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Figure 8.6.2.3: Proposed Expanded Road Hierarchy in Rosebank
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¢ Class 4a - a non-residential collector with a bigger focus on public transport and
pedestrian or cyling (NMT) accomodation; and
e Class 4b - the normal non-residential collector with a private vehicle focus.

The Class 4 roads are categorised into two categories:

The Class 5 roads are categorised into two categories:

o Class 5a — a residential collector with a bigger focus on public transport and NMT
accommodation;and
e Class 5b — a residential collector with a private vehicle focus.

The Class 6 is a fully pedestrianised street with pedestrian and bicycle priority.

It is proposed that the road classification of the roads / streets within the Rosebank
box be altered as shown in Figure 8.6.2.3. The proposed road classification is
discussed below:

e« Oxford Road, Jan Smuts Avenue and Bolton Road (on the boundary of the
Rosebank Study Area) remain classified as Class 2 Roads, thus maintaining their
mobility function.

e Glenhove Road is classified as a Class 2 road (previously shown as a Class 3
Road);

» Bath Avenue and Biermann Street is Class 4a with a public transport priority

e Cradock Avenue will be a combination of Class 4a (Public Transport priority) and
Class 6 (Pedestrian Priority);

* Tyrwhitt Avenue is a Class 3a with a public transport / pedestrian priority

Known Proposed Road Upgrades

€) Upgrade or widen Jan Smuts Avenue

The GSRN review identified the top forty (40) Class 3 Road Projects. The dualling of
Jan Smuts Avenue from 7" Avenue to Bompas Road has been identified as number
nine (9) in the Gauteng priority list, which is indicative of the importance of this road.

The upgrading of Jan Smuts Avenue will be essential as part of the BRT
implementation.
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As discussed in Chapter 8.6.2, the JRA Road Classification Project proposed that
Venus Road be upgraded to a Class 2 road east of Oxford Road. Thus Venus Road
was earmarked to act as a relief or support road to Oxford Road to support the new
developments east of Oxford Road. Residents are however concerned that this road
will be a through road for “rat runs” and will result in faster vehicle speeds. However, it
should be noted that Venus Road is currently being used as a “rat run” and therefore
requires better management as it is.

(b) Upgrade Venus/Jameson Road (Relief Road) east of Oxford Road

Having taken the residents’ concerns into account, it is proposed that Venus Road be
developed to a Class 4 Activity Street instead of a Class 2 Major Arterial Road (as
proposed in the JRA project) for the reasons discussed below:

e A Class 4 Activity Street discourages through traffic which will ensure that the
user of the road have a direct origin / destination within the area; i.e. the proposed
developments across from the Gautrain Station east of Oxford Road,;
Recommended travel speeds of 40 — 50 km/hr;

Provides access to all property;

It will allow for public transport stops along sections of road

It will also allow for pedestrian pathways to receive adequate priority

To reduce traffic speeds and ‘rat-running’, it is proposed that the design of this class 4
road make adequate provision for traffic calming, thereby discouraging the use of the
route by through traffic trying to avoid Oxford Road, while still providing supporting
capacity to traffic with a destination in the area east of Oxford Road.

The UDF also proposed that this road connects to Oxford Road via Melrose Road.
This proposal is however not supported and we recommend that Venus Road
connects to Glenhove Road off Jameson/7" instead of connecting to Oxford Road.
This intersection is well spaced to be signalized in the future, complying with road
access management principles.

(© Implement an access management plan on Glenhove and double (dual) in the
longer term

According to ‘The National Guidelines for Road Access Management in South Africa
(RAM), October 2005, a Road Access Management Plan classifies roads and streets
according to their role in a road network. It further states that the management of
access along a road ensures the long term sustainability of the surrounding
environment.

The following are the benefits of a good access management:

Enhanced economic viability;
Improved transport efficiency:
Improved traffic safety;

Improved pedestrian safety; and
Social and environmental benefits
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Access on Glenhove Road as a Class 2 Road needs to be better managed. A Road
Access Management Plan (RAMP) needs to be developed to ensure mobility is not
compromised by poor access management.

A road access management plan for Glenhove will typically promote the following:

e The consolidation of erven and access along the Glenove Road over time, as it
develops, to attain the minimum intersection spacing requirements for a Class 2
Major Arterial or at least reduce the number of individual property access;

e Co-ordinated traffic signals at intersections;

e Public Transport stops to be provided at intersections;and

e Restricted or separated pedestrian footways.

The dualling of Glenhove Road is not currently on the JRA's project priority list due to
the problem of obtaining the land/road reserve width required for the dualling. The
required road reserve width will only be obtained gradually from the rezoning of land
along Glenhove Road. As land is rezoned, servitudes will be registered to obtain the
required road reserve widths in the longer term.

