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Gateway into a City
is an anthology,
an exploration of the movements
that have created Vereeniging and
that continue to shape the city.

This book will reward

the curious individual
eager to know more about the city.

Turn the page and begin the journey
as we explore this urban landscape
- past and present
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Drawing: author’s own
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FIG. 4:

Regional map showing Vereeniging
Source: NGl archives
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FIG. 6:

I This drawing was part of my initial investiga

" | | tioninto Vereeniging. It is a visual narrative
LA
n of the most commonly used form of trans-

|| port experienced, the mini-bus taxi. The Taxi

1| travelled from the Sebokeng taxi rank to the
| || Vereeniging Train Station and back again.
| i The on looker, who gazes at the portrait,

becomes immersed as a passenger in the
1\5 taxi and experiences the journey | took.
Drawing: author’s own
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i This collage was made by using
s images taken in Vereeniging. Itis a
- I Bvisual conception of a gateway entry
nto the city

Abstract

This research report is an exploration of the
public arena of a transport interchange in
Vereeniging's urban centre, and the oppor-
tunities created within a zone where many
people of different backgrounds converge
and interact. Therefore the document looks
at various forms of transport converging on a
single node and how best to integrate these
into a single zone where all can feed off one
another and enhance the experience within
the public transport realm itself.

The divisions of race, class & income cannot
be wished away in Vereeniging, therefore the
urban context of the inner city needs to be
addressed (this indirectly affects the mind-
sets of the city’s inhabitants).

The local informal economy, mini-bus taxi
industry, bus services and rail have each
appropriated responses to overcome the
obstacles of segregation. The entrenched
presence of the local informal economy and
mini-bus taxi industry and its legal conflict
with formal urban systems further fuels their
independence. This still young newly found
independence can mature in an urban inter-
vention in which new rules of engagement
are charted and a new tradition in the built
environment begins.

Therefore a gateway is a metaphor for the
integration of public transport modes into a
point of convergence at an urban movement
node. It is also here at the threshold of this
gateway, in and out of the city, that trade is
best exploited and social engagements have
the highest potential. It is not about eras-
ing but rather reassembling a viable urban
future, through learning from and working

within the given conditions. 1
13
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Methodology

The structure used for the methodology is a
standard structure for architecture that con-
sists of four main stages: an initiation phase,
critical argumentative phase, active research
phase and the final phase.

The initiation phase begins by crafting the
topic. The roots of the topic are explained
and investigations are made. The topic is
also explored through architectural theory.
The architectural theory discussed in this
research report was encountered through
reading groups lead by Prof. Jonathan Noble.
The theory discussed in these sessions most-
ly addressed urban and architectural theory
relating to time in modernity.

The second phase builds an argument for the
topic by defining problems relative to the
architectural field and discussing it through
the context of Vereeniging. The dialogue is
gathered and summarized into a maifesto.

The third phase responds to the challenges
in the manifesto. It is a focussed discussion
on challenges in the manifesto, this broadens
the research to highlight design consider-
ations that will be carried through into the
design development. This research stage is
commonly understood as a combination of a
contextual and visual analysis. The informa-
tion gathered from the analysis helps illus-
trate issues, and describes the physical built
environment. This process includes obser-
vations, interviews, diagrams and drawings
(technical and creative).

The last phase focuses on the design pro-

FIG. 8:
Research mind map
Source: author’s own

cess. Case studies are first examined to help
develop and explore workable programme
for the intended design. A step by step
response to phase 3 is explained in the form
of diagrams. These diagrams help to lead
the design towards the final drawings. This
would also include diagrams to help relate
the final drawings to the initial theory from
phase one.
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Introduction

In order to build up an
understanding of the public
realm of an industrial city,

a series of explorations and
questions have been under-
taken. Through the process
of exploration of theories , a
method of asking, exploring
and answering has lead to a
better understanding of the
motives behind the document
and will in turn allow for a
holistic design.

In order to define space

and place, this documented
theory begins with exploring
the notion of space and place
and comparatively argues
between two extremes. These
questions were raise in read-
ing groups lead by Jonathan
Noble. Out of the theory
explored from the reading
group two main ordering
principles were deduced:
defining place and the cre-
ation of place. Each principle
has been catalogued into a
section composing of various
ideas and theories, which
shall be discussed in detail in
the chapters to follow.

The notion of ‘raum’

The word ‘space’in the English
language is limited and restric-
tive and, to confuse us further,
may also refer to outer space.
Therefore an expansive under-
standing is necessary.

The conception of the notion of space into an
ideology, that it is a representation of intel-
lectual thought, and the systems imposed

on them is at first an extremely intimidating
task. The German word for space ‘raum, also
means room, but here the meaning implies
expansion or availability of space in a positive
manner (van de Ven, 1980: Xll). The German
language amplified the science as it is easier
through this medium to understand and
identify raum as a representation of abstract-
ed and unconstrained intellectual ideas (van
de Ven, 1980: XIII).

The difficult task of manifesting the ideology

of raum may have been alien, but the concept
of raum as a fundamental tool of architecture
is a German contribution that was born out
of the science of perception psychology-‘und
analyse’

Raum is a familiar concept to architects
nowadays, but according to Immanuel Kant,
a German philosopher, space and time is a
primary condition of human intuition (van
de Ven, 1980: XI). Human beings thus have a
fixed or hard-wired natural understanding of
space and time. This is a survival skill that has
evolved over time.

Firstly, consider the role our senses play in
forming an awareness of our surroundings
and of our physical bodies - this assists us in
identifying space or spatial dimension. Spatial
dimension is summarized by Mitchell. W.
Schwarzer, an architectural historian, where
he charges the emergences of architectural
space as having dimensions of a relative,
moving and dynamic entity (Vidler, 2000: 2).
Secondly, the ability to perceive time enables
us to consciously react in real time to a situa-
tion, such as avoiding a collision by increasing
one’s pace.

Sensibly, one could argue that time is the
least obvious component in the construct of a
spatial experience as it is intangible. Humans
cannot physically see it, touch it or examine it.
It is beyond our sense of vision, but we know
it exists because we are intuitively aware of
time passing.

These intuitions are essential in order to grasp
a spatial experience that is only achieved by
moving our bodies through space and time.
Raum and the inevitable experience of it
occurs on different scales: macro scale (the
city and landscape) and micro scale (engag-
ing with smaller aspects of the city: a specific
building or place in the city or street inter-
face).




an uncertain, irrational and purposeless
universe (The Lexicon Webster Dictionary,
1979: 344). It is this very philosophy that
questions our pace of life from one extreme
to the other, from Davies poem ‘Leisure’...
“a poor life this, if full of care, we have no
time to stand and stare.” to carpe diem.

THEORY EXPLORATION

FIG.11:
Highway intersection in Los Angeles.
Source: www.skolatroubky.com
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Screen interface/ encounters in the city.
Soure: www.hotelmela.com
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Berlin Station
Source: www.hotelmela.com

The constant growth and development of a
modern city that supports a modern life-style
is the speeding up of modernity. What results
from the urban growth are vectorial , the
shortest and most direct path between two
points, movement networks that shorten the
time between arrival and departure.

The intrusion caused by this was the train
timetable dictating social time as opposed
to an agricultural almanac. The irony here is
that an almanac is planned with the natu-
ral rhythms of nature to which humans are
more attuned, whereas a train timetable is
man-made and is completely forced upon a
society.

Social time is shaped by timetables and
rhythms and is enacted through various
broadly secular and religious systems of social
disciplines (May et al, 2001: 4). Its experience
is multiple and heterogeneous and in social
practice is spatially composed - thus making
it dynamic (Thrift, 1988).

For instance, if greater productivity is to be
achieved, it will rely upon a time-based
discipline, so that the worker’s use of time
is monitored through an appropriate use of
space in the workplace (May et al, 2001: 5).
Similarly, other needs will also arise in a
society.
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FIG. 14:
Vanna Venturi House, 1964
Source: www.dezeen.com

I B

Venturi sketch of the Vanna Ventrui House
Source: www.dezeen.com, drawn by Venturi
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INITIATION PHASE

FIG. 16:
A house on Mareka Street, Sharpeville.
Photo: author’s own

FIG.17:

The elephant on the wall - A house on
Umtata Street, Three Rivers.
Vereeniging.

Photo: author’s own

Fig. 16 and 17 exhibit that behaviour of
imprinting where personalities begin to
emerge, like pretentious elephants. The
two examples illustrate how between
classes of wealth, rich and humble, both
express individuality. The boundary wall

is emphasized as it is the facade to the
street, and the closest built form to passing
vehicle traffic.

FIG. 18:

Neigbours sharing a courtyard in Roshnee.
Photo: author’s own, courtesy of Suleman
Khata.

Mr Khata had explained in an interview
that a shared courtyard was a common
practice in Top Location where he once
lived. There was a sense of social engage-
ment that was experienced and enjoyed by
the community. This experience therefore
motivated the decision between the
neighbours to remove the wall dividing
their property.



FIG.19:
Buffalo Bill's house interior appears unsuspecting.
Source: www.youtube.com/watch?v=yNeQm5aqrHo

FIG. 21:
Buffalo Bill's house
Source: www.dailymail.co.uk

THEORY EXPLORATION

FIG. 20:
Buffalo Bill's secret basement/ cellar.
Source: www.youtube.com/watch?v=yNeQm5aqrHo

Note:
The above images are not to be confused with the ‘American Old West' hitorical personality - William Frederick Cody (1846-
1917). Buffalo Bill in this case is a fictional character from the film “Silience of the Lambs” (1991).
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INITIATION PHASE

FIG. 22:

Birds eye view of

Seoul airport.

Photo: unknown author

FIG. 23:

Interior view of the
Seoul airport concourse.
Photo: unknown author

FIG. 24: A
Airport advertising.
Source: www. projectfireproducts.co.uk

FIG. 25: >
A view above Seoul airport concourse.
Photo: unknown author




Escaping speed

The inner-reflectance of the ar-
chitecture is aimed at dulling out
the surroundings.

The notion of place-making like the home
also suspends time which strikes a memo-
rable chord. The memories and experiences
associated with architecture is what makes it
slow and the more time we take to explore a
building, the more we get to experience and
carry with us in memory.

The Vaal landscape, consisting of Sasolburg,
Vanderbijlpark and Vereeniging, is cluttered
with uninspiring strip development style
shops and car lots adorned with signage.
Their materials, structure and even their sig-
nage differs little from their neighbours and
in the foreground, juxtaposed stands industry
as represented by this Steel Mill (fig. 26).

To live in such surroundings reminds me of
what Morris (1902: 113) once said, ‘Let us eat
and drink for tomorrow we die, choked by
filth! A fine example of the contrast to this

environment is the Vaal University of Technol-
ogy (VUT) Chapel.

The chapel was commissioned by VUT in
2004 and built in the residential district of
the campus. It is often tertiary institutions
that invest in architecture, as they should. The
chapel was designed with universal reli-
gious themes and is a multi-denominational
building, primarily to be used as a place of
worship, solace and peace for students. These
universal themes are expressed through
hierarchy ordering, approach and transition
through raum, lightness of structure, quality
of light, vertical elements and water.

The hall (fig. 29) is the main reception in the
chapel. Itis the heart of the building and
attains a hierarchy in the manner with which
raum is treated. Exterior eye-level sight is cut
off from the interior and from inside the hall
one is more aware of the internal space. This
is a manifestation of the inner-reflectance
aimed to dull out the surroundings and it is
a common characteristic in religious archi-
tecture abroad. The Luxor temple complex
comes to mind (fig.35) and illustrates how it
transports the visitor into isolation.

Walking around the perimeter of the VUT
chapel one becomes aware of the dimensions
of the building. The first being the primary
element of the chapel hall with its precise
and rectangular shape; the second being

the adjoining garden wall, courtyard and
vertical elements that juxtapose the central
hall. These secondary elements reshape the
building’s boundaries with its environment -
setting it apart and creating a chora, a term
used by Plato a Greek philosopher which
means a nourishing quality that “gives place’,
like that of great Zimbabwe.

Another fine example of chora can be found
in the feature of courtyards and gardens
which are an essential part of Islamic

FIG. 26:

THEORY EXPLORATION

Steel mill in Vereeniging
Photo: authors own

FIG. 28:

VUT Chapel sketch.
Drawing: Adapted draw-
ing after Henrie Comrie

FIG. 27:
VUT Chapel plan.
Drawing: Drawn after Henri Comrie

FIG. 29:
VUT Chapel Hall.
Photo: authors own
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Vereeniging Jumah Masjid Street Chapel courtyard. VUT chapel. Vanderbijlpark, 2004. Architect: Henrie Comrie
elevation Photo: authors own Photo: authors own

Photo: Google earth

FIG.36 >
Gravel path.
Photo: authors own

FIG.37:
. < FIG.35: Entrance.
5 J1 Luxor temple. Photo:
- z; gt T i K Drawing: www.temployeternidad.blogspot.com authors own
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FIG. 40:

Great Zimbabwe.

Photo: unknown author

-
FIG. 41:

La Tourette Monastery
Photo: www.architectage.com

THEORY EXPLORATION

FIG. 43:
Chapel tower
Photo: authors own

FIG. 44:
Chapel ceiling panels & interior.
Photo: authors own

FIG. 42:
Christian Basilica
Drawing: Drawn after K. J. Conant

FIG. 45:
View of the river over the garden wall
Photo: authors own
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INITIATION PHASE

FIG. 47:
Cloud Gate's
§ distorted re-
flections on
its surface.
Photo: www.
craftcouncil.
org

FIG. 48:

Plan & sec-
tion of Could
Gate steel
structure.
Drawings:
Chris Horn-
zee-Jones

FIG. 49:
Cross section
of the human
eye.
Drawing:
WWW.pass-
myexams.
co.uk

# FIG. 46:

! Cloud Gate

Photo: www.sensefunc-
tion.blogspot.com

The temporal discourse or liminality is a
dynamic tension between the proposition
of rapid space versus its alternative of slow
raum in the city - and it is here that a mar-
ginal view arises (Smith, 2001).

Liminality is associated with the realm

of juxtaposition and blurring between
different practices and theories; and is in
contrast to the more traditional percep-
tions of reality which are differentiated
between forms of knowledge, practice and
experience. It is also the modes of creative
opportunity that operate within the gaps
and slips of conventional thought and
phenomenology (Lewis et al, 2008). Enter
the liminal zone and be wary for it is a pre-
carious and dangerous place. Individuals
operate within this zone between different
social roles.

There is a rite of liminality which is an
unpredictable threshold between a per-
son’s prior role in society and his or her
new evolved existence. Architecturally
this translates into a transitional space
which is neither one place nor another,

it is neither one discipline nor another, it
rather becomes a third raum in-between.
Architecturally this translates into a transi-
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Sketch plan of Union buildings and gardens Protests infront of the union buildings. Date unknown
Drawing: authors own Photo: www.bdlive.co.za
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INITIATION PHASE

Salvador Dali walking his giant anteater.
Photo: www.cdn8.openculture.com




Conclusion

Space has been defined as a stable contain-
er for bodies and objects, but as a tool of
architecture it becomes more than a design
component to shelter us from storms.

The resulting architecture becomes an instru-
ment of measure, a sum of knowledge that
contends with the environment and organiz-
es society’s space and time - this we under-
stand as raum which is expansive rather than
limited and restrictive.

Organizing society’s raum is a contemporary
renewal that exists in an age of expanding
airports built, on land reclaimed from the sea,
shopping malls, or markets, quiet places like
chapels, mosques, temples and our homes
which offer us refuge from the uninspiring
overexposure to the work place of the city.

Werner et al (1985) in their writings made
empirical studies which helped diagnose the
city’s adverse effects, but are those affects
lurthargic? Virilio and Koolhaas, amoungst
others, argue the aftermath of Modernism
and its detrimental affects on the modern city
and architecture.

What if we were to ask the hipster if he
approves of the modern city and its archi-
tecture? The hipster lifestyle is a modern
adaption from the Latin ‘festina lente. The
French refer to the Roman ‘hasten slowly’as
the flaneur, which is someone who loves to
be seen and leisurely experience street life
in the city. To put this character to light, he is
Salvador Dali with a voluptuous moustache
or beard, to whom is owed the social urban
trends, walking his giant ant eater (fig. 56).

Subsequently this character would feel out of
place on a farm where there the city’s over-

exposure and hyper-reality don't exist. To the
flaneur who is an extrovert, is naked without
the city. Like the house is a canvas for our
identity which lends from our psyche, so the
extrovert is the canvas and the city is his iden-
tity. Therefore as our notion of space and time
have become expansive so must our under-
standing of the people who participate in it -
it is a diverse urban environment chain where
each realise on the other. The calm pocketin a
city, such as a home, is best experienced after
a long hard day of work. This also extends to
public raum and street life in a city caught up
in haste.

The city experience has changed into such

a manner that the human psyche relies on

it and finds comfort in it too. If the hipster is
well and truly in love with the city, then surely
there are places that embody transcending
spatial experiences, that he/she associates
with arrival and departure in the city? This
place could be unique to the city and be
unlike any other city.

Every megacity has a some form of a transit
station; train stations, airports, bus stations
and mini-bus taxi ranks; these architectural
typologies have the potential to be gate-
ways into the city- they are really places of
assembly, wating and dispersal. What can be
exploited at the threshold of these gateway
buildings is the potential for social engage-
ment and informal trade, which often occurs
outside a building- the third raum.

Transit buildings in a city are important
because they bring the work and home closer
together, but it would be far more benefi-

cial to expand beyond that brutal function,
otherwise is it lost space (refer to page 52-53)

to the flaneur and a conveyor belt to the
commuter. Therefore the gateway building
begs for an expansive notion of space and
time in the city. The building should not be
designed as a machine, but rather as a place
to also exploit social engagement that is more
integrated with the pedestrian, and poten-
tially transending everyone who enters it into
the flanuer. Thus our relationship with the city
is improved.

THEORY EXPLORATION
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FIG. 57

AVIEW OF THE NORTHERN PORTION OF THE CI

# This photograph was taken from the roof top of the
Merriman Building on Merriman Avenue.

Source: author’s own
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FIG. 58:
Table showing urbanization levels per province in South Africa, 2001.
source: StatsSA report No. 03-04-02, 2006: 23.
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FIG.59:
Table showing South Africa’s Historical urbanisation trends from 1904-2001
source: StatsSA report No. 03-04-03, 2006: 22.
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Preface

A hundred years ago, a small
proportion of the population
lived in cities, today South Africa
is very close to being classified
as an urbanized society.

South Africa has been experiencing a very
rapid growth and change, writes Prof. R.S Uy-
tenbogaardt and Pro. David Dewar (1991:10)
of the university of Cape Town. This has in
large, been due to the economy experienc-
ing a large boom which had allowed a lot of
infrastructure and development to occur in
both the public and the private sectors. These
dynamics, in turn, generated considerable
thought and debate on economic, social,
political and cultural fronts about the devel-
opment path society should adopt. Amongst
the most far-reaching dynamics of change
has been urbanization.

They explain how a hundred years ago, a
small proportion of the population lived in
cities, today the country is very close to
being classified as an urbanised society. The

indicator of an urbanised society is normally
taken to be when 50% of the population lives
in urban areas. The South African indicator

is at 42%, but this only includes major urban
centres (StatsSA, 2013).

“The process of urbanization”is continuing
and people are flooding to urban areas and
most ‘estimates’ of growth hold that some 26
million people will live in South African cities
by the turn of the century” (Uytenbogaardt et
al, 1991:10).

Statistics South Africa report of 2006 (re-
port No. P0302) indicates that the mid-year
estimates for South Africa’s population in
2006 was a total of 47 390 900, KwaZulu-Natal
having the largest share of the population

at 20.9% followed closely by Gauteng at
20.1%. That means that the population size
of Gauteng is roughly 9 526 200 people, as
shown by the graphs on the following page.
Their report of migration and urbanization in
South Africa (report No. 03-04-2006) states
that in 2001 the total population stood at 44
819 777, with 25 217 571 of them being ur-
banized. Gauteng consisted of a 96% urban-
ization rate.

DEFINING THE PROBLEM
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Secondary Cities

The identification of inter-
mediate cities Vereeniging
should be based on the inter-
action between
various aspects such as size,
location and function.

What is crucial is to have clear motivations for
categorisation and to consider the complexity
of size and functionality indicators.

In South Africa, the term commonly used is
‘secondary cities’ because these cities are
considered to be secondary to metropolitan
areas. However, this term emphasises the
position of cities within the settlement
hierarchy and focuses mainly on indicators of
size rather than function. The population of
secondary cities is usually between 200 000
and 750 000 people (sometimes including
extensive rural populations), which is similar
to the population of smaller metropolitan
municipalities and significantly bigger

than the average small town in South Africa
(Donaldson et al, 2012).

Much of the urban research conducted
around the world focuses on world cities or
larger metropolitan areas. Although such
research is essential, smaller and intermedi-
ate-sized urban centres appear to be neglect-
ed. Historically, the South African Cities Net-
work (SACN) has concentrated on the eight
metropolitan municipalities and Msunduzi.
However, in 2012 the SACN embarked on an
initial exploration of intermediate cities, with
the publication of Secondary Cities in South
Africa: The Start of a Conversation.

Intermediate cities have smaller populations
and economies than all the metropolitan ar-
eas, but some of the larger intermediate cities
are comparable to the smaller metropolitan
areas.

Functionally, intermediate cities play an im-
portant role in managing urbanization,
contribute to international competitiveness,
are important for the country at a nation-

al scale and perform significant regional
services and social roles. Yet, despite these
important roles, most of the six cities appear
to be locked into growth pathways that will
be extremely difficult to break. These cities
are also more vulnerable than metropolitan
areas, as they rely on mining and energy
creation and/or on one dominant manufac-
turing subsector, and have a small but
significant dependence on global markets.

Like metropolitan areas, intermediate cities
struggle with internal and external pres-
sures. Internal pressures include municipal
governance and management, municipal
finance, strategic planning, spatial planning,
municipal infrastructure, business-municipal
relations and significant levels of urban pov-
erty. At the same time, the cities have to deal
with external pressures, including national
planning, freight infrastructure decisions,
environmental issues and demarcation
processes. While these pressures are not very
different from those of metropolitan munici-
palities, their economic vulnerability (depen-
dence on mining and single manufacturing
subsectors) make intermediate cities signifi-
cantly more vulnerable in the medium

and long term.

For the last few decades, researchers have
neglected intermediate-sized cities, even

though scholars have recognised their impor-
tance. For instance, in the mid-1980s,
Rondinelli (1983: 85) wrote that despite their
relative weakness in economies of develop-
ing countries, intermediate cities seem to
perform important economic and social
functions that can contribute to national
development' Intermediate cities play a par-
ticularly important role in rural development
because they serve as centres for trade, and
public and private services (Bolay et al, 2004;
Rodriguez-Pose et al, 2013).

