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EXECUTIVE SUMMARY 

The purpose of the Provincial Land Transport Framework (PLTF) is to provide a high-level 
strategic framework that will guide the planning and development of the transport system in 
the Gauteng Province over the next five years. This framework aims to align transport planning 
with all relevant national and provincial policies, goals and strategies. It deals with the 
relationship between land use and all modes of land transport in an integrated manner. The 
framework also aims to coordinate transversal planning across all sectors, as well as across 
the three tiers of Government and State Entities.  

Chapter 1: Introduction 

The Gauteng Province is the smallest province in South Africa, comprising only 1.42% of the 
total land area, but also the province with the highest population. The population of Gauteng 
was estimated at 15.5 million in July 2020 (StatsSA, 202 Mid-year population estimates) 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 Africaôs 
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 
sectorôs 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 
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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 
also impacting on governmentôs 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 and the Regulations emphasise the importance of stakeholder consultation during 
the preparation of the PLTF. The stakeholder consultation process followed, focused on 
augmenting and confirming current realities and issues, as well as obtaining input at key 
milestones of the preparation process. Role-players and stakeholders were identified in 
compliance of the Act. The stakeholder database for the PLTF preparation comprised a total 
of 134 entities, representing different sectors of society. The database was categorised 
according to the representative sectors of society. 47 entities were viewed as key role-players.  

Three workshops with key role-players were undertaken, firstly to introduce the project, then 
to discuss the current realities, gaps and issues and then finally to obtain inputs on transport 
on solutions and strategies. A workshop with the wider grouping of role-players and 
stakeholders was also convened to discuss solutions and strategies. In addition to the 
workshops, several smaller group meetings and on-on-one engagement took place with key 
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role-players. This included metropolitan, district and local municipalities, state owned entities 
(Public Rail Agency of South Africa, South African Local Government Association, South 
African National Roads Agency (SANRAL) and Transnet), provincially owned entities 
(Gautrain Management Agency and Gauteng Tourism Authority), the Gauteng Taxi Industry 
(NTA and SANTACO), the Freight Forum and other non-governmental, such as the Disability 
Alliance. 

The Act requires that the PLTF has to be available for public inspection and comments for 
more than 30 days and this is to be facilitated through advertisement in the Provincial Gazette 
and two provincial newspapers, in at least two languages. After a draft PLTF was prepared, 
the general public was notified of the availability of the document for public comment. It was 
advertised in Gauteng Provincial Gazette and 3 provincial newspapers. The draft was made 
in English and an Executive Summary in Afrikaans, English, Sesotho and isiZulu. The draft 
could be downloaded from the Gauteng Department of Roads and Transportôs website and 
printed Executive Summary documents were available at all the GDRT Provincial and 
Gauteng district, local and metropolitan municipal offices. Letters, Executive Summaries, 
Comment Forms and List were mailed to role-players and stakeholders on the database. 
Letters, accompanied by the draft PLTF, Executive Summary and Comment Form were mailed 
to MECs for Transport outside of the Gauteng Province. 

The initial Public Inspection and Comment period was 18 Nov 2022 to 13 Jan 2023. A reminder 
of closing date for comments were sent via Bulk SMS on 10 January 2023. The comment 
period was extended to 25 January 2023, based on written requests for an extension. All 
comments received during public inspection period were acknowledged. All project 
comments received was collated into tracking-sheet for reference purposes. A Comments 
Responses Register was compiled capturing the comments received and indicating how 
comments were dealt with. 

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 Gauteng 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 policy 
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 relevant to transport were developed subsequently. 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: 

ñAn 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.ò 
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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: 

ñAn 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.ò 

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

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

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

ñA 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.ò 

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: 

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

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. 

An assessment of the transport status quo in Gauteng shows that a several of negative trends 

and challenges have persisted over the past two decades, despite previous strategic 

documents and strategies being adopted. The following guiding principles were identified for 

the development of the PLTF, premised on the basis of developing a sustainable transport 

system which provides access to opportunity and to deal with such challenges: 

1. The transport system further enables and promotes economic growth, job creation 

and poverty alleviation, 

2. The transport system is planned in coordination with and in an integrated manner with 

economic and land use planning, 

3. The planning and development of the transport system promote social integration and 

environmental sustainability including climate resilience, 
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4. All travellers, including those in previously disadvantaged areas and more remote and 

rural parts of the Province, have travel options available that are accessible, 

affordable and of sufficient quality,  

5. Public transport services provide users with convenient and seamless travel options 

across modes, 

6. The quality and efficiency of public transport, MaaS and freight rail services offerings, 

as well as the quality of non-motorised infrastructure facilitate travel behavioural 

changes and a shift away from private and motorised goods vehicles,  

7. Travellers, including public transport users, cyclists and pedestrians, are safe and 

secure while making their journeys, 

8. The application of evolving technology continuously enhances the sustainability, 

effectiveness and efficiency of the transport system,  

9. Sustained funding sources are available to extend the transport network to meet 

growing mobility needs and maintain infrastructure, facilities and systems at adequate 

levels, and  

10. Planning is coordinated across all sectors and tiers of the State, with adequate 

capacity, expertise and resources to execute their mandates.      

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

The broader transport vision and objectives were used as a bases for developing and putting 
forward the solutions, strategies and interventions 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.  

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 
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 Provinceôs vehicle population has grown from approximately 4.3m in 2011 to 4.8m in 2019. 

COVID-19 had a huge impact on trips in undertaken in the province. Work related trips 
declined by 775 000 daily trips (700 000 less car as driver trips), which represents a decline 
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of 28%, However, it was found that there was no significant impact on the duration of the trip 
and the time the commuter departed for work. Education related trips declined by 466 000 per 
day. Learners walking and using the car as passenger declined by 320 000 trips per day, 
contributing 68% of the decline. Discretionary trips declined by 4,5 million trips/day. Car as a 
driver declined by 1,6 million trips per day walking declined by 1,2 million trips per day. 

Integrated Development 

Gauteng is the densest province in South Africa, however, most people in the Province are 
concentrated in a few clusters ï a key outcome of apartheid spatial planning policies. 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. 

Even though there are a variety of factors that contribute to urban growth (for example, 
migration, public policies, economic activities, etc.) there is a symbiotic relationship between 
transportation and urban growth. It is found that transport infrastructure expansion strongly 
correlates with population growth, spatial expansion, and land use change. On the one hand, 
transportation infrastructure attracts urban development. On the other hand, urban growth 
patterns configure urban spatial structure and thus influence transport. Urban growth 
increases travel demand and thus the need for transportation infrastructure.  

The following cross cutting issues impact on land use and transport integration: 
¶ Inter-governmental relations;  

¶ Priorities of political leadership changes per dispensation;   

¶ Capacity and capabilities;  

¶ Data management, consolidation and integration; 

¶ Disregard for psychosocial issues;    

¶ Lack of understanding and support for urban resilience;   

¶ Urban Safety;  

¶ Destruction of state infrastructure;  

¶ Impact of natural urban growth; 

¶ Persistent under investment in infrastructure, unfunded operational deficit and poor 
infrastructure maintenance, and   

¶ Densification and transport strategies not realising. 

The interconnected and complex nature of these characteristics and patterns highlight how a 
nuanced and holistic approach is required in identifying and tackling the realities, issues and 
gaps in the relationship between land use and transport. It is also important to understand the 
cascading effects of one characteristic or pattern on a number of other areas. 



      
   

 

 
      (xv) 

 
 

Public Transport 

According to the National Household Travel Survey (NHTS, 2019), 42% of trips undertaken 
uses 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. Substantial land-use development has also occurred 
towards the west of Johannesburg. The network development has not kept pace with the land-
use development. 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-19 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 
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 significant 
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 rail network in Gauteng still serves the demand from the townships to the CBDôs, favouring 
the Eastern and Southern parts of Gauteng, originally constructed to serve the mining belt and 
associated the industrial areas.  The development of Gauteng in terms of urbanisation has not 
was not necessarily in support or integrated with the existing commuter railway network, as 
developed sprawled towards the north-west, given the availability of land.   

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 
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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. In this context, economic 
regulation refers to the fact that operating licences are issued based on the need for the 
services on a particular route or in a particular area, rather than applying free market 
principles. The applicable Regulations for the issuing of operating licenses were 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 
than 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 challenges experienced by PRASA, especially since the 
start of COVID-19 have meant a public transport modal shift to minibus-taxis, which to some 
extent improved the sustainability of the taxi industry.  