It is recommended that the City consider the feasibility of accelerating the
above process by coordinating bulk services contributions from developers in
Rosebank. As indicated in Section 7.6.3, even with focussed interventions to
encourage a mode shift towards public transport, the densification of the node
will still result in a substantial increase in traffic and improving the capacity of
the major (Class 2) arterials will support the densification of the node.

(d) Travel Demand Management (TDM) Measures

Implement targeted TDM measures and improved access to integrated public
transport alternatives to better manage the available and limited road space and
reduce the growth in private car usage.

(e) Dunkeld Village Proposals

The future Dunkeld Village proposal for Fricker Road Extension is understood to
entail the following:

e A new linkage from Bompas Road to Jellicoe Avenue, parallel to and midblock
between Cradock and Oxford Roads

e Class 4 Activity Street with a 20m road reserve;

e Construction of an access road from Rosebank Road to Jellicoe Avenue close to
the Jellicoe Avenue/Oxford Street intersection;

e Allowance for pedestrian walkway servitudes on the crossing streets of Fricker
Road extension.

e An existing road closure is shown on Jellicoe Avenue opposite the exit of the
minibus taxi rank on Cradock Avenue

e Addition of two new traffic signals on Oxford Road (Hume and Smits)

e Aline of no access enforced along Cradock Avenue and Oxford Road

The following recommendations are made regarding the Fricker Road extension
proposals:

¢ Sidewalks and laybyes for public transport vehicles to be implemented along
Fricker Road;
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The road closure opposite the minibus taxi rank to be moved further north to the
Rosebank Road/Cradock Avenue intersection to prevent “rat running” through the
low density residential area by minibus taxis; if access is to be provided via
Cradock Road, as illustrated in Figure 8.6.3.1. It should be borne in mind that the
section of Cradock, between Rosebank Road and Jelliecoe Road, would change
in character as the high intensity mixed use on the east and the high density
residential development on the west of it takes shape.

The proposed access from Rosebank Road to Jellicoe Avenue should not be
implemented as it does not meet minimum intersection spacing requirements (it
is too close to the intersection of Oxford and Jellicoe)

Only left-in and left-out accesses to be implemented along Oxford Road, therefore
the two signalised intersections are not supported.

Additional access road servitudes should be registered to reduce the large block
sizes in the triangle between Jellicoe and Rosebank Road (the block between
Sturdee and Keys). This area is earmarked in the UDF for high density residential
developments, and a very walkable open grid with small block sizes is therefore
preferred.

An additional line of no access (upon rezoning) is proposed on Jan Smuts Road,
similar to what is proposed on Oxford Road.

Developments should allow for sufficient attention to pedestrian linkage and
facilities to ensure a good walking environment to the Gautrain Station and
Rosebank Node.

Known Upgrades Proposed in TIAs

The TIAs for proposed developments along Bath and Sturdee Avenue have analysed
the intersections within the Rosebank box as operating according to pre-Gautrain
traffic movement patterns.

The following intersection upgrades were recommended:

()

Bath & Biermann intersection — upgrade to a mini traffic circle;

Baker Street & Sturdee Avenue - an exclusive right-turn lane;

Implement a right-turn lane at the entrance to ‘The Galleria’ on Biermann Street;
Bolton Road/Sturdee Avenue — lengthen the right turning lane on the Bolton Road
westbound approach and optimise traffic signals;

Bolton Road/Bath Avenue- upgrade northbound approach of Bath/Bolton Road
with a short right-turn lane

Tywhitt Avenue/Sturdee Avenue — short right-turn lane on the northbound
approach

Bolton Road/Sturdee Avenue — short right-turn lane on the western approach;

Jan Smuts Avenue/Walters Street — extend the existing right-turn lane, optimise
current signal settings

Proposed one-way pair on Bath and Sturdee

At the time of the presentation of the draft findings and recommendations to the
public, it was proposed that the current one-way pair which was implemented on Bath
Avenue and Sturdee Avenue, as a result of the Gautrain diversion, be retained.
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It was also proposed that the on-street parking on Bath Avenue and Sturdee Avenue
not to be re-instated, expect for the on-street parking near the Police Station on
Sturdee Avenue. The double parking adjacent to the Police Station creates delays for
vehicles on Sturdee Avenue.

This was discussed with JRA and Gautrain representatives but due to the re-
instatement timeframes and procedural requirements, it was not feasible to effect the
above changes to the Gautrain re-instatement scope of work. The roads in Rosebank
have since been re-instated to their pre-Gautrain status.

The advantages and disadvantages of implementing the one way pair (with contra-
flow public transport lane on Bath Street) were considered. One way pairs generally
have greater capacity due to reduced conflicting turning movements, which reduces
delays.

