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1 ABSTRACT

Public transport infrastructure investments havenbeidely advocated for as catalysts for economievth
and development. They have also been regarded \ads pof functionality of economic nodes and
communities. Thus, considerations of innovativatsgies in investing in public transport infrastuwe as
contributors of socio-economic transformation tlyloufacilitating growth of business operations and
creation of small-scale entrepreneurship has gamechentum. The common envisaged outcome of such
innovative approaches is creation of vibrant urbamters and economic spaces characterized byetyafi
social and economic activities. This paper invedéd the impact of implementation of innovative amb
public transport systems on business operationgarhtion of new small-scale businesses withinGitg

of Tshwane. The study adopted mixed research apipesawhere qualitative and quantitative data were
gathered concurrently. Field observations, keyrinfint interviews, questionnaire administration wesed
for data collection. Subsequently, content datdyarsawas applied through the exploration of firgirunder
various relevant themes of public transport infraure and business operations. Findings reveateld
improvement on business operations or formatiospedally integration of previously disadvantaged
communities and informal traders to the local ecoyio Even for few opportunities created, limited
entrepreneurial skills, knowledge and expertise ragab people previously systematically excluded
restrained them from taking advantage of such dppires. Skewed focus on public transport infrastiure
roll-out coupled with limited practical focus on csm-economic benefits as trickle-down effects was
observed as another obstacle hindering creationboént socio-economic spaces through public trartsp
infrastructure investments. This work recommends dreation of activity nodes for social and ecormomi
interactions at connector points to the benefiiboll economy and residents. To complement suamahu
capacity development and entrepreneurial skilleigpment amongst the previously disadvantaged gsoup
advocated for in to attain socio-economic transadrom.

Keywords: Place Making, Public Transport Infrastawe, Activity Nodes, Business Operations, Vibrant
Communities

2 INTRODUCTION

Sustainable public transport infrastructure investta are characterised by applied analytical mettiod
optimize an efficient transport network with impeals consumer experience and accelerated economic
growth and development (Divall & Hine, 2017). Unbtable, Integration forms the core of public traorsp
infrastructure investments as it constitutes amwoiational process through which the planningagitvery

of elements of the transport system are broughdthey, across modes, sectors, operators and tisigy
with the aim of increasing net social benefits §Rya, 2012). In the same vein, Boschetti, Maugni Cré
(2014) also notes that through innovative urbanlipubtansport systems with strong focus on intégrat
cities will become hotbeds for innovation, wherad#, tourism, commerce, services and educationbeill
improved and prosper. Notably, cities with well-odinated integrated transport systems are mody likke
have an improved Gross Domestic Product (GDP) apaarad by higher levels of productivity (Graham &
Niekerk, 2014). In contrast, the apartheid/colomakrited, fragmented spatial form in developiogrmtries

is such that infrastructure investments shouldessipast spatial imbalances while creating vibsanto-
economic space(s) for social and economic intamactCervero (2001) observes that land use pattdras
city or town also influence the travel pattern saort network for socio-economic activities of pkeoand
overall economic functionality of cities. Thus, fiabtransport infrastructure investments should fihe
right balances of all segments of the physicakbistfiucture, and socio-economic transformation.

Since the dawn of democracy in 1994, South Afriaa prioritized socio-economic transformation thioug
numerous policy pronunciations and public transpdrastructure investments which have been cerdred
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reducing unemployment, poverty alleviation and gind the inequality gap (Gumede, 2013). Nonetheless
Cilliers and Camp (2013) observe that South Afriganernment continues to produce policy instruments
that are good on paper but does not positively anmm people’s lives hence continued challenges
inequality, unemployment and poverty.

Lessons from the City of Linz in Austria suggestthn integrated approach to public transport systand
socio-economic transformation creates hotbedsrioovations, where stations or connector points lman
designed as places of social and economic intera¢lementschitz & Stark, 2009). Thus, mechanisms
must be developed to ensure that public transpdrastructure investments factor in the value dfiao
economic and environmental aspects of developnoenising on realistic solutions to community proldem
The paper starts by briefly discussing literatueview, followed by research objective(s) and the
methodology followed. The paper then discussesystudlings and conclude by providing discussion,
concluding remarks and recommendations.