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. 
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A Taxi Summit was convened with 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 issues raised during various sessions with the GTI, as part of the consultation process of 
the PLTF project, are as follows;  

¶ Continuous GTI inputs in land use, development and transport planning; 

¶ Regulations for the minibus taxi industry should be pragmatic; 

¶ Functioning of the PRE and the backlog in disposing with Operating Licence applications 
and renewals; 

¶ Subsidy policy and the inclusion of the minibus taxi industry; 

¶ Implementation of the outcomes of the taxi summit held in June 2019; 

¶ Separate lanes for minibus taxis; 

¶ Condition of taxi ranks; 

¶ A programme that eliminates segregation and promotion of social integration; 

¶ Transition to e-vehicles and sustainable transport, and 

¶ Public safety and assistance to the industry. 

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. 

Sustainable Transport 

South Africa is a signatory to the Sustainable Development Goals1 (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 ï 
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 

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

https://sdgs.un.org/goals
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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 persons2.  

South Africa is also a signatory to the Paris Agreement3 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 Contribution4 (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 
transportôs 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 
with due consideration of environmental aspects including 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. 

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. This is in part due to a siloed approach leading to a   lack of 
integration in transport and land use planning and the upfront considerations of sustainable 
development that encompass both socioeconomic and environmental aspects. A further 
contributor is due to the paradigm of improving motor vehicle travel efficiency rather than 
adopting a sustainable mobility approach. 

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 

 
2 https://unhabitat.org/sites/default/files/2019/05/sdg_11_synthesis_report_web2_0.pdf 
3 https://unfccc.int/process-and-meetings/the-paris-agreement/the-paris-agreement 
4 https://www.gov.za/speeches/statement-virtual-cabinet-meeting-14-september-2021-20-sep-2021-0000 
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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. 

Regarding sustainable transport current planning approaches are primarily focussed on the 
Green Economy aspects of Sustainable Transport seeking a reduction of GHG emissions 
through alternate energy sources and technological improvements with limited focus on the 
reducing the need to travel and encouraging mode shift.  The prevailing paradigm of focussing 
on motor vehicle travel efficiency does not encompass the broader issues of social equity and 
environmentally responsible approaches. 

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 ñsmartò, 
compact and walkable City Region, often referred to as the ñ15 Minute Cityò. 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 donôt 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. 

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 
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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)ôs 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 CoTôs 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 CoJôs SITPF 2013, the CoJ Road network is 9 324 km in extent. According 
to the CoJôs 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 from 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. 

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. 
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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 2010ï2014. 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 
regard 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 (FMS), 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 an 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 annual tourist day trips and 3.1 million annual 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 largely rely 
on car rental services, private operators and e-hailing services to travel within the Province.   

71% of tourists travel to and within Gauteng to visit friends 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. 
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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 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 (ñthese must 
be done under one roofò); 

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 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 ñlast mileò (Final 
section of the supply chain for delivery of freight to private dwellings for home deliveries or 
business premises); 

10. Strengthening Regulatory Oversight, and 

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

12. Most of the pavement condition assessment data of the various authorities are dated and 
might not be a true reflection of the current situation. 

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 
smart and walkable South African city and how it could be applied to all spheres of government 
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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. 

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 require 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 
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 
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 ITPôs, Operational Plans and Corridor studies in support of the SITPF.  
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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 (Draft Review Document 2022) 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 
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. ñPLANò focusses on elements that need to be considered 
and planned for, to create enabling environments. ñCREATEò addresses the development of 
specific mechanisms or tools and ñIMPLEMENTATIONò 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 ï which addresses the fragmented urban 
structure and dispersed pressure on service delivery and transport systems;  

¶ Accessibility, connectivity, and mobility ï 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  
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¶ 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 from 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, 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 GITMP25 update. Nodes of Provincial significance needs to be 
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 Gauteng Rapid Rail Integrated Network (GRRIN) needs to 
be unlocked.  

High-speed passenger rail as an alternative to inter-city road-based passenger transport over 
longer distances could become increasingly plausible. This is due to the long-term economic 
benefits that can be attributed to travel time savings, savings in accident cost and the impact 
on a reduction of GHG emissions. The Limpopo Province is promoting more frequent longer-
term passenger rail services from Gauteng to Polokwane and Musina in the short-term and in 
the longer-term it envisages high-speed rail as a more appropriate option, linked to the 
development of the Makado-Musina SEZ, the anticipated increase in both passenger travel 
and freight movements. A high-level prefeasibility investigation should be conducted in 
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partnership with all the relevant role-players on the implementation of high-speed rail along 
the N1 corridor to Musina and possibly also to eThekwini within the TransNat Corridor.  

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 ñOne-ticket-one-
provinceò 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 ñASIò approach of: 

¶ ñAVOIDò ï reducing the need to travel or transport goods through changing urban form 
and integrated mixed use planning;  

¶ ñSHIFTò ï changing the mode of travel through encouraging NMT, enabling public and 
shared transport, shifting freight from road to rail and pipeline, and 

¶ ñIMPROVEò ï technology improvements that reduce both energy consumption and 
support the shift to green / renewable energy for propulsion.  
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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 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 sectorôs contribution to 
South Africaôs 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. 

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.  
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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); 

¶ 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; 



      
   

 

 
      (xxix) 

 
 

¶ 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 the experience of some users of freight logistics services 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 need 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 
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 regard to the digital footprint coverage of public transport, the 
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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 Provinceôs 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 ñOne ticket, one provinceò 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 FMS, improved Arterial Management through piggybacking on the FMS, 
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 
Improve this is an untapped opportunity through a greater focus on 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 regard 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. 
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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, the Gauteng Tourism Authority and the Airports Company 
of South Africa (ACSA). 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 GITMP25 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. 

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. The numerical value of the socio- economic benefits (cost of accidents, travel time 
savings, impact of environment, etc) should ideally be calculated by a reputable institution on 
a national level and used as inputs on all projects. 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 óinvestment termô to the period of economic benefits flowing from 
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a project. Benefits and costs that accrue to users, funders, operators, and general society 
should be considered. ñGoing Greenò 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, provincial 
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 TODs and rebate on rates and taxes for developments in close proximity to 
public transport corridors and nodes, inclusive of state owned or state entity owned land. 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 ñgreenò funding; 

¶ Conditional Grants; 

¶ Expansion of private sector involvement through other credit instruments; 

¶ Extension of development levies; 

¶ Widening of the user-pay principle; 

¶ Infrastructure funding through the Office of the President; 
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¶ Licenses, levies and taxes; 

¶ Value capture at public transport facilities; 

¶ Advertising rights and revenue related to PT facilities and contracted PT services 
vehiclesô; 

¶ 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 TODôs. 

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 
NLTSF have been met, and a report on how and to what extent the key performance indicators 
set in the previous yearsô 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. 

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 
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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 contracts 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. 

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 
Africaôs 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. 

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 worldôs 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 
trends, private vehicles are or remain the preferred mode of transport in Gauteng and 
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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 óSmart Citiesô 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 sectorôs 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 óseismic shift.ô A WEF 
study found that; ña major challenge will be to retrain workers, who will themselves 
be pressed to update skills especially in areas of creativity, critical thinking and 
persuasionò. 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. 
Questions are being pondered as to whether we will return to the pre-pandemic world 
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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 ï 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 due to the significant destruction of 
the commuter rail system before and during the COVID-19 pandemic; 

¶ Public transport shift to other modes (taxis), due to the availability of minibus taxis; 
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¶ Lack of progress with the rollout of BRT/IPTN networks, due to the complexity of 
the system (compensation to affected public transport operators) and the 
distances over which it is being implemented; 

¶ Taxi violence and addressing financial aid to the taxi industry, due to intense 
competition for especially new routes due to a lack of financial support to the 
industry, putting pressure on their profitability;  

¶ E-hailing services due to the inability of mainly metered taxi industry to respond to 
market needs, combined with the availability of new technologies; 

¶ E-toll saga and its impact on the GFIP due to the unprecedented pressure from 
society in general to scrap the e-tolling system and the realisation that the 
mechanism for urban tolling is much more sensitive than tolling long distance 
routes; 

¶ Inland dry ports (freight logistics) due to the increasing need to improve the costs 
of the overall supply chain; 

¶ The rapid shift towards sustainable transport systems and cities due to the urgent 
need to address social and environmental issues especially social justice and the 
provision of affordable access to opportunity, GHG emission reductions and 
biodiversity loss, 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, 
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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 
(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: 

ñ(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) PLTFôs 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. 
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(5) All Provincial PLTFôs 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.ò 

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. 
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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). 

