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Abstract

This thesis aimed to investigate if the public g@ort system is failing the poor in South Africa
by critically analyzing the public transportatiosed by the poor in the Johannesburg area, looking
at the transportation issues such as accessilaffiyrdability, sustainability, safety and security
The public transport system in Johannesburg is tegs it consists of buses (Metrobus and Rea
Vaya Bus Rapid Transit), trains (Metrorail and Gaim) and Minibus taxis which is a privately
owned industry but works as a public transportesysin South Africa. The public transportation
in the Johannesburg area is widely used by those avd unable to afford their own private
vehicles and are low income earners. The publitsprart system is riddled with many challenges
and shortcomings and even with the newly estaldishensportation there are still some issues
that affect the poor's daily lives. The investigatof this thesis focuses on the public transportat
that is frequently used including transport issaesl how it affects the poor which will be
presented in the findings.

Keywords: Public Transport, The Poor, Accessibility, Affobdéy, Sustainability, Minibus taxi,
Rea Vaya BRT, Johannesburg.
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Chapter 1: An Introduction to the study

A progressive transport system is essential tadthelopment of a region as well as the whole
country. It is what builds networks among nationd & is crucial for the drive of the market and
businesses. It is what aids commuters to get iowwgkplace and to their families. South Africa
is in dire need of a sustainable and safe pulaitsport although the country is making tremendous
progress in terms of infrastructure and providiragnsport for the public, it is merely not enough
as there are still problems concerning the usagmwfs and buses and majority of the poor still

do not have access to adequate transport.

As people become more affluent they are motivadqulitchase their own vehicles as they cannot
count on public transport being available at atleds. Some people depend on taxis as their main
source of transport but there are problems withtgadnd lack of respect for the passengers from
the drivers. Another issue is cost, public transpoGouth Africa is not affordable for everyone,
each plan to improve the transport system only fitsrtbose who can afford it, however there are
plans and policies in place that include the paarthe country is still struggling to get arouné th

apartheid spatial planning in order to developféicient affordable transport system for everyone.

The purpose of this thesis will aim at investiggtwhether the transport system is failing the poor,
mainly focusing on the most used public transpaitiibus taxis, buses and trains. It will also be
looking at some of the issues of the public transpgstem in terms of accessibility, affordability,

sustainability, safety and security.

The thesis will attempt to describe the variousliguibansport system used in South Africa and
will assess the public transport system which el used by the poor while referring to the case

study of Johannesburg public transport system.

1.2 Research Statement

According to the Living Conditions Survey (LCS) 202015) South Africans spend a
considerable amount of their salary on transportiwtesults to transport being the second largest
expenditure group at an estimated R280 billion 6r3% of total household consumption

expenditure (Stats SA). However, transport is lotan it was in 2011 when it estimated to
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account for 17.1% (Stats SA, 2017). The amountpeihding on public transport justifies the
urgent need for a better functioning public tramsggstem.

Johannesburg has a vast transportation system vehadteady mentioned above but it faces many
challenges that restrict the mobility of those vdao barely afford or access it. The ownership of
a private vehicle is a sign of status and weakindfore making the desire of using public transport
less appealing which leads to a higher demandiwdifervehicles. Those who are unable to afford
a private vehicle are left using public transpdrattis undesirable and inadequate. These
inadequacies affect the poor population the modtiacreases the inequality that plagues South

Africa.

Although transport problems for the poor has beghlighted in the past research, there is not
much research done on the relationship betweepdbieand public transport. According to Hook
(1998) the connection and inter- relationships betwpoverty and urban transport are poorly
understood, however this is now slowly being redsgph as transport is seen as a priority and a
pressing issue that needs to be dealt with. Thdshegthe poor have to be the focal point in
creating a sustainable public transport systemtlaaidis where research falls short whereby there

is no clear understanding of how inadequate pulditsport affects the lives of the poor.

The aim of this research will be discussed in thet khapter and chapter 4 will present public
transport data in the case of Johannesburg. Tleemmats anticipated for this research will be useful
in identifying the main problems with the publiarisport system that is mainly affecting the low

income group.

1.3 Significance of the study and Scope

There is a sufficient amount of quantitative datapablic transport that intends to improve the
dire transportation problem in South Africa. Thesearch intends to expand on the transport
indicators that will be presented in chapter 4. fids=arch will also reveal some gaps found in the
guantitative data that are relevant for this stidye findings of this study will add to the exigtin
literature on public transportation: accessibilaffordability safety and security as it investggmt

not only the general public but specifically foaugion the poor. The research highlights that not
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all public transport is beneficial for the poor.

The scope of this research is to ensure that & glederstanding of what this research does and
does not address. First, this research will addrassport problems in Johannesburg that have a
major effect on the commuters that are dependeitt Bablic transport problems affect everyone
including those who use private vehicles to actes<ity of Johannesburg. With transport being
an essential element of people's lives, it is irtgurto investigate the effect and draw solutions
on how to improve the system. It should be noted tihe research takes a look at the history of
spatial planning during the apartheid era whicheaty the one of the problems with the
development of the Johannesburg transport systém liflerature focuses on the transportation
used in Johannesburg during and after the apargnaigvhich includes buses, taxis and trains. The
review of the public transport system gives soni®sapect to the problems that could be affecting

the poor people more that are currently ignored.

On a second note this research does not addresengeent policy promises to improve the public
transport system as it would derail the directibwbere this research is heading. Although there
are important points that highlight the potentied®omic and social benefits transport policy has.

It is clear that these policies are often too brtadit in this research and they tend to have
unrealistic expectations that will need to be cailliy analysed and discussed. Furthermore, this
research will not address transportation for tivaise have access to a personal vehicle and address
opportunities to shift away from utilizing privatars to using public transport. However there are
benefits to encouraging this shift such as enviremiad, energy and health benefits but there is
not enough initiatives to deter private car usadgeis, this research will only deal with public

transport challenges that affect the poor.
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Chapter 2: Research Design

2.1 Introduction

In this section the goals of this study will be drapized as well as how the research will be
executed using appropriate data collection methd@lsge to the special circumstances of
conducting the research while being in the CzegbuBkc has led to the decision of the use of
secondary data material by respectable and valskarehers working in the field of
Transportation. According to Cheng and Phillips12)) secondary data provides much needed
information that has already been properly cleaneby professionals that is not readily available

for researchers collecting primary research.

To be able to use secondary data to the fullegtngxtt was important to study the previous
research use of methods in order to be sure ieleded with the research topic. Although some of
the past research that is analysed does not prduidethat directly responds to the questions, it i

important to note that it can be used to supp@tésearch study.

2.2 Aim of the study.

There is not much data out there about the pubdiesport system in South Africa especially
focused on its provisions for the poor. The ainthi$ research is to close the gap of the lack of
information on public transport and the poor. Tigsearch will provide some introspect on the
issues that surround South Africa's public transpgstem which could lead to aiding planners
and developers to creating an all inclusive pulbhasport system. The main aim, goal and focus
of this study is to answer the main questisrthe Public Transport System in South Africarigil
the poor? A critical analysis of the South AfricRublic Transport System. Case Study of

Johannesburg.

2.3 Research Questions

1. What are the public transport challenges fa&aogth Africa?

2. Which modes of transport is frequently usedhgylow income groups in Johannesburg?
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3. Is the public transport affordable for the lomeame groups in South Africa?
4. |Is public transport accessible to the low inc@reips?

5. What problems do commuters have with the puldiesport they utilize on the daily?

2.4 Data Collection Procedure

This research makes use of three separate resew@ittods that are presented as an inverse
pyramid with each level down becoming more congpdcific to the Public Transport system in

South Africa: Johannesburg.

Figure 1: Inverted Pyramid Diagram

General Findings

Literature Review

Secondary
Data Analysis

R Ch Context of

Johannesburg

Source (Brech, 2013)

2.4.1 Literature review

The first method used for this research is thad cbmprehensive literature review that will be
presented in chapter 3. The literature review foanmsis of the theoretical framework of this
study. It also solidifies the reliability, suitaibi and adequacy of the data. The literature review
section provides an almost chronological develogroéthe public transport industry starting off
with the development of the city which highlighte tdifficult past of the apartheid era.
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The development of the apartheid city is imperativéhis study as it reveals the challenges of
public transport reforms and how it has affecteritiost disadvantaged group of people: the poor.
The review goes on to mention the modes of trangsad during and after the time of apartheid
(Buses, minibus taxis and rail transport) whicleads the challenges of the public transport system
that affect commuters. The review goes on to ld@ceaessibility and affordability which are some
of the core themes which will be analysed in Chagéte

The literature review will identify the writings goublic transport in South Africa especially in
the case of the city of Johannesburg. The review tdkes a look at other countries that have
similar cases relevant to this study. This has lagerpted earlier on that it will provide a suici
look at the considerable literature on the topiterEfore this review will often refer to findings

that are outside of South Africa such as other ldgueg and developed countries.

On a concluding note, the resources for this liteeawere obtained from a variety of sources
including academic, government, and literatureesi which will be mentioned in this chapter in
the next section describing secondary data analykes literature is deemed important source of
material for this research of public transport.

2.4.2 Secondary Data Analysis

The second method utilized in this research isrs#ay data analysis also known as second-hand
analysis. It was selected for this research consigéhe costs, distance and time. Secondary data
refers to data that is already available and has bellected by someone else (Kothari, 2004). The
collection of data involved reading through cousglénformation that is available on the internet
using sites that provide statistical informatiord ather relevant information pertaining to the
research topic.

The sources of secondary data were found in $isgdhave official statistics information which is
collected by governments and their departments, fttim of data is assumed to be reliable,
suitable and adequate which are features of thengacy data that are required (Kothari, 2004).
For example Statistics South Africa and the Depantrof Transport provides National Household
Travel Survey (NHTS) data which was concluded 2@18e made available for the year 2015.
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Other types of secondary data sources includedaty@urnals on transport written by experts.
These were useful in providing qualitative datavaht to the study and it assisted in checking the
consistency of the data found on the official goweent sites. Literature review articles were also
utilized as they contained original research dhtd ts appropriate for the topic about public

transportation.

As already mentioned above the method utilizedhia tesearch was the collection of existing
demographic data for Johannesburg. This was celldcom Stats SA using the 2011 Census of
population as the 2016/17 Census of Populationwlatanot yet readily available. Data on public
transport indicators was collected from The Departrof Transport (DOT) Annual Report of

2012/13 and comparing it to other data availaldenfthe Gauteng Province Household Survey of
2014 and the Mobility Report in the Gauteng CitygRe 2014. Utilizing the data collected in the

Gauteng City region gave access to data pertaitunipe city of Johannesburg that was not

adequately available.

2.4.3 Limitations of using Secondary data

The nature of secondary analysis of existing daa&is available are not collected to address the
particular research question (Cheng and Phillipd42. Therefore the research relied heavily on
the gquantitative data in order to draw its own dosions. Although the data was precise and
consistent, it lacked the specific information obpplation subgroups especially the low income
group that the research is focused on. It gavenargédata that was not robust enough to explain
complex issues. For example the data about why smople used a specific mode of transport
than the other is not mentioned. Another limitatioh this research is that there was no
guestionnaires at the end of the collected quaivitdata. Gaining an introspect in what questions
were asked would have revealed if they were inwitk the questions mentioned in this research.
This is not to say the limits have made this regesoid as there was a lot of data used and covered

most of the case study in chapter four.
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2.4.4 Past Research Findings

In an attempt to answer the research questiorex themes, which are accessibility, affordability,
safety and security, were in mind that could aidhis investigative question to find out if the
transportation system in South Africa was failihg poor. These themes form an integral part to
this investigation as they have been mentionetieriterature review and in the findings of this
thesis.

This research incorporates findings from past mesesurveys undertaken in South Africa relating
to transportation used in South Africa that isval# to the case study of Johannesburg. The results
were not specifically responding to the three theimmet they did provide information that was
used to supplement the other findings of this nesed he findings are relevant and contribute a

significant critical analysis view of the publi@atrsportation on the case of Johannesburg.

2.4.5 National Household Travel Survey (NHTS) Gauteg Province 2014

The NHTS Gauteng survey (2014), sample designssdan the Census of 2011 enumeration
areas. The phases of data collection consistechreie tstages which are: Pre-enumeration
(planning, publicity, listing, quality assurancegrward logistics and training); Enumeration
(Publicity, completion of questionnaires, qualitgsarance and capturing); Post-Enumeration
(Reverse logistics, data presenting, analysis, datign of metadata, data and report
dissemination).

The data collection took place between FebruaryMacth 2013. A total of 51 341 households
or dwelling units were sampled, using a randontifitd sample design. The response rate in the
Gauteng province was counted to be 85.7. Accorttirtje National Household Survey in South
Africa the finding can be considered to be repredare of the population of South Africa and can
be analysed and reported on provincial, municipdl Bransport Analysis Zone (TAZ) levels.
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2.4.6 State of Transport Opinion Poll South AfricaSurvey 2016

Heyns and Luke undertook telephone surveys ofast 8000 South Africans aged 18 years and
over and representative of all South African Proes) The telephonic interviews were conducted
by a market research company using trained intemrie There were 1090 South Africans willing

to participate out of a list of 5000 prospectivependents that were randomly selected. The
random and quota sampling are representatives eofgdographical and socio-demographic
(provincial, ethnic, and employment status) chanéstics of the population of South Africa. This

survey provides a look at transportation in SouthcA through the lens of the users and not the

service providers. The findings provide qualitatilza in the form of comments from the users.

2.4.7 Structure of the Research

This dissertation is structured into five chapt@itse introductory chapter expresses the important
features of the research which provide the contextjvations and scope of the study. Chapter

two presents and justifies selected and appliegareh used in the study.

Chapter three presents the literature review waisb forms the theoretical background regarding
central issues of the topic. The literature uttdizaovides background to the establishment of
public transport in South Africa. It examines soofi¢he necessary themes relevant to answering
the research questions of this study such as aifihiity and accessibility of public transport;
transport challenges; and the emergence of the 8 TGautrain.

