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ABSTRACT

Due to a number of reasoas, black commuters in South Africa are
often faced with lofg, timeous and complicated journeys to work.

The purpose of this résearch report is to determine how these
long commuting distances influense the punctuality and rate of
absenteeism of black emplayers to the work-place.

A survey was undertaken in Cape Town, Pretoria, Bloemfontein and
Durban. The sample of '1238 respondents was divided into long-
and short-distance commuters and the. answers of these two groups

ware i were ioneé - about factors

causing them to be late or absent from work ag well as . their
attitudes towards punctuality. They were also questioned about
thelr employers' attitude tfowards lateness.

The rvesults showed clearly that tramsport related problems
constituted a major part of all late arrivals at the work place.
Lateness due to transport problems was miinly influenced by the
distance travelled to work, the total travel time, the number of
transfers, the tisme the commuter had to leave hiis home, and the
time he had to start work,

Althewgh absenteslsm was alsc increased by the distance
commuters had to travel and the difficulty of the journey, it

was experienced much less than lateness.

Lateness at the work-place due to transport problems is
a big problem in South Africa, which is aggravated by the long
distances faced by many commuters. It is important te try to
minimize the problem and thereby cut the cost of lateness

o

o
industry.
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CEAPTER 1 INTRODUCTION

In 1972, the Government of South Africa appointed the "Committee
of Inquiry into Urban Facilities in the Republic" in short known
as the Driessen Committee. Its task was to investigate the
urban transpott problems in major urban aveas and to make
recommendations on the manner in which expenditure on the
provision of urban transport facilities should be financed.

The Driessen Report was published in 1974. One of its
recommendations with respect to planning and policy formulation
was the formation of an Urban Transport Planning Group at the
National Institute for Transport and RJad Research (NITRR) at
the CSIR, to undertake research inte transport issues.

It was subsequently decided by the NITRR that one area that

needed urgent investigation -was-the prob wieeds-of “Black

commuters. A number of studies have thus been undertaken since
1977 and this project is one of the studies into Black commuting
problems and needs.

A major feature of black commuting patterns in South Africa-is
the long distance travelled by mariy commuters, especially in
areas such as Pretoria and Bloemfontein. These long distances

are mainly due to the following factors : .

% Government policles regarding the location of residential
—and industrial development;

% the high level of subsidy on the cost of commuting;

* the scattered settlement patterns of many distant areas,

and the dispersed natura of black employment areas.

An earlier study, which investigated the effects of long
distance travel on the home-life of black commuters, found that
long journeys had a great impact on the commuters' daily
activities (Fourie and Morris, 1985).




This study concentrates on the work-life of the commuter. It
attempts to _investigate how long travel times, difficult
journeys and the attitudes of black commuters towards
punctuality affect lateness, absenteeism and travel behaviour.

The objectives therafore are the following :

% To determine the influence of lomg commuting times and
difficult journeys on lateness and absenteeism;

#* To 'investigate the attitudes of commuters towards
punccual‘ity;

* To examine the influence of lateness ofi . commuters'
subsequent travel behaviour.

This research report will firstly discuss the background to the
present commuting patterns of black workers in South Africa.

overview is given of other studies Into punctuslity and

absenteeism.

In Chapter 4 the present and public t
facilities in the study areas will be described, while Chapter S
will discuss the methodology and sample used to determine

punctuality and absenteeism at the work place.

Chapters 6 to 10 will discuss the resilts of the survey and in
Chapter 11 a conclusion and some recommendations are given,

R N
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CHAPTER 2 'BACKGROUND

This chapter will discuss in greater detail the developmenz of
commuting patterns for blacks in South Africa, the present
situation and how this affects the commuters' satisfaction with
their journey to work. The influence of total travel times on
" the commuter's home-life will also be discussed.

2.1  The Spatial Development of South African Gities

Three major evolutionary phases can be identified in the
developnent of South African cities. These developments had a
great influence on the commuting patterns of blacks (Voges,
1983) ¢

2.1.1 The "segregated city” (1886-1950) : X

With the discovery of minerals in 1886, South ‘- ntered a
phase of rapid industrialisation which led to the migration of

large numbers of biacks and whites to urban areas. For the
first time, blacks and whites were engaged in.the sake economic

system.

Although the various provinces did try to control the influx of
blacks, the economic advantages of cheap labour were at this
stage still valued mare highly than the ideology of segregation.
The result was theé appearance of small black residential areas
which were scattersd within "white" cities. See Figure 2.1 with

Pretoria as an example.

T

2.1.2 The “apartheid city" (1950-1960)

The second phase was from about 1950 to 1960 when the policy of
apartheid was introduced and applied by the newly elected NP 5
government. The result was that black rasidential areas ware
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Figure2.): The development of Biack residential areas
in Pretoria
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Source : Voges, EM * Accessibility , transport and the spatial

structure of South Afrlcan cities : ¢n historic perspective, 1983




consolidated into one or two larger areas on the periphery of
"white" urban areas. In Pretoris, for example, all black areas
within the city were consclidated into Atteridgeville in the
west and Mamelodi in the east. See Figure 2.1. )

2.1.3 Homeland consolidation and development (1960 onwards)

In the 1960s, the apartheid policy was reformulated to become
"separate development”. The main idea was to develop separate
homelands® for the various black ethnic groups. These homelands
were usually at a considerable distance from the major
employment areas. Where 'white" cities were closer than 50 km
from any homeland further development in the black townships
within the cities was frozen. Examples of these townships were
Mamalodi and Atteridgeville in Pretoria. See Figure 2.1. Some
of the new towns within the homelands were situated at a.pgreat
distance from employment centres. The new townships for
Bloemfontein, for instance, were sited 60 km away at ThabaNchu
and Onverwacht (Witulksi, 1986).

These  developments; and  the overwhelmingly dormitory
characteristics of towns in the homelands resulted in a drastic
decrease in the accessibility of blacks to their places of oh o o
employment (Vpges, 1983), This had a great influence on the
black commuting patterns.

%  Please note : the homelands within South Africa are either

known as Independant States or National States. Independant

i States have achieved full independance and include ,
B Venda, Bophuthatswana and Ciskei. National States have not
S ) received independsnce yet. These include KvaZulu, Quaque, N

1 Lo Lebowa, GaZankulu, Kangwane and KwaNdebals.
To simplify matters the term "homelands" will ba used

throughout the text unless reference is made to only one of
the two categories.




2.2 Black Gommuting ir South Africa

The number of commuters travelling from the homelands to
employment places in South Africa is shown in Table 2.1.

