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ABSTRACT 
 

There is a growing interest in station area development across the globe, since the 
improvement of public transport services at station areas shapes favourable conditions for 
restructuring the urban fabric. Cape Town is no exception, while the Integrated Rapid 
Transit (IRT) will introduce new public transport station areas, serviced by high-quality 
public transport. In order to discuss the additional development potential of these station 
areas, this paper examines the station area profiles of 323 (partly hypothetical) future IRT 
trunk station areas. The goal of this exercise is to contribute to the integrated development 
discourse in Cape Town. What will the city look like after the implementation of the city-
wide IRT, and where is the future development potential located?  
 
1. INTRODUCTION 

 
There is an ever-growing interest in station area development. One of the reasons is that 
improved public transport will shape favourable conditions for new land-use (Wegener & 
Fürst, 1999). This can be extensively seen in many European and Asian countries where 
numerous cities are promoting station area development (Bertolini, 1998; Cervero, 1998). 
Peek, et al. (2006) highlighted several developments that fuel this interest in the station 
areas.  

1. Concerns about urban sprawl and car dependent growth patterns 
2. New development opportunities as a result of new transport technologies  
3. Competition between cities, large investments are made in grand urban 

(transport) projects.  
4. Growing market-orientation of transport companies (e.g. diminishing operating 

subsidies) 
 
Some of these developments can also be found in the Capetonian context. Firstly, Cape 
Town is characterised by urban sprawl and car-dependency; the prime example is the 
continuing low-density development on the northern fringe of the city (Toruk, 2001).The 
promotion of denser development around high accessible nodes is a means to offer an 
alternative to the tendency of sprawl. The second and third point take shape in the form of 
the Integrated Rapid Transit (IRT) project in Cape Town. The IRT will enhance (future) 
public transport station areas as the new entrances to high-quality public transport, making 
them relatively attractive locations for development. Fourthly, market-orientation is an 
ever-present issue in Cape Town (and South Africa), since public transport subsidies are 
costly and public funds are finite. For instance, the first phase of the future IRT is expected 
to run with a cost deficit of R118 million annually (Cape Town, 2010), which suggests that 
interventions should be explored to improve the viability. Overall, these observations 
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suggest that the fundamentals are in place for an enhanced focus on public transport 
station areas within Cape Town. 
 
The goal of this paper is to contribute to the integrated development discourse by 
examining the future IRT station area profiles, and mapping the development potential for 
additional policy interventions.  
 
Chapter 2 explores the methodology that will be used for station area profiling in Cape 
Town, elaborating on the node-place model as prime method. Chapter 3 addresses the 
used input for station area profiling, giving a detailed insight in the choices made. Chapter 
4 discusses Capetonian station area profiles, showing a diversity of profiles within the city. 
Chapter 5 concludes this paper by discussing the goal of this paper. 
 
2. THE STATION AREA AS UNIT OF ANALYSIS 
 
2.1 A perspective for the station areas profiling: station areas as nodes and places  
 
Bertolini (1996, pp.330) has stated that the nature of a station area is dual: station areas 
are “…nodes of networks, and places in the city”. In later work, Bertolini (1998) describes 
the node as the potential to physically interact at the station area, and the place as the 
actual interaction taking place within the station area. From a theoretical point of view, the 
potential should be met by the actual interaction. To analyse station areas from this 
perspective, Bertolini (1998) designed a model to compare multiple station areas between 
each other, and to map, among others, the development potential of the node and the 
place. Figure 1, illustrates the node-place model, which will be further discussed in the 
next paragraphs.  
 

 
The Node 
Potential to 

physically interact 

 
 
 
 
 

 
 
 
 
 
 
 
 

 
 
 The Place  

Actual interaction within 
the station area 

 
 
 

Figure 1: Node-place model as designed by Bertolini (1998) 
 
Depending on their node and place scores, station areas can have different positions 
within the model. Besides the achievement of balance between the potential interaction 
and the actual interaction, four characteristic areas could be identified:  
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• Stress area: the potential is met by the actual interaction. These are station areas 
where excellent public transport characteristics are accompanied by multifunctional, 
high-density development. Expanding the node or place at these station areas is 
difficult, since both the node and place have huge spatial implications  

• Unbalanced node: the potential to interact is not met by the actual interaction. 
These are station areas with excellent public transport characteristics, but with low-
density, monofunctional development.  