Chapter four begins with a description of the atyJohannesburg followed by a presentation of
overall transport indicators that are relevanh®mdforementioned themes of this research. Chapter

five presents a discussion of the findings of teisearch as well as providing recommendations.

Chapters six provides conclusions of the study famare research ideas in the field of public

transport.
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Chapter 3: Literature Review

3.1 Introduction

There is extensive quantitative data on the putditsportation system that suggests that the South
African state invests a substantial amount on pubdinsport. According to The Department of
Transport (DoT) (2013), The National Land Transpiadnsition Act of 2000 states that public
transport subsidies should be targeted at “cugrantirginalized users and those who have poor
access to social and economic activity.” Althoulgé public service industry has improved over
the years overcoming spatial difficulties, city id@s and government policies there is still the

guestion if the public transport is affordabletie poor civilians.

3.2 Poverty and Transport

According to Starkey and Hine (2014:7), more thati bf the worlds population live in urban
areas and the number of people is expected to ddow.to the high density in cities, there is a
need to accommodate motorised transport in theoiybuild low density housing on the outskirts
(Starkey and Hine, 2014). In the case of Johanmgdbw cost housing exists on the city outskirt
which is populated by the poor. The further awagythre from the city increases travel distances
which causes difficulties to access public servides to public transport problems. Starkey and
Hine (2014), mention that transport interventionshsas new roads, metros, bus rapid transit are
designed to reduce urban congestion due to inatezmeuse and this could disproportionately
benefit wealthier sections of the population unj@sperly designed. The studies on poverty and
transport were not directly linked but now theredhddeen case studies and other research that
look at transport burden of the poor people in hotban and rural contexts (Starkey and Hine,
2014).

According to Titheridge, Christie, Mackett, Hernaachnd Ye (2014), three groups of literature
dominate research on the subject of transport @wverpy which are; social exclusion, spatial
mismatch and entrapment theory and social jusiibese theories provide supporting evidence
that there is a link between transport issues laméffects it has on the poor, justifying the resea

topic mentioned above.
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According to Arnott (1997), the spatial mismatclpbthesis was first articulated by John Kain in
1964 whereby his paper oHousing Segregation, Negro Employment and Metrigooli
Decentralisatiorprovided the first statement and empirical invesi@n of the hypothesis. Since
then there has been various empirical studiedakas on the hypothesis or relate to the aspect of
it (Arnott, 1997). The spatial mismatch theory expk the relationship between transport and
poverty from a geographical perspective wherelfgaused on spatial barriers poor people face
to access jobs in a context of suburbanizationragll car- dependency (Arnott 1997, Titheridge
et al 2014). People who could afford to pay morgransport move to suburban as well as retail
and other services follow, taking jobs with thena(Bey and Hine 2014, Titheridge et al 2014).

In the case of Johannesburg, development is ooguiorthwards where the wealthy reside,
making access to jobs and service impossible f@mitor residing on the outskirts. Therefore,
spatial mismatch explains the generation of barfier access to income resulting from the three-
way dynamic relationship between jobs, housing #mehsport network (Sanchez, 2008).
According to Titheridge et al (2014), the recentdgés deriving from spatial mismatch theory
address the effects of skills mismatch resultiogiftow-level education and production of spatial
entrapment. Poor households have limited accegdb$) education and healthcare as they face
transport deprivation. Women and children from pbouseholds face limited mobility as they
have household responsibilities and constrainedddbs that often don‘t justify long commutes
(Titheridge et al, 2014).

Social exclusion theory focuses more on the coresmmps of transport deprivation rather than the
processes leading to it as explained above. Acegrii Church et al 2000, the social exclusion
theory is from social sciences and it is based taim developed by the French in the early 1970s.
It refers to the loss of the ability to connectiwiihe services and facilities that are neededuibr f
participation in society (Church et al, 2002). Thare six categories besides geographies that can
produce social exclusion identified by Church ef{2000), which are: physical impairments,
barriers for accessing a given service, affordghitime limitations, fear of crime, and regulatory
restrictions The spatial approach to examine social exclusidluénces how resources are
allocated (Church et al, 2014 ccording to Titheridge et al (2014), social examscan be used

in terms of access being addressed both in quawitand qualitatively. It has been used in policy

in several countries, mainly Europe looking at $gzort related disadvantages (Titheridge et al,
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2014).

Lastly, the Social Justice Approach examines trarislated disadvantages and their link to
poverty from a perspective of inequality (Titherdet al, 2014). According to Titheridge et al
(2014), this approach relates more to the undeglidea of equality of access, therefore policies
should focus on offering the best benefit to tteadvantaged members of society. This approach
is mainly qualitative but can be applied to quatitie indicators for the analysis of transport-
related inequalities (Lucas, 2012). These concegliations and theories of transport and poverty

can be modified and used in framing the transportassues and the effects it has on the poor.

3.3 Defining the poor

"A “poor” person was by definition someone with@mough to eat."
(Banerjee and Duflo, 2006:4).

According to Banerjee and Duflo (2006) the idenéfion of the poor using purchasing power
parity exchange rates which are considered to $enéial to compute a uniform poverty line, are
deemed to be inadequate, infrequently updated magdplicable to the consumption of the
extremely poor. According to Statistics South Adritechnical Report (2008), poverty is measured
using poverty line measures that provide statiststandards and a systematic approach to
reporting monetary poverty indicators. The indicstonclude poverty levels such as; the
headcount index, poverty depth and inequality iaftics such as decile shares, Gini coefficient
(Statistics South Africa, 2008). When providing raonetary information such as access to basic
services, educational attainment on householdsiratididuals, there is a possibility to obtain
statistical profiles of non-monetary indicators ¥@rious poverty groups (Statistics South Africa,
2008). Due to the large amount of people workimghie informal sector, income expenditure
indicators are not reliable. Low income househ@ds employed in the informal sectors, their

income tends to be difficult to measure as it is tuchange (Banerjee and Duflo, 2006).

Therefore, poverty lines come from cost-of-basiedseapproach which calculates the minimum
amount of money needed to survive including bottdfand non-food. Those who fall beneath

this line are considered to be living in povertyafistics South Africa, 2008). Poverty in South
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Africa is an undeniable reality for millions of gg@e which exists in different forms of intensity
and scale. Many of the poor reside in cities livingdire conditions with poor access to basic
public services including transportation. With aoreasing population and a large scale of poverty
has required planners, policy and decision maksiecus on finding ways and solutions to reduce
its impact on the poor. Therefore, the poor in 8dfrica are known as those living below the

poverty line.

The poorest people in the city of Johannesburgbealocated geographically by looking at the
geographical map in Appendix E, the red circlesdatg where the poorest people reside. These
areas have common characteristics lack of pubtititias and amenities as well as to social policy
enabling them to participate in public affairs (et et al, 2008). According to Kaltheier (2002)
the poor have common issues of; poor access taes@mtome sources; poor access to health
facilities such as doctors, midwives and hospitatsyr access to educational institutions such as
primary and secondary modern schools, vocatiormahitrg institutions and higher education
institutions; poor access to safe accommodatiod poor access to other social-cultural
institutions.

People who live in these conditions are therefarewn as the urban poor (Kaltheier, 2002).
According to Poswa (2008), the urban poor in S@tlta lack access to adequate basic quantity
of potable drinking water, sanitation, minimum eJerequirements and have limited access to
mobility and public transportation. The urban pace subjected to vulnerable settlements which
leads to a multitude of problems and basic acaesiset public facilities mentioned above. The
people living in these areas have different finahticomes but they share the same access and

services problems which makes them the urban poor.

3.2 Apartheid Spatial Planning and its impacts onlie Development of Transport.

The transport system situation in South Africanswn to be plagued by the inherited Apartheid
Spatial Planning which has made it difficult foaphers to correct the legacy of the past. Apartheid
is characterized by its central policy of ‘dividadarule’ which was aimed at ensuring white

survival and hegemony (Christopher, 1987).
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According to Christopher (1987), Apartheid in Soéthica shaped the development of cities,
townships and informal settlements. When lookinghetcity of Johannesburg it is evident that
the black population that flocked the city livedalaces that were closer to their workplace which
is why there are areas which are occupied withagadte infrastructure. Khosa (2002) mentions

that post- 1994 there has been an influx of comrautethe city center.

“One of the greatest spatial challenges to overcamtbe post-apartheid city is the inequality and
spatial inefficiency caused by apartheid plannihgt surprisingly a World Bank report of the
early 1990s considered South Africa’s cities amtiregmost inefficient in the world. Cities were
(are) characterized by low-density sprawl, fragnagioin and separation, all of these contributing
to the dysfunctional structure where privilege wasially determined. Over a period of four
decades, black South Africans were systematicaflygimalized, among others, in terms of
accommodation, leisure, employment, and transpSttuctural deficiencies in the former
apartheid city, resulting from segregation and |density sprawl, created long-distance work-
travel patterns.”(Donaldson, 2006:344)

Racial segregation in South Africa affected theguatof the urban area and thus resulted to the
emergence of the Apartheid City (Christopher 198f@psa 1995, Harrison and Zack 2012).
Christopher (1987) realizes before Apartheid Cigagerged there were colonial cities whereby
an area consisted of mixed races but the whitelptpn occupied better parts of the city and the
black population were confined on the peripheii®n to this day there are still remaining effects
of apartheid that can be witnessed in the settlépatterns which are riddled with inefficiencies
and inequality. Donaldson (2006) argues that tispsdial inequalities and efficiencies that are

caused by apartheid planning remain a spatial egd in post- apartheid South African cities.

The Native’s Land Act of 1913 was a colonial lawiethsparked early separation which reserved
nearly 90% of the land in South Africa for a tinynrity white population, which was found to
be in better geographical settings (Mabin, 198@&nd. use zoning was used to achieve the
legislation put in place. It is quite evident thia¢ inadequate transport system in Johannesburg is

caused by the political history of South Africa alihas transgressed to this millennium.

The Natives (Urban Areas) Act of 1923 entrenchedsttparation between planning for ‘locations’

and planning for the rest of urban South Africari€bpher, 1987). It is arguable that this measure,
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more than any other, underlay the division of plagras a technical exercise from the social
reformist vision which had inspired its foundersgeimationally and its apostles in South Africa
(Mabin, 1986). The law of segregation made it difft for people living on the outskirts of the

main city to move around thus creating a lack ahsportation corridors.

During the Apartheid Era, from 1948 to 1994, thikngiNationalist Party, dominated by white
Afrikaners, passed laws that institutionalized legggregation, formalized racial categories and
restrictions on movement, and embedded aparthgsigdily in the landscape (Christopher, 1987,
Mabin 1986). Cities were designated whites and ghips became, in effect, the mechanism for
housing the black labour force. Such policies enkdrthe growth of separate townships across
the country at all scales from cities like Cape Taand Johannesburg to the smallest villages.
Racially motivated land tenure policies were o#llyi repealed in 1994, following the democratic
election that brought the African National Congneady to power, but there persists a class barrier

that follows the old racial lines (Christopher, 798

The main use of transport at that time was to prartdabourers to their workplace which meant
that the poor were subjected to travelling by fdatycle or by minibus taxis whilst the rich that
stayed within the city used private vehicles (Then2913). The use of commuter buses that were
subsidized by the apartheid government furthereplegmtion as the black people had only a
limited number of seats and the rest of the otkatsswere reserved for the white people (Sey,
2008, Walters, 2012).

3.2.1 History of Bus Operations

Buses played a major role in the history of publémsportation especially for black commuters
travelling long distances to and from Bantustares(2008, McCarthy and Swilling, 1985). The
bus transport system originated in 1930 when tate shtervened to reorganize the fragmented
transport system that was dominated by the pritratesport carriers (McCarthy and Swilling,
1985).

State policy on transportation revealed racial biasreby the Motor Carrier Transportation Act

of 1930 dominated over the African bus and taxustdy and ran this industry out of business.
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Black commuters at the time relied on the Africaus land taxi industry as it was the only mode
of transport that delivered them to their homescivtwas on the periphery away from the main
city (McCarthy and Swilling, 1985).

The monopoly of the bus industry enabled the irsgean fares which resulted in protests
(McCarthy and Swilling, 1985). The bus industry vpa®rly subsidized and underfunded, black
commuters were struggling to get adequate transyoch led to the bus boycotts (Khosa, 1995).
The Alexandra bus boycotts was one of the mosifgignt protests to shift transport policy and
entrench the Bantu Transport Service Act of 19%i #hill exist today (McCarthy and Swilling,
1985).

Public Utility Corporation (Putco) is one of thesti and oldest bus companies in South Africa
which is still operating today. Although there veabreakdown of the bus service which ceased to
operate on the 30of June 2015 due to financial problems, there wpeotests which demanded
the company to provide transport. This led to Pugeew their contract to provide transport for
350000 passengers in Gauteng, Mpumalanga and Lin{@opane, 2016).

However Putco buses played a major role in thehissf South African transport as it provided

transport to non-whites. The bus boycotts of 198@atively impacted on the this industry as the
violent protests led to the burning of buses armmpfgewould seek other modes of transport such
as taxis, lorries and horse carts (Khoza, 199%) Bantu Transport Service Act of 1957 shifted
black transport subsidies from the Natives Affddepartment to the Transport Department
(McCarthy and Swilling, 1985). These subsidies thate established for black commuters had

their flaws as it did not include all classes difdar or the unemployed (Khosa, 1995).

This Act shifted the responsibility of black transp subsidies from the Natives Affairs
Department to the Transport Department (McCartlty@willing 1985). Although subsidies were
provided for Blacks, it did not include all classa&slabour nor did it include the unemployed
(Khosa 1995). The Taxi Industry developed durirgapartheid era and was one of the few areas

where African entrepreneurs could operate.
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3.2.2 Taxi Association's big role in Public Transpd.