Until 1982 the number of commuters had increassd considerably.
This was mainly due to development and natural growth in the
homelands. Since 1983, however, the number of commuters has
decreased. This can be maiwly ascribed to the economic
recession in South Africa and the resulting increase in

unemployment.

Table 2.1 : Number of daily commters from the homelands to the
urban areas, 1977-1984

Stata 1577 1978 1979 1980 1981 1982 1984

Indapundent. states

Transkal 7100 760 a%0 9000 9100 sodp
Bophuthatsvana, 148 200 151 0O 155 400 161 200 162 200 173 000 115
Venda 4500 5100 5600 5600 5700 6000 5
Ciskei 34600 36200 37100 38100 38400 38000 36

Nationsl statos ¢

Kvazalu 231 300 321 700 352 300 363 900 384 200 393 000 282
Quaqua 2100 2000 250 680 9500 12000 3
Lobowa 46 600 54 400 57900 65800 72200 76000 64
Gazankulu 6300 6700 780 880 9700 9000 &
Kanguene 25200 28500 33100 35 600 40000 44 000 47
KwaNdabele 1 00 1300 350 590 8760 12000 22
Total 567 000 615 300  66A 100 70D 700 739 700 773 000 86Z

200
400
70
600

Source : Witulski, U, Black commaters in South Africa, 1985

In additlon to tha 662 000 commuters in 1984 from the homelands
roughly another 1,5 million black workers in “white" areas
commute daily to their place of work; mostly by public
trangport (Witulski, 1986).

Averaga travel distancas for homeland commuters are generally
very long, as can be seen in Table 2.2. It was estimated that
in 1985, 400 000 black workers (19% of all commuters) travelled
more than 30 km each way to their place of work.




Average travel times are also generally long. According to
Table 2.2 even commuters travelling 15 km or less need 55
minutes to reach their destinations. Commuters living more than
30 km from cheir places of work travel an average of 140 minutes
each way.

In contrast, Costa (1984) found that {n the European Economic
Community most workers (71%) lived within 10 km from work, 22
per cent fravelled 10~25 km and only 7 per cent travelled for
over 25 km. Costa's report slso found that 75 per cent of the
workers reached work within 30 minutes while 20 per cent
travelled up to an hour and only 5 par cent for over an hour.

Table 2.2 : Average travelling time and distance, 1985

)
Average Total Average total . ¥
Distance travel journeys travel time
distance Number X (minutes)
Short 0-15 km 10 kn 600 00 29 55 Y
Medium 16-30 km 20 km 1100 000 52 90 s
Long 30 km + 45 km 400 000 19 140 o

Source : Naude, A H et al. Black commuter transport in South
Africa i An overview of broad trends and thelr cost
implications, 1986.

In addition to the long journeys and long total travel times
faced by commuters in Scuth Africa, field studies undertaken by 3
the NITRR, (Morris, 1986(a)) showed that black commuting
patterns are also complex and varied. This is mainly due to the ‘r
development of black residential areas in the homelands. These !
are usually low-density and sprawling. Many blacks also work in 1 J

’

industrial areas which are usually dispersed within a city;
unlike commercial areas that tend to be concentrated, Because

it is difffeult for operators to provide a frequent service




between the *arge number of origins and destinations, many
commuters have uo transfer on thelr journey to work. This
obviously incres . the toral travel time of commuters and the

difficulty of the joyrney,

2.3 Commutern’ Attitudes Towards their Journey to Work

In 1580 a study was undertaken by the NITRR to determine the
attitudes of the commuters towards their journey to work in the
Pretoria area (this study is known as the BCP-study). Over 1000
respondents weve interviewed. (Morris, 1986(a)).

The xesults showed clearly that the greatest cause of
dissatisfaction was c}'owding.

This was Ffollowed by problems with punctuality, the fraquency of
service and unreliability of services, which led to
dissatisfaction with arrival times at work. Other major
grievances were total travel times, cost and crime (Morris,
1986¢a)).

With respect to total travel times tha majority of respondents
who travelled for 75 minutas or more expressed dissatisfaction.
See Figure 2.2. Furthermore commuters, faced with long
Jjourneys, were moxe likely to be dissatisfied with other
attributes of the journey (e.g. crowding, waiting and walking
times) than were commuters who had a short jourdey to work.

If one takes into account that in 1985, 71 per cent of black
commuters in South Africa travelled for more than 90 minutes to
work, it becomes clear that long travel times are a major cause
of dissatisfaction among black commuters. See Table 2.2.




2.4 Daily of L d;

In 1984 tha NITRR decided to assess how these long travel times
affected the home- and work-life of commuters. In order to
deteritine the influence of commuting distances on the home-life
and daily activities of the commuters, fifty long-distance and
fifty short-distance commuters were interviewed. (Fouris and
Morris, 1985). The study was conducted in the Pretoria area.

The short-distance commuters came from Mamelodi (to the east of
Pretoria) and travelled 10 to 15 km to work. In contrast the
long-distance commuters travelled between 60 and 130 km each
way. They lived in the hinterland of Bophuthatswana (to the
north-vest and north-ast of Pratoria) add in KvaNdebeld. The
long-distance grouy was subdivided into three areas for detailed
dnalysis. See Figure 2.3,

Figure 2.2

Dissatisfaction with total travel time ( N = 1045)

% of
respondents

00
S0
o~
01
1o o
501~

40p- 35

20
10]

30.45 48-60 €175 76-90 9)-I05 10620 (20-135 136-150 ISte mins
Total travel time

Source : Morris , N ! Black commuting In Preterla + Summary
Report, 1986 {a)}
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Figure 2.3 summarizes the respondents' daily time budgets in
terms of four basic activities: sleeping, working, travelling
to and from work and discretiomary time. While sleaping- and
working time did not dif . a great deal in the four areas, the
travel time varied congiderably. The worst off area was

North whére travelled for well

over seven hours each day. In contrast commuters from Mamelodi
spent less than two hours a day travelling. - The time available
for discretionary activities also differed greatly in the four
areas, While Mamelodi respondents had five and a half hours to
themselves, from North-East and

KwaNdevele had only about two hours free time.

Pourie and Morris (1985) - concluded that "the iwo contiasting
groupa ... Ahow veny clearly that the distance travelled to work
each day had an ovenshelming Ampact on the commutens’' daily
pattern of activities" {page 14).

