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FOREWORD 
In 2006 the City of Johannesburg developed and adopted a growth and 
development strategy, to align the long-term vision for the City with the short-term 
Integrated Development Planning process. The Joburg 2040 GDS is an 
aspirational strategy that defines the type of society the city aspires to achieve, 
by 2040. The strategy restates the City’s resolve in confronting the past injustices 
created during Apartheid, working towards a democratic, non-racial, non-sexist 
and just City while simultaneously confronting present and future challenges as 
they emerge. Therefore, it contains: 

 A vision and mission – which serves as a mental picture of Joburg, the city, 
by 2040; 

 Principles – the values held by the City, as first articulated in the 2006 GDS; 

 Outcomes – what the City seeks to achieve by 2040; 

 Long-term outputs – the deliverables through which the City plans to achieve 
the desired outcomes; and 

 Indicators – the measures through which the City plans to assess progress 
against its desired outcomes. 

Four major outcomes define the Joburg 2040 GDS, namely: 

• Outcome 1: Improved quality of life and development-driven resilience for all 

• Outcome 2: Provide a resilient, liveable, sustainable urban environment – 
underpinned by infrastructure supportive of a low-carbon economy 

• Outcome 3: An inclusive, job-intensive, resilient and competitive economy 
that harnesses the potential of citizens 

• Outcome 4: A high performing metropolitan government that pro-actively 
contributes to and builds a sustainable, socially inclusive, locally integrated 
and globally competitive Gauteng City Region 

A key concept expressed in GDS 2040, in line with Outcome 2, is that of 
Liveability and/or Liveable Urbanism. This concept relates to how an urban 
system can contribute to the physical, social and mental well-being and personal 
development of all its inhabitants. This can be achieved through the development 
of desirable spaces that offer and reflect cultural enrichment, encourage 
interaction and foster a sense of community. 
 
The City’s street system is by far the most prevalent communal space, hence it 
has an important role in creating a Liveable City. GDS 2040 recognises that car-
oriented environments are not conducive to a sustainable and environmentally 
responsible City. This is due to the double edged negative impact of the 
monetary cost of fossil fuels, increasing at a rate much higher than that of 
incomes, and the pollution that results from their use. 
 
GDS 2040 encourages the development of mass public transport systems as an 
alternative to car-oriented environments. The development of a street system that 
supports not only the movement of public transport vehicles, but also enables 
citizens from all user groups to access the public transport system safely and 
conveniently, is a key priority. 
 
It is within this context that the City commissioned the development of a 
Guideline Manual that would recognise and promote the role of streets as both 
movement networks and agents of social cohesion. 
 
This Document, The City of Johannesburg Complete Streets Design Guideline 
Manual, is the culmination of that process. It is a document that will guide the City 
in developing a street system that is in line with the concept of Liveability by 
encouraging the walking and cycling modes, caters for all users groups and 
encourages the use of public transport. 
 
It is envisaged that this Design Guideline will serve as a starting point for a 
conversation between the City and its citizens as to how together we build 
movement spaces that are Liveable. 
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1. INTRODUCTION 

1.1 Why Complete Streets 
In October 2010, the City of Johannesburg presented a report to the Mayoral Committee outlining 
a proposed new approach to ward based safety, with an emphasis on safer streets. The report 
highlighted the ineffectiveness of the previous approach of providing speed humps on roads 
within communities. It further outlined the features of the current street network that result in 
unsafe situations, such as: 

 Lack of paved sidewalks or very limited areas for sidewalks; 

 Conflict between pedestrians and private vehicular movement especially in the inner City 
of Johannesburg; 

 Lack of street lighting which makes streets unsafe at night for pedestrians and road 
users; 

 Poor storm water provision, open channels and blocked kerb inlets which exposes 
residents to risk of flooding and drowning;  

 No dedicated cycling paths for cyclists;   

 Potholes in the roads and holes in the pavement including open manholes; 

 Unsynchronized  and/or faulty traffic lights; and 

 Lack of clear road markings and signage. 

The new approach proposed was to conceptualise and begin to develop and re-develop the 
City’s streets as Complete Streets. Complete Streets refers to roads designed to accommodate 
diverse modes, users and activities including walking, cycling, public transport, automobiles, 
nearby businesses and residents. Such street design helps create more multi-modal transport 
systems and more liveable communities. 

The key features of complete streets 
are that they are designed for: 

 Safety: Move people and 
goods safely 

 Access and Mobility: 
Accommodate all street users, 
giving priority to the most 
energy– and space–efficient 
modes 

 Context: Respond to 
neighbourhood character 

 Liveability: Create a vibrant 
public realm with high–quality 
public spaces 

 Sustainability: Contribute to a 
healthier and more sustainable 
environment 

 Visual Excellence: Create 
coherent and harmonious 
streetscapes 

 Cost–Effectiveness: Provide 
the greatest possible value to 
the public 

 

      



CITY OF JOHANNESBURG 
COMPLETE STREETS DESIGN GUIDELINE 
 

 

4 

1.2 Complete Streets Principles 
 Balance the needs of all users of the public right-of-way by providing safe and 

convenient travel and access for cyclists, public transport users and operators, heavy 
vehicle and car drivers, and people of all ages and abilities. 

 Contribute to liveable communities by providing public open space that integrates 
amenities including street trees and landscaping, street and sidewalk lighting, public 
transport facilities, street furniture, water features, and public art work. 

 Promote neighbourhood vitality through infrastructural improvements that attract 
private investment and encourage pedestrian activity. 

 Promote active living by providing safe and attractive conditions for walking and 
biking. 

 Provide safe and comfortable access for persons with disabilities. 

 Improve local air quality by reducing car use (emissions) and incorporating trees and 
vegetation. 

 Improve water quality through the integration of low impact development 
techniques that both reduce storm water runoff and remove pollutants. 

 Promote the use of public transport modes by improving the efficiency of public 
transport systems and creating safe, attractive walking environments. 

 Implemented through a coordinated approach among City departments, and the 
leveraging of City assets and programs. 

 Enhanced by encouraging adjacent new development to contribute Complete Street 
amenities through applicable city development standards and incentive programs. 

 Within communities are designed to be integrated with a future comprehensive city-wide 
network of Complete Streets. 
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2. HOW TO USE THE MANUAL/IMPLEMENTATION STRATEGY 

2.1 Purpose of Document 
The document comprises of information and concepts from various 
agencies and organisations faced with similar transportation issues. 
The City of Johannesburg acknowledges the existence of other 
practices and provides this document for those responsible for making 
professional engineering or other design decisions. It is not intended to 
replace the existing mandatory or advisory standards, nor the exercise 
of engineering judgment by registered professionals. 

2.2 Complete Street Process 
For the purpose of this Guide, the process used to achieve a Complete 
Street includes the following steps: 

• Identify the Context/Land Use Character of the street. 

• Identify the current modes of transportation appropriate for the 
area. 

• Determine the Complete Street gaps —those design elements, 
facilities, and other transportation components that are necessary 
for a Complete Street. 

• Determine Other Priorities. 

• Identify the right-of-way width (for illustrative purposes only, this 
guide uses the narrowest rights-of-way for arterial and collector 
streets)and determine the appropriate number of vehicular, transit, 
and bike lanes. (Some of these lanes could be shared in certain 
instances.) 

• Select the appropriate pedestrian and design elements and 
facilities.  

• Refer to the checklist in Annexure C which can be used to check if 
a design meets the requirements of the Complete Streets 
guidelines 

2.3 Implementation Strategy 

2.3.1 Project Types 

A strong implementation strategy is essential in the success of the 
Complete Streets concept.  As such the following opportunities have 
been identified to implement the guidelines of this document: 

2.3.2 Town Planning Applications 

Township layout drawings articulate the vision for a community. They 
show the street, intersections, access points, development parcels (and 
associated land use), and open space for a new community. The 
township application is the first opportunity to identify streets that need 
to be given special attention (i.e. those within activity nodes and 
corridors). The defined typologies in the Complete Street Manual must 
assist in  determining the function and land use context of a street. This 
determination should occur as early in the application review process 
as possible. All proposed streets should align with the cross-sections as 
proposed in the Complete Street Manual. Street design details will need 
to be determined at this Outline Plan stage. 

2.3.3 Stand-alone Land Use Amendment Applications 

Stand-alone rezoning applications are made when there is a desire to 
change the land use designation of a single parcel of land to 
accommodate a particular development type. During the review of this 
type of application, there is opportunity to ensure that right-of-way 
setback is preserved for the future design of the adjacent street. If 
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known, this is also an appropriate time to examine access 
considerations. 

2.3.4 JPC Road Closure Applications 

Road closure applications are typically submitted when there is a desire 
to consolidate unused public road right-of-way with an adjacent parcel 
of land. This is an opportunity for the City review team to ensure that 
publicly owned land for potential pedestrian connections, bicycle 
connections, and/or linear park space remains in the City’s inventory. 

2.3.5 Transportation Infrastructure Projects 

Major transportation infrastructure projects are typically planned by the 
Transport Department, and designed and constructed by the JRA or 
JDA. Projects can include street and intersection improvements, 
corridor revitalization, interchange construction, pedestrian overpass 
construction, BRT, etc. This Complete Streets Guide should be at the 
front end of these projects during the planning and design stage.  

2.3.6 Maintenance Program 

There are opportunities to improve on these existing maintenance 
programs to better align with Complete Streets guidelines. For example, 
a street resurfacing (or overlay) project presents an opportunity to 
implement a road diet or introduce bicycle lanes by redesigning the 
road marking plans.   Specific opportunities to provide complete street 
elements for these types of projects include: 

• Restripe or slightly widen shoulder for bike lanes through 
intersections; 

• Install sidewalks for pedestrians (both at intersections and to 
connect different approaches); 

• Provide crosswalks; 

• Add pedestrian refuges or islands; 

• Install curb ramp upgrades/additions to comply with universal 
design standards 

• Incorporate other complete street amenities. 

• Traffic signal installation/upgrades: 

o Install pedestrian signal heads and countdown equipment; 

o Retime signals to allow for pedestrian phases and/or improve 
pedestrian safety; 

o Incorporate accessible pedestrian crossing signals; 

o Install curb ramp upgrades/additions to comply with 
requirements; and/or 

o Incorporate other complete street amenities or technologies. 