Traffic signals can also be co-ordinated (synchronised) more efficiently on one way
pairs. The main disadvantage of one-way pairs is that some traffic has to go around
the block, increasing delay for these motorists.

When choosing which option is best for Rosebank, it should be considered whether
the peak period delays generated by the large office component in Rosebank is more
than the delays to the much smaller residential component, often travelling in the off-
peak.

While it is understood that many residents have had to do a significant detour while
the Gautrain deviation was operational, this is likely to improve now that Baker has
been returned to a two way street.

At the public meeting, residents also raised concern that speeds were too high on the
Gautrain one-way deviations. If the one-ways are implemented, this concern should
be addressed by adequate law enforcement.

As Sturdee is proposed to be a Class 4 road, there is also no reason why appropriate
traffic calming measures cannot be implemented.

However, a traffic model would give a better quantitative indication of the likely effect
of the one-way pair on the road network in Rosebank versus these roads remaining
two-way. The study recommends that a traffic model be developed for Rosebank to
quantify the optimum traffic engineering solution, as input into the Traffic Impact
Assessment (TIA) required by JRA prior to any implementation of proposed changes
to the road network.

(h) Baker Street

The semi-pedestrianisation of Baker Street was considered due to the high volumes
of pedestrians expected to move between The Mall and the new Standard Bank
building, together with high pedestrian volumes expected to move from the new
Standard Bank building to the Gautrain Station.

The implications of the semi-pedestrianisation of Baker Street (with partial access i.e.
left-in, left-out only on Oxford Road) were considered and are shown in Table 8.6.3.1.
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Table 8.6.3.1 : Implications of the Semi-Pedestrianisation of Baker Street

Disadvantages Advantages
Baker Square access to Oxford Road | Better pedestrian crossing to Gautrain
lost; Station and Bus Facility
More strain experienced on: Better pedestrian linkage to The Mall

e Bath/Bolton Road

e Sturdee/Bolton Road
o Tyrwhitt/7"

e Jan Smuts/Walters

The Mall access and Old Mutual parking | Improve Standard Bank Access level of
in front of The Zone cannot be accessed | service on Baker Street

from Oxford north, resulting in a larger
right turn at Glenhove Road.

Gautrain can't be accessed from Baker Oxford mobility will improve by one less

traffic signal

In light of the effect of the semi-pedestrianisation of Baker Street on the Rosebank
node as a whole, this option is not recommended. However the following is
recommended to improve traffic flow and provide for the needs of pedestrians:

¢ Remove on-street parking along Baker Street; and

e Provide a staggered pedestrian crossing at the Baker Street/Cradock Avenue
intersection. A median of at least 3.5m wide is recommended, which will require
widening to the south to accommaodate two lanes per direction on Baker Street.

Signals and Traffic Synchronisation

The existing traffic co-ordination and progression of the traffic signals has been
operating relatively well during the Gautrain road diversions as it reflects the current
traffic patterns and volumes.

(a) Gautrain Traffic Signal Reconfiguration

The traffic signals settings will be reconfigured to operate to pre-Gautrain conditions
post the Gautrain construction in Rosebank. The affected intersections are as shown
in Figure 8.6.4.1.

(b) SARTSM Compliance

The South African Road Traffic Signs Manual (SARTSM) legally requires that all
signals must comply with certain criteria. These criteria includes hardware (poles,
signal heads, etc.) and signal timing plans (phases, timing, minimum green/red,
pedestrian accommodation, etc.).

Rosebank’s compliance to SARTSM is unknown at present.
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Figure 8.6.4.1: Signals to be Reconfigured post Gau train construction
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Issues

The following are the identified issues pertaining to the operation of traffic signals in
Rosebank:

(d)

The reconfiguration of signals in Rosebank should consider that traffic patterns in
Rosebank may have changed as a result of the road diversion and account for
these changes;

Signal outages due to power outages, cable faults, hardware faults, bad weather
etc. cause severe congestion and delay;

Principles

The following principles should govern traffic signal operation:

Signals requires regular testing, re-timing to increase network efficiency,
decreased overall delay;

The City must have a system of SARTSM compliant signals; and

Regular maintenance plan must be adhered to (implying sufficient maintenance
budget is required).

Proposed Traffic Signal Solutions in Rosebank:

Re-optimise traffic signals;

The introduction of any proposals which will affect volumes and traffic patterns,
such as implementation of BRT, must be accommodated by SARTSM compliant
signals that are re-timed and fine tuned;

Installation quality and hand-over inspection should be improved to ensure longer
outage free life cycles of signals;

All signals requires regular testing, re-timing to increase network efficiency and
decrease overall delay
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8.6.5 Traffic Volumes

Traffic Counts were sourced from the following sources to obtain an understanding of
total volume movement in and out of the study area during the peak periods:

Johannesburg Road Agency Tube Counts database ( 2007 — 2009);
Classified counts from the SPTN Study (2006)

Various TIAs which were completed in Rosebank

BRT Section 6: Traffic Evaluation, December 2008.