Figure 2.3 - o
Basic daily fime budgets . y
BOPHUTHATSWENA
NORTH-E’ST

—
BOPHUTHATSWANA

NORTH-WEST L'-v“‘»-\ o
rar 8L R

[P
L \"'?;Erm—J

) 1
R /"Z
J

it

B
KWANDEBELE

ey
¥ « Plooe of amployment
S - Slosping Nime
« Work time
T - Traval fo/from week
- Discrahionory time

Frataria 2 MAMELO!

? i o

Sourcn Fourls ,EM and Morris,N » The effects of a long Journay to work on the dally
actlvities of black commuters, 1985

—

i
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2.3 Summary

From this introductory chapter on some of the main features of
black commuting in South Africs the following conclusions can be

drawn ¢

% The residential patterns of South Africa are wunique. As
a result of the policy of on, a large on
of the low~income population (mainly blacks) live great
digtances away from cities and therefore from employment
opportunities. They are forced to travel long distances
to their work. This pattern differs greatly from most
Western ¢ities wheve the higher income groups, who can
afford higher trzansport costs, wuswally live in the
outlying suburbs while the low income population lives
close to centrsl city work places, (Voges, 1983).

*

Bacause most blacks belong to the low income group in
South Africa, commuters largely have to make use of
public t. Public t however,
find it_ very difficult to provide an efficient service
for the large numbers of people and for their complex
travel The. often have to

make one or more transfers to get to thalr places of
employment, with the result that they face difficult
journeys and long travel times. This causes a great deal
of dissatisfaction,

=

The long commuting times have a major influence on the
home~1ife of black workers. The further they live from
work the less they do after work.

This research project will i £ how long times
and difficult journeys affect the work-life of black commuters,
by looking at lateness and absentesism,
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GHAPTER 3 COMMUTER TRAVEL, PUNCTUALITY AND ABSENTERISH

In order to assess the importance of punctuality and absenteeism
at the work place, a literature study was done. This chapter
gives an overview of othar research findings on the subjects of
latoness and absenteeism, with special emphasis of the influence

of travel patterns on these issues.

3.1 Panctuality of Arrival at Work

Very little has been written about the influence of commuting on
lateness and how this influences the productivity of an
organisation. Costa (1984), however, memtioned that in the EEC
countries the main detectable effect 5f commuting was lateness

and a higher rate of absenteeism.

In the South African context lateness seems to be a serious
problem for commuters. Van der Reis (1983), referring tu other
studies done by the NITRR, noted that "punctual seavices ane
appreciated and that dissatisfaction may quickly anise with
senvices which are Less than highly punctual and neliable in the
mornings" (page 19). In the BCP-study (mentioned in Chapter 2)
most raspondents reported that they were occasionally late. See
Table 3.1.

Ehlers (1982) found that lack of punctuality posed a problem for
black workers from KwaNdebele. In his study 16 per cent of the
commuters maintained that one of their main problems was
lateness to werk due to the lack of punctuality of the buses.
In the BCP-study 16 per cent of the respondents were late on the
day of interview; and it is therefors not surprising that 53
per cent indicated their dissatisfaction with the punctuality at

the wory end,
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Table 3.1 : d i of lat at work (N=1045)
¥requency of lateness z
Never late 25
QOccasionally late 55
Quite often late 15
Nearly alvays late 5
TOTAL 100

Source : Van der Reis, A P. Black commuting in Pretoria
attitudes towards frequency, punctuality and waiting
times, 1983.

Figure 3.1 shows that black commuters in Pretoria demanded a
high standard of punctuality. Even among réspondents whe were
only "occasionally late®, fi4. per cent were dissatisfied.

Van der Reis (1983) maintained that this was "afmost certainly a
reflection of the tendency of magy employens to fine on fire
workers who are Late fon work" (page 24).

3.1.1 Reasons for lateness at work

The BCP-study found that lateness “was more closely asscciated
with various atirnibutes of the transpont system than with the
doun neconded chanpctenistics of the individual, sex, age,
educational Level and {ncome". (Van der Reis, 1983, page 25).
The transport attributes mostly associated with lateness at work
were long waiting times at the start of the journey, infrequent
transport, long travel times, transfers and breakdowns.

Van der Reis (1983) concluded that the journey to work clearly
influenced ‘punctuality at work. It is therefore important to
look in more detail at the influence of long commuting times and
othar transport attributes on lateness to work.
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Figure 3.1

Percentage of commuters dissatisfied
with various frequencies of late
arrival at work

{N.=1048)

%
dissatisfled

1001 28 _
86
sol-
. 64 L
6ol
a0
20
|

o
never occasion- quite nearly
ally often always

Frequency of lateness

‘Source: van der Reis, AP: Black commuting in
Pretorla: attitudes towards frequency,
punctuclity ond walting times, 1983

3.2 Absenteeisn from Work

According to Gruneberg and Orborne (1981) the rate of
absenteeism is a major factor that affects an organisation's
productive capacity. Absence is a problem because it forces an
organisation to employ more staff to cover for workers that are
absent.
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Many studies have been undertaken to determine variables that
influence absence of employees (Taylor and Pocock, 1972; Steers
and Rhodes, 1978; Grandjean, 1980; Gruneberg and Orborne, 1981
and 1982; White, 1983; Goata, 1984).

Steers and Rhodes (1978) noted that employee's attendance was
largely a function of two variable :

. *  the motivation to attend
%  the ability to attand

It was frequently assumed that absence was a tonsequence of job
dissatisfaction.  OGrunaberg and Orborne = (1982), however,
concluded that the relationship between job satisfaction and
absenteeism was either very low or non-existent.

Host studies concentrated. solely. on the worker's motivation.to.

come to work and ignored aspects that caused workers to be late i
that were unavoidable. Steers and Rhodes (1978) criticized
researchers for their failure to account for these aspects of

absenteedsm, According t6 them three such unavoidable

limitations were the following ¢

* 1llness and accidents

* family rasponsibilities

® transportation problems
With respect to illness someé writers, like Taylor and Pocock
(1972), and Costa (1984), have shown that there was a
relationship between sickness and travel times. Costa said that
although commuting did not have an adverse effect on the health
as such, it was "a potentially Atressful and dismuplive facton
4o the commuter, which could Lead Lo a higher nate of absence", “d

Transport attributes that could affect the rate of absgerteeism _’ .
according to Taylor and Pocock (1972), Steers and Rhodes (1978) z
and Gruneberg and Orborne (1982) are the following ! .

R
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* The distance travelled to work and the time it took the
commuter to reach work due to the problems faced by
commuters with the lack of efficient transport services.

* The difffeulty of the journey, ie whether the commuter
needs to transfer on the way to work. This can influence

the rate of sm  because have to
ovarcome  the inertis to travel to work on a difficult

Journey.