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 municipalities, 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, ñthe 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 noticeò. 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 ñconsult with planning authorities 
in the Province, the rail, bus, taxi and other industries providing public transport in the 
Province, the PRE and other stakeholders.ò 

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 ñpublish 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.ò In 
addition, according to section 6 (3) the notice ñmust 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.ò 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.ò 

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 Department 
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, and 

¶ 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. 

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). 

¶ Tourism (e.g., South African Tourism), and 

¶ Trade Unions. 

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 distributed by email, as follows: 
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¶ Letters to the Members of Executive Council (MEC) of all the provincial 
departments, copied to the respective Heads of Departments, in the Gauteng 
Province were 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 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 



      
   

 

 
       

14 
 

 

 

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 

SALGAôs 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. 

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. 
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Focus Group Meeting Date Convened Objectives of Meeting 

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-19 and post COVID-19 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 

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. 

2.2.6 Publishing the first draft PLTF for public inspection 

The first draft PLTF was published for public inspection and comment on the 18th of 
November 2022. The first draft PLTF was available for public inspection from 
18 November 2022 until 13 January 2023. The comment period was extended from 
13 to 25 January 2023 on request of key role-players and stakeholders. The following 
methods were used to notify the interested and affected parties on the database and 
the public of the availability of the first draft PLTF for public inspection and comment: 



      
   

 

 
       

16 
 

 

 

¶ Notification letters, along with a registration and comment form and an Executive 
Summary of the first draft PLTF were distributed by email, as follows: 

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

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

o 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 

o 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 D. 

¶ Media advertisements to notify the public of the availability of the first draft PLTF 
for public inspection and extending an invitation to the public to contribute 
comments were published as follows: 

o Beeld, 18 November 2022, in Afrikaans. 

o Sowetan, 18 November 2022, in English. 

o The Star, 18 November 2022, in English. 

o Provincial Gazette, Extraordinary Issue, 24 November 2022, in English. 

Copies of the tear sheets of the media advertisements, and a copy of the 
Extraordinary Issue of the Provincial Gazette are attached as Appendix E. 

¶ Posting an electronic copy of the first draft PLTF, in English, and Executive 
Summaries of the first draft PLTF in Afrikaans, English, isiZulu, and Sesotho to the 
Gauteng Department of Roads and Transport website at 
https://www.Gauteng.gov.za (under Publications). A screen print showing the 
documents that were posted is attached as Appendix F. 

¶ 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 (see Appendix G). 

¶ Placing one hard copy of the first draft PLTF at the Gauteng Department of Roads 
Offices and the District, local and metropolitan municipalities throughout the 
Province, as well as 20 hard copies per language5 of the Executive Summary of 
the first draft PLTF and comment forms in the various languages with comment 

 
5 The Executive Summary of the first draft PLTF was available in the four major languages spoken in Gauteng, namely 
Afrikaans, English, isiZulu, and Sesotho. 

https://www.gauteng.gov.za/
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form boxes. A table with a list of public places and photos evidencing the 
placement of the documents at the public places are attached as Appendix G. 

¶ Distribution of a bulk SMS on the 9th of January 2023 to all the key role-players 
and stakeholders on the database to remind them of the closure of the public 
inspection period of the first draft PLTF on the 13th of January 2023. 

¶ Distribution of a bulk SMS on the 13th of January 2023 to inform all the key role-
players and stakeholders on the database of the extension of the public inspection 
period of the first draft PLTF until the 25th of January 2023. 

2.2.7 Comments and Responses Register 

All the comments received from key role-players and stakeholders were captured in 
the form of a Comments and Responses Register (see Appendix H). Every comment 
has been responded to and an indication provided as to how the comments have 
been addressed in the PLTF. 

2.3 Status of the PLTF 

The last PLTF was developed in 2013 and has to date not been updated or reviewed. 
The Integrated Transport Masterplan 2025 (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 (ñthe 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 I). 

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 J. 
These include the following: 

¶ The Gauteng White Paper on Transport Policy published in November 1997 (ñthe 
White Paperò); 

¶ The Gauteng ITMP25 and 5-Year Implementation Plan, 2013; 

¶ 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. 

The municipalities in the Province have also produced various policy documents. 
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There are also a number of policy documents at national level that inform the PLTF, 
as set out in Appendix I.  These include the following: 

¶ The NLTSF, 2017 to 2022 ï 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 I. 

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:  

ñThe current reality however is that transport planning in South Africa is 
uncoordinated and occurs in modal and sectoral silos. There is also 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 isolationéò 
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Regarding integration the NLTSF provides that: 

ñThe 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 cohesionéò 

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

ñNotwithstanding 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 featuresé.ò 

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 ï protecting travellers and infrastructure; 

¶ Universal access ï people with disabilities and mobility impaired persons.  
Universal design is a requirement and must be incorporated in all transport design 
especially in terms of access to public transport facilities and services, and 

¶ Shortage of funding ï 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: 

ñAn 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.ò  

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 GRRIN Extension Study 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 Gautengôs socio-
economic recovery during and in the aftermath of the COVID-19 pandemic. To 
contribute to this outcome, the Departmentôs Growing Gauteng Together Through 
Smart Mobility Plan- 2030 is being implemented to address the Provinceôs Transport 
challenges. The Smart Mobility 2030 Planôs key focus areas of infrastructure, 
operations, institutions and enabling technology are aimed at transforming the current 
transport system into an integrated smart transport network utilising 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 J.  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 I. 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, 
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Working Group III and other documents considered in the Chapter on sustainable 
transport.  The Climate Change Bill, 2022 once passed as an act, together with the 
regulations proposed under that act will impose concrete obligations vis-̈-vis steps 
to be taken by authorities to mitigate climate change. In addition, the Gauteng City 
Region ï Overarching Climate Change Response Strategy and Action Plan 
specifically identifies sustainable transport as one of 11 focus areas to be addressed. 

A further aspect of Sustainable Transport is that of ensuring accessibility for all in 
support of the Decade of Action for Road Safety. 

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. It is recognised that the areas adjacent the stations 
have not been utilised to its fullest potential and that much more can and must be 
done in future to develop the stations precincts into fully fledged TOD nodes. Access 
to all stations to be addressed to ensure easier access by the surrounding 
communities.  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 countryôs 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 Africaôs freight logistics and passenger mobility systems and strengthens its 
economic growth and social development by 2050.  The Rail White Paper provides 
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for the drafting of a National Rail Act, the 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. 

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 usersô 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 
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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 
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: 

ñThe 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.ò 

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 Public 
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Transport.  Efforts in this regard include the GMAôs 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. 

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 ñsmartò, sustainable and walkable and cyclable 
South African Cities that are universally accessible. 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. 



      
   

 

 
       

26 
 

 

 

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 ñcentrally located data warehouseò, 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 
of infrastructure. Road transportation is an important industry in the economy, yet 
various challenges inhibit the sectorôs contribution to South Africaôs 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: óTo 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 developmentô. 

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, and 

¶ 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. 
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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. 

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 rehabilitation 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. 
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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; 

¶ 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. 
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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 integrate economic development, land use and transport effectively; 

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

¶ To regulate and control public transport effectively, with a view of enhancing 
efficiency and minimise negative externalities and conflict; 

¶ To expand the opportunities of private transport modes to result in greater 
integration, efficiencies and minimise negative impact on congestion and the 
environment, such as Mobility as a Service (Maas) offerings; 

¶ To minimise the negative effect of transportation on the environment, combat 
climate change and promote sustainable transport in line with international and 
national policy and prescriptions; 

¶ To design 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); 

¶ To enhance traffic safety and the safety and security of all travellers; 

¶ To provide, maintain and operate efficient transport infrastructure; 

¶ To operate state facilities and services effectively; 

¶ To ensure the acquisition of equitable funds for transport, 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 the implementation Intelligent Transport Solutions (ITS) and 4IR 
technologies to address and assist in solving transport problems and challenges; 

¶ To manage consultation, communications and public relations functions and 
services effectively, and 

¶ 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. 
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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 National Household Travel Survey 
(NHTS), 2020, the 2019 Gauteng Household 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 ï 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 three 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 
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Province/District/Local 

municipality  

Total population % change 

Census 2011 CS 2016 

TSH: City of Tshwane  2 921 488 3 275 152 12.1 

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 Distribution6 

 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). 