2.1 Scope of the paper

This paper investigates prospects of designingpssitonnector points as activity nodes for socior®mic
transformation as part of public transport infrasture investments. Pretoria Central (Bosman) aaifiedd
Innovative urban public transport systems (Gauteaid A Re Yeng) main connector points within they Ci
of Tshwane were used as focus areas. It delibecatebe significance of public transport infrasture
investments in strengthen local economies and emgrsocio-economic transformation. The role of
Transit-Orientated Development (TOD) in place-mgkand socio-economic transformation is the golden
thread and focal point of discussion throughoutgaper. The extent to which the previously disathged
and urban poor benefited economically from pubfims$port infrastructure investments becamme esdenti
in determining the effectiveness of such investmenhe paper advocates for designing stations/aboine
points as activity nodes for social and economisperity.

3 LITERATURE REVIEW

Transit-Orientated Development (TOD) as a core amept of infrastructure development for smart growt
and compact cities plays an integral role in shgpirban form (Todes, 2012). In the same vein, Situm
(2002) observes that TOD contributes in shapindgebetpatial forms to create vibrant economic spaces
through creation of activity nodes along publicnsort corridors and main intersections making igubl
transport investments responsive to socio-econafisiparities facing developing countries. Furthemmor
Litman (2017) argues that Public Transport Infractire investments should look beyond the dynawoiies
well-coordinated transport system. Effectively, wector points or stations can be used as pivotsdoio-
economic innovation and prosperity through desigritrem as hubs, where small-scale entrepreneurs and
informal traders can prosper and contribute toltital economy. According to Pojani and Stead (2015)
well-coordinated and comprehensive public transpgstems can still be disintegrated if it neglexisial,
economic and environmental considerations. Thuspviative approaches must be sought to improve the
state of public transport infrastructure for sgaitiegration and socio-economic transformationSkuth
Africa, such initiatives have been commissioneaulgh national government led Integrated Rapid Bubli
Transport Networks initiative which saw the introtlan of the Gautrain and Bus Rapid Transit (Van
Ryneveld, 2008). However, Mashiri, Mokonyama, Mpondakhwizara and Mdunge (2014) observe that
despite massive investments, poor planning has nesignificant changes in traffic congestion, ditiing
vehicle-pedestrian movements, uncoordinated smaledreight vehicles and parking shortages.

3.1 Spatial form effects on socio-economic vibrancy

Spatial structures and forms inherited from thertiygéd planning system have hindered and frustrated
social-economic transformation in most parts oft8cAfrica (Turok, 2013). The defining feature hasehb

the notion that issues of economic disparities labdur market polarization persist and coexisthwite
previously disadvantaged being continuously matgied. Many discussions are taking place arountiapa
restructuring of public transport to support thereamy (Cervero, 2013). More so since fragmentediadpa
form is central to prevailing socio-economic chadjes. Hence the renewed call for redressing the pas
spatial imbalances through Transit Orientated Dmyakent (Chakwizira & Mashiri, 2009). Low income
earners who reside in isolated townships are thet mitected by the fragmented spatial form, hemrees
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become discouraged job seekers or give up thes ke to spending most of their income on transport
before they can take care of other basic househeddls. Travel costs and a lack of access to economi
opportunities have been the predominant challemdrese the urban poor spend more than a third of the
income on transport (Roux, Mfinanga, & Del Mist&@12). They use more than one mode of transpoyt (pa
multiple fares) for one trip which perpetuates powvend inequality due to lack of modal integratwith
single travel fare per trip instead of paying atteaterchange (Franklin (2014). Integrating restid areas
and economic nodes through a single multi-modaliputansport network can ensure affordability, gshu
enabling people to effecively participate in th@mamy thereby making spatial integration a focat pa
socio-economic transformation.