3.3 Conclusions and Hypotheses

A lot of research has been done to determine which factors cause
people to be absent from their work. Very little research has,
however, been undertaken to assess the importance of commuting
distances and travel times on the employee's latehess to work
and rate of absenteeism. The distance travelled was usually
just one of several other factors investigated, and was never

researched in detall. It is therefore important to look in .
greater depth at the journey to work and how the following will

influence lateness and absenteeism :
* long distances to work
% long commuting times
% number of transfers .
* the time the commuter has to leave home
* the time the commuter has to start work

In addition to determining the influence of travel on the rate
of lateness and absenteeism it is also important to
* investigate the attitudes of commuters towards

punctuality; and
* examine the influence of lateness on commuters® . e
subsequent. travel behaviour.

This could indicate whether certain employer policies towards .
laty and ab: m could potential 1 to
be at work on time, Furthermore one could determine whether o
commuters, given that they have a modal choice, would be

prepared to, for aexample, pay more for a4 certain transport mode
that would guarantee punctual arrival at the workplace.

=

%




CHAPTER 4 BLAGK COMMUTING PATTERNS JN THE STUDY {.REA

The hypotheses mentionad in Chapter 3 were tested vsing a survey
which was conducted in four different urban areas, ie. Cape
Town, Pretoria, Bloemfontain and Durban,

This chapter will give an overview of the different centres, the
transport facilities available to blacks. and the location of
major employment and black residentlal areas.

4.1 Cape Town

All blacks in Cape Town liva within the Cape Town Metropolitan

area (See Figure 4.1); namely in Langa, Nyanga (Guguletu and *

Crossroads) and Khayelitsha. Khayelitsha is a very new develop-
-mant which was plenned tn allewiate the housing shortage in the
Cape Town area. According to the newsletter of City Tramways,
TOLLGATE (1985), by July 1985, 8000 people had moved from the
other three residential areas to Khayelitsha.

As can be seen in Figure 4.2, the major industrial areas within
Metropolitan Cape Town, are dispersed rather than concentrated.
There 1is, however, one or more industrial avea in close
proximity to each black residentisl area, and generally
distances to work are reasonably short., The longest distance is
from Khayslitsha to the CBD and measures 27 km.

According to the Mational Transport Policy Study (NTPS) (1985),
soclo-economic factors, such as very low car-ownership rates
(14,4 cars per 1000 population for Langa and 23,3 for Nyanga),
show that blacks depend heavily on public transport. The modal
split in Table 4.1 also shows the relative dependance on public
transport. J¥or Langa, Nyanga and Guguletu vail and bus trips
account for 59 to 91 per cent of all trips undertaken by
passeéngers, while only 2 to 3 per cent of all passengers used a
taxi. The use of private vehicles was very low for Langa (6%)
but much higher for Nyanga (392) and Guguletu (37%).

wil
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Figure 4.1 ! Cape Town : maln black residentlal areas, 1980
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Table 4.1 ¢ Modal split for blacks in the Cape Town area

Mode Area
Langa Nyanga Guguletu
Taxi 3 2 2
Bus 7 13 32
Train 84 46 29
All public modes 94 61 63
Car 3 31 29
Truck 3 8 8
All private modes 6 39 7
‘TOTAL 100 100 100

Source : NIPS, a study of public passenger transport in the Cape
Town area, 1985, )

The Cape Town Metropolitan Area has a well developed commutar
vaill sérvice, especially along the Bellville-Cape Town and
Simonstown-Cape Town corriders. The WIPS (1985), however, found
that to the sowth-east of Cape Town, ie. towards the Cape Flats
(Langa, Nyanga and Guguletu) and Khayelitsha, the rail mode is
far les¢ accessible. Figure 4.3 shows that no black residential
area has a station within its boun ries, All stations are
situated on the periphery of these areas. In the case of
Khayelitsha the nearest stations are in the neighbouring
residential area of Mitchell's Plain, (According to TOLLGATE
(1985) railvay construction to Khayelitsha began in September
1985, Partial completion is expected in December 1987, with
final work being finished a year later.) The rail services are
corridor spacific extending radially outwards from central GCape
Town. Inter corridor services are not provided except in cases
where two corridors naturaily overlap. The result is that
persons who want to commute from one corridor to another have to
transfer at least once.
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Another problem identified by the NTPS (1985) was overcrowding,
especially during peak periods. They attributed this mainly to
the undercapacity of vailway stations, especislly in the
southern suburbs.

Figure 4.3 .: Cape Town : commuter rail network

oy 23438
Key

@ Stations closest to block residenilal acsas Wlometre

Source : NTPS 1 A study of publlc passenger lransport In the Cape Town orea, 1988
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Bus services in the Cape Town Metropolitan Area are provided by
one private bus operator, ie. City Tramways. The service
network largely corresponds to a pattern of hub-and-spoke type
operations. The hubs are the bus interchange stations (see
Figure 4.4) while the spokes are the routes that radiate from
the hubs. It is interesting to note that of the black areas
only Wyanga has its own hub. According to the NTPS (1985)
considerable coverage over ihe area is achieved. Since this

d-spoke  type
passengers who have toé transfar, Clty Tramways tried ko Llimit
transfers to a maximum of two by considerable overlapping of
each hub-and~spoke system.

i involves ience to

Figure 4.4 : Cape Town : location of public transport hubs
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As was mentioned bafore, the rail services to the south-east of
Cape Town are far less accessible than to other areas in the
Cape Town Metwopolitan Area. The bus services have been
designed to provide feeder services from the less accessible
areas to the railway stations, In the case of Khayelitsha,
TOLLGATE (1985) reported that "Ci{ty Tramvays provided o regular
transpont service fersying people to work and back through the
Pennisuba.

In summary ¢

% public transport for blacks in the Cape Metropolitan Area
is characterised by relatively short distances with the
longest dirsct distance being from central Cape Town to
Khayelitsha (namely 27 km}.

% although the di al areas are the
major employment areas are dispersed and scattered. This
results in a relatively complex traisport aystem wlth many
different origin-destination pairs,

% the transport operations in the Cape Town Metropolitan
Area are characterised by a multimodal system requiring
meny comuters to transfer on thelr journey.

Therefore, although black commuters in Cape Town generally do
not nead to travel long distances to their work, many have to
transfer on their journey, which could influence their
punctuality and vate of absenteeism.