Economic activity is increasingly
centred in the world’s main
cities and large urban areas

(Rodriguez-Pose et al,
2013; World Bank, 2009),
but the majority of the world’s
population do not live in these
centres.

So what future
awaits the millions of people
who live either in intermediate
or in small cities in
South Africa?

DEFINING THE PROBLEM
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FIG. 63:

The Garden City Plan by
Ebenezer Howard.
Source: Beevers, 1989: 138

Vereeniging Central Area

Industrial

FIG. 64:

The Garden City concept
sketch of Vereeniging.
Source: Vereeniging Inner
City Regeneration & Busi-
ness, 2013: 59

City at a mega scale

Uytenbogaardt and Dewar, both Professors
from the University of Cape Town, (1991:10)
point out that a significant majority of the
South African urban population is occurring
amongst the poorest people; the dominant
tendency is towards a younger poor urban
population. Accompanying this dynamic of
growth are high and increasing levels of pov-
erty, unemployment and inequality within
the largest cities. They explain how increasing
numbers of people struggle daily to satisfy
their basic needs, in the face of tremendous
difficulties.

The built up fabric of Vereeniging is charac-
terized by low density sprawl. This can be
attributed largely to the following factors:

A segregated community caused by so-
cial-political policies set out by the apartheid
regime.

city zoning; such as industrial zones, which
are exclusively industrial buildings, that are
wedged in-between middle class suburbs.

DEFINING THE PROBLEM

A specialized industrial city, mainly produc-
ing steel and construction materials, which
has developed an aggregate and sluggish
economy which directly impacts the built
environment.

Advances in technology such as transport
have allowed commuters to traverse over
large distances in a short period of time.
While these separate aspects have had
different impacts in terms of urban form,
Dewar (2004:9) maintains that the dominant
tendency has been of increasing sprawl and
successively decreasing density.

Upon closer inspection of Vereeniging and
Gauteng at large, it bares a resemblance to
the ideas based on the Garden City as theo-
retically developed by Ebenezer Howard.

The more affluent white residences of nearby
Vanderbijlpark and the Vereeniging sub-

urbs were planned according to the “garden
city design” scheme (Hallowes et al, 2006).
Thousands of trees were planted lining roads
and avenues and suburbs were shielded

from traffic by broad avenues. Stands were
arranged circling around institution buildings
and parks. The centred nodes of grouped or
single standing institutional buildings, mostly
churches or parks, created a rippled affect in
the urban landscape.

To the far outskirts of the city one encounters
agriculture which is visible from highways
leaving the city. This urban approach was
thought to balance out the presence of the
heavy industrial industry and was strongly
supported by the founder of ISCOR & ESCOM
(Hallowes et al, 2006: 83), Dr H. van der Bijl:
“It is well-known that the residential environ-
ment of the worker has a far-reaching effect
on his health, state of mind and consequently
on his efficiency and productivity”, (Vesco
1948: 5). 38
39
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Layers of the urban structure as by Dewar. Layers of Vereeniging's urban structure
Source: Dewar et al, 2004: 6 Source: author’s own
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Herbert and Sosnovsky (1986: 5) explain how
the garden city and the principal mutant of
the Garden City idea, the Garden Suburb, were
amongst the most powerful formal and con-
ceptual stimuli to physical and social planners
in the first decades of the 20th century. Their
definition of the Garden City is as follows: “a
town designed for healthy living and industry
of a size that makes possible a full measure of
social life, but not larger, surrounded by the a
rural belt, the whole of the land being in pub-
lic ownership or held in trust for the commu-
nity”. The authors also argue how the Garden
Suburb in some ways was a fundamental
contradiction to the central idea of the Garden
City, which is meant to be a self-contained
community embracing a balance of living,
agriculture and industry”.

Jane Jacobs, an American born Canadian
urbanist, writer and activist (1961:18-19) ar-
gues how city planners and designers with no
interest in the Garden City are still thoroughly
governed intellectually by its underlying prin-
ciples. Jacobs argues the faults with Ebenezer
Howard’s model of the Garden City as city
destroying ideas, they are as follows:

«  Focus on the provision of wholesome
housing as a central problem

«  Categorizing city functions into simple
uses

« Arranging each city function into a self
contained zones

«  Housing is defined by suburbian and
small town physical qualities

«  The urban planning is paternalistic and
authoritarian

. Commerce interpreted as a routine, stan-
dardized and self-limited market

Charles Correa, an Indian architect and
planner (1989:77)notes that it is impossible to
enforce a fixed and preconceived plan in the

third world due to the expected scale of urban
growth. What Correa argues for is a flexible
structural plan with the potential for growth
points, which historically have been points of
intersection and/ or transfer.

Developing countries are exactly as how
Correa has explained it: Their social, economic
and physical structure in the public realm is
still in the development stages. To try and
enforce a final outcome to a project without
allowing for future growth or integration is
near impossible. With the rate at which South
Africa is growing and changing, a completed
end picture is not a viable option with regard
to public structure.

Prof. David Dewar and Prof. Fabio Todeschini
(2004: 5) categorize the major elements of
public structure as: green space, movement,
public urban space, social institutions, util-

ity services and emergency services. Their
ideas counteract the Garden City Utopia, and
instead attempts to integrate and intricate a
multifaceted cultural life of a metropolis into
the public arena as suggested by Jane Jacobs.

This document shall focus on these elements
of public structure, with the main focus on
movement and public urban space.

DEFINING THE PROBLEM
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Topographical Map of Vereeniging, 2006

source: NG archives

FIG. 66:



Convergence
& Transition

The invention of motorised transport has
transformed the perception of the urban
environment through the inclusion of speed
as a factor. One can only visually momentarily
engage momentarily with the signs and views
of the an area as you pass through it at a high
speed. The measure of distance is no longer
related to the shortest journey but relative to
the time taken to reach the destination. Speed
as a factor in the equation of travel has trans-
formed our urban environment.

An affordable, convenient public transport
system has become a necessity in modern
South Africa, as work opportunities and places

of residence move further apart. Dewar et al
(1991:17) argue: “The entire point about ur-
banization is that with the increasing agglom-
eration, high orders of opportunities, activities
and facilities can be supported if the urban
poor are to gain physical access to these;
however, an efficient, viable and co-ordinated
public transportation is a pre-requisite. It is
not an option”. This coupled with the demo-
graphics of country moving towards a poorer
and younger one, therefore more pressure is
placed on government to provide for trans-
port infrastructure.

Dewar et al (1991: 17) also argue that those liv-
ing in cities in developing countries won't be
able to afford private transport in order to gain
access to facilities. This is further aggravated
by inflation rising the cost of petrol in recent
times. This confronts a major flaw in South
Africa to the degree to which urban living is
dependent upon the automobile, which in
turn the urban poor are spatially marginalized
and materially impoverished by the city. The
technology of movement should be accessible
to all.

Modern day cities place emphasis on trans-
portation due to the above mentioned issues.
Although Vereeniging does have an extensive
rail and road network, public transport is yet
to be fully integrated into everyday urban life
at an efficient and functional level. The city is
surrounded by a rail line and all major roads
in the region converge to its centre. There are
main arterial roads that allow access into the
various parts of the city, and lastly the sub-
urban roads which allow further penetration
into various areas. These routes give prefer-
ence to the vehicle over the pedestrian and
shape the way in which the city has developed
according to the availability of various oppor-
tunities.

Places where journeys commence and end

have been made memorable as places where
people converge and interact. These places
have always had some kind of identity and
importance. They act as the initial hand
shake one would receive when entering into
a new area, the introduction to what you
might expect, or as the final good bye or last
memory of an area when leaving.

The problem South Africa, along with many
developing countries, is facing is the incon-
venience of waiting times and the unreli-
ability of public transport. This has lead to a
large amount of private vehicles making the
use of the road infrastructure. Although the
need for an effective form of public transport
is quickly becoming apparent as Dewar et al
(2004: 21) suggests:

“The current situation is highly problematic,
because of the distorted, entrenched, histor-
ical pattern of the urban opportunities and
sprawling nature of the urban growth, the ur-
ban environment, the urban system militates
against pedestrian movement. It also gener-
ates large amounts of one-way traffic at peak
hours, with dramatic fall off at non-peak pe-
riods. This characterizes, and pattern of low
density sprawl makes large capacity, fixed-
line movement modes frequently non-viable.
This lack of high capacity fixed-line public
transportation has two major consequences:
One is that many households, which would
otherwise not choose to do so, are forced to
own cars, and the other has been the birth
of a vigorous and weakly regulated mini-bus
industry.”

The apartheid regime’s of policies of sep-
aration opened a market that lead to the
emergence of the mini-bus taxi industry.
Even though the regime has ended, the taxi
industry is still booming. Many people rely
on it for daily transport. This has many op-
portunities and challenges which are deeply
rooted into the South African way of life.

DEFINING THE PROBLEM

A lot of these problems mentioned above are
visible in Vereeniging along routes such as
the R59, which is the main route to Johan-
nesburg, and the Klip River bridge along
Houtkop Road. Endless vehicle convoys are
witnessed in the early hours of the morning
on the R59 and in the late evenings; itis a
testament to a survival and seeking capital
from a wealthier and more established city.
Houtkop Road is an important corridor

in Vereeniging as it connects Sebonkeng,

a western township, more directly to the
wealthier suburb of Three Rivers and its
emerging business district. The effect of this
bottle-necks traffic on the Klip River bridge
during peak hours; which could be avoided
through a public transport route that utilizes
main roads that lead into the Vereeniging
CBD and into the Three River suburb main
road, General Hertzog Road. Therefore it

is clear that to relieve the stress placed on
these routes, an effective public transport
network needs to be developed.

This document is therefore an exploration
into the effects of a public transport on the
built form of the city and the opportunities
which a transport node or terminal creates.
The mini-bus taxi industry and Metrorail are
of significance and the opportunities that

lie there in, through the creation of a public
transport interchange node. By carefully
acknowledging the opportunities that the
movement of people converging on a point,
namely the node itself, provides for interac-
tion and how to best capitalise on this. The
problem with many existing nodes is that of
a negative, sterile, pragmatic and utilitarian
space. Many of these existing nodes miss the
opportunities afforded to them by the mixed
cultures of people moving through them.
The aim of this document is to challenge this
negativity and sterility through the creation
of public space through the application of
the lessons learnt in the chapters to foIIow.42
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Indicators for public transport in Vereeniging
source: DITP 2008-2013 Sedibeng District Munciplaity



Public transport
network & stakeholdlers

An integrated public transport network is a
standard adapted to most cities and district
conditions. In this situation it is becoming
increasingly obvious that the integration of
different means of transport plays a fun-
damental role in the success of a transport
system. Hence the old concept of train, bus

or taxi stations is no longer valid today. In this
view, the public transport action plan phase 1
(2007-2010): catalytic integrated rapid public
transport network projects indicated that in
general, especially for the larger cities, this will
require a city-wide controlled network of rapid
public transport corridors together with a fine
grained feeder system for smaller busses, taxis,
bicycles, pedestrians access as well as metered
taxis and park and ride facilities. The network
will prioritize public transport, walking and
cycling over private vehicle travel and will
dedicate road space to these priority modes.
Mezghani (2005: 47) has emphasized that the
collaboration of authorities and operators
involved in the supply of public transport
service offers a guarantee for enhanced
interoperability and intermodality which is a
critical factor in the quality of the whole trans-
port system. A good documented example

is in Germany where encouragement of the
integration of tickets, timetables, informa-
tion and payment methods in a specific area
contributed considerably to improvements

in the quality of public transport systems. In
Sedibeng's case, user suffer the inconvenience
of having to tackle multiple transfers and dif-
ferent fares based on the location, depending
on the form of transport they wish to use. As a
consequence of this, a notable lack of co-or-
dination is apparent in the district. The effect

of this situation is strongly experienced by the
Sedibeng public transport users, who are also
affected by the public transport system costs,
onto whom higher fares are charged. Thus

far McLeod (1999: 221) cautioned that the
determination of the transport quality service
for the automobile, bus, bicycle and pedestri-
an modes on urban arterials could be struc-
tured to take a multimodal analysis approach
instead of an automobile approach.

Public transport is an essential aspect of
society and offers considerable opportunities
as in integrated factor, which contributes to
better social and economic quality of life. In
this sense, the Gauteng Integrated Public
Transport Network (2006) attempted to inte-
grate the SDM network, captured on the area
of origin of subsidized bus contract services
namely: Gauteng Coaches, Ipelegeng and
Comuta Vaal Buses. In this fashion taxi services
also capture the same areas of origin as that
of the subsidized services. As a result these
subsidized bus services operate from the
peripheral of townships in the north, near the
main central business districts of Vanderbijl-
park and Vereeniging, as well as the industrial
areas around Meyerton and key residential
areas. There are also fairly strong cross-board-
er movements into Johannesburg, particularly
by rail.

The Metrorail line from Kwaggastroom joins
with the Soweto Priority A line and then enters
the Johannesburg CBD. The existing public
transport network between Johannesburg
and SDM were developed on optimal links
between the two CBDs: Vereeniging and
Johannesburg. This design, particularly the rail
network, currently is aging having operated
unchanged, since 1952, in the SDM region for
over sixty four years. It is grossly over capacity
and straining the aged infrastructure, thus
leaving commuters vulnerable to the conse-
quences due to safety and disregard.

DEFINING THE PROBLEM
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FIG.68:
Depicts what is defined as anit-space or lost space in the city
(refer to page 52-53). Note the invasive presence of private
vehicles in civic, commerce and public transport spaces.
Source: author’s own
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FIG. 69:

Civic Centre parking lot is empty for most of the year as seen in
this photo. Palisade fencing around this precinct further isolates
what should be publically accessible.

Photo: author’s own

FIG. 70:

Markpark Mall roof top parking is isolated from the rest of the
city, which the ramp being the only access. Walls measure approx-
imately 2.3m high and are impossible to look over.

Photo: author’s own

FIG.71:

A view to the southern end of the city a landfill is visible. It is
the reminisce from the old coal mine shafts just behind it. The
Southern reaches of the region and across the Vaal river are still
being mined for coal and clay deposits. Mining has ravaged the
landscape and it is unfit for habitation.

Photo: author’s own

FIG.72:

Markpark Mall parking, mostly tarmac claimed what was called
the “Spoorweg Plein” or Railway Square that was formerly a park
before 1982. It has recently been reappropriated by Informal
traders.

Photo: author’s own
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FIG.73:

Note the richer internal environment

of Markpark Mall compared to outdoor spaces.
Photo: author’s own

FIG. 74:

Car dealerships, second hand and new, are a common presence
in Vereeniging. It radically alters the street character. The struc-
tures are generic and similar to one another.

Photo: author’s own

Sterility

- Richard Sennett (1994: 25), a Prof. of sociolo-

gy and humanity, refers to what he calls the
“contemporary problem”. Sennett refers to
the sensory deprivation that seems to curse
most modern buildings, the dullness, the mo-
notony and tactile sterility which afflicts the
urban environment. The Traveler experiences
the world in narcotic terms, in that indoor
environments are leisurely enhanced be it
through temperature or light, and the body
moves passively to destinations set in frag-
mented and discontinuous urban geography.

This has lead to the question: how do you
turn sterilized functional space into some-
thing more humane?

Currently, transportation and transportation
nodes are focused on getting the commuter
from one place to the next as quickly and
efficiently as possible. The reason being that
the more people they move, the more reve-
nue they generate. Even the stalls and shops
within these nodes are geared toward this.

Walking along Union Street next to the

Vereeniging Station reveals this. Opposite
the Station is a monolithic mall consisting of
shops, stalls and semi-public seating areas.
The mall, Markpark Mall, is set apart from the
areas where commuters sit and wait. There
are large open areas with very little happen-
ing, and very few views out into the city or
even out to the station opposite it.

Out on the station island platform commuters
waiting for the trains sit by themselves and
do not engage with the people sitting around
them. Transport nodes have the potential to
be very exciting and vibrant spaces. They are
filled with movement 24 hours a day. Itis a
public space and there are people from all
walks of life, of all shapes and sizes, constant-
ly flowing in and out of it doors. This presents
commuters with the perfect opportunity for
chance-interactions with that of the ‘oth-

er’. It can be viewed as an iconic space as it
represents the local identity and pride of a
region or city.

Therefore this notion has lead to the idea that
a transport node can be a gateway for arrival
and departure; and opening the possibility
as a social meeting point. The public space
becomes like a stage where visitors become
the actors. It should be a space where people

can take a break, get some exercise and
breathe. These ideas have been achieved in
many forms and sizes in different examples,
not necessarily only in the form of a transport
node. The one extreme could be scale of the
Champs-Elysees in Paris, with its many cafes
and idyllic tree lined streets. On the other
hand it could be as simple as a street in a local
suburb.

Allan Jacobs (1993: 4), a professor at the
University of California, talks about streets as
places of social and commercial encounter
and exchange. They are where you meet peo-
ple, which is a basic reason to have cities. The
street movement which is about watching,
passing and generally movement of people,
of forms and fleeing faces, changing postures
and dress. You notice people ahead of you
and over your shoulder or not at all. Absorbed
in whatever has taken your attention for that
moment, but aware and comfortable by the
presence of others all the same. It is possible
to stand in one place or to sit and watch the
show.

In order to challenge this sterility, the idea
of place theory has been introduced. It will
be discussed in the section “Urban Spatial
Design”.
46
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FIG. 75:

VIEW OF THE NORTHERN PORTION OF THE CITY
his photograph was taken from the roof top of the
Merriman Building on Merriman Avenue.
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Manifesto Overview

This structure enquires into urban spatial
planning as proposed by Crane, Trunik &
Lynch. Each author elaborates more into a
grand scheme, and when stitched togeth-
er offers an analytical critque and design
requirements that can be applied.

One of the key challenges of the proposed
site is that of sterility, dense control/ con-
gestion and a totally unintregrated system.
Therefore the document will address these
problems through spatial integration.

This node will not necessarily become a des-
tination, but rather a point along a journey
to another destination. Adoptiing this mind
set early in the design will assist in enhancing
the experience of waiting within social public
spaces.

The questions that arise now are:

«  Define waiting?

+  Where do we wait?

+  Why do we wait?

«  What are we waiting for?

«  What do we do whilst waiting?

Waiting could also be defined as places of de-
lay. Transport nodes are notorious for being
delayed, hence the choice of site and topic.

Charles Correa (1989: 77) notes the follow-
ing:“..because of the scale of urban growth
expected in the third world, it is impossible to
try and enforce a fixed and preconceived end
picture. What is needed is a flexible structural

plan, which indicates potential growth points.

Historically there have been points of inter-

LEFT FIG.:
Manifesto Diagram
Source: author’s own

section and/or of absorbed into a computer
of the transfer”

SETTING OUT THE MANIFESTO
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Vereeniging figure ground diagram U rba n S patial Desig n

Drawing: author’s own

On the basis of research into the evolution
of modern space and analysis of historical
precedents, Trancik (1986: 97) offers three
approaches to urban-design theory:

«  thefigure ground theory
«  thelinkage theory

Place FIG. 109: «  place theory.

A Duagram of urban design theories
source: Trancik, 1986: 98
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Figure ground theory is founded in the study
on the relative land coverage of buildings as
solid mass (figure) to open voids (grounds).
Trancik (1986: 97) explains the following:
“Each urban environment has an existing
pattern of solids and voids, and the fig-
ure-ground approach to spatial design is an
attempt to manipulate these relationships
by adding to, subtracting from, or changing
the physical geometry of the pattern. The
objective of these manipulations is to clarify

the structure of urban spaces in the city or the
street by establishing a hierarchy of spaces of
different sizes that are individually enclosed
but ordered in relation to each other. A
prominent field of solids and voids creates the
suburban pattern, often called the fabric, and
is punctuated by objects, buildings and spac-
es, such as major landmarks or open spaces
that provide focal points and sub-centres
within the field. The figure-ground drawing

is a graphic tool for illustrating mass-void
relationships, a two dimensional abstraction
in plain view that clarifies the structure and
order of urban spaces.”

Legend

. Buildings

. School buildings
. Campus buildings
D Sports stadiums
. School grounds
. Sports & recreation
D Golf Courses
. Industrial

. Heavy industrial

D Residential cluster
. Residential

D Formal township
D Informal township
. Small holdings
. Bushland

. Indigenous forest
. Planted trees

D Planted & Natural grassland

SETTING OUT THE MANIFESTO

FIG.111:
Vereeniging contextual map
Source:ttp://www.gcrol.wits.ac.za/gcrogis1

|:| Wetlands

D Degraded natural vegetation
. Cultivated, commercial land, irrigated

. Cultivated, commercial, dryland

D Bare rock & soil

. New development 52
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CRITICAL ARGUMENTATIVE PHASE

Mega Form

FIG. 112:
Linkage theory diagrams
source: Trancik, 1986: 98

Linkage Theory

Linkage theory is derived from lines connect-
ing one element to another. Trancik (1986:
97) explains the following: “These lines are
formed by streets, pedestrian paths, linear
open spaces, or other linking elements that
physically connect parts of the city. The
designer applying the linkage theory tries to
organize a system of connections, or a net-
work, that establishes a structure for ordering
spaces. Emphasis is placed on the situation
diagram rather than the spatial diagram of

Group Form

Compositional Form

the figure-ground theory. Movement systems
and the efficiency of the infrastructure take
precedence over patterns of defined outdoor
space.”

Trancik (1987: 107) discusses Fumihiko Maki’s,
a Japanese architect and 1993 Pritzker Prize
winner, three different types of formal urban
space: compositional form, mega form and
group form.

Compositional form:
Individual buildings are imposed on a two
dimensional plane. In this type of urban

source: Trancik, 1986: 98
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e

FIG.113:
Vereeniging figure link theory diagram.
Drawing: author’s own

form, spatial linkage is implied rather than
overt and is typical of functionalist planning
methods.

Mega form:

Structures are connected to a linear frame-
work in a hierarchical, open-ended system
where linkage is physically imposed.

Group form:

Group form results from an incremental
accumulation of structures along an amateur
of communal open space, where linkages
naturally and organically evolved. Historic

towns and villages have tended to develop in
this pattern.

The linkage theory can also be applied on
the smaller, more direct scale. It can affect
the success of a single urban space, such as
the transport node in question, and how that
space will work being scrutinized under the
same condition.



Districts

Paths

FIG.114:
Place theory diagrams.
source: Trancik, 1986: 98

Place Theory

The place theory goes one step beyond
figure-ground and linkage theories in that its
components are a product of human needs:
cultural, historical and natural contexts.
Trancik (1986: 98) explains the following:
“Advocates of the place theory give physical
space additional richness by incorporating
unique forms and details indigenous to its
setting. The response to the context often
includes history and the element of time and
attempts to enhance the effect between two
designs and existing conditions. In place
theory, social and cultural values, visual
perceptions of users and individual’s control

Landmarks

Edges

over the immediate public environment, are
as important as principles of lateral enclosure
and linkage.”