 
6 Gauteng Housing Travel Survey, 2019/2020 
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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 
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 municipality7  

Municipality  Sectors  

City of Johannesburg8  

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 

 
7 https://municipalities.co.za/provinces/view/3/gauteng  
8 https://www.cogta.gov.za/ddm/wp-content/uploads/2020/08/Take2_DistrictProfile_JHB1606-2-2.pdf  
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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 Provinceôs spatial form. Areas such as Pomona, north of O.R Tambo 
International Airport (ORTIA); commercial buildings running along Ontdekkers Road 
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 Review 2022)) 
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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 ï a key 
outcome of apartheid spatial planning policies. The representation of population 
density in Figure 4-2 highlights the uneven horizontal distribution of Gautengôs 
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) 

 

http://www.gcro.co.za/
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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) 
(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: Gautengôs population density in 3D 

(Source: www.gcro.co.za) 

http://www.gcro.co.za/
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4.2.3 Gautengôs 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 25.1kmĮ of land per year was 
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 Gautengôs land cover, with 10% of the Provinceôs 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 Provinceôs 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 Review 2022)) 
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4.2.4 Gautengôs Resultant Spatial Form   

The resultant spatial form shows two axes where economic development and 
movement are defined: (i) a northïsouth 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 eastïwest 
axis that was established during the mining era but today is in economic decline and 
distress. As a result of the Provinceôs 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, 
Gautengôs 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 
economic activities and human settlement development as well as ensuring 
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accessibility and connectivity through a robust public transport system and of how 
this will impact the spatial form of the Province.  

4.2.5 Cross-cutting issues impacting on land use and transport integration9   

Even though there are a variety of factors that contribute to urban growth (for 
example, migration, public policies, economic activities, etc.) there is a symbiotic 
relationship between transportation and urban growth. It is found that transport 
infrastructure expansion strongly correlates with population growth, spatial 
expansion, and land use change. On the one hand, transportation infrastructure 
attracts urban development. Transport systems provide essential mobility options for 
people and goods and influence patterns of growth and the level of economic activity 
through the accessibility they provide to land. On the other hand, urban growth 
patterns configure urban spatial structure and thus influence transport. Urban growth 
increases travel demand and thus the need for transportation infrastructure. Urban 
growth not only increases travel demand, but also, causes infrastructure pressure 
and consequently traffic congestion. Therefore, urban growth is strongly related to 
transport with reciprocal causes and effects. It is clear that the relationship between 
transport and land use is cyclical, impacted by various factors and requires to viewed 
under varying lenses.  

These interactions are influenced by economic, political, demographic, social, 
technological and environmental changes. A downturn in the economy, can mean 
less jobs and/or lower incomes, therefore less people travelling to areas of 
employment ï a decrease in transport demand. A younger population may be more 
likely to adapt and support advances in transport technology, such as e-hailing 
services, due to its convenience. E-commerce has seen more and more people 
opting for delivery versus self-pick up, which has generated new patterns of urban 
freight distribution, particularly with home deliveries. The focus on green technology 
and sustainable practices has seen local authorities promoting intensification of land 
uses, efforts to limit urban sprawl, mixed land use typologies and different transport 
modalities within spatial planning policy.  

The following cross cutting issues impact on land use and transport integration: 

¶ Inter-governmental relations ï Each sector has a distinct purpose and set of 
obligations, and each one is structured differently with various forms of 
management and leadership.  

¶ Priorities of political leadership changes per dispensation - Politics has short time 
horizons ï five-year electoral cycles - whereas spatial transformation requires a 
long-term agenda, as infrastructure and services are delivered over many political 
terms. 

¶ Capacity and capabilities - Different spheres do not experience the same level of 
financial or human capabilities or support; therefore, participation and output 
outcomes will not be the same. For instance, metropolitan municipalities may have 

 
9 Orton, SI and Nanyonjo, E, 2022.  The Land Use and Transport Conundrum: Cross Cutting Issues impacting on Land Use 
and Transport Integration. CITEPLAN 
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notably more capacity to conduct traffic law enforcement than smaller local 
municipalities. 

¶ Data management, consolidation and integration- Availability, accessibility and 
usability of geo-spatial data requires careful stakeholder coordination and an 
information-driven approach that can unlock the value of such data.  

¶ Disregard for psychosocial issues - Practitioners have to spend so much time on 
administrative compliance tasks or navigating internal demands and instructions 
that they have become disconnected from those they aim to serve.  

¶ Lack of understanding and support for urban resilience - A significant barrier to 
municipalities providing their own funding for climate change adaptation is the fact 
that many municipalities are already functioning at a revenue deficit and struggling 
to provide basic services.  

¶ Urban Safety - A barrier to making cities safer in South Africa is the lack of a clear 
and coherent framework that pulls together all the different policy intentions and 
directs, aligns and integrates urban safety interventions, planning instruments and 
investments by all government spheres and sectors.  

¶ Destruction of state infrastructure - Public infrastructure theft has been a persistent 
issue for years, but the coronavirus pandemic and staffing shortages, particularly 
among security workers at stations, have resulted in widespread theft.  

¶ Impact of natural urban growth - The legacy public transport systems (rail and 
provincial bus contracts) in South Africa's cities were designed when our urban 
form was essentially monocentric. The issue is that urban form in Gautengôs cities 
is no longer monocentric instead is polycentric, with numerous economically 
significant subcentres dispersed across metropolitan areas. 

¶ Persistent under investment in infrastructure, unfunded operational deficit and 
poor infrastructure maintenance - Persistent under investment in infrastructure has 
led to transport modes not expanding to the extent required and not being able to 
meet increased demand at the same time placing immense pressure on existing 
services/networks as well the operations of municipalities.  

¶ Densification and transport strategies not realising - The Corridor Densification 
Option Model was deemed fitting to address spatial imbalances and to attain 
physical integration, however the a) the supply of suitable housing and amenities 
within corridors and around nodes are not realising due to the capacity of basic 
infrastructure (water, sanitation and electricity); b) availability of vacant and 
underutilised land is mainly on the periphery  of our the cities as that is  where land 
is cheap , and c) despite the emphasis on densification, policies lack to support 
and incentivise it. 

The interconnected and complex nature of these characteristics and patterns 
highlight how a nuanced and holistic approach is required in identifying and tackling 
the realities, issues and gaps in the relationship between land use and transport. It is 
also important to understand the cascading effects of one characteristic or pattern on 
a number of other areas. 
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4.3 General System Characteristics 

ñGauteng is the epicentre of growth and development in South Africa and contributes 
34% to the National GDP. This is even though it is the countryôs 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 Africaôs 
entire road network. The Provinceôs 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 Provinceôs vehicle population has grown from 
approximately 4.3m in 2011 to 4.8m as of 2019, including Public Transportò 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. In Gauteng, the fact that the rail network has 
not expanded where low cost housing development has taken place, can be a 
contributing factor to the decline in modal share, as well as the impact of the COVID-
19 pandemic and the resultant destruction of rail infrastructure on a grand scale. 
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 
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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 Household Travel Survey 2019/20 

Considering Gauteng, The Gauteng 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. 

Mode of Travel Unit 

Province 

RSA 

WC EC NC FS KZN NW GP MP LP 

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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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. A total of 54.2% of the estimated morning peak-period 
trips were reported for work and education purposes, with a significant decline of 
more than 30% for educational trips from the GHTS 2014, which could be attributed 
to under reporting rather than an actual decline in the trips. Figure 4-6 shows the 
morning trips according to the trip purpose.  

 

Figure 4-6: Morning Peak-Period trips according to purpose 

 

Figure 4-7 shows the morning peak period trips according to travel mode.  About 
76.1% of these trips are conducted by walking, car, and MBT. The walking component 
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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: Morning Peak-Period trips according to travel mode 

 

Table 4-8 shows the mode of travel according to trip purpose. As expected, the 
majority of passengers use their preferred mode of transport to get to their usual work 
place and to go home. 72% of the passengers use bus for to get to and from work, 
which indicates that bus routes and timetables are designed for workers and less so 
for other trip purposes. Gautrain is the only obvious outlier, with only 8% using it to 
get to their normal place of work, but 36% using it to get home. However, 48% use 
Gautrain to work somewhere else. The limited respondents for Gautrain were noted. 
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Table 4-8: Mode of Travel according to Trip Purpose 

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

 

Table 4-9 shows the aggregate regional percentage distribution of mode share for 
work-related trips. 

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

 
 

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 
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from a public transport service also increased from 8 minutes to 14 minutes. 
Accessing of train services takes the longest. 