Figure 8.6.5.1 shows the locations of intersections for which traffic counts were
obtained, with Figure 8.6.5.2 showing the background traffic volumes for the study
area in 2006, prior to the Gautrain deviation.

Heavy traffic volumes are experienced on the following routes within the Rosebank
Study area:

e Jan Smuts Avenue ( approximately 1700 vehicles /hour in the peak direction
during the AM and PM peak hour);

e Oxford Road (approximately 1500 vehicles/hour in the northbound direction
during the AM peak hour, and approximately 2000 vehicles/hour in the
southbound direction during the PM peak hour)

e Bolton Road (approximately 1600 vehicles per hour in the eastbound direction
during the AM peak hour and approximately 1500 vehicles per hour in westbound
direction during the PM peak hour);

e Traffic Volumes in Jellicoe Avenue were approximately in the range of 700 — 1300
vehicles per hour in the AM peak hour, but due to the Gautrain diversions which
resulted in vehicles being diverted from Oxford Road to Bath Avenue, the vehicle
volumes on Jellicoe Avenue increased rapidly to 2100 vehicles per hour in the AM
peak hour.

(a) Estimates of Private Vehicle Passenger Trips

Estimates of private vehicle volumes in Rosebank during the PM period involved the
sourcing of data from the following sources:

e Historic and current traffic count data from the JRA;

e Traffic count data from recently completed TIAs of developments in Rosebank;
and

e Historic and current zoning and land use information.

Private vehicle trips were estimated from traffic count data received as well from land
use data that has been discussed in detail in Chapter 7.

The number of private vehicles, together with the estimate of the number of commuter
buses and minibus taxis, was used to determine the vehicle splits for 2006. It was
estimated that the average number of private vehicle operating in Rosebank during
the afternoon peak hour was approximately 5960 vehicles.

The estimated Rosebank modal split, together with the vehicle split estimates were

then used to determine the number of passengers which were transported by all
modes (private vehicles, commuter buses and minibus taxis) in the 2006 base year.
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Figure 8.6.5.1: Traffic Count Locations
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There are an estimated 7 150 car-based person trips made in Rosebank during the
PM peak hour, assuming an average private vehicle occupancy of 1.2.

(b)

(€)

(d)

Issues & Challenges

Car ownership is increasing rapidly due to rising personal income levels but also
partly due to a lack of an attractive, comprehensive (in terms of area-wide
connectivity) and integrated public transport system.

Additional development in Rosebank will also lead to an increase in road
congestion as the traffic volumes will exceed the available road capacity in
Rosebank during the peak periods. This will result in the spreading of the peak
hour.

The upgrading of roads in Rosebank has not kept up with the increasing traffic
volumes that result from increasing development. However it is not feasible or
desirable to build more roads.

The planned BRT route on Oxford Road will reduce general traffic speeds and
increase travel times for other modes in the short term. This will also affect both
commuter bus and minibus taxi operations. However in the longer term, the
significant improvement of Public Transport interventions such as the Gautrain
and BRT, is the only sustainable solution to combat congestion.

Principles

e The growth in private car use should be managed such that an optimum
balance remains between available capacity, the desired operational
conditions on any particular route as well as the needs of road-based public
transport modes.

e It must be noted that more road space and on-street parking will be re-
allocated to pedestrians and other means of non-motorised transport.

e Pricing measures such as pricing of all parking (including on-street) could
reduce car use significantly. However the only real long-term solution or
alternative would be city-wide comprehensive, integrated and accessible
public transport system that is able to compete with car in terms of mobility,
convenience and affordability; and

¢ Vehicle flows on the motorways and major arterials could be better managed
and controlled by means of a range of Intelligent Transport System (ITS)
measures, including high-occupancy vehicle (HOV) lanes (say for vehicles
with 3 or more occupants) and the unpopular tolling (user pay principle) which
provides an incentive for growth in car-sharing and public transport use.

Proposals

e A transport model should be developed for Rosebank to ascertain the effect of
all development applications on the traffic volumes and road operations;

e The City should continue to develop the city-wide bus routes and associated
bus/minibus taxi feeder services to encourage the use of public transportation;

e The BRT system should complement the recently constructed Gautrain rail
network;

e Parking infrastructure should be carefully planned and managed with realistic
parking charges as free parking encourages private vehicle usage;
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8.7.1

Parking

Parking facilities are integrated component of the roadway system as every private
vehicle trip requires parking at its destination. Convenient and affordable parking are
universally desired, and inadequate, inconvenient or difficult to find and expensive
parking frustrates users and contribute to motorists parking where they should not,
creating problems for users and non-users.