4.2 Pretoria

Blacks working in and around Pretorla malnly come from
Atteridgeville and Mamelodi on the outskirts of Pretoria, from
and ly from le, (Sea Figure

4.5),
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Figure 4.5 : Pretoria : main blatk residential areas
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Bal;huthatswana has three plamned residential areas, namely o

and 1 (Temba)., Just east of :
Mabopane, within the South Africa border, is the relatively naw
development of Soghanguve. Thera are also extensive squatter 4

settlements, such as the Winterveld, north of Mabopane and a
number of villages in the hinterland of Bophuthatswana (Morris,
1986(b)). Commuters to Pretoria {ncreasingly also come from

KwaNdebele (approximately 120 km away).

- - . . P ! b
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Morris (1986(b)) found that accurate population figures Zor
these areas were difficult to obtain; in the PREMET -Study
(1979), however following populaiion figures were given :

Maralodi 113 000
Atteridgeville 78 000
Mabopane 111 000
GaRankuwa 83 000

It is not clesr however whether, for instance, the population
figure for Mabopane includes the squatter area, Wianterveld or
not.

Figure 4.6 shows the main employment areas in Pratoria. It can
be seen that Atteridgeville and Mamelodi are. reasonably close to
some industrial areas. Iscor and Pretoria Industrial in the
weo, are very close to Atteridgeville and Waltloo, Silverton
and Koedoespoort are close to Mamelodi. In order to reduce
travel distance§ for workers from Bophuthatswana, Rosslyn was
developed as a border industrial area south-east of GaRankuwa.

The major ¢mployment areas are scattered within the boundaries
of Pretoria, rather than concentrated, The- pattern of commuting
therefore is very complex with many diffcrent journeys that are
undertaken (Morris, 1986(b)).

According to Morris (1986(b)), the most satisfactory indicators
of the numbar of black commuters -.ware the South African
Transport Services (SATS) annual sensue and road counts under-
taken by the NITRR. These counts showedithat in 1980-1981 about
155 000 black employees commuted to Pretoria each day. These
counts also showed that only 40 per cent of the commuters came
from the residential areas close to FPretoria (Mamelodi and
Atteridgeville). Most commuters (60%) had long journeys (from
Bophuthatswana and KwaNdebele).

‘ i
TR

WA
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Figure 4.6 : Pretoria : commercial and industrial areas
employing more than 3000 black employeas, 1972
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The PREMET study (1979) showed that the car-ownership rate for
blacks was very low (30 cars per 1000 population). Therefore
there was "handly any alienrnative other than to undentake tripe
by public transpont”. (PREMET, 1979). Table 4.2 supports this
statement showing the high percentage of public transport modes
used. Dus and rail patronage together accounted for 75 to 84
per <ent of all passengers. (It must be noted that since the
completion of the Belle Ombre - Mabopane rail link modal splits

o ¥abop have been AlL are

ueiug the rail service sinceé the bus service was discontinued.)
Taxis and private transport modes were hardly used.
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Area
Hode Mamelodi | A 4 A
ville
Taki s 3 , 3
Bus 15 18 T2
Train 60 66 6 54
All public modes 80 87 o 85 82
Car~driver 3 3 5 3
Car-passenger 2 3 1 1
Truck 5 L 1
All private modes 10 6 7 5
Other 10 7 8 13
TOTAL 100 100 100 100
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Public transport services (excluding taxis) in Pretoria are
provided by three operators : SATS (rail) and Bophuthatswana
Transport Holdings (BTH) and PUTGCO (bus).

Transfer stations where commuters have to change operator and/or
mode are an important feature of the public transport services.
These transfer stations are on the Bophuthatswana border, for
example the Mabopane/Soshanguve station; and in  central
Pretoria, for example Marabastad,

Table 4.2 : Modal split for blacks in the Pretoria area

Source : Gity Engineers' Department : PREMET Transportation
plan, Core City Pretoria, 1979.

The rail network consists of two east-west lines and ome north-
south line. See Figure 4.7.
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Figure 4.7 : Pretoria : transport infrastructure to black
residential areas .
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In 1980 a special link was built that runs between Mabopane and
Beile Ombre, a terminug on the periphery of the Pretoria CBD.

Until the begiining of 1986, BTH operated its bus services only
within Bophuthatswana. These services were essentially feeder
services to bus transfer points dnd train stations on the border
between Bophuthatswana and South Africa. But since then, BTH
has taken over from PUTCG some routes that operate as far as
[Pretoria itself. (It remains to be seen whether BTH will
coordinate its feeder services and line-haul services, taken
ovar from PUTCO, so that commuters will no longer need to
transfer at major transfer stations like Mabopane/Soshanguve
anymore. )

PUTCO operates bus Pretoria and from
and le

services within

Setvicas from the homplands are
Atteridgeville and Mamelodi
sarvices include feeder secvices to rail stations and short

wainly line-haul to Pretoria:
distance sexvices to various areas in Pretoria.
In summary, the situation in Pretoria is as follows :

* both residential areas and main employment centras are

dispersed; therefore the public transport patterns ara
complex and commuters often have to transfer on thelr way

to work
% one homeland (Bophuthatswana) is within 50 km from
Pretoria. Therefore further development in

Atteridgeville snd Mamelod) was frogen and blacks had to
live within Employment
opportunities were, however, limited which led to the

and le

gituation where many black employeas have to travel very
long distances each day to work.

The long and difficult journeys to work undertaken by many
Pretoria commuters might have an influence on punctuality at
work and the rate of absenteeism.




4.3 Bloemfontein

Bloemfontein has one major black residential ares, namely
Mangaung which is situated in the south-east of the city, The
distance between the CBD of Bloemfontein and Mangaung is
approximately five kilometers. BSee Figure 4.8,

Figure 4.8 Bloemfontein : main black

residential area
;

0 1 2 3km

Source : Reader's Digest : Allas of Southern Africa, 1984
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Roughly 60 kil
South Africa/Bophuthatswana border) and Onverwacht. See Figure

east of Bl are {on the

4.9. Because Seloshegu (an industrial area in ThabaNchu) did
not develop as planned, Bloemfontein has remained the main
employment area for workers from these two areas (Department of
Transport, 1982),

Figure 4.9 Bloemfontein and Thaba Nehu

Bloemtontain

0 10 20 km
[ S )

Source « Reader's Digost : Allas of Southern Afrlca, 1984

In 1982 ThabaNchu Transport and SATS transported approximately
4400 passengers from Thabalichu and 4800 from Onverwacht during
the daily peak (Department of Transport, 1982).