The taxi industry revolutionary growth began in t@80s whereby the taxi association had a
strong bargaining power in mobilizing the involvamhef big business in the industry and the

financial means (Khosa, 1995).

The taxi industry has been a long standing forrmuddlic transport that was predominantly used
by the black community and it was the only transpodustry that the black race could be
employed in during the apartheid era (Lomme, 2008)ing the nineties mini-bus taxis were
operational due to the Motor Carrier Transportatah of 1930 (Sey 2008).

The industry did have its difficulties when it s&t expanding leading to the government to
prevent taxis from operating. They deregulated whwle taxi industry with the Transport
Deregulation Act of 1988 (Sey, 2008). Taxis wer@mdy operate using the 16 seater policy, as
the industry continued to grow the Taxi Associatipimed the South African Black Taxi

Association in 1979 during that time only 21 tgeisied (Sey, 2008).

The taxi industry formed informal and formal tagnks, the growth of individuals entering the
taxi industry resulted in illegal operation of ugistered taxis and because the government was
not paying attention to the industry there wastafaorruption and taxi violence (Barrett 2003,
Sey 2008). The taxi violence escalated in 1993nduthe times of the intensified political affairs
which had to do with the upcoming elections (S&0& Dugard, 2001). When the ANC came
into power in 1994 they came up with policies tal ¢axi violence by establishing the National
Taxi Task Team (NTTT) in 1995 (Sey, 2008).

The taxi industry has continued to grow and it e @f the biggest public transport system in
South Africa that transports majority of the popaa. In an effort to increase the quality of

minibus taxis the government initiated the Taxi &®talization Program in 1999 (Barrett, 2003).
It was aimed at providing high quality and safexgqzortation for the people by getting rid of the
old taxi fleets and replacing them with new onesvall as providing training for the drivers in

customer care (Barrett, 2003). However, the govenirhas failed to stick to promises and goals
of this program which has resulted to many minitaxss to use taxis that are not roadworthy and

unlicensed vehicles.
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The taxi industry which is riddled with violencedanorruption is threatened by any new road
public transportation that is cheaper and effici&hie new subsidized public transport; Rea Vaya
BRT is causing more tension and will be discusaggt below. The problems experienced by the
taxi industry also affects the people in a majoy wach as when taxis go on strike their protests
are violent and can cause other public transpostdp operating. This leads to people missing

work and losing out on income.

3.2.3 Rail Transport

There is not much literature published about pagserail transport in South Africa, however, the
railway system dates all the back to the late 1888 the concept of rail transport was proposed
for the Cape and Natal Colonies (Metrorail, 200W).the Gauteng area the first passenger
commuter train was introduced on thé"IMarch 1890 to run the 20km between Johannesburg
and Boksburg (Metrorail, 2007). Although the pag®srrail sector has come a long way it has
received some negative backlash from commutersamamot happy with the operations of this
system (NHTS Gauteng, 2014).

According to Shaw (2006) and Schalkwyk (2008) jghssenger rail sector carries the least number
of commuters, despite it being the cheapest modérasisportation in South Africa. The
Department of Transport (2003) stated that the guagey rail sector moved about 585000
passengers per day. This number has grown due ta¢heasing population density in the cities
but not as much as other modes of transport. Thiexepassenger rail in South Africa is facing
many challenges to keep up with the growing nunobeommuters as the lack financial means to

roll out new train fleets (Metrorail, 2007).

Consequently, train commuters are affected by thesdequacies on top of that trains are not
easily accessible, commuters wake up early in tbnimg and travel long distances to catch the
first train and risk having to wait for a long timéthe stations (Department of Transport, 2003).
The improvement of passenger rail could make trawel efficient within dense corridors (Shaw,
2006). According to Metrorail (2007), passengel nais the potential to be the most efficient,
affordable and safe mode but the problems of fumndimd maintenance hinders it from achieving
its objectives.
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3.3 Post —Apartheid Transport Solution

The Gautrain and the Rea Vaya BRT system were megitp provide world class public transport
that will be reliable, efficient, safe and cheameTBRT system which was part of the city's
revitalization plan to bring back business back itite city center has its successes and failures
especially when it comes to the needs of the comraun the city. On the other hand the Gautrain
was designed to commute people coming from thedigghich was clearly an effort to provide

transport for those who can afford it which furtiperpetuated inequality.

3.3.1 Gautrain entrenching further inequality

The government spared no expenses when it carhe ttevelopment of the Gautrain Rapid Rail
Project which connects Tshwane/Pretoria, Johanmgsimd the OR Tambo Airport (Gautrain,

2017). The Gautrain which is South Africa's luxdiagt train, travels at a speed of 160 to 180
kilometers per hour (Gautrain, 2017). It has texighs over the distance of 80 kilometers which

are,

e Hatfield

e Pretoria

e Centurion

e Midrand

e Marlboro

e Sandton

e Rosebank

e Park Station

e Rhodesfield

e OR Tambo
Gauteng has the highest number of cars of per kienin the road in South Africa. This causes
a negative effect to the environment due to theuarhof air pollution that is emitted (Gautrain,
2017a). The Gautrain project was mainly targetedatousers travelling between Johannesburg
and the Tswana region it also targeted airportgrags's in an effort to reduce the usage of private
cars (Gauteng, 2017a). The Gauteng Provincial govent stated that the project brings a lot of
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positives for the country such as; generating esoa@rowth by creating jobs related to the
project; it will ease traffic congestion betweeimdonesburg and Tshwane; it will also stimulate
growth through tourism promotion; and develop aviremmentally friendly mode of transport for

the region (Gautrain 2017a).
Box 1: Gautrain Fares converted into Czech Koruna

To/from OR Tambo Single Train

Sandton R151- ¢R74,39
Marlboro R151- &K274,39
Rhodesfield R151- ¢KR74,39
Rosebank R162- ¢R93,77
Park R162- ¢R93,77
Midrand R162- ¢&KR93,77
Centurion R174- ¢K15,33
Pretoria R174- ¢1815,33
Hatfield R174- &315,33

(Gautrain, 2017c)

Since the beginning of its operation the Gautravealed some problems that were critically
analysed before it became operational. When obsgitvie provincial government’s motives in

implementing this project and the amount of mortet tvas spent reveals some interconnected
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issues regarding the project. Firstly the targetigrfor this project is for the wealthy commuters
rather than the poor. This exclusion is one of#asons why the South African transport is failing
the poor. Instead of focusing on providing pubtansport that will be affordable and accessible

to everyone, funds are pooled in to provide trarsjoo the elite class of citizens.

These concerns were recognized in 2005 by Thenmatgovernment's Portfolio Committee on

transport (2005) when they recommended that thegrehould not be implemented because of
the ticket prices and the up-market location ofrttagority stations (Thomas, 2016). The Gautrain
has further perpetuated inequality between the aicth the poor and has entrenched mobility
related exclusions. Thomas (2016) mentions thaisthes with mobility related exclusion creates

a two-tier system of transport which is based avggaphically distinct areas of the province.

The allocation of resources to keep this projeching is not feasible as there are other unexplored
alternatives that are much more cost effectivel@kficial for the poor people in South Africa.
Other less expensive alternatives include designiats lanes, electric trolleybuses or light rail
system that would affordable and accessible tO/alh der Westhuizen, 2007). These alternatives
have not been debated by the provincial governmaethite fullest extent as there is no evidence to

say that there are such alternatives that have ffleened for future developments.

The problems with the Gautrain project sparked nmaelyates and disapprovals before it even
existed but the project still it continued and flioicing today, why? Van der Westhuizen (2007)
argues that the mega project is a political synivai is associated with the government in power
at the time. It is meant to show how progressedtmtry is becoming and modern enough to be

'up there' in international affairs.

Thomas (2016) mentions that Jane Barrett eludédvthhazima Shilowa who was the Gauteng
Premier had an idea of a smart train and wantediacl project that would have his name on it.
Which is why the Gautrain is often referred totas $hilowa express. This would explain why a
project such as the Gautrain with so many flawsld/be continued without a second thought or
considerations for less expensive alternatives Wwatld be beneficial to the underprivileged

population of the city.

Van der Westhuizen (2007) argues that, Politicahtsglism overrides utilitarian or rational

considerations when it comes to mega-projects. Heidates that the Gautrain needs to be

32



understood as South Africa's entrance to modemityve all other African states (Van der

Westhuizen, 2007). The importance of the countmgslern image shows that the government’s
unwillingness to really plan and implement all-isilve transportation projects further entrenches
inequality. The elite continue to enjoy state peiges while the poor are left destitute in terms of

transportation needs.

3.3.2 Rea Vaya Bus Rapid Transit (BRT)

In order to provide an affordable transport syst®ea Vaya, Bus Rapid Transit (BRT) was
implemented (Allen, 2013). The FIFA World Cup 204®aid to have inspired the South African
government to upgrade the transport system by girmyitransport that will be viable, safe and
reliable (Allen, 2013). The Rea Vaya, which meavsare going’ in Sesotho, is Johannesburg’s
own BRT system. Other countries which have thisfof transport system are; Brazil, Colombia,
Nigeria, India and the United States. In these tteesithe BRT system has been deemed to be

implemented successfully (Kumar et al, 2011).

The BRT was initiated in the Department of Trangpdtublic Transport Strategy Action Plans of
2007 (Thomas, 2016). Unlike the Gautrain the ptogennects the townships and the main city
by providing buses with dedicated bus lanes anibetathat are accessible to individuals. The
Rea Vaya BRT system connects people residing ineBote the core of Johannesburg and does
a much better job in connecting people from histadly segregated areas to their places of work
(Thomas, 2016). It is also much less expensive tharGautrain and the project has been cost-

efficient to meeting the needs of the people.
According to Wright and Hook (2007), some of thencoon advantages of BRT systems are:

e Dedicated bus lanes, mixed traffic lanes, reselaees on freeways.

This provides exclusive right of way to buses alluythem to reach

Greater speeds than conventional buses.

Level boarding, off-boarding fare payment and ipldtdoors for

boarding all allow for ease of passenger flow ohuees

Intelligent Transportation Systems (ITS) are mammonly used in developed countries
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because of its capital cost. ITS provide buses va#i time information and bus signal
priority (Wright and Hook 2007)

Although the BRT system is one of the most prongignojects that is currently running, it also
has its fair share of challenges. One of the n&jalenges has been integrating it with the minibus
taxi industry. Walters (2012) noted that taxi ovenand their drivers were concerned about their
future earnings as some of their taxi vehicles tathe removed from the route. This would

obviously lead to job losses and loss of revenue.

Although there were formal meetings and many nagotis with the Regional Taxi Council
(GJRTC) and The Top Six management positions winggresent 100 taxi Associations in
Johannesburg they were still not satisfied withdéal. This hostile transition causes many delays
in implementing the project in new sections asrtbgotiations are long and challenging and this
leads to fewer overall jobs in the transport se@dgalters, 2012). This lack of integration between
the BRT and the taxi industry causes problemsdanrauters as well. There have been countless
of cases whereby BRT bus drivers and commutershaeatened and intimidated by the taxi

drivers.

Thomas (2016) notes that another concern relatadamer problem with public transport in the
region where there is a lack of overall integraton holistic thinking. The BRT was implemented
after the Gautrain which was a standalone proatners did not consider how to integrate it
with other modes of transport (Thomas, 2016). Tduk of integration with the existing transport
that is available will lead to future planning flawhereby new transport plans will overlap the

current transport situation.
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Figure 2: Rea Vaya fares converted to Czech Koruna

Journey length 2015/16 Fares | Czech Koruna | 2016/16 Fares | Czech
Koruna

0 - 5km R5.80 K¢ 10,54 R6.20 K¢ 11,79
5.1 - 10km R7.60 K¢ 13,82 R8.10 K¢ 14,70
10.1 - 15km R9.50 Ke17,27 R10.10 K¢ 18,33
15.1 - 25km R11.30 K¢20,54 R12.00 K¢ 21,77
25.1 - 35km R12.20 K¢22,17 R12.90 K¢ 23,41
More than 35km R13.30 Ke24,17 R14.10 K¢ 25,59
Penalty fees R13.30 Ke24,17 R14.10 K¢ 25,59
Single trip cards R13.80 Ke24,17 R14.60 K¢ 26,49
Double trip cards R26.50 Kc¢48,16 R29.20 K¢ 52,95

Source: (Rea Vaya, 2017)

3.3.3 Defining Sustainable Transport.

In order to understand the concept of sustainablesport this section will provide definitions

from different authors to cover the multi dimensa@f sustainable transport.

According to Black (1996) Sustainable Transpottassport that meets the current transport and
mobility needs without compromising the abilityfature generations to meet these needs. This
definition is based on the 1987 Brundtland repefinition of sustainable development (Black,
1996). Since the Brundtland Commission was isshedethave been many changes that have
taken place to ensure environmental sustainalilitich touched on different areas of expertise

such as transport which is the main focus of thsearch.

According to Schipper (1996) Sustainable transpottansportation where the beneficiaries pay
their full social costs, including those that woddd paid by future generations. He generally

attributes non-sustainability to the negative endéties generated by transport (Schipper, 1996).

Akinyemi and Zuidgest (2000) define sustainablagport as a transport system that meets the
needs of the people in terms accessibility, mgbamd safety. They reinforce that sustainable
transportation development is a combination of anable development and transportation
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(Akinyemi and Zuidgest 2000). They explain that toacept of sustainable development can be

applied to the idea of a transportation system.