• Pavement restriping (similar to maintenance projects): 

o Convert streets or use road diets to provide a full bike lane; 

o Reduce lane widths to provide a full bike lane; 

o Stripe pavement for a shoulder/edge lines on streets with curb 
and gutter (may be in conjunction with a street conversion or as 
a standalone maintenance project); 

• Thoroughfare widening: 

o Widen street for striped bike lane; 

o Widen/pave shoulders to provide wider outside lane, paved 
shoulder, or striped bike lane; 

o Construct sidewalks; and/or 

o Incorporate other complete street amenities or technologies 
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3. TYPOLOGIES 

3.1 Current Functional Classification 
In 2009, CoJ undertook a process to align its road classification system 
with the Road Infrastructure Strategic Framework for South Africa 
(RISFSA) Road Classification System, published by the National 
Department of Transport in 2008. The RISFSA system went beyond the 
traditional of defining road hierarchy as a trade-off between mobility and 
accessibility, by incorporating the following characteristics: 

• Functionality; 

• Traffic Volume;  

• Public Transport; 

• Geometry; 

• Access Spacing; 

• Pedestrians; 

• Freight; and 

• Traffic Calming. 

The output of this alignment process was the re-classification of existing 
roads in each of the regions of the Regional Spatial Development 
Framework, and development of proposals for classification of future 
roads 

 

 

 

3.2 Proposed Contextual Classification 
In the Complete Streets concept streets are categorized into broader 
typologies that account for non-motorized road users (pedestrians, 
bicyclists, and public transport) as well as land use context and 
environmental factors. Such typologies complement the Complete 
Streets paradigm as they allow for a more comprehensive 
understanding of a street’s existing and desired functions. 

These guidelines propose new street typologies that provide greater 
nuance than is available through the traditional functional classification 
system, which defines roads exclusively by their function for 
automobiles. 
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RIFSA 
Classification Complete Streets Considerations New Typology 

Pe
de

st
ria

ns
 

B
ic

yc
le

s 

Pu
bl

ic
 

Tr
an

sp
or

t 

M
ot

or
 

Ve
hi

cl
es

 

G
oo

ds
 

Ve
hi

cl
es

 

Em
er

ge
nc

y 
Ve

hi
cl

es
 

Class 1 The primary function is high mobility, hence 
complete streets principles are applicable 
primarily in ensuring adequate provision of 
grade separated crossings for pedestrians 
and cyclists. 

Motorway/  
Primary Distributor 

      

Class 2 This class of road represents major arterials 
and have historically catered for need of 
motorised travel. In the context of Complete 
Streets, the following needs to be taken into 
account: 

• These route are the most direct linkages 
between home and work centres, hence 
cyclists are prone to use these routes. 
Consider providing Class II cycling 
facilities;. 

• Some of these roads have low income 
residential settlements adjacent to them, 
hence special attention needs to be 
provided to pedestrian crossing facilities 
and access to public transport stops; 

Where these roads form part of the Strategic 
Public Transport Network, public transport 
modes need to be given priority. 

Arterial / 
Regional Distributor 

     

 

BRT Trunk Route      

 

Class 3 Special care needs to be taken in separating 
motorised vehicles and pedestrians. Class III 
cycling facilities are appropriate. 

District Distributor      
 

Legend 

Not required, or poor performance is 
acceptable (low quality or no facilities, 
high travel delay) 
Accommodated with variable standards 
(average quality facilities, average travel 
delay 

Accommodated with high standards 
(high quality facilities, low travel delay) 
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RIFSA 
Classification Complete Streets Considerations New Typology 
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Class 4 Due to high number of pedestrians along 
these roads, Class III cycling facilities are 
more appropriate. 

In CBD areas: 

• On-street parking is important, hence 
special care needs to be taken when 
providing cylcing facilities adjacent to 
on-street parking. 

• Minimum sidewalk width is not 
appropriate due to high numbers of 
pedestrians and presence of other 
activities on the verge. 

In Industrial Areas 

Curb radii need to accommodate heavy 
vehicle turning movements, hence the 
presence of long crossing paths at 
intersections may not be avoidable. 

CBD Road /  
Activity Street /  
Local Distributor/ 
Boulevard 

     

 

Industrial Road      

 

Class 5 Speed reduction measures should be used 
to keep speeds within acceptable levels for 
the safe movement of pedestrians and 
cyclists 

Residential Collector       

Residential Street       

Class 6 Motorised vehicles are not permitted except 
for emergency vehicles in an emergency 
situation. Class I bicycle facilities to be 
provided. 

NMT Route /  
Greenway/ 
Multi Use Pathway 
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4. DESIGN ELEMENTS  

4.1 Pedestrians 

4.1.1 Universal Design 

Universal Design is a process which attempts to make any facility (or 
product) usable in comfort and safety by people with the widest range 
of abilities (physical or cognitive), sizes or shapes.  It cannot be treated 
as an add-on item.  Universal Design and Accessibility is required 
under the terms of the South African Constitution, the obligations 
placed on the country under the UN Charter on the Rights of People 
with Disabilities, as well as many national laws, such as the Promotion 
of Equality and Prevention of Unfair Discrimination Act 4 of 2000).   

The Department of Transport in South Africa recognises the following 
groups as people with categories of special needs: 

• People with disabilities: defined in the Act as people with a 
physical, sensory or mental disability; which may be permanent 
or temporary. 

• The aged: or elderly people. People over the age of 55 usually 
fall in this category. 

• Pregnant women: usually taken as women in their last three 
months of pregnancy. 

• Young children: this is usually defined as children between the 
ages of 0-14. 

• Those who are limited in their movements by children: men and 
women accompanying young children. 

• Signage passengers: People who are unable to read or who 
are unable to understand the language used on the signage. 
Tourists are also included as signage passengers. 

• Female passengers: whilst safety and security affects all 
passenger groups and both genders, it should be noted that 
female passengers (together with People with Disabilities) are 
particularly at risk of crime and abuse. 

• Load carrying passengers: people carrying bags, luggage, or 
goods of a size that means that they benefit from accessibility 
features. This is important to people on low incomes in South 
Africa. People travelling with bicycles are generally also 
included in this category. 

 

 

 

 

 

 

Using the foregoing, it is essential to try to design intersections so they 
are understandable, safe, and as easy to use as possible to a wide 
range of users.  This would include way finding and signage, safe 
segregation between pedestrians, cyclists, and vehicular traffic.  There 
are legal requirements in terms of tactile paving and kerb ramps, which 
have to be adhered to, namely SANS 10400 & SANS 784.   

Tactile paving enables people with sight impairments to move 
independently through an intersection.  The kerb ramp (or raised 
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intersection) enables wheelchair users, people pushing prams, 
pushchairs or trolleys, people with wheeled items, and many other 
people with mobility impairments to cross comfortably.  In terms of 
Universal Design it is also incumbent on designers to ensure the safety 
of all people using the intersection.  This may include traffic calming 
methods, road signage, barrier kerbs, and possibly barriers and or 
guard rails.  On a wide intersection, there may be a need to provide a 
safe refuge (island) in the intersection.  It is also important to ensure 
that there is adequate lighting and uninterrupted sight-lines where 
possible.   

All surfaces should be level, non-slip and free from pebbles or gravel 
and the like.  Bold patterns, which could be confusing, should be 
avoided.  Ideally street furniture (including seating, which is needed by 
a large proportion of society) should be placed away from the major 
pedestrian routes, but should be clearly identifiable from their 
surroundings.  

Very careful consideration needs to be given to way finding and 
signage. For full accessibility to be achieved, it is vital that the concept 
of Universal Design and Accessibility is embraced by all stakeholders at 
all stages through the concept, design, build, operation and 
maintenance of any complete street project. 

The National Department of Transport has developed the Pedestrian 
and Bicycle Facility Guidelines document as early as 2002. This 
document provides in-depth analysis and proposals for Universal 
Design, taking needs of special needs users such as the elderly, the 
young and the physically challenged.  Refer to Annexure A. 

More recently, the City of Tshwane has developed a set of typical detail 
drawings for Universal Design, through engineering firm GIBB (Pty) Ltd. 
Refer to Annexure B.  The National Department of Transport has 
endorsed these drawings as they offer details that are complementary 
to the Pedestrian and Bicycle Facility Guideline. 
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4.1.2 Sidewalks 

Walking is the most basic mode of transportation for people, therefore 
sidewalks should preferably be provided on both sides of all streets. 

Considerations: 

• Should provide comfort, safety, convenience and encourage 
walking. 

• Should be continuous along desire lines, limiting the number of 
conflicts with other modes of transport. 

• Must be designed to be universally accessible, especially to 
those with disabilities or special needs. 

• Surfaces must be firm, smooth, non-slippery and stable. 

 

 

 

 

 

 

 

 

 

 

Detached Sidewalk                         Attached Sidewalk 

 

 

The following are the sidewalk principles embedded in the Complete 
Streets Guide for the street palette: 

• Separated sidewalks should be a minimum 1.5m wide (all 
classifications). 

• Sidewalks in CBDs should be a minimum 2.0m wide for 
improved pedestrian safety (1.5m permitted on residential and 
industrial streets). 

• Sidewalks should be provided on both sides of all street 
classifications (including most residential and industrial areas) 

• Wider (≥2.0m) sidewalks should be provided along public 
transport routes and connections to public transport hubs. 

• Wider (≥2.0m) sidewalks should be provided for connections to 
schools, within activity centres and near major pedestrian 
generators (e.g. stadiums). 

• Sidewalks should be wider (>2.0m) to provide separation from 
traffic when 

o truck volumes are > 10% of total volume 

o design speed is >60 km/h 

o traffic volume is >20,000 vehicles per day. (Note: does 
not apply to industrial streets) 

• Sidewalk width should be chosen based on surrounding land 
uses (higher density requires wider sidewalk). 

• For sidewalks constructed at the base of the retaining wall 
(between the wall and the street), be sure to include additional 
sidewalk width (space to remove the discomfort of having to 
walk immediately next to the wall or curb). The additional 
sidewalk width required might need to vary by the height of the 
wall, with higher walls requiring more space and very low walls 
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requiring less. However, this distance should typically be at 
least 0.3m from the wall and, if the sidewalk must be back-of-
curb due to space constraints. Generally a sidewalk next to a 
retaining wall should be at least 2.3m wide on avenues, 
boulevards, and parkways, not including the curb 
measurement. 

• For sidewalks constructed near the top of retaining walls, 
provide the same additional sidewalk width as described above, 
and (depending on the height of the wall) include a handrail at 
the top of the retaining wall 

• Pedestrian-scaled lighting should be incorporated appropriate 
to the use of the street. 

• Handrails and landings should be provided along steep grades. 

 

 

 

 

 

 

 

 

 

 

 

4.1.3 Kerb Ramps 

Enables wheelchair users, people pushing prams, pushchairs or 
trolleys, people with wheeled items, and many other people with 
mobility impairments to cross comfortably. 

 

Considerations: 

• Provide at all intersections and crossings. 

• Provide tactile paving to guide people with sight impairments 
toward kerb ramps. 

• Position the ramps in line with crossings and walkways, along 
the most direct path of travel. 
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4.1.4 Reduced Kerb Radii 

A reduction in the kerb radius at an intersection would enable shorter 
crossing distances for pedestrians, while also promoting lower vehicle 
turning speeds. 