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 
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 Survey on the impact of COVID-19 

The COVID-19 pandemic has had a devastating impact on livelihoods throughout 
South Africa and the Gauteng Province was not spared. The impact of job losses and 
people working from home on transport in general and more specifically public 
transport, although damaging has not been quantified until the CSIR was 
commissioned to conduct household surveys on specifically the impact of COVID-19 
on transport in Gauteng. 

Although the survey was conducted when the COVID-19 restrictions had been lifted, 
the questionnaire was designed to determine the respondents travel patterns during 
COVID-19, which was defined as the period between June 2021 and September 
2021. At this time the third wave spiked in South Africa and strict COVID-19 
restrictions were implemented. The restrictions varied between adjusted level 2 and 
level 4 for South Africa. 

Table 4-10 indicates the impact that the pandemic had on work related trips.  

Table 4-10: Mode of transport for work 

Modes used for work 

Before COVID-19 During COVID-19 

Number of Trips* (%) trips 
Number of  

Trips* 
(%) trips 

Bicycle 12 763 0,5 12 122 0,6 

Bus (BRT) 17 028 0,6 17 270 0,9 

Bus (Other) 5 520 0,2 5 175 0,3 

Car, as the driver 1 742 815 62,8 1 055 288 52,8 
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Modes used for work 

Before COVID-19 During COVID-19 

Number of Trips* (%) trips 
Number of  

Trips* 
(%) trips 

Car, as the passenger 51 422 1,9 29 150 1,5 

Commuter taxi/minibus taxi 714 857 25,7 681 574 34,1 

Company transport 62 116 2,2 58 351 2,9 

Gautrain bus - - 1 707 0,1 

Lift club as a driver 2 635 0,1 6 233 0,3 

Lift club as a passenger 19 182 0,7 9 188 0,5 

Metered taxi 4 470 0,2 2 291 0,1 

Motorcycle 13 352 0,5 10 683 0,5 

Other 3 628 0,1 952 0 

Train 2 401 0,1 2 320 0,1 

Walk all the way 117 116 4,2 104 947 5,2 

e-hailing service (e.g. Uber, 

Bolt) 
6 848 0,2 2 401 0,1 

Total 2 776 153 100 1 999 652 100 

* One-way trips.  The number of trips is based on a household weight. 

 

Most modes experienced a decline in ridership during the pandemic, with the 
following being the most impacted on: 

¶ Overall, work trips declined by 775 000 trips during the COVID-19 lockdown 
period, representing a decline of 28% in work related trips.  This can be attributed 
to a combination of job losses and mainly white-collar workers that was mostly 
working from home.  

¶ Car driver declined by almost 700 000 trips or 40% from pre-COVID-19 levels. It 
is still responsible for 52% of all work related trips; 

¶ Car passenger declined by 22 000 trips or 57%. It is responsible for only 1,5% of 
all work related trips; and 

¶ Walking all the way declined by 12 000 trips, its share of the commuting market 
increased from 4,2% of all trips to 5,2% of all trips. This represents an increase of 
24%.  

Table 4-11 indicates the changes in departure time for work. 
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Table 4-11: Departure time for work 

Departure Time  

for Work 

Before COVID-19 During COVID-19 

Number of  

Trips* 

Percentage 

(%) 

Number of 

Trips* 

Percentage 

(%) 

00:00 - 05:59 482 785 17,6 413 687 20,9 

06:00 - 09:00 2 178 976 79,7 1 470 505 74,2 

09:01 - 23:59 73 802 2,7 98 094 4,9 

Total 2 735 563 100 1 982 286 100 

* One-way trips.  The number of trips is based on a household weight. 

 

Workers tended to adjust their departure time for work to fall outside the peak period 
probably to minimise the possibility of close contact with other workers commuting at 
the time. 21% of workers opted to travel earlier to work, 74% still travelled at the peak 
period time, while 5% travelled after that time. 

Table 4-12 indicates the difference between trip duration before and during COVID-
19. 

Table 4-12: Trip duration for work purposes 

Work trips duration 

Before COVID-19 During COVID-19 

Number of 

Trips* 

Percent 

(%) 

Number of 

Trips* 

Percent 

(%) 

0 - 5 minutes 47 631 1,9 38 730 2,3 

5 - 10 minutes 103 979 4,2 80 507 4,8 

10 - 15 minutes 210 385 8,6 160 831 9,5 

15 - 30 minutes 797 376 32,5 827 050 31,3 

30 - 60 minutes 1 033 679 42,1 704 353 41,8 

1 - 1.5 hours 226 894 9,3 150 997 9 

1.5 - 2 hours 22 009 0,9 13 712 0,8 

2 - 3 hours 6 954 0,3 5 922 0,4 

More than 3 hours 4 276 0,2 3 770 0,2 

Total 2 453 183 100 1 985 872 100 

* One-way trips.  The number of trips is based on a household weight. 

 

The following salient points from this table: 

¶ The percentage of workers travelling less than 15 minutes increased from 14,7% 
of all workers to 16,6%; 
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¶ The percentage of workers travelling between 15 and 60 minutes decreased from 
74,6% to 73,1%; 

¶ Overall, there was no significant change in trip duration before COVID-19, 
compared to during COVID-19, and 

¶ It is difficult to understand how a reduction in 28% of work trips, has such an 
insignificant impact on travel time. 

Table 4-13 indicates the difference in modes used for educational purposed before 
and during COVID-19. 

Table 4-13: Modes used for educational purposes 

Modes used for Education 

Before COVID-19 During COVID-19 

Number of Trips* (%) trips Number of Trips* (%) trips 

Bicycle 35 753 1,1 36 977 1,4 

Bus (BRT) 35 991 1,2 26 211 1 

Bus (Other) 3 203 0,1 5 561 0,2 

Car, as the driver 68 219 2,2 20 346 0,8 

Car, as the passenger 771 421 24,7 617 144 23,3 

Commuter taxi/minibus taxi 199 220 6,4 175 447 6,6 

Gautrain 1 201 0 - - 

Gautrain bus - - 1 201 0 

Lift club as a driver - - 2 401 0,1 

Lift club as a passenger 63 272 2 49 424 1,9 

Metered taxi 2 387 0,1 2 387 0,1 

Motorcycle 26 680 0,9 25 224 1 

Other 1 707 0,1 929 0 

School bus 933 403 29,9 902 213 34 

Train 1 201 0 - - 

Walk all the way 941 947 30,2 776 819 29,3 

e-hailing service (e.g. Uber, 
Bolt) 

32 822 1,1 10 247 0,4 

Total 3 118 427 100 2 652 531 100 

* One-way trips.  The number of trips is based on a household weight. 

 

The following salient points from the table: 

¶ In total there were 466 000 less trips during COVID-19 than before the pandemic. 
This represents a decline of 15%. 

¶ Walking all the way declined by 165 000 trips, representing a decline 0f 18%. 

¶ Car as passenger declined by 155 000 trips, representing a decline of 20%. 
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¶ School bus was used by 34% of learners during COVID-19, representing an out 
shooter that requires further analysis. The GDE transport 139 000 scholars on 
contracted bus services, and it is difficult to understand that the remaining 750 000 
scholars are transported by PTOG services or other private bus operators. 

Table 4-14 indicates the difference between the duration of education trips before 
COVID-19 and during COVID-19. 

Table 4-14: Duration of education trips 

Education trip duration 

Before COVID-19 During COVID-19 

Number of  

Trips* 

Percent 

(%) 

Number of  

Trips* 

Percent 

(%) 

0 - 5 minutes 142 200 5,8 126 268 6,3 

5 - 10 minutes 466 222 18,9 378 481 18,8 

10 - 15 minutes 631 141 25,6 484 395 24 

15 - 30 minutes 888 431 36 736 730 36,6 

30 - 60 minutes 313 863 12,7 272 674 13,5 

1 - 1.5 hours 24 198 1 14 835 0,7 

2 - 3 hours 2 152 0,1 1 873 0,1 

Total 2 468 207 100 2 015 256 100 

* One-way trips.  The number of trips is based on a household weight. 

 

During both periods, 93% of the trips took between 5 and 60 minutes. Of the trips 
being made in this period, 65% took between 10 and 30 minutes. 

There was no significant change between the duration of trips before and during 
COVID-19. 

Table 4-15 indicates the number of trips per mode used for other, discretionary 
purposes, before and during COVID-19. 