Transport Research Board (2008) states that sablairiransport allows the basic access ad
development needs of individuals, companies aniesoto be met safely and in a manner
consistent with human, ecosystem and health angrdmotes equity within and between
successive generations. Therefore sustainable pwenss affordable, operated fairly and
efficiently, offers a choice of transport mode augbports a competitive economy as a balanced

regional development (Transport Research Board3)200

The Gautrain project aimed at the reduction ofus& to reduce carbon emissions is deemed to be
sustainable by the Gautrain management. There evig@nce or literature that proves that the
Gautrain uses sustainable energy but their welstiéss that the Gautrain will reduce air pollution
CO2 emissions by 70 tons (Gautrain, 2017b). Howexrea grand scheme of things one can argue
that it is not sustainable due to it using elediric Majority of the electricity generated in Shut
Africa comes from coal and it feeds other localusities too. With the ever occurring power
outages in South Africa leaves railway commuteransted and those who can only afford to use
Metrorail are left with no other alternatives. Suiséble transport requires balanced approaches

towards its multiple dimensions of development.

3.3.4 The Importance of Accessibility

Accessibility is a dominant concept to the sustalimaransport argument. According to Munier
(2007) transport access is the crucial objectivprattically all commuting and therefore it is a
key influence for trip generation and distance.cessibility is then a major cause of social
exclusion in studies of the poor in urban areasillam, 2003). Littman (2008) defines access as
a measure of ease whereby destinations can besgtaok Vasconcellos (2001) defines access as
a great measure of flexibility in selecting modetminsportation to specific destinations. The
definitions of access suggest that access has etserokbeing a product, a good and service. In
this case, transport and accessibility are closeérlinked as public transport provides access to

services such as better health care and educ&adrai et al, 2006).
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Accessibility could help with future plans of laddvelopment whereby it will include all groups
of people who are disadvantaged and underprivildiieghg and Nelson, 2013). Planners in
Barcelona have achieved to decrease the use oawdrencourage people to cycle and walk by
creating ample space to do so. This is possibleaities fact that the city has a perfect spatial.gr
This has improved economic activity and people &wehaccess to social and economic
opportunities. According to Geurs and Wee (2004essibility has influence on travel demand as

well as social and economic opportunities.

Accessibility plays an important role in the ecomoatevelopment of cities as it connects people
and businesses. Munier (2007) and VasconcellosljZz&@ue that accessibility is often confused
with mobility, whereby mobility is the ability to ave and it is largely a product of income and
physical health. Transportation planning tendsaédzused on mobility as a measure for building
transport efficiency and planning. In the case@it8 Africa transport and mobility have been the
main focus to overcome the apartheid spatial diffies and that has led to urban sprawl. Herala
(2003) and Vasconcellos (2001) mentions that trddhaito high income, healthy citizens benefit
from this urban spatial arrangement at the expeaisthe underprivileged and disabled by
propagating the use of private cars and encouragmgn sprawl. Therefore making other
alternatives to transport such as walking whiatoisrecognized as a form of transport in literature
it becomes an unrealistic transportation mode bex#@avel distances become longer and travel

conditions are more dangerous and risky.

Many of the poor population are subjected to livimgthe peripheries this could be due to the fact
that majority of cheap and unoccupied land is ledain the outskirts of the city. According to
Rodrigueet al (2006) states that all locations have some levakogssibility, however, there are
some locations that are more accessible than o#imer$ecause of transport these locations will
have higher land values. According to The Departraémransport (2007) land on the peripheries
is abundant and cheap. The South African Recorgirubevelopment Plan of 1994 built millions
of houses for the impoverished populations (Bor®®9), but many of the houses are built on the
peripheries where people have little to no acaepsblic transport. With burgeoning car oriented
city it still manages to cuts off poor people'ditibs to access services and economic opportgnitie

around the city.

Public transport in developing countries is notyamded by the poor but also the middle and high
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income groups. Even though these groups are affbgténe problems of urban sprawl, the impact
is felt differently whereby the poor experience tmest shocks. That is why transportation
planning needs to be informed by these elementsiomexd above in order to achieve integration
between transport and land use planning. The aimao$portation planning should be focused on
the connectivity of urban areas and improvementhefquality of life, rather than to focus on

predictions regarding future congestion levels.

3.3.5 Affordability of Public Transport in South Africa

According to Statistic South Africa (Stats SA) syyvthe poorest households spend most of their
money on transport costs. Studies have shown dugiie spend more than 20% of their disposable
income on public transport wherelse Public trans® considered to be affordable when
commuters spend only 10% of their disposable inc(Bhats SA, 2013).

According to Carruthers, et al (2005:1) “Affordatyil refers to the extent to which the financial
cost of journeys put an individual or householdhe position of having to make sacrifices to
travel or the extent to which they can afford sv&l when they want to. In some cases people are

not able to afford public transport leading themvedk or hitchhike to where they want to go.

Affordability of transport is influenced by manyctars such as inflation rate and increase of fuel
prices. According to Littman (2008: 3) the affordépis often influenced by factors such as daily
household and work responsibilities, special neptigsical and mental disability. People who
live on the peripheries have to travel longer disés in South Africa with an average of 20 km
than in any other country which vary at an avei@diEL km in Europe and 9km in Asian countries
(Harrison et al, 2003). This causes householdsherperiphery who are predominantly poor to

spend most of their earnings on transport whichdir@ady been mentioned above.

Transport affordability is linked to methods besdppted by the government to recover expenses
related to transport to make transport more affolelfor commuters such as the BRT system.
Littman (2008) and Munier (2007) note that governtagecovered costs by tax increases and
subsidizing by reducing fuel costs, transport afédwility may increase but this could be done by

other means of cross subsidizing.
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3.3.6 Public Transport Safety and Security Issues

The study of safety and security has been verydithnin the case of public transport. This study
is very important as safety and security in pubbmsport deals with human life on a large scale.
According to the World Bank (2002) an estimated 1.tillion people were killed in 1999 in road
accidents and 85% of these deaths occurred inal@ngl and transitional economies. South Africa
experiences a lot of traffic accidents especialiyiry the holidays whereby masses of commuters
go visit their families or they are embarking orekgious pilgrimage. In a statement made by The
Minister Of Transport Mr Joe Maswanganyi on theask of road safety figures, people who died
on the road this easter were; passengers at 50%yéal by pedestrians at 24.5%; drivers at 19.8%
and cyclists at 5.7% (Arrive Alive, 2017 ).

The high numbers of the death of pedestrians anlisty/is caused by the aggressive approach
that drivers have (OASC, 2016). In South Africavdrs do not yield for pedestrians at the crossing
unless they are crossing at the traffic lights. diseegard of pedestrians has resulted to pedestria

crossing wherever they want which causes traffetc @ngestion in the inner cities.

To reiterate, traffic and congestion can cause ssmrieus health issues which could possibly lead
to death. According to Whitelegg and Haq (2003satmated 1.5 billion people are exposed to
air pollution levels which exceeds WHO recommenetle that cause 400 000 deaths each year
globally. Transport noise pollution affects peofsten both developing and developed countries.
According to Whitelegg and Haqg (2003) cities in eleping countries experience approximately
75 to 80 decibels of noise pollution which is abtive WHO required minimum of 55 decibels.
About 20% of Europeans are exposed to high noidletpm (UITP, 2003:3) reinforcing that
transport noise pollution is not a developing copproblem. These issues could lead to hearing

loss, high blood pressure, psychological problents@emature death.

Security in public transport is becoming one of thallenges that policy needs to tackle. In the
South African Crime and Safety Report tourists arpgats are warned to avoid public transport
at all costs as it is risky and dangerous (OASQ,620People who use public transport are in
danger of robbery with a deadly weapon, theft, sexlal assault. With an increasing number of
women reporting crime when using public transpsafe public transport becomes imperative to

stop the accessibility limits for women using paltiansport. Safety and security measures should
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be at the forefront in public transportation plargnas it evaluates the likelihood that passengers
will be involved in an accident, be it vehicularadherwise or become a victim of a crime (Joewono
and Kubota, 2005).

3.3.7 Protests in South Africa

There is not much literature on transport and gisten South Africa. This part of the study will
look at the notion of protests and linking it wighblic transport issues in South Africa that affect
commuters. According to South African InstituteRdice Relations (2013), approximately 200
striking South Africans were killed, 313 injureddaover 3058 arrested during the period of 1999
to 2012. South Africa is notoriously known as théasg nation due to the intensity of the strikes
and how it affects the economy (Murwirapachena%ibdnda, 2014). Strike actions have negative
impacts on the economy such as; loss in productast;contacts; loss in investment; loss of
employment and socio-political effects (Murwirapach and Sibanda, 2014)

There are no adequate statistics on public trahsfrikes in South Africa but there are countless
news headlines that detail the effects of the gtet&urwirapachena and Sibanda (2014), mention
that protests in South Africa result from workeat being happy with their wages. According to
Shuma (2017), article in (SABC News) The recent $tukes has caused major losses for small
business and they have affected the commuters inelyats they have to seek alternative

transport.

The poor who rely on buses are affected by thkestieven more as they have no other alternatives
which results to wage losses. The loss of busisesmse wages due to strikes has lost the country
millions of rands as well as potential investorauiirapachena and Sibanda (2014). Judging by
the notion of South Africa being known as a strikimation shows that protesting is a lose-lose

situation where nobody wins.

Violent protests are common in South Africa and/thave negative impacts (economically and
socially) whereby protesters damage property andaggressively to bystanders. Commuters
dependent on public transport are forced to fifteoalternatives or stay home where it is safe.

This results to money loss for those who work ire timformal sector and job losses
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(Murwirapachena and Sibanda, 2014). The failedynattgon between the Rea Vaya Management
and the Minibus Taxi Industry has resulted too manyibus taxi strikes. The minibus taxi driver
have fears that they will lose their jobs and danlsome. This resistance from the minibus Taxi

Association could hinder the plans to extend tstesy all over the country.

3.3.8 Overall Public Transport Challenges

Developed and Developing countries experience problwith public transport and they are
dealing with the challenges accordingly by develgpsustainable transport systems that will
address these problems. There are common featutesnsport related problems in developing
countries. Developed and developing countries maa@r differences when it comes to social,
environmental and economic problems which impdstsdeveloping countries at a much higher
rate as they face difficulties due to the lack wmfafce, resources and infrastructure. This

exacerbates the transportation problem in devetppauntries.

According to Barrett (1991) Developing countriesédn$o contend with the increasing population
growth, lack of financial resources, urbanizatipayerty and lack of infrastructure. The growing

number of people commuting to the city is causingmber of problems such as traffic congestion
and accidents which makes cities inaccessible mmynpeople (Mpofu, 2008). This especially

affects people with low income who are dependenbad public transport who would be unable
to reach their place of employment. Other factbed tontribute to accidents are unroadworthy
vehicles, congestion and inadequately maintainads.0According to Chakwizira et al (2011), the
increasing number of road fatalities is caused fylanned and poorly maintained roads. In the
case of Johannesburg city, road accidents are @dyseckless driving, drinking and driving and

un-roadworthy vehicles.

Public transport in developing countries have comioaracteristics that affect the low-income
earners. Such as the variety of public transpattititiudes, cars, buses, taxis etc present prablem
regarding to safety and efficiency (Barrett, 199Mhe lack of proper designated lanes result to
traffic congestion and accidents. Inefficiency fesin commuters having to wait a long time for
transport, which is time consuming (Button, 1993)mmuters in Johannesburg relying on BRT

have often complained about having to wait for Bdor the buses at off-peak times and during
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peak time the buses quickly get full and it takesrk for the next one to come.

These problems have also led people to buying thveirpersonal vehicles because it allows them
to move freely. However, the increasing numbereadfieles on the road cause more traffic related
challenges but people would rather have their oalmacle then using public transport (Banister,
2007). The growing numbers of people and their dépece on private vehicles as well as the
high costs of commuting are all compounded by antegrated public transportation system
which is unable to meet the needs of the peopldtéfga 2008). The public transport system in
South Africa which comprises of minibus taxis, usad trains is not well integrated. Thomas
(2016), recognizes that the BRT which came afterGlautrain are not well coordinated as they
use completely different ticketing systems as asldifferent management. Shaw (2006) argues
that the different modes of transport should bedioated to support each other. However, South
Africa has a problem with such integration due éonmuters not changing modes of transport
when going to work NHTS Gauteng (2014).

Another concern that is not properly researchethés stigma that comes with using public
transport. Public transport is stigmatized as dmding suitable for the poor. In the case of South
Africa old buses and Metrorail trains are stigmadizvhile minibus taxis and the new BRT and
Gautrain are not. The stigmatized modes of traisqmrld influence decision-makers to ignore
them when they are more important to the majoritthe population (Barter, 1998). Although
there is not much research that is done that labgsiblic transport and stigmatization it would be

important to consider it in terms of transport pypli

With new technology being available the youngeregation prefer to use metered taxis more
preferably the new Uber system that is cheaper thametered taxi. Uber has caused a lot of
controversies across the world and has generaitgdo& competition and dislike from other cab
drivers. However it has gained popularity amongybeng generation due to its efficiency and
fair prices. Uber is a new mode of privatized tpargation that could potentially cause a decline
in the use of public transport and the modes thatihcome groups are accustomed to could be
ignored. The Gauteng Department of Roads and Teoankps taken an official decision to license
Uber driver partners as public transport operaifmews, 2016). This brings up the question if
this will become a transport challenge in the re&ure. According to Brebbia (2014), urban

transport systems require considerable studiesrderoto devise and then safegaurd their
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operational use, maintainence and operationalysafet

3.4 Summary

This chapter presented the literature as well asthieoretical framework on urban transport
systems. From the studies presented in the literaaview, it is evident that the public transport
system needs major improvements. Even with the genee of the BRT and Gautrain there are
still some concerns if these systems are benefiorathe public. There is resistance from the
minibus taxi industry to accept the BRT system Whias been hostile and violent. Thus leading
to the failed attempt to integrate the minibus fadustry with the BRT. The chapter also looks
the definitions of sustainable transport and teeneints related to where there is a clear connection
between accessibility and affordability as welsafety and security. The next chapter will present

the case study of Johannesburg.
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Chapter 4. Case Study of Johannesburg

4.1 Introduction

This chapter will present the three themes tha¢ een highlighted in the previous chapter which
will now be presented in the case of Johannes@umg. section will begin with a description of

Johannesburg followed by a presentation of ovénadisport indicators.