 

Considerations: 

• Impacts heavy vehicles turning, thus truck routes and adjacent 
land uses should be taken into consideration. 

• Especially appropriate for CBD areas with high pedestrian 
volumes. 

• Apply parking restrictions in the vicinity of the intersection to 
increase the effective turning radius available. 

• Landscaping could be incorporated in the design, but should 
not inhibit sight lines. 

 

 

 

 

 

 

 

 

 

4.1.5 Kerb Extensions / Bulb-outs 

Kerb extensions would enable shorter pedestrian crossing distances 
and act as a choker, thereby reducing vehicular travel speeds. 

 

Considerations: 

• Avoid encroachment onto bike lanes. 

• Kerbs should be clearly demarcated. 

• Vegetation should not impede sight lines. 
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4.1.6 Mid-block Pedestrian Crossings 

Provided at location to support pedestrian desire lines. 

 

Considerations: 

• Ensure availability of stopping sight distance. 

• Consider provision of a stop bar on multi-lane facilities. 

• Restrict parking adjacent to crosswalk. 

• Provide kerb extensions, not encroaching into cycle path. 

• Use reflective materials on kerbs. 

• Only provide unsignalized mid-block crosswalks on streets with 
sufficient gaps in the traffic stream. 

• Provide wheelchair ramps or at-grade channels with curbs and 
medians. 

• Provide a raised median pedestrian refuge on wide medians. 

• Use zebra crosswalk markings for increased visibility. 

• Construct a speed table where appropriate. 

• Consider advance warning signs for vehicle traffic. 

• Consider kerb extensions with illumination and warning signs 
on vehicular approaches to increase visibility. 

• Provide special intersection paving treatments to break the 
visual uniformity of asphalt streets and highlight the crossings 
as an extension of the pedestrian realm. 

• Consider providing special pavement stencils such as 
“Pedestrians Look Right” at crossings where vehicles approach 

from unexpected directions, such as along one-way streets, 
contra-flow lanes and BRT median lanes. 

• Provide high-visibility crosswalks at locations with high 
pedestrian flows and/or identified as a hazardous location. 

• Review the need for signalization based on warrants. 
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4.1.7 Refuge Islands 

Provides refuge to pedestrians crossing a roadway either at an 
intersection or mid-block crossing. 

 

Considerations: 

• The island should extend through the crosswalk, serving as a 
guide to turning vehicles and creating space for signage. 

• Provide a curb cut for wheelchair accessibility. 

• Actuated pedestrian signals should have an accessible 
pedestrian push button in the median. 

 

 

 

 

 

 

 

 

 

 

 

 

4.1.8 Split Pedestrian Crossovers 

Pedestrians are channelled within a median with the use of railings to 
promote a staged crossing. 

 

Considerations: 

• Design it such that pedestrians enter the island at one end, 
walk in the direction of oncoming traffic, before crossing the 
second half of the street. 

• Primarily used at mid-block locations. 

• Could be used at signalized intersections to force a staged 
crossing in support of signal timing and/or coordination. 

• Provide yield signs and markings in advance of crossing. 
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4.1.9 Pedestrian Grade Separation 

Provided at locations with very high pedestrian volumes (such as modal 
transfer facilities), roads with high vehicular volumes and across 
freeways. 

 

Considerations: 

• Ramps should be universally designed and positioned to 
promote the use of the facility. 

• Measures should be implemented to deter jaywalking, such as 
the provision of median barriers. 

• A pedestrian over-pass is preferred above the provision of a 
culvert. 

• The design should promote safety and security. 

• Lighting should be provided. 
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4.2 Cyclists 

4.2.1 Class I - Bicycle Roads 

A bicycle road has an independent alignment in a cycle reserve. 

 

Considerations: 

 A 3.5m road width is desirable, but an absolute minimum of 
2.5m could be considered. 

 Provide 0.5m lateral clearance and at least 2.5m vertical 
clearance. 

 Commuter and recreational routes where there is adequate 
space for greenway development. 

 Preferably separated from pedestrians, but could be designed 
as  multi-use pathways; 

 Typically having grade separation at intersections; 

 There are limited accesses and junctions, and cyclists are not 
required to behave as pedestrians rather than vehicles at 
junctions. 

 Provide smooth pavement. 

 Ensure connectivity through the development of a bicycle 
master plan. 

 

 

 

 

 

 

4.2.2 Class II - Bicycle Ways 

Provided within the road reserve of a street or road, either on- or 
adjacent to the carriageway. 

 

Considerations: 

 A 3.0m two-way lane width is desirable, but an absolute 
minimum of 2.5m could be considered; 

 A 1.8m one-way lane width is desirable, but an absolute 
minimum of 1.5m could be considered; 

 Provide 0.5m lateral clearance where no property access is 
present, otherwise 3.0m is required. 

 There are limited accesses and junctions, and cyclists are not 
required to behave as pedestrians rather than vehicles at 
junctions. 

 Ensure continuity of routes. 

 Provide sufficient sight distance at intersections and accesses. 

 Preferably separated from pedestrians, but could be designed 
as multi-use pathways; 

 Provide smooth pavement. 

 Ensure proper maintenance, especially pavement edges. 

 Provide a smooth transition from pavement to gutter pan. 
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4.2.3 Class III - Bicycle Lanes 

Specifically marked on the roadway pavement, usually unprotected. 

 

Considerations: 

 Provide on streets with an 80km/h posted speed limit, but 
preferably 60/70 km/h; 

 Provision should be made for aerodynamic forces where heavy 
vehicle speeds exceed 70km/h.  This is done by providing a 
separation distance between the roadway and cycle lane, 
varying from 0.5 to 2.2m. 

 Not appropriate for use by young cyclists. 

 Ensure proper maintenance, especially pavement edges. 

 Provide a smooth transition from pavement to gutter pan. 

 

The following minimum cycle lane widths apply: 

Parking prohibited with kerbing or hard shoulder* 1.2 m 

Roadway with unpaved shoulder or sloped drop-off 1.5 m 

Parking permitted 1.8 m 

Minimum width at junctions 1.5 m 

Desirable width at junctions 1.8 m 

Maximum width at junctions 2.0 m 

* Excludes gutter width  
 

 

 

4.2.4 Class IV - Bicycle Routes 

Accommodated on the roadway, shared with vehicular traffic and 
indicated by road signs only. 

 

Considerations: 

 Maximum vehicle speeds 50km/h, but preferably lower than 40 
km/h; 

 Desirable shared lane width of4.5 m, with an absolute minimum 
shared lane width of 4.2 m 

 Provided on streets with low traffic volumes, no through traffic 
and no parallel parking; 

 Not provided for use by young cyclists. 

 Ensure proper maintenance, especially pavement edges. 

 Provide a smooth transition from pavement to gutter pan. 
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4.2.5 Bicycle Parking 

Bicycle parking can be classified into short-term parking serving visitors 
and customers (e.g. ribbon, spiral and freestanding racks) and long-
term parking serving employees, students, residents, commuters and 
others expected to park more than two hours (e.g. lockers, check-in 
facilities, monitored parking, restricted access parking and personal 
storage). 

Considerations: 

• Provide weather protection. 

• Clearly visible to pedestrians, alternatively sufficient signage 
should be provided towards bicycle facilities. 

• Provide sufficient lighting and weather protection. 

• In popular retail areas, two or more racks should be installed on 
each side of each block. 

• Should be conveniently located near building entrances and 
close to transit stops. 

• Should be grouped in lots not exceeding 16 spaces each. 

• Provide bicycle ramps along stairways to promote accessibility.  

4.2.6 Drainage Grates 

Inappropriate drainage grates could adversely affect the operation of 
bicycle facilities. 

 

Considerations: 

• Use bicycle-safe drainage grates which are narrow enough not 
to encroach onto bicycle kerb lanes. 

• Drainage grate slots should be aligned perpendicular to bicycle 
travelled ways, avoiding bicycle wheels getting trapped in slots. 

• As grates are slippery to cyclists, position them outside 
bicyclists’ typical paths. 

• Ensure surfaces are flush with the roadway. 

• Avoid the collection of debris and ponding through regular 
maintenance. 
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4.3 Public Transport  

4.3.1 Traffic Signal Priority 

The most common public transport signal priority systems in use are 
passive priority (including adjust cycle length, split phases, area wide 
timing plans and bypass metered signals) and active priority (including 
phase extension, early start, special phase, phase suppression, 
unconditional pre-emption and conditional pre-emption. 

In view of the limited budget available for maintenance of and provision 
of new infrastructure, traffic signal priority is often seen as a miracle 
solution which can provide good results at a very low cost. 

 

Considerations:   

• Traffic signal priority is not a cure-all for all types of delay. 

• Higher public transport volumes warrant dedicated public 
transport right of way. 

• The number of public transport vehicles that can receive active 
priority is limited. 

• Operating conditions limit the application of signal priority 
measures. 

• Signal priority is most effective in conjunction with measures 
such as queue bypass lanes. 
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4.3.2 Exclusive Public Transport Lanes 

Exclusive public transport lanes are travel lanes reserved for use by 
public transport or high occupancy vehicles (HOV) to bypass congested 
travel lanes. They can be operated throughout the day or only during 
peak times.  The types of exclusive public transport lanes are: 

• With-flow lanes 

• Contra-flow lanes 

• Bus Streets 

• Bus ways 

• Bus Rapid Transit 

 

Considerations:   

• The planning should only allow for the use of exclusive lanes by 
buses and recapitalised taxis with 18 seats or more.  Metered 
taxis should not be allowed to make use of the public transport 
priority measures. 

• Where demand results in high volumes of taxis, the potential to 
convert of some of these services to scheduled bus services 
should be investigated to reduce congestion on the route 
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4.3.3 Queue Bypass 

A queue bypass is a short lane used by public transport vehicles to 
bypass traffic queues at signalised intersections.  The bypass lane is 
usually a left-turn lane that allows through travel for public transport 
vehicles only or a long off-line stop.  If traffic signal priority is used, 
bypasses can also be created with right-turn lanes. 

 

Considerations:   

• Particularly applicable to intersection approaches with high 
through lane queue delay and low left turning volumes. 

• This is deemed a cost effective solution that can make a 
significant difference to public transport travel time and should 
be implemented where possible, particularly at known 
bottlenecks. 
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4.3.4 Queue Jump 

Queue Jump is used in conjunction with a Queue Bypass at the 
intersection approach. A queue jump allows a public transport vehicle to 
call for an early green phase that starts 2 – 3 seconds ahead of the 
normal green phase. This exclusive early green allows buses to 
proceed into the intersection and merge back into the mixed flow traffic 
lane in front of regular traffic. 

 

Considerations:   

• Where a high number of public transport vehicles are expected 
to operate on the corridor in future, only a small percentage of 
vehicles would be able to make use of the signal to merge back 
into the traffic downstream of the intersection. 

