergency services, the media and legal practitioners. 

This chapter addresses Transport Management with a strong emphasis on 
technology and data applications within the context of the transport within Gauteng, 
as well as strategies of how to improve and grow the various areas mentioned.  Smart 
Mobility and initiatives associated with the 4IR principles typically involve the use of 
technology within the transportation sphere, currently better known as Intelligent 
Transportation Systems (ITS). This paradigm shift towards a more digitised 
environment is creating the foundation for tapping into the potential of the 4IR, and 
therefore whenever data and digitisation are mentioned, it should be kept in mind that 
digitisation is a prerequisite in order to make this paradigm and technological shift. 
This data rich environment is therefore the foundation on which a sustainable 
transport management strategy can be built. 

A Complete Guide to Digital Transformationxvii provides helpful principles on how to 
facilitate transformation into a digitised environment, enabling the use of technology 
to improve efficiency and effectiveness. Furthermore, an Appendix called ITS and 4IR 
is included for additional background on and context for the subject matter. 

11.2 Deficiencies in the management of the transport system 

Several deficiencies are identified as possible barriers to exploit the full potential of 
transport management within Gauteng, as discussed hereafter. 

11.2.1 Digital Footprint Coverage 

The digitisation of public and private transport i.e. leaving an electronic trace of 
movement is a key step towards improved management of the transport system. 
Within the Gauteng Province, the Gautrain and the three BRT systems, A Re Yeng, 
Rea Vaya, and Harambee, are the only public transport services that are digitised, 
apart from the e-hailing companies operating in the Province which are also digitised. 
The SANRAL Freeway Management System also utilises technology to provide a 
continuous status of mobility on the national freeways in Gauteng. 

However, several gaps in this regard still exist. The primary public transport mode i.e. 
the MBT is a key missing element in the digitised mobility sphere.  Other services 
such as scholar transport as well as subsidised bus contracts are candidates to add 
to this pool of data. In the Growing Gauteng Together Through Smart Mobility 2030xviii 
plan, the vision was cast to digitise the Government Fleet Services, and this would 
be a step in the right direction for further expansion of the digital footprint.  
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11.2.2 Data Availability 

Transport data is generally not available from a single platform to facilitate 
coordinated planning and operations.  A central transport data centre would be ideal, 
not only as a central repository, but also as a facility that will enable real time 
management of the provincial transport system. 

A provincial TMC is in the process of being established in the Department of Roads 
and Transport on the 16th floor of 45 Commissioner Street. It is currently being 
furnished, but the Information and Communications Technology (ICT) infrastructure 
and equipment is in the process of being procured. Currently, this TMC does not yet 
have all the digitised public transport data connected to it, and is not functioning as a 
Data Centre, which would be beneficial for the Province. 

11.2.3 Transportation Modelling & Data Visualisation Tools 

The plethora of mobility data being generated by current  transport systems needs to 
be fully utilised and integrated into the operations and planning environment.  Various 
operational centres exist and provide active monitoring of the system. Within the 
planning context, typical Transportation Planning Models exist at provincial as well as 
metropolitan levels.  These models reflect the four-step process of trip generation, 
trip distribution, modal split, and trip assignment.  It is quite onerous and often 
expensive to develop and maintain these models. 

The big data type modelling trend has received considerable attention recently and 
is potentially going to disrupt the market. Albeit that these big data type models are 
not mature at the moment in terms of forecasting, and could potentially have risks 
associated with them, this is the paradigm shift that is being adopted globally.  New 
integrated modelling and visualisation tools accommodate extensive data inputs and  
facilitate both operational and planning applications. 

11.2.4 Integrated Fare Management 

In 2017, the DRT gave a mandate to the Gautrain’s Smart Mobility Department to act 
as the agent for the Fare Management Integration Programme, with the main 
objective to implement a single ticketing system for Gauteng. This would enable, for 
example, a traveller to use one card or payment method to pay for his/her BRT 
service in any of the municipalities, and the Gautrain, with the long-term goal of 
having every form of public transport integrated into this system. The current focus of 
the Provincial Smart Mobility Department, therefore, is mostly centred around IFM. 

SANRAL has established a Transaction Clearing House (TCH) acting as a clearing 
house for the Gauteng Open Road Tolling (GORT) transactions within the toll industry, 
built on the E-toll backend of SANRAL. This TCH provides customers with one 
account for all the different electronic toll authorities in South Africa, a national 
electronic toll collection (ETC) website, and a national call centre. This greatly 
simplifies the accounts management of having to deal with different accounts for 
different toll authorities.  In a collective initiative between the NDoT and SANRAL, this 
infrastructure is now further developed and utilised to also provide the platform for 
electronic payment of fares for public transport.  This is a platform that could also be 
utilised to facilitate a single ticketing system in Gauteng. 
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There are modes of public transport that do not have a means of facilitating electronic 
payments and therefore cannot be integrated into one ticket for public transport 
payments. 

Furthermore, the requirements on the left-hand side in Table 11-1 should all be met 
in order to establish a successful IFMS, while the status quo of each requirement is 
highlighted on the right-hand side. 

Table 11-1: Requirements for establishing an IFMS 

No Requirement Status quo 

1 A central management centre from which 

to manage this system 

A provincial TMC is in the process of being established and ICT 

infrastructure and equipment is being procured. 

2 An automated fare system for all modes of 

transport 

The BRT systems, as well as the Gautrain have AFC systems. 

The majority of MBTs are completely cash-based, and there are 

still buses using paper tickets. 

3 An integrated transport information 

platform that can provide users information 

about the system as required 

The aim was to achieve this with the Gauteng-on-the-move app, 

but since it was discontinued no such platform exists at the 

moment. However, an API is currently being developed by the 

Gautrain Smart Mobility department for the Public Transport 

Information Platform. 

4 A public transport data platform acting as a 

central data repository 

It is envisioned that the transportation public data be stored on 

cloud-based platforms. 

5 A telecommunications network facilitating 

the required connectivity between various 

institutions and role players 

This is up to standard for the required connectivity. One risk is a 

loss of connectivity during loadshedding as various 

communication towers are affected. 

 

11.2.5 Integrated mobility management 

There is still a great disconnect between the various mobility providers, and no one 
truly integrated mobility service exists that connects all the various forms of transport. 
The one gap that still exists throughout the Gauteng Province is the disjointed nature 
of data, where public transport and traveller information is not digitised, and 
furthermore not gathered at one place or one format that is easily usable by other 
parties.  

Integrated mobility solutions should ideally be linked and functioning off a digital 
platform and often referred to in this context as MaaS.  MaaS has the goal of creating 
a smooth mobility experience for users by the integration and smart aggregation of 
various mobility service providers. The MaaS provider supplies the users with a digital 
platform through which this mobility experience is enabled. The Gautrain app is an 
example of a MaaS provider where the integration of trains and buses under the 
Gautrain’s management is achieved.  
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11.3 Transport Management Focus Areas 

11.3.1 Data Centric Mobility 

“Data is the new oil” is a phrase that has been popularised in the past few years, and 
just as unrefined oil has little value, so also unrefined and unanalysed data has little 
value, but once refined and analysed, the information that leads from it is valuable for 
the insights it provides. On another level, the required foundation for engaging with 
the 4IR is data, and like oil, it should be extracted and contained for further use. It is 
therefore critical that a data centric approach be adopted, where the correct 
requirements are set in place to fully harness the potential that data has to offer, 
specifically focused in the transport sector. This section introduces the concept that 
may be adopted to move the Gauteng Province in the direction of a more data centric 
approach, creating an enabling environment and harnessing the potential of the data 
that pertains to transport. This is in line with the GDRT Annual Performance Plan 
2022-23xix. 

The Priority Outcomes for Smart Mobility 2030 that were identified, from a Data 
Centric Mobility perspective, are as followsxx: 

• Fully integrated ITS; 

• Gauteng City Region Smart Mobility Data Centre; 

• Integrated Smart Ticketing, and 

• Smart Apps and Websites. 

As mentioned previously, the 4IR is upon South Africa and it will only advance to 
greater degrees. To recap on the dream that emanated from the Presidential 
Commission on the 4IR, the dream states:  

“South Africa will have a globally competitive, inclusive and shared economy with the 
technological capability and production capacity that is driven by people harnessing 
the 4IR to propel the country forward towards its social and economic goals, instead 
of falling behind.xxi” 

If this dream is to be realised, great strides need to be taken to ensure that South 
Africa (and Gauteng Province) stays on top of the ever-changing environments that 
are prevalent in the 4IR. The foundation of the 4IR is data, and having a digitised 
environment is the starting point for moving into a direction of harnessing the 
opportunities that the 4IR brings. Without digitising the environment, especially with 
respect to transportation in the context of the PLTF, South Africa might risk falling 
behind in this 4IR.  

It is, therefore, key to shift our current approaches to a more digitised platform or way 
of thinking. This thinking should be incorporated into all the developments and 
projects so that this does not need to be added additionally at a later stage, as this 
will incur more costs than necessary than if it would have been incorporated from the 
start. A paradigm shift needs to take place where the digitisation of as much of the 
transport network and services as possible should be a key component of any project. 
In the long run this would save on costs, and create an enabling environment for the 
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future, that would facilitate better decision making and more efficient use of the 
transportation system. 

Furthermore, in preparation for future provincial planning efforts, digitalisation of 
Gauteng’s transport system should be at the forefront of any planning initiatives and 
a key point of departure to ensure that the opportunities associated with economic 
development are unlocked, of which the 4IR forms part. It is recognised on a global 
scale that it is an opportune time to reinvent the transport sector, but this is only 
possible with a well-constructed digitalisation strategy. Digital is driving new sources 
of growth and value creation, but can only be tapped into by wise investment choices 
in ensuring efficiency, growth, and value. 

Overall, digital is driving a new source of growth and value creation but must be 
implemented through wise investment choices in ensuring efficiency, growth, and 
value within the transport industry. As a minimum, this strategy should consider the 
main pillars of the digitalisation process, namely innovation, processes, and 
technologies. A Digitalisation Framework, as a blueprint for smart mobility within the 
Province, is discussed.  

Three key elements should be recognised to ensure a successful transition within this 
Digitalisation Framework: 

• Strategic analysis and setting targets: Establish the digital vision and agenda; 

• Operationalising the digitalisation strategy: Identify critical actions to 
operationalise the strategy, and 

• Implementing the digitalisation strategy: Provide a roadmap of actions, schedules, 
and projects. 

11.3.2 Smart Public Transport 

The development of strategies and solutions for public transport need to enhance the 
system for all users. Making public transport “smart” involves the provision of 
infrastructure and technology in order to improve mobility. The commuter must benefit 
from enhanced systems through a safer, more reliable, and predictable ride. The 
driver must experience a safer work environment with access to trip status on a real-
time basis. The public transport operators will be enabled to improve their operations 
through better fleet and vehicle management, resulting in greater cost efficiency and 
ultimately sustainability. 

11.3.3 Smart Road System 

Smart roads solutions is a process whereby the transportation environment is 
becoming increasingly digitally enabled with new technologies.  Roads make use of 
smart road technology, smart road infrastructure solutions as well as various 
computing solutions to improve the quality of mobility to users. The physical 
infrastructure includes the instrumentation of roads by means of sensors and devices 
connected to a central control centre.  The devices combine with computing solutions 
such as Artificial Intelligence, edge and cloud computing and big data solutions.   
These elements all combine in order to improve day-to-day traffic management, 
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provide safer and more sustainable road systems, decrease the environmental 
impact and improve the lives of citizens in general. 

11.4 Transport Management Strategies 

11.4.1 Data Centric Mobility 

11.4.1.1 Data Digitalisation 

Areas for expansion of the digital mobility footprint should continue to be identified.  
These should include MBTs, learner transport and the subsidised bus contracts. 

The digital devices should, at a minimum, provide live updates of vehicle movement 
and location. 

Digitisation of mobility will promote the creation of a single digital platform, also 
providing information and insight into the transportation system to enhance decision 
making. 

11.4.1.2 Digital Infrastructure 

The necessary connectivity should be ensured across the Province to support the 
digital mobility strategy.  This includes a communications backbone with the 
necessary redundancy to enable and ensure connectivity across the network.  This 
will also enable future applications requiring connectivity. 

Hardware and software appropriate for supporting deployed digital infrastructure, 
need to be provided.  These need to support the real time and close-to-real time 
applications. 

11.4.1.3 Infrastructure Automation 

Infrastructure providers continue to look for ways to adapt the road environment to 
enable its automation to function more efficiently and reduce the need for human 
interventions. 

In order to make the shift towards a 4IR aligned infrastructure, some automations that 
should be considered and prepared for include 

• autonomous traffic counts and subsequent real-time monitoring of traffic patterns 
through pushing data to a visualisation platform, and 

• self-optimising intersections and/or networks whereby traffic signals adjust 
automatically based on current traffic levels, resulting in minimising delay. 

11.4.1.4 Vehicle Automation 

The global shift towards CAV needs to be acknowledged and general awareness 
raised. 

Readiness for CAV ought to be considered and these should be planned for 
appropriately, specifically as it pertains to: 

• Provision of digital infrastructure; 
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• Connectivity across the mobility network; 

• Hardware and software to support the mobility data environment; 

• Developing an understanding of new business models e.g. vehicle insurance, and 

• Cognisance of national legal, regulatory and guidelines development for CAV. 

11.4.1.5 Data Services 

Extensive mobility data is generated by digitised modes of transport, opening up 
numerous opportunities for the provision of data services.  Mobility data enables data 
services such as: 

• The real-time monitoring and management of the transport network, and 

• The creation of a MaaS platform allowing a mobility operator to offer mobility 
services. 

A prerequisite for developing and maximising the use of these data services, is the 
availability of mobility data.  Open data is a concept underpinning the principle that 
public mobility data is made available free of charge, based on Transport Data Terms 
and Conditions. Extensive mobility data is generated by various modes of transport 
within the Province.  Where this mobility data is generated through projects funded 
by public entities, the data is publicly owned. 

Open data sets made available to developers can realise Value Added Service (VAS). 
This will result in: 

• Economic benefits – since it will facilitate the development of technology 
enterprises; 

• Innovation – developers can work on designing and building applications, services 
and tools, using public data and API’s, and 

• Increase and enrich traveller information – with additional travel applications on 
the market. 

When considering making data publicly available, there are certain considerations 
that need to be taken into account. Legislation such as the POPI Act must be 
considered. “Sustainable Mobility: Policy Making for Data Sharing”xxii provides helpful 
guidelines that should be consulted for creating policy for mobility data sharing. Five 
layers of policy intervention are identified and explored, namely data collection and 
merging, data standards, data infrastructure, governance and accountability, and 
data use and analysis. 

It is suggested that an “Open Data” regulation be implemented to facilitate availability 
of mobility data. 

11.4.1.6 Transport Data Centre 

A well planned and equipped Transport Data Centre should serve as the nerve centre 
for transport data management and operations, supporting the data centric approach 
and provincial digitalisation strategy. 
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The data centre will provide a mobility data platform and should facilitate both 
planning and operational activities.  Various related activities such as land use, 
transportation and economic aspects can be integrated, visualised, and monitored.  
Data scientists and transport professionals can work shoulder-to-shoulder utilising 
predictive analytical tools for real-time management of the transport network.  
Dashboards for KPI monitoring and key transport indicators can be developed to 
support the operational environment. 

11.4.1.7 Transport Demand Model 

A new generation of Transport Demand Models is being developed with a focus on 
integrating the planning and operational environment.  This is possible through the 
abundance of mobility data, supporting the traditional data sources.  Base year 
models are developed much quicker and calibrated by relying on mobility (big) data.  

Whilst hybrid models, i.e. demand models developed from historical four-step 
process models enriched by mobility data, are frequently used by practitioners, fully 
fledged big data-type models still lack the predictive ability.  As a point of departure 
any existing models should be enriched with big data sources.  Modelling software 
combined with Artificial Intelligence/Data mining techniques should support this 
environment. 