4.2 Background and Context

The city of Johannesburg Local Municipality is ltedh in the Gauteng Province (see map in
appendix A). As of 2011 South Africa's ranking lypplation size, the city of Johannesburg is
number 1 with 4,434,827 people living in the ciftdts SA, 2011). The city has a diverse
population of which 76.4% are black African, 12.8% white people, 5.6% are coloured people,
and 4.9% are Indian/Asian (Stats SA, 2011).

Appendix D represents the graphs depicting agesardtructure of the city's population in 2011.
The image shows that Johannesburg has a largeompodi its population aged 25-29,
demonstrating a young adult population. This canie&red as a disadvantage in a country such
as South Africa due to high unemployment rates@alhefor the youth (see Appendix C). Recent
studies have shown that Johannesburg populatgnovgng at about 2% a year. This increase will

lead to heightened urban problems related to t;gibllution and overpopulation (Stats SA, 2011).

Johannesburg is considered the economic hub ofhSafniica which makes it appealing for
national and international job seekers. It's recsgh economic sectors include: Finance and
business services, community services, manufagtutrade and small portion of agricultural
activity (Stats SA, 2011). Inequality in the citiyJmhannesburg is at its most visible whereby there

is extreme wealth and dire poverty living side lmesn many areas.

The legacy of the past is apparent when lookin§aatdton which is a suburb north of the city
centre of Johannesburg and its neighbour Alexatmdvaship. The inequality still persists but has
shifted from racism to classism as there is a gngwmumber of a black middle class. It is important
to examine how the city was shaped in order to lde & identify and consider the poor
communities that are also living outside of thg c#ntre. These communities are important to the

discussion of public transport as they are predantlg excluded when it comes to the
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development of sustainable transport.

The literature review discusses the political higtof South Africa and how the apartheid city
came about. It is evident that the transport sys¢amadequate due to the country's apartheid laws
that segregated and fragmented the city. Fourageké&ley and Garrdner (2003) mention that an
inefficient public transportation system has a iegaeffect on the functioning of the centre which
puts it at economic risk. Alternatively, an effiotgoublic transportation could assist in meeting
the needs and standards required by commuterstdhe same time support urban development

policies and programmes (Fourace et al, 2003).

According to the National Household Travel Surv2@14) mini-bus taxis are the most used mode
of transport in the country (see Table 4). Abo@t million households of the 14.2 million cited
taxis as their main mode of transport and passsrajears at 1.6 million (NHTS Gauteng, 2014).
Commuters choose to use this mode of transportisedais easily accessible, fast and convenient
to use than any other transport that is availaValiers, 2012). However, mini-bus taxis are
considered to be the most dangerous mode of trangpase. According to the South African
public opinion poll commuters found taxis to be afiesand unreliable (Heyns and Luke, 2016).
There are no time schedules which results peophaibfor long periods of time which leads the

frequently used public transport to be inefficient.

The introduction of the Rea Vaya BRT has been mi#t mixed reactions from the different
stakeholders whereby some people welcomed thegbrajeile the taxi industry opposed the
system. As already mentioned in this paper thelicbivetween the mini-bus taxi industry and the
BRT negatively impacts the lives of commuters. firi-bus taxi protests are often violent and
they deter people from using public transport mgldities inaccessible for those who rely on

public transport.

Overall, the issues mentioned above are importamsiderations for the public transport within
Johannesburg. Transportation plays a crucial roleconnecting people to employment
opportunities and to public services. There is @gent need for a better public transport system
that will allow the poor to access to explore poblysbetter income and employment opportunities.
There is a need for National, Provincial and treal@overnment to work hand in hand to adhere

to the policy objectives that have been set upénWhite Paper on the National Transport Policy
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which will be briefly discussed below.

4.2.1 Transport Policy

The 1996 White paper on the National Transportdya$i one of the post-apartheid transport
policy documents that exist in the country whichmad at ensuring South African
Transportation systems is adequate to meet basiessibility needs such as to work,
healthcare, schools, shops in developing ruralusbdn areas (Heyns and Luke, 2016, NHTS
Gauteng, 2014), Bickford, 2013). The StatisticstB@frica Technical Report (2015: 1) listed
some of the strategic objectives as follows:

"Affordable public transport, with commuters spergliess than about 10 per cent

of disposable income on transport;

e Passenger transport services that address uses, megdding those of commuters,
pensioners, the aged, scholars, the disabledstsuand long distance passengers;

e Improve accessibility and mobility, limiting watky distances to less than about

one kilometre in urban areas;

Provide an appropriate and affordable standardacdessibility to work,
commercial and social services in rural areas;

e Promote safe and secure, reliable and sustaipalsEenger transport.”
The goals of the policy were recognised to broagktiaunrealistic and expensive. The National
Development Plan 2030 which has similar transpdijeaives and the National Transport
Masterplan which seeks to address specific trahsgsures is viewed to be unachievable in the
long run due to limited government financial resmsr (Heyns and Luke, 2016).

4.3 Transportation in Johannesburg

Transportation in Johannesburg has come a longneayusing animal-drawn carts to the use of
private cars. The development of transport plageuaial role in improving people's livelihoods
and it contributes to the reduction of poverty lynoving barriers of economic, social and
environmental isolation (Sohail, 2005). The histofyransport in Johannesburg shows that it had

a tremendous impact in shaping the city and thesgrart in the city. Transport such as buses, taxis

46



and trains are the most used modes of transpahircity of Johannesburg but they have been
many challenges with these forms of transport whlwdllenge the government in terms of policy

implementation and the passengers in terms ofddfwolity, sustainability, safety and security.

This section will provide a look at the existing@rcal transport situation for Johannesburg. It
includes information vehicle ownership, mode usaggessibility, affordability, safety and
security. Overall it demonstrates that commutelgs m®re on minibus taxis more than any other

public transport that is available.

4.3.1 Private car ownership

As already mentioned in the literature Gautengthasighest number of private owned vehicles
in the whole of South Africa, making the Johanneglibe most car populated city. There is no
statistical data on the number of private car owimedohannesburg, but the NHTS Gauteng (2014)

survey provides a glimpse of the number of licemslders.

Table 1. : Number of persons aged 18 years and oldeith a driver's' licence (light motor

and heavy motor vehicle) by population group and ditrict municipality.

District municipality
r cent within municipali
Population Statistics (pe Pa dgi)ty of City of
group Number (‘000) | Sedibeng | West Rand | Ekurhuleni Johannesburg ‘ Tshwane | Gauteng
Black Afiican |- umber 105 96 448 656 424 1729
Per cent 50,5 | 44,7 51,3 494 | 46,2 48,8
Coloured Number 1 2 16 69 21 109
Per cent 0,5 0,9 1,8 52 23 3,1
Indian/Asian |- umber 4 9 47 115 39 214
Per cent 1,9 4,2 54 8,7 43 6,0
White Number 98 107 362 487 433 1487
Per cent 471 498 415 36,7 47,2 42,0
Total Number 208 215 873 1327 917 3 540
Per cent 100,0 100,0 100,0 100,0 100,0 100,0

*Unweighted numbers of 3 and below are too small to provide reliable estimates.

Source: (NHTS Gauteng, 2014)
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Information on the number of licensed drivers witdbhannesburg can be seen in table 1. The
legal age where drivers can obtain a license igel8s and older. The above table shows that
there are 1,327,000 people who have a driver'aseeThis number is expected to increase over
the years (NHTS Gauteng, 2014). With a populatioyoong adults who are most likely to want

or buy a car there will definitely be an increas¢hie number of cars on the road. In an attempt to
decrease car use in Johannesburg, car pricesaeased and drivers are obligated to pay etoll

taxes each time they renew their license (Heynd.akd, 2016).

4.3.2 Travel Patterns in Johannesburg

According to the findings from the NHTS study 0012 and the Mobility Report of (2014), the

survey identified some overall travel patterns almahnesburg. Of the 12,6 million people that
resided in Gauteng, 10,7 million people indicatedt tthey took trips seven days prior to the
interview. Most of those people resided in the otyJohannesburg with a number of 39.4% of

people who undertook those trips, which can be setable 2.

Table 2. Persons who undertook trips in the seven ags preceding the survey

Undertook trip Population
District municipality Number ('000) Percentage of GP | Number ('000) Percentage of GP
Sedibeng 795 74 894 7.1
West Rand 725 6,8 857 6,8
Ekurhuleni 2 464 231 3154 25,0
City of Johannesburg 4 206 394 4741 37,5
City of Tshwane 2 492 233 2983 236
Gauteng 10 682 100,0 12628 100,0

Percentage calculated within the district municipality.
Totals exclude unspecified cases of trips.

Source: (NHTS Gauteng, 2014)

Other travel patterns include day trips and ovérhigps. According to the findings of NHTS
Gauteng (2014) survey, 5,9 million persons agegelss and older in Gauteng had undertook day
trips in Gauteng. Johannesburg had the highestopiop whereby 45.4% undertook day trips.

The reasons for these trips were either peopleisitthng home, shopping for business or personal
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purposes and visiting friends or family.

Table 3. Persons who undertook overnight trips by min mode of travel and district

municipality
Statls;:: . District municipality
(numbers (per cent within district municipality)
in Cityof | City of
Main mode thousands) | Sedibeng | WestRand | Ekurhuleni | Johannesburg | Tshwane | Gauteng
. Number 8 8 26 64 22 127
Train
Per cent 2,8 2,9 33 3,6 2,5 3,2
g Number 12 30 95 248 90 476
S | Bus
g Per cent 45 10,4 12,4 13,8 10,4 1,9
2 . Number 116 128 326 602 276 1447
S | Taxi
- Per cent 43,0 43,6 42,4 33,5 31,8 36,2
Car/bakkie/ Number 50 39 143 352 211 795
o | fuokdnver | per cont 18,4 13,4 18,6 19,6 24,4 19,9
o 9 i
g8 f:j;’;akk'e’ Number 70 69 152 392 232 915
a £ passenger Per cent 257 236 19,8 21,8 26,8 229
. Number 11 10 25 107 26 179
Aircraft
Per cent 4,2 33 3,2 6,0 3,0 4,5
3 5 w 23 6 38
Walking all the way fger
Per cent 1,2 1,7 * 13 0,7 0,9
* 3 * 7 4 16
Other Number
Per cent * 1.1 * 04 0,5 0,4
Total Number 270 293 768 1796 867 3995
ota
— 100,0 100,0 100,0 100,0 100,0 100,0

*Unweighted numbers of 3 and below are too small to provide reliable estimates.
Percentages calculated within municipalities.

Source: (NHTS Gauteng, 2014)

There are 4 million people who travel overnight @ngas found that 44.9% came from the city
of Johannesburg. Table 3 illustrates that more lpaaged taxis as their mode of transport to their

destinations but people preferred to use their@aes public transport in the city of Johannesburg.

4.3.3 Modes of Transport

According to the findings from NHTS Gauteng stu@®X4) and the Mobility Report survey
(2014), taxis were the most used mode of publicspart, followed by buses and trains being the

least used mode of transport. This indicates tbatnouters relied on taxis more than any other
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public transport that is available. According te tBouth African Opinion poll study commuters
used taxis because they are a convenient modensitort (Heyns and Luke, 2016). The remainder

of the findings are presented in Table 4.

Table 4: Main modes of travel usually used by hoeholds, by district municipality

District municipality
per cent within municipalty)
City of City of

Mode of travel Sedibeng | WestRand | Ekurhuleni | Johannesburg | Tshwane | Gauteng |
Train 4,7 3,0 11,2 8,0 8,0 8,2
Bus 4,7 44 29 7,2 9,5 6,3
Taxi 34,8 39,9 41,2 39,2 33,9 38,2
Car/bakkie/truck driver 17,4 15,2 18,0 18,4 22,4 18,9
Car/bakkie/truck

passenger 12,7 10,5 10,6 8,1 11,1 9,9
Walk all the way 217 24,4 13,9 15,7 12,8 15,7
Other 4,1 2,6 2,2 3,4 2,3 2,9
Total 100,0 100,0 100,0 100,0 100,0 100,0

Other includes: bicycle, scooter/motorcycle, animal-drawn transport etc.

Source: (NHTS Gauteng, 2014)

4.3.4 Overview of Public Transport in Johannesburg.

When the African National Congress (ANC) came poaver in 1994 they aimed at undoing the
legacy of Apartheid by putting forward some polcend strategies that would improve public
transport (Walters, 2014). Transport that was atbéel to the people post 1994 were buses, taxis
and trains, but the main mode of transport usethbyoor were taxis which was the only mode
of transport established for the poor black comiesithat lived outside the city who did not have
access to the buses and trains that were avai(@agett, 2003). Johannesburg has since

established a viable transport system for the puwighich includes the following;
Minibus Taxis

Available since the apartheid era, this informatenof transport is the most used transport system
in South Africa mostly by the middle class andltve income households (NHTS Gauteng, 2014).
It is the cheapest form of transport that peoplg oa a daily basis to be transported to their
workplace and back to their homes. It even reatiegoorest areas in the cities that no other
public transport goes to (South Africa, 2016). Walihe Western- European countries the minibus
taxis requires a knowledge base of hand signadsojo the taxi and where to find the location of

taxis going to the destination you prefer (see AypeB). The name of the stop you intend to stop
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at should be announced loudly to the driver beffaned.
Metered Taxis

Metered taxis in Johannesburg are called beforehamicke in Western countries the taxi do not
roam the streets, but they could be found parketksignated areas which are located in places

such as the airport and near the train and busssaSouth Africa, 2016).
Metro Railway Systems

Trains are the cheapest mode of transport availahlehannesburg, its connection runs through
all the way to Pretoria, Soweto and other sateitivens. The Metrorail is one of the oldest modes
of transport which was developed during the timepértheid transporting miners to the gold

mines since then the railway line did not transcemthe Northern part of the city where the

wealthy resided and continue to reside and eveaytdte city has continued to develop

Northwards in the cities such as Sandton, RosebadkMidrand where there is no railway line

(South Africa, 2016).