The main employment areas can be seen on Figura 4.10. According
to the Department of Transport (1982}, the GBD has the biggest
ties for blacks. The Hamilton
industrial avea lles within walking distance for many people
living in Mangaung.

of work oppor
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Figure 4.10 : Bloemfontein : main employment areas
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‘ : 3 off-paak services in Bloamfontein} .

=

ThabaNchu Trangport (Pty) Ltd, providing peak and
off-peak services between ThabaNchu/Onverwacht and

% ¥ Bloemfontein;
% SATS, providing a peak train service between ThabsNchu
3 i and Blogmfontein and a rural bus service.

§ Bach service hes its own terminus in Bloemfontein : Bastion
1 s Plein for Bl t, the for
o ThabaNchu Tfansport, and the station for SATS. See Figure 4,l11. b d
o i E
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Figure 4.il : Bioemfontein : public transport termini
and railway infrastructure

~
Thaba Nehy
ferminus

Source : Dapartment of Transport + Bloemfontein / Thaba Nehu/ Onverwouht ¢
openbare vervoerstudie , {962

This complicates tha commuter patterns, especially for workars
from ThabaNchu/Onverwacht; because if they have to catch a
feedar bus to gat to work they have to walk 1,6 km from the
Thabalchu terminus to Rastion Rlein, According to  the
Department of Transport (1982), 35 per cent of bus passengers
from and O ht have to to another bus.
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Table 4.3, showing the modal split for non-white employees,
indicates that most blacks make use of public transport. ALl
commuters travalling from ThabaNchu and Onverwacht use either a
bus or & train while only 28 per cent of commuters from Mangaung
and Ashbury travel to work by a private mode.

Table 4.3 : Modal split for non-whites in the Bloemfontein area

(1980)
Area
Mode [Sshbury 7
Taxi 13 -
Bus 59 89
Train - 11
All public modes 72 100
Walk and cycle 28 -
All private modes 28 -
TOTAL 100 100

Please nota : Ashbury is a Coloured idential area.

the coloureds are also included in this table.

Source : Department of t : Bl /! /
+ Openb: d 1982,

The commuting patterns of black workers in the Bloamfontein aves
can be summarized as follows ¢

* residential and najor employment areas are
concentrated rather than disparsed;
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* blacks 1iving in Mangaung have very short commuting
distaaces; many workers can walk to works

* in contrast, blacks living in ThabaNchu and Overwacht
have very long commuting distances. Their travel is,
however, relatively easy (compnred to the long
distance commuters in Pretoria) with the exception of
the long walk to the ‘feeder bus.

The study in Bloemfontein (in contrast to Pretoria) might
indicate which bf the two factors - long distances or difficult
journeys to work - has a larger influence on punctuality at work
and the rate of absenteeism.

4.4  Durhan

Blacks working in the Durban Metropolitan hAvea live mainly in
three black residential areas; namely Umlazl in the south
KwaMashu in the riorth and Clermont in the west. The population

figurez in these areas are approximately 200 Q?O, 150 000 and
70 000 respectively (Durban Metropolitan Transport Area :
Intexim Plan)., Smaller planned settlements are scattered in
places such as KwaMakhutha, Lamontville, Mpumslanga, Cato Ridge,
ste. Ses Pigure 4,12, Most residential aress ave within the
KwaZulu boundaries.

Pigure 4.12 also shows the large numbers of informal settlements
that are situated on the periphery of the Durban Metropolitan
Avea, Scott and de Wasl (1986) estimated that in 1980 some
150 000 blacke (15% of the total black population) lived in
these informal settlements. They also maintaine® that "this
component is Llkely to nave incrensed nelatively as the planned
housdng programme §alls to keep pace with populution growth®
{page 19). Because of their peripheral location these informal
sattlements are poorly served by transport faclliitias, Little
infrastructure exists iv terms of road and rail to serve these

areas.
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The main employment areas for blacks in the Durban metropolitan
area are shown on Figure 4.13.

The main employment aieas are the Durban CBD just north of the
harbour, Jongells, Clairwood, Jacobs, Isipingo ete, south of the
harbour, the Pinetown area in the west and Durban North,
Collecti.” * these areas account for approximately 70 per cent
of all empluyment oppertunities for blacks (Scott and de Waal,
1986). Generally employment areas in Durban are concentrated
rather than scattered.

Figure 4.12 : Durban : formal and informal settlement patterns
in the functional region
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Figure 4,13
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Public transport for blacks ir the Durban Metropolitan area is
provided by SATS (rail) and by two major bus operators as
indicated in Table 4.4.

Table 4.4 : Bus operators, estimated fleet wgizes and areas
served in the Durban Metropolitan Area

Oparator QOwner Fleat gize Areas served
DIMB Durban 442 Areas within the city.
corporation Services outside the city

serving black residential
areas (KwaMashu, Ntuzuma,
Umlazi, Clermont) and

employment. zones
BUTCO | Private 585 Service between black

residantial avess.and
employ7 3nt zones in the

metropolitan ares

Source : Scott and de Waal, Commuter transport in the Durban
Metropolitan Avea, 1986.

In addition to the two operators mentioned in Table 4.4 a number

of relatively small bus holdings, including KyaZulu Transpoet,
operate’ outside the Durban Metropolitan Area, snd service the
outlying KwaZulu areas to the Durban and Pinetowtr employment

v " areas. g

Rail services generally sre corridor specific extending radially
outwsrd from central Durban, with essentislly no direct

intercorridor services. This results in passengers having to
travsfer an route if they wish to commts from sne corrider to g
anothar. According to Scott and de Waal (1986) within Umlazi
and KwaMashu rall services ars not very acsessible, indicating

the need for possible slternative feeder services. Furthermore,

T
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there are no rail services to any of the informal black
settlements to the south and west of Umlazi (Umbumbulu ete), or 2

to the east and notth west of KwaMasha (Inanda area).

Durban Metropolitan area. According to the South African Bus
and Taxi. Association (SABTA) the majority of taxis operate in .
- the ‘black residential areas providing local services either az &

Af in most urban areas texis play an important part in the SR |
5

feeder to other modes or as a main mode (Scott and de Waal,
1986), FPigure 4.14 indicates the major flows of taxis during a
typlcal morning peak period.

A high proportion of faxis operating to the Durban CBD come fron N
the north. Considerably less, however, travel from the south to
the CED. The largest volume of taxis is originating in
Glermont. This is mainly due fo the lack of a rail service to

and from this area. Significant volumes were also observed from it
“Umlazi and Lamontville: - *

With respect to modal splits, bus and rail are by far the
dominant commuter modes with the exception of Glermont where

taxis play an important role. Overall zail patronage is almost
double the bus patronage to aréas to the south (Umlazi and

KwaMakhutha). In the areas to the north, however, bus patronage :
is much higher than that of rail. (Scott and de Waal, 1986).