3.2 Spatial injustices and socio-economic disparities

Social and economic transformation has undoubtddign the core of South Africa’s post-apartheid
economic growth and development agenda (Patelpfeneet Mitchell, 2001). Pre-1994, the South African
economy used to be that of a polarised labour naviteere benefits of most skilled jobs were acd@ssi
mainly by the minority or whites, and the nativeopke occupied the low-income jobs in the unskilted
semi-skilled labour market (Triegaardt, 2006). imeodisparities reflect historical imbalances withaaial
and geographic footprint, hence post-1994 polidggrirentions being aimed at spatial and socio-ecénom
transformation. Skills shortages, limited trainargd experience has been observed as central to poo#'s
inability of to be absorbed to the middle and higteme jobs (Adelzadeh, Alvillar & Mather, 2001).
Questions have been raised as to whether thehstatereated a dependency culture, where peopkoksiy
dependent on government to provide for their neé&dédently, there has been minimal impact of the
transformation strategies on spatial integratiaticseconomic transformation and land reform, despi
having proliferation of micro-financing and institbnal transformation (Musakwa & Gumbo, 2017). In
public dialogues and service delivery protestsjcseconomic disparities have been the focal pofrthe
discussion where inclusiveness of government patitiatives have been questioned. The defininguiea
agreed upon in all these dialogues has been thenntbtat socio-economic disparities and labour mgark
polarization persist and coexist leading to infdrtnading becoming the most viable source of incdore
the urban poor and previously disadvantaged (S#iv2016). Mechanisms must be developed to
accommodate informal traders to trade legally amperly designed station precincts in keeping wité t
aesthetic and spatial form of urban nodes wherstti@gns are located.

4 OBJECTIVES /RESEARCH QUESTIONS

Since the dawn of democracy, South African metitgol cities like Tshwane, Cape Town and
Johannesburg have witnessed massive public transgoastructure investments, (Tsikai, 2016). While
public transport infrastructure is advocated fothesbackbone of economic development (Cromhout6R0
public transport infrastructure investments witeess the City of Tshwane ability contribute to atien of
vibrant urban spaces for social and economic iotiena leaves much to be desired. The main objectizs

to determine whether main stations are designethrassative hubs for socio-economic vibrancy when
implementing innovative urban public transport eyst. The main reference point was whether or not an
enabling environment is created for small-scaleepnéneurs to thrive while enhancing social uplgtm
This paper investigated the core components thiateimce business growth that can be incorporated in
design guidelines for designing stations preciotsfector points as activity nodes for a varietgagial and
economic activities.

5 APPROACH AND METHODOLOGY

The study followed mixed approach by combining comants of qualitative and quantitative approaches i
data collection, analysis and interpretation. Fielikervations (including informal discussions witie
people who are directly or indirectly involved intigities within main nodes or stations), key infant
interviews (20 semi-structured interviews), quest@ire administration (100 questionnaires) wereduse
instruments for data collection. Subsequently, rattué¢tive approach to data analysis was followeduitin
exploring findings under various relevant themegublic transport infrastructure and business djmrs.
The questionnaires were structured according tméisethat were aimed at determining factors thauénte
socio-economic interaction and business growthsfoall-scale entrepreneurs in urban or public trarisp
nodes. The field observations and key informanerinews with officials working directly with public
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transport infrastructure investments were usedré@aden the researcher’s perspective on the maiectub
and ensure appropriateness analysis, interpemetsaticonclusions and recommendations. From this
premise, the researcher could assess and detesotiteeconomic vibrancy of station precincts. BRSS
statistical software was then used to capture daltacted through administering of questionnaigesrhall-
scale entrepreneurs and local residents with timeodiidentifying core components that influenceibess
growth using the Chi-Square test by way of assgssgnificance levels of various factors.

6 RESEARCH ANALYSIS & FINDINGS / RESULTS

It is evident that the apartheid inherited fragreenspatial form can no longer be reversed. Rather,
mechanisms should be put in place to mitigate iheaton, especially for the urban poor who find
themselves located far from socio-economic oppdrasmand without adequate sources of income tasus
their livelihoods. Densification along public trgast corridors as already envisaged by the Citysbfwane

is essential in ensuring that congested townshifs feeed from overcrowding with more housing
opportunities available closer to economic oppaties This will also help mitigate heavy traffic
congestion between townships and economic opptiganiNonetheless, accommodating the urban poor in
housing options that may be created is a challemgly property developers concerned about their
investment returns if they support the municipalridor densification strategy. Findings suggesiitiéd
improvement in business growth, especially in titegration of previously disadvantaged communitied
informal traders to the local economy. Skewed foanghe public transport infrastructure rollout pted
with limited practical focus on socio-economic bi#seas trickle down effects was observed as amothe
obstacle hindering the creation of vibrant socioreenic spaces through public transport infrastmectu
investments. Missed opportunities were observeaaka@ally when it comes to accommodating the infdrma
economy and small-scale entrepreneurs. The negelsign main stations as activity nodes that encgrusa
variety of economic and social activities was idfesd as an area of improvement. Though limited in
gquantity, economic activities around the Pretoremital precinct confirmed that this is indeed agaathat
needs to be explored further, while missed oppdarasnwere note in the Hatfield economic node.