• Because the queue-bypass lanes are often shared with left 
turning traffic, it is likely that these vehicles might be ahead of 
the bus or taxi when the public transport signal occurs, causing 
the public transport vehicle to miss the signal. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 



CITY OF JOHANNESBURG 
COMPLETE STREETS DESIGN GUIDELINE 
 

 

28 

4.3.5 Kerb Extensions 

Public transport stops can either be in-line where public transport 
vehicles stop in the travelled lane or off-line where they pull out of the 
traffic flow into a layby. While offline stops reduce general vehicle delay 
by pulling the public transport vehicles out of the vehicle flow, they have 
a negative impact on the overall speed of the service because of re-
entry delay. 

 

Considerations:   

This solution should be considered where stops are planned where on-
street parking occurs. 

Because of the nature of most SPTN corridors (arterial roads) there is 
likely to be little or no on-street parallel parking. 
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4.3.6 Boarding Islands 

Boarding islands allow buses to operate in a non-kerb travel lane 
without having to merge to the left lane to pick up or drop off 
passengers at the kerb.  It is useful in areas with high side friction 
caused by left-turning vehicles waiting at a crosswalk, delivery vehicles, 
parking manoeuvres etc. 

 

Considerations:   

The roadway must have at least two travel lanes in each direction, with 
a significant difference between left- and right lane travel speed. 

There must be significant right of way to accommodate the introduction 
of a boarding island 

Passenger accessibility, comfort and safety, and the effect on all bus 
and car movements must be carefully considered. 
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4.3.7 Exemption from Turning Restriction 

Public transport vehicles are exempted from turning restrictions 
designed to improve overall traffic flow, such as right-turn restrictions on 
arterial streets without turning lanes. At signalised intersections, special 
turning phases for public transport vehicles may be warranted to 
exempt these vehicles from turning restrictions, 

 

Considerations:   

• Increases public transport operating speed by eliminating the 
need for detours. 

• Only appropriate for intersections where turning restrictions are 
required due to congestion, and not because of traffic safety 
problems. 

• Special public transport actuated turning phases may degrade 
intersection level of service. 
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4.3.8 On-Street Facilities 

On-street facilities are used mainly by “through” services, which stop at 
these facilities to pick up or drop off passengers but remain on the route 
(as opposed to turning off it and into an off-street facility) and continue 
with the trip after stopping. 

 

Considerations:   

• Travel time is minimised. 

• With lay-byes, vehicles need a gap to re-join the traffic stream, 
while with a stop in the street, public transport priority is 
provided since this eliminates waiting for a gap. 

• Stops are spread out over a larger area, making it more difficult 
to secure 

• Pedestrians have longer walking distances to transfer, in some 
cases crossing a street. 
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4.3.9 Off-Street Facilities 

The design of off-street vehicle facilities depends on the extent of 
feeder services to be provided and the number of services starting and 
or terminating at the facility. 

Considerations:   

• Safety and security easier to control. 

• More compact – convenient to public transport users – minimal 
walking distance between transfers and no street crossing is 
required 

• Single off-street facility is easier to secure, manage and 
maintain. 

• Vehicles need to enter the facility to drop off / pick up 
passengers, increasing travel distance and therefore travel 
time. 

• Access requirements for public transport vehicles are in conflict 
with high volume movements on the major arterials on which 
the corridor is located. 

• Left-in left out access cannot accommodate all movements 
(without making U-turns) – necessitating lay-byes across the 
road for those movements. 

• Full signalised access cannot be provided in close proximity to 
the intersection without compromising traffic flow on the arterial. 

• More expensive – larger areas are required to accommodate 
buses turning, and to provide access. 
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4.3.10 Public Passenger Transport Lay-byes 

Lay-byes are typically located downstream of intersections to improve 
pedestrian safety and free flow of traffic. 

Considerations:   

• Should be close enough to intersections to keep the walking 
distance to the minimum and to avoid pedestrians crossing at 
random points along the road. 

• Must allow for 35-seater passenger vehicles, standard 
commuter buses and double-decker buses and should vary 
from 2.5m to 3m. 

• Tapering should not be within 6m of a street corner, midblock 
pedestrian crossing or bridge. 

• Should not infringe on minimum sidewalk width requirements, 
i.e. clear width of 1.8m. 

• Appropriate signage and road markings shall be provided. 

• Should be used as stops and not as holding areas, with a 
maximum stopping time of 3 minutes per vehicle.  

• Storm water drainage should be provided. 

• Passenger waiting areas should include a paved area, shelter, 
lighting, trees and refuse bins. Informal trader activities near or 
around the lay-byes should be allowed only if they are 
consistent with the relevant by-laws. 

• Advertising on shelters could be considered. 

 

 

 

Preferred Locations: 

• Far-side of signalized intersections are the preferred locations 
for stops on main streets, avenues and boulevards. 

• Near-side stops at unsignalized intersections under certain 
circumstances may be appropriate. 

• Mid-block stop locations may be considered for avenues and 
boulevards, particularly if there are longer blocks or greater 
distances between signalized intersections. Include mid-block 
crossings appropriate to the context at these locations. 

• Off-street stops, or in some cases bus pull outs, are typical for 
parkways due to the speeds and context. Pull-outs may be 
considered on boulevards, but are typically not preferred on 
avenues and main streets unless the stop is a staging point. 

• Recommended spacing of 400 metres along transit routes. 
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4.3.11 Park and Ride Facilities 

Park and Ride facilities should be located at transfer points where a 
large number of potential public transport users are located beyond 
easy walking distance to the transfer point or where they cannot be 
served effectively by a feeder service. 

Considerations:   

• Should only be provided where their provision would either 
save commuters travel time or expand the service catchment 
area. 

• Reduce the need for feeder services and also permit wider 
spacing between transfer points, which in turn reduces travel 
time. 

• Most successful when free or low-cost parking is offered, peak 
hour services headways are 10 minutes or less and at least 5 
minutes of travel time is saved by commuters. 

• Parking facilities could be free, incorporated in the public 
transport service fee or charged for separately. 

• Outlying parking is likely to be more economical than feeder 
services when land costs are low and travel distances by 
feeder to the transfer point would be long. 

 

 

 

 

 

 

 

 

 

 

 

  



CITY OF JOHANNESBURG 
COMPLETE STREETS DESIGN GUIDELINE 
 

 

35 

4.4 Motor Vehicles 

4.4.1 On-Street Parking 

On-street parking can support adjacent land-uses in CBD areas and 
along activity streets.  It can also provide a buffer between pedestrians 
and vehicles and promote lower operating speeds.  

Considerations: 

• Provide on streets with operating speeds less than 50km/h. 

• Consider reducing the posted speed if there is no room 
between the parking lane and roadway. 

• Angled parking is typically found along one-way streets but is 
generally not advantageous due to cross-section requirements 
and sight distance constraints. 

• Back-in angled parking solves sight line problems and 
promotes loading activity. 

• Bay widths are related to adjacent traffic lane widths. 

• Traffic lanes wider than 3.3 m can have 2.1 m wide parking 
bays. 

 

 

 

 

 

 

 

4.4.2 Loading Zones 

Loading zones are designated for the loading of goods and passengers 
and are generally accommodated in the parking lane. 

 

Considerations: 

• Do not encroach onto the sidewalk. 

• Provided on lower order streets, but not in residential areas. 

• Should not impact pedestrian movements. 

• Should not encroach onto bicycle lanes. 

• Located away from intersections and crossings to improve sight 
lines. 

• Use should be limited to a predefined duration and/or time 
period. 

• Some trucks using the facility could intrude onto sidewalks or 
bike facilities. 
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4.4.3 Driveways 

Motor vehicles turning into and exiting a driveway encroach onto the 
pedestrian realm.  The design of such driveways should promote that 
motorists yield to pedestrians. 

 

Considerations: 

• Ramp the driveway up towards the sidewalk, carrying the 
sidewalk grade and surface material across the driveway. 

• Reduce the driveway width and corner radii as much as 
possible 

• Use a 15km/h design speed. 

• Align driveways 90 degrees to the street. 

• Provide stop/yield signs for exiting traffic where sight distance 
is limited. 

• Consolidate driveways as far possible. 

• Eliminate driveways if alternate access is provided. 
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4.4.4 Intersections 

It is essential to try to design intersections so they are understandable, 
safe, and as easy to use as possible to a wide range of users.  This 
would include way-finding and signage, safe segregation between 
pedestrians, cyclists, and vehicular traffic. 

In terms of Universal Design it is also incumbent on designers to ensure 
the safety of all people using the intersection.  This may include traffic 
calming methods, road signage, barrier kerbs, and possibly barriers and 
or guard rails. 

Very careful consideration needs to be given to way-finding and 
signage. For full accessibility to be achieved, it is vital that the concept 
of Universal Design and Accessibility is embraced by all stakeholders at 
all stages through the concept, design, build, operation and 
maintenance of any complete street project. 

 

Considerations: 

• Make intersections as small as possible. 

• Limit opportunities for drivers to make sudden movements. 

• Always provide the basic pedestrian and cyclist mobility and 
safety needs. 

• Never reduce non-motorized facilities during intersection 
upgrades. 

• Design intersections in such a way to be self-evident, so that 
road users only need to make one decision at a time. 

• Square off skewed intersections, forcing motorists to make 
slower turns. 

• Align approach and departure lanes. 

• Use road treatments to reduce vehicular speed at intersections 
while maintaining operational efficiency where appropriate. 

• Design left-turn slip lanes to shorten pedestrian crossing 
distances, decrease vehicular turning speeds and increase 
driver sight lines. 

• Locate pedestrian crossings along desire lines. 

• Reduce crossing distances where possible (especially for 
pedestrians and cyclists). 

• Provide sufficient sight distance and lighting at pedestrian and 
bicycle crossings, weaving and merging areas. 

• Install appropriate pedestrian and cyclist markings, signage, 
and signals. 

• Design facilities so that pedestrians and bicyclists of all abilities, 
ages, and skills can navigate with ease. 

• Separate cyclists from fast speeds and high volumes. 

• Position bus stops to minimize transfer distances. 

• Use design treatments to clarify who has the right-of-way. 

• Use predictable signal phasing. 

• Prioritize pedestrians, cyclists and transit over turning vehicles. 

• Provide lead-time for the pedestrian signal phase, thereby 
allowing pedestrians to enter the crossing before motorists 
receive green, which promotes a reduction in conflicts between 
pedestrians and turning vehicles. 

• Provide pedestrian countdown timers at locations with wide 
crossing distances and/or CBD areas associated with high 
pedestrian flows. 
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• Provide pedestrian scramble (Barnes dance) phases at 
locations where pedestrian volumes are exceptionally high. 

• Minimize delay for all modes. 

• Convert unused roadway to sidewalk or median island. 