11.4.2 Smart Public Transport 

11.4.2.1 Electronic Payment/IFM 

One of the visions of the Province is encapsulated in the phrase “One ticket, one 
province,” which describes the desired future state of electronic payment for public 
transport services within the Province, where underlying smart technologies are 
required to form part of this vision. For this to happen, integration of fare media, transit 
data, and fare collection for Public Transport services into a central fare management 
system is requiredxxiii. Figure 11-1 provides a timeline for the integration of various 
operators in the Ticket Integration Framework. 
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Figure 11-1: Ticket Integration Framework from Growing Gauteng Together 
Through Smart Mobility 2030xxiv. 

The DoT/SANRAL TCH initiative may be utilised to facilitate or support this type of 
central fare management and would lead to significant cost benefits due to it already 
being established and could be extended for public transport fare management with 
little additional effort.  

This, however, is not that simple. With regards to integrated fares, it is difficu lt to put 
everything on one fare media, as there are different implementation authorities, and 
coordination between them is cumbersome. An agreement is required between the 
authorities in terms of how to split the fares. Five measures are listed in the previous 
PLTFxxv regarding the measures required for integrating fare management, namely: 

• Physical integration: Close proximity to and easy access at mode interchanges 
significantly enhances public transport services. Transit stops should be located 
within walking distance from passenger residences. Walkways should be designed 
in a way that enables passengers to change mode; 

• Network integration: Each BRT and rail system should be an individual 
integrated network, as well as complement each other, allowing movement 
between the systems. Feeder services, including buses and MBTs, should be 
designed to maximise patronage of the trunk routes. Network and physical 
integration are closely linked, and both contribute towards infrastructure 
integration; 

• Fare integration: A single payment method for multiple transit services would 
facilitate easy transfer between modes. For passengers transferring between 
modes, rebates can be implemented as an incentive; 
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• Information integration: A comprehensive, user-friendly travel guide is critical for 
successful multi-modal travelling. Appropriately designed signage at rail and bus 
stations is required to effectively convey trip information. ICT and VMSs can play 
an important role in successful information integration, and 

• Institutional integration: When dealing with land-use planning and integrated 
public transport services, a common institutional framework is key in successful 
coordination and cooperation among government agencies and between the 
public and private sectors. 

A prerequisite in achieving the “One  province one ticket” vision is that public transport 
services should be digitised. Without digitisation of public transport there will be no 
digitised records of the payments. The service areas requiring urgent digitisation for 
the advancement of the one ticket vision are: 

• Scholar transport; 

• Bus contracts, and 

• The MBT industry. 

These forms of public transport may be digitised by simply installing an electronic 
payment device equipped with GPS onboard the vehicle. This puts the technology in 
place to later integrate with an APTMS. This would lead to the real-time monitoring of 
public transport movements, and things like transport subsidies, calculated by a 
formula including the distance travelled, can then also be determined automatically 
and accurately. 

11.4.2.2 Expand Digitised Footprint 

The Smart Public Transport environment is the prime area of application requiring an 
extended digital footprint.  This will enable other applications such as IFM as well as 
APTMS. 

Public transport systems not digitally enabled should be identified and solutions 
generated to add these to the Smart Mobility Data platform. 

11.4.2.3 Advanced Public Transport Management Systems (APTMS) 

The lack of integration of public transport may be addressed by establishing an 
APTMS which will enable the management of demand and supply, provide a MaaS-
type platform, provide an operations and management platform for public transport, 
and hold road safety benefits.  

Ensure that from a traveller information perspective, there is an availability of modal 
options, as well as location and arrival of vehicles. The digitalization of various 
transport services creates the opportunity for the management of transportation 
systems as well as improvement of the passenger information systems, which can 
then be pulled into an APTMS or a MaaS platform. The APTMS should have real-time 
information about public transport, including location data and driver behaviour, 
monitoring of movements, and this system should be manageable. 



      
   

 

 
       

257 
 

 

 

11.4.2.4 Traveller Information 

Enhanced traveller information is a key contributor in improving the service offering 
to the commuter.  All the different data streams of transport services should be 
integrated into the Provincial TMC and housed within the Data Centre , after which 
this may be accessible from a digital platform. 

An ATIS provides information to travellers in moving from an origin to a desired 
destination.  It should be made available on easily accessible applications.  It will 
greatly enhance the mobility experience for users and enable a better integration of 
public transport services.  

The concept of Open Data is critical to full exploitation of the available mobility data.  
Whilst the Province could rekindle its initiative to provide a traveller information 
application, the commuter would be best served through options also made available 
from the private sector. One of the most advanced MaaS applications, called 
Whimxxvi, is privately owned and may give an indication of the direction that the 
Province should be considering as to how to create such an enabling environment by 
ensuring the availability of the various public transport data. 

11.4.3 Smart Roads 

11.4.3.1 Freeway Management 

The main aim of the Freeway Management System (FMS) is to optimise the use of 
the freeway network, entailing maximisation of throughput and improvement of road 
safety of persons travelling on the freeways and roadways.  FMS entails the 
instrumentation of the freeway network, feeding data from devices to a central traffic 
management centre, and providing data to the travelling public. 

In Figure 11-2 the roads highlighted in blue are the national roads currently forming 
part of the FMS in Gauteng. There are other provincial roads that have the 
opportunity, as main roads, to be incorporated into the FMS, and this would lead to 
an improved integrated management of the overall road network. The word 
“piggyback” describes this opportunity well. The definition of piggyback is “to use 
something that already exists or has already been done successfully to do something 
else quickly or effectivelyxxvii”. 

There are various ways that the existing FMS may further be utilised by piggybacking 
on the existing system. One suggestion is that the Province could piggyback on the 
FMS contract by integrating some of their roads into the FMS. These roads could 
mainly include freeways and strategic arterials leading towards freeways to expand 
the FMS network further than the roads highlighted in blue in Figure 11-2 and so 
achieve greater management of the road network and the associated benefits. 
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11.4.3.2 Arterial Management 

Major arterials can be instrumented to monitor and manage traffic flow to enhance 
mobility, similar to FMS. Implementation of Arterial Management Systems (AMS) 
should be considered along strategic arterials, often associated with major public 
transport routes.  AMS can be deployed along busy sections of the roadway, or only 
on sections leading towards freeways.  The latter application is integrated with the 
FMS to warn motorists of freeway conditions prior to entering the freeway. 

A opportunity exists for the Province and metropolitan authorities to help align and 
coordinate some of these initiatives to ensure a greater level of integration and traffic 
management. This will enable authorities to piggy-back on the existing SANRAL 
FMS, reducing implementation costs. Consideration should be given towards adding 
arterial links or key arterials with a public transport function. 

Figure 11-2: The Freeway Management System in Gauteng, with the roads 
demarcated in blue. 
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11.4.3.3 Freight: Overload Control 

Freight applications and strategies within the context of technology applications 
largely focus on addressing overload control.  The historic approach of construction 
of static weigh bridges is deemed not to be economically viable.  Various static 
weighbridges are spread across the Province, however few of them are operational 
and are mostly in a state of disrepair. 

Virtual weigh stations (or e-WIMS) provide an alternative to the costly static weigh 
bridge systems.  E-WIMs provide data on freight in real time and can be spread 
across the freeway network (at regular intervals, say 20km), or major heavy vehicle 
routes.  These WIMs enable the development and compilation of freight movement 
and developing a list of habitual offenders.  These offenders can then be approached 
by traffic law enforcement officials. 

11.4.3.4 Integrated Corridor Management 

The development of Integrated Corridor Management (ICM) initiatives offers 
significant opportunities in improving the movement of people and goods through 
proactive integration of existing infrastructure and services along major corridors.  
Through an ICM approach the corridor is managed as a multimodal system and 
operational decisions are made for the benefit of the corridor as a whole.  

Facilities and services are often independently operated, and efforts to date to reduce 
congestion and improve mobility have focused on the optimisation of the performance 
of individual assets and/or services. 

The difficulty and often lack of integration and cooperation between various municipal 
entities may be addressed by developing a multijurisdictional transportation system 
that will help to optimise corridor capacity. For this to take place coordination is 
required between the following components: 

• Freeway Management System; 

• Arterial Management; 

• Public Transport Management; 

• Traveller Information Systems, and 

• Incident Management System. 

When these components are integrated and working together, the corridor in essence 
will work as a system instead of individual parts, leading to greater throughput and 
safety. 

11.4.3.5 Road Safety 

Road safety continues to be a major challenge within the Province.  Technology can 
assist in various ways to address road safety.  These include: 

• Managed lanes on highways can be applied at crash hot spots in order to regulate 
and “calm” traffic, thus reducing the risk of crashes, and 
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• Several opportunities exist to apply ASOD monitoring whereby road users’ speeds 
are monitored, measured over a freeway section.  The segment speed average is 
then utilised to determine whether the user was speeding, and then fined 
accordingly.  

The digitisation of especially public transport services provides a potential 
(unintended?) opportunity to enhance road safety.  Numerous vehicles operate from 
a commercial perspective, and often times road safety may be neglected in order to 
maximise the returns. If, however, a device that may track the movement of 
commercial vehicles and certain penalties or rewards may be applied based on the 
driver’s driving behaviour that is observed via the telematic data, this would 
significantly change the way drivers behave as they will be incentivised to drive better 
as to not incur penalties, and rather get rewarded by, for example, reduced insurance 
premiums. 

11.4.3.6 Traffic Incident Management Systems 

Traffic Incident Management Systems consist of a planned and coordinated multi-
disciplinary process to detect, respond to, and clear traffic incidents so that traffic flow 
may be restored as safely and quickly as possible. Effective Incident Management 
reduces the duration and impacts of traffic incidents; improves the safety of motorists, 
crash victims, and emergency responders; and reduces the frequency of secondary 
crashes. 

The provision of emergency services is currently provided by the Provincial DCS, 
Metropolitan Municipalities, District Municipalities, and the private sector.  SANRAL 
set up ITS infrastructure along the major national freeways within the Province and 
is monitoring freeways on a continuous basis.  On Road Services are provided along 
these freeways, resulting in immediate dispatch of appropriate response vehicles 
when a crash occurs. 

Road Incident Management Systems are established in the five metropolitan regions 
within Gauteng as well as a sixth system focusing on the FMS only.  The RIMS 
currently functions under the authority of the Provincial Coordination Advisory 
Committee (PCAC), which is chaired by the Gauteng DCS (this is a nominated 
position on a three-year cycle).  Members of the PCAC comprise the following 
representatives: 

• Chairpersons and deputies of each local system; 

• Gauteng Emergency Medical Service; 

• Gauteng Disaster Management; 

• Department of Health – Forensic Pathology Services; 

• SAPS National; 

• RTMC; 

• RAF, and 

• Towing associations. 
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The five regional RIMS are represented by: 

• Local traffic departments; 

• GDCS local offices; 

• SAPS local stations; 

• Fire and rescue departments; 

• Local EMS offices; 

• Local FPS offices, and 

• Towing companies. 

Each system has its own Central Communications Centre (CCC), although not all are 
functioning to full potential partially due to budget and resource constraints. 

A number of challenges with RIMS are currently experienced.  These include:  

• Lack of commitment from the agencies to give priority to its statutory mandate, 
thus creating fragmentation in managing road incidents; 

• Autonomous call centres are not efficient and impact negatively on information 
sharing and dissemination to enable quick response to incidents; 

• Lack of hospitals involvement to manage and prioritise patient treatment; 

• Lack of towing industry regulation; 

• Lack of enforcement on private ambulances to prioritise critical patients on crash 
scenes, and 

• Systematic scene management at fatal crashes is not adhered to by law 
enforcement agencies, often resulting in excessive delays.  

A number of actions are proposed to improve the provision of incident management 
systems.  These include: 

• The implementation of a single CCC where incidents are reported and responded 
to; 

• The Province will assist the municipalities to provide a 24 hour service and also 
handle hazardous materials; 

• The Province will designate a common emergency number e.g. 112 
(internationally standardised number for emergencies) for reporting emergencies 
and incidents along the road network, and 

• The DCS will provide emergency support and roadside assistance to effectively 
clear breakdowns, and reduce delays and congestion. 

11.4.4 Cross Cutting 

Several cross-cutting activities were identified, and specific strategies are provided 
for each. 
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11.4.4.1 Safety and Security 

Safety and security is a large concern in the Gauteng Province as, with the advent of 
the 4IR, new security risks are also introduced, for example opportunities to hack and 
intercept data transfer, steal information, and other malicious threats on a digital level, 
as well as potential vandalism of ITS devices, as has been experienced in the past.  

11.4.4.1.1 Cybersecurity 

With the emphasis on the digital environment and associated digitized data, new 
operational risks are introduced.  Cybersecurity is often mentioned as one of the most 
serious threats to development of the CAV market. Cybersecurity can be categorized 
in five distinct types, i.e.  

• Critical infrastructure Security; 

• Network Security; 

• Cloud Security; 

• Application Security, and 

• Internet of Things Security. 

The Province already has a unit called the Gauteng Security Operations Centre 
(GSOC). It was created to protect the provincial government against increasing 
threats of cyber-attacks. This facility is responsible for the continuous monitoring of 
the GPG ICT environment, including at schools, hospitals and other facilities to 
prevent such attacks from interrupting the services offered to Gauteng citizens.  

It is advised that the GSOC should establish a separate function for cybersecurity for 
the transportation sector for the Gauteng Provincial transportation services and 
ensuring that transportation services in the Province are protected against potential 
cyber-attacks. 

Various technology solutions are being developed to address these cybersecurity 
issues and challenges. It is acknowledged that a critical issue that is arising in the 
increasing trend of ITS towards centralisation, is the security risks involved. 

Fast-growing technologies like cloud computing and Internet-of-Things create the 
possibilities for most of the data, analyses and decisions that are processed by 
centralised authorities or cloud-based platforms to be vulnerable if the proper cyber-
security measures are not put in place. These factors could make ITSs vulnerable by 
possibly being temporarily unavailable due to malicious attacks, performance 
limitations or improper operationsxxviii. These type of security risks may be mitigated 
by the safety and decentralised approach that technologies such as blockchain 
technology provides. 

Blockchain is a disruptive technology that has emerged in recent years and is 
experiencing rapid growth. Furthermore, it has the potential to revolutionise the 
increasingly centralised ITSs in applicationsxxix. One of the major benefits of 
blockchain is its ability to establish a secured, trusted, and decentralised autonomous 
ITS ecosystem, and thereby creating the opportunity for better usage of legacy ITS 
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infrastructure and resources and may prove effective for crowdsourcing 
technologyxxx.  

Peer-2-peer car sharing is one of the practical applications of Blockchain. It provides 
a way to verify accurate user data, for example the Innomovo xxxi platform that 
connects users in a safe and verifiable way to share their cars by relying on various 
blockchain-based data sources. La’Zooz, a completely decentralised and 
autonomous organisation, is a case study where blockchain technology is used for 
decentralised ridesharing, where empty seats of vehicles can be filled by utilising the 
La’Zooz blockchain network maintained by the users’ devicesxxxii. 

11.4.4.1.2 Vandalism and Theft 

Vandalism and theft collectively are a serious threat to ITS devices and equipment 
on the Gauteng transport network.  Damage to existing technology and 
communications infrastructure on the freeways across the Province is extensive.  It 
is jeopardizing overall operations and management of the freeway system. 

Several actions should be taken to minimise the risk.  These include 

• Continuous innovation in making devices vandal proof, and 

• Coordinating security initiatives across the Province to collectively improve roving 
along the road network as well as response plans and immediate action plans to 
prevent vandalism.  

Organisational & Coordination 

The full value of technology and data applications within the Province can only be 
realised if co-operation and coordination across all spheres of government is in place.  