6.1 Socio-Economic Transformation through Business Groth and Operations Improvements

The state of business operations is essentialdio-sasonomic transformation, as it provides a plaif for
small-scale entrepreneurs to thrive and for empéayncreation. The informal economy is often-in the
policy formulation, yet it supports most familiektbe urban poor or previously disadvantaged conitiasn
(Brown & McGranahan, 2016). Evidently, too little anything has been done at planning and strategy
formulation phase to ensure that implementatiomobvative urban public transport systems goes hayo
improving urban mobility to create an enabling eowiment for small-scale businesses to grow to bibest
local economy. The Municipal regional spatial depehent frameworks focus mainly on densificatiorthwi
no emphasis on creation of activity nodes on majtarsections along densification corridors whictl w
enable small-scale entrepreneurship growth andamant creation. Where there is minimal improvement
in business operations and lack of opportunitiesuficoming entrepreneurs, poverty, unemployment and
inequality will continue to rise with more peopl&pped in poor living conditions. The study fingkn
suggest that there are limited improvements onnegsi operations which can be attributed to public
transport infrastructure investments. The inforraabnomy is evidently neglected, as it is one of the
segments which has hardly benefited from the implgation of innovative urban public transport syste

6.1.1 The state of business operations around the PagB®oisman) Central Stations

The observations made during primary data collactiaggest that there is a potential to accomoadaédi-s

scale businesses with station precincts. Figureldwprovides an overview of the business operation
Pretoria central for both the A Re Yeng and Gantssations. The significant aspect in the Gautstétion

is the presence of established businesses and-sra#dl entrepreneurs (though very limited). Thelédip

corner shows the small-scale entrepreneur kioskiai-shop providing perishable goods typical ofgbo
provided by informal traders. The structure andsital appearance of this container is in keeping e

aesthetic value around the Bosman Station andhn@dnflict with an established coffee shop as sedhe

top-right corner. Such can be explored furtherrgate vibrant socio-economic space(s) through desig
station precincts as activity (mixed-use) nodesradtarised by a variety of social-economic actgti
similary to light railway stations in the City ofriz, Austria.
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Figure 1: Spatial form around Gautrain and A Re Ystiagions in Pretoria central (Source: Author'gstration based on field
observations during primary data collection)

The opportunity presented by the high concentratforarious public transport related activitiesime node
cannot be over-emphasized. A variety of public gpomt modes concentrated in one location presemts a
opportunity for the creation of a mixed-zone atyiviode which accommodates small-scale entrepreneur
and established businesses, given different sertiey provide to commuters and people workingvimd

in the area. The city should consider such initediin the form of a precinct plan linking Bosmaatisn
with the City Centre, where there is also the Chuquare main station for the Tshwane Bus Senlf®e a
near the A Re Yeng Station. Activities of smalliscantrepreneurs are evident, but with proper pranthis

can be transformed to a vibrant activity node foa businesses and social upliftment. The amofispace
evidently available as seen in the bottom left eopicture, there is a potential to create moreodppities

to accommodate small-scale entrepreneurs (includifimal traders) without negatively affecting the
aesthetic value of the station precinct. Furthemaraneed for skills development to enable previpusl
disadvantaged people to take full advantage of appities created was identified.

6.1.2 Missed opportunities in the Hatfield stations nodes

Unlike the Bosman station in Pretoria Central, ¢hisr not even a single shop in the precinct of Ahee
Yeng and Gautrain stations in Hatfield, as amplauaaspace is vissible on figure 2 below. This @nés an
opportunity to create an activity node. The pictoinethe top-left corner depicts the A Re Yeng Stgtivith

the Gautrain bus stations nearby. The picture erbtttom right corner depicts Gautrain station nakem

the same location as the one on the top left camhézh clearly illustrates the proximity of the Geain and