• Provide landscaping and use sustainable materials 

 

Design Standards: 

• Intersections should typically have no more than 2%cross slope 
to the back of the crossing area. Exceptions may be necessary 
due to topography. Street crossings should be discouraged in 
steeply sloped areas (greater than 5%) and alternative 
crossings in less steeply sloped locations should be identified 
and clearly marked. 

• When the sidewalk crosses driveways and alley approaches, 
maintain a maximum of 2% cross slope unless topography or 
other site specific conditions dictate a different approach for 
safety reasons. 

• Audio crossing warnings or similar devices should be used at 
arterial intersections, particularly where major facilities are 
present, to help people with visual disabilities. 

• Detectable warnings should be incorporated into the walkway 
or accessible route where it crosses a public street or alley, or 
higher usage driveways. 
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Common Signalized Intersection Treatments for Pedestrians 

 

Common Stop-controlled Intersection Treatments for Pedestrians 
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Common Stop-controlled Intersection Treatments for Cyclists 
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4.4.5 Traffic Circles 

Traffic circles typically provide the same priority to all approaches of a 
junction, resulting in a random and/or continuous flow of vehicles.  
Motorists are furthermore indoctrinated to focus on approaching 
vehicles in order to take a gap in oncoming traffic. 

Care should thus be taken to ensure other road users are clearly visible 
to motorists, by means of clearly signposted and demarcated crossings, 
separated from the influence sphere of the merge manoeuvre. 

Furthermore, since motorists tend to drift within a lane whilst traversing 
the traffic circle, it would be advantageous to accommodate cyclists in a 
shared use pathway alongside the traffic circle and not make cyclists 
use the circulating lanes. 

 

 

 

Considerations: 

• Design approaches and exits to the lowest speeds possible. 

• Design the roundabout as to encourage cyclists to control the 
circulating roadway. 

• Provide sufficient signage, pavement markings, and geometric 
design elements to clearly indicate to all road users who have 
right-of-way. 

Provide separated facilities for cyclists who wish not to navigate the 
roundabout on the roadway. 
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4.5 Road Verge 

4.5.1 Roadside Buffer Area 

All roads should preferably be designed with a buffer between the 
walkway and the roadway.  In CBD areas and along activity streets the 
buffer is the ‘utility zone’ where streetlights, trees, seating, shelters and 
signs should be placed.  Along arterial roads and within residential 
areas a continuous landscaped planted strip or ‘Green Zone’ is required 
to buffer pedestrians from motor vehicles. 

 

Considerations: 

• Even in constrained situations a narrow Green Zone should be 
included. 

• Use of trees in the Green Zone creates a canopy that shades 
the walkway and street. 

• Ideally the Green Zone should be a minimum of 1.5-1.8m for 
healthy tree growth. 

• If attached to the kerb due to space limitations, provide an 
additional 400-600mm in width as an added buffer. 
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4.5.2 Utilities 

Substations, kiosks, cabinets and other public utility related structures 
are the ‘hidden systems’ necessary for operating a modern city, but are 
not always well-placed or aesthetically pleasing.  

The challenge is to locate these components in a manner that meets 
operational requirements and make the walkways more inviting and 
safe for pedestrians. 

Instead of being treated in a functional manner, without thought as to 
the possibilities of enriching the civic landscape, these elements can 
contribute positively if well-designed and colour matched. 

 

Considerations: 

• Electrical substations could be designed as high-quality units to 
become recognisable, positive elements of the street. 

• Manhole covers, utility covers, kiosks, and cabinets should be 
placed to promote a well-ordered, integrated and logically 
positioned appearance. 

• Vertical utilities such as street lighting, fire hydrants, and sign 
poles are best concentrated in the utility zone so as not to 
interfere with pedestrian movement. 
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4.5.3 Street Lighting 

Street lights provide illumination for safety and way-finding purposes for 
pedestrians, cyclists and motor vehicles.  Lighting is used to illuminate 
roadways, walkways, buildings, parking areas, landscapes, signs and 
advertising.  Apart from being a practical consideration, the choice of 
light fixtures, type of lighting source and illumination patterns are also 
design elements. 

 

Considerations: 

• Streetlights must fit into the hierarchy appropriate to the desired 
status of the area. Not only to light the required area but also to 
promote an ambient streetscape and open space identity. 

• The intensity of street light must be carefully balanced between 
the need to create a well-lit and safe public realm and the 
desire to create a dynamic and aesthetic evening environment 
marked by interplay of light and shadow. 

• Streetlights must be located in the utility and green zones 
and/or median. 

• Spacing must be uniform, with distance depending on 
illumination levels required. 

• If the verge or median includes street trees, locate streetlights 
between the trees so the tree canopy does not interfere with 
lighting. 

• Pedestrian lighting fixtures must be used to supplement 
streetlights on wider road reserves 

• Sufficient lighting increases security and reduces opportunity 
for crime.  The perception of safety is significantly affected by 
lighting. 

• Sufficient lighting and glare control are critical to helping 
pedestrians, cyclists and motorists see each other and 
potentially dangerous situations. 

• The colour of light is an important consideration.  White-light 
such as metal-halide, fluorescent and LED sources are 
recommended for walkways, cycle paths and pedestrian areas. 

• Fixtures must be durable, resistant to weather extremes, 
vandals and easily maintained 
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4.5.4 Street Furniture 

Street furniture are the smaller-scale facilities that add functionality and 
make a walkway pedestrian friendly. 

Street furniture ranges from rubbish bins to tree grates, shelters, 
benches, bollards drinking fountains, bicycle racks and signs. These 
are sited on walkways, or in parks, squares and other open spaces. 
Though relatively small in scale, if treated consistently, street furniture 
can contribute significantly to the overall order and appearance of 
Johannesburg. 

 

Considerations: 

• Street furniture should typically be fixed and must be 
consistent, uniform, attractively designed and comfortable. 

• Only essential furnishings must be provided and they should be 
appropriately scaled to their use and surroundings. Durability 
and ease of maintenance are important in selection of street 
furniture. 

• Furniture elements must be designed and developed as a 
single group, utilising a well-conceived palette of materials and 
colours. Materials and colours must be used consistently for all 
street furniture, with a variety of accents utilised to help create 
a ‘statement’ where required.  

• Furnishings must be grouped as much as possible to avoid 
clutter. 

 

 

 

 

BANNERS  

Streetlights can provide attachments for banners as appropriate.  

Special banners related to City events and occasions must be designed 
and mounted in a fashion that promotes easy installation and removal.  

 

 

LITTER RECEPTACLES 

Rubbish bins must be coordinated with seating and placed in areas of 
pedestrian activity such as, informal vending, along pedestrian routes, 
at bus, taxi stops and in parking areas.  These elements must be 
placed in conjunction with other street furniture.  

Rubbish bins must be weatherproof and fireproof, have removable inner 
linings to promote ease of emptying, and a controlled cover to contain 
smells and insects. 
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TREE GRATES 

Tree grates must be designed or selected in relation to the overall 
furnishing system, and placed in a way that is integrated with the 
surrounding paving in a logical and tidy manner. 

 

 

BOLLARDS 

Bollards are used as barriers to control vehicular movement where 
appropriate.  They are typically located along the kerb edge and should 
be at least 900mm high, properly mounted to ensure durability, and 
easily replaced if damaged.  

Both permanent and removable bollards should be of the same style, 
and appropriate to the specific needs of the situation, such as a barrier 
or divider. 

 

 

 

 

SEATING 

Seating is essential to make walkways pedestrian-friendly where 
pedestrian activity occurs.  Seating means benches, low walls, ledges 
and steps, and should be placed to take advantage of interesting views. 

Placement strategies can be developed to address contrasting physical 
conditions such as sunlight/shade and a range of temporal conditions 
such as quiet/noisy, active/passive, formal/informal and enclosed/open.  

Seating needs shade and should not be located in large exposed areas 
of pavement or adjacent to walls that trap and radiate heat or reflect 
large amounts of glare.  

Seating must be coordinated with public transport stops and waiting 
areas. 
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PUBLIC ART AND SCULPTURE 

The use of public art and sculpture is an expression of a society’s way 
of life and values.  

Art and sculpture help create small, easily identified nodes along streets 
and around squares assisting pedestrians and vehicles to mark their 
position while providing interest and variety along a route.  

Art and sculpture of varying scales, materials and philosophical 
departures should continue to be commissioned and located at points 
of confluence to create places of interest and contribute to 
Johannesburg’s unique identity. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

TRAFFIC CONTROL AND WAY FINDING SIGNAGE 

The number, type and location of signage play an important role in 
Johannesburg’s urban environment but only essential signage should 
be provided. 

The placement, shape, colour and graphic design of traffic control signs 
are legally controlled. 

Street name signs must appear at every corner and provide a uniform 
appearance, utilising symbols rather than text where possible.  

Colours and materials for different signs, signals and mounts must be 
consistent throughout, making it legible by pedestrians and drivers 
alike.  

Signs must be grouped together and mounted on walls or other 
structures such as light poles or shelters, to minimise clutter and visual 
confusion. 
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4.5.5 Street Vendors 

On many commercial streets, business owners want to use the space 
outside their premises to place tables, chairs, display wares or 
temporary signs.  Informal trading is also commonplace in CBD areas. 

The minimum width of walkways on commercial streets must be at least 
4m to provide sufficient space for private streetscape amenities, public 
utilities and to ensure a clear and safe path of travel. 
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4.6 Surface Treatments 

4.6.1 Pedestrian Facilities 

The choice of paving material depends on the size of the 
walkway, the character and design intent of the street.  The most 
common and economical choice of material is Concrete Paving, 
Brick Paving, a combination of Concrete and Brick Paving and 
Special Paving. 

 

Considerations: 

• The type, size, texture, and pattern of paving in 
pedestrian zones should be appropriate for the intended 
use of the area. 

• Local designs, surface treatments and patterns should be 
given preference. 

• Local African motifs and geometric patterns can provide a 
rich source of ideas. 

• Surfacing can be interpreted and stylised to add a unique 
element to the City Streets of Joburg where suitable. 

 

 

 

 

 

 

  

 `  

Old Style Interlocker Grey interlocker 

  

Charcoal crazy “e” 

 

Red interlocker 
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GREY 200 X 100mm 

 

GREY 200 X 150mm 

 

Grey interlocker with edge 

 

Interlocker autumn blend 

 

100 X 100mm COBBLE 

 

150 X 150mm deep groove 

 

  

Asphalt Sidewalk Kerbed Asphalt Sidewalk 

  

Concrete Sidewalk Bus Shelter next to Sidewalk 
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4.6.2 Bicycle Facilities 

Bicycle facilities are typically accommodated either on the 
roadway or as a shared use pathway with pedestrians.  In these 
instances the pavement treatments would be determined by the 
existing road infrastructure.  In the event where new multi-use 
pathways are designed, or with the construction of bicycle roads, 
the following pavement designs would apply. 