• Unbalanced place: the actual interaction is not met by the potential to interact. 
These are station area without adequate public transport. Inhabitants and 
employees are more dependent on non-public transport nodes.   

• Dependent area: these areas have both a weak node and a weak place. There is 
no struggle for space. The level of public transport services is low, but so is the 
demand. Dependent station areas are generally not viable on their own.  

 
The dual nature of station areas is embraced by many authors and governmental bodies 
across the globe. One recent example is a report of the Dutch advisory council for urban 
welfare and spatial planning which put emphasis on station area development – the 
intensification of node and place in a balance matter around railway stations – as means to 
reach a more sustainable future in the Netherlands (VROM-raad, 2009). This is one of 
many indications that show increased emphasis on station area development as a node 
and a place. In international literature, many other authors have put emphasis on this dual 
nature, among others, Belzer & Autler (2002), Chorus (forthcoming) and Reusser, et al. 
(2008). In sum, the perspective of node and place is widely accepted to be an adequate 
perspective for the analysis of station areas.    
 
2.2 Balance and accessibility, sustainability and equity 
 
Literature review suggests that there are several reasons why a match between the 
potential interaction and the actual interaction should be achieved. The relationship 
between balance and the issues of accessibility, sustainability, and equity has been briefly 
explored.  
 
From an accessibility perspective:  

• If the actual interaction (place) of the station area increases, the demand for 
interaction grows as well. A stronger node will be necessary to facilitate new 
movements that are generated or attracted by the activities (Wegener & Fürst, 
1999).  

• If the potential to interact increases (node), favourable conditions will be shaped for 
new land-use (place). From this perspective, the node value is underutilised if the 
place value is not increased as well (Wegener & Fürst, 1999) 

From a sustainability perspective:  
• An underutilised node/place could lead to unnecessary transport cost for the 

community (e.g. overcapacity or congestion) (Wee & Dijst, 2002). The node and 
place value should fit the characteristics of the station area. 

From an equity perspective: 
• Relatively low potential to interact (node) could lead to social exclusion (OECD, 

2008). In this case, limited options are available and people are restricted to the use 
of other, more expensive means of transport. This could restrict the financial 
situations of the poorest communities (Kenyon, et al., 2002).  

• From an equity perspective it is positive to offer a considerable potential to interact 
and a dense and mixed environment. This will allow more lifestyles than are 
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possible in a low-density, monofunctional, car-oriented environment (Newman & 
Kenworthy, 1999).  

 
These notions support the fact that focusing on station area, and realising a match 
between the potential and the actual interaction can to a certain degree address many 
problems in South African cities. It should be noted that the effect of creating a balance is 
strongly dependent on the context of the station area itself, since other (local) factors 
influence accessibility, sustainability and equity as well. 
 
3. SELECTING THE INPUT FOR STATION AREA PROFILING IN CAPE TOWN  
 
3.1. The Capetonian public transport network and the urban fabric in 2030 
 
Because of the high-quality characteristics of the IRT, the IRT trunk stations have been 
selected for station area profiling. Currently, 72 IRT trunk station areas have been 
identified for phase 1a, or are addressed in the online city-wide network illustration. While 
the amount of station areas identified is still limited, the city has a global indication of future 
routes for trunk and feeder services. Based on the spacing of trunk stations on one of the 
urban corridors (CBD – Table View; approximately 1000 meter spacing), 251 hypothetical 
stations have been identified to complete the future IRT city-wide trunk network. The urban 
fabric that will be analysed together with the city-wide IRT is based on the 2030 transport 
zone information of Cape Town. Despite the restriction of this data to peak hours and 
commuter flow, this data offers global insight in the interaction within a transport zone.  

 
 
Figure 2: Impression of the future public transport network and the IRT stations 
 
Figure 2 offers an impression of the future public transport network in Cape Town. The 
public transport network consist of the rail, IRT trunk and IRT feeder services. It is 
assumed that current scheduled bus services and minibustaxi routes will be incorporated 
in the feeder routes of the IRT. In this illustration, the currently 72 identified IRT trunk 
stations and the 251 hypothetical stations are displayed.  
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3.2. Defining the station area: the pedestrian pocket 
 