Provincial-wide coordination may be achieved by addressing the lack of integration 
and creating synergies in technology applications.  Opportunities exist for better 
integration, creating opportunities for economies of scale, as well as ensuring that 
technology infrastructure is not duplicated but shared. 

It is imperative that provincial organisation structures are reviewed to accommodate 
a position that heads up “Innovation and Technology”.  This individual should 
coordinate the application of technology across the various departments within the 
provincial structures, as well as coordinate such initiatives across the Province. 

In order to ensure better coordination of technology initiatives across the Province, 
the following actions are identified: 

• Reorganisation of provincial structures and allowing for the position of “Innovation 
and technology”, and 

• The Province taking up the responsibility for the establishment of a provincial-wide 
coordination committee for “Innovation and Technology (in the transport sphere)” 
for all levels of government. 

11.4.4.2 Training and Education 

It is recognized that continued training and education is required to ensure 
sustainable implementation of these systems. The local awareness and maturity level 
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is not yet at the point where the opportunities of new technology and 4IR may be fully 
exploited.  

Training and education need to be addressed in the following areas: 

• Planning and implementation principles to implementing authorities, with an 
emphasis on life-cycle planning and costing of technology projects; 

• Continued awareness of new technology and 4IR development, and 

• Identifying areas for vocational training to support deployment of these systems 
and contribute towards job creation.  Different and new skills and skill levels are 
required in this field. 

11.5 Transport Management Projects 

11.5.1 Multifunctional Data Centre 

A Transport Data Centre is seen as a key element in ensuring and underpinning a 
provincial digitalisation strategy. This centre is seen as multifunctional by nature and 
would support activities much wider than the typical transport management centre 
(TMC) encountered in the industry. 

The Data Centre should be implemented in a phased manner, starting out with 
development of a Concept of Operations (ConOps).  The ConOps should describe 
the functionality of the centre, roles and responsibilities of stakeholders and provide 
a high level overview of software, hardware, devices, communications and 
operational requirements. 

The functionality of the Data Centre should be wide ranging and could include 
aspects such as: 

• Providing the mobility data platform for digitised data; 

• Hosting various data including land use data, economic data, census data and 
other demographic data; 

• Provide the platform for real-time operational as well as historical data 
visualisation; 

• Providing the IFM platform; 

• Enabling the hosting of an APTMS for monitoring and managing public transport. 
This includes road-based public transport as well as passenger rail; 

• Development of predictive tools and dashboards to enhance operations of the 
transport system, and 

• Providing a disaster recovery facility for metropolitan operational centres. 

It is envisaged that the facility will host personnel that will include transportation 
engineers, data scientists and traffic management operators. 

The nature of activities within the transport data centre, also lends itself well to a PPP, 
especially as it relates to the opportunities created by the mobility platform.  
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This data centre will enable integrated planning and operations which would be a 
great gain, having a transportation model platform that updates in real-time, providing 
insights to operators at the TMC that can take action accordingly with the ITS tools 
at their disposal, and this would lead to enhanced collaboration. Setting up test labs, 
conducting spatial planning from a data perspective and determining predictive 
maintenance schedules would take the Province forward in the 4IR from a 
transportation perspective. 

11.5.2 Digitisation Expansion 

A systematic approach should be followed to consider transport services that can 
contribute towards expansion of the digital footprint.  The largest and most valuable 
contributor in this regard will be the MBT industry.  Other candidates are the scholar 
transport services as well as the subsidised bus contracts.  Digitisation will assist a 
great deal in also addressing operational and management challenges within these 
industries.  

Digitisation of these services entails the provision of a tracking device within the 
vehicles, an application on the driver’s mobile device, and connectivity in the cloud 
with the centralised data platform.  The benefits of providing such a system should 
outweigh the cost of providing this rather basic technology. 

11.5.3 Integrated Corridor Management (ICM) 

Increased congestion forces authorities to ensure that available capacity across 
modes is used to its full capacity. The international move towards ICM 
implementation, has underlined the great potential of this concept.  The vision of ICM 
is that transportation networks will realize significant improvements in the efficient 
movement of people and goods through institutional collaboration and aggressive, 
proactive integration of existing infrastructure along major corridors. 

Potential corridors within Gauteng should be identified for possible ICM 
implementation.  Once a corridor has been identified, an operational concept will have 
to be developed as a first step.  This proposed corridor must ensure the coordination 
of public transport, freeway and AMS, traveller information systems and incident 
management systems. 

A potential candidate for ICM implementation is the Ben Schoeman corridor between 
Johannesburg and Pretoria.  This corridor contains several digitised mobility options 
which include the Gautrain, the N1 freeway under FMS instrumentation, several 
parallel arterial systems (not instrumented), a regional rail link as well as three BRT 
systems supporting the larger mobility needs. 

11.5.4 Public Transport Management System 

The digitisation of public transport systems makes it possible to provide real-time 
passenger information to commuters, but also offers the necessary information to 
operators to manage vehicles.  This enables controlling and managing of public 
transport network operating conditions. 
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In order to maximise the opportunity created through digitising public transport 
modes, decision support systems should be put in place that will enable monitoring 
and managing public transport vehicles. 

It is prudent to expand the system over time i.e. to start with a single mode or purpose 
(e.g. scholar transport) and add functionality as the system is developed and 
becomes more mature. 

11.6 Transport Management Aspects to be Addressed in ITPs 

Several aspects are identified that need to be addressed in ITPs.  These include:  

• Technology and 4IR Strategy for Transport: The various areas for development 
of local applications should be considered against this framework.  This is in 
essence an update of existing ITS Strategies; 

• Coordination & Cooperation: Areas for cooperation and coordination with other 
spheres of government or neighbouring municipalities should be highlighted in 
order to ensure consideration of possible economy of scale benefits in deploying 
technology, and 

• Training and Education: These needs should be identified to ensure that the 
necessary awareness and skills are acquired to ensure sustainable planning and 
implementation. 

Several strategies are identified within the document.  Whilst it is acknowledged that 
not all are applicable within the municipal environment, a number of strategies should 
be considered for local implementation in order to align and support the provincial 
Smart Mobility Initiative.  These include: 

• Data digitalisation: identify areas for digital expansion; 

• Digital infrastructure: consider ICT infrastructure required to support digitalisation; 

• Electronic Payment: alignment with provincial IFM initiative, and 

• Freeway and arterial management: consider instrumentation of freeways or key 
arterials through linkage with current systems to ensure economies of scale. 
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12. TOURISM TRANSPORT 

The provision of adequate transportation is essential for the growth and development 
of tourism.  Transportation is one of the key elements affecting the tourism industry.  
It affects the mobility of tourists, in addition to influencing their demand and motivation 
to visit certain tourist destinations.  The accessibility and connectivity to the existing 
transport network is critical for the success of tourist destinations.   

Transport connects tourism generating regions (both domestic and international) to 
destinations, and facilitates the internal movement of visitors between attractions, 
accommodation, and commercial services.  The location, capacity, efficiency and 
connectivity of transport can therefore play a significant role in how a destination 
develops, significantly influencing mobility of visitors and the connectivity of tourist 
experiences within destinations.  At the same time growing numbers of travellers 
might create numerous challenges in terms of transport infrastructure and capacity, 
intermodality, and information for travellers. 

Given the context above, it has become critical that tourism facilitation is incorporated 
into the overall transport strategic planning and that systematic collabora tion with 
stakeholders in tourism policy development is necessary.  The converse is also true, 
i.e. that tourism policy development should recognise inclusion of transport aspects 
as well as the need for stakeholders within the transport industry in development of 
tourism policy. 

12.1 Tourism Transport Challenges  

12.1.1 Backlog in Issuing Operating Licences to Tourist Operators 

Tourist operators play a key role in providing mobility options to tourists, both 
international and domestic.  This industry's ability to provide transport to tourists, is 
subject to operating licences allocated to them for providing such services.  An 
operating licence authorises a person to use a specific vehicle for providing road-
based public transport services, and in this case for purposes of a tourist operator.  
Application forms need to be submitted to the National Public Transport Regulator 
(NPTR).  

A severe backlog in issuing operating licences is currently experienced.  The lack of 
these licences being issued, is creating widespread uncertainty amongst such service 
providers.  New entrants are reluctant to enter the market, and many incumbents 
might be forced to leave the industry if the matter is not resolved timeously.  It is 
recognised that growth in the tourism industry is impacted negatively by virtue of this 
administrative process. 

12.1.2 Public Transport Links to the Main Ports of Entry 

The provision of quality and dependable public transport links to and from main ports 
of entry is an expectation of both international tourists, as well as domestic tourists. 
Current public transport linkages to the two main ports of entry into Gauteng i.e. the 
Oliver Tambo International Airport (ORTIA) as well as the Lanseria International 
airport, are not adequate. 
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The two main (air) ports of entry are served with limited public transport options.  At 
ORTIA, the following options exist: 

• Gautrain; 

• E-hailing (Uber, Bolt etc), and 

• Metered taxi. 

Similarly, at Lanseria International Airport, the only current public transport options 
are: 

• E-hailing (Uber, Bolt etc), and 

• Metered taxi. 

A future Gautrain extension might be linked to Lanseria.   

Clearly, public transport linkages to these facilities are lacking. 

12.1.3 Access to Intra-provincial Public Transport 

Local tourist attractions need to be accessible and connected to the local public 
transport systems.  However, this is largely not the case within Gauteng.  The 
following observations are made: 

• There is a lack of information on fares, timetables as well as destinations; 

• There is little or no integration between different modes of transport ; 

• It is not clear to the non-local tourist where to find public transport, and 

• Signage for public transport facilities is not the norm. 

The above factors contribute to a culture of not utilising available public transport 
systems by both domestic and international travellers. 

12.1.4 Safety and Security 

Tourists generally need to be assured that they will be travelling within a free and safe 
environment.  The current crime situation in South Africa in general makes this a 
major challenge.  Apart from references to general crime, crime on-board trains, 
buses, MBTs as well as crime associated with some of the e-hailing options, confirm 
challenges within this environment. 

It is recognised, however, that the responsibility for safety and security lies with law 
enforcement agencies. 

12.1.5 Institutional Alignment 

It is imperative that Transport Policy and Planning within the context of the Tourism 
and Hospitality industry is aligned.  Whilst tourism cannot function in isolation, this is 
also true for transport interventions within the context of tourism. 

Many role players are identified which should form part of inter-governmental 
initiatives to ensure the delivery of a complete tourism experience.  These role players 
should also be aligned with regards to transport-specific aspects regarding the 
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Tourism "Big Picture".  Within the context of the GPG, clearly the Gauteng Tourist 
Authority has the provincial tourism mandate.   

Alignment of transport initiatives first and foremost involves interaction with the 
Gauteng Tourist Authority.  However, other stakeholders are recognised and need to 
be engaged with in order to maximise transport interventions in this space.  These 
stakeholders include: 

• South African Police Service (SAPS); 

• DoT; 

• Department of Cooperative Governance (COCG); 

• Department of Arts & Culture (DAC); 

• Department of Sport & Recreation (DSR), and 

• Department of Forestry, Fisheries and the Environment (DFFE). 

12.2 Tourist Transport Focus Areas 

The key focus areas for Tourist Transport are briefly listed and discussed below.  

Industry alignment: It is imperative that the tourism and hospitality industry is 
aligned with the transport industry as it relates to transport planning and 
implementation that supports, benefits, and facilitates tourism. 

Infrastructure development: Linkages to major tourist attractions within Gauteng, 
as well as to major ports of entry (such as airports), need to be enhanced or provided 
to ensure its sustainability and growth.   

Operational improvement: Areas for improvement of mobility services to tourists to 
advance their overall tourist experience, need to be identified and enhanced on a 
continuous basis.  This could include availability of public transport modes, integration 
of schedules, ease of fare payment etc. 

Information sharing: Tourists have an expectation to have full information at hand.  
This could be provided by means of on-line applications, but should be supported by 
visible infrastructure such as directional signage to major tourism destinations. 

12.3 Tourism Transport Strategy 

The Tourism Transport Strategy aims at addressing the various challenges within the 
industry, as well as recognising advances in technology in order to work towards a 
complete tourism solution. 

12.3.1 Coordination of Transport Function within Tourism 

The transport function within tourism needs to be coordinated between the GDRT 
and the Gauteng Tourism Authority.  This interaction will guide the improvement of 
transport services to tourist market segments. 

Formal engagement with Gauteng Tourism Authority (GTA) is an imperative as a point 
of departure.  Consideration should be given as to how Gauteng on the  Move can 
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enhance the experience of a tourist from a transport perspective.  This perspective 
could include: 

• Availability of information; 

• Connectivity to major provincial tourist destinations, and 

• Ease of fare payment. 

Some minor adjustments or additions to the overall transport strategy could also be 
considered when alignment is discussed with the GTA. 

Several other stakeholders were identified and listed in earlier sections.  These 
stakeholders need to collectively support the transport-related tourism initiatives.  A 
role and responsibility matrix could be drawn up to highlight the involvement of these 
stakeholders and to form the basis of an overall agreement and alignment. 

12.3.2 Public Transport Links to Ports of Entry 

Public transport mobility options have been shown as an important service to the 
mobility needs of tourists, especially linking the major ports of entry i.e. ORTIA and 
Lanseria Airport.  However, the specific demand is not clearly and fully understood 
i.e. what are the destinations served, what is the temporal nature of this need, and 
what is the magnitude of the need? 

In order to better cater for the needs of tourists entering the major airports within the 
Province, surveys need to be performed to establish and benchmark their needs.  
These surveys should include for each port of entry: 

• What is their origin and destination within Gauteng?  What is their origin and  
destination outside Gauteng? 

• What mode of transport are they utilising i.e tour operator, hotel shuttle, Gautrain, 
e-hailing option, metered taxi, rental vehicle? 

• What information sources did they scrutinise to obtain transport options? 

The surveys can be extended and contents supplemented by other stakeholders to 
gain the maximum from these surveys. 

12.3.3 Address the Backlog with Operating Licences 

It is critical for growth and support to the tourism industry, that the backlog with 
regards to operating licences are resolved.  Further to addressing the backlog, it is 
necessary to obtain sustainable solutions to prevent similar situations to occur in 
future. 

Actions identified include: 

• Early engagement with the DoT and the National Public Transport Regulator 
(NPTR); 

• Options need to be considered to do away with the current backlog, as well as find 
ways of improving the application process, and 

• The feasibility of devolution of the function to the PRE should be investigated. 
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12.3.4 Fare Payment 

Payment of fares for public transport can be complex to the tourist and/or might not 
necessarily meet their need. 

The envisaged one-province-one-ticket should recognize the need of tourists.  The 
nature of their typical mobility needs is not necessarily reflected in current fare 
strategies.  

Provision should be made for day and week passes in fare options for the provincial 
wide fare media. 

12.3.5 Development of a Smart Tourist Platform 

Online-based tourist platforms with an emphasis on mobility have become a reality 
with the tools offered by the 4IR.  Sources such as digitized mobility data, social 
media options and resultant crowd sourcing information, can be made accessible on 
a tourist platform that strengthens the linkages between service providers and the 
tourists. 

This Smart Tourist Platform could provide the following functionality: 

• Indicate mobility options to access tourist sites; 

• Show parking availability and real time occupation at the site; 

• Indicate traffic congestion near the tourist destination; 

• Show how crowded the tourist destination is, and 

• Provide micro-mobility options and or rental at the site. 

As a point of departure an operational concept needs to be developed, indicating 
stakeholders, their roles and responsibilities, the functionality of the tourist platform, 
the high-level ICT requirements - all to make sure that the concept is clearly 
understood and that implementation risks are identified. 

It is envisaged that this functionality could be developed at the Data Centre, as 
referenced in the Transport Management chapter. 

12.3.6 Incorporating Tourism Transport in Provincial and Local Planning 

The transport elements of a tourism strategy need to be embedded also in provincial 
and local transport planning.  In this manner land transport service levels for domestic 
and international tourists will be maintained and improved. 