Table 4-15: Modes used for other purposes 

Modes used for any other 

purpose 

Before COVID-

19 
  

During COVID-

19 
  

Number of  

Trips* 

Percent 

(%) 

Number of 

Trips* 

Percent 

(%) 

Bicycle 35 443 0,5 9 535 0,4 

Bus (BRT) 46 806 0,7 14 641 0,6 

Bus (Other) - - 2 738 0,1 

Car, as the driver 2 707 605 38,8 1 088 503 43,3 
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Modes used for any other 

purpose 

Before COVID-

19 
  

During COVID-

19 
  

Number of  

Trips* 

Percent 

(%) 

Number of 

Trips* 

Percent 

(%) 

Car, as the passenger 1 015 815 14,6 380 523 15,1 

Commuter taxi/minibus taxi 1 182 114 16,9 323 837 12,9 

Company transport 921 0 1 714 0,1 

Gautrain - - 1 707 0,1 

Gautrain bus 970 0 951 0 

Lift club as a driver 2 635 0 8 203 0,3 

Lift club as a passenger 18 995 0,3 3 420 0,1 

Metered taxi 15 125 0,2 2 164 0,1 

Motorcycle 16 970 0,2 7 202 0,3 

Other 1 707 0  0 

School bus 14 736 0,2 4 628 0,2 

Train 4 802 0,1 3 413 0,1 

Walk all the way 1 862 150 26,7 622 977 24,8 

e-hailing service (e.g. Uber, 
Bolt) 

54 512 0,8 39 772 1,6 

Total 6 981 306 100 2 515 928 100 

* One-way trips.  The number of trips is based on a household weight. 

 

Salient points from the table: 

¶ The number of discretionary trips declined significantly from almost 7 million to just 
over 2,5 million. That represents a decrease of 64%. 

¶ Car as driver declined by 1,6 million trips, representing a decline of 60%. 

¶ Walking all the way declined by 1,2 million trips, representing a decline of 67%. 

¶ Car as passenger and commuter/minibus taxi both experienced significant 
declines, with the other modes having experienced a less dramatic decline in trips. 

Results from the COVID-19 survey that may potentially impact on future travel 
patterns are summarised below: 

¶ 57% of respondents believe that they will return to work, whereas 36% believe 
they will work from home; 

¶ 50% indicated that they are unlikely to work partially from home and from the office, 
whereas 36% indicated that this trend will continue; 

¶ 44% indicated that they are likely to work a compressed week, whereas 44% 
indicated that they are unlikely to work a compressed week; 
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¶ 71% indicated that they are likely to work full time from their place of work, whereas 
21% indicated that they are unlikely to do so; 

¶ 46% indicated that they are likely to work staggered hours in future, whereas 42% 
indicated that they are unlikely; 

¶ 53% indicated that they are unlikely to work flexible hours in future, while 37% 
indicated that they are unlikely 

Considering work travel patterns before, during and after COVID-19, the following 
was found: 

¶ Prior to COVID-19: 

o Of the people commuting to work, 64% indicated that they continued to do so. 
The remaining g 36% started working from home, and 

o 98% of the people that worked from home continued to do so. The remaining 
2% started commuting. 

¶ During COVID-19 compared to prior to COVID-19: 

o 91% of the people who travelled, indicated that they continued to do so 

o 70% who work from home, indicated that they continued to do so. The 
remaining 30% indicated a shift from work from home to travelling to a place 
of work 

¶ Before COVID-19 and post COVID-19: 

o 78% who commuted continue to do so, and 

o 87% who worked from home continue to do so. 

4.3.4 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. 
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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 4-16.  

Table 4-16 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 

Infrastructure 4.11 1.187 

Employment 4.10 1.474 

Environment 4.10 1.170 

Social Issues 3.86 1.286 

 

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 
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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. 

4.3.5 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 didnôt reach the same volumes 
prior to March 2020. Although traffic volumes then rose again, they are still less than 
pre-COVID-19 levels. 

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-19 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 

4.3.6 Public Transport 

The modal split between the different modes (private vs public transport) is indicated 
in Table 4-17. 
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Table 4-17: 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% 

NMT (Walking) 570 000 12.3% 

Other 46 000 1.0% 

Total 4 641 000 100.0% 

(Source: NHTS, 2020) 

 

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 4-18 indicates the model split for public transport modes for Gauteng. 

Table 4-18: 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) 

 



      
   

 

 
       

58 
 

 

 

MBTs have almost 70% of the public transport market share, almost one in four 
people walk to work, and the challenges experienced by PRASA over the past few 
years and exacerbated by the COVID-19 pandemic is clearly illustrated by its low 
market share. Poor management and the unreliability of the then rail network systems 
also contributed to loss of market share. Safety, accessibility and efficiency issues 
also contributed to this. 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 
4-19. 

Table 4-19: 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% 

 

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. However, the rail network was 
inefficient in terms of important aspects such as safety, access, and time 
management. Under these conditions, 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 4-20. 
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Table 4-20: 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 4-21. 

Table 4-21: 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 
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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. 

4.3.7 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 
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). 

An example of through traffic is the anticipated increase in freight demand that will be 
generated by the Musina-Makhado SEZ along both the rail and road corridors linking 
Limpopo to the port of Durban through Gauteng. 



      
   

 

 
       

61 
 

 

 

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. Passenger numbers declined for 259 million/annum in 2012/13 to 59 
million/annum in 2019/20. The reasons for this are documented in Section 4.3.1.  

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 

The commuter rail network is indicated in Figure 4-9. 
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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 ï Park 
Station), from East to West (Rhodesfield ï 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. 

It consists of 10 (9 general passenger and 1 airport passenger) stations and 80 route 
kilometres. 

Table 4-22 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 4-22: Passenger volumes for Gautrain and F&D services 

Service Type 18/19 19/20 20/21 

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

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

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

 
 

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

The source of the strategic public transport networks for the three metropolitan areas 
was their respective, latest CITPôs.  

The CoEôs Integrated Rapid Public Transport Network is indicated in Figure 4-11. 

 

Figure 4-11: City of Ekurhuleni IRPTN 

It was decided that the trunk route should be extended northwards and southwards 
into the established communities of Tembisa and Vosloorus, rather than terminate at 
out-of-the-way junctions on the outskirts of both townships. Not only would this 
provide added value to these communities in terms of improved accessibility and 
providing them with a world class public transport system but, it would also reduce 
the need for transfers onto feeder systems and improve travel times for passengers. 
The only drawback would be the significant increase in the length of the route and 
resulting project complexity and escalation in construction costs. It was thus decided 
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that the route should be constructed in three Phases, Phase 1A, Phase 1B and Phase 
1C to overcome these challenges. 

The long-term public transport system will be characterised by some important 
qualities. The system will consist of integrated and regulated public transport which 
will be modern and attractive, offering seamless travelling with through-ticketing on 
contracted scheduled services. The public transport corridors will encourage high 
density development through quality, high frequency, scheduled, public transport 
services which, in turn, will attract more people to use the public transport system.  

In terms of providing an overview of the IRPTN Trunk Route Corridor, it is beneficial 
to highlight that the corridor is 65km in length, and it is proposed to construct the route 
in three phases, Phase 1A, Phase 1B and Phase 1C. Phase 1A is to be constructed 
from the Tembisa Hospital to the OR Tambo International Airport, Phase 1B from the 
OR Tambo International Airport to Boksburg (at the East Rand Mall node) and Phase 
1C from Boksburg to the New Natalspruit Hospital in Vosloorus. 

The trunk bus and feeder operations will integrate at attractive interchanges where 
passenger transfers can be made in a safe and secure environment. The 
interchanges will also be important nodes of commercial attraction and will be located 
close to suburban business activities and in the city centre. These interchanges will 
stimulate further economic development in their immediate surrounds. 

The CoJôs Strategic Integrated Public Transport Network is indicated in Figure 4-12. 
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Figure 4-12: City of Johannesburg IPTN 

The SPTN was viewed as both a network and a concept of operation.  As a network 
plan, the overall aim of the SPTN was to identify the major public transport 
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connections that needed to be made. This was designed with the aim of supporting 
a compact, multi-nodal city form, by providing a legible permanent public transport 
ógridô of focused high-frequency public transport routes connecting key high-density 
nodes and also dense residential areas. Once on the grid, all the important 
destinations could be accessed through the public transport system because of the 
overall continuity of connections. It was designed as a lattice of public transport 
routes, 325km in total length, connecting the 45 or so development nodes in the City 
to each other along major mobility spines. 