The station area is defined as a pedestrian pocket with a radius of 800 meters from the 
station, which represent a 10 minute walking time. This distance is based on several 
views. First of all, the guidelines for human settlement planning and design, which 
supports 800 meter as the pedestrian pocket for railway stations and 400 meter for 
scheduled bus services (CSIR, 2000). It is assumed that the IRT will offer more quality 
than the current scheduled bus services, and the impact area of railway services will better 
suit the IRT. Secondly, the MSDF redraft of 2001 put emphasis on 10 to 12 minutes 
walking time to public transport stations in the city (Cape Town, 2001). Based on an 
average walking speed of 4 km/hour, a radius of 800 meter could be perceived as the 
pedestrian pocket around high quality public transport nodes. However, it should be noted 
that all future IRT users will go to the closest station unless connections or amenities are 
unique at station areas on a (slightly) greater distance. Furthermore, the pedestrian pocket 
of 800 meter is a global indication, since empirics about the acceptable walking distance to 
IRT are not available yet.  
 
3.3. Input for the node and the place: three examples 
 
To gain insight in the use of the node-place model for station area profiling, three 
examples have been selected. These examples give insight in the identification of the 
node and the place indicators. Table 1 shows the diversity of indicators that are used to 
determine both the node and the place. Nevertheless, these cases also share common 
ground: both the node and the place have been equipped with quantitative and qualitative 
indicators.  
 
For both the node and the place, the values of the underlying indicators are standardised 
in scores between 0 (lowest value) and 1 (highest value) value. Subsequently, these 
values are joined together to determine the node and the place score of an IRT trunk 
station area.  
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Table 1: indicators to determine the node and place value1  
 Dutch case Swiss case Japanese case 
Node • Number of directions served 

by train 
• Number of train services 
• Number of stations within 45 

minutes 
• Number of direction served 

by bus, tram and 
underground 

• Number of bus, tram and 
underground services 

• Distance to first motorway 
access 

• Parking capacity for car 
• Number of dedicated bicycle 

paths 
• Parking capacity for bicycles 

• Number of directions served 
by train 

• Number of train services 
• Number of stations within 20 

minutes 
• Number of directions other 

public transport 
• Frequency of other public 

transport 
• Distance to first motorway 

access 
• Number of dedicated bicycle 

paths 
• Number of daily passenger 
• Type of train service 

• Number of train 
services 

• Type of train 
connections 

• Travel distance to 
CBD 

• Number of bus 
services  

Place • Number of inhabitants  
• Number of employment 

opportunities per economic 
cluster  

• Degree of functional mix 
 

• Number of inhabitants 
• Number of employment 

opportunities per economic 
sector 

• Degree of functional mix 
• Presence of conference 

rooms and educational 
facilities 

• Distance to town centre 
• Presence of commercial 

services 

• Number of inhabitants  
• Number of 

employment 
opportunities 

• Degree of functional 
mix 

 
3.4. Defining the node and the place for Capetonian station areas 
 
It should be taken into account that not every factor has a certain optimum. For example, 
Belzer & Autler (2002) suggest that there is no optimum for the degree of functional mix at 
a station area, and that it is strongly context-dependent. For this reason it has been 
preferred to limit the indicators for node and place to one quantitative and one qualitative 
factor, while using factors that have a generally agreed optimum (e.g. higher is better). 
 
3.4.1. Input for the node – the potential interaction 
Two indicators have been selected to determine the node score. Firstly, the amount of 
employment opportunities that is accessible within 45 minutes2 travel time from the station. 
This is perceived as a general indicator to show the potential that can be reached from the 
station areas, and vice versa. Secondly, the amount of daily IRT feeder, IRT trunk and 
train services that arrive and depart within the station area, which gives an indication of the 
quality of this potential. 
 
The amount of employment opportunities accessible within 45 minutes travel time has 
been calculated with the GIS program Flowmap, which is developed by the University of 
Utrecht (University Utrecht, 2010). The train, IRT trunk, IRT feeder, non-motorised network 
                                                      
1  Based on the work of Bertolini (1999; 2007); Chorus (forthcoming), and Reusser, et al. 
(2008) 
 
2 This is the average travel distance for all travel modes (DoT, 2003). This value has been 
used since the IRT is also aimed at current non-public transport users.  
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have been modelled. The IRT trunk and IRT feeder have been modelled with service 
intervals of 10 minutes peak, and 20 minutes off-peak3. For the rail network, the new 
Century City railway station has been included, although average service intervals of 2010 
have been used due to a lack of detailed information.  
 
In this view, a station area with a large potential for interaction within 45 min travel time 
and a high amount of public transport trips is characterised by a strong node score.  
 