Transport plans at provincial and local level should address the following within this 
context: 

• The need for transport infrastructure which serves major tourist hubs and 
interchanges (including airports and central stations), major corridor services and 
associated infrastructure linking major tourist trip attractors;  

• An understanding of tourist market segments based on research.  This 
understanding will direct thoughts and plans in addressing tourism transport . 
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• Initial lower-cost tourist transport interventions such as: 

o Service intervention and signage; 

o Directional tourist signage; 

o Improved safety and performance standards of niche tourist transporters, and  

o Coordination between land transport and other modes, especially air 
transport. 
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13. FUNDING STRATEGY AND IMPLEMENTATION 
PROGRAMME 

13.1 Introduction 

The Gauteng Department of Roads and Transport (GDRT) is responsible for ensuring 
that the provincial transport network and public transport services are able to support 
current economic activity, promote new growth opportunities, and facilitate spatial 
transformation. Within this broad mandate, the GDRT’s main responsibilities relate to 
delivering and maintaining the provincial road infrastructure and the provision of 
public transport services through the management of the PTOG contracts and 
through the PRE, the regulation of public transport services throughout the Province.  

The GDRT delivers on this mandate through their expenditure and revenue 
generation plans. The current set of expenditure and revenue generation plans, which 
forms part of the funding strategy of this Provincial Land Transport Framework, must 
take account of the subdued economic environment. 

Transport is the lifeline of economic activity, and the efficient and effective movement 
of people and goods is essential for the economy to grow. There is enormous 
pressure on the fiscus from all sectors, and transport is competing for funds against 
all other sectors. 

A high-level scan of the transport environment focussing on the funding requirement 
split between Capital-, Operational-, and Maintenance expenditure reveals the 
pressure on capital funding required for the upfront investment and the high ongoing 
financial requirement as part of subsidising the operations and routine maintenance. 
This is indicated in Table 13-1. 

Table 13-1: Demands on Transport Funding 

Expenditure Item Funding pressure  

Capital 

Rehabilitation of rail infrastructure 

Gautrain – new contract from 2026 plus Extension plans (GRRINE) 

GFIP (resolution of e-tolls) 

Road network – National, Provincial and Local 

BRT across 3 Metropolitan Areas 

Plans for corridor development - CoJ 

Rehabilitation of freight infrastructure (Supposed to be self-funding) 

Cater for People with Special Needs from an infrastructure and vehicles 

perspective 

Operations and Maintenance 

Metrorail 

Gautrain Rapid Rail Link 

BRT’s require operational subsidy (50 – 80%) 

MBT’s – asking for operational subsidy 

Provincial bus contracts (PTOG not sufficient) 

Municipal Bus Services 

Scholar Transport 
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Expenditure Item Funding pressure  

Road maintenance 

Safety and Security 

 

The investment in the items mentioned under CapEx is essential and critical for the 
Province to improve its competitiveness on the global stage. It is also true that the 
expenditure on the rehabilitation of the PRASA corridors and Transnet’s freight rail 
operations is due to vandalism, stemming mainly from poor protection of their assets. 
Funds that could have been used to improve the network and overall service offering 
had to be allocated to upgrade the vandalised infrastructure. 

Gautrain extensions, although capital intensive, are essential to improve access to 
the western parts of the Province, as this is where development pressure is and will 
continue to be experienced. Gautrain extensions will improve mobility and access to 
these areas, and further enhance the patronage on the existing services. 

Investment in the road network at all spheres of government is required, as focussing 
on provincial roads will not be sufficient to enhance economic growth.  SANRAL and 
the municipalities should invest sufficiently in the roads by firstly protecting and 
maintaining the existing asset, with some priority given to improving the regional 
mobility and connectivity as well. 

Public transport needs to be accessible to all citizens in Gauteng. Consideration given 
to the requirements of Special Needs passengers, but further enhancements should 
be considered. was and enhanced provision must be made for Special Needs 
categories of travellers. Additional funds will be required to improve all public 
transport and NMT facilities to adequately cater for them. In addition, the adaptation 
of vehicles to cater for people with disabilities has received attention and strides have 
been made in this regard (BRT buses), but much more needs to be done in this regard 
with the MBT industry.  

The ongoing nature of the operational and maintenance costs for all the services 
mentioned in the table puts enormous pressure on existing transport funding, with the 
result that there is very little scope for introducing new services, extending current 
services or improving existing services. 

PRASA’s operating model is based on a deficit subsidy regime. Although operating 
and maintenance cost are budgeted for, collecting the fare revenue is problematic as 
a large number of stations in Gauteng have no ticket office or fare gates and neither 
is the rail reserve properly secured. It is estimated that 25 – 30% of the passengers 
do not pay for using the services.  Any shortfall over and above the operational 
subsidy budgeted for, is made good through an allocation by National Treasury. There 
is no consequence for poor operations and the high occurrence of fare evasion.  

The revenue received from fare paying passengers on BRT services does in many 
instances not cover the direct operating cost of the services. The PTNG, the main 
source of funding for the BRT systems, has now been split into an infrastructure 
component, the Public Transport Network Infrastructure Grant (PTNIG) and an 
operations component, the Public Transport Network Operations Grant (PTNOG). In 
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addition to this, it is also expected that cities would supplement the shortfall through 
their own revenue sources (mostly rates and taxes). 

The provincially subsidised commuter bus contracts are funded from the PTOG and 
have been underfunded for many years. The consequence of this is mainly two-fold, 
namely i) minimal investment in vehicles, with a resulting ageing of the fleet that costs 
more to operate and the service is more unreliable as breakdowns occur more 
frequently, and ii) the routes cannot be extended to new areas, due to funding 
shortages.  

Municipally owned bus services were introduced as a social service, including a 
significant number of scholar services, where the fares were determined through 
political decisions at council level, with no evidence that the cost of operating the 
services was used as a benchmark. These services are particularity unproductive 
and cost the local tax payer a large sum of money annually. 

Scholar transport has been introduced when the Department of Basis Education’s 
Policy on Scholar Transport required that all school going children that walk more 
than 5 kilometres to school, must be provided with reliable and safe transport. These 
services are planned and contracted by the GDE and are managed separately from 
the IPTNOG or PTOG regimes. 

The preservation of the road and street network is of critical importance as it ensures 
that the investment will last its design life, and includes maintenance, both routine 
and periodic maintenance, and rehabilitation of roads and streets.  Unfortunately, the 
current public budgets do not adopt such a functional categorisation of expenditure, 
but only categorize expenditure according to sub-programmes and an economic 
classification (current, transfers and subsidies and capital).  However, all authorities 
are struggling to fund the maintenance of the existing road and street infrastructure, 
let alone the necessary rehabilitation of the network or capacity improvements, not 
even to mention extending the network. 

Safety and security are major concerns on the overall transport system, ranging from 
car and pedestrian accidents on the road network, to personal incidents on 
individuals, specifically women and children, while accessing the public transport 
network (walking to a stop/taxi rank), waiting at a stop or even in the vehicle (train, 
bus or MBT).  A coordinated safety and security approach is lacking, and additional 
funds and investments will be required to address this. 

13.2 Funding Definitions 

Given the fact that funding related terms are often being used interchangeably and 
to ensure that there is a clear understanding of what is being meant in this chapter, 
the following definitions are provided for clarity purposes: 18 

• Funding relates to how the project is ultimately paid for, i.e., revenue derived from 
budgets, user charges and/or government support through subsidies; 

• Financing refers to the activity of amortising (postponing and smoothing) what 
would have been upfront financial obligations, so that the cost stream becomes 

 
18

 Source: NATMAP Chapter 13 
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more aligned with the revenue stream (and always entails off-budget financing 
from “outside” sources), and 

• Charging refers to the mechanics of how users pay, the type and level of fee they 
pay and the form of payment (it therefore is a sub-set of Funding). 

Source: NATMAP Chapter 13 

13.3 Status of Transport Funding 

13.3.1 SANRAL 

Information awaited from SANRAL. 

13.3.2 PRASA 

The actual PRASA CapEx and OpEx for the 2020/21 and 2021/22 are shown in Table 
13-2, as well as the budgeted MTEF figures for Gauteng. 

Table 13-2: 2020/21 and 2021/22 PRASA CapEx and OpEx 

Gauteng 
     

 
Actual Actual Budget Budget Budget 

R Thousands 2020/21 2021/22 2022/23 2023/24 2024/25 

Investment Rolling Stock* 1 227 398  545 667        

Investment Infrastructure 518 856  960 144  2 653 618      

Operational           

Maintenance 30 422  41 058  87 690  91 592  95 705  

Material 10 493  42 499  93 157  97 303  101 672  

OpEx 2 188 608  2 212 042  2 687 994  3 399 931  3 523 036  

* New trains and refurbishment of current fleet 

Only the infrastructure investment budget has been finalised for the 2022/23 financial. 
The infrastructure investment for this financial year is earmarked for the rebuilding of 
corridors and repair of stations, as well as re-signalling. 

This includes all infrastructure and rolling stock. For the new rolling-stock the 
allocation per region is based on actual train sets allocated to the region (2020/21). 
The budget is not split per region.  

Giving the full Rolling Stock FRP allocation for the MTEF would not be reflective of 
the sets that will be provided to Gauteng. 

Allocations for the overhaul and renewal of the old fleet for Gauteng for 2022/23 is 
still to be finalised. PRASA do not allocate new trains to the regions in terms of this 
budgeting. 

The planning for 2023/24 MTEF will be done per corridor or line and will funding will 
be allocated to each region for the rebuilding of corridors. 



      
   

 

 
       

277 
 

 

 

13.3.3 Provincial Budget  

The Gauteng Department of Roads and Transport is one of 15 Departments that 
make up the provincial administration for Gauteng. The overall MTEF allocation for 
the Province increased from R 153 billion to R 157 billion in the MTEF period (2022/23 
to 2024/25).  

The GDRT is allocated around 6% of the budget over the MTEF period, with a total 
of R 9.3 billion in 2024/25. 

The GDRT budget allocation is in support of its mandate to provide an integrated 
transport system that is reliable, accessible, safe, affordable and has a wide range of 
socio-economic benefits. The Department also contributes to the provincial outcome 
of providing an environmentally sustainable road infrastructure that is inclusive of 
increased accessibility and efficiency, employment creation and social inclusion of all 
the citizens of the Province. 

In this regard, the GDRT manages its responsibilities in terms of the following 5 
programmes: 

• Administration; 

• Transport Infrastructure; 

• Transport Operations; 

• Transport Regulation, and 

• Gautrain, through the GMA. 

The Administration programme provides the overall management and administrative 
support function to the Office of the Member of the Executive Council (MEC) and the 
Department. The objectives of the programme include rendering advisory, secretarial, 
parliamentary and administrative support services to the MEC, rendering st rategic 
support to the Department as well as to manage personnel, procurement, finance, 
administration and related support services. 

The Transport Infrastructure programme entails supporting social empowerment and 
economic growth through the promotion of accessibility and the safe movement of 
people, goods and services through the delivery and maintenance of transport 
infrastructure that is sustainable, integrated and environmentally sensitive. Key 
outputs and service delivery measures for the programme are upgrading and 
maintaining the provincial roads and transport infrastructure. 

The programme consists of 5 sub-programmes, namely: Infrastructure Planning; 
Infrastructure Design; Construction; Maintenance and Support. 

The Transport Operations programme entails planning for, regulating and facilitating 
the provision of integrated land transport services to enhance the mobility of all 
communities. The objectives of the programme are to manage the integration of land 
transport contracts and to manage, coordinate and facilitate transport safety and 
compliance in all modes. 
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The Transport Regulation programme entails the provision of a safe environment 
through the regulation of traffic on public infrastructure, limited law enforcement, 
implementation of road safety education and the registration of vehicles and drivers. 
The programme’s objectives are to monitor and control licensing of all motor vehicles 
and to render services regarding the administration of operating licence applications, 
manage approve and control the registration of transport operators and the issuing 
of all licenses and permits required in terms of legislation. 

The Gautrain programme is a special project that seeks to plan for, design and 
construct the Rapid Rail Link system and to ensure its implementation and efficient 
management. The programme’s objective is to manage and oversee the rail system 
in terms of a concession agreement.  

The GDRT budget for the MTEF period is shown in Table 13-3. 

Table 13-3: GDRT Allocation per Programme - MTEF19 

Programme 

2022/23 2023/24 2024/25 

R '000 

% 

Allocation R '000 

% 

Allocation R '000 % Allocation 

Administration R402 036 4.6% R343 451 3.8% R356 777 3.8% 

Transport Infrastructure R2 528 167 29.0% R2 886 252 31.5% R2 847 148 30.7% 

Transport Operations R2 977 187 34.1% R3 067 917 33.5% R3 204 758 34.6% 

Transport Regulation R354 326 4.1% R341 811 3.7% R351 386 3.8% 

Gautrain R2 457 566 28.2% R2 509 568 27.4% R2 509 568 27.1% 

TOTAL R8 719 282 100.0% R9 148 999 100.0% R9 269 637 100.0% 

 

The largest allocation goes to the Transport Operations programme. This programme 
makes up 34% of the Department’s budget and the total allocation goes to the bus 
operators providing PTOG subsidised services in the Province. 

The GDRT is funded from the equitable share, conditional grants and to a lesser 
extent the Expanded Public Works Programme (EPWP). The allocated grants refer 
to the PTOG, which is exclusively used for the payment of subsidised bus operators, 
the Provincial Roads Maintenance Grant (PRMG) that is allocated for the 
maintenance of the provincial road network and the EPWP Incentive Grant that is 
intended to incentivise departments based on creation statistics from the preceding 
year. The Grant Funding for the MTEF period is indicated in Table 13-4. 

 
19

 Source: Estimates of Provincial Revenue and Expenditure, 2022 
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Table 13-4: Sources of Funding 

Source 

2022/23 2023/24 2024/25 

R '000 

% 

Allocation R '000 

% 

Allocatio

n R '000 

% 

Allocation 

Equitable Share R5 298 817 60.8% R5 584 385 61.0% R5 540 584 59.8% 

Conditional Grants R3 420 465   R3 564 614   R3 729 053   

Provincial Roads Maintenance 

Grant R680 058 7.8% R713 716 7.8% R750 123 8.1% 

Expanded Public Works 

Programme R9 857 0.1%   0.0%   0.0% 

Public Transport Operations 

Grant R2 730 550 31.3% R2 850 898 31.2% R2 978 930 32.1% 

 Total R8 719 282 100.0% R9 148 999 100.0% R9 269 637 100.0% 

 

The equitable share is responsible for 60% of the funds received, and the remainder 
is made up by Conditional Grants, of which the PTOG is the largest. The Provincial 
Roads Maintenance Grant (PRMG) remains throughout the MTEF period at around 
8%. The Expanded Public Works Programme (EPWP) grant for the outer years can 
only be allocated once the job creation figures have been reported on by the 
Province. It is unlikely to differ substantially from the reported figure in 2022/23. 

In addition to the grants received, the GDRT generates provincial revenue through 
the sources that are indicated in Table 13-5. 

Table 13-5: Provincial Revenues 

Source 

2022/23 2023/24 2024/25 

R '000 

% 

Allocation R '000 

% 

Allocation R '000 

% 

Allocation 

Motor Vehicle Licenses R4 695 173 97.9% R4 901 761 97.9% R5 121 850 97.9% 

Sale of goods and services R97 972 2.0% R102 283 2.0% R106 876 2.0% 

Interest, dividends and rent on 

land R79 0.0% R82 0.0% R86 0.0% 

Transactions in financial assets 

and liabilities R1 955 0.0% R2 041 0.0% R2 133 0.0% 

Total R4 795 179 100.0% R5 006 167 100.0% R5 230 945 100.0% 

 

The GDRT is a major contributor to the Provincial Revenue Fund (PRF) in that it 
accounts for more than half of the Provincial Government’s own revenue collection. 
The revenue is largely generated through income arising from motor vehicle 
registration and licensing fees. The increase in the MTEF period can be attributed to 
an increase in the vehicle population, annual inflationary increases and improved 
revenue collection. 
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The sales of goods and service, other than capital assets refers to sales of tender 
documents. This revenue stream is directly related to the number of tenders issued 
by the department. 