In summary the situwiion in Durban is as follows :

*  black i 1 areas are within the Durban Pl

Metropolitan Area, A great number of blacks live in
small informal settlements on the periphery of the Durban
Avea.

*

Major employment areas are fairly concentrated in the ;
CBD, south of the harbour and in Pinstawn. i
Generally the transport infrastructure does cover the

%

black residential and employment areas well, except for

the informal settlements, which are not well serviced by
public transport facilities.
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Figure 4,14 : Durban ; major weekday taxi movements

in the morning peak period
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Ganerally Pretoria and Durban are similar in that they are the
only wmetropolitan areas where the majority of the Black
population iives within, and commutes acxoss, the bcvders of a

homeland.

Travel distances in Durban are, however, much shorter than in
Pretoria, which might have an influence on the punctuality and
absenteelsi rates for these commuters.

4.5  Summary

Travel patterns in the four aveas differ greatly. In Pratoria
commuters .are usually faced with long and complicated jéurneys
tg=jouk, Durban commuters have similar complicated trips but
these tend.to be much shorter. 1In Cape Town the commuters
generally travel over relatively short distances, but they often
have to face transfers en route due to the specific transport

in Bl either travel over
very short (# 5 km) or very long (+ 60 km) distances. Their
journeys in both cases ave, however, very easy and only very few

people have to transfer at ail. .

These different travel patterns might have an influence on the
commuters! punctuality at work and rate of absenteeism.




5.1 - Research Design

This chaptex briefly discusses the methodology and the sample
used to %est the hypotheses.

This study inte the affect of long commuting distances on
punctuality and sbsenteeism is based on the findings. obtained
using a specially d d (See A for a

copy of the questionnaire.)

The main study was undertaken during January/February 1986 in
the following four areas

- Gape Town

~ Pretoria

- Bloemfontein

- Durban
to allow for vegional dif in and for
a wide range of long- and short~distsnce commuters.

Long distances were defined as being longer than 25 lm.

Individual face-to-face interviews were conducted at the place
of employment. Due to the cloge proximity of the msjority of
Cape Town's Black townships, (Langa, MNyanga and Guguletu) to
Capa Town, however, some interviaws were conducted at the homae
in Xhayelitsha, (a more distant township) and not at the place
of 1 t. to obtain suffiei long-distance respondents.

In the questionnaire respondents were questionad about factors
causing them to be late or absent from work as well as their
attitudes towards punctuslity. They were also questioned about
their employers' policy towards lateness and absenteeism.




s

The questionnaire was carefully piloted before use. Fifty
ragpondents were interviewed in the pilot study which took place
in Pretoria during December 1985,

5.2 Sample Design
A total of 1238 respondents were interviewed; 319 interviews
took place in C.sé Town, "302 id’ Pretoria, 300 in Bloemfontein

and 317 in Durban.

In order to be able to evaluate the spatial coirasts between

short- and long-distancs commuters, stratified sampling way

used, An effort was ~°
half "short-distane
proved to be extreme.,

“4nterview half "long-distance” and

in each area. However, “this

it and £inil percentages varied in

the four areas. Tabla 5.1-snows that in all areas, except for

Pratoria, more short-distance than long-distan

commuters were interviewed,

In Cape Town only 30 per cent of

the respondents travelled for more than 25 km.

Table 5.1 : Number of short- and long-distance comuters
Fnterviewed

Cape Town [ Pratoris | Bloeafontein [ Durhan Total
LI L LI LI Nz

Short-distance commutera] 223 70 [ 9 3¢ | s 81 | 204 &4 | 7R 3¢
ong-distanca comwters | 96 30 | 183 61| 116 39 tr 36 [ 508 41

Total 319 100 | 302 MO 300 100 | 317 100|238 100
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Overall, 59 per cent of respondents were defined as being short-
distance commuters and 41 per cent wers long-distance commuters.

Datalls of the sample are shown in Appendix B,

In all four areas more men than women were interviewed, In
total 69 per cent of all respondents were male. This might be

because interviews were administered at work, and usually more
men -than woman have an occupation., The age and level of
education were "generally evenly dis@ributed and 0o big 5

differences were found in the four areas. Income levels,
however, showed great differences in Pretoria and Bloemfontein.

While 41 per cent of the Pretoria respondents earned.more than
R300 per month, 50 per cent of the Bloemfontein respondents s
esrned less than R200 per month. In the othes two sreas the N
income levels were fairly well distributed, 25

5.3 Data Collection. .
The survey va¥ conducted by & market research firm. Data was

csllectad by fully-trained - interviewers working tnder the
suparvision of field managers.

To siisure honesty aad vallability, checkbacks wera conditcted on , ;‘
at least 10 par cent of eash interviewsi's work and oaa mindimum RS
of 20 per cent of the total sample. SR
The data was analysed using sed cross- lation W
routines. J
e
b
i
i i
i ’ :
.
5
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CHAPTER 6  THE TRIP TO WORK

In this chapter the actual trips of the respondents on the day il
of the interview will be discussed, Any differences between the :
travel patterns of long- and short-distenice commutdrs that might

influence the rate of lateness at work or absenteeism will be

highlighted.

As was mentionad in an earlier chapter the commuters in the four

areas - OCape Town, Bloemfontein, Pretorias and Durban ~ were

divided inte long- and shor < ding- to.the

distance thay had to . travel from their home to work. Those

‘travelling for less than 25 km wére considered to be short-

distance commuters and those trayelling for more than 25 km
long-disténce commuters, ‘J

The majority of the respondents used some form of public ¥
% transport on their journey to work. Only two per cent made use <
| of private transpaxt, one per cent cycled and mhothey one per
cent walked to work.’ '
h.” K The resuits showed that 25 per cent of the respondents left home
before 05b00 and 62 per cent had left their home by 08h00. On
e : average they arrived at tTheir places of work by 07h00.
. Long-~distance commuters left their homes on average at 05h20,
while the short-distance commuters only left just after 06h00.,

Respondents from Bloemfontein and Durban started work on average
at J7h00, while respondents from Cape Town and Pretoria started
work on average an hour later. This inevitably influenced the
time the commuters had to leava their homes; thosa living in
" . Bloanfontelin and Durban generally left earlier than those living
in the other two aieas.
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6.1 Total Travel Times

The total travel time differed considerably. for the short- and
The average traval tlme for the whole
While the average for short~

long-distance commuters.
sample was .73 minutes one way.
distance commuters was just less than an hour (54 minutes),
d-a-half hours (99

long-di ged over or

minutes),

Of the four areas, Bl the lowest
total travel times of just over onme hour. The Worst off area
was Pretoria whare the total travel time averaged 89 minutes.
This was mainly due .to a high average travel time for the
long-distance commuters in this area (100 minutes). See Table

and Durban

6.1 for the average trip lemgths in the four areas.