Dewar et al (1991: 15) argue that the appro-
priate urban actions and decisions need to
relate to, and are grounded in, the real needs,

requirements and priorities of urban dwellers.

It is the identification of these needs which is
the basis of relevant ideas and which provide
a critical capacity in reviewing or developing
plans.

Trancik (1986: 118-121) discusses the Kevin

SETTING OUT THE MANIFESTO
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FIG.115:

Vereeniging place theory diagrams.

Drawing: author’s own

Lynch, an urban planner and author who
studied under Frank Lloyd Wright, to further
understand place theory: He looked at the
city in Parks in an attempt to define a theory
of place, by looking at the city as a system
that contains the set organizing structures of
psychological significance to the inhabitants.
He recognized that each individual forms

a mental maps of his or her environment,

in which paths, edges, districts, nodes and
landmarks provide important reminders of
physical and psychological orientation, these
were termed as elements of urban form.

The in order for these elements to be success-
ful Lynch noted that these elements should
be designed around the following require-
ments:

«  Legibility: the mental picture of the city
held by the user on the street

«  Structure and identity: the recognizable,
coherent pattern of urban blocks, build-
ings and spaces.

« Image ability: user perception in motion
and how people experience the space of
the city.
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Taxido Junction Street Facade, Section B:B
Drawing: author’s own

FIG. 82:
A Western view down the informal Market outside Markpark Mall.
Photo: author’s own

“Great Streets”

Jacobs (1993: 2)writes, ” You go back to some
streets more often than others, and not
because the things you do or have to do are
more centred on one than the other. Maybe
you focus a part of your life more on one
street for reasons not necessarily economic or
functional. Maybe a particular street unlocks
memories or offers expectations of some-
thing pleasant to be seen or the possibility
of meeting someone, known or new; the
possibility of an encounter. | would rather
drive on a local street to reach my home from
downtown than take the freeways.”’

In the extract Jacobs introduces streets to

us as something that is far more than just
pragmatic or utilitarian. It is a functional
space that offers an experience. He argues
(1993: 3-4) how they moderate the form and
structure and comfort of urban communities.
Sociability is a large part of why cities exist

FIG. 83:

Photos of the pedestrian street through the informal Market, on
what use to be Market Avenue. Note the width of the pedestrian
street that comfortably accommodates informal traders, trees,
furniture and circulation.

Photo: author’s own

and streets are a major, if not the only, public
place for that sociability to develop. Some
streets are for exchange of services or goods,
places to do business. Jacobs (1993:10) also
notes that within cities there are different
kinds of streets: for living, shopping, working,
walking, driving, leisure, or for any other num-
ber of activities or combinations.

This brought me to my next question: what
makes a street great? From the extracts above
we can deduce that they should moderate
form and function. They should be places

of social and commercial encounter and
exchange, and they should focus attention
and activities on one or more centres. In order
for it to be truly great, it should be focused

on the interplay of human activity with the
physical place.

Due to the difficulty of pinpointing the
physical qualities that make certain streets

SETTING OUT THE MANIFESTO

01 .2 345m FIG.81:

Section C:C through Taxido Junction

Drawing: author’s own
9g.

FIG.84 &85: A >

Drawings depicting the threshold quality in the Taxido Junction
Arcade on Union Street. Note the wide pavement in the draw-
ing above that allows for informal trade, dense pedestrian traf-
fic and for shop goods to be displayed. The veranda depicted in
the drawing on the right protects pedestrian from the sun.
Drawing: author’s own

stand out over others, Jacobs (1993: 8-9) sets
out the following criteria for what it is great
streets should do.

Firstly and foremost, a great street should
help make a community. It should facilitate
people acting and interacting to achieve in
concert what they might not alone.

A great street is physically comfortable and
safe. A great street might be cooler and shad-
ier than another on a hot summer day and
therefore more pleasant to be on. It should
provoke a sense of confinement. Physical
safety can mean many things, but the general
concern is that of comfort away from the
traffic and ease of movement.

The best streets encourage participation.
People stop to talk or maybe they sit and
watch, as passive participants, taking in what

™N

the street has to offer. Participation in the life
of the street involves the ability of people
who occupy the buildings, including houses
or shops, to add something to the street,
individually or collectively to be a part of it.
That contribution can take the form of signs,
flowers or awnings or colour, or in altering
bridges.

The best streets are those that can be remem-
bered. They leave strong, long lasting positive
impressions. Thinking of a city, including
one’s own, one might well think of a particu-
lar street and have a desire to be there, such a
street is memorable.

The truly great street is one that is represen-
tative. It is the epitome of a type, to the point
where it can stand for others as a benchmark.
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FIG. 88:

A car dealership on Union Street opposite the Vereeniging Train
station.

Photo: author’s own
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FIG. 89:
Park in front of the Vereeniging Train Station.
Photo: author’s own
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Drawing: author’s own.
Grass lawns be dominanted by the structure of private transport.




Constitution Square, formerly Market Square & Civic Centre.
Photo: author’s own

The Vereeniging Train Station & Taxi Rank on a Sunday.
Photo: author’s own

The Vereeniging Train Station & Taxi Rank on a Friday afternoon.
Photo: author’s own

FIG. 90/2:

Note the fence around the public lawns in the background.
Photo: author’s own

Refer to pg 124-125 for guidelines on public space

Creation of Place

The conditions that generate city diversity are
quite easy to discover by observing places in
which diversity flourishes, and studying the
economic reasons why it can flourish in these
places (Jacobs, 1961: 150-151).

Jacobs argues that in order to generate
diversity in a city’s streets and districts, four
conditions are indispensible:

The district, and indeed ass many of its inter-
nal parts as possible, must serve more than
one primary function; preferably more than
two. These must insure the presence of peo-
ple who go outdoors on different schedules
and are in the places for different purposes,
but who are able to use many facilities in

common.

Most blocks must be short, that is, streets
and opportunities to turn corners must be
frequent.

The district must mingle buildings that vary
in age and in condition, including a good
proportion of old ones so that they vary in
economic yield that they must produce. This
mingling must be fairly close-grained.

There must be a sufficiently dense concen-
tration of people for whatever purposes that
may be there. This includes dense concen-
tration in the case of people who are there
because of residence.

A transport node is the ideal setting for the
diversity of which Jacobs discusses. It allows
for the movement of people almost the
entire day, with people passing through it
for different reasons, and the diversity of the
people using it allows for many more differ-
ent opportunities with regard to use.

Jacobs (1961: 151) explains further stating,”

In combination, these four conditions create
effective economic pools of use... given the
development of these four conditions (or the
best approximation to their full development
that can be managed in real life), a city district
should be able to realize its best potential,
whatever that may be, wherever that may lie”

Dewar et al(1991: 30-35) suggest that three
points need to be stressed about the public
investment structure when looking at urban
public spaces such as “Great Streets"”:

Firstly the elements of infrastructure may

be used differently at different times or in
different contexts according to the domi-
nant needs of the urban population. Public
spaces can be primarily social or they can be
used opportunistically as small scale trading

and manufacturing in viable locations. The
most efficient system will result when the
multi-functional use of urban elements are
promoted, and when these elements meet
the full range of demands thrown upon them.
The understanding of this is that, in the case
of multi-functional space, the elements in
guestion may not accommodate any one
activity optimally and certain conflicts may
be generated. Although the system is en-
riched by this conflict to the greatest degree
possible and resources are optimally utilized
(Dewar et al, 1991: 34).

The second point is about the spatial quality
of such a place. Dewar et al (1991: 35) discuss-
es that although the organizational geometry
of the structure affects the range and type of
opportunities made, the spatial quality of the
applied structure in turn affects the quality

of those choices. For example, if the public
spatial environment is poor, then the entire
environment will be negative. This affect will
follow through regardless of how well the
individual buildings are designed. Converse-
ly, when the public environment is of a high
quality, the pressure is reduced off of individ-
ually built elements and they therefore do not
need to generate quality entirely internally.
Thus, a successful urban public environment
will concern itself with the quality of a space
before anything else. It is the designer’s job
to assess what it is that would make a space
successful, as this may vary according to the
context in which the project is found.

The third point relates to the organization

of the investment into the public structure
and the importance not to remove structural
conflict right away. Dewar et al(1991: 36) add
that the conflict that is generated through
the tension of conflicting or competing
structural elements, creates opportunities to
which people respond to and which results in

complex and diverse environments. 58
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FIG. 93:

Ocupational movement diagram of the Vereeniging Train

Station.
Drawing: author’s own
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This entrance is unsafe as users cross railway tracks, but it is
aresultant to the need for an efficient link from Platform 2 to
the taxi rank.

This space was allocated to be a taxi rank industry, but was
originally a parking lot. It should be designed to better func-
tion as a taxi rank. Currently it lacks facilities such as public
toilets, sufficient structures for trading, socializing (passen-
gers and drivers) and comfortable spaces for waiting.

More than 200 taxis enter and exit through this narrow width
causing a bottle neck effect.

This pedestrian bridge was closed off due to safety concerns.
This puts pressure on the other bridge further to the South.
The bridges are both extremely narrow (1.3m wide) and only
support traffic of two people side by side.

This is the main entrance to the Train Station and the build-
ing hasa prominent facade. The entrance lobby is spacious
but lacks seating. There is a ticket office, but this entrance

is sometimes locked and visitors are forced to use other
entrances.

The Eastern end of the Station is not integrated at all with the
existing residential area. The residential area is a government
housing district that can potentially benefit from an integrat-
ed scheme.

The Market suffers the same challenges as the taxi rank,

as there are no any facilities to help support it presence.
Informal traders build their own trading shelters but they

still require public toilets. Using the Malls toilets should be
viewed as a temporary solution.

Storage for informal traders’ goods and dismountable shel-
ters is in demand. There is a small room under the Mall's ramp
that leads to the roof parking. This room is the only form of
storage for those that can afford to use the service.

Platform 1 has become underutilized. It is rare to see people
waiting on this Platform. It is wasted space and accommo-
dates far less people seated than in Platform 2.

Overview:

The overall view of the quality of these spaces is unsparing
and their users are forced into vulnerability.

Itis a poor treatment to the men, women and children that
work incredibly hard in this city.



FIG. 94:
Platform No. 2 link into the Taxi Rank.
Photo: author’s own

FIG. 95:
Platform No. 2 entrance.
Photo: author’s own

FIG. 96:
Main Train Station entrance.
Photo: author’s own

FIG.97:
Entrance from Taxido Junction & ticket office.
Photo: author’s own

FIG. 98:
Cash ticket sale on Platform 2.
Photo: author’s own

FIG. 99:
Closed-off pedestrian bridge.
Photo: author’s own

FIG. 100:
Waiting space on Platform No. 2
Photo: author’s own

FIG.101:
Unused waiting space on Platform No. 1
Photo: author’s own

Finding Lost Space

The siting of such a project is crucial to its
final outcome. Roger Trancik, an urban plan-
ner, talks about the lost space in his book en-
titled,” Finding lost space.” Trancik (1986: 3-4)
writes, “Lost spaces are the undesirable urban
areas that are in need of redesign- anti-spac-
es, making no positive contribution to the
surroundings or users. They are ill-defined,
without measurable boundaries, and fail to
connect elements in a coherent way.”

This brought about the next question, where
is lost space? Trancik (1986: 61-63) makes
reference to Steven Peterson who describes
space vs. anti-space. According to Peterson,
space can be described as conceivable, it can
be measured. It has definite and perceivable
boundaries. It discontinues in principle,
closed, static and yet serial in composition.
He compares this to anti-space, which he de-
scribes as, inconceivable, shapeless, continu-
ous and lacking perceivable edges or form.

Robert Venturi (1972) points out that, the
problem is not the land cover urban spaces
in the city, but its openness. Trancik quotes
Robert Venturi (1986: 61),"Residuals space
in-between dominant spaces with varying
degrees of openness are not unknown in our
cities... the open spaces under highways and
the buffer zones around them. Instead of
acknowledging and exploiting these charac-
teristics kinds of space we make them into
parking lots, or feeble patches of grass-no-
man'’s land between the scale of the region
and the locality.”

The of many examples of these anti-spaces
all around our cities, used as buffer zones
between residential areas and industrial
areas, she separates one space from another,
to define the edges, ect...

Streets and roads can also be seen as ‘residual’
spaces, as their true potential has not been
fully realised. Tranciks (1986: 3) explains how
roads and parking lots often interrupt pedes-
trian connections within the city. Walking

is frequently unpleasant and disorientating
experience. Trancik (1986: 7) notes, “the artery
replaced by avenue and the street lost its so-
cial meaning as a multipurpose space.” By this
he means that vehicular movement has taken
preference over pedestrian movement. The
‘artery’it’s about getting from one place to
another, as quickly and efficiently as possible,
without experiencing the place that you are
moving through. Trancik (1986: 7) also adds,
“Neighbourhoods and districts no longer
interact, but become isolated, homogenous
enclaves. Unique and the desire for order and
mobility has undermined the diversity and
richness of urban public life.”

How do we break away from this cycle?
Trancik (1986: 3-4) points out that, “Anti-spac-
es offer tremendous opportunities to the
designer for urban redevelopment and cre-
ative infill and for rediscovering many hidden
resources in our cities.” The spaces around
the Train Station demarcated for vehicles

is an underutilized space, and it should be
orientated towards the pedestrian and pubilic
transport users. The stations platforms are
difficult to navigated to due to the lack of
communication to the pedestrian approach-
ing the site. Multiple entry points also make
it confusing. There is a lack of demarcation of
space, particularly where assembly, disper-
sal, waiting and trading takes place in and
around the site. Even the taxi rank is lost in it
urban context and is indistinguishable from
the adjacent parking lots.
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CRITICAL ARGUMENTATIVE PHASE

Integration of Space

Trancik (1986: 61) defines and places space
into two categories: hard space vs. soft space.

Hard space:

“Hard spaces of those principally bounded by
architectural walls, these are often intended
to function as major gathering places of
social activity!” (Trancik, 1986: 61-63)

The built environment, generally, can be
regarded as hard urban space. Trancik studies
multiple case studies and precedents to
decide what the components of a successful
hard urban space are. From his studies, he
points out three:

The three dimensional frame:

This defines the edges of space, the degrees
of enclosure, and their characteristics of the
spatial wall. Transparency, opacity, openings,
and surface ornament a significant impact
on the character of space, as does the rela-
tionship of vertical methods to for example
space. The scale of the war in relation to
human scale and away the frame meets the
ground were also major factors in the defini-
tion of the three dimensional edge.

----—-—-—----—-—---._-_‘—-—------—r—-—

l

The two dimensional pattern:

This refers to the treatment and articula-
tion of the ground plane. Two dimensional
TN pattern looks at their materials, texture and

R T B e e e e e BN e B e

V4
7 composition of the ground plane.
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FIG. 102: = = = = Main roads
A map of the hard elements in the urban landscape. This Train Station
would include core districts, that are the primary ele- Institutional
ments, and that are also treated as permanent features Schools

in the urban landscape. )
Drawing: author’s own Vaal River
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FIG.103:

Maps the soft elements in the
urban landscape. This includes
things more connected to nature
such as parks and trees.
Drawing: author’s own

Legend:
= = = = Main roads
Parks
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e

Objects in space:

These are the elements such as sculptures,
water features and trees can that accents or
focal points and make a space memorable.
Objects can be used to anchor the centre
and to give vitality to spaces. The most vital
elements of all are the human actors who use
the space, giving it life.

In order to achieve and truly successful hard
urban space, the space must comprise of
the rich mixture of all these organizational
concepts.

Christiaan Norberg Schulz, a Norwegian
architect, he is quoted by Tranick (1986: 66),
“The distinctive quality of any manmade and
place is enclosure. Its character and spatial
properties are determined by a how
it is enclosed. Enclosure primarily means and
distinct area which is separated from the sur-
roundings by means of a built boundary. The
main urban elements are centres and paths.
As such, they are enclosures: the spatial den-
sity depends upon the presence of relatively
continuous lateral boundaries.”

The statement reinforces Trancik’s ideas
about space as inconceivable boundaries. By
densifying the edges, the visual quality of an
enclosed space is reinforced.

Streets could also, quite effectively, been
seen as a hard urban space. Trancik (1986:
70) discusses how successful streets through

SETTING OUT THE MANIFESTO

the use of many a form have the properties
of three dimensional frame, two dimensional
pattern and objects to provide interest and
focal points and focal points. Movement is
the essence of streets, but they also serve
broader functions, which have often been
lost in modern emphasis on rapid passage
through the city. The district should be a spa-
tial entity rather than just residual space after
the buildings have been placed along it.

Soft space:

“Some spaces are those dominated by the
natural environment, whether inside or out-
side the city. In the urban setting they are the
parks and gardens and linear greenways that
provide opportunities for the recreation or
retreat from the built environment!” (Trancik,
1986:61)

Trancik encourages that soft landscape
should remain soft. Trancik (1986: 90) argues,
“The what makes these non architectural
rooms effective as city spaces is that they fill
the void the between buildings in a positive

”

way.

One must not confuse as a space with a
buffer what anti-space. The soft space is still
definable in that it has edges and can be
measured, where an anti-space he is incon-
ceivable with no apparent boundaries.
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CRITICAL ARGUMENTATIVE PHASE

Communicative space:

The problem worth most contemporary
urban streets he is there emphasis on rapid
movement, the inappropriate scale and the
lack of a consistent and unifying framework.
Another problem that affects the urban space
in general he is the proliferation of signs in
the modern city (Trancik, 1986: 86). For this
reason Trancik suggests a third type of space:
communicative space. Trancik notes, “All
public spaces in cities communicate messag-
es- functional, symbolic or persuasive. These
messages are conveyed in the manner in
which buildings are grouped, in their facades,
and especially on the commercial strip, in

the signs they display.” By this Trancik means
that the objects in and around a public space
symbolically communicate the meaning of
the place itself.

Although Trancik warns against over consist-
ing the space with signage. Trancik (1986: 86)
argues that the messages of the city were
often more cogently expressed by complex
fragments of an exterior environment than
by the architecture of an individual buildings.
The view from the road or sidewalk is

Although Venturi and Brown (1977: 8-9) do
argue that it is for a new scale of landscape,
“The commercial persuasion of roadside
eclecticism provokes bold impact in the vast
and complex setting of the new landscape of
big spaces, high speeds and complex pro-
grams. Stules and signs make connections
among many elements, far apart and seen
fast. The message is basically commercial,
the context is basically new.” They indicate

dominated by the vocabulary. In cities in the
western and eastern hemisphere, objects of
communication are often dominated by our
perception of urban space. The extent of this
is that is written messages or advertisements
take over the space, as if edge defining build-
ings never existed in the first place.

Modern cities need a clever physical defini-
tion of the public domain that is less depen-
dent on communication systems and the
clutter of free enterprise. Space rather than
signs should communicate the values of a
culture.

Robert Venturi, a Pritzker prize winning
architect and Denise Scott Brown, a respect-
ed urban designer and planner, note in their

book entitled, Learning from Las Vegas (1977:

8), that the architecture of styles and signs is
anti-spatial: it is an of architecture of commu-
nication over space, communication domi-
nates space as an element in the architecture
and in the landscape.

how words and symbols that used in space
for commercial persuasion with the image on
the left.

The Middle Eastern bazaar contains no signs,
where as the strip is only signs. Venturi and
Brown state further, “In the bazaar, commu-
nication works through proximity. Along

its narrow aisles, buyers feel and smell the
merchandise, and the merchant applies ex-
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plicit oral persuasion.’This is much the same
as the informal markets here in South Africa.
Venturi and Brown continue, in the narrow
streets of the medieval town, although signs
occur, persuasion is mainly through the sight
and smell of the real cakes through the doors
and windows of the bakery. On Beaconsfield
Avenue & Voortrekker Street in Vereeniging,
shop window displays for pedestrians along
the sidewalks and bollards the dominate the

FIG. 104:

A map of the relationship between advertising and the
vehicle.

Drawing: author’s own

scene almost equally.

On the commercial strip the supermarket
windows contain no merchandise. There may
be signs announcing the day’s bargains, but
they are to be read by pedestrians approach-
ing from the sidewalk or parking lot. The
building is set back from the highway and
half hidden, as is most of the urban environ-
ment, by parked cars.



SETTING OUT THE MANIFESTO

FIG. 105:

The McDonalds drive-thru on the corner of Voortrekker Street and
Rhodes Avenue.

Source: Google earth

FIG. 107:
A panorama overlooking the Dadabah’s sign on Voortrekker Street.
Photo: author’s own

e The above and left images depict communication in the urban enviro-
ment. There is a variant from the signed being attached to facades and
others free standing. What is important to note in these examples is the
focus on private transport or the driver of a vehicle verses the pedestri-
an. The images used are part of streets that experience frequent traffic
both pedestrian and vehicle. The larger signs are impossible to be seen
by a pedestrian unless he/ she is on the opposite side of the street in re-
spect to the sign. The signage has adapted well to the structure of roads
and the approach of vehicles. It is a response to the city’s “anti-space

-

m

Legend:

—— Signage angled perpendicular to
the street

— 4 L P T W

_ _ Signage parallel to the street and
encompassing a building’s facade

FIG. 108:
Photo taken on the corner of Union Street and Beaconsfield Avenue.
Photo: author’s own

FIG.106 : Photo taken showing street signage from the drivers perspective
along Voortrekker Street.
Source: Google earth

With the high speeds than people travel in

cars, he is no time to consider minor details.

One relies on signs for guidance- enormous
science in fast spaces at high speeds.

Venturi and Brown (1977: 13) argue that
the parking lot is the current phase in the
evolution of vast space. The space than
divides high speed highway and low sparse
buildings, produces no enclosure and little

direction. To move through this landscape
is to move over vast expansive texture: the
mega-texture of the commercial landscape.
This could be referred to as the lost space
discussed earlier.

Venturi and Brown argue that this has
brought about the need for large commercial
signage to orientate oneself in this sort of
space: “But it is the highway signs, through

the sculptural forms or pictorial silhouettes,
their particular position in space, their in-
flected shapes, and their graphic meanings,

and that identify and unify the mega-texture.

They make verbal and symbolic connections
through space, communicating a complexity
of meanings through hundreds of associa-
tions in a few seconds from far away.”

Venturi and Brown argue that symbols dom-

inate this space and that architecture is not
enough: “Because the spatial relationships are
made by symbols more than by forms, archi-
tecture in this landscape becomes a symbol
in space rather than a form in space. Itis a
new spatial order relating the automobile and
highway communication on an architecture
which and abandons pure form in favour of
mixed media.”
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ACTIVE RESEARCH PHASE

Introduction

The analysis was subdivided into several parts: a site anal-
ysis, a movement analysis & observation study (which is
centered around the Vereeniging station and taxi rank at a
500m radius), trade and an urban timeline. The focus is to
intensely study the various urban layers.