Bus Services

There are two major bus services used in Johanrges¥hich are the Metro Bus and the newly
developed Bus Rapid Transit (BRT). The Metro Busvisied by the city of Johannesburg, and it
is the second largest municipal bus operator inttSédrica and its main focus is to provide

transport for major event purposes (South AfricH, &)
Gautrain

The Gautrain is South Africa's first high speedengdound train that links Johannesburg, from
Park Station with main business districts of themd also has stops in Sandton and Rosebank,
and travels all the way to Pretoria, OR Tambo ld@onal Airport and various residential areas
in-between (Thomas, 2013). Although there has lmmaah initiative from the government to
provide sustainable public transport such as thetr@ia and Rea Vaya BRT there are still some

issues regarding affordability, accessibility aatesy for the poor which will be mentioned below.
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4.3.5 Public transportation advantages and disadvdages

It has been established that a viable transporésysonsists of effective and affordable modes of
transport as well as adequate infrastructure (@ersP005). In some developing countries there
are issues of poor infrastructure which hindersiéwelopment of a safe and sustainable transport

system which could lead to a growing number ofrimfal modes of transport.

Johannesburg with a large population of people wtemand there be a sustainable mass transit.
The impacts of a viable public transport system loarseen in developed countries such as the
United States (US) which has the largest transihénworld varying from buses, subways, light
rail, commuter rail, monorail, passenger ferry bBpablleys and tramways (Gershon, 2005). These
modes of transport make the cities more liveableeims of limiting urban sprawl, automobile
congestion, energy use associated environmentadsems and decreases health problems

associated with automobile congestion (Gershon5200

The introduction of BRT in an effort to provide iefent and affordable transport has benefited the
commuters in more ways than one. It is cost effiigisaves time and most likely to be eco-friendly.
For those depending on mass transit for work rélagasons have the means to get to their
workplace. In the US mass transit accessibility affidrdability assists people to stay employed
due to having cheaper transport to get to work iardecreases the reliance on automobiles
(Gershon, 2005).

Although public transport has been deemed to bieieft, environmentally friendly and cost
efficient in Johannesburg, it still has its flawsat can be counted as disadvantages such as
discomfort, overcrowding, waiting time, costs amedkdowns. Commuters using the BRT system
have complained of crowding in the buses espeaialiing peak times during the morning when
people are going to work and in the afternoons whegy have to get home. In some cases they
miss the bus they have desired to catch and hawaitdours before another one arrives.

The cost of transport for commuters in developiogntries is a major burden and it often takes a
considerable amount of a household budget. In Safiiba the poor spend twice more on public
transport than in any other developing countriestary rely more on minibus taxis than the BRT

system but that is due to other factors and sanatthat influence people's choice for commuting.

The mini-bus taxi industry is informal and it istnodosely monitored by the government.
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According to Pojani & Stead (2015) pricing mechargsare more effective than regulatory
approaches because they offer car users more sho#ised revenues and they can be adjusted
according to different conditions. The absencesglitations perpetuates the chaotic nature of how
mini-bus taxis operate, with unregulated faresalveers can increase prices whenever they want
which becomes problematic for the frequent users wdin barely afford the services. The
reduction in the quality of the local environmestanother disadvantage to the use of public
transport. Commuters living in low income settlemseare affected by noise and air pollution
which can result to a cause of long term illnesg#isin the local area. In Johannesburg mini-bus
taxis and buses have designated station areatdmat is a problem with some taxis operating

illegally causing overcrowding and poor hygieneditans.

Another disadvantage of the use of public transpiatthe mass traffic accidents. The increasing
number of vehicles leads to more numbers of faalibnd injuries on the road networks.
According to the South African Institute of Racdd&iens report released in 2012 stated that the
minibus taxi death rate was 27 deaths pe@d® vehicles and three times higher than the nine
deaths per 1000 for motor cars (Oxford, 2013). Many of thefiafccidents that occur are caused
by reckless driving, driving under the influencelgoor road conditions. Taxi drivers are known
for their violent attitude and lawlessness on thadrwhich puts commuters at high risk. The
indicators of commuters dissatisfaction will be ti@med later on this chapter.

4.4 Accessibility of public transport

As already mentioned above there are some placdshiannesburg that have difficulties with

accessing public transportation and that is dubealistance between the transport services and
their home. Data shows that some people walk ldstgraces to reach transport services. The table
below shows that there are disparities in termgasfsport access where some people can easily

access it and for some people it is not so easy.
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4.4.1 Accessibility by public mode of transportatio

Table 5: Time taken to walk to the nearest taxi rak/route stations by those who used taxis

during the calendar month preceding the survey

Time category
(per cent within district municipality)

District municipality 1-15min | 16-30 min >30 min Total
Sedibeng 81,8 14,4 3,8 100,0
West Rand 75,1 21,2 3,6 100,0
Ekurhuleni 74,1 21,5 44 100,0
City of Johannesburg 81,8 15,4 2,8 100,0
City of Tshwane 82,0 15,1 3,0 100,0
Gauteng 79,5 17,2 3,4 100,0
Geographic location

Metropolitan 79,4 17,3 3,3 100,0
Uktsens 79,1 17,8 3,1 100,0
Rural 83,8 9,1 51 100,0

*Unweighted numbers of 3 and below per cell are too small to provide reliable estimates.
Total excludes unspecified time category.

Source: (NHTS Gauteng, 2014)
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Table 6: Time taken to walk to the nearest bus stdptation by those who used buses during

the calendar month preceding the survey

Time category
(per cent within district municipality)

District municipality 1-15 min | 16-30 min >30 min Total
Sedibeng 79,3 20,0 0,7 100,0
West Rand 90,8 * 9,2 100,0
Ekurhuleni 70,4 22,6 7,0 100,0
City of Johannesburg 82,8 15,1 2,1 100,0
City of Tshwane 84,4 13,1 2,5 100,0
Gauteng 82,5 15,0 2,6 100,0
Geographic location

Metro 82,6 14,9 2,5 100,0
Urban 80,7 17,5 1,8 100,0
Rural 82,6 11,5 59 100,0

*Unweighted numbers of 3 and below are too small to provide reliable estimates.
Total excludes unspecified time cateaorv.

Source: (NHTS Gauteng, 2014)

Table 5 shows that approximately 80% of the housishoho use minibus taxis walked for 1 up
to 15 minutes to get to the nearest taxi rank mgoEphic location. This shows that majority of
the time commuters are able to access taxis wigprololem. However, urban areas have the least
transport access which results to more time begpegtswalking to the nearest taxi station which

is the same case with buses (Table 6)
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Table 7: Reasons for not having used trains duringhe past month by district municipality

District municipality
(per cent within district municipality, all reasons combined)
City of City of
Reason Sedibeng West Rand Ekurhuleni Johannesburg Tshwane Gauteng
| Not available 19,9 31,2 18,9 26,4 16,1 22,1

Prefer bus 1,0 0,1 0,7 1,0 1,4 1,0
Prefer taxi 13,0 15,6 12,2 10,9 10,4 11,6
Prefer private transport 15,3 13,5 15,6 14,5 16,7 15,3
Can walk 6,0 4,0 55 4.0 3.6 44
Don't travel much 52 8,4 6,5 4,7 6,5 59
Reasons relating to

service attributes 38,8 26,4 40,1 36,7 44,5 38,7
Other 0,8 0,7 0,5 1,8 0,7 1,1
Total 100,0 100,0 100,0 100,0 100,0 \ 100,0

Total excludes unspecified time category.

Source: (NHTS Gauteng, 2014)

According to NHTS Gauteng (2014) 38.5% of househaidJohannesburg walked about 16-30
minutes which shows that trains are inaccessiblmdst of the commuters. Table 7 shows that
about 26.4% of the households in Johannesburgatetichey never used trains due to their non-

availability.

4.6 Affordability of public transport

Affordable public transport is undeniably the mepséssing issue in South Africa. Transport
policies post- 1994 echo the same sentiments. @trialnsport improvements will contribute to
narrowing spatial divisions by providing peoplewfiaster, safer and more affordable transport to
travel to work. Although transport has been imprbwath the roll out of Rea Vaya buses and the

new Gautrain rail transit, some people are unabbetess this form of transport.

As already mentioned in chapter 3, transport cwsSouth Africa are affected by fuel prices.
Which means transport costs will continue to inseeas the years go. According to the 1996 White
Paper on Transport Policy, the benchmark of 10%disposable income is set to measure
affordability of public transport (Stats SA, 2015).
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Table 8. Percentage of monthly household income peapita spent on public transport to

educational institutions

Taxi 56.6
Bus

Train 45.7

&
N

0.0 20.0 40.0 60.0 80.0 100.0

Percentage
M Less than 10% ™ Between 10% and 20 % More than 20%

Source Stats SA (2015), NHTS Gauteng (2014)

According to the Statistics South Africa TechniBaport (2015) of 5.3 million households who

used public transport and provided information logirtincome and travel cost information, 2.2

million households spent less of their monthly redhwdd income per capita on public transport.
An equal number was observed for both householasspknt more than 20% and between 10%
and 20% with a number of 1.5 million householdsa(SEA, 2015).

Statistics South Africa Technical Report (2015pditsind that households from the lowest income
quintile spent a higher proportion of their income public transport as already mentioned in
above in section 4.2. It has been revealed thatbers were most likely to spend more than 20%
of their monthly household income per capita (58,7fbllowed by taxis (56.6%) and trains
(45.7%). Furthermore the results showed that tusiers spent less than 10% of their monthly
household income per capita (34,0%), buses (23a2#b)axi users (20.6%), see table 4.
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4.7 Safety and security of public transport

Image 1: Unroadworthy Taxi

Source: (Magome and Sapa, 2011. Image by Etienne Creux)

According to Arrive Alive statistics (2017), minibuaxis cause the most fatalities on the roads
than light motor vehicles in South Africa. There &01,000 registered minibus taxis that are
legally registered, 117,000 of them are registare@auteng (Arrive Alive, 2017). The taxi
recapitalization program has failed to keep un-vaathy and unlicensed minibus taxis off the
roads which contributes to the dangers of roaddaots example is shown in image 1. The table
below shows the number of fatalities involving rbus taxis.
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Table 9: Summary of Fatal Crashes Involving Taxis dnuary 2015 to April 2016

Year Fatal Crashes Fatalities
2013 202 291

2014 199 239

2015 191 84

Jan - Apr 2016 56 84

Total 648 857

Source: (Arrive Alive, 2017)

These statistics are complementary to the NHTS égutsurvey (2014) commuter’'s
dissatisfaction levels with the minibus taxi. WHerehouseholds displayed high levels of
dissatisfaction with crowding, lack of safety fraocidents, un-roadworthy minibus taxis. Table
10 below displays the findings.
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Table 10: Dissatisfaction levels with minibus taxiservices by district municipality

District municipality

(per cent of minibus taxi users who are dissatisfied across district municipality)
Attributes of the minibus taxi City of City of
services Sedibeng | WestRand | Ekurhuleni | Johannesburg | Tshwane | Gauteng
The distance between the taxi rank/
route and your home 6,5 12,4 29,8 31,7 19,5 100,0
The travel time by taxi 54 13,2 31,6 30,4 19,3 100,0
Security on the walk to/from the taxi
rank 46 10,9 30,2 35,1 19,2 100,0
Security at the taxi ranks 48 10,3 29,6 34,8 20,5 100,0
Security on the taxis 42 9,9 30,1 35,6 20,2 100,0
The level of crowding in the taxis 3.9 8.0 24 433 184 1000
Safety from accidents 49 6,7 27,8 39,0 21,6 100,0
e it a7 82 334 37.6 16,1 1000
e Y AR 56 1,9 292 36,1 172 1000
The waiting time for taxis 58 12,0 29,4 34,6 18,1 100,0
The taxi fares 4.9 8,4 28,4 36,3 22,0 100,0
The facilities at the taxi ranks, e.g.
tollets, offices 6,8 8,0 27,4 37,5 20,4 100,0
Roadworthiness of taxis 55 7,0 27,0 38,5 22,0 100,0
b skt g 48 9,0 250 354 258 | 100,
Th i servise overal 34 8,6 29,5 36,7 218 100,0

District municipality

(per cent of minibus taxi users who are dissatisfied within district municipal
Attributes of the minibus taxi City of City of
services Sedibeng | WestRand | Ekurhuleni | Johannesburg | Tshwane | Gauteng |
The di twee i rank/
e b e 21,0 39,8 26,3 189 20,4 22,8
The fravel time by taxi 13,0 312 20,9 13,5 15,1 17,0
Security on the walk to/from the taxi
rank ’ 25,2 61,9 457 35,3 35,3 39,1
Security at the taxi ranks 271 60,8 46,3 358 38,8 40,3
Security on the taxis 224 54,4 43,9 338 35,2 37,3
The level of crowding in the taxis 21,2 42,3 39,1 427 31.9 37,8
Safety from accidents 36,2 50,2 56,3 53,2 51,6 52,2
The frequency of taxis during peak
o .. 16,8 29,1 333 25,1 19,0 25,6
T 23,1 482 33,1 27,4 228 29,0
The waiting time for taxis 276 56,0 38,2 30,0 21,7 33,3
The taxi fares 37,9 64,6 60,4 51,7 55,3 54,7
The faciliti t the taxi ranks, e.g.
e, . 553 668 61,7 55,5 56,7 58,1
Roadworthiness of taxis 40,8 53,6 54,7 52,8 52,9 52,5
Behaviour of the taxi drivers
towards passengers 31,8 612 657 58,6 59,8 58,4
The taxi service overall 21,2 52,8 49,7 41,6 43,5 43,5

Respondents could select more than one attribute.