The remaining two revenue sources are minor contributors to the revenue stream 
and are difficult to project accurately due to the uncertain nature of the source.   

13.3.4 Municipal Budgets 

The Municipal expenditure for the 3 metropolitan municipalities and 2 district 
municipalities for the MTEF period is indicated in Table 13-6. 

Table 13-6: Municipal Expenditure 

Municipality 
2022/23 

R 000 

2023/24 

R 000 

2024/25 

R 000 

City of Ekurhuleni       

Capital Expenditure R808 680 R916 771 R913 032 

Operational Expenditure R2 976 459 R3 130 395 R3 327 087 

Maintenance Expenditure R527 341 R566 875 R624 748 

City of Johannesburg       

Capital Expenditure R1 739 123 R2 163 429 R2 409 195 

Operational Expenditure R4 984 967 R4 791 654 R5 024 187 

Maintenance Expenditure R918 480 R961 723 R1 006 505 

City of Tshwane       

Capital Expenditure R808 680 R1 156 950 R1 665 870 

Operational Expenditure R2 050 757 R2 065 228 R2 182 125 

Maintenance Expenditure R221 080 R230 999 R242 500 

Sedibeng District Municipality       

Capital Expenditure R0 R450 R0 

Operational Expenditure R104 100 R110 673 R113 028 

Maintenance Expenditure R0 R0 R0 

West Rand District Municipality       

Capital R64 297 R68 155 Not Available 

Operational Expenditure R0 R0 Not Available 

Repairs and Maintenance R99 000 R106 500 Not Available 

Total Capital R3 420 780 R4 305 755 R4 988 097 

Total Operations R10 116 283 R10 097 950 R10 646 427 

Total Maintenance R1 765 901 R1 866 097 R1 873 753 

TOTAL R15 302 964 R17 674 271 R17 508 277 
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Note: Sources for all municipalities are MMTEFs for the 2022/23 municipal financial 
years, except for West Rand District Municipality where the IDP was used, in the 
absence of the MMTEF. 

The operational expenditure includes cost items for deprecation and asset 
impairment. 

From Table 13-6 it is clear that on average, over the MMTEF period, operating 
expenditure accounts for 61%, CapEx for 25% and expenditure on maintenance for 
14% of the total budget allocations. 

13.3.5 Project Funding and Implementation 

A summary of the provincial transport planning and implementation projects is 
indicated in Table 13-7.Table 13-7: Provincial Transport Planning and 
Infrastructure Projects 
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Table 13-7: Provincial Transport Planning and Infrastructure Projects 

Provincial Projects 

Project Location 
Budget 

R'000 

Target 

Date 
Main Milestones 

Update of the 25-Year Integrated Transport Master Plan Gauteng   Mar-24 
Long term plan, required by the TAG Act. Second tier plan in the 

overall 4 tier planning hierarchy  

Household Travel Survey to measure the impact of Covid-19 

on mobility patterns 
Gauteng   Mar-23 Understanding new mobility patterns 

Gauteng Integrated Smart City Modelling Centre for Road, 

Rail and Transport Planning 
Gauteng   Ongoing 

Provide evidence based decision making to improve mobility of 

goods and people 

Study to Measure, Monitor and Certify exact emission 

contribution of transport in Gauteng 
Gauteng   Mar-24 

Measure, monitor and certify the exact emission contribution of 

transport 

Feasibility study on integrating BRT services between Cities 

of Johannesburg and Ekurhuleni 
CoJ, CoE   Mar-23 

Feasibility and service design completed. MoA to be developed 

and approved. 

Integrated Transport Customer Services Centre CoT   Ongoing 
Finalise land acquisition, site studies and commence with detail 

designs 

Appropriate network hierarchy and support infrastructure for 

MBT operations 
Gauteng   Ongoing 

Data collection and network design activities in support of safe, 

effective and efficient taxi operations 

Route determinations Gauteng   Mar-22 
Twenty new routes have been identified for initiation in the tender 

process 

Feasibility study to determine financial viability of the PWV15  Gauteng   Mar-23 
Determine whether public sector, PPP or an alternative 

procurement mechanism is best 

Route determination as part of amending the GSRN/GSTN Gauteng   Mar-25 
Identified 20 new routes to support freight hubs, SEZ's, Mega 

Settlement Projects and Township Economy development nodes 

PWV15 - Phase 1 CoE   Mar-23 
Prelim design review from R 21 to N3, detail design from R 21 to 

K94 

PWV15 - Phase 2 CoE   Mar-24 Detail design from K94 to P58-1 
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Provincial Projects 

Project Location 
Budget 

R'000 

Target 

Date 
Main Milestones 

PWV15 - Phase 3 CoE   Mar-26 Detail design from P58-1 to N3 

Road K111 - Phase 1 CoT, CoJ   Mar-23 Design 

K43 - K142 to K122 CoJ   Mar-23 Design 

R59 - Pedestrian bridge Sedibeng   Mar-23 Design 

D2204 - Construction of road over rail CoJ   Mar-24 Design 

P241-1 - From R558 to R28 CoJ, CoE   Mar-24 Design 

K217 - Phase 1- R566 to K4 CoT   Mar-25 Design 

D2150 - From P73/1 to Link Road CoJ   Mar-25 Design 

P66/1 From P71/1 - D795 CoJ   Mar-25 Design 

K54 CoT R529 000 Mar-22 Upgrading of K54 to R104 

K148 CoJ R440 000 Sep-25 Intersection with N3 

K69 -  CoT R310 000 Sep-22 Doubling of Solomon Mahlangu from N4 to Mamelodi 

K174 - Vaal River Interchange Sedibeng R186 000 Oct-24 
Improve access to the Free State to the south and Sebokeng to 

the north. 
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Provincial Projects 

Project Location 
Budget 

R'000 

Target 

Date 
Main Milestones 

K46 CoJ R500 000 May-23 Willian Nicol from PWV 5 to Diepsloot 

K73 - Upgrade CoJ R274 000 Jun-23 Upgrade link between Allandale road and R55 

K60 CoJ R394 000 Mar-25 Woodmead Drive to Allandale Road 

K46 CoJ R500 000 May-23 Dualisation of single carriageway between PWV5 and Diepsloot 

K101 CoJ, CoT R450 000 Jan-25 Upgrade of existing road and interchange between K27 and K101. 

R82 - Phase 3 Sedibeng R875 000 Mar-25 Dualisation of the R 82 between Walkerville and De Deur 

K31 CoJ R204 000 Feb-24 Reconstruction and upgrade of K31 from Zandspruit to N14 

K14 CoT R120 000 Jan-25 Construction on R513, between Rayton and Cullinan 

K15 CoJ R315 000 Mar-25 
Upgrade between K102, Dobsonville and Wild Chestnut , Protea 

Glen 

K56 CoJ R500 000 Mar-24 
New road (dual carriageway) between William Nicol and Main 

Road 

K175   R80 000 Jun-24 Rehabilitation from R586 to K14 

P156/3   R110 000 Mar-22 P155/1 to D2568 

P39/1 CoJ, WR R153 110 Mar-23 Rehabilitation from Diepsloot to Muldersdrift 
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Provincial Projects 

Project Location 
Budget 

R'000 

Target 

Date 
Main Milestones 

P122/1 CoT R180 000 Sep-23 Solomon Mahlangu drive to Olifantsfontein 

P241-1   R110 500 Mar-22 Rehabilitation from R 554 and D405 

D483 CoE, CoT R110 000 Aug-22 Between Bapsfontein and Cullinan 

P73/1 CoJ R246 000 Oct-24 Between Ennerdale and Eldorado Park 

DLTC and TOLAB construction Sedibeng R73 046 Mar-23 Sebokeng DLTC and TOLAB constructed 

Eight major bridges and one major culvert  West Rand   Mar-25 Rehabilitation in Krugersdorp 

Electronic Monitoring System Gauteng   Mar-23 
Moved from manual monitoring of PTOG contracts to electronic 

monitoring. 

Digital solution for law enforcement in the MBT Industry Gauteng   Ongoing 
Create a platform (database) to manage and structure the routes 

with legal OL 

IFM Gauteng   Ongoing 
Operationalise the Account Based Ticketing System and 

integration with all modes - focus on One Province, One Ticket 

Transport Management Centre - Phase 1 Gauteng   Mar-23 Establishing and operationalising the TMC with skills and systems  

Taxi transformation Gauteng   Mar-23 
Implement the action plan developed from the findings from the 

Gauteng Taxi Summit 

MBT route electronic monitoring Gauteng   Mar-25 
Implement on major corridors where taxi conflict and violence 

takes place. 10 routes identified for implementation 
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A summary of the municipal planning and implementation projects of provincial 
significance is shown in Table 13-8. 

Table 13-8: Municipal Projects of Provincial Significance 

Municipality Project 
2022/23 2023/24 2024/25 

R 000 R 000 R 000 

City of Ekurhuleni IPTN Planning, Implementation and Operations R260 000 R277 956 R278 575 

City of Johannesburg IPTN Planning, Implementation and Operations R320 006 R726 021 R718 602 

City of Tshwane IPTN Planning, Implementation and Operations R269 700 R289 075 R218 089 

Source: Respective IDP’s 

The conditions of the PTNG, which are of importance to the PLTF, are highlighted 
below: 

• Projects must be based on, and form part of, a strategic, municipal wide, long-term 
IPTN plan and strategy approved by the municipal council; 

• Projects funded by this grant must be based on an operational and business plan, 
which must include a multi-year financial operational plan approved by the 
municipal council. This multi-year financial operational plan must cover the full 
duration of any contracts for each phase funded by the PTNG and include 
operating and maintenance costs and universal design access plans; 

• Projects must support an integrated multi-modal network approach as defined in 
the NLTA and the Public Transport Strategy and municipalities must manage 
operations to progressively achieve the standard of service defined in the Public 
Transport Strategy within available resources; 

• Projects should follow an environmental strategy and consider energy efficiency 
and environmental aspects, such as emission standards; mandatory specifications 
regarding average fleet emissions should be considered; 

• All public transport infrastructure and services funded through this grant must 
ensure that there is provision for the needs of special categories of passengers 
(including disabled, elderly, and pregnant passengers) in line with the 
requirements of section 11(1)(c)(xiv) of the NLTA, and 

• All new intelligent transport solutions (ITS) related contracts that will incur grant 
expenditure must be jointly approved by DoT and National Treasury before grant 
funds may be spent on them. 

Table 13-9 reports on the expected sources of revenue and estimates of expenditure 
arising from the preparation, implementation and operation of the different strategies 
in the 5 year period. 
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Table 13-9: Schedule 2 

Key Strategy Programme/project 
Budget  

estimates 
Source Gaps/shortfalls Period Location Responsibility 

Sustainable 

Transport 

Emissions reduction / air quality measurement 

programme 
R 7.5 million     2023 - 5 years     

Sustainable 

Transport / 

NMT 

Route investigation for piloting of "Cycle 

Highways" on intercity provincial routes with 

existing / potential high demand for cycling 

R800 000     2023     

Sustainable 

Transport / 

NMT 

Developing suitable "standard" cross sections 

that incorporate NMT (and UA) & Public 

Transport/HOV lanes on provincial roads 

R500 000     2023     

Sustainable 

Transport / 

Safety 

NMT safety campaign that should form part of 

a broader awareness campaign linked to the 

decade of Road Safety. 

R 3.5 million     2023 - 5 years     

Non-Motorised 

Transport 

Bicycle distribution programme - through the 
Shova Kalula initiative shift towards one that 

looks to building social cohesion and 

economic empowerment through localised 

smaller distributions that identify  

R 10 million     2023 - 5years     

Sustainable 

Transport 

Communication and awareness raising 

programme: incorporating all aspects of 

Sustainable Transport measures targeting 

specific stakeholder groups. 

R   3 million     2023 - 5 years     

Transport 

Management 

Multifunctional Data Centre: The Data Centre 

should be implemented in a phased manner, 

starting out with development of a ConOps. 

R900 000     2023 - 1 year     

Transport 

Management 

Establish the Multifunctional Data Centre: 

Provide a mobility data platform for hosting 
various digitised data and hosting 

transportation engineers, data scientists and 

traffic management operators. 

R20 million     2024 - 5 years     
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Key Strategy Programme/project 
Budget  

estimates 
Source Gaps/shortfalls Period Location Responsibility 

Transport 

Management 
Compile a Digitalisation Strategy. R1.5 million     

2023 - 18 

months 
    

Transport 

Management 

Digitisation expansion: A systematic approach 

should be followed, considering a MBT 

industry pilot project that can contribute 

towards expansion of the digital footprint. 

R5 million     2024 - 3 years     

Transport 

Management 

Integrated Corridor Management (ICM): 

Identify a corridor and develop a ConOps. 
R800 000     

2023 - 18 

months 
    

Transport 

Management 

Public Transport Management System: Create 

a ConOps. 
R600 000     2023 - 9 months     

Transport 

Management 

Public Transport Management System: 

Conduct a pilot project. 
R3 million     2024 - 2 years     

Integrated 

Land use and 

Transport 
Planning 

Development of Provincial Regulations on 

incentivising private development  
R1.1 million     

2023 - 18 

months 
    

Integrated 

Land use and 
Transport 

Planning 

Identification of a land use transport 

integration pilot project for targeted 
investment, collaboration and integration 

between across all spheres of government. 

R800 000     
2023 - 12 
months 

    

Integrated 

Land use and 

Transport 

Planning 

Establish a provincial land use integration task 

team / multi-sectoral forum (where such a 

forum exists, its mandate and operational 

function should be redefined and 

strengthened) with defined Key Performance 

Indicators (KPIs). 

R600 000     2023 - 6 months     
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Key Strategy Programme/project 
Budget  

estimates 
Source Gaps/shortfalls Period Location Responsibility 

Integrated 

Land use and 

Transport 

Planning 

Prepare Scope of work for the assessment 

and development of municipal capacity to 

monitor the integration of land use, economic 

development and transport. 

            

Integrated 

Land use and 

Transport 

Planning 

Develop a monitoring mechanism, linked to 

the GITMP and municipal ITPs, to track land 

use and transport integration over a 5-year 

period. 

            

Transport 

Infrastructure 

Activate/Establishment of Inter-governmental 

Coordination Structures dealing with Transport 

Planning and Implementation 

            

Transport 

Infrastructure 

Establishment of a programme to monitor 

road reserves and right of way corridors to 

identify illegal invasions and development of 

resettlement strategy.  

            

Transport 

Infrastructure 

Develop an integrated data repository to 

ensure integration and access of information 
            

Freight 
Logistics 

Revitalise Gauteng Freight Databank (or 
Freight Data Warehouse) 

R5.0 million Province  2023/24 – 18 
months 

Gauteng Province 

Freight 

Logistics 

Conduct and document a feasibility study on 

truck stops and their location in Gauteng 
R2.0 million Province  2023 – 6 months Gauteng Province 

Freight 

Logistics 

Conduct and document an overload control 

strategy for Gauteng 
R5.0 million Province  2023/24 – 18 

months 
Gauteng Province 

Monitoring 
The development of a dashboard for 

monitoring of Key Performance Indicators 
R2.0 million Province   2023 – 6 months Gauteng  Province 

Public 

Transport 
Due Diligence for the devolution of rail  R2.0 million Province   2024-12 months Gauteng Province 
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Key Strategy Programme/project 
Budget  

estimates 
Source Gaps/shortfalls Period Location Responsibility 

Public 
Transport 

PRASA corridor upgrades, including 

revitalisation of areas of impact around key 

stations  

         

Public 

Transport 
Subsidies & financial support strategy  R2.0 million Province   2023-12 months Gauteng Province 

Public 

Transport 
Public Transport Safety and Security Strategy R3.0 million Province   2023-18 months Gauteng Province 

Tourism 
Surveys at ORTIA and Lanseria to determine 

transport needs of tourists 
R 2.2 million    2023 - 1 year   

Tourism Develop ConOps for Smart Tourist platform R 0.9 million     2023 - 1 year     



      
   

 

 
       

291 
 

13.4 Funding Requirements 

The ITMP25 indicated that by 2025, the funding requirement for the upgrading and 
preservation of transport infrastructure and public transport subsidies would be 2 .6 
times the funding levels of 2013, and by 2037 it would be 4.5 times (at nominal 
prices). 