The movement analysis documents the modes of transport
and their movements within a 500m radius of the context.

The observation study is a head count of the various par-
ticipants that contribute to movement. A dot density index
was used, as indicated in the mapping one dot represents
an estimated number. This method was used as it was im-
possible to accurately count crowds of people and numer-
ous vehicles in peak hour traffic.

The trade analysis documents informal and formal trade
around the proposed site.

The heritage study unveils the urban history by analyizing
the growth of the urban environment over time and those
whose contributed to it.

The challenges encountered on site were:

Collecting accurate head counts, train delays that forced
extended site visits and personal safety.

From the mapping it can be deduced that the main modes
of transport are: pedestrian, rail and mini-bus taxi. The mini-
bus taxi are the most frequently used of all the transport
services and is also the most congested.

An additional valuable element that was discovered was
the pedestrian traffic routes leaving and entering the sta-
tion and taxi rank.

From this exercise of observation and inquiry it is possible
to establish which modes of transport are needed to be in-
corporated, and how much of each one. This is also coupled
with an occupancy count which helps scale the building.
Additionally a hierarchy of movement routes, both pe-
destrian and vehicular can be rationalized into a system,
this will integrate the building into the city context more
effeciently and meaningfully.
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FIG. 62:
e @ | 3_ ] Map of the greater urban context around Vereeniging.

Source: https://www.1map.co.za; http://www.gcro1.wits.ac.za/gcrogis1 & https://www.maps.google.com

CONTEXTUAL & VISUAL ANALYSIS

Greater Urban Context

The oldest urban settlement in the Emfuleni municpality is
Vereeniging and it was established in 1892 (Leigh, 1968: 13).
Vereeniging emerged out of the wake of industrialization. It
began as a coal mining compound (Leigh, 1968: 13) south of
Vereeniging CBD on the banks of the Vaal River (refer to page
144).

The earliest known location, Asiatic Location which was more
commonly known as Top Location and located to the north of
Vereeniging, was drawn up in 1906 (General Surveyor archives)
but only established in the 1920s after company worker com-
pounds and allocated stands in the Vereeniging CBD exceeded
their capacity (Chaskalson, 1986). Top Location was destroyed
in 1958-1959 (Chaskalson, 1986) and the inhabitants were re-
located to Sharpeville, Roshnee and Risiville according to race.
Other townships sprung up following the boom of the steel
industry (Hallowes et al, 2006).

A noticeable characteristic of the Bantu townships is the
immense density. The density is notable by the darker shade
in comparison to the white suburbs that were located in Van-
derbijlpark, north and eastern parts of Vereeniging. The Black
townships were planned in tightly packed grids and placed in
close proximity to the Vanderbijlpark steel works.

In comparison with the more affluent white residences of
Vanderbijlpark and Three Rivers which were planned according
to the “garden city design” scheme (Hallowes et al, 2006).
Thousands of trees were planted lining roads and avenues and
suburbs were shielded from traffic by broad avenues. Stands
were arranged circling around institution buildings and parks.
The centered nodes of institutional buildings, mostly churches,
created a rippled effect in the urban landscape.

The Vereeniging CBD in relation to the transport infrastructure
of the region is at a crossroad of interchange, because of this
condition it benefits from a high concentration of formal and
informal commercial activity. The South and Eastern reaches of
Emfuleni are more effectively reached by bus or taxi, where as
the North-western reaches are effectively reached by rail.

LEGEND:

railways erven
______ mainroads ® taxirank
— mini-bus taxi routes ® bus stop

rivers ® {1ain station

(ticket sale facility)
5m contours

train station

(no ticket sales)

@ entrance
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CONTEXTUAL & VISUAL ANALYSIS
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FIG. 119:
A navigating panorama of the eastern portion of Vereeniging.
Photo: author’s own
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FIG. 120;
A navigating panorama of the western portion of Vereeniging.
Photo: author’s own
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FIG. 121:
Vereeniging context map
Drawing: author’s own
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The proposed site is located within the vicinity of the Vereeniging Train & Taxi Rank.
The site is an important public transport node that is yet to be integrated with
other modes of transport. Movement as a result of assembly and dispersal from the
transport node attracts informal trade.

The Station's parking lot has been reassigned as a Taxi Rank, but the site has not
been designed to accommodate the imposed traffic. The Station and Taxi Rank are
generally overcrowded, this is made worse due to the fact that there is not public
space effect for assembly, dispersal and waiting for the public.

The site is unsparing due to the vulnerability imposed onto those visiting the site.
This extends to the Station’s staff in the informal handling of cash ticket sales. A
majority of the site is open to the elements, this factor demotivates the use of the
train service during times of rain except by those dependant on it.
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The Train platforms of the Station are only accessible via the pedestrian bridges.
There are only two with one which is closed off to the public. One of the key issues
with the Station is its age and over use. It was built in 1952 and has remain relatively
the same since, despite the massive increase in the population (particularly be-
tween 2000-2010, refer to page 34) over the last 64 years.
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FIG. 122:
Street traders at the Markpark Mall parking lot.
Photo: author’s own

FIG. 123:
Street traders outside Markpark Mall along Voortrekker Street.
Photo: author’s own

FIG. 124:
Street traders on Union Street along Markpark Mall.
Photo: author’s own

FIG. 125:

The Taxido Junction Arcade, corner of Union Street & Beaconsfield
Avenue.

Photo: author’s own
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FIG. 126:
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Informal traders in the Vereeniging Taxi Rank.
Photo: author’s own

Ticket sales on Platform No. 2

Closed off pedestrian bridge
Photo: author’s own

Photo:author’s own
FIG. 129:
FIG. 130:
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The urban timeline focuses on relevant historical

events that directly lead to the industrialization of g
yVereeniging. The shift from an agricultural community . Y
{ to a high dense industrial city is what is being explored. =, ’

o
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A VIEW OF THE CORNER OF MARKET

¢ 7 "} AVENUE & VOORTREKKER ROAD
3 7~ Vereeniging’s heritage is hidden from its residences, -
5% only keen eyes can spot the city’s relics that still survive. g8
Photo: author’s own

LIFTING THE VEIL

AN URBAN TIMELINE




CONTEXTUAL & VISUAL ANALYSIS

Langlaagte

i Practising architectural firms
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| page 149|, H 1' . I §
/ Asiatic L [{INLLLEL =
! Location/ ~ * o b
i - 0 80 160 240 320 400
,-"j _|| Top Location : [ publicspace [ instituitional  [Jl] industrial 0 e
T Verceniging idential al ted Map:
//l/___, ‘II o [] residentia B commercial  [] Isscg;figzse drawn by author
F '-.I 1880 1886 1917r(‘den;]olished)
\ \ \ Coal mining begins Gold discovered in the NG Churc
L [ on the farr:n !_eeuwkuil. Witwatersrand, Johannesburg 191111912
1919 The first mc;nlngdcan;ps, J 832 Rissik sets out b Samuel Marks | British Occupation
drawn after PJ Prinsloo compounds and native ohan Rissik sets out an urban establishes | of Vereeniging &
locations are estab- grid and surveys the town .
1822 - 1882 = 4 1843 - 1920 lished, refer to page144, USCO | Annexation from the ZAR.
George Samuel Marks ! ' (Union Steel | Street and park names are
o | William Stow founder of 1878 o 1904 ) Corporation) | changed.
<t Vereeniging George William Stow o !Evaton TOW"Sh'p The VFP power plant is
o0 & industrial discovers coal along for) is established built on the Vaal River
— tycoon the Vaal River —
175 mfecane / difagane e
2023 M.A european settlement | colonial | period
Vredefort George William Stow discovers coal along the Vaal 1889 I SAwars | 1878-1915 l
Impact& river & into the OFS. In 1880 a Colliery Village is 1889 19021903 1910 1913 1914
Vereeniging established South o'f modern da Ve:/eeni ?n Railway tracks and a bridge near Viljoensdrift Anglo-Boer Rand Water Board The Union of SA ' The first steel
Dome Y 9ing. are built connecting the ZAR to the OFS. War Peace | is established. is constituted ingot in SA is cast
except where stated: The route extends to Cape Town. | Treaty signed ' Indians moved out of in Vereeniging

all photos: Vaal Teknorama Archives
building’s dates & architects: www.artefacts.co.za & Vaal Teknorama Archives

Vereeniging is proclaimed a town by the 'in Vereeniging ' Vereeniging to Asiatic

ZAR. location (later Top Location).

The Vereeniging Jumah Masjid.

1908
View of Market Avenue

1894 (demolished)

open in Vereeniging

The Grand hotel is the first hotel to

1894 (demohshed)
The Vereeniging Train Station, NZASM

1905 (demolished)
Jail built by Dr. Thomas Leslie

1917
Vereeniging Milling Company maize mill.
SA's first maize silo, also known as the Epol

1858 - 1942 silo.
Dr. Thomas Leslie.
Honorary Doctrine
Degree of Science
awarded to him by
the University of o
the Witwatersrand. —
The first Mayor of i o\
Vereeniging —
WW I |
1917|1918
Vereeniging Jumuah Masjid:| Spanish
The Indian Muslim community purchased a' flu strikes

site in Main Street, now known as Voortrekker Vereeniging
Street for for £360, where a mosque was built



Black mine workers at the Colliery

1922

The Dickson House designed
by Percy Rogers Cooke & Market Avenue
Photo: authors own

refer to page 210

g .

1922 (demolished) 1926
The Vereeniging Town Hall designed
by Hawke & Mckinlay

Practising architectural firms
in Vereeniging:

- Charles Guy Dixon

- Kallenbach, Kennedy & Furner
- Hawke & McKinlay

- Stegmann, Orpen & Porter

1930 Market Aveue )

URBAN TIMELINE

Corner of Main Street (now Voortrekker Street)

The Vereeniging Klipkerk designed
by Gerard Moerdyk & Wynand Louw

Photo: author’s own
refer to page 211

‘ [ publicspace [l instituitional [l industrial
[] residential ~ [Jl] commercial [ ] segregated =
w [] macadamised LSS : 1939 (demolished)
1930s & tarred roads ) T The Vereeniging Public Hospital
drawn after PJ Prinsloo Amina Cachaha 1933 designed by Stegmann, Orpen & Porter
aparfthgld &L The first macadmised streets of Vereeniging 1934 1938
1922 women’s rights - was the section of Market Avenue A narrow middle strip was tarred down
gompletlon of the Vaal activist running west to Botha Street Main Street, now Voortrekker Street, to
arrage. ~ :
Coal miners strike Dickinson. UP government passes the Electricity ging 9
followed by the Mayor of Vereeniging Act which further catalyzed the .
8 Rand Revolt. in 1925 and founder industrialization of Vereeniging, % Hendrik van der Bijl égahgrvgtljtlgn 1935
o)) of the Dickinson and creates the Electricity Supply O\ |acauires a majority is built Tar was laid on Vereeniging’s main shopping thoroughfare,
— Group Company Commission (ESCOM) «— [ share of Union Steel Market Avenue, between the town hall and the railway
Nimrod Nathale 1923 I The great depreSSiOn
. . s i 1929 1929 1930-1933 1935 1937
(ﬁnEt\I/_:t%ar:theld activist)is born A new Town Hall, designed by ISCOR (Pretoria works) Amina Cachalia (apartheid & women’s rights Sharpeville is established, but the first | AMCOR is
gr;hlﬁects Hhawllv(le 812MCSKmIay’b is established activist) is born in Top Location, houses are only built in 1942 established
except where stated: !l;muelstHO:IItiWZII ;:c:itnsgl;are y & founded by Vereeniging. Her family moves to Fordsburg African Cables is also established (African Minerals

all photos: Vaal Teknorama Archives
building’s dates & architects: www.artefacts.co.za & Vaal Teknorama Archives

DR. Hendrik van der Bijl

in 1933

Corporation)

Centenary Celebrations on Leslie Street

1939

I
1938
Centenary Celebration
and Great Trek
re-enactment
80
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CONTEXTUAL & VISUAL ANALYSIS

A ABOVE FIG.:
The landscape of the Vredefort Dome.
Source: Reimold, 2005: 4

A ABOVE FIG.:
False-colour Landsat Thermal-Mapper satellite image of the Vredefort Dome & surrounding Witwatersrand basin.
Source: Modified after Mike Phillips. Reimold, 2005: 230-231

VREDEFORT METEOR IMPACT
Introduction

The Vredefort impact site deformed the landscape creating ripples of hills and valleys. Within the earth, the dolomitic
limestone was warped upwards and acid rain produced from the cataclysmic evident created the famous Strekfonstein
caves, amoungst other numerous caves. Paleontology discoveries of Homo Naledi (2013) and the Taung child (1924) in
these caves have linked the importance of early societies in caves. The history of urbanism in the Gauteng & Free State
provinces begins with caves, this history is also preserved at the Maropeng Heritage Site.

Evidence of Stone Age (Schoemansdrift & Redan) and Iron Age settlements (Askoppies) have also been in the found in
Vereeniging and Vredefort. The area was as attractive then to people as it is today, purhaps more so then because of the
presence of the once abundant wild life and fertile valleys. The modern Vereeniging landscape gradually became more
arid, until it stablized into a wild grassland ecosystem with seasonal wetlands.

The earliest European settlers (Voortrekkers) that first crossed the Mooi River in 1839 would came to call the area “Grats-
rand” which originates from the Dutch language: Gat zijn rand directly translate to “the rim of the hole! Fierce fighting
occuring between the first arriving Voortrekkers and Bantu groups over control of the fertile lands along the Vaal river.

The discovery of gold is also linked to the meteor impact, because it had brought the rich “gold ore” layers deep in the

earth closer to the surface. This layer was also sloped which made it possible to dig into the reef. The geology of this region
is directly responsible for creating the highest concentration of industrial urbanisation in Africa.

Significant Evidence

Prior to key discoveries in the 1980s, there were two hypotheses put forward to explain the Vredefort structure (this
included the Vredefort Dome and other nearby dome formations): magmatic updoming and tectonic origin similar to
brachystructures (Jansen, 1959).

From the 1970s and into the 1980s researchers started gathering evidence and aguing the origin of the Vredefort Dome
which eventually supported the impact & shock wave theory:

- Duncan Stepto recognises a thrid terrance called the Steynskraal Metamorphic zone. He also discovers xeno-
liths of metasediments
- Roger Hart analyses on rock types recognised by Stepto for rubidium-strontium and uranium-thorium-lead
isotopic compositions. This helped date the rock formations and thus connect various rock
formations to a single origin.
- Peter Lilly’s and Carol Simpson’s research both dealt with rock deformations in the outer part of the Vredefort
Dome.
Lilly proposed that an impact generated shock event affected the Vredefort rocks and that two distinct
deformations could be identified - based on evidence of recrystallisation of lamellar microdefor-

mation features of quartz.
Simpson’s research identified a breccia (a fault gouge) that was formed along a fault plane thought to be
related to the Vredefort deformation event.

- Jacques Martini confirmed the presence of coesite which was discovered as a mineral in kimberlite- this sup
ported the impact hypothesis.
-The International Conference on Catastrophes of July 1987 took place in Parys which aimed at discussing the
origins of the Vredefort Dome in light of all the mounting evidence up until then.
- Herbert Henkel & Uwe Reimold pronounced that the entire Witwatersrand basin represented the remnant of
the Vredefort impact structure.

Text: Reimold, 2005: 50-51
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< LEFTFIG.:

Schematic illustration of the @
stages of a formation of an
impact crater.

STAGES:
1-Touch down of the
projectile.

2 & 3-The projectile
penetrates into the
crust

4-The shock wave &
rarefraction wave

5- Ejected material is
distributed

6- Final crater compris-
ing of fragmented
rock and melt.
Source: Reimold:2005:
88.

o
RIGHTFIG.> . % b

Schematic illustration of the e
stages of growth of a com-
plex impact crater resulting
from an exploded projectile.

Vredefort Fact File

This large catastrophic event was of such a large magnitude that is producedd some amazing results, they are as follows:

STAGES:

a-The projectile
explodes and the
crater grows. Melt
rock forms and fills
the crater.

b-The crater continues
to grow, material is
ejected and shock
compression affects
surround rock.

c- The central uplift is
collapsed and forms
an elevated area in
the centre of the
crater. The crater wall

\ becomes unstable &
collapses into the
crater, therefore
causing furthe
growth of the crater.

vaporisation of water

earth quakes

e

time! immediate regional effects

A ABOVE FIG.:
A diagram of the catastrophic effects of a large impact event.
Source: Reimold, 2005: 225.

d- A cross section representinng how a large complex impact
structure, such as the Vredefort Structure, would have
appeared after the end of the crater formation.

The collapsed central uplift is prominent, as well as the

terraces at the inner rim. The dark layer indicates the faulted
crater fill consisting of impact-melt rock and other impact
breccias (suevite & lithic breccia).

Source: Reimold, 2005: 89.
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of ejecta
short-term global long-term global
effects (days-weeks) effects (months-years)

AGE:
2023 million years, Vredefort is the oldest known meteor impact structure in the world.

ORIGINAL CRATER DIAMETRE:
250-300 km, Vredefort is one of the three largest meteor impact structures known on Earth.

DEPTH:
The escavated transient crater would have been up to 50 km deep, but it quickly collapsed.

EXCAVATED VOLUME:
70000 km?

ENERGY RELEASED UPON PROJECTILE EXPLOSION:
100 million megatons of TNT (1 megaton= 1 million tons).

TOTAL DURATION OF FINAL CRATER GROWTH:
2-4minutes.

TOTAL DURATION OF FINAL CRATER GROWTH:
4-15minutes.

SIZE OF THE PROJECTILE:
5-15 km

SEISMIC EVENTS CAUSED BY THE IMPACT:
14 on the Richter Scale.
The event was 100 000 more devestating than the worst earthquake in recorded history, which hit China in 1976.

DISTRIBUTION OF THE EJECTA:
350-500 km from the crater.

ENVIRONMENTAL EFFECTS:

- Blasting off of some of the atmosphere.

- Post-impact earthquakes.

- Landsides & perhaps volcanism in other parts of the world.

- Rain made of hot & molten ejecta.

- Dust injected into the upper atmosphere and even higher, which resulted in global cooling.
- Production of acid rain.
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A ABOVE FIG.:
The landscape of the Vereeniging Dome.
Source: Google Earth, 2016. Photo was taken on Langrand Road, Sonland Park, Vereeniging.

A ABOVE FIG.:
Aerial view of the Vereeniging Dome.
Source: Google Earth, 2016.

THE VEREENIGING DOME

Introduction

Besides the Vredefort Dome, a number of basement highs are known from around the Archaean basement within the
Witwatersrand basin. The Vereeniging Dome is one of them and it has a connection to Vredefort due to the several charac-
tericstic structural features which are small replicas to those found in the outer marginal zone of the Vredefort Dome. The
brachystructures of the outer marginal zone of the Vredefort dome whose origins were caused by a horizontal compres-
sion between two diverging zones of imbricate structures thus partly by rotational stresses.

The Vereeniging Dome has a diameter 11 km, its north-western and northern sectors are marked by ridges and outcrops
of Timeball Hill quartzite, and the outline of its marginal zone is rougly semicular. The most conspicuous landmarks are the
Langerand, Wolwekop and Jakobskop hills. The small hill of Vaalkop on Vlakfontein 26m is formed by chert breccia and
white quartzite of the Dolomite series.

Connections to the Vredefort Dome:

In the C..PW classification, most of the rocks of the Vereeniging Dome fall into the order 3 Vaalare, rang 4, and subrang 3
and their composition approaches the subrangs Cookose and Auvergnose. Into the same subrangs also falls similar types
of basic rocks of bushveld age occuring in the Losberg area and in the Vredefort Dome. The Vereeniging Dome’s updoming
and intrusions is demonstrated by the transverse fault on Vlakfontein 26.

N
N o s
y A & Johannesburg
o @ Cartetorvile é}?
Ilf 3 Vereeniging;{cudb:,rg
- Dome = viereeniging

E : [ ]Basement high {domes)
!‘I‘ S i B Exposed basement granite

A ABOVE FIG.:
Vredefort Dome suite structures in the Archaean basement in the Witwatersrand basin.
Source: Reimold, 2005: 130.
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A ABOVE FIG.:
A geological map of the Vereeniging Dome.
Source: Geological Survey Office, Pretoria. 1953.
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ABOVE FIG.:
Profiles through the marginal zone of the Vereeniging Dome.
Source: Geological Survey Office, Pretoria. 1953.
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1958

The Post Office designed by the Department

of Public Works

1958

The Municipal offices and council chambers
designed by Gordon Leith and Vennote.

refer to page 212

AN

@

1940s-1950s

drawn after PJ Prinsloo
1945

Anglo American takes
over two firms, SA

Townships

& Lewis & Marks,

= therefore
o\ inheriting all
— their assets

*/ereeniging

CDB

—_—

[ publicspace [ instituitional
1886-1965

George Esselmont Gordon Leith,
designed several buildings in
and around Vereeniging such
as: The Peacehaven Church

and probably other churches,
The Vereeniging Municiple
offices and the Vanderbijlpark
hospital.

www.artefacts.co.za :source

Practising architectural firms
in Vereeniging:

- Burg, Lodge & Botha

- Heiman & Eliasov

- Humphreys & Gilham

- D. De Wet Groenwald

- Gordon Leith & Vennote
source: www.artefacts.co.za

colonial period
WW I |
1946
Juliet Anne Prowse moves to
Vereeniging from India
& attends Selbourne Primary School

All photos: Vaal Teknorama Archives

[ industrial  [] residential

1887-1948

Dr. Hendrik van der Bijl
The founder of ESCOM
(later ESKOM) & ISCOR.
He was the founding
Chairman of ISCOR

and the industrial city
Vanderbijlpark is named
after him.

1947|1948 1949

Lawrence John The National Party Vanderbijlpark

Gabriel Bridges wins the national is proclaimed
(SA singer) is born  election against
in Viljoensdrift | the United Party

n by author

. 0 80 160 240 320 400
B commercial () T m—r -

1952

Vereeniging

train

station is

upgraded

with a new

station,

1951 terminals
Taaibos Power & bridge
Plant is built crossings

1951

Leon Schuster

(Actor, comedian, filmaker
& singer)

is bornin

Vereeniging

1950
Market Avenue leading towards the Town Hall

Apartheid Laws of the 1950s:

(return to the 1922 Stallard principle)

1950: Population Registration Act classified South Africans into different
race groups.

1950: Group Areas Act reserved residential areas for specific race groups.

1950: Suppression of Communism Act enabled government to suppress
opposition using a very loose definition of communism.

1951: Bantu Authorities Act provided the basis for making black people
foreigners in white South Africa, and excluded Native representation
from parliament.

1952: Abolition of the Passes and Co-ordination of Documents Act
extended

1952: Native Services Levy Act imposed monthly taxes on employers of
urban Africans.