Source: (NHTS Gauteng, 2014)
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Arrive Alive statistics (2017), show that almosé ttame number of pedestrians are killed as the
vehicle occupants whereby 85% of pedestrians deslkn taxi related crashes in urban areas and
43% of fatal non-pedestrian (Cyclists) crashes medun urban areas and 25% on freeways. This
shows that there is an urgent need for the govamhmeeintervene on the current state of the
minibus taxi industry to ensure the safety of cortersi who are reliant on this mode of
transportation. Commuters using buses felt saf@naore comfortable using buses than those who

use taxis and trains.

Table 11: Condition of transport areas

" Excellent
Condition of transport areas  Rating 90-100
Bus Rapid Transit 62.0
Bus services 58.1
Minibus taxis 553
Condition of roads 522
Passenger rail services 493
Road congestion 48.5

Source: (Heyns and Luke, 2016)

Metrorail services transport approximately 2 millipassengers daily in South Africa (Metrorail,
2007). The dwindling passenger rail sector has hewble to keep up with the numbers of
commuters which results to the issue of overcrogadmthe trains. This is evident by looking at
the table below which indicates the high numbédrafseholds that were dissatisfied with the level

of crowding in the train

)]
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Table 12: Dissatisfaction with train services by ditrict municipality

District municipality
(per cent within municipality)
City of City of
Attributes of the train service Sedibeng West Rand | Ekurhuleni | Johannesburg Tshwane | Gauteng
The distance between the train
station and your home 65.8 68.8 59,1 48.0 60,4 56,1
The travel time by train 49,5 67,1 55,4 56,9 65,4 58,3
Security on the walk to/from the
station 442 39,4 62,3 479 54,9 53,3
Security at stations 17.4 17,6 36,0 296 316 30,8
Security on the train 26,1 31,0 54,6 46,5 42,0 46,3
The level of crowding in the train 65,4 70,2 84,7 81,7 81,0 81,1
Safety from accidents 243 30,5 33,2 28,5 416 32,5
frai -
;2:{'::::3 cy of trains during 482 448 55,8 473 57,4 52,0
The fi f trai i ff-
p;’:k’:;‘::;‘ g ot Ging o 51,6 426 54,0 52,3 60,6 54,0
The punctuality of trains 64,2 67,5 713 63,5 70,2 67,6
The train fares 10,1 7,7 13,0 8,7 12,6 10,9
The facilities at the stations e.g.
toilets, offices 35,8 25,5 52,9 36,8 49,4 43,9
The train service overall 30,1 35,6 53,6 476 54,5 49,4

Respondents could select more than one attribute.
*Unweighted numbers of 3 and below per cell are too small to provide reliable estimates.

Source: (NHTS Gauteng, 2014)

The lack of train fleets lets down millions of pé®p/ho rely on rail transportation as they have to

deal with issues of overcrowding and the crimesabaur. Passengers have complained about the

lack of security in trains and around the trairistes where robberies frequently occur (De Waal,

2012). The Overseas Security Advisory Council (O$KD16), warns foreigners especially from

the United States against using trains due todheon violent crimes, accidents and disgruntled

passengers acting out. Women fall victim to sekaahssment in trains. There were about 32,000

crimes reported to South African Police Service RSAin 2013/14 which included a wide range

of offences related to the system which is thefkusl abuse, and contact crime attributed from

service delivery strikes (Simelane and Nicolsor1,3)0
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Image 2: Overcrowding of Trains

Source: (The Citizen, 2015. Image by Michel Bega)

4.9 Summary

Chapter 4 provided the case study of Johanneslaaigng at the population of the city and how
the city developed. Transport policy is brieflyaissed and it is evident that transport has been a
priority in the post-apartheid era and due to thattainable goals, public transport continue to
face a multitude of challenges. Furthermore, putthaosport patterns and modes are mentioned
and it is evident that people rely on minibus taxisre. Lastly, the public transport issues that
affect the commuters are presented. The followhapter 5 will present the main findings of the

study.

63



Chapter 5: Findings and Recommendations

5.1 Introduction

This chapter will present a discussion of the figdi of the case study mentioned in the previous
chapter. It will also provide answers regarding ploer that were presented in chapter 2 of this
thesis that highlight the themes of this study Wwhaze; accessibility, affordability safety and
security. These themes are examined, considereevahaated with reference to the investigation
undertaken for this study. In addition the literatteview supports and refutes some of the findings

that have been mentioned in the previous chapter.

5.2 Commuters perception on public transport

As it can be seen from the surveys done by Stat8265) NHTS (2014), Mobility Report (2014)
and South African opinion poll (2016) there haverbenixed reviews about the public transport
system in South Africa. Some people found thatiputdansport was satisfactory and has improved

from previous years and some people have fourtddetworse off.
5.2.1 Minibus Taxis

In the Johannesburg area it was found that pedpieed taxis as their mode of transportation
more than any other transport (see table 4). Pedpteused this mode of transport found it to be
unreliable, unsafe, and some taxis un-roadwortlsgan in chapter 4, image 1. In chapter 4 section
4.7 mentions that commuters were dissatisfied wixis due to the behaviour of the taxi drivers
as well as the poor facilities at the taxi rankd #re increasing taxi fares. Other services such as

roadworthiness of taxis, safety from accidents Gouated to the dissatisfaction levels.

Literature has shown that taxis have a tendencyedhg violent to have their way. This
ruthlessness translates to driver’s behaviour awdthey interact with commuters. A study done
by Vilakazi and Govender (2014) on commuters pdioep of public transport service in South
Africa found that people did not use taxis becatsg found them to be safe but they used them
due to their availability and convenience. Thisresponds with the South African opinion poll

study of 2016 whereby people mention that taxis areonvenient mode of transportation.
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Literature has also shown that the taxi industiryasproperly monitored by the government. This
has led to the lawless behaviour of taxi drivergciiputs commuter’s lives at risk. Taxis also lack

time schedules, which results to unpredictabilitgt ancertainty of the arrival and departure times.
5.2.2 Buses

According to the NHTS Gauteng study (2014) buse®wee least used mode of public transport.
As already mentioned in the previous chapter, theme two major bus services used in
Johannesburg which are: the metro bus and the BRially commuters are satisfied with the
BRT services. In a study done by the South Afriopimion poll (2016) commuters found buses
to be safer and in excellent conditions espectalyBRT buses. Commuters that were not happy
with the BRT services had a problem with the comication gap between commuters and Rea
Vaya Management. According to Wright (2004), pagnage and the lack of information to assist
commuters can result in commuter’s dissatisfadtiovards the system. The findings reveal that
commuters were dissatisfied with the system bec#lusg were unaware of how to use the

smartcard system and prices kept increasing witAoyotifications from the management.

Literature has shown that the BRT aims at meetwegieeds of commuters by providivigble,
safe and reliabléransport (Allen, 2013). Table 11 indicates tmafjority of participants believe
that BRT system has met those needs of the comsmgehey have rated the BRT 62%. However,
the above statistics also show that some commnoesrds were not met which is due to the fact
that the bus system is not accessible to everydreakley and Bickford, 2011). This is a real
concern as the BRT has the cheapest prices faio#tk public transport and commuters would

spend less money to move around the city.

The NHTS Gauteng study (2014) revealed that moteohouseholds indicated they walked less
than 15 minutes to the bus stop, some of the coemnundicated they walked more than 30
minutes to the bus stop (see table 6). The NHT8ys(A014) indicates that commuters were
dissatisfied with buses due to them being unaviaijatvercrowded, and the low frequency of

buses during off-peak periods.
5.2.3 Trains

Trains are the second most used mode of transjporiatthe city of Johannesburg. There are two
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rail transportation modes the first being the Megiloand the second being the Gautrain. The
literature shows that the Gautrain was built far wsers in an attempts to reduce the number of
cars on the road and encourage people to use pudmisport (Gautrain, 2017a). From what is
mentioned in the literature about the Gautrain jt#ra3 section 3.3.1), it can be inferred that this
mode of transport is reliable, safe and secure. é¥ew it is not accessible and affordable to
everyone as it only benefits the elites with card those who live in the high end areas it runs

through.

Majority of the Metrorail users are not satisfiedhathis mode of transport. The NHTS Gauteng
study (2014) found that majority of the commutersevdissatisfied with the level of crowding in
the train, punctuality of trains, travel time aditis and distance they have to travel between their
resident and the train stations. Other contributagors to the dissatisfaction of train users were
low frequency of trains during off-peak and on péakirs and lack of security on the walk to or
from the train station (NHTS Gauteng, 2014). Peop&e also complained about poor
communication whereby they are not given an updédten trains have to suddenly stop. This
results to late arrival at work and at schools.SEheerceptions of the commuters mentioned above
are not gender specific or income specific. As paitvestigating if the public transport system
is failing the poor, the next section will looktae mobility limitations of the poor in the light o

the mentioned perceptions.

5.3 Mobility limitations of the poor

Public Transport for the poor has been widely recaf in terms of policy but that did not happen
until after 1994 and since then public transporicgohave not been rigorously explored and
implemented (Thomas, 2016). Examining the livethefpoor mentioned in chapter 3, section 3.3,
it is evident that there is a considerable amodnpemple living below the poverty line. The
populations with low-income can be seen in the mapppendix E whereby they include people
living in the surrounding areas of the city of Johesburg. It is evident that the low-income groups
are unable to afford private vehicles and are melsant on public transport. Other form of
transport that some people use is walking whiclnaos adequately studied in the field of

transportation. The indication of people who wdlktee way should be studied further as it could
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be due to the lack of accessible and affordabléi@tiansportation.

The NHTS Gauteng, Mobility Report and StatisticsitBoAfrica do not look at health care related
travel patterns. This is an important aspect ofstioely to gain insight if commuters accessibility
needs were met. Unlike the developed countriesthSiiica's public transport does not operate
until midnight, this limits people's movement aaiag to the times of available transport. It can
be inferred that the poor miss out on opportunit@svork in places further away from their

residents due to the lack of available transport.

“Availability” of transport is used to refer to rde possibilities, timings and frequency. Whatever
the purposes of an individual's journey, be it edion, work, leisure, personal services, or
another, her/his activities are constrained by thate and the time taken traveling. Even if an
individual has a bus stop within a reasonable distg say 400 meters of their home (the most
common measure of public transport accessibilttyg,amount of use it will be to any individual
entirely depends on where he/she wants to go, ffilew,@nd how long the whole journey is going
to take. Furthermore, a bus stop 400 meters away fhome, particularly one with no seats or
shelter, or one which can only be reached by crasai major traffic artery, may be of little use
to a person with, for example, a weak heart or knaeavy shopping, or young children. Timings
and frequency are included since if there is nwiserwhen a person wants to travel, there is no

available transport.”
Carruthers et al (2005:2)

The literature shows that those who are unablectess and afford transport have limited
opportunities to economic and social inclusion &l a&s healthcare and education facilities. A
study done by Weakley and Bickford (2011) on Tramspand Urban development in
Johannesburg, found that public transport is mastbilable in the most densely populated areas
(see Appendix F). Although the Rea Vaya BRT has enadprovements to commuters
accessibility and mobility, there are still someple that are excluded from these developments
especially those that reside in the peripheriegas such as Orange Farm and Doornkop with low
density lack access to BRT buses but the urbannesating in the city have access to all transport.

However, there are plans to expand the Rea Vaya 8RfEms to those areas (Rea Vaya, 2016)

Low income households use trains, as they are likapest mode of transport to get to their
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destination. As mentioned above, it was found tiratuse of trains was highly unsatisfactory. The
poor who cannot afford or access any other transper left stranded which results in loss of

economic opportunities.

5.4 Accessibility

According to the literature transport access presichany opportunities for the socially excluded.
The access to sustainable transport provides coenswith access to basic services such as health
care and education. Those who are unable to ateesport will have limited access to economic
opportunities (Pacetti and Trittipo, 2010). The Rémya BRT aimed at providing access to
sustainable transport that would enable commutbshvad difficulties to access the city to do so.
In a study done by Weakley and Bickford (2015) irefloof which is large zone of Soweto
township in the southwest Johannesburg. They fabhatimajority of the population that used
BRT were middle income earners around the age di2younger than 45. Commuters had easy
access to the city and the system is yet to expatioe Northern parts of Johannesburg such as

Sandton and Rosebank (see Appendix A and E).
5.4.1 Taxis

In the city of Johannesburg 81, 8% of households wéed taxis stated they walked up to 15

minutes to the nearest taxi rank (see table 5% 3hows that commuters spend more time to walk
to the designated public transport. The more toramuters have to walk shows that they have
poor services of public transport. To reiteratenibus bus taxis have the poorest services, but it
is the most frequently used public transportati®stzown in table 4. This means that commuters
are able to access it with ease. Commuters sheuddble to have a choice on what public transport
they want to use. Due to some commuters experighicitited access to the Rea Vaya buses they

opt to use minibus taxis because of their conveien
5.4.2 Buses

Unlike minibus taxis, buses have the lowest numbémmuters. Commuters will always use
transport that is most accessible to them and gdtl them to their destinations much faster

(Banister, 2005). It has already been establishatlthe BRT is not accessible to all commuters
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which would explain the low use of the transpodatiLiterature has shown that protests affect
the accessibility of public transport. This couldoaexplain the low numbers of people who use
this public transportation. If commuters are unableely on a certain mode of transport will resort
to them using other alternatives and in the castbénnesburg, commuters resort to taxis. The
study done by Weakley and Bickford (2015) found tm@any commuters who were unable to
access the BRT used taxis instead.

5.4.3 Trains

Data has shown that metro rail and the Gautraimatesasily accessible to everyone especially
commuters who live far from the railway station$eTliterature that is available about trains in
Johannesburg shows that passenger rail transgaltimg apart. When looking at the travel times
to get to the train station in Chapter 4 sectidnMit is evident that commuters have to walk 30
minutes or more to be able access this mode odpah The poor that rely on trains have to deal
with problems of accessibility, reliability and saf on a daily basis. This limits the poor from

being able to move around with ease to access wdtgGation or healthcare.