A Re Yeng Stations. Considering prospects observélte Pretoria Central Stations in the contexsaifio-
economic hubs created in the City of Linz light saations, the ample space available within théfield
station precinct represents a missed opportunityafovibrant socio-economic node where small-scale
entrepreneurs can trade and provide services tanctens and people living or working in the area.
Structures of aesthetic value like the one in Bogfi@toria Station on figurel above could be ideal
accommodate informal traders in the Hatfield ThRé&Yeng and Gautrain stations are closer to edwr ot
in Hatfield than it is the case in Bosman (Pret@@ntral). Though aspects of informal trading asefally
evident in the Bosman Gautrain station, at leastgge of it is visible with a precedent for a patainfuture
expansion. This is hardly the case at the Hatf#ddion as there is ample space which is underesiland
could be used for a mixed-use zone or platfornréate a vinbrant, innovative socio-economic huksfoall
scale business opportunities. Such consideraiamsbe made when implementating innovative urban
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public transport systems. This will translate iiitegrated efforts for socio-economic transformatand
innovative urban public transport planning systémsementation.

node.

Figure 2: Spatial form around Gautrain and A Re Ystagions in Hatfield (Source: Author’s illustratibased on field observations)

6.2 Components Promoting Business Growth

The study findings reveal that there is minimal ioygment in business operations and limited oppdits

for upcoming entrepreneurs through the introductbrinnovative urban public transport systems. This
emphasises the need to strengthen the local ecotiwoygh designing station precincts as activitgle@sor
vibrant socio-economic urban spaces and socidltglnt. The case of the City of Linz in Austriaggest
that stations for innovative urban public transgy$tems can be designed as activity nodes foroedion
and social activities (Vougioukas, Sammer, MonzBmans, Ambrosino, 2008). While conducting key
informant interviews, it became evident that thiera limited effort to design stations as activitydes to act

as hotbeds for socio-economic transformation. Rath@e focus is given to densification along thdra
Yeng (BRT) corridors. This can be considered asm@a of improvement to ensure that public transport
infrastructure investments go beyond improving Hityband connectivity and becomes a catalyst fai®o
economic transformation. To attain socio-economaagformation, an enabling environment for growth o
small-scale entrepreneurship and employment creativould be created as part of public transport
infrastructure investments. Place-making throughkigieng stations as vibrant socio-economic hubs is
essential to create an enabling environment folllssoale entrepreneurs is essential. This will ledpnter
the challenges of poverty, unemployment and indtyuaihile also promoting social cohesion with such
vibrant socio-economic spaces.

Despite no signs of small-scale economic activiséshe Hatfield economic node stations, there were
economic activities noted at Pretoria Central eatin;mode station, though limited. Consistent wiéhsons
drawn from the City of Linz it was essential tontiey Principal Factors as areas of consideratidrenv
designing activity nodes in and around public tpamsprecincts and take advantage of missed oppitgs

in the evidently dull urban spaces. Such Princisdtors were identified by way of examining sinitlas

and patterns through Chi square test for relati@mlysis between public transport infrastructune a
business growth (small-scale entrepreneurship @fiodnnal economy) towards vibrant economic spaces an
social upliftment. The following Principal Factokgre identified using SPSS statistical software:

* Proximity to Public Transport nodes or Intersection
* Business Location
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* [Easy Access

Figure 3 below illustrates the interdependent matdrthe identified Principal Factors, which sudgbat to
design station precincts as vibrant spaces forab@rid economic interaction, proximity public trpog
nodes, business location and accessibility of srhaflinesses within the station precincts are should
collectively form the core of design guidelineseagitheir prominent significance.

Figure 3: Principal Components for transformativelmutransport systems (Sources: Author’s illustnat

As illustrated in figure 3 above, proximity to pithtransport nodes is directly linked to creatimgemabling
environment where small scale entrepreneurs aategtcally positioned at the convenience of comnsute
who might be travelling for different reasons bwted products or services provided by small-scale
entrepreneurs within public transport station prets. Proximity is directly linked location andsgaaccess

as public transport nodes are a strategic busloeaion where customers can have easy accesstomx
opportunities, thereby reducing number of tripyeted by commuters to obtain essential househektis
and services. Undoubtable, proximity to public s@ort nodes and intersection, strategic businessitm
and easy access are collectively essential fonviians within public transport infrastructure ist@ents.