3.4.2. Input for the place – the actual interaction 
The indicators to determine the place score are: the sum of origins and destinations within 
the station area, and the diversity of activities. The latter one consists of the balance 
between origins and destinations. These indicators show the intensity of station areas – 
the amount and kind of interaction that is taken place. The place information has been 
gathered using buffer analysis in ArcMap.  
 
In this view, a station area with many origins which equals the amount of destinations 
receives a high place score.  
 
4. IRT STATION AREAS PROFILES 
 
4.1 Considerations for interpreting the station area profiles 
 
The results of the station area profiling of IRT trunk station should be interpreted with 
some consideration, since the analysis is based on future information, which comes with a 
certain degree of uncertainty. Four considerations should be taken into account.  

1. Currently identified routes can be changed, or new routes added 
2. The 252 hypothetical stations are merely potential stations, which can somewhat 

differ from the future identified IRT trunk stations 
3. The 2030 zoning information is an indication of future intensity of land-use, not a 

snapshot of the future.  
4. Buffer analysis is used to determine the amount of origins and destinations in 

station areas, without regard to natural barriers during the allocation process.  
 
4.2 Pattern of station areas profiles 

 
In general, the pattern of station area profiles in Cape Town is characterised by relatively 
low place scores. In 2030, the highest place score in Cape Town is 0.55, which could be 
explained by the lack of station areas with both a high density of origins and destinations 
and a balance between them. The denser station areas tend to have a very mono-
functional nature in Cape Town.  
 
On the side of the node, there exists a more diverse pattern. Extremes are IRT station 
areas in the CBD area, where many IRT services come together, and many destinations 
are in reach within the average travel time of 45 minutes. Other station areas follow on 
greater distance, and are often located near the CBD, or near (new) major interchanges in 
the city.  
 
The station area profiles are displayed in figure 3: In the next section, these results will be 
discussed in more detail, making the impact of the position in this scatter diagram clearer. 

                                                      
3 These characteristics have been discussed with John Spotten (Head: Transport Modeling 
and Systems Analysis; City of Cape Town) 
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Figure 3: Pattern of station areas profiles 
 
4.3 Station area profiles explored  

 
The distribution of the node and the place has been mapped in figure 4.  
 

 

Figure 4: Capetonian station area profiles  
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A visual inspection of these station area profiles teach us that the CBD and the eastern 
approach route show a high potential to interact, which is – from a theoretical perspective 
– not met by actual interaction at the location itself. In general, these locations have a low 
intensity of activities as well as low degree of balance between origins and destinations. 
Especially the approach route has both IRT and train services which position the locations 
relatively well in the network, although their value as places in the city are somewhat 
limited. A second cluster of station areas that draws attention are the station areas west 
and southwest of the Airport, just north of the former townships areas. Here multiple public 
transport services join together and offer good connectivity in many directions.  
 
From a node-place perspective, these station areas are ideal locations for intensification, 
or diversification of land-use, to better meet the potential to interact at these station areas. 
The improved utilisation will result in a better viability of the IRT services, but will also 
result in more vibrant places in the city.  
 
Besides the phenomenon of underutilisation of the potential to interact, there are also 
station areas that lack the necessary potential for interaction. Examples of this can be 
found in the northwest of the city where green field development consumes valuable land. 
These, mainly, mono-functional developments are built on great distance of employment 
opportunities, resulting in a low potential to interact. A result is that people living in these 
areas are forced to travel longer than average to reach the same amount of employment 
opportunities as other station areas. Since it induces unnecessary travel, it could be 
perceived as unsustainable. At the same time, the weak node score suggests that public 
transport might not be the fastest travel mode, which results in increased dependency on 
the car. 
 
From a node-place perspective, increased public transport services can help to increase 
the potential to interact. This could include more daily public transport trips, or a better 
alignment within the public transport network. Nevertheless, it should be noted that 
providing good nodal qualities on a large distance from the city can incur great expense.  
 
The third category consists of the somewhat balanced station areas, where the potential 
for interaction at the station is met by the actual interaction within the station area. These 
locations are spread out all over the city. One thing that should be noted is the presence of 
two balanced station areas in Mitchell’s Plain, to the southwest side of the former township 
areas. Along with rail and IRT services, two economical centres: the former town centre 
and the parade shopping centre exist within the pedestrian pocket of the two IRT stations. 
Therefore these station areas have strong place scores that match the nodal qualities. 
 