If anything, the need for funding increased due to more rapid urbanization than 
anticipated, the move from freight rail to road-based transport, with associated 
damage to the road network and impact of Covid19 on the public transport system. 

Over the years, the MTEF, the main budget instrument for the 3-year period, has 
barely kept up with CPI and fell well short of inflation. 

The position taken in the ITMP25 is well supported in that inadequate funds are 
allocated to transport infrastructure and operations, especially to preserve assets. 
Stable sources of funding are required, and transport budgets should be doubled in 
the short-term and increased to 4 times the current funding levels over the next 25 
years. 

13.5 Sources of Funding 

The following sources of provincial funding are currently available to national, 
provincial and local transport authorities: 

• Equitable share allocated in terms of the DoRA; 

• Conditional grants allocated in terms of the DoRA  such as the Provincial Roads 
Maintenance Grant, the Municipal Systems Improvement Grant; the Expanded 
Public Works Programme Integrated Grant for Municipalities; the Urban 
Settlements Development Grant (former Municipal Infrastructure Grant); 
Neighbourhood Development Partnership Grant (Capital Grant); the Public 
Transport Infrastructure and Systems Grant; the Public Transport Operations 
Grant, and Regional Bulk Infrastructure Grant; 

• Sharing of a portion of the General Fuel Levy as primary replacement for the 
former Regional Services Council levies and Joint Services Board levies; 

• Additional generated revenue, including public contributions and donations;  

• Other revenue such as eNatis fees, foreign operating permits, etc; 

• Borrowing of funds, and 

• Private sector investment from either PPPs or private sector investment in 
infrastructure and facilities. 

The traditional funding sources, listed below, will remain the major source of funding 
for the foreseeable future.   

1. National  

i. Allocation through DoT to: 

1. PRASA, for infrastructure, rolling stock and operations  
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2. Minibus TRP 

ii. Conditional Grants, through DoRA 

1. PTOG for Provincial bus subsidies  

2. PTNG for Municipal IPTN development (BRT)  

3. Provincial Roads Maintenance Grant 

2. Provincial 

i. Provincial roads 

1. Equitable Share 

2. Conditional Grants, which include the Provincial Roads Maintenance 
Grant, Expanded Public Works Programme and Public Transport 
Operations Grant. 

ii. Contribution to Gautrain 

iii. Bus contracts as part of the Northwest Star demarcation contracts 

3. Local 

i. Municipal subsidisation of own bus services 

ii. Top up of BRT operations 

4. Fare Revenue 

i. Rail, Gautrain, PTOG buses and MBTs to operator 

ii. BRT and municipal bus services to respective Municipality 

13.6 Funding Focus Areas 

The funding strategy should focus on the following aspects: 

• Promoting Land Use and Transport Integration; 

• Affordability of Public Transport; 

• Promoting sustainability; 

• Quality of Transport; 

• Funding of Infrastructure; 

• Additional sources of funding, and 

• Partnerships. 
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13.7 Funding Principles 

13.7.1 Basis for Funding across Project Life Cycle 

As Gauteng is in the process of developing its urban transport systems, large capital 
investments are still required to expand and extend the network. As the network grow, 
capital investments generally reduce, while costs for operations and maintenance 
increase with the size of the network.  

Because the public transport system in Gauteng needs to still be significantly 
expanded to address the demand and transformation thereof, both large further 
capital investments, as well as already large and growing costs for maintenance and 
operations, create an “underfunding gap”. While expenses are high, revenue 
generation is limited, as a result the small scale of the public transport network.    

Investing, operating and maintaining transportation systems is costly and requires 
careful consideration of the funding source for each individual cost item. The main 
cost items can be categorised as: 

• CapEx; this applies to the physical assets of transportation, mainly infrastructures, 
terminals, and vehicles. They include the purchase or major enhancement of fixed 
assets, which can often be one-time events that can be amortized over several 
decades. Since physical assets tend to depreciate over time, capital investments 
are required on a regular basis for maintenance.  

• Operational Expenditure (OpEx); this refers to the ongoing expenses incurred 
from the normal day-to-day of running a business.  

• Preservation Costs or expenditure on maintenance are the recurring costs 
incurred to maintain facilities, property, vehicles or equipment. Major maintenance 
or rehabilitation of road networks and refurbishment or overhauls of fixed 
equipment can be viewed as CapEx and often referred to as OpEx, whereas 
general or preventative maintenance should be viewed as part of OpEx and 
sometimes also referred to as light maintenance.  

Generally, government is more inclined to fund the CapEx of major infrastructure and 
public transport systems. This upfront cost is ringfenced and irrespective of how it is 
funded, has no bearing on the financial sustainability of the system. Such an 
approach should have a positive impact on the number of projects implemented, as 
the project participates in an upfront “grant” that can impact positively on the 
Benefit/Cost ratio. Major maintenance and upgrades, when planned for and 
scheduled, normally would also be funded by government. 

CapEx can be funded by government, the private sector, or a combination of 
both.  Government can fund projects through the tax base, issuing of government 
bonds or from international donor funding sources. The private sector will be willing 
to fund CapEx, on a commercial basis if the project can pay back the loan at a 
predetermined interest rate and at pre-determined payment intervals.  

Operational cost and preventative maintenance cost should be paid for the by the 
user as far as possible, along with the user pay principle that has been embraced in 
the White Paper on National Transport Policy. Ideally, the direct operating cost of 
providing the service should be covered from the fare revenue, and even better still 
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if the fare revenue can also cover part or all of the routine maintenance cost. However, 
none of this is possible in Gauteng and operational subsidies are part and parcel of 
the public transport operational landscape. The users are not able to afford the fare, 
even if set at covering the direct operating cost only, and therefore the operators 
require an operational subsidy, over and above the fare revenue. 

The following are a number of funding principles across the life cycle of projects: 

• The CapEx and OpEx investments, as well as the maintenance associated with 
public roads should be funded by government or municipalities, depending on the 
ownership of the road. Public funding sources typically are MTEF funding and 
Grants. 

• When it comes to toll roads, the CapEx is proportionally funded by government 
and a concessionaire through a PPP. The concessionaire’s source of funding, to 
finance its investment, should be based on the user paying for using the facility. 
OpEx and maintenance are also to be funded through user-pay recovery through 
toll collection. 

• Although the initial CapEx investment in the freight rail network was done by 
government, any future expansions, the acquisition of rolling-stock, OpEx and 
maintenance costs are funded through tariffs charged to customers and access 
charges to the freight network (user pay). 

• General commuter rail, CapEx and maintenance of infrastructure, facilities and 
rolling-stock are funded by government through grants. A portion of the OpEx is to 
be recovered by revenue collected through fares (user pay) and the balance by 
government through subsidies. The level of subsidisation should be based on the 
affordability to passengers of using the service. 

• For concessioned passenger rail, CapEx and cOpEx are fully or proportionally 
funded by government and a concessionaire through a PPP. The revenue from 
fare should be the concessionaire’s source of funding, to finance its capital 
investment, as well as the operations and light maintenance. 

• The CapEx, OpEx and maintenance costs for facilities for road-based public 
transport facilities and infrastructure should be funded by government or 
municipalities, depending on who owns the facility, through the MTEF or grants. In 
the case of BRT systems the buses are to be funded from grants.  

13.7.2 Prioritising Funding for projects 

The prioritisation of candidate projects should consider, among others: 

• Financial viability and economic feasibility should not be only considerations, but 
also socio-economic impact; 

• Cost Benefit Analysis (CBA) is essential to projects with a CapEx value > R1bn. 
Benefits and costs that accrue to users, funders, operators and general society 
should be considered. CBA should achieve at least a ratio in excess of 1 to be 
considered for funding or to proceed with the planning and design thereof. CBA 
should attempt full life cycle costing and hence match the ‘investment term’ to the 
period of economic benefits flowing from the project. CBA should attempt full life 



      
   

 

 
       

295 
 

cycle costing and hence match the ‘investment term’ to the period of economic 
benefits flowing from the project; 

• “Going Green” and the enhancement of sustainability is an important 
consideration; 

• Promotion of land use restructuring needs to receive priority; 

• Investment in inter-modal facilities needs to receive priority, and 

• Maintenance requirements of public roads needs to be prioritised - guideline 
should be a maximum percentage of the network that is in poor and very poor 
condition. 

In an environment of limited funding, where many projects must compete for funds, 
the custodian of the funds should ensure that the projects that are allocated funds, 
provide the most benefits to society as a whole, and not only to the direct users of 
the intended project. 

Projects are often appraised for financial feasibility only. A financial model is set up 
over the life cycle of the project and if the output of the model predicts a positive cash 
flow, the project is financially feasible. This approach is one dimensional and does 
not measure the economic benefits (and disbenefits) that accrue to society in general. 
Benefit-Cost Analysis (BCA) seeks to overcome the gap in project appraisal by 
providing a comprehensive assessment of the total costs and benefits that accrue to 
the users, the operators, the funders and general society, by taking account of and 
evaluating externalities that are impacted by the project. This is done over the project 
life cycle and by using the NPV appraisal method: it can be determined whether the 
project will realise net benefits or net costs to society.  

Given the nature of transportation projects (either road infrastructure investment or 
investing in a public transport system), it will always attract attention due to the 
financial impact of the investment required, the environmental impact during 
construction and beyond, and the impact on the economy. 

BCA uses monetised (measured in monetary units) values to compare total 
incremental benefits with total incremental costs. The results are presented as a ratio, 
with benefits divided by costs. It is most applicable for evaluating projects that meet 
the following criteria: 

• The potential project expenditure is significant enough to justify spending 
resources on forecasting, measuring, and evaluating the expected benefits and 
impacts, and 

• The project motivation is to improve the transportation system's efficiency in 
serving travel and access-related needs, rather than to meet some legal 
requirement or social goal. 

It has been widely used to evaluate transportation projects, as it is designed to inform 
the practical decision-making of investors focusing on optimizing their social and 
environmental impacts and is typically used by governments to evaluate the 
desirability of a given intervention. 
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The reasons for using Cost Benefit Analysis relate to: 

• It is an analysis of the cost effectiveness of different alternatives to see whether 
the benefits outweigh the costs; 

• The costs and benefits of the impacts of an intervention are evaluated in terms of 
the public's willingness to pay for them (benefits) or willingness to pay to avoid 
them (costs); 

• The guiding principle is to list all parties affected by an intervention and place a 
monetary value of the effect it has on their welfare as it would be valued by them, 
and 

• The process involves monetary value of initial and ongoing expenses vs. expected 
return. 

Benefit Cost Analysis methodology was used for the Gautrain project to determine 
the economic feasibility and benefit cost of the project. 

Due to the reasons highlighted above, it is essential that the Province adopts the 
principle of CBA for major roads and public transport infrastructure projects as an 
essential tool to be considered in the overall process of evaluating projects.   

13.7.3 User Pay 

There is government acceptance that the user pay principle should be applied to 
infrastructure upgrades, expansions, road network extensions and maintenance. 

This is generally applicable to formalized public transport, but the extent of user pay 
contributions should be linked to affordability of fares. 

13.7.4 Affordability of Public Transport Services 

For social reasons, formalised public transport (PT) should as far as possible be 
supported financially by Government to: 

• Target the captive user, and 

• Improve quality and safety to make public transport more attractive to choice-
users. 

Financial Support and subsidies should be provided in a consistent manner and 
based on a clear policy. 

Enhance the sustainability of the mini-bus taxi industry through assistance with 
recapitalisation, corporatize and participation in IPTN subsidised service contracts. 

13.7.5 Quality and Efficiency 

• Roads to be constructed and maintained at acceptable standards; 

• Constructed according to specifications prescribed by the national, provincial and 
local facility owners; 

• Existing roads should be preserved to ensure that they will last at least for their 
design life, and 
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• Mechanisms used to provide financial support to public transport services should 
enhance efficiency, quality and safety of users. 

There is currently very little evidence that any efficiency and effectiveness measures 
are built into the operations for the user to obtain value for money by experiencing a 
safe, acceptable, accessible and user-friendly service. 

There is no incentive for the PRASA, BRT operations and the municipally owned bus 
services to improve their operations.  It is well documented that PRASA experiences 
ongoing fare evasion upward of 25%, in fact at 80 of its Gauteng stations do not have 
facilities where passengers can pay for their trip. The deficit subsidy mechanism is 
clearly not conducive to improving efficiency. 

Municipally owned bus services are the worst performing road-based public transport 
system in Gauteng. The staff to bus ratio is much higher than private sector operators, 
their salary bill is substantially higher and the operating ratio of passenger trips/day 
is the lowest in the industry. These services are also funded through a deficit subsidy 
mechanism. 

The BRTs are slightly different in that the operator is not responsible for the fare 
revenue. The operator determines the cost of operations, based on the routes and 
schedule provided by the Contracting Authority, and adds a profit margin to the cost. 
There is no incentive to increase passenger numbers or even passenger experience, 
as it does not affect the bottom line. 

It is essential that efficiency measures be built into the contract documents with 
operators to encourage performance and improve efficiency over and above the 
requirements in the contract documents. Especially on contract regimes where the 
operator is responsible for the fare revenue, the operator should be encou raged to 
increase ridership, by targeting specific user groups by offering discounts on trips 
during the off-peak. Consideration should be given to rewarding operators only when 
they achieve improvements in bus-service reliability that benefit commuters and are 
penalised if a service is not reliable. 

The current MTCD’s provides for a penalty regime should the operator fail to provide 
services in accordance with the schedule, deviate from the contracted routes, provide 
services in buses that are not to the standard as prescribed in the tender documents. 

13.8 Funding Strategies 

13.8.1 Land-Use and Transport Integration 

The lack of land-use and transport integration impacts negatively on funding of public 
transport as the services are operated over longer distances, with low productivity of 
the capital assets, making them expensive to operate. 

Although the principle of high density, mixed land use development within the IPTN 
and rail network area of influence has been established for many years, the reality is 
that development is happening further away from the urban core.  The availability of 
sufficient bulk infrastructure in areas prioritised for high density and mixed land use 
development can be a hurdle for infill development. Lack of funding to upgrade the 
infrastructure is often the stumbling block. 
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The strategy for the PLTF period is: 

• The GDRT to establish a provincial fund or provide funding that will assist local 
authorities to provide and upgrade bulk infrastructure along the IPTN priority 
corridors and in nodes of provincial significance, inclusive of areas designated as 
Strategic Economic Zones (SEZ); 

• That funds be made available by the provincial government for this initiative over 
the 5-yrear period; 

• The GDRT, in consultation with the municipalities, develop criteria for applying for 
funding, including, but not limited to co-funding principles: 

o Local authority to contribute a minimum of 50% in a co-funding agreement; 

o Each application to be evaluated on its merit and on a project basis;  

o The project must demonstrate support to the priority corridors of the IPTN, 
and 

o The project must be located within a Strategic Economic Zone. 