6.2.1 Proximity

To determine the significance of business proxirotyublic transport nodes or intersection, theaRwe of
0.05 was used as the significance level. The ngliothesis was that there is no relationship between
business growth and proximity to public transparties or corridors and the alternative hypothesisgbe
that there is a relationship between proximity tlc transport corridors and business growth. &or
significance level, less than or equals to 0.08, rthll hypothesis was rejected in favour of theralitive
hypothesis (Table 1).

a. 0 cells (0%) have expected count less than &.mihimum expected count is 6, 38.

b. Computed only for a 2x2 table

Table 1: Significance level of Proximity to Publicansport nodes or Intersection; Source: AuthoPSS analysis using Hypothesis
Testing (P-value approach)
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As depicted in table 1 above, the P-value highéidhh green is less than 0.05 which suggest tlemetis a
strong relationship between business growth andimity to public transport infrastructure nodes.ush
designing public transport nodes as hotbeds forosmmonomic transformation through an integrated
approach to public transport infrastructure invesita and local economic development is essential to
promote small-scale entrepreneurship and sociaftapht. Innovations should incorporate proximity t
public transport nodes as a core principle forghgag vibrant socio-economic spaces.

6.2.2 Location

As already alluded that business location is dyelibked to proximity to public transport nodes t
determine the significance of business locatiorelation to the proximity to high concentrationtnfsiness
activities and clients, the P-value of 0.05 was alsed as the significance level. The null hypagheas that
there is no relationship between preferred busitasgtion and proximity to the market or clientdahe
alternative hypothesis being that there is a @iatiip between preferred business location andmityxto
clients or market. For the significance level l&@ssn or equals to 0.05, the null hypothesis wascted in
favour of the alternative hypothesis (Table 2).

Value df Asymptotic Exact Sig. (2- Exact Sig. (1-
Significance  (2- sided) sided)
sided)
Pearson Chi-Square 8.10F .004
Continuity Correction 6.915 .009
Likelihood Ratio 8.389 .004
Fisher's Exact Test .005 .004
Linear-by-Linear 8.020 .005
Association
N of Valid Cases 100

a. 0 cells (0%) have expected count less than & niihimum expected count is 14, 57.

b. Computed only for a 2x2 table
Table 2: Significance level of Business Locationui®e: Author's SPSS analysis using Hypothesis mgg#-value approach)

Table 2 above depicts that the significance levexactly 0.005 which affirms that the null hypdisemust
be rejected in favour of the alternative hypothdbit proximity to clients or market is significaint
identifying business location. This suggest thatbalsiness that have potential to thrive within Ipub
transport infrastructure precincts should be accodated through a public transport station preqaten.

6.2.3 Access

The significance of easy access to a businesslishtalent in relation to the concentration of busses
within public transport nodes, where people careheasy access to business establishment throudjie pub
transport was determined using P-value of sigmitealevel of 0.05. The null hypothesis was thatehg no
relationship between business accessibility andigubansport station precincts, while the alteiveat
hypothesis was that there is a relationship betviesiness accessibility and public transport infeesure
ability to provide access. For the significanceelevess than or equals to 0.05, the null hypothesis
rejected in favour of the alternative hypothesis.

Table 3 depicts that the significance level is €ya@.007 which clearly depicts that businessepgeislly
small business will grow and have more clientelindy are easily accessible through public trartspdhe
overall indication is that there is a close relasgioip between access through public transport aisthéss
growth to the benefit of the local community withen city or town. Accordingly, small business
establishments should be easily accessible thrpudfic transport to enhance trade and socio-ecanomi
vibrancy.
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Asymptotic
Significance (2Exact Sig. (2Exact Sig. (1-
Value df sided) sided) sided)
Pearson Chi-Square 7.70G 1 .00¢
Continuity Correction 6.50( 1 .011
Likelihood Ratio 8.34¢ 1 .00
Fisher's Exact Test .007% .004
Linear-by-Linear Associatiol 7.62: 1 .00¢

N of Valid Case 10C
a. 0 cells (0%) have expected count less than & niihimum expected count is 11, 16.

b. Computed only for a 2x2 table
Table 3: Significance level of Easy Access; Soufeghor's SPSS analysis using Hypothesis TestingalBe approach)

7 RESEARCH CONTRIBUTION

The paper advocates for inclusive Place Making Sondio-Economic Sustainability as one of the core
principles of public transport infrastructure intraents where connector points within a multi-moplablic
transport network are used as innovation hubs tiemiess growth and socio-economic transformatidve. T
paper calls for collective strategy formulation Tmansit Orientated Development by moving beyond
evidently, skewed focus on public transport infnasture rollout. Place making through designing
connector points as vibrant socio-economic spaam®plemented by human capacity development
(necessary entrepreneurial skills, knowledge amqbrise) for previously disadvantaged communitiesen
identified as interdepended components to enhase-seconomic transformation as trickle-down ef$eat
public transport infrastructure investments.