However, excessive parking creates problems too. High financial construction costs
on developers, building users and local government impacts on financial feasibility of
development. Parking facilities also has an environmental cost, generally contradicts
the community objectives of more liveable and workable space, and abundant free
parking discourages the use of alternative modes and tend to increase driving.

Existing & Proposed Public Parking

The location and number of existing known public parking is shown in Figure 7.6.1.
The parking bays that were considered are those that existed up to 2006.

It should be noted that the scope of the study did not include detailed parking
surveys, and information were therefore collated from existing information.

Figure 7.6.1: Location of existing and proposed public parking in Rosebank
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8.7.2

Figure 7.6.1 identifies existing public parking facilities located at the following areas:

e The Galleria — 450 parking bays;

e The Zone — 1393 parking bays;

e The Mall — 1875 parking bays;

e Open Parking at The Zone — 160 parking bays; and

e Open parking next to Rosebank’s public library — 60 parking bays.

On-street parking in Rosebank (prior to the Gautrain Diversions) is located along the
following streets:

e Bath Street — 60 parking bays;

e Baker Street — 98 parking bays;

e Cradock Street — 5 parking bays; and

e Biermann — 15 parking bays

It is thus estimated that in 2006 there were approximately 4217 public parking bays of
which 4038 were located in off-street facilities and 179 were located on-street.

Figure 7.6.1 also shows the new (post 2006) public parking facilities located at the
following areas:

e The Firs / Hyatt - 608 parking bays; and

e The Zone Phase 2 - 1305 parking bays

Estimates of Parking Demand and Supply in Rosebank

The estimates of transport demand for the 2006, 2016 and 2026 horizon years
included the identification of the type and size of land use, as detailed in Section 7.

The size of each individual land use was used to estimate the current supply in
Rosebank and to project the additional parking to be provided for the horizon years
mentioned, for a range of parking rates. The purpose of this assessment is to
illustrate the importance of Johannesburg’ Parking Policy in managing parking supply,
as a means of TDM (travel demand management). Reducing parking supply tends to
increase parking prices and support strategic and land use objectives, particularly if it
is implemented as part of a comprehensive City-wide TDM programme.

The parking demand was estimated and assessed using the following parking rates:

e Johannesburg Town Planning Scheme (applicable to Rosebank);
¢ Rosebank UDF (2007);
e Zone A (Johannesburg CBD) Tables; and

e Typical Transit Oriented Development rates applied internationally
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8.7.3

The Transit Co-operative Research Programme’s (TCRP) ‘Report 128: Effects of
TOD on Housing, Parking and Travel' provides data on TOD residential trip
generation and parking, and the behaviour and motivation of TOD residents,
employees and employers in the mode of choice.

The Johannesburg’s Town Planning Scheme rates were reduced based on the above
report’s recommendations, together with a qualitative assessment of probable parking
requirements for the near future (2016) and the longer term (2026) scenarios, taking
into consideration the level of public transport alternatives available and how it is
expected to improve in the medium to longer term.

The parking rates were reduced as follows:

¢ Residential land use — reduced by 50%;
e Office land use — reduced by 15%;
¢ Retail land use — reduced by 15%; and

e Hotel land use — reduced by 40%.

A summary of parking rates for the different parking schemes is shown in Table 8.6.1.
The parking rates, for the different land uses listed in Table 8.6.1, were used to
estimate the number of parking bays required. The parking bay requirements are
shown in Table 8.6.2.

Table 8.6.2 illustrates that the recommended reduced parking rates are in line with
both TOD principles as well as current practice (e.g., new office developments in
Rosebank are provided with 4 bays per 100 m2). It is recommended that the City of
Johannesburg amend parking policy to cap parking provision at these maximum
values, allowing developers to motivate even further reduced rates where
appropriate, such as when large developments develop shared multi-use parking
reservoirs.

A detailed spreadsheet of the parking bay requirements is included in Annexure 8.

Parking Facility Costs

It is ironic that with office space per head getting ever more compact, the parking
space in the basement allowed for each employee’s car is often larger than their
office. This space is also only occupied part of the day.

Applying the reduced rates in Table 8.6.1 result in savings of between 3 500 to 8 500
parking bays.

At typical parking bay construction costs of R 120 000 per bay (structured parking),
this equates to a saving of between R430 milllion to R1.03 billion in infrastructure
cost, which is deemed a significant direct financial benefit, over and above the indirect
benefits of Travel Demand Management such as reduced congestion and pollution.