From a node-place perspective, these locations should be maintained and preserved to 
keep the balance between the node and the place. A change of the node or the place 
should be accompanied by appropriate node or place interventions.  
 
Overall, the match between the node and the place should be achieved, and existing 
matches between the node and the place maintained. The means to cope with these 
station areas are limited to a few ideas, due to the length restriction of this paper. These 
ideas for interventions, and many others, deserve further exploration.  

• Nodal interventions:- increase connectivity within the public transport network 
- increase daily public transport trips 

• Place interventions - zoning bonuses for intensification and differentiation 
- tax-incentives to encourage development 
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Shaping conditions for enhancing the match between the node and the place can help 
Cape Town to become a city that is more accessible, sustainable and equitable on the 
long-term. The window-of-opportunity to act is today.   
 
5. CONCLUSION: STATION AREA PROFILING 
 
Despite the quick-scan characteristics of this approach, station area profiling offers a 
strategic tool to examine the position of public transport nodes and its station areas within 
Cape Town, and other South African cities. Many future station areas could be identified 
that – at least from a theoretical perspective – could be improved with either node or place 
interventions. At the same time, station area profiling put emphasis on the fact that a public 
transport improvement is not a stand-alone solution and should form a hand-in glove fit 
with an urban economic strategy to create a viable public transport and a successful city.  
 

ACKNOWLEDGEMENT 
 

The research underlying this paper is part of master thesis of Erwin van Dijk “Guiding 
Capetonian Station areas towards a Balance” for the master Urban and Regional Planning 
at the University of Amsterdam, the Netherlands. The first author would like to thank DHV 
Environment and Transportation, the SSI Transport Sector and the University of 
Amsterdam for making this possible.  
 

 LITERATURE 
 
Belzer, D. & Autler, G., 2002. Transit Oriented Development: Moving from Rhetoric to 
Reality. Berkely: Strategic Economics.  
 
Bertolini, L., 2007. Station areas as nodes and places in urban networks. In: Bruinsma, F. 
et al., 2007. Railway Development: impacts on urban dynamics. Rotterdam: Physica-
Verlag HD: pp.35-57. 
 
Bertolini, L.,1999. Spatial Development Patterns and Public Transport: the Application of 
an Analytical Model in the Netherlands. Planning Practise & Research, 14 (2), pp.199-219. 
 
Bertolini, L.,1996. Nodes and places: complexities of railway station redevelopment. 
European Planning Studies, 4 (3), pp.331-346. 
 
Bertolini, L. & Spit, T., 1998. Cities on Rail: the Redevelopment of Railway Station Areas. 
London: E & N Spon.  
 
Cervero, R., 1998. The Transit Metropolis; a Global Inquiry.  Washington DC: Island Press. 
 
Chorus, P., (forthcoming). An application of the node place model to explore the spatial 
development dynamics of station areas in Tokyo. Amsterdam: University of Amsterdam.  
 
City of Cape Town, 2010. Integrated rapid transit: Project Status and progress. Report No 
1 December 2009. Cape Town: City of Cape Town.   
 
City of Cape Town, 2001. MSDF Redraft 2001. Cape Town: City of Cape Town. 

CSIR, 2000. Guidelines for Human Settlement planning and design. Pretoria: Centrum for 
Scientific and Industrial Research.  

770



Department of Transport, 2003. National Household Travel Survey. Pretoria: Department 
of Transport. 
 
Kenyon, S. Lyons, G. & Rafferty, J., 2002. Transport and social exclusion. Journal of 
Transport Geography, 10, pp.207-219. 
 
Meyer, M.D. & Miller, E.J., 2001. Urban transportation planning. 2nd ed. Maidenhead: 
McGraw-Hill. 
 
Newman, P. & Kenworthy, J.R., 1999. Sustainability and the city: overcoming automobile 
dependence. Washington DC: Island press.  
 
OECD, 2009. OECD Territorial Review Cape Town, South Africa. Paris: OECD Publishing. 
 
Peek, G. Bertolini, L, Jonge, H, de., 2006. Gaining insight in the Development Potential of 
Station Areas. Planning, Practise & Research, 21 (4), pp.443-462. 
 
Reusser, D.E. Loukopoulos, P. Stauffacher, M. & Scholz, R.W., 2008. Classifying railway 
stations for sustainable public transport – balancing node and place functions. Journal  
of Transport Geography, 16, pp.191-202. 
 