1953: Bantu Education Act limited the scope of and finance for black
education.

1953: Reservation of Separate Amenities Act legalised the provision of
unequal facilities for different races.

1956: Separate Representation of Voters Act removed ‘coloured’ people
from voters'roll

1957: Native Amendment Act introduced compulsory segregation in
churches, entertainment, buses and sport.

1959: Promotion of Bantu Self-Government Act created the legal frame-
work for‘separate states, like the Transkei, for black South Africans.

1955 1958

Evaton Defiance Campaign %
bus against the Bantu o\
boycott Education Act —

apartheid
Top Location is demolished
1958 (refer to page 213) and
Municiple offices and council black residences are forcibly moved
chambers are built, t© Sharpeville, Indians are moved to
designed by Gordon Leith Roshnee, coloureds to Rust ter Vaal &
and Vennote the Highveld Power
Plant is built
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1959
Demolition of Top Location.
Photo: Yusif Gathoo

1960
A view of the corner of Voortrekker and Market Avenue.
Note the Indian Shop District on the bottom left.
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1979

A news article from the Vaalweekblad covering the court
order for the forced removals of the Indian Shop keepers
from the Indian district on the corner of Market Avenue
and Voortrekker Steet. They were to be relocated to the
Indian Plaza on the Southern edge of town, which had not
been built yet.

|
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80 160 240 320 400m
1960s-1970s [ publicspace [l instituitional [l industrial  [] residential . commercial 0

drawn after PJ Prinsloo
Juliet Prowse

& Elvis Presley

1977

Potchefstroom
o Sharpeville Massacre Lg#:(:srsf':ﬁ o
O kills 69 people time courses I~
o in Vanderjilpark o
— —

apartheid
1961 | 1963 19651966 1969 1976 A court order is made
Hollywood actress | Potchefstroom University ~ Sebokeng Township | Vaal Triangle College for FW. de Klerk is elected to the Vereeniging Civic Centre is to evict Indian shop
Juliet Anne Prowse | offers courses for cost is established Advanced Technical Education SA parliment as a member opened and designed by keepers from the centre
visits Vereeniging | accountancy in near Vanderbjilpark  is opened to 189 students of Vereeniging architects: Eyvind Finsen, of Vereeniging to make way
Vanderjilpark (later to become VUT, Guy Andrews and Crawford for the construction of
Vaal University of Technology) the Markpark Mall lgg
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P

The 1892 Vereeniging
Station Buildings.
Drawing: HSRC archives

Red
brickwork

The Vereeniging Rail Station Precinct History

The NZASM Southern Line:

By the time the amended concession was
approved by the Volksraad in 1890, the NZASM
had already been conducting some preliminary
surveys for connections between Pretoria and
the Witwatersrand. These were constituted into
a final route that was decided upon stretching
from the Transvaal capital in a south easterly
direction to Elandsfontein on the Rand Tram.
From Elandsfontein the line would run on a
Southerly direction along the Klip Valley to
Vereeniging (De Jong,1988: 180-181).

The Southern Railway line from Vereeniging to
Johannesburg and Pretoria via Elandsfontein,
constituted a direct link between the wealth of
the gold fields and the Cape harbours. It was
the striving of the South African British Colonies
(Cape and Natal) to reach the Witwatersrand.
The line was also an economically and political-
ly important weapon for both President Paul
Kruger and Cecil Rhodes in the struggle of the

former imperial interests of the latter (De Jong,
1988:159).

The Vereeniging Station:

Vereeniging was a station of great importance
because of the number of coal mines in the
immediate vicinity and for the border station
part of the Southern terminus of the rail line.
The Town is an example of the impact of rail

on urban development. Although coal had
been mined for ten years prior to the arrival of
NZASM in 1892, the location of the station led
to the establishment of the town. The station’s
location was directly related to the North-South
direction of the line. The town’s historic market
square, now constitutional square and a munic-
ipal precinct, is axially aligned to the position of
the station (De Jong, 1988: 169-170). In terms of
urban planning, the station is an axial and refer
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ence point to the rest of the town and its grid is
typical of small town colonial expansion.

The 1892 station, demolished and replaced by
the current station built in 1952- the date is
derived from the bronze plaque on the existing
station, was a typical NZASM station typology
that consisted of an island platform with tracks
on either side and three buildings on it: two red
brick buildings and a goods shed of corrugated
iron.

Of the two red brick buildings one was a
restaurant that had a kitchen and food storage
room and the second was a combined ticket
office and waiting room (De Jong, 1988: 170)
There was also a small news paper kiosk to the
southern end of the island terminal. To the west
of the station was the Railway Square, which
today is partly Markpark Mall and parking lots
(Refer to pages 79 & 85).
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goods shed (rebuilt after the original
was burnt down in 1900) and shortly
before the demolition of 1953

(Vaal Teknorama Archives)
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SITE PLAN OF THE STATION PRECINCT
SCALE 1:5000
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[] 1894 ruins
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SAR&H housing

[l 1940s-1950s
SAR&H housing

[[7] 1920s SAR&H housing [] late 1950s
SAR&H housing

[l Vereeniging Train
Station

[] Rail terminals

A photo of the Vereeniging Station in
the 1960s. The building was completed
in 1952, other upgrades to the terminal
and pedestrian bridges across the rail
were also constructed.

(Vaal Teknorama Archives)

[] 1984 NZASM
row housing

[ ] Pedestrian concourse
Bridges

Above map: authors own



1894 - NZASM row housing, this preserved
example is similar to ones found in Germiston
& Boksburg.

Photo: authors own

1938 - Type P100C built for white labours.
Photo: authors own

1935 - Type P95A for station Foremen, guards,
gangers, pumpers, firemen & shunters.
Photo: authors own

1937 - Type P1001 for senior 1 & 2 Grade station
masters.
Photo: authors own

ﬁ_'

1952 - Type P1038 for newly weds or small
families, probably white labourers.
Photo: authors own

NZASM row housing, Boksburg.
(NJ Clarke, 2013).
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1920 - Type P53 dwelling, this example is also
found in Pretoria of which many were built in :
the early 1920s. e
Photo: authors own
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URBAN TIMELINE

Railway Housing:

The Southern line was also provided with
gangers cottages erected at stations and at
intervals along the line. The ones in Vereeniging
were constructed from brick and corrugated
iron and also included an out-house, of which
eight houses and three gangers cottages were
built. Only three of the semi-detached row
houses still exist, with another two in ruins.
These houses were only constructed along the
Southern line and Rand Tram and deviated from
the standard elsewhere. The semi-detached row
houses have a front and back veranda, pitched
roof and their dividing walls extend past their
roof surface (De Jong, 1988: 171).

Railway housing assistance in the early years of
the Union was continued in the same ad hoc
fashion as before. War conditions after 1914
severely curtailed the housing activities of

the South African Railways. After the war and
influenza epidemic of 1918, public concern
about the insanitary living conditions of poor
whites in the Union’s urban slums, led to the
acceptance by the state of an obligation to
house the South African urban poor (Wasserfall,
1989: 233-242). An intriguing aspect of the
railway housing after 1937 was the attempt

by the railways to eliminate the association

of railwayfolk, then predominately Afrikaans
speakers living on the wrong sides of the tracks
in towns and residency became restricted to
married railway workers. The ‘Railway Camp
Complex’ manifested itself in the early years

of the union and where possible were merged
into or became indistinguishable from the good
quarter of the town. Additionally there was an
effort for ‘value for money’in the architecture
of the housing typologies. A variation in the
architectural features were developed which
avoided redundant, bogus and grotesque
styles. A variety of elevations were designed
that evolved naturally and simply from the plan.
The housing complexes were also landscaped
with gardens and residence were inducted into
the art of gardening. The initial social housing
ideas stemmed from the 1918 Tudor Walters
report on the provision of working class hous-
ing in England, Wales and Scotland (Wasserfall,
1989:261).

Drawings: Drawn by Jaco Wasserfall
after SA&H & SATS archives
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circa 1952
An aerial over looking the Indian owned shops
Photo: Vaal Teknorama
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A shop layout plan of Markpark Mall
Source: Visitors directory photographed on site, author’s own.

Remembering the
Indian District:

1979

A news article from the Vaalweekblad covering the
court order for the forced removals of the Indian
Shop keepers from the Indian district on the corner
of Market Avenue and Voortrekker Steet. They were
to be relocated to the Indian Plaza on the Southern
edge of town, which had not been built yet.
Reasons for the forced removals by council at the
time was that the Indian District was plagued and a
fire hazard, essentially labeling it a slum. Forced re-
movals in South Africa by now had become routine
in urban redevelopment leaving the real reason bare,
which was to move the Indian shopkeepers out of
the centre of town and to its periphery in the south.

Circa 1980
Notably drawn on the shop window are messages informing the public of the move
and as well as the emotions, which is captured by the sad stick figure.

PRt

Indiér-trek:
dalk hof toe

Circa 1980
These are the last know photographs of the Indian district just after shopkeepers were
forced to move and near the final eviction deadline

\ ! Oorgangstyd gevra |

Above photos: Yusif Gathoo

F I
met Hansie ===
R Article: Vaalweekblad Archives
— [}
. i =

Merriman Avenue

Market Avenue

Railway Street

Voortrekker Street

Above photos: author’s own

Beaconsfield Avenue

Union Street

consfield Avenue and Voortrekker Street except for the demarcated entrances. A clumsy
ramp stretches along Union Street linking the ground floor to the Mall’s roof parking.
The Mall is Strategically positioned for trade as it is across the road from the train station
and taxi rank (a vital transport and activity node for the region).

' Circa 1982
4 The construction of the Markpark Mall completely altered the area. The Mall mimics the
' street but is completely inverted. There is no street interface along Union Street, Bea-

Site plan of Markpark Mall.
Drawing: author’s own
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1980s
drawn after PJ Prinsloo

k.
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1990s-Present
drawn after PJ Prinsloo

The Helicopters (a SA pop rock band)
is formed in Vereeniging

Potchefstroom University
Markpark | establishes the Vaal
Mallis | Triangle Campus in

1980

built | Vanderbijlpark

All photos: Vaal Teknorama Archives

[ publicspace [ instituitional

President Nelson Mandela

signs the SA constitution

Nelson Mandela & into law in Sharpeville,
Cyril Ramaphosa and renames Vereeniging's
visit Boipatong Market Square to
due to the Massacre Constitution Square

apartheid

Vaal Teknorama ANC s elected

Museum is in SA's first
built democratic
elections

[ industrial

Sharpeville Human
Rights Precinct is built
and designed by Anton
Comrie, James French
& Greeninc Landscape
Architecture

The Sharpeville
Memorial is opened by
Nelson Mandela

]

ﬂ 0 80 160 240 320 400m
e .

democracy

URBAN TIMELINE

Corner of Market Avenue and Voortrekker Street.
Markpark Mall is on the left
Photo: Google Earth

Vaal Teknorama Musuem

President Nelson Mandela signs the SA constitution in
Sharpeville

VUT Chappel located on the
Vaal University of Technology
campus in Vanderbijlpark was
designed by Comrie & Wilkinson
and received an award of merit
from GIFA in 2005
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MOVEMENT




CONTEXTUAL ANALYSIS

FIG. 135:

A map of public transport routes in Vereeniging.
Drawing: author’s own

Routes are sourced from: DITP 2008-2013 Sedibeng Dlstrict Munciplaity

Roads

Rail

Rivers

Bus route:

This bus route opperates between Evaton,
Sebokeng, Vereeniging and Arcon Park. Sev-
en buses opperate on this route and make
365 trips a month.

Mini-bus taxi route:
283 taxis opperate in Vereeniging and make
566 trips.

NOTE:

A figure of +/- 800 mini-bus taxis operate in
the Sebibeng area (DITP 2008-2013 SDM),
with only +/- 283 operating in the Vereenig-
ing CBD as per site observations.

Refer to page 95.

Rail:

Vereeniging-Kwaggastroom

17 train sets opperate on this route along 5
stations. 91 trips are made per day on this
route.

Rail:

Vereeniging-Elsburg

7 trains opperate on this route along 16
stations. 53 trips are made per day on this
route.



MOVEMENT
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) “ MOVEMENET ROUTE NETWORK DIAGRAM:
-~ 5? O?‘ 30 people were interviewed over the course of two
OF 1R N days within a 500m radius of the Vereeniging Taxi
N\ODE Rank and Train Station.
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-NMT

Non Motorized Transport (NMT) with reference
to pedestrians and bicycles is available option
to meet the basic mobility needs of all social
groups in a viable way. Between 40% to 60% of
all trips in major cities are made by using NMT
(World Bank: Urban Transport Strategy, 2002).

A number of countries are promoting the use of
bicycles as a sustainable means of public trans-
port, with the view to create dedicated bicycle
lanes.

The SDM Pro-Poor Strategy (2005) noted that
although walking and cycling are utilized as ma-
jor transport modes, they receive no attention
in the SDM. The study also noted that walking
and cycling account for 47% of all commuter
trips. Currently there is no urban transport policy
in determining a high quality service that would
encourage NMT networks.

It is a common site to witness Metrorail passen-
gers carrying bicycles with them as the embark
and disembark a train at the Vereeniging train
station. Unlike a taxi, a train can more easily
accommodate a passenger and his bicycle. Ad-
ditionally foldable bicycles are available on the
market which are more practical in the urban
environment than conventional ones, but they
are costly ranging from R9000- R15000. It would
be interesting for the state to subsidize the cost
of foldable bicycles and to promote local manu-
facture of them.

MOVEMENT

LEFT,
PEDESTRIAN
&NMT
MOVEMENT

KEY

Local routes
taxi rank

Long distance
routes

taxi rank

Bus stop

Meter taxi

Metrorail
terminal
== Metrorail
pedestrian
traffic

Taxi rank
pedestrian
traffic

LEFT,
FOLDABLE
BICYCLE
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" CONTEXTUAL ANALYSIS:

Aview from inside the Taxi Rank.
In the distance, the Epol silo can be seen
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MOVEMENT - TAXI

In South Africa the most common type of taxi is
the minibus taxi which accommodates between
9-18 people in smaller vehicles and 19-35 peo-
plein larger vehicles (Nyathi). They both operate
on a shared rider basis, additionally preliminary
findings by Lowitt (2006:5) reveal that taxis oper-
ate either by picking up passengers up along a
predetermined route or from the fixed taxi ranks.
The minibus taxi industry dominates South Afri-
can public transport which accounts for 65% of
the current public transport (National House-
hold Travel Survey 2003). This mode of transport
caters for low income riders who rely on public
transport because they do not privately own
motor vehicles.

Public transport interchanges such as taxi ranks
constitutes a crucial aspect of the public trans-
port system by enabling travellers to undertake
a wide range of trips in a convenient and pleas-
ant manner. There are approximately forty four
minibus taxi ranks operating within Sedibeng. Of
these forty four, only five are considered formal
while the rest are considered informal. Taxi ranks
are generally better developed in the major em-
ployment nodes such as Vereeniging, Vanderbijl-
park, Sebokeng, Meyerton and Heidelberg.

The most active taxi ranks in Sedibeng are: Ver-
eeniging Taxido Junction, Vanderbijlpark Taxi
Rank, Bophelong Taxi Rank, Motalepula Taxi
Rank (Sebokeng Plaza), Mpumelelo Taxi Rank
(Devon), Residentia Station and Stretford Sta-
tion.

In Vereeniging CBD taxi ranks are split according
to local routes and long distance routes into Jo-
hannesburg and Sasolburg.

Metered taxis seem to be largely discriminated
and are pushed far from the immediate access
of the Vereeniging Train Station and are located
outside the civic centre. Additionally there are as
little as five operating at any given time which
contrasts to the number of minibus taxis.

The Taxi Industry in Sedibeng is made up of eigh-
teen Taxi Associations that are affiliated with the
Sedibeng Taxi Council and Top Six Vaal.

MOVEMENT

LEFT,
TAXI MOVEMENT

KEY

Local routes
taxi rank

@ Llongdistance
routes
taxi rank

@ WMetertaxi

Local taxi
traffic

= == LONg distance
taxi traffic

= == Meter taxi
traffic

Taxi hand signals:

0§

Joburg Sharpeville

¥y

Boipatong Sasolburg

o B

Arcon Park Three Rivers

e

Vereeniging CBD/
Vanderbijlpark CBD

= -

Evaton

ABOVE

Taxi hand signals.
Source: Site interviews
LEFT

Nyathi taxi
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ABOVE IMAGE
Aview of the bus stop outside Markpark

w»

Mall on Beaconsfield Avenue
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-BUS

In the past bus services within Sedibeng were
operated by a municipal bus company: Vaal
Transport Company (VTC) and PUTCO. Since Au-
gust 1998 the Department of Public Transport,
Roads and Works (Gautrans) adopted a policy to
encourage operators to become commercially
aware. This has resulted in an open tender sys-
tem to give access to private bus operators.

The bus industry can be classified into three ma-
jor types of operators in the provision of subsi-
dized transport in south Africa, namely: private
bus operator, Municipal-owned bus services and
parastatal bus services(Cloete, 2000:4). .

Evidence from the Gauteng Household Survey of
2007 suggests that bus services are available to
75% of households. this emphasizes that buses
are strategically the most accessible of the pub-
lic transport services. Bus operators in Sedibeng
include: Comuta Bus Service, Gauteng Coaches,
Ipelegeng transport trust and Mggibelo Bus Op-
erator.

Unlike rail transport, buses are more flexible as
their routes may change according to changes
and shifts in public usage. They also differ to tax-
is as they have more frequent stops.

Bus services in Sedibeng are not as utilized as in
the past, additionally many bus stops are poorly
marked thus causing potential traffic hazards.
There are no waiting facilities in the District and
therefore raises a considerable concern to pro-
vide adequate protection against the elements
and general safety. Drawing from available text,
there is little known about public bus operation
in the District with regards to bus ranks, bus de-
pots, bus routes and their stops.

MOVEMENT

LEFT,
BUS MOVEMENT

KEY

. Bus stop

== == Bus traffic

LEFT,

SHOPRITE BUS PARKED
OUTSIDE MARKPARK
MALL

Photo: Authors own
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- RAIL

As a high capacity mode, rail transport has a
structuring influence on urban cities. It provides
the backbone for the development of residen-
tial zones alongside economic and socio-cultur-
al activities into other transport modes. In this
way, rail transport perfectly fulfills its role as a
leader in integration within a city’s transport
and urban planning policies.

The rail network in SDM is organized in a hier-
archy connecting primarily to the Vereeniging
CBD and ASMA steel mills. Townships such

as Sharpeville, Sebokeng and Evaton have
dedicated rail terminals and fall under a sec-
ondary hierarchal connection. In the past bantu
workers would board trains directly from the
mentioned townships and would be transport
to the doorstep of the various factories.

Suburbs previously reserved for whites do not
have access to rail, and access is only available
from Vereeniging CBD.

Rail is the most important of the transport
modes in the district as it operates the econom-
ic system, namely: industrial freight transport
and coal essential to the Steel Mills and Power
Stations

Despite being the cheapest form of transport,
Metrorail’s services are underutilized.

Obvious symptoms experienced in the district
are the closure of the west-link rail line, opera-
tional delays and unreliable services. About 29%
of Sedibeng households have access to train
services (Gauteng Household Survey 2007). This
indicates that the district should engage to pro-
mote the use of rail and ensure a high quality
service to improve the quality of life. At present,
urban rail services in the district are extremely
limited. As a consequence only two CBDs,
namely: Vereeniging and Meyerton are served
by suburban rail systems. The Gauteng Rail Pas-
senger Transport Status Quo Overview (2001)
identified only two rail commuter services oper-
ating within the Sedibeng jurisdiction, namely:
Germiston- Klipriver- Vereeniging & Vereenig-
ing- Stretford- Johannesburg- George Goch.
These services are operated on double lines.

An efficient and accessible rail system in

the Sedibeng district is a realistic answer to
improving urban mobility, strengthening the it
economic core and dramatically effecting the
quality of life.
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Photo: Author’s own
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ILEFT FIG
W COLLAGE OF STREET
V3 ADVERTISING
p Advertising in the urban environ-
W ment is a dialog between
pedestrians and automobile drivers.
\ L2 The dialogue consists of messages
+JMl meant to entice desire or persuasion
= into purchasing a service or mer- .
h57 3 chandise. It is a hyper-reality , where )
g things that are faster, strongerand -,
W= better have superficial preference. ==
This characteristic is a direct link to
the culture of modernity in cities.
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BRING BACK
LOST LOVER
PENIS , BREAST

& HIPS CREAM

TRADE ANALYSIS

A day out in the Town

A shopping excursion in Vereeniging is best
experienced on a Friday or Saturday. The morn-
ings are particularly lively and the experience is

' comparable to a mix of Johannesburg’s Fords-
' burg, Small Street Market, Noort Taxi Rank and
| Park Station. The most striking first encounters

of the city is the share use of colour. Meshed in
amongst a hand full of formal advertising by
mainstream retailers, there is a splendour of
raw hues and advertising from the by-gone 80s.
The city’s shop fronts radiate collectively a style
refered to as retro. This is no coincidence as this
commercial hub was at its peak in the 1980s.

Along Union Street ; between the Taxi Rank,
Markpark Mall and the Taxido shopping arcade;
is the place to be if you feel peckish. During
early mornings and lunch time, the street is fill
with the aroma of baked pies, grilled Russian
sausages and fried potato chips. Within the Taxi
rank informal cooking stalls braai chicken, lamb
and chops over hot coals. Costa’s Kitchen at the
Taxido shopping arcade is a fast food restaurant
and a great place to relax and watch passer by
making their way from the street and into the
Train Station. The city like many others caters
for various needs including those of the met-
ro-sexual male. Gone are the days where only
women took grooming seriously, as the modern
metropolitan male brushes up. Fancy a haircut,
a shave or pedicure? The Markpark parking lot is
at a buzz with men and women being groomed
to perfection.

There is a sense of community amongst the
informal traders. In the early mornings some
will assist each other assembling individual
trading stalls and also offer each other coffee in
the bitter cold. Like friends they socialize and
await the sprawl of the morning rush. The inner
city at first seems unwelcoming and dangerous,
The general bleak and negative state of the city
is partly to blame for this perception, but after
physical engagement with the urban context
one is richly rewarded - like most encounters.
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The maps documents the types
of formal and informal trade that
occurs near the proposed site.
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The pink shaded area depicts where epicentre of the

informal mmarket occurs.

Chairs, tables and traders trolleys are stored
in-a storage room under the mall’s ramp.
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A photo of the sto
entrance under the

A photo of a trader setting up his stall.

A ABOVEFIG:

The photos capture the unpacking of the informal traders

market.
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A ABOVEFIG:
A shop layout plan of the Markpark Mall
Source: Photographed on site.