 

Design Guidelines: 

• 15 mm Premix + 100 mm Crusher run base, 

• 6 mm Chip and spray + 100 mm Crusher run base,  

• 100 mm Concrete + 100 mm Gravel base (if required),  

• Block/Brick paving + 50 mm River or similar sand + 100 
mm Gravel base (if required),  

• 100 mm Gravel stabilised with lime or bitumen emulsion 

International Best Practices: 

In an attempt to enhance the visibility of cyclists, coloured or 
tinted bicycle lanes or road shoulders have been installed before 
in South Africa by means of tinted asphalt. This is generally an 
expensive exercise and requires heavy plant machinery to mill, 
lay and compact the asphalt. Australian and USA road authorities 
implemented the StreetBond CL which is applied by means of 
the spray painting equipment similar to that used during 
conventional road marking. This  

 

On-grade StreetBond CL Cycle Lane Application in 
Brisbane, Australia 

 

On-grade StreetBond CL Cycle Lane Application in 
Boston, USA 
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City of Cape Town cycle lanes:  

In December 2012, StreetBond application was implemented 
along Bree Street. Two colours were chosen to test its visibility 
and contrast, “Bike Path Green” was the preferred choice due to 
its durability, visibility and contracts during various weather 
conditions.  

 

StreetBond CL Cycle Lane Application along Bree Street, Cape 
Town.  

 

 

StreetBond CL skid resistance and visibility in rainy conditions 
along Bree Street, Cape Town.  
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4.7 Storm water Drainage 
“Low Impact Development (LID) is an approach to land development (or 
re-development) that works with nature to manage storm water as close 
to its source as possible. LID employs principles such as preserving 
and recreating natural landscape features, minimizing effective 
imperviousness to create functional and appealing site drainage that 
treat storm water as a resource rather than a waste product. There are 
many practices that have been used to adhere to these principles such 
as bio retention facilities, rain gardens, vegetated rooftops, rain barrels, 
and permeable pavements.” - United States Environmental Protection 
Agency - http://water.epa.gov 

This section highlights various treatments that may be applied within 
the road reserve to attenuate and/or re-use storm water runoff, in line 
with Low Impact Development principles. This approach would assist 
the City’s storm water infrastructure in coping with peak storm events. 
References for further reading are provided in Chapter 8.  

 

 

 

 

 

 

 

 

 

 

4.7.1 Bio retention Swales 

Typical bio retention swales are created with longitudinal slopes 
between 1% and 4% in order to maintain flow capacity without creating 
high velocities, potential erosion of the bio retention or swale surface 
and safety hazard. Check dams can be used in steeper areas to flatten 
the longitudinal hydraulic grade. 

The amount of pollutant removal in a Bio retention swale is dependent 
on the filter media, landscape planting species and the hydraulic 
detention time of the system. Pollutant removal is achieved through 
sedimentation, filtration of water through the filtration media and 
through biological processes 

Benefits: 

• Flow conveyance 

• Storage 

• Water quality retreatment 

• Reduces amount of water taken down to rivers 

Quantity: 

Small to modest flows dependent on the swell cross section  
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4.7.2 Check Dams 

The use of check dams in Swales and tree pits assists in controlling the 
flow rates and it increases the storage capacity. 

Benefits: 

• Flow control 

• Storage capacity increase 

Quantity: 

Small to modest flows 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

4.7.3 Bio-retention Basins 

The amount of pollutant removal is dependent upon the selection of the 
filtration media in the bio retention and on the relative magnitude of the 
extended detention component of the basin. Pollutant removal is 
achieved through sedimentation, filtration of water through the filter 
media and through biological processes. 

Benefits: 

• Flow control 

• Water quality treatment 

Quantity: 

Small to modest flows dependent on the size 
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4.7.4 Porous Pavement 

Porous paving is an alternative to conventional impermeable 
pavements with many storm water management benefits. These 
surfaces allow storm water to be filtered by a coarse sub-base, and 
may allow infiltration to the underlying soil. 

A number of porous paving products are commercially available 
including: 

• pavements made from special asphalts 

• concrete grid pavements 

• Concrete, ceramic or plastic modular pavements. 

Benefits: 

• Reduce peak storm water discharges 

• Increase groundwater recharge 

• Reduce area of land dedicated solely for storm water 

 

 

 

 

 

 

 

 

 

4.7.5 Infiltration Trench 

Where favourable soil conditions exist, infiltration can improve water 
quality increase groundwater recharge and reduce runoff volumes. 
Infiltration practices are particularly desirable in sub watersheds that 
seek to reduce runoff volumes to prevent combined sewer overflows. 

Benefits: 

• Flow conveyance 

• Storage 

• Water quality retreatment  

Quantity: 

Small to large flows 
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4.7.6 Tree Storm water Pits 

Integration between landscaping and storm water management. The 
use of tree pits is an effective use of landscaping space in urban areas. 
Below the surface French drains can be placed to carry the excess 
water away. 

Benefits: 

• Flow conveyance 

• Storage 

• Water quality retreatment  

Quantity: 

Small flows 

 

 

 

 

 

 

 

 

 

 

 

4.7.7 Litter Catchers 

This can be retro fitted into storm water inlets to capture the litter that 
would get into the storm water drains. It would reduce chances for 
blockages in the current storm water. 

Regular maintenance of a litter catcher is required to prevent 
blockages on the surface which decreases the flow capacity. 

Benefits: 

• Water quality retreatment  
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4.8 Landscape Planting 
Street trees and other planting add colour, visual interest and a living 
texture to the streetscape. Landscape planting can soften the hard 
surfaces of streets and improve the quality of life. 

4.8.1 Street Trees 

Considerations: 

• The most prominent of all street planting is the street tree.  

• Wherever possible existing street trees must be retained.  

• When selecting new street tree one must consider the City’s 
recommended tree list, the aesthetic desire, climatic concerns, 
potential for disease and pests, maintenance requirements, 
space available for root growth, and the eventual size of the 
mature tree. 

• On commercial streets, street trees compete with underground 
services for space which can limit the number and location of 
trees.  

• Commercial street walkways must be at least 4m wide to 
accommodate both underground services and street trees. 

• On arterial, commercial and larger residential streets, trees can 
be planted in medians. Medians typically need to be at least 2m 
wide to accommodate a mature street tree 
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4.8.2 Vegetation and Planting 

Ecological principles within the public open space system should 
govern a low-maintenance landscape. Existing vegetation must be 
preserved as far as possible. Preserved trees can be supplemented 
with generous plantations of new trees and other vegetation.  
Introduced vegetation should be planted in clusters or groupings to 
provide a healthier microclimate, ecosystem and better overall aesthetic 
effect. 

All introduced vegetation should be appropriate to its proposed location, 
use and planting conditions. Only hardy plants requiring minimal 
irrigation, fertilisers, or pesticides should be used in landscape designs. 
Due to high water and maintenance requirements, lawn should be 
utilised as sparingly as possible, with an alternative such as drought 
resistant groundcovers considered instead. 

Vegetation should be combined with built and open spaces to create 
desirable microclimates. A diverse palette of well-shaded areas in the 
summer and warm, sunny niches in the winter is the ideal outcome. 
Microclimates help control winds, utilise transpiration to reduce ambient 
air temperatures, and to screen or filter air pollutants and noise. 
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4.8.3 Water Use 

Developing a sustainable open space aesthetic that recognises the 
climate in which we live is a challenge. The public open space system 
must be water-wise in design and management, cognisant of new and 
developing technologies related to water consumption, detention, rain 
water catchment and grey water/treated waste water utilisation. 

Storm water and wherever possible grey water are two potential water 
resources that can be harnessed to create and maintain Joburg’s open 
space system. In Johannesburg, irregular and rapid downpour over 
short periods makes it difficult to store water for more productive uses 
when needed. Successful water management will require a 
comprehensive effort and an acknowledgement that storm drainage, 
flood control, water supply, water conservation and sewage treatment 
are all facets of a broad and integrated system. 

 

 

 

 

 

 

Every building, street, parking lot and open space in Joburg should be 
designed to preserve water resources, harvest runoff, and mitigate 
flooding. As much rainwater as possible should be retained on site for 
as long as possible or allowed to percolate, helping to minimise peak 
flooding downstream while promoting utilisation of the resource for 
irrigating vegetation and filling water features. Rainwater harvesting for 
irrigation should be explored on an individual project basis, since small-
scale solutions, which supplement treated waste and grey water, tend 
to be the most successful 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 



CITY OF JOHANNESBURG 
COMPLETE STREETS DESIGN GUIDELINE 
 

 

61 

4.8.4 Maintenance 

No matter how carefully the public open space is designed, a certain 
level of maintenance and water will be required to ensure aesthetic 
appeal and a healthy local ecosystem.  

The use of a dry-land aesthetic and the selection of drought and 
disease resistant plant species can help to minimise maintenance 
requirements and water use in Joburg City Streets 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

4.9 Gravel Roads Programme 
The complete streets approach should be incorporated into future 
gravel roads upgrade projects.  This would entail the identification of the 
community’s specific transport needs and designing fit-to-purpose 
facilities. 

There exists an unique opportunity to design streets for all road users 
from the onset, compared to the typical scenario where one is faced by 
retrofitting existing vehicular roads to serve other modes of transport.  
This allows for regional planning of new road infrastructure for each 
mode as well as developing a staged implementation program, either 
focussing on a particular mode of transport or specific road sections. 

Considerations: 

• Lower order streets should predominantly serve pedestrians. 

• Footpaths should link pedestrians to public transport routes, 
either directly or along local streets. 

• Encourage public transport use through provision of facilities 
along desire lines. 

• Accommodation of storm water, utilities and landscaping in 
design. 

4.10 On-Street Trading 
This chapter considers how on-street trading can be incorporated into 
the City’s Complete Street Design Guidelines. Demand for on-street 
trading space has gradually increased over the years in the City of 
Johannesburg. On-street trading creates an opportunity for small 
business development, however if unregulated, it meets many 
challenges particularly with regards to road safety.  

The chapter will not include the following: 
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• Guidance on the design criteria for on-street trading stalls; and 

• Determine what type of goods should be permitted/not 
permitted as part of on-street trading. 

These issues will be handled by departments responsible for economic 
development in the City since these issues are more applicable to 
them. 

The emphasis of this chapter will be on road safety issues for 
pedestrians, motorist and cyclists to avoid any potential accidents which 
may be caused by on-street trading. However the chapter will also be 
flexible enough to allow on-street trading for small business 
development without compromising on road safety issues. 

The following are potential problems due to unregulated on-street 
trading: 

• Impediments to pedestrian movements along sidewalks; 

• Decreased accessibility to buildings and other amenities; 

• Inability of emergency vehicles to freely move along streets 
when responding to emergency situations; 

• Increased accident risk for both motorists and pedestrians due 
to obscuring of road signage; 

• Creation of criminal havens along overcrowded streets, 
facilitating criminal activities such as “smash and grab”; and 

• Compromised safety of motorists due to trading stall 
encroaching on roadway. 