Operationally, reserved kerbside lanes were proposed on the busier links for the 
exclusive use of buses and minibus-taxis. A few large terminals were proposed at 
route starts and ends, and many smaller passenger facilities along the routes, 
particularly at points where routes intersected, and where passengers could switch 
from one service to another. Park and ride facilities were proposed too, focused at 
hubs on the SPTN in areas of high car ownership. 

The CoTôs Integrated Public Transport Network is indicated in Figure 4-13. 

 

 

Figure 4-13: City of Tshwane IPTN 

The Integrated Public Transport Network (IPTN) consists of all the key public 
transport routes and modes (rail, bus, mini-bus taxis, metered taxis, and non-
motorised transport). Due to the large numbers of passengers using rail as their main 
mode it forms the óback boneô of the IPTN, complemented by the A Re Yeng and its 
feeder services. Although there may be a certain degree of overlapping of services, 
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each mode has its role to play in providing high quality public transport services to 
the public. 

The IRPTN forms the rapid network component of the overall IPTN. However, there 
are numerous areas of the City that are not covered or serviced by the IRPTN. 

The approach for describing the IPTN of the City is based on timelines defined by the 
demand model as well as the five-year horizon that is the lifecycle of the CITP. It must 
be noted that the demand model horizon is 2020, 2025 and the long-term horizon is 
2037. Thus, the IPTN is defined in an incremental manner based on the 
implementation of key public transport initiatives including the years 2025 and 2037.  

The BRT trunk line currently operates from Rainbow Junction to the CBD and from 
the CBD to Hatfield in a dedicated lane, from Hatfield to Menlyn the trunk line 
operates in mixed traffic lanes. 

The IPTN for the two district municipalities was taken from the GITMP25 and is 

indicated in Figure 4-14. The routes indicated for these two district municipalities is 

the envisaged provincial road based strategic public transport network.  
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Figure 4-14: SDM and WRDM IPTN 

The departure point is linking the residential areas to the main areas of employment, 
using the existing road network and being informed by the passenger volumes on the 
different linkages. 

It is important that the IPTNôs of especially the three metropolitan authorities be 
updated to indicate current reality. It has also become critical for the Province to 
integrated the different maps into a provincial wide map to assist with provincial wide 
planning in terms of continuity of routes and accessibility to the IPTN from a provincial 
perspective. The Provincial Strategic Public Transport Network should also indicate 
the linkages to the adjacent provinces.  

From the above figures it is clear that the IPTNôs for the Metropolitan Municipalities 
is mostly inward focussed with little evidence of planning for cross-border 
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movements. It would seem that it is only the Province that has an integrated approach 
regarding the IPTN development and roll-out in the province.    

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 4-15. 

 

Figure 4-15: Bus Routes in Gauteng 

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

The GDRT has re-designed the contracted services and as recently as October 2021, 
advertised 8 contracts to be tendered for by private transport companies. The process 
was eventually stopped in April 2022, after numerous court challenges from private 
sector companies and industry bodies representing the industry. 

A summary of the PTOG services in Gauteng is highlighted in Table 4-23. 
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Table 4-23: 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 three 
metropolitan areas is provided in Figure 4-16. 



      
   

 

 
       

72 
 

 

 

 

Figure 4-16: 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 4-24 gives a high-level overview of the current average weekday passengers 
using the BRT services in the Province.iv 
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Table 4-24: 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 4-25 provides a high-level summary of the relevant operational information for 
the three entities. 

Table 4-25: 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.  
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4.4.4 Mini-bus Taxi Services 

The mini-bus taxi routes are indicated per district for the province in Figure 4-17. 

 

Figure 4-17: Mini-bus Taxi Routes in Gauteng 

Figure 4-17 indicates the concentration of minibus taxi routes in the CoJ and CoE 
Metropolitan areas, with surprisingly fewer routes in CoT. There is a substantial 
number of inter-provincial routes.  

Figure 4-18 indicates the locality of formal and informal minibus taxi facilities in the 
Province. 
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Figure 4-18: Mini-bus Taxi facilities in Gauteng 

The minibus taxis facilities, both formal and informal, are indicated in Figure 4-18. 
The majority of the facilities are informal and both formal and informal facilities are 
concentrated in the CoJ and CoE. 

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 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 than 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 problems experienced by PRASA, especially since the start of 
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COVID-19 have mitigated some of the problems experienced by the taxi industry, as 
the MBT industry was the main benefactor from PRASAôs problems. 

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; 

¶ 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 4-26 provides a high-level summary of the MBT numbers and the number of 
registered associations for each Planning Authority in Gauteng. 
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Table 4-26: 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 

 

As part of the information gathering exercise, workshops were held with 
representatives of the GTI to obtain a better understanding of what the issues are 
that frustrates the industry and hinders them to make real progress in becoming not 
only economically viable, but a thriving industry. 

The following issues (not in order of priority) requires attention from the Government: 

¶ Continuous GTI inputs in land use, development and transport planning 

The industry continuously finds itself on the backfoot when it comes to new 
housing and commercials developments, not being able to plan for services and 
routes to and from new destinations. New services must be introduced ñreactivelyò 
after new developments had taken place and this leads to in adequate time to 
apply for OLs and may lead to conflict between associations for such new routes. 
Planning of mini-bus taxi infrastructure and facilities often is inadequate at new 
developments and are done for the industry as an afterthought and not with the 
industry as part of the planning of the development. 

¶ Regulations for the minibus taxi industry should be pragmatic 

The fact that an operating licence has a validity period (7 years) associated with 
it, potentially limits the economic value thereof. The industry is in favour of 
operating licences to have a tradable value, which is measurable and auditable. 
The industry was under the impression that currently, the NLTA does not allow for 
the transfer of licences. There could be a misunderstanding in this regard, as 
Section 58 of the NLTA specifically provides for transfer of licenses. 

If an operator fails to successfully apply for the renewal of an operating license, it 
becomes null and void on the date of expiry and the operator has to do a new licence 
application, standing at the ñback of the queò and his/her vehicle can be impounded 
if continued to be operated. The experience of the industry is that there is no prior 
notification or grace period.  Regulation 25(2) of the NLTA Regulations provides for a 
grace period in that where an application for renewal was properly made and the PRE 
has not issued the OL by the expiry date, the OL will remain valid until the PRE either 
issues the renewed OL or notifies the applicant that the application was refused. The 
operator must keep the receipt issues by the PRE in the vehiles as proof that the 
application was made. 
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Operating licences are ñexpropriatedò for affected operators to participate in operating 
companies operating BRT services. Contracts for the provision of BRT services are 
expiring after 12 years and the affected operators will be left without a future, if the 
incumbent operating company is not successful in winning the tender for future BRT 
operations. The legislation does not allow for this to happen. Where operators are 
displaced, they must be given alternative services or routes, or must be 
compensated. 

The lack of regulation of e-hailing services remains a challenge to the GTI. The route-
based licencing regime is constraining the industry to participate in MaaS service 
offerings. Not being able to provide such services in the off-peak impacts the viability 
and sustainability of operators. The NLTA Amendment Bill will provide for the 
regulation of e-hailing services. Until such time, e-hailing services are supposed to 
be regulated as charter services. 

¶ Functioning of the PRE and the backlog in disposing with Operating Licence 
applications and renewals 

A significant backlog exists at the PRE in relation to the disposal of operating 
applications and renewals. The system is often off-line. The moratorium in 
existence with respect to the issuing of new licences is also causing significant 
problems to the industry, in being able to serve the increased demand for services 
and legal operations. Syncronisation between the regulatory entities at the 
respective spheres of government is also problematic as this lengthens the period 
that it takes to dispose with applications, i.e. the NPTR and the PRE. 

The transfer of licenses to a company or legal entity poses challenges for the 
industry that needs governmentôs attention. 

¶ Subsidy policy and the inclusion of the minibus taxi industry 

The industry is of the opinion that all public transport modes should be treated the 
same when it comes to operational financial support. The minibus taxi industry is 
transporting the majority of public transport passengers in the Province and 
increased their capacity to accommodate passenger demand that came about due 
to the collapse of the commuter rail services.  

The lack of subsidies or operational financial support is severely impacting on the 
profitability and sustainability of operations. This is aggravated by rising fuel costs 
and a substantial increase in the price of tyres over the past two years. The taxi 
recapitalization programme, currently paying R 125 000 per vehicle, whereas a 
new minibus taxi cost in the order of R 769 000, is also not assisting operators 
sufficiently to replace their vehicles and to sustainably operate them. Interest rate 
to finance taxi vehicles is substantially more than the prime interest rate.   