Trade: Informal & Formal

There are two main types of trading activity in
Vereeniging that can be distinguished as formal and
informal trade. Street front shops and malls fall under
the formal trading category as they are permanent

in the urban context. Trade stalls and markets in the
inner city, particularly around Markpark mall, Train
Station and taxi rank all fall under the informal cat-
egory. They are informal due to their temporary or no-
madic behaviour. Informal trade stalls are assembled
on thresholds such as street pavements and under
street canopies. Urban public space such as parks and
parking lots become appropriated into trade markets;
such as the Markpark Mall parking lot and the park
directly in front of the Main Train station building.
There are a variety of goods available between the
formal and informal traders in Vereeniging with each
targeting a different clientele. Formal trade operates
at a higher starting cost than in comparison to infor-
mal markets.

The formal trade in is orientated around vehicular
movement along Voortrekker Street, Merriman Ave-
nue, Market Avenue, Beaconsfield Avenue and Union
Street. Informal trade is more reliant on pedestrians
and therefore realise on pedestrian movement routes.
The closed off portion of Market Avenue that passes
in front of Markpark mall and towards the Train Sta-
tion, is a popular site for informal traders. The “Market
Avenue market” is centrally located in the city. It feeds
of a competitive nature alongside its more formal
neighbours. The market is able to thrive due to the
pedestrian movement through the site during the
peak morning and afternoon hours. The pedestrian
movement is due to the daily routine of coming to
the city and returning home. Within the
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city buses, a taxi rank and a Train Station provide
transport for those entering and leaving the inner
city. It is important to view this part of the city as
a transport node, additionally it is also the com-
mercial hub. It offers an alternative lifeline to the
dominant industrial economy.

Social time, can be classified as working hours or
family time, conducts the operating hours of both
the formal and informal activities. Factory work
hours influence the schedules of public transport,
such as trains and mini-bus taxis, and therefore the
peak hour arrival time and departure time emerg-
es. Therefore traders, whether formal or informal,
are also affected by this almanac of day arrival and
departure all year round.

The informal traders operating in the Market Av-
enue market surprisingly follow a strict structure.
Each trader requires storage to store their goods
overnight. The traders rent storage space from a
room located under the Markpark Mall parking
ramp or the shipping crate next to it. Furniture
such as steel tables and plastic chairs are also
made available to the traders. The market begins
each morning with the storage staff packing

out the furniture and traders’trolleys at 6:00am.
Traders collect furniture and their trolleys as they
arrive and hastily begin assembling their stalls.
The Market comes to an end in the evening near

7:00pm. The taxi rank stays operating until 8:00pm,

after which the inner city has emptied out except
for a few fast food outlets.

A photo of informal trading spaces along the Markpark mall facade on Union Street.
Photo: author’s own

Analytical drawing of informal trading spaces display structure display structure seating : H
along the Markpark mall facade on Union Street. - D D Seml-permment trade
Drawing: author’s own - Goods - Trader - storage Drawings: author’s own 116









SECTION A

SITE PLAN

King’s Cross & St Pancras
Redevelopment, (2012-2016)

architect: John McAslan + Partners
London, England

King's Cross is one of the busiest interchange
stations in London. Commuters and tourists
alike hurry through, transited from one mode
of transport to another and avoided lingering
for any length of time. Work on the 7000m?
square in front of King’s Cross Station began

in 2010 as part of the King's Cross & St Pancras
Station Redevelopment Programme. John
McAslan + Partners were responsible for the
restoration of the station’s main facade and
for the design of the new steel canopy as well
as the underground entrance area adjacent to
the facade.

Focus primarily rested on providing a space
that functioned successfully as a part of the
major transport interchange at King's Cross
and St. Pancras Stations. Beneath the square is
a complex of London’s Underground struc-
tures that manifest themselves at ground level
as entrance stairs. The scheme aims to restore
the original integrity of the place and give the
square a greater civic importance, comparable
to that of other public realm projects in Lon-
don, such as Trafalgar Square, Leicester Square
and Tower Hill.

The square was covered with a large bulky
canopy, which served to lead commuters in
and out of King's Cross Station and keep them
out of adverse weather conditions. Unfortu-
nately the canopy also blocked the view of
the majestic facade of King's Cross Station,
designed by Lewis Cubitt, depriving the area
of its rich historical context. The main section
of the square is paved with alternative bands
of dark and light granite. The Parallel bands
are striking in appearance and conceptually
continue the train lines that terminate within
the station behind the facade. The generous
provision of benches encourages people to
pause and engage with the activities of the
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square ina more |EISUFG|y manner. SECTION C

The new square serves to act as an external “arrivals” concourse for
the station. The entrance to the station is through the western con-
course and the route is emphasised through the use of a “welcome
mat” paved in Yorkstone, contrasting with the granite of the main
part of the square. Six smaller lighting masts also help to define the
edges of the “welcome mat”. This strategy is designed to improve
the legibility of the square’s circulatory logic.

The new square is now an attractive meeting place for everybody
to enjoy, and an appropriate gateway to a new revitalised area of
London.

SECTION D

Photos: Hulfon & Crow 120
Text: Staton & Williams, 2014: 84-85
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Cape Town Station, (2010)

architect: Makeka Design Lab Architectes
Cape Town, South Africa

The Cape town station is a public transport
hub located in the corner of strand and
adderley street in Cape town City centre.

In 2010 a refurbishment of the station was
done in order to improve the user experience.
The Refurbishments aimed to create a public
service that would endure, have relevance
that accommodated technological and politi-
cal shifts.

The design of the station itself was intended
to be viewed as a cognitive structure in which
peoples identities can be expressed creatively
across cultural boundaries. The large public
square constructed in front of the station was
designed to become the main public space
where most interactions would occur. Peo-
ple can engage in a variety of activities from
grabbing a bye to eat, socializing or relaxing.
The plaza is large enough to accommodate for
public events. The retail area that surrounds
the square also adds additional value to the



DETAIL SECTION

visitor’s experience. The vertical towers placed
at the entrance of the square along Adderley
Street were designed to announce the station,
and to be used for signage and advertising.
Communication is seen as an important
aspect in the design as this brings people
together.

Photos: Pieter Krainhofner
Text & drawings: Makeka, 2010: 31-32
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/, e — £ N Y !.'Z_'._ Feond V2 Y = o : £ i S = architect: 26'10 South Architects
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= | = Diepsloot is located just thirty minutes
' - away from the inner city with numerous
amounts of people commuting to the city
on a daily bases. The taxi industry is seen to
be a harsh industry
due the numerous issues that surround
it. With the huge backlog in government
services provided in the lower income areas
the aim of the design was to provide digni-
ty to the harsh
industry by searching for a people driven
process. The bright colours used in the
design promotes a vibrant ambience to
motivate people using the building. An ad-
ministration block was included to promote
order and assistance to an informal service.
The ablution block was included to allow
for comfort for waiting patrons. The idea
was to allow for people
to feel a sense of place and respect due to
SITE PLAN the fact that those who use the taxi services
0 come from lower income thresholds.
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ADMINISTRATION BLOCK DETAIL

ABLUTION BLOCK DETAIL

Photos: Iwan Baan & Prof. Paul Kotze
Text & drawings : Deckler, 2012: 24-25

The Taxi Rank welcomes its visitors and
acts as an urban porch offering a sheltered
meeting point for socialising, consuming
food and refreshments purchased at the
market with a view over the settlement.
The market structure was initially intended
to be constructed out of wood to allow
for extensions by traders and residents,
as seen in many of the informal shelters
found along Diepsloot’s main road. Upon
the client’s request for durability, a steel
frame was used. The market opens onto a
raise concourse into which seating ledges
have been integrated, offering moments of
pause where patrons wait for the bus, meet,
or take in a quick meal prepared by the
food traders.
The existing administration office has been
extended with a new meeting space, a car
wash and repair workshop has also been
introduced to generate additional income.
The roof over the taxi queuing aisles has
been extended and opened up by means
of mono-pitch, factory type roof lights,
allowing better light into the spaces below
which previously required the lights to be
on during the day. The new roofs are sloped
at a pitch suitable for solar panels and pro-
vision is made for a UPS station to power
the taxi rank during the frequent electricity
shortages affecting Diepsloot.
Because of the sporadic electriciity supply,
fireplaces are provided in the food stalls.
The chimney stacks can be boxed out by
large billboards, generating additional
income towards the managment and main-
tenance of the taxi rank. 124
125
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The Watershed, (2014)
architect: Wolff Architects
Cape Town, South Africa

The architects were commissioned to design a
business incubator in an underutilised indus-
trial shed in the V&A Waterfront. Instead of
focusing exclusively on the business incubator,
the architects proposed a new pedestrian
route through the entire shed, connecting the
building to the larger pedestrian network of
the waterfront.

Arrayed along the pedestrian route at ground
floor level are a number of market stalls for
emerging craft enterprises, small food out-
lets and an event space. The upper floor level
houses the business incubator with rentable
offices, meeting rooms and a conference
centre. The upper floor comprises a 50m x
50m steel deck, suspended from the existing
overhead gantries. Huge circular openings
cut into the steel deck which facilitate visual
interaction between the floor levels.

This encourages reciprocity between the small
businesses in the markets and the developing
businesses in the incubator, thus allowing




them to watch each other. The business incu-
bator is defined architecturally, not by facades
that communicate an appearance, but rather
by the suspended floor that has allowed busi-
ness activity to flourish below. The incubator
offers a large free public area to meet and so-
cialise; a large co-working area with hot desks,
meeting areas, and dedicated work spaces
for teams; fully equipped rooms for meet-
ings, teaching and presentations, catering for
groups from two to ninety participants; two
spaces for creative sessions; and dedicated
offices from 64m” to 330m>.

At ground level, the large numbers of pedes-
trians moving through the building and the
popularity of the event space has resulted in

a constant flow of people from early in the
morning until late at night. This pedestrian
flow sets up extremely good commercial
opportunities, which benefit many of the
micro-businesses located at the ground floor
level. This commercial pattern was learnt from
studying street based businesses in various
urban situations. To keep the focus on the pe-
destrian route rather than the individual stalls,
tenants were encouraged to customise and
transform their stalls.

Photos: Heinrich wolff, Dave Southwood & Marc Hoberman
Text & Drawings: Wolff, 2015: 128-129
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FIG. 135:

Larger agglomerations of traders collect
at points where population movement is
the greatest.
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FIG. 136:

Informal traders attempt to establish
themselves at points of highest pedes-
trian concentration. They form linear
markets aligned to the pedestrian flow.

General informal market design
guidelines:

Orientate the market directly towards the

major movement flows.

Create a ariety of specialized zones
(fresh produce, cooked food, hair salons,
clothes & etc.) helps draw in customers
through the entire market.

Market activities should remain visible as
far as possible

The Design esolution between entrances,

exits and circulation space in relation to
major movement flows.

Creation of a sense of security and pro-

tection from harassment towards traders.

Hard and easily cleanable floor surfaces.

Presence of potable water- this enables
regular cleaning of the market, cleaning
of individual stalls, allows produce to be
washed and provides drinking water.

Public toilets are essential.

Provide an alternative to municipal
supplied electricity (that may not have
a steady service)- coal/wood/ gas for
cooking and PV panels/ generators for
electricity.

FIG.137:

Markets should be able to expand and
contract, but still remain as a cohesive
whole.
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FIG. 138:

Uses should be allocated so that they
main remain cohesive & continuous as
the market expands & contracts.
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FIG. 139:

Market size & location can change over
the day, depending on the strength and
direction of pedestrian flows.

INFORMAL URBAN MARKETS

Mixed-use market design guidelines:
Urban centres make for good locations.

Market must serve the immediate com-
munity’s needs, and act as an alternative
in relation to comparative buying.

Needs of customers are best met when
a wide range of products are available in
close proximity.

Markets should be accessible primarily to
pedestrians.

Vending of certain goods should be cor-
rectly assigned to site locations that the
goods are associated with, for example
refreshments are popular in recreational
spaces.

Applying specialization zones in the
market allows for comparative buying. It
is important to low income groups.

Markets should be multifunctional- man-
ufacturing and selling.

Internal specialization design guidelines:

Define relationships between compatible
and incompatible uses, through defined
edges between uses and physical resolu-
tion of contact zones.

Encourage environmental conditions
appropriate to the use.

On site facilities should be as general-
ized as possible to enable expansion &
contraction.

Preliminary identification of zones help
maintain a continuous cohesiveness in



o o
o |
(N} (RICITER) S (I

() [ ()

FIG. 140:
Selling runs are too short and customer
flows are dissipated & confused.
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FIG. 141:

Selling runs are too long & customers do
not penetrate to centrally located stalls.
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FIG. 142:

When circulation channels are too wide,
customers concentrate on one edge
only.

A

+
5‘@ ;“S' ﬂ_.ow” P

we-g'L

00%3® 060000%c6° oaﬂaa

WY

FIG. 143:

A situation where sellers have sponta-
neously narrowed a wide circulation pas-
sage by locating in the centre & dividing
itin two.
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FIG. 144:
A more appropriate circulation channel
width.
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FIG. 145:
A more appropriate length for selling
runs.

Selling run length design guidelines:

Market performance is affected by the
length of unbroken runs.

Optimal length runs of between 18-25m
work well.

Avoid lengths smaller than 10m and
larger than 35m.

Drawings: Drawn after D. Dewar & V. Watson

Text: Dewar & Watson (1990)
128



FIG. 146:

SEGREGATION: Implies a separation
of functions & groups that differ from
one another.

FIG. 148:

REPEL: Implies spaces in a city that are
are not accessible & thus are designed so
that it is difficult to get out or into them,
physically & psychologically

FIG. 147:

INTEGRATION: Implies that various
activities and categories of people
are permitted to function side by
side.

FIG. 149:

INVITE: Implies spaces in a city that
are easily accessible & thus encour-
age people to move from the private
to the public enviroment.

INHIBITING CONTACT
visual & auditory

1. Walls

L
~

AN 4

2. Long distances

AR

3. High speed

4. Multiple levels
5. Back-to-back
orientation

PUBLIC SPACE

Design guidelines

PROMOTING CONTACT
visual & auditory

1. No walls

>

2. Short distances

3. Low speed

.

4. One level

FIG. 150:

can promote or pre-

==
E=

five different ways.

5. Face-to-face
orientation

Physical arrangement

vent contact in at least
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High intensity
Friends

Acquaintances

Chance contacts

Low intensity @  Passive contacts (see & hear)
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isolation medium high medium isolation
contact contact contact

semi-
private

public

FIG.151:

Showing a hierarchal structure of
organized spaces transitioning from
public, semi-public, semi-private

and then private. This offers a clear
structure to movement and public or
private activities.

Quality of the environment

Poor Good
Necessary activities
(trade, walking to work, etc) ® .
Optimal activities
(requires good weather: sports ° ‘

& festivals)

FIG. 152:
This diagram represents the
relationship between the

Resultant activities

(social activities) ° .

quality of outdoor spaces
& the rate of occurrence of
outdoor activities.

Public space design guidelines:

Encourage contact amongst people from
low contact (see, hear and smell) to high
contact (close friends).

Plan public space to defuse into the urban
fabric through a hierarchal structure.

Enhance human senses through sight, hear-
ing and smell.

Define spatial experience through distance:
Intimate distance, personal distance, social
distance and public distance. This can be
achieved through a hierarchal structure.

Emphasis on assembly through: arrival/wait-
ing and departure/ dispersal.

Generic spaces of dispersal /assembly.

Direct pathways and alternatives: fast and
slow.

Public space best works in places where
there is an integration of various functions.

Drawings: Drawn after Jan Gehl.
Text: Gehl, 1987.

131



FINISHING PHASE

I
e T T SPELI

e, e o

-

PLAN

SITE PLAN

UNISA Parow Campus, (2012)
Michele Sandilands Architects (MSA)
Cape Town, South Africa

The UNISA Cape Town Campus is situated in
Parow in the Northern suburbs. Historically, a
distance learning university, this geographi-
cally central location provides a wide cross sec-
tion of the student community with facilities
for attending classes, further research, study
and examinations.

Located in the light industrial urban context
and sandwiched between the Voortrekker
Road arterial and the passenger rail lines feed-
ing the Northern extents, the existing facilities
consisted of converted office and industrial
buildings which have gradually evolved over
time to meet changing needs. The increase in
student numbers and the increasing burden
on the existing facilities had forced UNISA to
rent nearby space to temporarily fill the void.
The result was a sprawling, disparate campus
spread thinly and the decision was made to
improve and consolidate the site.

The design brief consisted of several new
teaching spaces and ancillary accommodation.
Previously the gradual evolution of the natural
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SECTION B

site had not catered to the spaces that
encouraged students to spend time outside
the mandatory. Apart from the study and
research components, the experience did
not resemble that of a tertiary educational
facility, where social interactions form an
integral part of student life. Courtyards and
landscaped spaces became an integral part
of the building’s social spaces.

In addition to the social aspects, the provi-
sion of the new building elements followed
the fundamental approach of a responsible,
and environmentally conscience design.
Energy conservation, material selection,
natural lighting, ventilation, conservation
and recycling of natural resources con-
sistently informed the very aspect from
inception to detailed design resolution in
the following ways: new class rooms were
orientated South along the railway bound

ol il ke

ELEVATION

T 0 I A T TLT 1

ary, expansive double glazing maximized
daylight and reduced lighting energy
consumption. Window openings along the
glazed facade were linked with electronic
sensors and remote mechanisms inside the
vertical wind towers. This system draws air
through the individual teaching spaces and
facilitates natural ventilation through most
of the academic year. Rainwater harvested
in the rainwater harvesting tanks is used to
flash toilets. Landscaped rainwater ponds
slowly filter down into the subtereanian
aquifer, minimising wastage to the munici-
pal drainage.

Whenever possible, materials were sourced
locally and exposed in their raw state. Pol-
ished concrete floors, polished brick paver
floor details, external and internal facebrick
wall surfaces, steel and concrete structural
elements, timber shutter board ceilings, all
chosen in response to the urban environ-
ment, but in doing so, reduce secondary
applied finishes and decreases the build-
ing’s long term maintenance costs. Exposed
building material junctions required careful
and considered detail design, both to

SECTION A

achieve the desired aesthetic, but also in
understanding the process of construction
which results.

The additional layer of social and environ-
mental consideration have contributed
beyond the programmatic requirements,
thus transforming the visitor experience for
staff and students.

Photos: Dave Southwood
Text: Wingdfield, 2012: 64-65 132
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DESIGN DEVELOPMENT

INNER CITY COLLEGE COMBINED PROGRAMME

COLLEGE
PHYSIOGNOMY

PC labs
Seminar rooms

Circulation

+— Board room

offices

Library

Auditorium

Aminities

A ‘
&l "' Gallery

Entrance

SQUARE

SQUARE
PHYSIOGNOMY

Shelter

seating Greenery

Each figure is a study based on the cased
studies discussed.

They sum up the key components that
make each building.

These lessons are then combined together
into building better suited for its context.

Path

—— Court

This is an attempt to better realise the build-
ings programme.
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Site model of the final proposalgt=:
Source: author’s ownj
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DESIGN PROCESS

Through, sketching, theory,
case study and model building.

|

INTERATIONSTAGE 1:

- establishing boundaries

= mavement rodtes both
pedestrian and vehicular,
=nating important acoess points
amd axes.

-emphasis on pedestrian
movement & occess.

INTERATIONSTAGE 2:
- progranyme develog

ment fram case studies
- maasging exprloration

INTERATIONSTAGE 4:

- detalfing & refining from ldeas
obtained from stage 3.

- ™

INTERATIONSTAGE 3:

- first design attempt

- estabrlish importance of o
pulilic square as a mechanism
for assenbly and dispersal

- estabiishing the important of a
putilic square in creating o
sense of place.

- ™

INTERATIONSTAGE 5:

- Using the concept of the
building becoming a bridge ar
wban connector and mediator
between different scales and
Zones.,

e _4

e >y

INTERATIOMNSTAGE 6:

- designing the structure

)
/,__ _‘H‘\
INTERATIONSTAGE 5 STAGES
TEE:
=
9w
= estabiishing the design i
narrative and working it w =
throughaut the design, —— 2=
- addnessing recommendation < g
from all stages. Z 0
-placing emphasis on social e
engagement spaces
N Y
!
J
ABOVE FIG.
DESIGN PROCESS DIAGRAM

The diagram highlights the 8 stages
of the design process and explains
each ones importance



DESIGN
PROCESS

Summary

INTERATION STAGES 1-2 INTERATION STAGES 1-2

Through out the design process there were
eight stages. Each stage contributed to an
understand or iteration that eventually com-
puted to the final design.

The massing models to the left express the
development of the design process. The
complexity and refining of the design is
visible through the iteration stages, with
stages ones and two being the most simple.

INTERATION STAGES 1-2 INTERATION STAGES 3-5

LEFT FIGS.

BUILDING MASS ITERATION STAGES
These models explore the building
mass as it changes and progresses

INTERATION STAGE 6 INTERATION STAGES 7-8 through the design process.
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AH - Pedestrian route towards Taxi Rank and Train Station
DE - Pedestrian route from Taxi Rank to Platform No. 2

FB - Pedestrian route of Civic Centre through informal market to Train

B - Train Station entrance/ assembly/ waiting/ dispersal

D - Taxi Rank and Train Station entrance/ assembly/ waiting/ dispersal
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A FIG.
PEDESTRIAN MOVEMENT SUMMARY
As discussed movement in the Train Station
can be improved. There is restricted move-
ment leading to the Platforms and generally
across the site from East to West. The Train Sta-
tion is poorly integrated due to this factor. The
Taxi Rank is also affect by the poor planning as
itis also part of the movement on site.

Legend:

@ Ablution o
@ Waiting space

() Ticket sales PEIN
- ] 1 Unused waiting spaces
S_9

-
» Entrance/ exit -
’

Storage

X Closed off routes
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FG - Primary Pedestrian route
DE - Secondary Pedestrian route
1J - Secondary Pedestrian route

A FIG.
INCREASING
THOROUGHFARE
This realisation of the building
will introduce a hierarchal move-
ment of primary and secondary
entrances. The primary entrance
is aligned with the city’s figure
ground. The main approach will
occur from Market Avenue, which
is linked to the Civic Centre, and
will act as a pedestrian street. This
link will be carried through the
entire site so that the building
is integrated in a East- West di-
rection. Trade can be intensified
along the movement routes.
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DESIGN DEVELOPMENT

A FIG.

BUILDING

FOOTPRINT

This realisation creates a singular
building mass, rather than the
segregated segments on the
existing site - which is one of the
factors that creates confusion on
where to enter the station.
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Iteration 1

Movent and access on site needed to be ex-
plored first, therefore severall sketches were
drawn that help layout building footprint
boundaries, highlight important access
points and axes.