Toruk, I., 2001. Persistent Polarisation Post-Apartheid? Progress towards Urban 
Integration in Cape Town. Urban Studies, 38 (13), pp.2349-2377. 
 
VROM-raad, 2009. Acupunctuur in de hoofdstructuur: naar een betere verknoping van 
verstedelijking en mobiliteit (advies 071). Den Haag: VROM-raad.  
 
Wee, B. & Dijst, M., 2002. Verkeer en Vervoer in hoofdlijnen. Bussum: Coutinho. 
 
Wegener, M. & Fürst, F., 1999. Land-use Transport Interaction: State of the Art. Dortmund: 
IRPUD. 

University Utrecht, 2010. Flowmap: State of the Art Windows Software for Analysis of Flow 
Data [online] (Updated 11 November 2009) Available at http://flowmap.geog.uu.nl/ 
[Accessed 12 January 2010]. 

771

http://flowmap.geog.uu.nl/

	Session 2a: Transport Planning 1 – Tuesday 17 August
	Tracking Cellular Telephones as an Input for Developing Transport Models
	Agent-Based Transport Simulation versus Equilibrium Assignment for Private Vehicle Traffic in Gauteng
	Why do we need to Address and Prioritise the needs of Vulnerable Road users when making Decisions about Land use, Transport and Infrastructure Provision?
	Cycling as a Supplementary Mode to Public Transport: A Case Study of Low Income Commuters in South Africa
	Prioritisation of Non-Motorised Transport Projects (A Systematic Approach towards a Sustainable Non Motorised Transport Network)
	An Investigation into the Application of Local Area Traffic Management Plans (LATMPS) in Ekurhuleni Metropolitan Municipality (EMM) and in the General South African Context
	An Analysis of the South African Bus Rapid Transit (BRT) Policy Implementation Paradigm
	N3 Toll Concession (Pty) Ltd: Enhancing Safety, Convenience and Mobility along the N3 Toll Route
	Implementing High Occupancy Vehicle Lanes in a Freeway Network Environment

	Session 2b: Infrastructure 1 – Tuesday 17 August
	Effect of Cement Dust on Cohesion and Fatigue-Resistance of Hot-Mix Asphalt
	Hot-Mix Asphalt Testing for the South African Pavement Design Method
	Evaluation of Bitumen-Rubber Asphalt Manufactured from Modified Binder at Lower Viscosity
	Design Temperature and its Prediction Model based on Fatigue Failure of Asphalt Pavements
	Investigating the Rheological Characters of South African Road Bitumens
	Ultra Thin Reinforced Concrete Pavements (UTRCP) – Innovative Technology which Offers Cost and Socio-Economic Benefits for Infrastructure Provision
	Laboratory Test Results and Effective Project Management
	Study on Seismic Behaviour of Long-Span Light-Weight Concrete Continuous Rigid Frame Bridge

	Session 2c: Transport For Rural Development – Tuesday 17 August
	Connecting Transport, Agriculture and Rural Development: Experiences from Mhlontlo Local Municipality Integrated Infrastructure Atlas
	Improving Transport Service Delivery in the Capricorn District Municipality by Strengthening its Transport Function
	Is South Africa taking Rural Public Transport Seriously?
	The Role of Transport in Supporting Development
	Stretching the Concept of the Expanded Public Works Programme in South Africa: Tracing the Footsteps and Gauging the Footprints – The Unfinished Rural Development Transformation Story
	Albert Luthuli Municipality Community-Based Labour-Intensive Irma Infrastructure Provision: Findings of an Impact Study
	Test and Application of Stated Preference and Mixed Logit Modelling Techniques for Travel Behaviour Research in a Rural Context
	The Development, use and Potential Contribution of Appropriate ICT-Based Service Systems to Address Rural Transport Related Accessibility Constraints - Emerging Lessons from Case Studies in South Africa

	Session 2d: Traffic Engineering – Tuesday 17 August
	Microscopic Assessement of Pedestrian Space Requirements Within Railway Stations in South Africa
	Development Control Traffic Impact Analysis Policies in a Newly Changed South African Transport Environment
	Tshwane BRT: Development of a Traffic Model for the Brt CorridorPhase 1a – Lines 1 and 2
	Enabling Intelligent Algorithms with New Generation Scanning Radars
	Applying Microscopic Pedestrian Simulation to the Design Assessment of Various Railway Stations in South Africa