• Regulations to be developed in partnership with the municipalities to:  

o Incentivise private developers to develop in SEZ or in areas close to the IPTN, 
with due consideration to public transport linkages and the IPTN and NMT 
linkages within the SEZ  

➢ Lower the parking requirements for ToDs 

➢ Provide a rebate on rates and taxes for developing in close proximity to 
public transport corridors and nodes 

o Public developers to specifically address public transport linkages to their 
development and provide a high-level costing of servicing the area with public 
transport over the life cycle of the development. 

13.8.2 Financial Support to Public Transport 

Integrated funding and financial support approach across all modes; 

The feasibility study for the devolution/assignment of commuter rail to the Province 
to consider funding implications and the potential devolvement of grants as well ; 

Target designated groups through appropriated financial support mechanisms. This 
would include commuters, scholars, mobility impaired, social travel needs, etc. 

Strengthen existing subsidy mechanisms by introducing incentives for operators to: 

• manage costs down; 

• increase fare income, and 

• maintain acceptable service standards (availability, punctuality, quality, etc.).  

Although current financial support to public transport is not sufficient and even less 
so when consideration should be given to include the MBT industry under the financial 
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support blanket, the current fragmented approach to funding exposes the inefficiency 
of the current system. 

13.8.3 Funding of Road Infrastructure 

The funding of road infrastructure should:  

• Develop a strategy of equitable application of the user-pay principle; 

• Identify partnerships for inter-governmental and private sector cooperation, and 

• Allocate sufficient budget for preservation of the road infrastructure at acceptable 
standards. 

Apart from the current situation where users of transportation infrastructure and 
facilities are already responsible to pay for the level of usage as summarised before, 
the introduction of a comprehensive user pay approach is challenging to ensure that 
users contribute equitably to the provision, preservation and expansion of 
transportation infrastructure and facilities.  Furthermore, it may require changes to 
the current legislation framework.  The possible introduction of a “balanced road user 
tariff” would require significant changes as it would include: 

• Vehicle licence fees to access the network; 

• A dedicated fuel levy to provide for the extent of the usage of the network;  

• Weigh-distance levy to allocate responsibility for the structural impact on the 
network; 

• Congestion charges to allocate responsibility for users travelling during peak 
periods, and 

• Environmental charges to allocate responsibility for the level of negative impact to 
the environment. 

13.8.4 Sustainable Transport Projects 

Investigate opportunities offered by international funding agencies: 

• Global Facility to Decarbonize Transport (World Bank) - assist in creating 
conditions to attract investment, and 

• Global Environment Facility - focus on mitigation actions, bilateral arrangement. 

International Climate Initiative - Developing proposals and source financing: 

• Encourage and assist municipalities to pursue funding available for local projects; 

• Programme: Technical Handbook on Issuance of Sustainable Municipal Bonds in 
South Africa - includes transport as a sectoral theme, and 

• Carbon taxes.  

Typical criteria for funding consideration: 

• Clear definition of how to meet sustainability goals – considering SEE goals 
(Social, Environmental and Economic) where Social Equity is a key consideration; 

• Clear legally binding targets and supporting regulations; 
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• Transparent reporting framework covering Scope 1, 2 and 3 emissions, and 

• Embed sustainability into strategic thinking (SA Taxonomy currently being 
finalized). 

With respect to the development of electric vehicles the recently announced 
investment plan7 arising from the Just Energy Transition Partnership indicates that, 
over the next 5 years, R128 billion will be allocated to new energy vehicles and to 
support communities affected by the shift away from ICEs. 

13.8.5 Inter-Governmental Co-operation on land availability 

Pursue bilateral agreements between public sector owners of land and potential 
public sector users of land for the development of stations, facilities and associated 
amenities and develop a framework for dealing with funding of TODs. 

13.9 New and Additional Funding Sources 

The following new and additional funding sources could be considered:  

• Transportation Integration Network Grant.  The introduction of a new 
conditional grant should be considered that should aim to promote an integrated 
transportation network in Gauteng.  Projects that would enhance the integration of 
transport should be financed through this grant; 

• Traffic Safety Grant.  These grants should be allocated to local authorities to 
subsidise safety-related maintenance of MBTs, training of drivers, road safety 
programmes, etc.; 

• Increased private sector involvement. The private sector can be appointed to 
undertake routine road maintenance activities, or to design, build, operate, and 
maintain new transport infrastructure and facilities that are funded through shadow 
tolls, and 

• Widen development levies. Bulk Infrastructure Levies could be widened to 
finance the preservation and expansion of transportation networks.  Development 
Levies could be introduced for properties around new inter -modal hubs such as 
public transport nodes and airports 

• Investment and Infrastructure Office.  The office was established by the 
President to coordinate and align the work of various structures responsible for 
economic and social infrastructure development. A key role of this office is its 
mandate to solve regulatory and other bottlenecks which are prohibitive to 
investment, as well as play a leading role in accelerating decision-making in order 
for high priority investments to be speedily and efficiently implemented. 

• Green funding. Green funding is increasingly becoming available for projects that 
can demonstrate reduction in GHG emissions and infrastructure projects that is 
constructed that impacts positively on climate change in terms of sustainability of 
materials used during construction and energy use during the life cycle of the 
project. 

• Licences, levies and taxes. Consideration should be given that over a period of 
time, the vehicle license fee is increased by 2% per annum for a period of 5 years, 
and that increase is then ringfenced for Public Transport, NMT infrastructure 
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improvements. The carbon tax introduced a few years ago by Government on the 
sale of new vehicles currently flows to the national fiscus. It is a relatively new tax 

• Advertising rights. Advertising rights and revenue related to public transport 
facilities and contracted public transport services vehicles should be utilised in 
more effectively in the future.  

In addition to the traditional funding sources, additional funding sources should be 
pursued in an effort to increase the funding for public transport. 

Additional funding sources, highlighted bel, have not been evaluated for market 
acceptance and/or complexity of implementing them. 

• National Sphere 

o Carbon Tax 

o Improved prioritisation of transport 

➢ Fuel Levy 

➢  Road Accident Fund restructuring 

• Provincial Sphere 

o New taxes (e.g. Provincial Fuel Levy, Provincial Carbon Tax, Congestion 
Charge) 

o Increase of existing taxes (e.g. Motor Vehicle Licences) 

• Local Sphere 

o Utilisation of land (Transit Oriented Development (TOD)) 

o Tax Increment Financing (TIF) 

o Special Ratings Area, Business Rate Supplement, Community Infrastructure 
Levy 

• Private Sector 

o Linked to TOD (Land Value Capture) – development of property that benefits 
from the transport network 

o Private sector participation in operations (increased competition, increased 
efficiencies) 

o Station auctioning 

• PPPs 

The focus on funding sources has traditionally been on funding the infrastructure 
components of the transport system, with not much attention on funding the 
ongoing operations. 

Funding transport operations has gained some traction over the years, and 
although existing efforts do in no way cover the direct operating cost, they at least 
contribute in a small way to the revenue of the operator. What is referred to is the 
selling of advertising space at stations and taxi ranks, and on the outside and 
inside of public transport vehicles. Private companies see this as an opportunity 
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to get their product and message to a specific segment of the market, namely the 
public transport user.  

Other opportunities, to be considered, that have proven successful in Europe are 
entering into a PPP with the private sector on bike sharing, in an effort to promote 
cycling as a sustainable mode in identified local areas initially. The private sector 
provides the facilities required to park and store the bicycles, and also provides 
the bicycles, inclusive of the maintaining of the bicycles. The private sector is 
allowed to sell advertising space on the bicycles at the facilities and along the 
dedicated cycling network, in additional to charging a nominal fee for renting the 
bicycle. 

Although the concepts are based on PPP principles, it is less complicated than 
traditional PPP processes, and should be pursued at local level, with a partnership 
between the municipality and private sector 

13.10 Provincial Funding Initiatives 

The Provincial Funding Initiatives confirm and implement the Funding Plan as set out 
in the ITMP25 that are based on an integrated inter-modal and sustainable approach 
to the management, preservation, upgrading and extension of the transport network, 
public transport services and inter-modal facilities and focus on: 

• Move more with less.  The focus of this initiative is to optimize the utilisation of 
the existing transport network, public transport services and inter-modal facilities 
by: 

o Diverting private transport users to public transport by improving the image of 
public transport, promoting the use of public transport, enhancing the quality 
of public transport services and subsidising safety-related maintenance of 
MBTs. 

o Introducing Travel Demand Management (TDM) measures in congested road 
network areas by encouraging car users to shift modes.  TDM measures 
should be directed to manage congestion, encourage the use of public 
transport, reduce environmental impacts, and generate additional revenue 
that should be earmarked for transportation.  The TDM measures include the 
introduction of restrictive access zones or “Cordon Tolling” that are fees paid 
by vehicle owners to drive into a specific area.  Differential fees can be 
introduced that would apply to different vehicle classes or the emission 
classification of the vehicle.  Congestion charging could be implemented by 
the introduction of toll rates that vary during the time of day to discourage 
travelling during peak periods.  The extended roll-out of Intelligent Transport 
Systems and related technologies and the introduction of HOV lanes are other 
TDM measures. 

o Introduce the mandatory adoption of uniform standards and specifications to 
facilitate competition and interoperability between transport service providers 
and payment service providers, which will support the introduction of 
integrated ticketing systems. 

o Divert freight transport from road to rail by constructing and improving access 
to freight rail facilities and improving freight rail service provision. 
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• Move more, shorter.  This initiative focusses on the promotion of land-use 
densification and mixed land-use, especially along public transport corridors and 
inter-modal transfer facilities such as train stations, BRT stations, public transport 
termini and airports. 

The TAG should play a pivotal role in the implementation of the proposed Provincial 
Funding initiatives. The “Enabling investment in an integrated plan” in the ITMP25 
should be considered and aligned with regards to the responsibilit ies of TAG. 

Additional initiatives relate to: 

• Finalise framework for institutional responsibilities and related financial 
instruments; 

• Identification of funding streams and mechanisms to support local government 
with promotion of land use restructuring and development in support of Public 
Transport; 

• Identify projects that meet green/sustainable funding sources requirements 
best, prepare proposal based on criteria and submit application; 

• Development of a Provincial Strategy on Financial Support to Public Transport; 

• Develop a user-pay strategy to be applied to the upgrade and extension of the 
existing provincial strategic road network (and consider the appropriateness of 
associated regulations); 

• Develop and/or confirm norms and standards that meet minimum 
needs/requirements, but could also be funded adequately by Government; 

• Public roads development and adequate maintenance; 

• Public transport quality, affordability and safety, i.e. IPTN infrastructure, 
facilities and services, and 

• Study the feasibility of new/other additional funding sources and instruments. 

There are many funding sources available for transportation projects, especially if 
they can demonstrate that by implementing the projects the GHG emissions will 
reduce substantially. 

For example, National Treasury provides guidance on how infrastructure 
programmes and project proposals should be planned, appraised and evaluated 
before significant funds are committed.  The guidelines are designed to ensure 
thorough planning of capital projects and the prioritisation of projects that offer 
maximum economic and social benefits to society.     

Valuation of proposals submitted to the National Treasury will involve detailed 
analysis of whether the planned project meets its objectives, is the most suitable 
option available and whether the best procurement mechanism to deliver the project 
has been selected.  
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The following information must be submitted for each capital project. Every project 
must address all the elements - the detail and rigor applied at a particular stage will 
be dependent upon the size and complexity of the project.  

• Preparatory Work 

o Needs and demand analysis with specified outputs of the project 

o Options Analysis  

➢ Demand Analysis 

➢ Technical Engineering Analysis 

➢ Environmental Analysis  

➢ Socio-economic Analysis  

• Legal and Regulatory Due Diligence  

o Viability Evaluation  

➢ Financial analysis  

➢ Economic Analysis  

➢ Cost benefit Analysis 

➢ Economic Effectiveness Analysis 

➢ Economic Impact Assessment 

• Risk Assessment and Sensitivity Analysis 

o The Preferred Option  

• Implementation Readiness 

o Institutional capacity 

o Procurement plan  

The above is intended to guide the GDRT on preparing a project submission for 
funding consideration to National Treasury. In the absence of guidelines to prepare 
submissions for projects funding at green funding sources, these guidelines should 
suffice as a good basis to start from.  
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14. MONITORING 

14.1 Introduction 

The minimum requirements for monitoring according to the NLTA Regulations are as 
follows: 

• A list of key performance indicators in line with national key performance indicators 
set out in the NLTSF; 

• A report on how and to what extent the key performance indicators set for the 
Province in the NLTSF have been met, and 

• A report on how and to what extent the key performance indicators set in the 
previous years’ Provincial Land Transport Frameworks have been met. 

These matters are addressed in this chapter as well as a concluding section on 
current context for the way forward. 

14.2 Key Performance Indicators (KPIs) set out in the NLTSF 

The NLTSF20 proposes a practical approach for measuring progress with the 
implementation of the PLTF, that includes proper monitoring and review of specific 
key performance indicators (KPIs). This will ensure accountability by the DoT and 
planning authorities and monitor value for money. 

The purpose of the transport indicators is to ensure a balanced view at the national, 
regional and local levels of the critical role of transport services in reducing poverty, 
facilitating growth and contributing to achievement of key development targets and 
sustainability. 

The KPIs in the NLTSF are intended to cascade into the PLTFs and the ITPs and 
subsequently escalate to the DoT annual monitoring and evaluation report on the  
performance of the transport system. 

Responsibility for the main implementation sphere of the respective KPIs as provided 
in the NLTSF, is split between national, provincial, metros, other municipalities and 
other, such as PRASA, SANRAL and the CBRTA. It further indicates where a 
particular sphere has the lead coordinating and monitoring role. Those KPIs for which 
Provincial Government has the lead role, are presented in Table 14-1. This table also 
indicates suggested targets and comments on the priority of each KPI. 

Table 14-1: KPIs for which Provincial Government has Lead Coordinating and 
Monitoring Role 

Strategic 

Element 

Key Performance Indicators 

(KPIS) 
Target Priority 

Integrated 

Land Use 

and 

Transport 

Update PLTFs 2015/16 High 

 
20

 National Land Transport Strategic Framework, Notice 823 of 2015, Final Draft - March 2015, Department of Transport. 
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Strategic 

Element 

Key Performance Indicators 

(KPIS) 
Target Priority 

Public 

Transport 

Increase in the proportion of households 

in rural areas within 2 km of a transport 

service 

40% by 2022 Medium 

Utilisation Vehicle utilisation during peak and off-

peak periods 

Low 

GHG emissions Reduce GHG emissions by 10% from 

current levels by 2020 

High 

Promotion of public transport ROI on marketing spend for public 

transport 

High 

Regulation and control of public 

transport 

Number of operating licences issued High 

Urban 

Transport 

Traffic network performance Traffic flow rate; queue lengths; network 

delays; and person trips-km 

Medium 

Rural 

Transport 

Strategic rural road network upgrade 

and maintenance plan with budgets 

2016 Medium 

Performance of rural public transport 

services 

Cost per passenger trip; Fare revenue 

per passenger trip; Passenger trip time; 

Operating subsidy per passenger trip; 

Vehicle revenue kilometres; Customer 

satisfaction index; number pf 

passengers; VOC; and number of 

bicycles distributed to rural learners 

Medium 

Learner 

Transport 

Monitor and evaluate the learner 

transport programmes 

Punctuality of learners Low 

Accessibility mapping for learners in 

urban and rural areas 

Medium 

Monitor travel behaviour / mode choice 

of learners 

Majority share in sustainable modes Low 

Freight 

Transport 

Reduction in overloading by enforcing 

limits on gross vehicle mass 

% Reduction in overloading High 

Improve heavy goods vehicle safety 

performance; and self-regulation 

% Increase in RTMS certification and 

compliance 

High 

Road 

Infrastructure 

Asset management system Provinces with updated asset 

management system 

Medium 

S-Hambe Sonke Road Maintenance 

Program 

% Budget on transport infrastructure 

provided 

High 

% Budget spent on transport 

infrastructure 

High 

Km maintained High 

Social investment Number of people employed through 

infrastructure projects 

Medium 
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Strategic 

Element 

Key Performance Indicators 

(KPIS) 
Target Priority 

% Budget on labour Medium 

 

It is important to mention again that the KPIs in this table represent only 20 out of the 
total of 58 KPIs listed under Provincial Government, as the balance are not the lead 
coordinating and monitoring responsibility of Provincial Government.  