Therefore the following criteria should be evaluated when considering 
on-street trade facilities: 

• Road safety; 

• Pedestrian safety; 

• Accessibility for pedestrians (sidewalk congestion); 

• Attractiveness of street from a road user and adjacent property 
owner perspective; 

• Criminality/Security of road users; and  

• Sidewalk congestion. 

4.10.1 Design Considerations 

(a) Streets Approved for On Street Trading 

Road Class Description Comment 
Class 3 District Distributor Introduction of Trading 

stalls in this type of road 
should be done with care 
due to high speeds (70-
80km/h). A pedestrian 
walkway (excluding the 
stall) with a minimum width 
of 2.0m will be needed 

Class 4 CBD Road/Activity 
Streets/local 
distributor/boulevard/ 
industrial roads 

Consideration should be 
taken for pedestrians. A 
pedestrian walkway 
(excluding the stall) with a 
minimum width of 1,5m will 
be required 

Class 5 Residential 
collectors/Residential 
streets  

A sidewalk with a minimum 
width (excluding the stall) of 
1.5m will be needed. Traffic 
calming measures should 
be introduced next to 
trading areas 

Transit malls Pedestrian only 
streets/linear markets  

Streets closed for all 
vehicular traffic, except for 
local delivery, refuse 
collection and local access. 
Care should be taken that 
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Road Class Description Comment 
enough walkway is 
provided for pedestrians. A 
minimum of 2,5 – 3m 
walkway should be 
provided for pedestrians  

Plaza or interrupted 
Malls 

Several blocks of retail 
streets are exclusively 
designated for pedestrian 
use with cross streets left 
open to vehicle traffic  

Care should be taken that 
enough walkway is 
provided for pedestrians. A 
minimum of 2,5 – 3m 
walkway should be 
provided for pedestrians 

Continuous or 
exclusive mall 

A multi block area which 
may include more than one 
street is exclusively 
designated for pedestrians 
but allow for local delivery, 
refuse collection and local 
access.  

Care should be taken that 
enough walkway is 
provided for pedestrians. A 
minimum of 2,5 – 3m 
walkway should be 
provided for pedestrians 

Underpass 
/overpass  

 

Pedestrian only bridges or 
underpasses, in certain 
instances with access for 
cyclists 

Not desirable, however 
should there be a need to 
provide on street trading, 
care should be taken that 
proper lighting is provided 
especially within 
underpasses. The safety of 
pedestrians is of prime 
importance 

(b) Streets and Areas Where On Street Trading Should 
Be ProhibiteD 

Road Class Description Comment 

Class 1 Motorway/ primary 
distributor 

Mobility Road, no trading 
should be allowed for 
traffic safety.  

Class 2 Arterial/regional 
distributor. BRT Trunk 
Route 

Mobility Road, generally 
no trading should be 
allowed for traffic safety. 
However, if there is 
adequate pedestrian 
protection and 
pedestrian safety will not 
be compromised, limited 
on-street trading should 
be allowed. But this 
should be supported by 
proper technical analysis 
of traffic safety by 
qualified practitioners like 
traffic engineers 

  
Within 50 m from an 
intersection, slip lane, 
on/off ramp or 
interchange 

 To protect sigh distance 

Where sidewalks are 
narrow than 1.5m 

 LOS declines rapidly with 
sidewalks narrower than 
1.5m.  

On any road with a 
design speed higher 
than 70km/h 

 For Safety reasons as 
speeds are too high  
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Road Class Description Comment 

On any median less than 
10m wide 

 To protect sight 
distances 

Perpendicular to 
pedestrian crossings 

 To avoid blocking 
pedestrian walkways 

(c) Safety 

The following design criteria should be considered in order to evaluate 
safety when considering the design of on-street trading facilities. 

• As discussed above, the location of on-street trading on the 
road class type where an appropriate service area should be 
considered. Higher order roads like Class 1, 2 and Class 3 
distributors have high operating speeds which makes it unsafe 
to provide pedestrian pathways to accommodate on-street 
trading facilities. Class 4 to Class 5 collector roads operate at 
lower vehicle speeds and should be considered as appropriate 
and safe service areas to accommodate for on-street traders 
along pedestrian pathways. 

• Areas with high accident rates should be identified and 
avoided. 

• Speed differentials of pedestrians and vehicles should be 
considered. Areas where high vehicle speeds are evident in 
relation to low pedestrian speeds create unsafe areas of 
conflict. Thus areas of low operating speeds for both vehicles 
and pedestrians should be considered as a safety factor. 

(d) Operational Conditions and Pedestrian Congestion 

The following design criteria should be considered in order to evaluate 
operational conditions when considering the design of on-street trading 
facilities: 

Appropriate pedestrian Levels of Service (LOS) should be used as a 
design guideline for the placement of each on-street trading facility in 
order to ensure for effective pedestrian flows. Pedestrian LOS is 
measured in terms of comfort (m²/pedestrian) with regards to the ease 
at which a pedestrian can turn around or walk in a linear direction. 
Locations with an improved LOS) indicate that more space would be 
available to provide for on-street trading facilities. The following 
pedestrian cross flow LOS criteria based on the HCM 2010 should 
apply: 

 

The location of on-street facilities in relation to the LOS of a pedestrian 
walkway should be seen as a measure of comfort. On-street trading 
locations are preferred where a LOS C or higher is obtained and where 
pedestrian densities are low. On-street trading facilities would thus have 
a minimal effect on pedestrian congest 

(e) Functional Layout 

Based on safety considerations, operational conditions and pedestrian 
congestion, the following functional layout plan is proposed: 
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On-street stalls should be placed along the sidewalk at equal spacing.  
On-street stalls should not be placed in such a way that they become 
hazardous to pedestrians and cyclists. They should not protrude to 
bicycle and traffic lanes 

The functional location and layout should ensure road safety is 
maintained. On-street trading facilities should be located on the outer 
edge of the walkway. The pedestrian walkway and bicycle lane should 
be located between the road and on-street trading facility. 

(f) Possible Typologies for On-Street Trading 

 
Median Market suitable to streets with wider medians 

 

3D view of median market 

 

On-Street trading between sidewalk and buildings 
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(g) Other Considerations 

Attribute Guideline 
Location Sufficient spacing of approximately 5m must be 

provided between on-street trading facilities to provide 
effective circulation and increased effective walkway 
width; 

Security Stalls should not be designed in such a way that 
criminal activity can be facilitated. They should not be 
that close together or be placed dark at spaces. 

Street Character Stalls should seek to enhance the street amenities 
and local character  

Environmental 
considerations 

Care should be taken that trading zones areas are still 
attractive for walking and should not be placed in an 
disorderly way 

Pollution and waste 
management 

Wherever trading stalls are introduced, proper plans 
should be in place for waste management, pollution 
control and control of rodents 

Uniformity  In general a standard design should be strived for all 
trading stalls throughout the City taking into 
consideration the type of goods to be sold, 
environmental considerations and safety However 
some precinct could modify such designs linked to the 
overall look and feel of the precinct  

Economy  Trading stalls should minimize the use of space as 
much as possible to accommodate other street 
furniture like street lights, bollards, benches, etc. 
Again at all times a minimum width of 1.5m should be 
reserved for a pedestrian walkway. 
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     

5 Traffic Calming 

     
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5. TRAFFIC CALMING 

5.1 Speed Control Measures 

5.1.1 Bulb-outs 

Description 

Kerb extensions that narrow the roadway with at the intersection to slow 
the speed of motor vehicles and shorten the crossing distance for 
pedestrians and other road crossing users 

General Dimensions 

Depends on the width of the roadway and the desired or allowable 
turning radii 

Location / Appropriate Application 

Intersections with long pedestrian crossing distance and low truck or 
bus traffic 

 

 

 

 

 

 

 

 

 

5.1.2 Median Islands 

Description 

Raised islands along the centreline of the roadway that narrows the 
roadway width to slow the speed of motor vehicles 

Design Speed 

40km/h  – 80km/h 

Location / Appropriate Application 

Midblock, neighbourhood entrance, in coordination with crosswalk, at a 
curve known for high speeds 

Minimum Spacing 

Depends on the network design and the prevailing speed limits, unlikely 
to be homogeneous through the road   

 

 

 

 

 

 

 

 

5.1.3 Speed Humps 

Description 
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Rounded raised humps that extend across the roadway and slow the 
speed of oncoming motor vehicles 

Design Speed 

25 – 30km/h 

General Dimensions 

Length = 3m to 4.25m 

Height = 80mm to 100mm 

Location / Appropriate Application 

Adequate sight stopping sight distance and signage, 

Minimum Spacing 

60m to 90m 

 

 

 

 

 

 

 

 

 

5.1.4 Speed Tables 

Description 

Flat-topped raised platforms that extend across the roadway and they 
slow the speed of the oncoming motor vehicles 

Design Speed 

40km – 50km/h 

General Dimensions 

Length = 7m 

Height = 80mm to 100mm 

Location / Appropriate Application 

Adequate sight stopping sight distance and signage, 

Minimum Spacing 

120m to 150m 

 

 

 

 

 

 

 

 

 

 

5.1.5 Raised Crosswalks 

Description 
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Flat-topped raised platforms that extend across the roadway from kerb 
ramp to kerb ramp that slow the speed of the oncoming motor vehicles 
and increase the visibility of roadway crossers including wheelchair 
users 

Design Speed 

40km – 50km/h 

General Dimensions 

Length = 7m 

Height = 80mm to 100mm 

Location / Appropriate Application 

Adequate sight stopping sight distance and signage, 

Minimum Spacing 

60m to 150m 

 

 

 

 

 

 

 

 

5.1.6 Raised Intersections 

Description 

Flat-topped raised areas that cover the entire intersection, with ramps in 
all approaches ramp that slow the speed of the oncoming motor 
vehicles and increase the visibility of roadway crossers including 
wheelchair users 

Design Speed 

40km – 50km/h 

General Dimensions 

Height = 120mm 

Ramps < 18% gradient 

Location / Appropriate Application 

Urban setting, where the loss of on-street parking associated with other 
traffic calming measures is considered unacceptable. 

 

 

 

 

 

 

 

 

 

 

 



CITY OF JOHANNESBURG 
COMPLETE STREETS DESIGN GUIDELINE 
 

 

71 
 

5.1.7 Textured Pavements 

Description 

Roadway surfaces paved with brick, concrete, asphalt or any other 
material that slow the speed of motor vehicles 

Design Speed 

40km – 50km/h 

Location / Appropriate Application 

Urban setting, where the loss of on-street parking associated with other 
traffic calming measures is considered unacceptable 
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5.2 Volume Control Measures Summary 

5.2.1 Chicanes 

Description 

Kerb extensions that alternate from one side of the roadway to another 
making the roadway “winding” and thereby slowing the speed and 
volume of the motor vehicles 

Design Speed 

40km – 70km/h 

General Dimensions 

Based on the existing roadway dimensions and the desired alignment 
shift 

Location / Appropriate Application 

Kerb extensions placed near intersections and coordinated with on-
street parking, median islands and other infrastructure within the road 
reserve. 