The existing movement and access on site
is used as a starting point. The purpose
becomes about improving upon the site
radically.
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A FIG. A FIG.
INTEGRATING POINTS
A PUBLIC OF
SQUARE ENTRY
This realisation is based on the Entrances are defined along
necessity for a place of assembly/ where the building footprint
waiting or dispersal between intersects the main pedestrian
the building and the city. It is movements.

based on the “guidelines for
public space” discussed on page
124-125.



Voortrekker Street

Union Street

[}."

Wb WD

190919 1

|

A FIG.

PROGRAMME

& VEHICLE

MOVEMENT

The diagram shows the arrange-
ment of the programme on the
site. Trade has been placed along
the major movement routes.
Vehicle movement has been or-
ganized to avoid the bottle-neck
effect- it is possible to close

off part of Union Street to do
achieve this as it is not a street
that experiences heavy traffic like
Voortrekker Street.

The roof parking ramp has been
moved to accommodate the
square and open up the site.

DESIGN DEVELOPMENT
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Iteration 2

This Initial stage roughly sets out the build-
ing mass and introduces a public square.
The idea for a public square came out from
the cases studies. The case studies identified
a typology with each case study. The train
stations in the case studies chapter both
have public squares which act as assembly
and dispersal points. Therefore that idea

of dispersal and assembly seemed to work
well .

By introducing a square it strengthened the
urban dialog between the proposed build-
ing and its surrounding urban environment.
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Iteration 3

This iteration responded to recommenda-
tions from a review panel, which were:

- Move the transport interchange closer the
the main entrance.

- Spread out the trade along the movement
routes.

- Make the college larger

- Use a roof to cover the rails and train
platforms

The following was realized:

- the school should be moved to the west
part of the site and become the “bridge”
in the building.

- The roof covering the taxi rank is too
monolithic. Need to design an alternating

pattern.

- Entrance on the western does not work
well

- extend the roof over the southern part
of the rail and platform.

This stage brought together the first twi
iterations where a building slowly emerges.
Different programmes of transport, com-
merical, utilities and instituition have to
function together. A unifiying narative at
this stage was not discovered yet, therefore
the design was not fully convincing.

The 3d perspective however captures a the
suggestion of a bridge which is explored
further on in the design. The concept of a
sense of place is understood and it can be
seen in the preliminary persective sketches.
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LEFT FIG.

SITE PLAN

This sketch show the building
arranged along movenment axes
and around a square.

FAR LEFT FIG.

PERSPECTIVE SKETCH

Tis sketch suggests the idea of a
bridge which is later used as a key
concept for the building.

BOTTOM FIG.

PERSPECTIVE SKETCH

This sketch explores the val

hat a public square contrib
g a sense of pla







Iteration 4

This stage dealt a great deal with stream
linning the public transport access and
movement with pedestrian access and
movement. This affected the placement of
trade, which depends of pedestrian move-
ment. Pedestrian movenment and access
was given priority over vehicular movement.

There is a strong resemblence between the
sketchs from iteration 1 and the buildings
mass placement .

The physical connection between the
square and the main entrance was also
explored, where various option were inves-
tigated.
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The wedge shape seen in the plan sketches
IR, , represents a ship. The reference of a ship
', .4/_"i7_'k\'_.ﬂ‘+_'_1-. i AN ™ leads to the notion of water, more specifi-
cally the Vaal River.
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DESIGN DEVELOPMENT

section A:A

Iteration 5

This submission responded to the issues
| I raised in the previous submission which
were:

- Move the transport interchange closer the
the main entrance.

- Spread out the trade along the movement
routes.

- Make the school larger

- Use a roof to cover the rails and train

of the rail and platform.

h N platforms
P | \
/ \ _ ]! Loy 1 _ \ the following was realized:
A T T - A T N T T e = ala
Ll ! the bridge 1
At e el e e = = o = = = = 1 - the school should be moved to the west
ol L I I ‘ mdib 1 part of the site and become the “bridge”
does not ! [ S— 1 hool 1 in the building.
| c
voork wel ; - 5 | 1 ' | - The roof covering the taxi rank is too
’ | £8cl | | I monolithic. Need to design an alternating
1 2220 { \ 1 pattern.
c 2 qa
: 123 EXtZr\‘,‘;rt?;r°°f \ ! - Entrance on the western does not work
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Iteration 6

Having already explored the planning
aspect of the design, the structure of the
building needed to be designed as well.

The structure was simplified into a rhythm
that was captured from the trees that exist-
ed on site prior to the 1980s.
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ABOVE FIG.

SHOCK WAVE SKETCH

Using a historical narrative and
applying to the urban design.

RIGHT FIG.

CIRCULAR & ELIPTICAL
GEOMETRY EXPLORATION

This sketch attempts to explore
combining circles with elipses and
alocating a decade to each one.

The circles and elipses are e

asily grouped together by grouping
them ata single tangent.



Iteration 7

This is one of the most important turning
points of the design. As the historical re-
search matured in the document, it opened
up more ideas to for a design narrative for
the entire design.

The rings symbolize the shockwaves caused
by the Vredefort meteor impact site. The
rings were first centred on the new pro-
posed square, this changed to better pair
the idea of an existing element to its origins.
This comparitive pair is made between the
Vereeniging dome and the Vredefort dome,
so similarly the new proposed square and
the Vereeniging Civic Centre. Each ring

also represents a decade in the city’s urban
history and additional rings also mark the
future.
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Iteration 8

This portion of sketches refines and details
the inner workings of the buildings. It is also
notable how the building design has strunk
down from its initial conception.

Particular areas received careful attention
such as the portions of the building or
“bridge” overlooking the square. Therefore
a series of detail plan sketches explore this
environment.

The functionality of the design was also
attended to and therefore the utilitarian
aspects of the building were grouped
together into a core comprising of vertical
circulation, ablutions and storage.
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HERITAGE STUDY
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The old NZASM bridge (the largest of the
NZASM bridges) across the Vaal River at
Vereeniging was in use until 1955, when a new
double track girder bridge was built further
downstream. The girders on the older bridge
were removed, but the abutments and piers
were left standing, now carrying a pipeline
across the Vaal River (De Jong, 1988: 175).
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Photos top & left: Horst Muller
Drawing far left: SA General Surveyor Archives
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Kenilworth Village Layout, c. 1891
(Drawing: by Jaco Wasserfall after The Building News illustration from 9/1/1891)
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Surface Compound for 981 immates at Premier Mine, ¢.1903
(Drawing: by Jaco Wasserfall after DBA: BY741)

A timber & corrugated
sheet cottage from the
Vereeniging Brick & Tile
Co. village.

May have been an
infirmary.

(Photo: Vaal Teknorama

Mine Manager’s house

from the Vereeniging

= Brick &Tile Co. village.
(Photo: Vaal Teknorama

22070 Archives)

| o e

EARLY
HOUSING
IN

HERITAGE STUDY

VEREENIGING

Vereeniging Estates Limited was a
company owned by Samuel Marks
who registered the company in
1880. It started as a mining compa-
ny extracting coal. Marks ambitions
for the site was initially to sell coal
to Kimberley and eventually start
South Africa’s first steel mill.

Clay deposits were also discovered
(1890 at Bedworthpark) beneath
the layers of coal. It was of a
practically inexhaustible supply
and of the highest quality. The
discovery also included deposits
of Kaolin used in the manufacture
of porcelain. It is also important

to note that the clay products
manufactured at the Vereeniging
Brick & Tile Co. were used in the ex-
pansion of NZASM, the Kimberley
compounds and worker’s villages
and the roof tiles of the Union
Buildings in Pretoria.

Vereeniging Estates which is

the precursor to the township

of Vereeniging shared strong
characteristics with Kimberley
during its mining era: both started
more or less at the same time, both
consisted of mine compounds
(Vereeniging Estate’s compounds
resembles the Premier mine com-
pound, particularly in its size )

and worker’s villages. It is not clear
who the architect may have been

Photos top & left: Horst Muller

Drawing far left: SA General Surveyor Archives

for the worker’s village buildings

at Vereeniging Estates, but it may
have been Sydney Stent (this is
speculative) who also designed the
Kenilworth Village in Kimberley.
Both Villages share basic similar-
ities in their linear configuration
and their program, consisting

of: bachelor quarters, married
quarters, a hospital/infirmary, a
school, shops, stables, recreational
grounds/field, club house and
police barracks (the social norms of
the era are also responsible for the
program and not necessarily the
architect).

Equally interesting is the support-
ing infrastructure to support the
working population and mining
industry: industrial agriculture

for food production, blue gum
plantations whose timber is used
for supporting mine shafts, and
Spanish Teak that is used in build-
ing construction and furniture.
There is also a large number of
native locations (probably the
labour reserve), this is evidence of
segregation long before apartheid
and also before the establishment
of the Vereeniging township in
1892.
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L b 1 1922
The Dickson House designed

by Percy Rogers Cooke.

Corner Leslie Street & Stanley Avenue.

Photos: authors own
Drawings: Emfuleni local council building
plans archives
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EAST ELEVATION

Photo: author’s own

1926

The Vereeniging Klipkerk designed by
Gerard

Moerdyk & Wynand Louw

Corner Leslie Street & Hofmeyer
Avenue

Drawings:
Emfuleni local council building plans
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COUNCIL CHAMBERS GALLERY DETAIL PLAN

The Vereeniging Council Chambers
Photo: author’s own

Municiple offices and council chambers are built,

designed by Gordon Leith and Vennote.

The above drawings are of the Vereeniging Council Chambers.
Corner Joubert Street & Beaconsfield Avenue.

Drawings: Drawn after Leith.
Source: Emfuleni Local Council building plans archives.



A residential street in Top Location

A semi-detached row house in Top Location
Photos: Yusif Gathoo

A view looking down First Avenue

It is sad to note that the following booklet currently listed at the Wits William Cullen Library has either been miss placed or lost, in
either case it would certainly shed more light on the history of Top Location:
- Vereeniging Municipality. (1949). Survey Of Native Families Living In The Duncanville Location, July 1949. Colling & Partner.

SN 246,

i
B I At e

b
ASIATIC LOCATION | iz e v

SITUATED ON TOWM LANDS OF

VEREENIGING

HEIDELBERG DISTRICT — «.-
Wambaring 1to00 ~

[ e - : . . Reminisce of the border.of
| Asiatic Location

1903 1941

Asiastic Location, Vereeniging, SG diagram. Top Location as depicted on the topographical map.
Source: South African SG archives Source: NGl archives

Remembering Top Location:

Discrimination was built into the fabric of urban life in
Vereeniging from the start. ZAR regulations applied to early
Vereeniging had allowed black workers to live in the backyards
of ‘white’ stands but not on the street front. Asians however
were allowed to live on the street front but between 1892-
1903 were restricted to 24 erven on stands 169-174, 235-240,
241-246 and 319-324. These stands formed the Koelie location
in town. In 1903 the Asians were moved north outside of
Vereeniging in an area named Asiatic Location which consisted
of 100 stands, this was to be the precursor to Top Location.

By 1910, the Vereeniging Municipality had made available a
commons for black self-housing. This was to be merged with
Asiatic Location and consolidated into the formation of Top
Location, which was home to 576 people in 1919. More than
two thirds of black people in Vereeniging still lived in back-
yards and in industrial compounds. Top Location was situated
in current day Duncanville. After its demolition, a high school
was built on the site and the remainder renamed the Skippie
Botha Park. In 1992 the Vaal Teknorama Museum built on the
ground of the park. To the far west of the park, remnants of
foundations and rubble that were once houses still mark the
area (Hallowes et al, 2006: 68).

The lives of the people of Top Location were governed by a

set of rules enforced by a‘native’ administration under a white
superintendent. Residents had to be approved by the superin-
tendent and approval was linked to work permits. They had to
provide their own dwellings and could sell the buildings (but
not the land) only to persons approved by the superintendent.
Only married men could lodge with residents before 1935

and they had to get a monthly lodgers’ permit. Buckets were
used for sanitation and removed three times a week. Water
was provided in standpipes. Later, public shower facilities were
provided with separate blocks for men and women. There was
no drainage system, however,so water ran into neighbouring
yards.

1954
Top Location as depicted on the topographical map.
Source: NGl archives

HERITAGE STUDY

The administration, determined by the Black Urban Areas

Act, was funded from the ‘Native Income Account’ Services
and amenities were limited to what could be paid out of this
account after the salaries of the superintendent and his black
policemen had been met. Its income came from rents, fines
and licences and from the administration of work permits. It
also earned income from a monopoly on brewing and selling
beer and waged war on women who brewed beer to supple-
ment their incomes. People thus had to pay for the means by
which they were oppressed, a principle that served apartheid
well and which endures in the administration of ‘cost recovery’.
In 1935, a Native Advisory Board (NAB) was established with
seven representatives elected by the residents of Top Location.
Also in 1935, the municipality decided that the people should
be moved from Top Location. It therefore halted all expansion
and

improvement in services.

Conditions quickly deteriorated leading to outbreaks of pox,
typhus, dysentery and infantile paralysis. This provoked local
activism and organising, including by the ANC. The NAB was
caught between activists who criticised its violent origins in-
effectiveness and white administrators who rebuked even the
mildest demands. The representatives finally started a boycott
of NAB meetings with the support of the ANC (Hallowes et al,
2006: 68-69)

In an Interview conducted with Yusif Gathoo, a surviving
resident of Top Location, recalls the presence of a beer hall,
Sunday school, cricket and soccer fields that ocassionally
hosted soccer matches with the Portuguese community.
Additionally there was a main street upon which shops faced,
First Avenue, and which was also the axis which divided Asians
and coloured residences from black residences. Notably Yusuf
also recalls there only being one Chinese family living in
Vereeniging during the 1950s.

Skippie Botha Park

o

o Vaal Teknorama
" Museum

urg-Road

i e
vu PUEL &y

High School

Johannesp

Current day site in Duncanville where Top Location existed.
Source: NGl archives 212
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Feasibility Study
Executive Summary

The purpose of this study is to determine the
viability of an integrated public transport
interchange and business hub in Vereeniging,
as part of a renewal of the city’s CBD. The ex-
isting local public transport network is under
severe stress and relies heavily on the local
mini-bus taxi industry which is not fully regu-
lated and therefore puts commuters at risk.

The project is proposed to be sited in Ver-
eeniging and to replace the existing train
station and taxi rank. The site is located on
Union Street in-between the dense city fabric
and a social housing scheme referred to as
Government Village. The project is aimed at
providing am alternative modal for inner city
rejuvenation, thus altering the standard mod-
el for a public transport station. The project
will utilize more than one mode of transport
through interchange, which will bolster com-
mercial trade opportunities. The building will
not only be a physical gateway into the city,
but will also offer economic opportunities to
the less fortunate through a business hub.

The study will help answer the need and rele-
vance of passenger rail, bus and mini-bus taxi
services in the area. Additionally the study
will also assess the viability of a market to
accommodate informal trade and a business
hub to empower the disadvantaged local
residence. Since the project consists of a wide
program involving various state and public
entities, they will form a joint venture agree-
ment where each party will contribute to the
project. The process of the project’s insertion
will include community consultation and
skills exchange, so that the building itself em-
bodies a process of investment into the local
economy of Vereeniging.

Client

The interests of the project would fall mainly
under the Gauteng Department of Transport
(GDoT) and the Sedibeng District Municipali-
ty (SDM).

The GDoT is responsible for conducting sector
research, formulation legislation and policy
to set the strategic direction of subsectors,
assigning responsibilities to public entities
and other levels of government, regulating
through setting norms, standards and mon-
itoring implementation as mandated by the
National Transport Policy White Paper of 1996
and the National Land Transport Act of 2009.
The project will fall under the jurisdiction of
the SDM as mandated by the Local Munici-
palities Structure Act of 1998, they will also
mediate between stakeholders nd provincial
government.

The project will be administered in a two-tier
system. State owned entities such as PRASA
and the Department of Public Works will be
assigned into a joint venture agreement by
the GDoT, these entities are regulated by the
Companies Act 71 of 2008. The SDM will ad-
minister the project deliverables while GDoT
will monitor the service delievry of the SDM.

Sedibeng

Gauteng Department
of Transport

District
Municipality

Client & stakeholder relationship diagram

The SDM will acquire funding for the project
from government departments, government
grants, donors and stakeholders. After Phase
1 is completed, the stakeholders will be

able to recover money spent on the project
through operational income on site.

«  The Municipal Infrastructure Grant (MIG)
is consolidated grant mechanism of vari-
ous grant programmes that include: local
economic development fund, commu-
nity based public works programme and
an urban transport grant. It is aimed at
providing all South Africans with a basic
level of service over a ten year period as
of 2013.

«  The Passenger Rail Agency of South
Africa (PRASA) is a state owned public
entity that generates profit and provides
rail and bus services as contained in the
Legal Succession Act of South African
Transport Services Act of 1989 as amend-
ed in November of 2008.Prasa’s major

« income streams are operational subsidy
(from the Department of Transport), fare
revenue (Autopax and PRASA Rail) and
rental income (PRASA Cres & PRASA Rail).

PRASA & Department of Public Works

- Sedibeng Meter Taxi Council

- Gauteng Commuter Organization
- Ward Committees

- Bus Companies

- Top Six

- SANCO

- Sedibeng Taxi Council

- Tourist Opperators

«  The Development Bank of Southern
Africa (DBSA) Is a state owned entity with
the purpose of accelerating sustainable
socio-economic development. The DBSA
has funding available for project prepara-
tion in the transport sector.

«  The World Bank is a vital source of finan-
cial and technical assitance to developing
countries. It consists of five organiza-
tions one of which, the Internal Bank
for Reconstruction and Development
(IBRD). The IBRD lends to governments
of middle- income and credit worthy
low-income countries.

A concept for a building that would encour-
age the development of local commerce was
put forward, and government set up a joint
venture between PRASA and the Department
of Public Works to initiate the project’s incep-
tion, implementation and then post-occupan-
cy management under the jurisdiction of the
Sedibeng District Municipality.



Sedibeng
District
Municipality

Government
65%

Municipal
infrustructure Grant

Development Bank
of Sothern Africa

Department of
Transport

Department of
Public Works

— PRASA

Phase 2 Funding Strategy:

Donors
30%

World Bank

Sedibeng
District
Municipality

Stakeholders
opperation income
after phase 1 5%

Government
65%

Municipal
infrustructure Grant

Development Bank
of Sothern Africa

Department of
Transport

Department of
Public Works

— PRASA

Phase 1 Funding Strategy:

Donors

30%

World Bank

Stakeholders
investment 5%

Sedibeng Meter
Taxi Council

_— SANTACO

1 TOP SIX

Sedibeng
Taxi Council

——  Bus Companies

Tourist
Opperators

— UNISA

Project

The SDM will aquire funding for the project
from governent departments, government
grants, donors and

stakeholders. After Phase 1 is completed, the
stakeholders will be able to recover money
spent on the project

through opperational income on site.

«  Research from town planners and GCRO
researchers highlighting the need for ex-
pansion of the public transport facilities
in Vereeniging. Other research by town
planners show the of trade on movement
and that markets and movement work
better when integrated.

«  Recent establishment of various local and
international case studies of micro-busi-
ness funding have shown successful
models of markets integrated with move-
ment, and their extrapolated societal
benefits in the way of economic disparity
issues. These case studies include those
of the Diepsloot Taxi Rank (Johannes-
burg), Maputo Central Market (Mozam-
bique),the Isfahan Bazaar (Iran) and the
Strand Street Station (Cape Town). Please
see Appendix C.

«  Abuiltinstitution that could house a
version of the above-mentioned cases
could have a much larger and sustainable
impact on a community, since it is creat-
ed at a specific location and integrated as
closely to a specific context as possible,
ensuring a better probability for success
and resiliency. A built institution could

FEASIBILITY STUDY

also become a tangible marketing, civic
and educational tool that could inform
and encourage future similar
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APPENDIX

An open approach for the formulation of

the brief is suggested to be made; since the
project’s prime aim is to benefit

the society it would serve. This would encom-
pass input from a variety of sources, including
the contextual community,

economic professionals, architects, urban
planners and contractors.

1. Client

The Sedibeng District Municipality would
consolidate aims for the project and devise a
basic brief to use as a starting point, based on
the information gathered from government
urban planners and case studies as previously
mentioned.

2. Project Manager

The Sedibeng District Municipality should
select a project manager with experience in
community liaison and access to

a wider range of economy knowledge and
labour intensive public works for the immedi-
ate and larger context.

Duties of Project Manager in Terms of brief
formulation:

«  The project manager would perform mar-
ket research on a general city-wide scale,
and identify regions for appropriate and
favourable siting; in terms of positioning
the project on a fringe which experienc-
es very declined economic disparity in
the city. This would be presented to the
board of directors for approval. Follow-
ing research including data capturing as
displayed by GCPRO, Vereeniging CBD is
selected as a focus region.

«  After selecting a specific region for study
in Vereeniging, the project manager
would then perform local marketing
research (through arranged community
workshops and research).

«  Based on the information gathered from
large and local-scale marketing research,
a feasibility study would be conduct-
ed. This would be based on analyzing
quantified results of micro-businesses
and households that would potentially
benefit from the system, pitted against
research into more specialized steel man-
ufacturing economy looking to diversify
into informal and localised economies.
Would such a platform be viable in this
area?

3. Architect, contractors and community

«  The PRASA and Department of Pulic
Works assigned architect would receive
the client’s brief and adapt it to spatial
practicalities.

«  The architect would check the selected
site’s rights: the site retains a height re-
striction to eight storeys and depicts mix
use zoning including office and retail and
housing. The SGD diagram is obtained
and shows the sites building boundaries
and servitudes. These must be adhered
to.

Project team members and hierarchy diagram:

Project Manager —|

— Architect

Structural
Engineer

Mechanical
Engineer

Electrical
Engineer

Environmental

— Professional Team —1— consultant

Quantity
Surveyor

— Land Surveyor

— Attorney

Main Contractor

Main Contractor



Site Selection

The following factors were informative in the
process of site selection for the project:

«  Proximity to existing rail network, mini-
bus taxi and bus services.

+  Proximity to Vereeniging CBD

+ A space where the site mediates between
high density mixed use and low density
residential.

- Good visible connections between the
site

- Reasonable zone and site restrictions

«  Positioned in an area marked for future
regeneration, so this project may form
part of its aims.

+  Selection of site which displays various
spatial issues whereby the introduction
of a such a project would have a well-re-
ceived benefit to the local context’s
public.

"
o
o
2
=
n
=
=
=
=)

Diagram indicating selected locality of the
project, on Union Street; Vereeniging.