¶ Implementation of the outcomes of the taxi summit held in June 2019 

The slow implementation of the recommendations of the 2019 Gauteng Taxi 
Summit and its task teams was raised as a concern. The main issues discussed 
was the establishment of a Taxi Academy, corporatisation and commercialisation 
of the industry or part thereof and setting up of a Cooperative Bank. It was 
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mentioned that the provincial Department for Economic Development was 
assisting with the latter, but this seems to have grinded to a halt. The question was 
asked how the industry can create more value for itself to become a national asset 
through relationships/partnerships with government and the business 
sector/banks. 

¶ Separate lanes for minibus taxis 

Congestion is impacting on the quality of service and travel times of public 
transport passengers. This was addressed in terms of dedicated lanes for BRTs. 
The long travel and ñturn-aroundò times are adversely impacting the Industry and 
its passengers. Separate lanes and/or public transport priority measures on major 
arterials and freeways should be considered in this regard. 

¶ Condition of taxi ranks 

The condition of many ranks is poor (not fit for human consumption), especially in 
townships. Where ranks with facilities and amenities of an acceptable quality had 
been provided, the maintenance and management thereof are not adequate, 
resulting in the deteriorating condition of such facilities. Little allowance is often 
made in municipal budgets for the Opex and maintenance (minor and major) for 
taxi ranks. The types and standards of facilities and amenities vary significantly 
between ranks. 

¶ A programme that eliminates segregation and promotion of social integration 

The GTI is concerned that only passengers of certain areas and sectors of society 
view and/or perceive minibus taxis services as a viable transport offering and for 
a significant shift to public transport to take place, this needs to change.   

¶ Transition to e-vehicles and sustainable transport 

The GTI is concerned about the implications of e-vehicles and if it was to be forced 
to convert to using such vehicles, the impact this would have on the sustainability 
of the Industry. The industry is concerned as to how the industry is to be brought 
into sustainable transport as part of the move away from traditional petrol/diesel 
engines. 

¶ Public safety and assistance to the industry   

The GTI raised its concerns regarding the implementation and policing court 
orders in relation to conflicts on routes between operators and associations. Such 
orders are often not adhered to and enforced, which means that the potential for 
conflict does not disappear. 

4.4.5 Inter-provincial Long-Distance Services 

4.4.5.1 Rail based services 

Inter-provincial long distance rail service is operated by Shosholoza Meyl, a division 
of PRASA. 

It is intended to be a low-cost rail carrier, with cross-country trips taking at least 26 
hours to complete and no luxurious dining carriages or onboard entertainment to pass 
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the time. The experience has been described as ñuniquely South Africanò, harking 
back to days when migrant labourers would use the rail service to return to their rural 
homes after working in the countryôs industrial hubs. 

But what the Shosholoza Meyl lacks in luxury it looks to make up for in price. Fares 
are split into two categories. Tourist carriages include four-berth compartments with 
bunk beds, communal toilets, and a shower at the head of the coach. Economy class 
is a tighter fit with minimal amenities. 

There are currently two routes operating form Johannesburg Park station, namely 
one to Musina in the Limpopo Province and one to Queenstown in Eastern Cape 
Province. 

The schedule for the Johannesburg ï Musina route is the last Friday ï Sunday of the 
month whereas the schedule for the Johannesburg - Queenstown route is the 2nd 
Friday ï Sunday of the month.  The Johannesburg ï Musina schedule in increased 
to weekly trips during the December and January peak time. 

Analysing the Johannesburg ï Musina timetable reveals the following: 

¶ Departure time (Johannesburg) : 15:00 

¶ Arrival time (Musina)   : 06:49 

¶ In train travel time   : 15H49 

¶ Distance    : 473 km 

¶ Average speed   : 30 km/hour 

¶ Stops     : 11 

¶ Fare - Sleeper    : R 230 

¶ Fare - Seated    : R 160 

 

Analysing the Johannesburg ï Queenstown timetable reveals the following: 

¶ Departure time (Johannesburg) : 12:35 

¶ Arrival time (Musina)   : 04:09 

¶ In train travel time   : 15H34 

¶ Distance    : 769 km 

¶ Average speed   : 42 km/hour 

¶ Stops     : 14 

¶ Fare - Sleeper    : R 290 
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¶ Fare - Seated    : R 190 

Inputs from the Limpopo Province indicate the desire to promote a more frequent 
passenger rail service between Johannesburg and Musna in the short term. The 
province envisages a high-speed rail service as being most suitable mode of public 
transport along this route, considering the anticipated increase in the travel demand 
due to the Musina-Makhado SEZ development. 

4.4.5.2 Road based 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 mainly to and from the Limpopo, 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 
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 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 offerings 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 ï 2019/20 and is contained 
in Table 4-27.viii 
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Table 4-27: Non-MBT modes registered: 2016/17 ï 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 licence 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 
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 
Departmentôs 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. 
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Information proved is for the 2019/20 financial year and is compared to the 2011/12 
financial year (the time when the Gauteng ITMP25 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 Departmentôs 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 province 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 4-28 indicates the nodes of significance, per 
local authority, with accompanying spatial orientation for each local authority. 

Table 4-28:  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 

¶ 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 

City of Johannesburg   
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¶ 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  

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  
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Source: Ekurhuleni 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: Tshwane Metropolitan Spatial Development Framework, 2021 
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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). 



      
   

 

 
       

87 
 

 

 

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 4-19 gives a high-level indication of the major nodes and connectivity in 
Gauteng and beyond.  

 

Figure 4-19: 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: 

ñAll 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.ò 

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 five 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 ï 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 4-20 shows 
the SANRAL road network. 
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Figure 4-20: 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 4-29. 

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 4-29: 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%  

 



      
   

 

 
       

92 
 

 

 

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 4-30. 

Table 4-30: 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 wasnôt 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 4-31 shows the provincial network length per road class obtained from Gauteng 
RAMP 2021/22 and Figure 4-21 shows the road network. 
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Table 4-31: 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 

 

 

Figure 4-21: 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 4-22.  
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Figure 4-22: 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 4-23 shows the VCI for the paved road length and Figure 
4-24 shows the VCI for different road class. 
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Figure 4-23: Paved Road (km, %) per VCI Category 

(Source: Gauteng RAMP 21/22) 

 

 

Figure 4-24: Distribution of VCI Categories per Road Class (paved) 

(Source: Gauteng RAMP 21/22) 
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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 
average condition of the unpaved road network is 55% which is in fair condition. 
Figure 4-25 shows the VCI for the unpaved road length and Figure 4-26 shows the 
VCI for unpaved roads on different road classes. 

 

Figure 4-25: unpaved Road (km, %) per VCI Category 

 

 

Figure 4-26: Distribution of VCI Categories per Road Class (unpaved) 
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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. 

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 
4-27 shows the cumulative paved road network length versus the design life 
consumed. 

 

Figure 4-27: 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. 



      
   

 

 
       

98 
 

 

 

Need Determination for the Current Road Network: The Technical Needs budget 
to remove all backlogs on the paved roads with regard 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. 

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 4-28 
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 4-28. 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 4-28: 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 
SANRALôs 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 4-32 shows the TRH26 Road 
Classification System. 
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Table 4-32: 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 
4-33 shows the summary of the paved and unpaved road condition in the CoE area. 

Table 4-33: 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 4-33 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 4-29 shows the condition of the CoE paved road network 
and Figure 4-30 shows the CoE unpaved road condition. 
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Figure 4-29: CoE Paved Road Condition 

(Source: CoE CITP 2014) 
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Figure 4-30: 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 4-31 shows the CoT Road network.  

 

Figure 4-31: 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 4-34 shows the CoT road length per 
classification.  
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Table 4-34: 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 CoTôs 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 4-32 shows the high-level CoJ road network 
obtained from CoJ Geographic Land Information system (GeoLIS). 
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Figure 4-32: COJ Road Network 

(Source: COJ CGIS GeoLIS) 

 

According to the CoJ SITPF 2013, the CoJ Road network is 9 324 km. Table 4-35 
shows the CoJ road network per region. 
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Table 4-35: CoJ Road Network per Region 

Road 

Region 

Total 

A B C D E F G 

Midrand, 

Diepsloot, 

Kya Sandô 

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 4-33 shows the 
condition of the road network by region based on the CoJ pavement management 
system 2008. 
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Figure 4-33: CoJ Road Condition by Region 

 

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 4-34 shows the SDM Strategic Road Network. 
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Figure 4-34: 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. 

¶ 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; 










































































































































































































































































































































































