Internationally, parking bay costs are often “unbundled” from the cost of the actual

residential unit, i.e., bought and paid for separately, thus making the units more
affordable to a market who do not wish to pay for something they do not need.
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Table 8.6.1 Summary of Parking Rates for the different parking schemes

SUMMARY OF PARKING RATES RECOMMENDED RATES
JOHANNESBUR URBAN
L AND USE Unit ___HORIZON YEARS G TOWN DEVELOPMENT ZO?EE?L(ECSBD) TYP;;ATE; ob 2016 2026
Existing Near Future Longer PLANNING FRAMEWORK
2006 - 2016 Term Low High Low High Low | High Low High Low High Low High
Offices /200m*®** | 240504 268,801 114576] 3 6 25 4 2 2.55 5.1 2.6 5.1 2.1 4.2
Retail (m?) /100 m* ®* | 68,197 32,715 17,322 6 6 5 7 0.5 5.1 5.1 5.1 4.2 4.2
Hotels no. of rooms 447 416 160 1 1 1 1 0.75 0.6 0.9 0.9 0.7 0.7
Residential dwelling unit 867 243 3,636 1.30 2.30 1 2.50 1.50 0.65 | 1.15 11 2.0 0.9 1.6
Hospitals/Clinics no. of beds 135 0 0 2 2 0 0 0 0 1.7 1.7 14 1.4
(1) Johannesburg Town Planning Scheme Rates

(2) Typical TOD rates are the Johannesburg Town Planning Parking Scheme’s reduced by the typical TOD reductions

(3) “Low” and “High” relates to upper and lower sizes, for example the high rate for Offices only applies to medical offices, while the rate
of 3/100m? applies to general offices. Residential rates are generally linked to the size of units, e.g. 1.3 per 1 or 2 bedroom unit, or
2.3 per 2 or 3 bedroom or larger unit.

Table 8.6.2: Summary of Parking Requirements for the different parking schemes

SUMMARY OF PARKING to be provided

JOHANNESBURG
HORIZON PUBLIC PARKING | TOWN PLANNING ZONE A (CBD)
YEAR SCHEME URBAN DEVELOPMENT FRAMEWORK TABLES TYPICAL TOD RATES RECOMMENDED RATES
Off-Street | On-Street Tow Figh Tow | High Cow | Hign Tow [ Fign Tow [ High
Existing 4098 179] 13,151 | 21,234
2016 (additional) 10,759 | 19,066 9,015 14,066 6,216 8,930 15,906 9,145 16,206
2026 (additional) 9,363 16,436 7,526 15,044 7,951 6,264 11,004 6,554 11,505
2016 + 2026 (additional) 20,122 | 35,501 16,541 29,110 14,168 15,195 26,910 15,699 27,711
Savings in Bays over current Town 3,581 6,391 5,954 4,927 8,591 4,423 7,791
Cost Savings @ R120K / bay R 430,000,000.00 | R 767,000,000.00 ] R 714,000,000.00j R 591,000,000.00 | R 1,031,000,000.00 R 531,000,000.00 [ R 935,000,000.00
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8.7.4 Open Parking at ‘The Zone’

Figure 8.6.2 shows the open parking area at The Zone. Old Mutual has a 20 year
lease from the City Council for this parking, and receives the revenue from operating
the parking.

A proposal was presented to the steering committee to upgrade the open parking into
a multi-use space to contribute to the improvement of the open space environment of
Rosebank. It was therefore necessary to quantify the money received from the
operation of the parking, in making the multi-use proposal for this parking area.
Revenue collected for the month of February 2011 and the applicable tariff structure
for the open parking were received from Servest Security Parking.

The loss of parking bays in portion A in Figure 8.6.2 (20%) could conceivably reduce
parking income by the same proportion, while the more substantial intervention of
also closing portion B could result in a further reduction of 15% in revenue per month.
In addition, Old Mutual is concerned that the loss of bays will impact negatively on the
new development (Game store) opening soon.

It is evident that an upgrade of the open parking at The Zone to a multi use space will
require co-operation from the affected stakeholders, i.e., The City of Johannesburg,
Old Mutual and the RMD, to ensure an acceptable solution can be found.

Figure 8.6.2 Aerial View of The Zone Open Parking Area
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8.7.5 Keys Avenue

A site visit was undertaken on the 22 June 2011 with the principal of St.Theresa’'s
Mercy School which is situated in Keys Avenue. The purpose of the meeting was to
illustrate the transport challenges experienced by the school.

Keys Avenue is a one-way street with one lane in the northbound direction from the
Keys Avenue and Tyrwhitt intersection, with demarcated parking on both sides.

The transport problems experienced are mainly due to ineffective road signage and
markings and illegal parking on sidewalks.