	Session 3a: Transport Planning 2 – Wednesday 18 August
	Synthesis of a Country-Wide Road Capacity Operational Snapshot (National Transport Masterplan 2050)
	Excess Commuting:Towards Estimating the Cost of Restricting "Wasteful" Travel
	The Merits of Separating Public Transport Planning Components from the Integrated Transport Planning Process the Case of the George CITP of 2009
	The Development and Regular Updating of the City of Cape Town CPTR and OLS: Experience and Lessons Learnt
	An Investigation into the Methodology of Mini-Bus Taxi Data Collection as Part of the Current Public Transport Record: A Case Study Of Stellenbosch in The Western Cape
	How to Achieve a Sustainable Increase in Transport Infrastructure Investment
	Sustainable Transport – Back to Basics
	The Impact of Urban Sprawl on the Inhabitants of the Ethekwini Municipality and the Provision of Infrastructure

	Session 3b: Infrastructure 2 – Wednesday 18 August
	A Laboratory Study to Investigate the Development of Stiffness in Stabilized Materials
	Evaluation of 3D Laser Device for Characterizing Shape and Surface Properties of Aggregates used in Pavements
	Innovative Materials and Pavement Design including the use of Environmentally Sustainable Products: Case Study at or Tambo International Airport
	The Namibian Road Sector Reform: An Evaluation
	Method to Determine Full Work of Fracture from Disk Shaped Compact Tension Tests on Hot-Mix Asphalt
	Comparative Study of Non-Destructive Field Testing Devices on BSM-Emulsion
	The Dielectric Constant as a Means of Assessing the Properties of Road Construction Materials
	Identification of Microscale Characteristics of Treated Subgrade Materials and how they Relate to Macroscopic Properties
	Perpetual Pavement Response under Heavy Vehicle Loading
	A Preliminary Evaluation of the Reuse of Cementitious Materials

	Session 3c: Traffic Management, Safety And Security – Wednesday 18 August
	Traffic Accidents and Road Safety Management: A Comparative Analysis and Evaluation in Industrial, Developing and Rich-Developing Countries
	Factors Leading to Fatal Crashes and Fatalities on the South African Roads: 2005-2009
	A City-Level Study of Driver Anger and Aggression in South Africa
	Intelligent Vehicle Based Traffic Monitoring – Exploring Application in South Africa
	Road Safety Audits: The Way Forward
	National Training Framework for Road Traffic Management
	Naturalistic Driving Studies (NDS): International Lessons Learnt and the Implications for South African Driver Behaviour Studies
	Vulnerability at Road Construction Sites, South Africa
	Paying for Road Access in Zimbabwe: Addressing Traffic Management Issues or Raising Revenue for the Fiscus?

	Session 3d: Rail Transport, Freight And Logistics – Wednesday 18 August
	How Might the Railway Renaissance Evolve in South Africa?
	Using Shuttle Radar Topography Mission (SRTM) Data for Geometric Design of Conceptual Railway Route Alignments
	Difficulties in Determining Application Quantities for Rail and Wheel Flange Lubrication
	A Life Cycle Cost Analysis of the Gauteng to Durban Freight Corridor: Initial Rail Corridor Infrastructure Costing
	Implementing a Railway Management System that Provides Transparency of Operational and Financial Performance
	Appraisal Criteria for very High Speed Rail in South Africa
	Rail Economic Regulation Discussion in South Africa
	On the Social Network Perspective of Road-Freight Facilities
	Evaluating the Environmental Impact of the South African Freight System’s Energy Tendencies
	A Provincial Comparison of Commercial Vehicle Movement
	The State of Logistics in South Africa – Sustainable Improvements or Continued Exposure to Risk

	Session 4a: Passenger Transport – Thursday 19 August
	The Effects of Social Exclusion and Transport in South Africa
	Public Transport Mode Satisfaction in Cape Town: Findings of a Passenger Intercept Survey
	Unravelling Public Transport Customer Satisfaction and Dissatisfaction Dynamics in the High-End Middle Class Market
	Future Capetonian IRT Station Areas Profiles Explored
	Five Years down the Line: Did Anything Change for Public Transport Interchange Users?
	Regulating Minibus-Taxis: A Critical Review of Progress and a Possible Way Forward
	Specification and Manual for the Establishment of a Public Transport Control and Call Centre
	EMV Specification usage within Public Transport Automated Fare Collection

	SEARCH
	Review Process and Reviewers
	Organising Committee
	Disclaimer & Copyright
	Exit