 

 

 

 

 

 

 

 

5.2.2 Forced Turn Islands 

Description 

Traffic islands and other barriers installed at intersections to force 
turning movements and prevent through traffic 

General Dimensions 

Based upon the existing roadway dimensions and the desired turning 
radii 

Location / Appropriate Application 

Appropriate for avoiding “rat-running” traffic, the force turn movement to 
be away from the major routes. Barriers are installed at intersections. 
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5.2.3 Median Barriers 

Description 

Raised islands installed along the centreline of an intersection to block 
through and right turn movements 

General Dimensions 

Island Min. Width = 100mm; 

Travel Lane Width = 300mm 

Location / Appropriate Application 

Barriers are installed at intersections and can coordinate with 
crosswalks. Can be used as crosswalk refuge and provide bicycle route 
openings. 

 

 

 

 

 

 

 

 

 

 

 

 

 

5.2.4 Full Street Closure 

Description 

Barriers installed across a street to close the street and eliminate 
through traffic, usually leaving only sidewalks and/or bicycle lanes 
open. 

General Dimensions 

Varied 

Location / Appropriate Application 

Barriers may be installed at intersections or midblock 
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5.2.5 Half street closure 

Description 

Barriers that block traffic in one direction for a short distance in a two-
way roadway to prevent through traffic 

General Dimensions 

Based on existing roadway and kerb dimensions 

Location / Appropriate Application 

Barriers are primarily installed at intersections or sometimes at 
midblock 

 

 

 

 

 

 

 

 

 

 

 

 

 

5.2.6 Diagonal Diverters 

Description 

Barriers placed diagonally across an intersection that block through 
traffic. Can be utilized as bicycle or pedestrian lanes 

Design Speed 

30km/h – 40km/h 

General Dimensions 

Based upon the existing roadway dimensions and the desired turning 
radii 

Location / Appropriate Application 

Barriers are installed at intersections. 
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5.2.7 Semi-Diverters 

Description 

Half-closure sets staggered across an intersection to make through 
traffic circuitous rather than direct 

General Dimensions 

Based on existing roadway and kerb dimensions 

Location / Appropriate Application 

Barriers are primarily installed at intersections. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 



CITY OF JOHANNESBURG 
COMPLETE STREETS DESIGN GUIDELINE 
 

 

76 
 

 

  

     

6 Complete Street 
Templates 
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6. COMPLETE STREET TEMPLATES 

6.1 Summary of Design Elements 
 

 

  Complete Streets 
Typology

Intersection 
spacing

Access to 
property

Parking Speed km/h Intersection control Typical cross 
section

Roadw ay /  lane 
w idth

Road reserve 
w idth

Public 
transport 

stops  and 
ped. xing.

Pedestrian 
footw ays 

(constructed)
Cycle lanes Traff ic 

Calming

Freew ay / Primary 
Distributor

2.4 km       
(1.6 - 3.6 km)

Not allow ed No 100-120 Interchange 4 / 6 / 8 lane 
freew ay

3.3 - 3.7m lanes 60-120m (60m) No No No No

Arterial / Regional 
Distributor

800m (±15%) Not allow ed* No 80 Coordinated traff ic 
signal, interchange

4 / 6 lane divided, 
kerbed

3.3 - 3.6m lanes 38-62m (40m) Yes at 
intersections

Off road Yes, on 
verge

No

District Distributor 600m (±20%) Not allow ed* No 70 Coordinated traff ic 
signal, roundabout

4 lane divided or 
undivided, kerbed

3.3 - 3.5m lanes 25-40m (30m) Yes at 
intersections

Yes Yes, on 
verge

No

BRT Trunk Route 500m Not allow ed No 70
Coordinated traff ic 

signal w ith bus 
priority, roundabout

2 lane BRT right-of-
w ay in median, 2-

4 mixed traff ic 
lanes

3.3-3.5m  lanes 30-40m Only at BRT 
stations

Yes Yes, on 
verge

No

(Main)CBD Road/ 
Activity Street/               

Local Distributor / 
Boulevard

>150m Yes (larger 
properties)

Yes if  conditions 
allow

60
Traff ic signal, 
roundabout or 

priority

4 lane, median at 
ped. xing., 

boulevard, CBD 
one-w ay

3.0-3.5m lanes 20-40 m (25m)
Yes at 

intersections 
or mid block

Yes Yes, in road 
or on verge

Median  for 
peds, curved 

roadw ay

Industrial Road >150m Yes No 60
Traff ic signal or 

priority
4 lane, median at 

ped. xing, 3.2-3.5m lanes 25-40m (30m)
Yes at 

intersections 
or mid block

Yes
Yes on 
verge

Median for 
pedestrrians

 (Small) CBD Road/ 
Activity Street >150m Yes Yes 40

Traff ic signal or 
priority

2-4 lane plus 
parking 2.8-3.3m lanes 15-25 m (22m)

If applicable, 
anyw here Normally yes Yes, in road

Raised ped. 
Crossing

Residential 
Collector >150m Yes

Yes if 
appropriate 50

Roundabout, mini-
circle or priority

2 I 3 lane 
undivided

6-9m roadw ay,   
< 3.3m lanes 16-30 m (20m)

Yes 
anyw here Yes

Yes, in road 
or on verge

Raised ped, 
median, 

narrow  lanes

Residential Street Yes Yes on verge 40
Mini-circle. priority 

or none
1 / 2 lane 

mountable kerbs
3-5.5 m roadw ay 

(tw o w ay) 10-16m (14m)
If applicable, 
anyw here

Not normally, 
pedestrians can 

use roadw ay

Use 
roadw ay

Yes, but 
should not be 

necessary
NMT Route / 
Greenw ay /        

Multi-use Pathw ay

500 m 
maximum Yes No vehicles 15

None, pedestrians 
have right of w ay

Surfaced/ Block 
Paving 3.0-5.0m 6m

If applicable, 
anyw here Yes Yes Yes

TYPICAL FEATURES (use appropriate context sensitive standards for design)REQUIREMENTS
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6.2 Standard Cross-sections 

Arterial/Regional Distributor – 40m Road Reserve 

ST
RE
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O
N

 

 

 
Shared Use Path 3 Lane Roadway Median 3 Lane Roadway Shared Use Path 

Green 
Zone 3m Green 

Zone 3.5m x 3 = 10.5m 4.2m 3.5m x 3 = 10.5m Green 
Zone 3m Green Zone 

ST
RE

ET
 P

LA
N
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District Distributor – 30m Road Reserve 
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 Walk
-way 
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 1.5-
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2 Lane Roadway Median 2 Lane Roadway 1.5-
1.8m 
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Use Path 
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3m 3.5m x 2= 7m 4.2m 3.5m x 2 = 7m 3m 
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Boulevard/Local Distributor – 30m Road Reserve  

ST
RE

ET
 S
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O
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n 
1 

 

  Green 
Zone 

Walk-
way Green 

Zone 

1.5-
1.8m 
Cycle 
Lane 

2 Lane Roadway 2 Lane Roadway 1.5-
1.8m 
Cycle 
Lane 

Green 
Zone 

Walk-
way Green 

Zone  
1.5-

1.8m 3.5m x 2= 7m 3.5m x 2= 7m 1.5-
1.8m 

ST
RE

ET
 S

EC
TI

O
N

 
O
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n 
2 

 

  Green 
Zone 

Shared Use 
Path Green 

Zone 

2 Lane Roadway 2 Lane Roadway Green 
Zone 

Shared 
Use Path Green 

Zone  
3m 3.5m x 2= 7m 3.5m x 2= 7m 3m 
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CBD Road/ Activity Street – 25m Road Reserve 

ST
RE

ET
 S

EC
TI

O
N

 
 

  

W
al

kw
ay

 

2.
25

m
 

Pa
ra

lle
l 

Pa
rk

in
g  

1.
5 

- 1
.8

m
 

Cy
cl

e 
La

ne
 2 Lane Roadway 2 Lane Roadway 

1.
5 

- 1
.8

m
 

Cy
cl

e 
La

ne
 

2.
25

m
 

Pa
ra

lle
l 

Pa
rk

in
g 

W
al

kw
ay

 

 
3m x 2 = 6m 3m x 2 = 6m 

ST
RE

ET
 P

LA
N

 

 

 



CITY OF JOHANNESBURG 
COMPLETE STREETS DESIGN GUIDELINE 
 

 

82 
 

CBD Road/ Activity Street – 25m Road Reserve (One-Way) 
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Residential Collector  – 20m Road Reserve  
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Residential Street – 16m  Road Reserve 
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BRT Trunk Route – 40m Road Reserve 
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Lane 
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BRT Trunk Route – 30m Road Reserve   
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LIST OF POTENTIAL DESIGN ELEMENTS

Yes No

Universal Design

Sidewalks

Kerb Ramps

Reduced Kerb Radii

Kerb Extensions / Bulb-outs

Mid-block Pedestrian Crossings

Refuge Islands

Split Pedestrian Crossovers

Pedestrian Grade Separation

Class I - Bicycle Roads

Class II - Bicycle Ways

Class III - Bicycle Lanes

Class IV - Bicycle Routes

Bicycle Parking

Drainage Grates

Traffic Signal Priority

Exclusive Public Transport Lanes

Queue Bypass

Queue Jump

Kerb Extensions

Boarding Islands

Exemption from Turning Restriction

On-Street Facilities

Off-Street Facilities

Public Passenger Transport Lay-byes

Park and Ride Facilities

On-Street Parking

Loading Zones

Driveways

Intersection Treatments

Traffic Circle Treatments

Roadside Buffer Area

Utilities

Street Lighting

Street Furniture

Street Vendors

Pedestrian Facilities

Bicycle Facilities

Bio-retention Swales

Check Dams

Bio-retention Basins

Storm water Drainage

Pedestrians

Cyclists

Public Transport

Motor Vehicles

Road Verge

Surface Treatments

1 of 2



Porous Pavement

Infiltration Trench

Tree Storm water Pits

Litter Catchers

Street Trees

Vegetation and Planting

Water Use

Maintenance

Gravel Roads Programme

LIST OF POTENTIAL TRAFFIC CALMING MEASURES

Yes No

Bulb-outs

Median Islands

Speed Humps

Speed Tables

Raised Crosswalks

Raised Intersections

Textured Pavements

Chicanes

Forced Turn Islands

Median Barriers

Full Street Closure

Half street closure

Diagonal Diverters

Semi-Diverters

Landscape Planting

Speed Control Measures

Volume Control Measures
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