8 RESEARCH LIMITATIONS

The study focused mainly on innovative public tgors systems in form of Gautrain and A Re Yeng BRT
systems which are receiving most of the governnigmding for public transport infrastructure undbe t
IRTPN initiative within the City of Tshwane areajofsidiction. As such, other mode of public tramidgike
mini-bus taxis, Metrorail trains and various busvi®s were not investigated as part of the prindata
collection to get a holistic picture of public tsgport network in the City of Tshwane. Nonetheléss large
extent, this study tried to obtain respondents si®n other modes of public transport in comparisons
innovative urban public. The need for a holistiegrated public transport systems where all pubdiasport
service providers work together towards a commal g@as then identified in the process.

9 DISCUSSIONS AND CONCLUDING REMARKS

There are limited innovations for socio-economiogperity in the design of stations and main intisas,
hence dull urban spaces due to skewed focus omcgunhsport infrastructure rollout, coupled witmited
practical focus on socio-economic benefits as lgiclown effects. This was observed as the mairaolest
hindering creation of vibrant socio-economic spagegart of public transport infrastructure investis.
The often overlooked component of designing stati@monnecter points) as vibrant socio-economic egpac
for the benefit of small-scale entrepreneurs wamegnt. Findings reveal limited improvement on bass
operations or formations, especially integratiorsiwfall-scale entrepreneurs from previously disathged
communities and informal traders. Even for the fgpportunities created, limited entrepreneuriallski
knowledge and expertise amongst people previouslgddantaged lead to them being systematically
excluded from taking advantage of opportunitiesiteé.

Most people who continue to be marginalised andsalgected to poverty and poor living conditions ar
also characterized by low literacy skills and liedittertiary education. Negative self-esteem remaimajor
obstacle that needs to be overcomed to enable oémphke full advantage of opportunities beingated.

The youth form township families also lack the zkal education and skills development. Notablyf-sel
determination is lacking amongst previously disad@ged communities and rather a dependency culture
and lack of skills development deepens socio-ecimatisparities. The need for human rehabilitation t
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enable people to become small-scale entreprenencsirent with creation of opportunities as pampoblic
transport infrastructure investments is evidentushinvestment in human capacity development aill$ sk
development should form an integral part of so@or®mic transformation policy interventions. Indiwith
other democratic dispensation policy documents, Nagional Development Plan, Vision 2030, skills
development is an essential area of interventionsfixio-economic transformation and redressing past
imbalances manifesting in the polarised businestos@nd labour market. Evidently, there is a naed
create an enabling environment for small-scalespnémeurs to thrive. The previously disadvantagedbe
trained for possible Small, Medium and Micro-sizEdterprises (SMMESs) opportunities (trickle-down
effects) from public transport infrastructure intreents.

9.1 Designing connector points as activity nodes for s@l and economic vibrancy

This work recommends the creation of activity notteeugh designing of connector points as vibraban
spaces for social and economic interactions to hibeefit of the local economy and residents. To
complement such, human capacity development ancepraheurial skills development amongst the
previously disadvantaged group should be factared enable people to take full advantage of opmities
created. Other than government tender businessrinjitees, small-scale formal and informal busimsss
can be encouraged by creation of activity nhodegféonomic and social activities as part of pubbmsport
infrastructure investments. If stations do not npovate small scale business opportunities, thegiine dull
places with missed opportunities that could haxengthened the local economy.

Government, in collaboration with other stakehddeshould invest in human capacity development to
ensure that people take advantage of opporturstiested. Government must also see to it that drea
established businesses mentor small businessesigthronandatory skills transfer programmes on
government tender projects. There can be a seleiet agreement that each beneficiary of the gawent
tender incorporates a skills transfer componentmenmtor and actively involve one or two upcoming
entrepreneurs from previously disadvantaged comtmesniThis will ensure that upcoming entrepreneurs
acquire credible experience, making them eligiblproperly tender for future projects.
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