14.3 Extent to which the KPIs in the NLTSF have been met 

The extent to which the KPIs in the NLTSF have been met is unfortunately not 
available, although the current version of the NLTSF21 provides a summary of the 
progress made by the various government organs relative to some of the KPIs set 
out in the NLTSF (2006 - 2011). 

The progress assessment of NLTSF outcomes against those KPI targets for which 
Provincial Government has the lead coordinating and monitoring role is presented in 
Table 14-2. 

Table 14-2: Progress Assessment of NLTSF Outcomes Against KPI Targets 

KPI Strategic Aim NLTSF Target / KPI Progress 

Improve public transport usage Reduce commuter travel time Marginal increase in public transport usage 

but slight decrease in private vehicle usage. 

Public transport usage decreased to 39% in 

2013, from 40% in 2003 (Stats SA; 2013) 

Modal shift to public transport 

Freight transport Number of overloaded trucks Construction of new weighbridges (15 - 

20% of trucks are overloaded) 

14.4 Extent to which the KPIs in the previous year’s PLTF have been 
met 

The ITMP25 does not have any reference to KPIs, but only qualitative mentioning of 
performance areas, criteria or standards. This implies that unfortunately, no 
information is available on the extent to which the KPIs in the previous year’s PLTF 
have been met. 

14.5 Current Context for the Way Forward 

The KPIs as discussed in the previous sections, are based on the guidelines of the 
NLTSF. These KPIs are obviously relevant, but much has happened in the transport 
planning sector and it might be useful to refer to the current context for the way 
forward as a conclusion to this chapter. 

 
21

 National Land Transport Strategic Framework (2017 - 2022), Government Gazette, 17 February 2017, Department of 

Transport. 
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The latest thinking around measurement of KPIs, suggests that it makes much sense 
to present these KPIs in a dashboard where progress and/or challenges with the 
respective KPIs can be seen in summary. 

The dashboard needs to be populated with appropriate KPIs and the first step should 
probably be to define the categories that need to be measured, similar to what has 
been proposed in the NLTSF. Once the categories have been agreed, the indicators 
that should be measured, need to be considered. An example of some categories, 
which are largely aligned with the contents of the PLTF, as well as potential KPIs, are 
shown in Table 14-3. 

Table 14-3: Potential Key Performance Indicators (KPISs) 

Potential Key Performance Indicators (KPIs) 

No Main Category Potential Indicator 

1 Transport network / 

Infrastructure 
• Paved and gravel kilometres 

Road kilometres that are paved vs gravel to show the change in 

development over the years 

• Infrastructure condition (Facilities) 

Public transport and pedestrian facility conditions ranked 

according to a scale. Road conditions ranked according to a 

conditional scale 

• Infrastructure condition (Pavements) 

Visual Condition Index (Road Infrastructure Strategic Framework 

for SA) 

• Overall congestion index 

Indicating hotspots of congestion on a national level 

• Vehicle ownership 

Number of cars per 1 000 inhabitants 

2 Cross-border 

operations 
• Measure of efficiency 

Average waiting time/delay as a measure of user satisfaction and 

operational efficiency 

3 Freight logistics • Average percentage of overloaded trucks 

Percentage of the truck fleet that is overloaded as well as the 

efficiency of the WIM stations 

• Road freight movements in the inner city and strategic road 

network 

Percentage of the trucks entering the city and on the road network  

4 Transport of 

passengers / public 

transport 

• Public transport trip share 

Share of all trips by public transport modes/transit 

• Access to public transport 

Percentage of the population that has access to public transport 

services within a certain distance of walking (TBD). Ease of 

access for disabled people needs to be captured. Availability of 

learner transport is also important. 

• Average travel times 

A measure of the average travel time for typical work and 

education trips. 

• Average travel cost 
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Potential Key Performance Indicators (KPIs) 

No Main Category Potential Indicator 

Index of relative household transport costs. Also, the percentage 

of households spending more than 20% of disposable income on 

public transport. 

• User satisfaction for public transport 

A subjective measure of user satisfaction of the general public  

transport experience 

• Intermodal connectivity/integration 

A measure of the ease of transitioning between modes of travel 

by indicating intermodal facilities and services. Also, an indication 

of multimodality/different mode options 

• Average daily distance travelled 

Average total distance travelled per person per day 

5 Road safety and 

security 
• Number of road traffic fatalities per vehicle type 

Vehicle type specific traffic fatalities per 100 000 inhabitants 

• Number of road traffic pedestrian fatalities 

Pedestrian fatalities per 100 000 inhabitants 

• Safety and security of truck drivers, vehicles and loads 

Number of incidents involving truck drivers, vehicles and/or loads  

6 Sustainable 

transport 
• Emissions of air pollutants from road transport 

Air pollutant emissions (mass unit) per capita 

• Air Quality 

Concentrations (μg/m3) of air pollutant emissions 

• Transportation that does not endanger public health or 

ecosystems and meets needs for access consistent with (a) use 

of renewable resources at below their rates of regeneration, and 

(b) use of non-renewable resources at below the rates of 

development of renewable substitutes. 

7 Technology 

adoption 
• Strategic ITS document 

Regular evaluation of ITS and the updating of a strategic  

document. 

8 Law enforcement • Unroadworthy vehicles 

Indicating vehicle testing facilities and actions towards increasing 

overall vehicle roadworthiness 

• Number of traffic violations 

Violations by type and location 

• Regulatory oversight 

Level of regulatory oversight as evident in enforcement of 

legislation 

9 Financial 

sustainability 
• Annual expenditure target for transport infrastructure and 

operations 
A measure of the allocated budgets/investments into the 

transportation system. 

10 Integrated 

development 
• Land use and transport planning integration 

Level of intentional integration of land use and transport planning 

integrating in all planning authorities 
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Potential Key Performance Indicators (KPIs) 

No Main Category Potential Indicator 

11 Transport policy A measure of successfully developed and utilised policy  

documentation in light of the above preliminary indicators. 
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15. COORDINATION STRUCTURES AND MEASURES, 
LIAISON AND CONFLICT RESOLUTION 

15.1 Measures to Ensure Proper Coordination 

15.1.1 Coordination at National Level 

Chapter 3 of the Constitution (sections 40 and 41) provides for co-operative 
government. Section 41 provides that the three spheres of government must co -
operate with one another in mutual trust and good faith inter alia by coordinating their 
actions and legislation and avoiding disputes where possible. This is also required by 
the IGRFA 13 of 2005.  

Section 11(1)(a)(iii) of the NLTA 5 of 2009 provides that the national sphere of 
government is responsible for coordination between provinces and addressing 
arrangements between the three spheres of government and public entities, with a 
view to ensuring the effective and efficient execution of land transport functions.  It is 
also responsible for coordinating transport relations between the Republic and other 
countries and implementing international agreements, such as the SADC Protocol on 
Transport, Communications and Meteorology, 1996. 

The Minister has established MINMEC as a Ministerial Committee between the 
Minister and provincial executive council members (MECs) responsible for transport 
matters.  The NDoT has also established the COLTO as a coordination structure 
between the Director-General of the NDoT and the provincial heads of department. 

The Province will participate actively in these structures and other coordinating 
structures at national level, such as the Presidential Climate Commission to 
implement measures to combat climate change and GHG emissions, and the 
National Planning Commission to implement the National Development Plan, 2030.  
It will also lobby for the effective functioning of these structures and the establishment 
of new coordinating structures where required. 

15.1.2 Coordination at Provincial Level 

Section 11(1)(b)(iii) of the NLTA provides that the provincial sphere of government is 
responsible for coordination between municipalities with a view to ensuring the 
effective and efficient execution of land transport in the Province. 

The MEC has established a committee with MMCs responsible for transport as a 
provincial coordinating committee at political level between the MEC and Members 
of the Mayoral Committees of the municipalities, known as the MEC/MMCs Transport 
Forum. 

The Province has established the TTWC as a coordinating structure between officials 
of the Province and the municipalities. The TTWC meets quarterly and is chaired by 
the DDG: Transport of the Province. 

The TTWC has the following four sub-committees: 

• The Rail Steering Committee (GRSC) which meets quarterly and is chaired 
by the Chief-Director: Planning of the Provincial Department; 
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• The Freight Forum which also meets quarterly and is also chaired by the 
Chief-Director Planning; 

• The Driving Licence and Motor Vehicle Licence Technical Working Committee 
(DLTC) which meets quarterly and is chaired by the Chief-Director: Motor 
Vehicle and Driver Registration and Licensing; 

• The Public Transport Integration Committee (PTIC) which is newly 
established and will be chaired by the Chief-Director: Public Transport.  

Section 19 of the NLTA provides that where there are significant transport movements 
between municipalities, as is the case in Gauteng, the municipalities may establish 
an inter-municipality forum in terms of the IGRFA or a multi-jurisdictional service utility 
in terms of the Municipal Systems Act 32 of 2000. The TAG has been established by 
the Gauteng Transport Authority Act 2 of 2019 and in terms of section 12 of the NLTA 
as a coordinating, as well as executive structure. 

Section 2(c) of the TAG Act provides that TAG must foster co-operation and 
coordination between public transport authorities and operators in the Province.  It 
must develop an integrated transport system. 

The Growing Gauteng Together through Smart Mobility 2030 Plan identified the need 
for a single Transport Authority as an important institution to enhance transport 
planning across the different spheres of government. This is also provided for in 
section 12 of the NLTA, which envisages the joint and coordinated exercising of 
transport functions between the Province and municipalities in a single structure, 
especially in a Province like Gauteng where public transport services are not confined 
to specific municipal areas. TAG will undertake integrated transport planning and 
coordination in Gauteng across all local boundaries, set uniform transport policies, 
norms and standards and facilitate and coordinate the road-based public transport 
function. It will be the focal point of public transport in Gauteng, where transport 
planning, regulatory matters and contracting functions will be centralised into one  
institutional coordinating body, with due regards to the statutory functions of other 
entities such as the GPRE. TAG was established in the 2020/21 financial year and 
will be fully operationalised as soon as possible.  

The MEC/GDRT and TAG in collaboration with the municipalities will negotiate and 
decide on more specific functions to be allocated/delegated to TAG. 

Section 4(c) of the GMA Act 5 of 2006 provides that the GMA must liaise with and 
promote co-operation between government structures in all three spheres of 
government in relation to the Gautrain project and liaise with persons having an 
interest in the Project. It must also produce a strategic plan which must, among 
others, enhance the integration of the Project with other transport services with in the 
framework of the PLTF (section 34).  TAG and the GMA will liaise closely with PRASA 
and Transnet to achieve the aspirations of the National Rail White Paper, 2022, e.g. 
to make rail the backbone of the transport system in the Province in the longer term 
and to implement the more detailed aspects of the PLTF. 

The TAG will play an active role in establishing appropriate coordinating mechanisms 
in the Province, between the Province and municipalities, between municipalities 
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themselves and between the various organs of state and the private sector if the 
existing structures are not adequate or appropriate. It will consider establishing formal 
structures such as the Gauteng Transport Consultative Forum, Transport 
Coordination Committee (TCC) and Joint Planning Structure that were formerly 
provided for in the Gauteng Transport Framework Revision Act 8 of 2002.  

15.1.3 Coordination at Municipal Level 

Section 11(1)(c)(iii) of the NLTA provides that each municipality must ensure 
coordination between departments and agencies in the municipal sphere with 
responsibilities that impact on land use and planning issues and bringing together the 
relevant officials. 

Section 15 of the NLTA provides that municipalities that are establishing IPTNs or that 
have significant rail services in their areas, i.e. the three Metros in the Province 
(Ekurhuleni, Joburg and Tshwane), must establish Intermodal Planning Committees 
(IPCs) between technical officials and representatives of rail operators, other public 
transport (PT) modes, users and organised business.  The purpose of the IPC is to 
coordinate public transport between the modes.  Section 16 provides that 
municipalities may establish Land Transport Advisory Boards (LTABs) between 
government and the private sector to advise the municipality on land transport 
matters.  The Minister may make regulations on the structure and functioning of IPCs 
and LTABs, but has not done so to date. 

The GDRT and/or TAG will actively engage with municipalities and with IPCs and 
LTABs and similar structures to ensure effective coordination and co-operation as 
required by the legislation, policy and guidelines. They will also engage with public 
transport associations and operators and other stakeholders and investigate the 
establishment of appropriate coordinating structures at provincial level. 

15.1.4 Coordination on Bus Contracts 

In 2009 the Public Transport Integration Committee (PTIC) was established between 
the NDoT, Province and municipalities to rationalise the bus contracts concluded or 
recognised under the National Land Transport Transition Act 22 of 2000 (Transition 
Act) as required by the NLTA and to manage the PTOG provided annually in terms of 
DoRA. The NLTA envisages that these contracts be incorporated into the IPTNs being 
developed by the Metros and replaced by negotiated contracts as a first phase or 
subsidised service contracts. 

The GDRT has signed an IGAA with all municipalities as contracting authorities which 
provide among other things that the GDRT is willing to enter into tendered subsidised 
bus service contracts in terms of section 42 of the NLTA. The IGAA further provides 
for capacitation of the Metros and District Municipalities to take over the contracts 
once the duration of this agreement has lapsed provided that they have the capacity 
to do so, either when the agreement has lapsed or any earlier period. The Department 
is engaging on an ongoing basis with all municipalities throughout the process in the 
quest to introduce new bus contracts through the tender process. As indicated above, 
the Province has established the PTIC as a coordinating structure between the 
Province and municipalities as a sub-committee of the TTWC. 
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15.2 Regulations 

Section 10 of the NLTA empowers the MEC to make regulations on various issues, 
including the establishment, membership and procedures for coordinating structures 
for transport planning in the Province.  The MEC will investigate the possibility of 
making such regulations, rather than passing new or amending legislation, which is 
a time-consuming process that is likely to extend beyond the 5-year horizon of the 
PLTF. 

15.3 Assistance to Municipalities 

Section 11(1)(b)(v) and (vi) of the NLTA requires the Province to ensure that 
municipalities that lack capacity and resources are capacitated to perform their land 
transport functions and to build capacity in municipalities to monitor implementation 
of the Act (i.e. NLTA).  Section 5 of the TAG Act requires TAG to secure the provision  
of public passenger transport services and foster good relations and co-operation 
with and between organs of state.  This implies that it must work closely with the 
municipalities to achieve its objectives, with due regards to section 11(1)(c) of the Act 
which allocates specific functions to the municipalities. 

The Province and/or TAG will make themselves available to assist and capacitate 
municipalities within the limits of available resources and in line with the prevailing 
legislation. 

15.4 Ensuring Implementation of the Provincial Integrated 

Development Strategy 

The Province has developed the Gauteng Growth and Development Strategy and 
various related strategies such as the GGT2020, the Gauteng Youth Development 
Strategy etc.  The GDRT and/or TAG will implement these strategies as they relate 
to transport and related matters. 

15.5 Conflict Resolution 

As stated above, the Constitution requires organs of state to co-operate with  one 
another in mutual trust and good faith, to coordinate their actions and legislation and 
avoid legal proceedings against one another. Section 45 of the IGRFA provides that 
no government or organ of state may institute court proceedings against another 
unless certain procedures are followed. It also provides Guidelines for 
Intergovernmental Dispute Resolution and guidelines for agreements (called 
protocols) between them, as well as a pro forma agreement. 

.
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