According to the NHTS Gauteng study (2014) low imeocearners commuting to work rely mostly
on minibus taxis. This is due to the inaccessibitit other modes of transport such as the Rea
Vaya BRT and Metrorail. To answer the question nosed in chapte is public transport
accessible to the low income groupgsording to the studies referred to in this tegsiw income
groups residing on the outskirts of the city arahla to access the BRT system which is a safer
and cheaper option and therefore they use minéxis to commute. Due to the long distance from
their homes to jobs and public services and thé biast of minibus taxis, low income earners
travels are limited. This reinforces the theorysphtial mismatch and entrapment whereby
transport is linked to geographical barriers of fheor which limits their access to better

opportunities and services.
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5.5 Affordability

Literature has proven that those who are unabédftod transport have limited access to public
services. According to Carruthers et al (2005),pteavho are facing the most difficulties are

working people on low income that have to traveltok using public transport. Their travel costs

can form a significant part of their take-home imeoand they have no choice but to pay for it.
Transport was the second most paid for expendihadirst being housing, water, electricity etc.

Carruthers et al (2005), also mentions that pukdiesport commuters are financially penalized by
restricted hours of service operation which me#&ias they may sometimes have to take a taxi
(metered or uber) or they have to walk. Low incagneups are unable to afford meter taxis as
they cost much more than the available public parts Currently there is no evidence from the
Department of Transport that the taxi industry eénlg subsidized. This affects the low income
commuters who have to deal with the increasingsjrart costs that are influenced by fuel prices

and inflation.

To answer the questids public transport affordable to the poof?ata has shown that people

spend more than 20% of their income on public parts(Stats SA, 2013). This figure changes
depending on a household’s geographical locatiausiholds located on the peripheries far from
the main city spend more as they have to travejdodistances. According to the NHTS Gauteng
(2014), public transport is affordable when it B% or less, but it has been found that poorer

household use more than that which makes pubhspart unaffordable.

Venter (2011) has found that in many cases poareséholds pay more in, in absolute terms for
public transport trips than their richer countetpao. This is due to the poor location of the many
low income households in the urban periphery as seAppendix E. This results to low demand
and long distances push up fares and a high depeaden informal transport modes with
unsubsidised fares (Venter, 2011). Literature Hesve that with increasing fuel prices and
inflation results to the increase of public transgares. This affects low income earners as they
have to spend more of their salaries to pay forspart.

It has already been noted that trains are the dsedprm of public transport except for the
Gautrain which costs more than any other modesubfiptransport (See Box 1). The state of

trains including issues with reliability, accesktpiand safety deters people from using trains.
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According to the NHTS Gauteng survey (2014) it veasd that 44,5% of households did not use
trains reasons referring to service attributese®tbasons were unavailability and the preference

of using other modes of transport.

5.6 Safety and security

Literature shows that traffic accidents account tftee most deaths on the road in developing
countries. It is also evident that majority of thecidents that happen on the road are caused by
minibus taxis. It has already been establishedtthas are the most dangerous mode of transport
in South Africa as mentioned in chapter 4. Thissoeg an urgent call for the government to step

up and find solutions to work with the taxi indysto ensure the safety of passengers.

Commuters found the BRT to be much safer as threrdesignated lanes for the buses and there
are security cameras in the buses as well as #hsthtions. This has helped to reduce petty crime
incidences. The BRT system in the city of Johanmeslas well as the Gautrain are the safest
modes of transportation but both are not easilgssible to all commuters which results to the use

of the least safest transportation.

Metrorail on the other hand has been deemed tombafe, overcrowded and dangerous. A study
done by the South African Institute of Race Rel&i¢SAIRR) stated that more than 160 people
died in mining accidents in 2009 and 2010 but cl@s800 people lost their lives due to rail
accidents between the years 2007, 2008 and 200Ba(X2012). This study was refuted by
PRASA'’s spokeswoman who stated that SAIRR findiwgse inaccurate and lacked credibility.
She goes on to say that most deaths that do ooewlua to crossing the railway line or suicide
(Xaba, 2012). Passenger rail in South Africa caulzke major improvements if they received
funding from the government as well as the priveg¢etor but due to the lack of adequate

investments Metrorail is unable to meet the demafdse passengers.

5.7 Apartheid Spatial Planning Solutions

Undoing the legacy of the past has proved to Heallenge for government policy. However, the
implementation of the Rea Vaya BRT system is & stathe right directions. The Rea Vaya has
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to a certain extent provided accessible transpguteviously marginalized groups of people who
were forced to live outside the city by the apadtgovernment. However, transport networks in
geographical locations outside the cities are welaikh causes mobility difficulties for the poor

and they have to resort to using unsafe modeso$port (minibus taxis and Metrorail).

The city of Johannesburg has plans to restruchaepartheid city which is called The Corridors
of Freedom. The Corridors of Freedom is a Transgr@ed Development (TOD) plan which aims
at integrating the fragmented areas of Johannesbuogder to improve access to social and
economic opportunities (Rysek, 2017). This plan a@sounced on the ¥®f May 2013 by the

Mayor of the city of Johannesburg, in an initiatteepromote mixed land use in the city as well

as creating employment by using a transit orieafgatoach (Joburg, 2014).

This long term development plan of 2040 is the himpehe city to thrive and if it is successful it
could be used as a beacon of hope for the whooath Africa. According to McGaffin and

Gavera (2012), Transit Oriented Development (TOBR)mmtes the development of compact,
walkable, mixed use communities around transitistat as an effort to reduce people's

dependence on cars and improve the quality offlifgties.

5.8 Recommendations

This section provides some recommendations arfsimg the research on public transport within
the city of Johannesburg. These recommendationgesgldransportation in and around the city
and are directed at municipal governments and planalike. These recommendations could be

applied to cities in South Africa that face simitdwaracteristics.
Recommendation 1: Provide transport that will accescessary services.

Government and planners should focus on the mbaé¢shte poor use and build on that to provide
affordable, accessible public transport. When cgmipmwith a new mode of transport, they should
consider if it will be available to everyone angé&ople will be able to access public servicesgusin
this transport. Non-motorized options should besabered for those who have to travel long

distances and services should be brought to theichwiill limit their need to travel.
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Recommendation 2: Listen to the poor people’s needs

Planners should engage more with the public to dmdthe outcomes they want from the public
transport systems as they are the ones who hawseti on a daily basis. It is imperative that the
public be involved in the planning process as dtalders in order for future projects to be
accepted and fully utilized. A much greater efltould be made by a variety of actors to ensure
that the voices of the poor are heard on the issugsblic transport. As poor public transportation
affects them most. Therefore, the poor should belwed in meaningful transport related decisions

that affect them most.
Recommendation 3: Alternative modes of transport

This study has revealed that the government spk#ioins on one project which is the Gautrain
and it only benefited a few that could afford ibhel'government should hold off on expensive
mega-projects and focus on developing cheaper motléseansport that will be affordable,
accessible and safer. The local government shak&la lead on discussing alternative transport
options with the general public rather than a dpmegroup of people. This will lead to people

accepting the mode of transport and avoiding futesestance to transport projects.
Recommendation 4: Crime prevention and security

It is evident that transport issues overlap withaur safety and crime prevention in several ways.
Commuters using the trains are exposed to theftwvaordan are sexually harassed in the train.
There is an urgent need to enforce effective cpnregention strategies that will ensure the safety
of commuters in the train and around the trainicgtat An investment in security cameras and

private security guards will enhance the safetgrid around the train stations.
Recommendation 5: Gender equity

Gender in public transportation should be studied anderstood more as there are important
transport issues that affect women more espegalty women. According De Wet et al (2008),
the study on poverty and livelihoods in Johannegbevealed that there is an increase in female
headed households which means planners should r#egaware in the transport planning
process. Special attention should be paid to wanamntes on the issues of public transport. A

study done by Potgieter et al (2006) reveals thatetis link between transport and travel related
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activities of women in the Eastern Cape provindeer€ is a need for a country-wide study as

women face different challenges by geographicadtioa.
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Chapter 6: Conclusions

6.1 Conclusions of the study

This paper investigated if the public transporteysis failing the poor in Johannesburg. In order
to collect the data on experiences of the commuighsregards to the public transport, secondary
data from the National Household Travel Survey Gag&eport, Mobility Report, South Africa’s
opinion poll and Statistics South Africa were atgd to gain insight on commuters experiences.
In Chapter 4 the case study of Johannesburg waemezl including transport indicators and
Chapter 5 presented the findings and recommendafidre conclusions presented in this chapter
are based on the main themes presented in then@gdif the study as well as the questions in

chapter 2.

Public Transport Challenges faced by South Africa

The challenges highlighted in the literature reviexgarding public transport answered the
guestionwhat are the public transport challenges in SouthcaA. It was found that the South
African government is struggling with financing anmhintaining public transport. Low income
households using trains and the old metrobusesudnjected to overcrowding and discomfort due

to the lack new fleets of trains and buses.

Secondly, poor road infrastructure and traffic astgpn was found to be a challenege in South
Africa and with the increase of road transportasinfd to be unsustainable and bad for the
environment. The issues of pollution tend to efteetpoor people more than the wealtheir people
(Brebbia, 2014). Literature has shown that poorskbolds are located in areas that are
overcrowded and congested and are most likelyftersiom long term health issues and it could
lead to premature death (Whitelegg and Haq, 200@&Jfic congestion was also found to lead to
road accidents that cause many deaths. This plotsden to low income houselds as they are
found to lack health insurance and when a deathirscinn the family they have to spend a

considerable amount of money on funerals (BanemeeDuflo, 2007).

Public transport protests mentioned in the litexats also a major challenge in South Africa that

effects all commuters as they can be dangeroughaycinder the movements of people who are
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reliant on public transport. Poor households wagkimthe informal sector lose out on wages due
to the chaos of protests.

Accessibility, Affordability, Safety and security

Reviewing the questions in chapter 2 and the figslion accessibility and affordability of public
transport for the low income groups, it is foundttminibus taxis are the most accessible but not
as cheap as Metrorail and Rea Vaya BRT. The stlsdyfaund that different modes of transport
served different purposes. The Taxi Industry wtels been functioning since the apartheid era
transported the marginalized black communities ftbeir homesteads to the city. Today, the
minibus Taxi Industry forms an important part ie fpublic transport system whereby millions of

commuters use it as their main mode of transportati

Majority of low income households were found to usmibus taxis as their main mode of
transport to travel to work. The use of this modesviound to be unsafe and undisirable but due
to the lack of options for the low income housebdlaey have no choice but take that risk. The
most affordable transport which are trains is thesitroubling as it has the worst travelling
conditions. Besides the fact that many commute¥siaable to access the train station due to the

long walking distance, commuters are unable toagalyrains because of the inconsistent services.

The Rea Vaya BRT system is what could save pulaitsport in the city of Johannesburg as it is
cheaper than taxi fares seen in figure 2. Litemhas revealed that the protests orchestrated by
the Taxi Association could prolong the completidthe BRT phases in Johannesburg which will
provide a well connected bus route corridors. tild@lso hinder the plans for expansions to other
provinces in South Africa. Rea Vaya is also safercbmmuters to use as there was no evidence
of occurring road accidents and crime related &ousage of the system. Furthermore, transport
integration is needed between the modes of trah&pensure a successful public transport system
that can also be enjoyed by the poor.
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How is public transport failing the poor?

It has already been established that poor peojlenare on public transport as they do not have
the option or the money to purchase a personathefiihe transport problems that are mentioned
above are more likely to impact the poor peoplertiast as they are already in a vulnerable
situation whereby they lack access to public ses/i@ffordable, accessible and safe transport
could make a difference to the poverty strickendatwlds as they will have the mobility to access

better services and better economic opportunitiasthey haven't been able to reach before.

The lack of integration and coordination betweeniis taxis and the subsidized public transport
(BRT) is becoming chaotic and frustrating for thiblc. In events when there is a strike of one of
the modes of transport it is announced beforehamhdb the poor who lack access to informative

property are left stranded.

By analyzing the literature it is evident that ategrated transport network could create a number
of benefits for a city. In the case of Johannesimuigjic transport systems are different and serve
a different purpose. The lack of coordination betweéhese systems has contributed to the
challenges of urban sprawl and private vehicle dépece. This has also resulted to people having
to pay high prices to commute. The lack of pubmsport integration in Johannesburg has led to
an inefficient public transport system. From adittls mentioned above it is evident that the public
transport system is letting down the poor as thayehno other alternatives and they have to

compromise their safety in order to get accesubdipservices.

This study used secondary data to answer the dsgaestions, the statistical data provided ample
information on public transport and answered theartant questions highlighted in chapter 2. A
large scale study needs to be conducted that ieslgdalitative data on commuter’s experiences

and needs especially on areas that are on theisitskthe city.

An in-depth study that combines quantitative andlitative methods of data collections on the
impacts of the newly developed public transporerEhs a lack of evaluation data that follows up
on the transport projects that have been implende(8®T and Gautrain) that indicates if the

initial aims and objectives have been met and wiefinal outcomes reveal.
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Summary

This study aimed to investigate if the public tyams system is failing the poor by looking at the
minibus taxi, buses and train transportation. Iscdssed the main transportation issues
accessibility, affordability, safety and securityhieh included commuter's experiences and
opinions towards the public transport that they. ud@s chapter also discussed the findings,
recommendations and future research ideas.
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Appendix Page

Appendix A: Map of Johannesburg
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Appendix B: Taxi Hand Signals

Taxi hand signs
are a practical,

multi-lingual and, typically, ‘user friendly’ gestural practice
for millions of commuters. They have become a fully integrated
part of a symbolic cultural landscape of Gauteng’s minibus
taxi transport system.
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Appendix C: Employment and Income Graph
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Appendix D Population by age and sex graph
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Appendix E Geographic distribution of the selecpemrest wards in the seven administrative
regions in Johannesburg
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Appendix F

Main Transport Type by Mean Density
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