FEASIBILITY STUDY
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APPENDIX

Regarding the previously-mentioned market
investigations, that would be necessary infor-
mants to the project brief, a

larger context economic analysis of Greater
Johannesburg would need to be conducted
to identify a favourable site in

terms of supplying a possible markets. Fa-
vourable conditions most importantly include
proximity to both very high and

low income residential and business areas;

as well as evaluation of other favourable site
condition occurrences as

mentioned under the ‘Site Selection’section
of this document. Following the identification
of a favourable site, a local

economical, social and environmental impact
assessment would need to be conducted:

1. Economical Impact and TransportAssess-
ment.

Market research into the proliferation of re-
quired amenities to support and improve the
possible success of

micro-business and public transport would
be undertaken, so that the built structure
would reflect these necessities. In

addition, a mapping of quantity of mi-
cro-business that already exist on site will be
analysed in terms of permanence,

income, and product sources; and this will
inform the viability of inserting further eco-
nomic stimulation into the area,

and will require re-accommodating these
businesses within the building, or if not possi-
ble at alternative favourable sites.

The insertion of the building should be
extremely sensitive to its economic environ-
ment, and this is likely to demand

enlarged scope of works for the architects
and designers.

2. Social Impact Assessment.

The marketing survey should identify the
political and social concerns of public in the
context of the area, and should

ascertain the availability of community-based
skills and resources. The project’s implemen-
tation includes aims of using

small construction enterprise for input, as in
conjunction with involvement of higher-tech
mass structure involvement. The

research should show what benifits the
proposal would have, thus displaying the
viability of the project.

3. Environmental Impact assessment:

The existing context should be analysed in
terms of service-availability and issues, avail-
able water, electrical and
tele-communicative resources and if the local
context could benefit from such upgraded
access to amenities. An analysis

into access to healthy environments will be
regarded, likely identifying that public have
little access to outdoor clean

vegetated spaces in the context (Vereenig-
ing), and that office productivity levels in the
area are lower than they could

be, given improved interior space design.

As previously discussed, the project is
proposed to follow a ‘development project’
format, since an open approach to

design is favourable to reach the client’s and
stakeholders aims of serving context and
public interests well. This favours

an appointment of a separate project manag-
er, who would control project programming
and development of the budget

with the inputs of community and specialist
consultants, from a holistic point of view.

It would be necessary to define within the
scope of works of the appointed architect to
perform community consultation at the in-
ception, design development and implemen-
tation stages. The project manager would set
up these meetings with community leader
and architect, and any relevant contractors or
specialists as suggested by the architect. The
architect should involve the expertise of pro-
fessionals, especially mechanical engineers

in preparation from the outset of an energy
efficient design; to reduce post-occupancy
overhead costs and increase rental possibili-
ties. A considerable input will be necessary for
efficiency in structure and wet-work service
design; which should find extensive methods
for building cost-savings; at a smaller cost of
more intensive design input. Significant de-
sign work will be necessary to be contributed
from an information electrical engineer; since
the success of the project relies heavily on the
quality and efficiency of its information and
technological processes; particularly with its
connections to a larger national network in
terms of transport. The design team therefore
would consist of architectural professionals,
community representatives, specialist profes

sionals (including mechanical and structural
engineer) and the contractor. The project
manager would arrange client liaison
meetings of the design team with the archi-
tect at least at the end of each stage.

It should be noted that the project is pro-
posed in a series of two phases, to allow for
manageable pull on design

resources and to stagger funding sum suppli-
cation (to make the project more economical-
ly viable). The first and second

phases would be conceived together (Stage

1 of the scope of the phases), however each
phase would be executed in

succession; so that the first phase is designed
and built and handed over, allowing time for
operational income; before

the second phase is executed. Please refer to
Appendix A for a detailed breakdown. This
thus indicates two processes

of design development, with the first phase’s
performance being informant to the altered
development of the second.

The architect’s role in the project would be
vital in consolidating specialised and commu-
nity inputs into a physical and

practical entity that can work. The recom-
mendation of the involvement of energy and
economic specialists are suggested,

in order to produce a building which is effi-
cient in optimising its market and service to
the public, and has reduced

operating costs after implementation.
Suggested community involvement will, as
previously mentioned, ensure the social
sustainability and success of the project, as
well as the client’s aims.



A Design and Managed contract path is
proposed to be selected, where a two-tiered
tendering process will occur, the first for

a management component, and second

for tender to subcontractors following the
development of the design led by the man-
agement consultation. This option is selected
since the entire scope of the project is likely
not to be known up front, since concurrent
input from community may alter the brief.
Sufficient time is available for lengthened
design and implementation time, which may
occur. The project is also proposed as imple-
mented in two stages; meaning that scope
may change depending on the outcome of
the first phase. A design and Management
contract is thus favourable as one

can go onto site immediately, to work on the
basics of Phase One, while significant expect-
ed input from community

members and specialist consultants take a
considerable amount of time. It also would
allow for competitive sub-contracting, as
subcontractors would be hired when needed,
and their services are not necessarily commit-
ted at the commencement of the project, by
which time costing or quality of subcontrac-
tors may have altered.

The design development of the project
would include a scope for inclusion of local
trades-people and community members

with skills who could add to the implemen-
tation process of the design. These separate
entities would enter into contract

and be managed by the main contractor, who
would be apportioned a budget and scope
for inclusion of such consultants.

The main contractor would also be appor-
tioned a fee to hire a construction-training
consultant, to improve the skills of the
participatory members of the community, to
reach a level of quality workmanship for the
required brief. The skill straining

would be performed in advance of the pro-
posed building programme; so that participa-
tors are prepared atthe time that

their skills would be incorporated.

The project manager would be required to
ensure that the objectives of the brief are
adhered to, in terms of set money

and time frames, and that participants are
satisfied ultimately. The project manager
would need to oversee during imple-
mentation that the best produce for the best
price is achieved, as well as overspending for
product and services does not

occur, and the contract um is adhered to; and
this is suggested to be achieved through an
intensive tracking of activities,

time and money spent on site. Communi-
cation between contractors , community
members, the design team and the client
should be kept as thorough and transparent
as possible to avoid disputes.

The analysis of the stated financial plan in
response to the client’s aims is shown to moti-
vate feasibility. Please refer to the Building
Cost diagram ( Appendix A ). Appendix A
shows the total project cost for Phase 1 to be
R156,564,500; with Phase 2 at R68,950,000.
The operational income given by the first

phase allows the capital outset costs of the
second phases to be reduced, and therefore
possibly more attractive to implement in
addition. The project is shown to be econom-
ically feasible, and with reduced risks due to
phasing. It must be noted that in the event of
any extra profits, the funds could go into fur-
ther advertising for donors and government;
or be save to eventually subside future similar
projects or future expansion.

FEASIBILITY STUDY

Stats sources:

- Lombard, M et al (2007). Report on Trends
in Passenger Transport in SA. Johannesburg:
DBSA

- The Gauteng Household Travel Survey
Report 2014

- Wray, C et al (2014). Mobility in the Gauteng
City Region. Johannesburg: GCRO

- Davidson, K et al (2014). Outside the Core:
Towards an Understanding of Intermediate
Cities in SA. Johannesburg: SA Cities Net
work

- Davidson, K et al (2014). Emfuleni:

Steeling the River City? Johannesburg: SA
Cities Network

- Sedibeng District Municipality Interagted
Transport Plan 2008-2013

- PRASA Corporate Plan 2015-2018
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APPENDIX

Projected Project Cost as of 19 May 2016

PHASE 1 Quantity | Singular Area Total Cost per m’ Total Cost Section Cost
Administration
Management Suite 1 50 50 11,500 575,000
Standard open plan office 1 100 100 10,500 1,050,000
Meeting Rooms 2 25 50 11,500 575,000
Kitchen & Staff Lounge 1 50 50 11,500 575,000
Staff Ablutions 1 75 75 4,500 337,500
3,112,500

Public Facilities
Security 2 50 100 10,000 1,000,000
Public Toilets 4 75 300 4,500 1,350,000
Food Court 1 500 500 8,800 4,400,000
Retail 1 1000 1000 10,500 10,500,000
Market/Informal trade 1 3000 3000 7,000 21,000,000

38,250,000
Transit facilities
Enquiries & Ticket Office 2 50 100 14,000 1,400,000
Bus Station & waiting area 1 300 300 60,500 18,150,000
Multi Storey Taxi Rank 1 10000 10000 5,000 50,000,000

69,550,000
Support Facilities
Fleneral Storage 1 100 100 1,500 150,000
Car Rental Office 1 50 50 10,500 525,000
Brban Park @ Plal a 1 10000 10000 4,000 40,000,000
Parking 1 1000 1000 4,800 4,800,000
Blaste 1 100 100 4,500 450,000

45,652,000

PRIESE 2 TEATE

P 1TH 156,564,500
PHASE 2
Public Facilities
BIntrance 1 750 750 14,000 10,500,000
Exhibition 1 300 300 5,000 1,500,000
Conference Rooms 2 100 200 11,500 2,300,000
MetroBlolitan Blounge 1 1000 1000 11,500 11,500,000
Rlusiness Blub 1 2000 2000 7,000 14,000,000
Rentable Offices 1 4000 4000 7,000 28,000,000

67,800,000
Transit facilities
Train Terminal 2 50 100 11,500 1,150,000

1,150,000

68,950,000

Total Building Cost for PRlase 11 2

225,514,500



City of Johannesburg 48 892 131 845 30 047 22 651
City of Tshwane 33203 9325 1507
Ekurhuleni 153 B42 24198 9265
West Rand 23 310 1537 1686 422
Sedibeng 17 369 544 6118 1046

From outside Gauteng 38 428 18 284 10050 2011 2011

Daily trip distribution table:

Lesedi LM Urban
(Heidelberg /
Ratanda) 26% 2% 2% 2% 0% 0% 0% 0% 1% 100%
Lesedi LM Rural 26% 1% 1% 3% 0% 0% 0% | 0% 1% | 100%
& Midvaal LM Rural East | 8% 1% | 0% | 3% | 1% | 0% 1% | 0% | 3% | 100%
o Midvaal LM Rural
F_.r West 22% 0% 2% 8% 3% 1% 0% 0% 3% 100%
Emfuleni LM Urban
(Evaton, VdBP,
vereeniging} 30% 1% 1% 3% 1% 0% 0% 0% 3% 100%
Emfuleni LM Rural 2% 0% | 0% | 11% | 0% | 0% | 0% | 0% | 0% | 100%

Mode of travel table:

FEASIBILITY STUDY
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Plan & section of Could Gate steel structure.
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own.
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Protests infront of the union buildings. Date
unknown
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Site plan of the informal trade outside Mark-
park Mall
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FIG.57:
AVIEW OF THE NORTHERN PORTION OF THE
cTy

This photograph was taken from the roof top
of the

Merriman Building on Merriman Avenue.
Source: author’s own
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Table showing urbanization levels per prov-
ince in South Africa, 2001.

source: StatsSA report No. 03-04-02, 2006: 23.

FIG. 59:

Table showing South Africa’s Historical urban-
isation trends from 1904-2001

source: StatsSA report No. 03-04-03, 2006: 22.

FIG. 60:

Table showing the Vereeniging & Vanderbijl-
park historical population trend 1904-2016
source: StatsSA & Prinsloo, 1992: 123.

FIG. 61:
Spatial hierarchy of South African cities.
Source: CSIR/SACN typology (2008)
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Map of the greater urban context around
Vereeniging.

Source: https://www.1map.co.za; http://www.
gcrol.wits.ac.za/gcrogis1 & https://www.
maps.google.com

FIG. 63:
The Garden City Plan by Ebenezer Howard.
Source: Beevers, 1989: 138

FIG. 64:

The Garden City concept sketch of Vereenig-
ing.

Source: Vereeniging Inner City Regeneration
& Business, 2013: 59

FIG. 64:
Layers of the urban structure as by Dewar.
Source: Dewar et al, 2004: 6

FIG. 65:
Layers of Vereeniging's urban structure
Source: author’s own

FIG. 66:
Topographical Map of Vereeniging, 2006
source: NGl archives

FIG. 67:

Indicators for public transport in Vereeniging
source: DITP 2008-2013 Sedibeng District
Munciplaity

FIG.68:

Depicts what is defined as anit-space or lost
space in the city (refer to page 52-53). Note
the invasive presence in civic, commerce and
public transport spaces.

Source: author’s own

FIG. 69:

Civic Centre parking lot is empty for most of
the year as seen in this photo. Palisade fenc-
ing around this precinct further isolates what
should be publically accessible.

Photo: author’s own

FIG.70:

Markpark Mall roof top parking is isolated
from the rest of the city, which the ramp
being the only access. Walls measure approx-
imately 2.3m high and are impossible to look
over.

Photo: author’s own

FIG.71:

A view to the southern end of the city a land-
fill is visible. It is the reminisce from the old
coal mine shafts just behind it. The Southern
reaches of the region and across the Vaal river
are still being mined for coal and clay depos-
its. Mining has ravaged the landscape and it is
unfit for habitation.

Photo: author’s own



FIG.72:

Markpark Mall parking, mostly tarmac
claimed what was called the “Spoorweg
Plein” or Railway Square that was formerly a
park before 1982. It has recently been reap-
propriated by Informal traders.

Photo: author’s own

FIG. 73:

Note the richer internal environment
of Markpark Mall compared to outdoor
spaces.

Photo: author’s own

FIG. 74:

Car dealerships, second hand and new, are a
common presence in Vereeniging. It radically
alters the street character. The structures are
generic and similar to one another.

Photo: author’s own

FIG. 75:

AVIEW OF THE NORTHERN PORTION OF THE
cITYy

This photograph was taken from the roof top
of the

Merriman Building on Merriman Avenue.

FIG. 76:

Building Facade edges & thresholds:

The above drawing illustrates some of the
more significant thresholds and facade edges
that have good urban street qualities. The dia-
gram also helps to identify those areas where
the street quality is poor where it should not
be, in the case of the area adjacent the train
station and directly in front of it.

Drawing: author’s own

FIG.77:

A street view of facade of the Vereeniging
Jumah Masjid.

Photo: author’s own

FIG. 78:

Section A:A through the Vereeniging Jumah
Masjid.

Drawing: author’s own

FIG. 79:

A ground floor plan of the Vereeniging Jumah
Masjid.

Drawing: author’s own

FIG. 80:
Taxido Junction Street Facade, Section B:B
Drawing: author’s own

FIG. 81:
Section C:C through Taxido Junction
Drawing: author’s own

FIG. 82:

A Western view down the informal Market
outside Markpark Mall.

Photo: author’s own

FIG. 83:

Photos of the pedestrian street through the
informal Market, on what use to be Market
Avenue. Note the width of the pedestrian
street that comfortably accommodates infor-
mal traders, trees, furniture and circulation.
Photo: author’s own

FIG. 84 & 85:

Drawings depicting the threshold quality in
the Taxido Junction Arcade on Union Street.
Note the wide pavement in the drawing
above that allows for informal trade, dense
pedestrian traffic and for shop goods to be
displayed. The veranda depicted in the draw-
ing on the right protects pedestrian from the
sun.

Drawing: author’s own

FIG. 86:

This drawing illustrates spaces that define the
city.

Drawing: author’s own.

FIG. 87:

Markkpark parking lot opposite the Train
Station.

Photo: author’s own

FIG. 88:

A car dealership on Union Street opposite the
Vereeniging Train station.

Photo: author’s own

FIG. 89:
Park in front of the Vereeniging Train Station.
Photo: author’s own

FIG.90:
Constitution Square & Civic Centre.
Photo: author’s own

FIG.90/1 :
Constitution Square & Civic Centre.
Photo: author’s own

FIG. 90/2:

Note the fence around the public lawns in the
background.

Photo: author’s own

Refer to pg 124-125 for guidelines on public
space

FIG. 91:

The Vereeniging Train Station & Taxi Rank on
a Sunday.

Photo: author’s own

FIG.92:

The Vereeniging Train Station & Taxi Rank on a
Friday afternoon.

Photo: author’s own

FIG. 93:

Ocupational movement diagram of the Ver-
eeniging Train Station.

Drawing: author’s own

FIG. 94:
Platform No. 2 link into the Taxi Rank.
Photo: author’s own

FIG. 95:
Platform No. 2 entrance.
Photo: author’s own

FIG. 96:
Main Train Station entrance.
Photo: author’s own

FIG. 97:
Entrance from Taxido Junction & ticket office.
Photo: author’s own

FIG. 98:
Cash ticket sale on Platform 2.
Photo: author’s own

FIG. 99:
Closed-off pedestrian bridge.
Photo: author’s own

FIG. 100:
Waiting space on Platform No. 2
Photo: author’s own

FIG. 101:
Unused waiting space on Platform No. 1
Photo: author’s own

FIG. 102:

A map of the hard elements in the urban
landscape. This would include core districts,
that are the primary elements, and that are
also treated as permanent features in the
urban landscape.

Drawing: author’s own 208
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FIG. 103:

Maps the soft elements in the urban land-
scape. This includes things more connected
to nature such as parks and trees.

Drawing: author’s own

FIG. 104:

A map of the relationship between advertis-
ing and the vehicle.

Drawing: author’s own

FIG. 105:

The McDonalds drive-thru on the corner of
Voortrekker Street and

Rhodes Avenue.

Source: Google earth

FIG.106 : Photo taken showing street signage
from the drivers perspective along Voortrek-
ker Street.

Source: Google earth

FIG. 107:

A panorama overlooking the Dadabah’s sign
on Voortrekker Street.

Photo: author’s own

FIG. 108:

Photo taken on the corner of Union Street
and Beaconsfield Avenue.

Photo: author’s own

FIG. 109:
A Duagram of urban design theories
source: Trancik, 1986: 98

FIG.110:
Vereeniging figure ground diagram
Drawing: author’s own

FIG.111:
Vereeniging contextual map
Source:ttp://www.gcro1.wits.ac.za/gcrogis|

FIG.112:
Linkage theory diagrams
source: Trancik, 1986: 98

FIG.113:
Vereeniging figure link theory diagram.
Drawing: author’s own

FIG. 114:
Place theory diagrams.
source: Trancik, 1986: 98

FIG. 115:
Vereeniging place theory diagrams.
Drawing: author’s own

FIG. 117:

AVIEW OF THE EASTERN PORTION

OF MERRIMAN AVENUE OVERLOOKING
THE TAXI RANK AND THE TRAIN STATION
This view of the cross road between Mer-
riman Avenue & Voortrekker Road is the
intersection between the two most busiest
roads in the city.

Photo: author’s own

FIG.118:
Vereeniging urban footprint map
Photo: author’s own

FIG. 119:

A navigating panorama of the eastern portion
of Vereeniging.

Photo: author’s own

FIG. 120:

A navigating panorama of the western por-
tion of Vereeniging.

Photo: author’s own

FIG. 121:
Vereeniging context map
Drawing: author’s own

FIG. 122:

Street traders at the Markpark Mall parking
lot.

Photo: author’s own

FIG. 123:

Street traders outside Markpark Mall along
Voortrekker Street.

Photo: author’s own

FIG. 124:

Street traders on Union Street along Mark-
park Mall.

Photo: author’s own

FIG. 125:

The Taxido Junction Arcade, corner of Union
Street & Beaconsfield Avenue.

Photo: author’s own

FIG. 126:
Vereeniging Train Station
Photo: author’s own

FIG. 127:
Metrorail train approaching platform No. 2
Photo: author’s own

FIG. 128:
View of Platform No. 2
Photo: author’s own

FIG. 128:
Closed off pedestrian bridge
Photo: author’s own

FIG. 129:
Ticket sales on Platform No. 2
Photo: author’s own

FIG. 130:

Informal traders in the Vereeniging Taxi Rank.

Photo: author’s own

FIG. 131:
Informal traders in the Vereeniging Taxi Rank.
Photo: author’s own

FIG. 133:

AVIEW OF THE CORNER OF MARKET

AVENUE & VOORTREKKER ROAD
Vereeniging's heritage is hidden from its
residences , only keen eyes can spot the city’s
relics that still survive.

Photo: author’s own

FIG. 134:

A VIEW OF THE VEREENIGING TAXI

RANK FROM THE MERRIMAN BUILDING.
Hundreds of mini-bus taxis gather on the
eastern end of the city next to the Vereenig-
ing Train Station.

Photo: author’s own

FIG. 135:

A map of public transport routes in Vereenig-
ing.

Drawing: author’s own

Routes are sourced from: DITP 2008-2013
Sedibeng Dilstrict Munciplaity

FIG. 135:

Larger agglomerations of traders collect at
points where pollution movement is greatest.
Drawings: Drawn after D. Dewar & V. Watson

FIG. 136:

Informal traders attempt to establish them-
selves at points of highest pedestrian concen-
tration. They form linear markets aligned to
the pedestrian flow.

Drawings: Drawn after D. Dewar & V. Watson

FIG. 137:

Markets should be able to expand & contract
& still remain as a cohesive whole.

Drawings: Drawn after D. Dewar & V. Watson



FIG. 138:

Uses should be allocated so that they main
remain cohesive & continuous as the market
expands & contracts.

Drawings: Drawn after D. Dewar & V. Watson

FIG. 139:

Market size & location can change over the
day, depending on the strength& direction of
pedestrian flows.

FIG. 140:

Selling runs are too short and customer flows
are dissipated & confused.

Drawings: Drawn after D. Dewar & V. Watson

FIG. 141:

Selling runs are too long & customers do not
penetrate to centrally located stalls.
Drawings: Drawn after D. Dewar & V. Watson

FIG. 142:

When circulation channels are too wide, cus-
tomers concentrate on one edge only.
Drawings: Drawn after D. Dewar & V. Watson

FIG. 143:

A situation where sellers have spontaneously
narrowed a wide circulation passage by locat-
ing in the centre & dividing it in two.
Drawings: Drawn after D. Dewar & V. Watson

FIG. 144:

A more appropriate circulation channel
width.

Drawings: Drawn after D. Dewar & V. Watson

FIG. 145:
A more appropriate length for selling runs.
Drawings: Drawn after D. Dewar & V. Watson

FIG. 146:

SEGREGATION: Implies a separation of func-
tions & groups that differ from one another.
Drawings: Drawn after Jan Gehl.

FIG. 147:

INTEGRATION: Implies that various activities
and categories of people are permitted to
function side by side.

Drawings: Drawn after Jan Gehl.

FIG. 148:

REPEL: Implies spaces in a city that are are not
accessible & thus are designed so that it is
difficult to get out or into them, physically &
psychologically

Drawings: Drawn after Jan Gehl.

FIG. 149:

INVITE: Implies spaces in a city that are easily
accessible & thus encourage people to move
from the private to the public enviroment.
Drawings: Drawn after Jan Gehl.

FIG. 150:

Physical arrangement can promote or prevent
contact in at least five different ways.
Drawings: Drawn after Jan Gehl.

FIG. 151:

Showing a hierarchal structure of organized
spaces transitioning from

public, semi-public, semi-private and then
private. This offers a clear structure to move-
ment and public or private activities.
Drawings: Drawn after Jan Gehl.

FIG. 152:

This diagram represents the relationship
between the quality of outdoor spaces & the
rate of occurrence of outdoor activities.
Drawings: Drawn after Jan Gehl.
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