The extent of the designated loading bays at the intersection of Keys and Tyrwhitt
Avenue are not clearly visible and its location is a source of concern as shown in
Figure 8.6.3a. The use of the loading bay by freight vehicles which service Cartrack
creates congestion at the Keys and Tyrwhitt Avenue intersection.

Figure 8.6.3a: Desighated Loading Bays at Keys/Tyrwhitt Avenue intersection

This loading bay on the north-west corner of the Keys/Tyrwhitt Avenue intersection
can potentially be realigned (lay-by parallel to the building) to alleviate the problem of
freight/delivery vehicles from blocking the intersection when reversing to the door.

The road markings should be regularly maintained to limit confusion which may be
created and this is particularly important after roadworks have been carried out on a
section of roadway

The illegal parking of vehicles on sidewalks as shown in Figure 8.6.3b presents

safety problems for the learners of St.Theresa’s Intermediate Phase as it forces the
learners to walk on the road in order to bypass the parked vehicles.
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Parking on sidewalks should be discouraged through regular enforcement and the
implementation of bollards on the edges of the sidewalks.
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Figure 8.6.3b: lllegal parking of vehicles on sidewalks

The unavailability of a pick-up and drop-off area adjacent to St.Theresa's
Intermediate Phase due to the employee parking of adjacent businesses also creates
congestion on Keys Avenue during the mornings and afternoon when parents drop off
and pick up their children. Thus the on-street parking close to St. Theresa's
Intermediate Phase should accommodate the pick-up and drop-off of learners by
restricting parking at this location during the time the school opens and closes.

Supportive regulatory signage and road marking is required to enable enforcement.

In the longer term, the problem of insufficient employee parking for the businesses
across the street should be addressed in parallel. In discussion with one of the
businesses, it was indicated that their employee parking is free (which does not
encourage people to consider alternatives such as ride-sharing, or using public
transport), and that each employee have a dedicated parking bay.

Some employees only need their parking bays during part of the day as many are on
the road (service reps). On the day of the site visit, it was noted that many of the
dedicated parking bays were vacant. The businesses should consider doing detailed
parking accumulation surveys to determine if there would not actually be sufficient
parking if bays were shared instead of dedicated. By doing away with reserved
parking bays, the need for parking bays is often reduced by up to 20%.

Implementing a “commuter trip reduction programme” could further marginally reduce

the need for parking. The potential for RMD to lead a co-ordinated effort for the node
as a whole is evident.
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8.7.6

Issues / Challenges

The following issues regarding parking provision in Rosebank were identified:

There are limited public parking facilities on the western half of the Rosebank box
(between Bath Avenue and Jan Smuts Avenue);

On-street parking which is located adjacent to areas with high pedestrian volumes
e.g. Cradock Avenue and Biermann Street, creates conflict and safety problems
with pedestrians;

A balance is required between providing space for on-street parking and sufficient
sidewalk width for pedestrians, thereby creating a pleasant walking environment
for the pedestrian;

The use of available on-street short term parking by employees, whose offices
have insufficient parking provision, for long term (daily) parking needs to be
addressed;

The parking area between ‘The Zone’ and ‘The Mall’ provides an opportunity for a
shared use space that could potentially enhance the precincts’ public open space
quality.

On street parking and even some corporates’ off-street employee parking is
currently free. Free parking is a form of private vehicle subsidy and provides no
incentive to ration use for example by walking, ride sharing or using public
transport

Some of the older residential units in and around Tyrwhitt Street have very limited
basement parking (less than one bay per unit and no visitors parking), forcing
residents to park on-street (even though on-street parking is illegal according to
the signage currently provided.)
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8.7.7

Parking Principles

The parking principles that would assist in solving the parking challenges in
Rosebank are listed below:

e Efficient utilisation — parking facilities should be managed so that spaces are
frequently occupied;

e Choice of commuter — people should have viable travel and parking options, they
should be encourage to park once and walk from place to place within Rosebank;

e Sharing — parking facilities should serve multiple users and destinations;

e Prioritisation — the most desirable spaces should be managed to favour higher-
priority uses; and

e Pricing — the users of the parking should pay directly for the parking facilities they
use.

Something For Nothing?

Most people seem to enjoy getting something for nothing, or at least a particularly
good deal when making a purchase. Perhaps it is the modern manifestation of our
primal hunting instinct. A prize or discount often motivates consumers to buy goods
that they hardly need at all, simply to enjoy the feeling of accomplishment and reward.
As a result, many businesses set an excessive “regular” price for their products and
then offer a discount that brings prices down to a competitive level, or they offer a
nearly worthless “free” gift or prize to attract customers.

Often, what seems like “something for nothing” is really an illusion: what you save in
one pocket you pay from another. What seems like true economic savings is really an
economic transfer, with costs borne elsewhere in the economy. Transportation is full
of such hidden costs: what appears to be an opportunity to save money actually
makes consumers worse off overall.

For example, motorists are generally accustomed to unpriced parking, and once
consumers are accustomed to getting something for free they tend to assume that is
right and fair, and so they resist paying for it. But these facilities are not really free, we
pay for them indirectly through higher taxes (for public parking), higher prices on retail
goods (for parking provided by businesses) and lower wages (for parking provided by
employers). When parking is unpriced consumers have little incentive to ration their
use, for example, by walking, cycling, ridesharing or using public transit when
possible to reduce parking demand. As a result, parking congestion problems are
virtually unavoidable and total parking costs increase. Paying directly rather than
indirectly for roads and parking tends to be more efficient and fair overall, that is, it
reflects Market Principles.

Source: http://www.vtpi.org — Travel Demand Management Encyclopedia
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8.7.8 Proposed Parking Solutions in Rosebank
The following parking solutions are proposed for Rosebank:
(a) Parking Policy

It is proposed that the maximum parking rates permitted for new developments be
reduced in support of TOD and the forecasted increase in the use of rail in Rosebank.
This will reduce or prevent an abundant supply in parking encouraging private vehicle
travel and increasing congestion on the roads.

However, the reduction in parking rates for Rosebank should not be done in isolation
by the local authority as business tenants will easily relocate to other office areas,
such as Sandton, if higher parking rates are approved in that node.

The maximum parking bay supply needs to be set by the local authority. The City/s
Parking Policy can play a significant role in supporting TDM, but the City should then
enforce reduced parking requirements in Johannesburg as a whole. This should even
be extended, in cooperation with the other Metros to the remainder of Gauteng.
Parking rates should be reduced while increasing people’s choices for travel.

It should be noted that the reduction is not dramatic, such as the CBD'’s office parking
rate of 2 bays per 100 m?, which is often quoted as the cause of the CBD’s demise.
The rate of 4 bays per 100m? is deemed more than sufficient, but will encourage
smarter, more efficient use of parking such as shared parking.

(b) Shared Parking

Shared Parking has proven to be an effective tool for reducing the number of parking
needed for a project. Shared Parking strategies can be implemented through simple
agreements between adjacent land owners or through a parking management district.
This will encourage people to park once and walk from one destination to the other
within Rosebank.

It has been found that by not reserving parking for individual employees (i.e., use a
first come, first serve system), parking needs can be reduced by as much as 20%.

A possible reservoir of Share Parking can be created in the south-western quadrant
of the Rosebank box. This is elaborated on further in the identified Transport Plan
projects for Rosebank.

(c) Manage all on-street parking

The following longer-term proposals are made to deal with on-street parking in
Rosebank:

e Remove most on-street parking on Sturdee Avenue and convert to two mixed
traffic lanes in the northbound direction.

¢ Remove all on-street parking on Bath Avenue, change the lane configuration to
one public transport lane in the northbound direction and two mixed traffic lanes
for traffic on the southbound direction.

e Remove all on-street parking on Baker Street and convert to two lanes per
direction, to improve mobility.
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However, the following is proposed for the short to medium term:

e RMD should liaise with the city to determine if it is feasible to obtain revenue from
all available on-street parking; this revenue can potentially be used to fund
improvements to the streetscape.

e |If it is deemed feasible, RMD should investigate employing a parking
management company which can employ parking marshals to charge motorists
based on the length of time that has been spent in a parking bay;

¢ Visible enforcement is required to prevent illegal parking.

(d) Parking Management Programs

The RMD should consider implementing parking management programs in
Rosebank. These programs refer to policies and programs that result in more efficient
use of existing available parking resources, such as

e Improved use information

e Encouraging the use of remote parking (example: 450 largely unused public
parking bays at the Galleria is “remote” to the retail district as well as the
residential units on Tyrwhitt who have insufficient basement parking, but still
within easy walking distance. It may be worthwhile to investigate a “shuttle”
service such as a golf cart to take residents with shopping bags or those who feel
unsafe walking alone after dark).

e Regulation of parking
e Shared parking agreements

e Public parking (an efficient type of shared parking) — 100 public spaces can be
equivalent to 150 — 250 private parking spaces. Developers or property owners
can be allowed or required to pay in-lieu fees that fund public parking as an
alternative to minimum requirement for private off-street parking

e Research into actual parking usage to better quantify actual requirements for
future new developments

One possibility is the use of “Parking Brokerage Services” that helps businesses to
share, lease or sell parking, so that any available parking can be available to those
that need it. This can be achieved by forming a transportation management
association, and is particularly important for businesses that also wish to implement a
"Commuter Trip Reduction Programme” in parallel, that may result in excess parking
capacity.
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