Table 6.1 : Average total travel times (in minutes)

Cape Town | Pretoria| Bloemfontein | Durban
. N=319 =302 R=300 =317
Whole sample 70 89 68 . 67
Short distance 61 57 48 50
Long distance 92 109 99 97

6.2 Number of Tranzfers

Table 6.2 vehiculur transfers that
respondents had to make in order to reach thelr work., It is
interesting to note that a very high percentage (71%) of the
Respondents who had

shows the number of

comnuters did not transfer en route at all.
a longer distance to travel generally had more transfers.
"hizty-five per cent of all long-distance commuteris had one
transfer, and 13 per cent had twe ot more transfers. The
figures for the short - distance commuters
Only two per cent had to transfer more than once,

were much more
favourable.

gt B i . g
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Table 6.2 : Numbexr of veh
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T
Number of Whole sample Short distance | Long distance
transfars N=1238 N=730 N=508
4 71 86 50
1 22 12 a5
2+ 7 2 14
TOTAL 100 100 100

i J
Please note : In all tablds in this report the percentages do
not; nacessarily add up to 100 per cent due to the

tauﬂding of figures,

With vespect to the four different areas it is interesting to
note that nobody fiom Bloemfontein had mere than one transfer.
A very high percertage (94%) did not trénsfet at all, See
Figure 6.1, At the other end of the scale iz Pretoria where
only 55 per cent of all respondents had no toansfers, Of the
long-distance commuters in Pratoria 26 per cent had to transfer
twice or more. Respondents; from Dngan and Capa Town had very
similar percentages with rdspectively 67 per tent and 69 pex
cent not having to transfer. Figura 6.1 ~hows clearly the
differance beétwesn the four aveas.

graph the better off the area is.

The steeper the cumulative
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Figure 6.1 : Cumulative percentage of commuters from
Cape Town, Bloemfontein, Durban ond
Pretoria transferring on their journey to work

Cumulative
percentage

100

90
a0

70

KEY?:

CAPE TOWN. —_—e—
BLOEMFONTEIN ——reommam
pursaN ——
PRETORIA —

i i |
0 ) 1 e+
Nuraber of transfers

6.3 Punctuality and Slack Tima

The study showed that a very high percentage (86%) of the
vagpondents arrived at their work early, with an average slack
time of 26 minutes, There was, however, no significant
difference between long~ and short-distance commuters, This is
probably due to the fact that all commuters, whether they travel
ovar long or short distances, fear being late and make provision
for any problem that might oecur en route.

- & ab Yo - ' - e ot
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On the day of the interview nine per cent of all respondents
wers late for work. Seven per cent of the short-distance
commuters weve late compared with 11 per cent of the long-
distance commuters. More long-distance than short-distance
conmuters ware late in each of the individual areas except
Bloemfontein where 12 per cent of the short-distance. commiters
and nine per cent of the long-distance copmuters were late on
the day of the interview. This could be due to the fact that
most long-distance computers - coming from ThabaNchu and
Overwacht - have a direct journey to work (as was diseussed in
Ghapter 4.3}, which in turn could influence the rate of latemess.

6.4  Sumpaxy

Commuters left their homes reasomably early in the morning to be
at work on time. Short~distance commuters however, left their

homes half an hour after the long-distance commuters.

On average, all respondents travelled well over an hour to work
(73 minutes) "bu¢ long-distance cemmuters travelled on average

mote than half an hour longer than the short-distance commuters.

The worst-off area was Pretoria averaging the highest total
travel time.

The majority of the did unot on their :
Jjourney to work (71Z). Long-distance commuters genevally had £
more tranyfers than commuters from closer areas. Bloemfomtein s
was an interesting case because nobody transferred more than -

once} and only a very small percentage had to transfer at all
(82).

Most respondents arrived at work early and nine per cent arrived i
late on the day of the interview, There was no significant

difference between long- and short-distance commuters but a
slightly higher percentage of long-distance travellers were late |
on the day of interview. .

S




CEAPTER 7  GCOMMUTERS' TRAVEL BEHAVIOUR

In this chapter the commuters' travel behaviour will be
discussed. The modal choices of the respondents will be
enalysed, the reasons why they used certain modes and whether
they were aware of any alternative modes to get to work.

7.1 HModal Choice

The most popular mude for all respondents was the bus. Fifty

per cent of all commuters vobd @icief ‘one or two buses on their

journey to work. A& further 13 per @int used tha ‘bus combined

with another train ot taxi, See Table 7.1. L k S
From Table 7.1, it can be seen that trains and taxis carrief
almost the same percentages of passengers, namely 14 and 13 per
cent respectively. Trains were far more frequently used by
long-distance commuters (197} than by short-distance commuters
{8%7). The situation for taxis as the main mode was reversed.
Seventeen per cent of short-distance commuters travelled to work:

by taxi, compared with only 7 per cent of long-distance B

commuters.

Ten per cent of all- conmuters, of whom the majority were

long-distance commuters (18%7), used both the bus and the traiiy

on their journey te work. ALl other combination modes wers not

significantly used, Some unusual trip combinations undertaken

by long distance commuters were : :
bus-ix“in-train-bus  (0,1%) and
bus-t rsu-train-train (0,1%),

Only a small percentage made use of their own private transpirt

or walked to work.

. v i ey Qf:i
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Table 7.1 : The modal choices for all respondents on their

Journay to work

Whole | Short digtance } Long distance
Mode sample commters commters

N=1238 N=730 N=j08

z k4 z

Bus 50 51 49
Train 14 8 19
Taxi .13 17 7
Bus-Train 10 5 18
Bus-Taxi 2 2 4
Train-Taxi 3 1 5
Bus-Train-Taxi 1 1 13
Private 2 2 1
Cycle 1 1 -
Walk 1 2 -
Other 3 1 6
TOTAL 100 100 100-

Please Note : The modas "bus", "train" and "taxi" ineclude trips
undertaken where transfers within the same mode
oceurred, ‘@g. "bus-bus" or “train-train”,

Travel behaviour in the four areas differed greatiy from the
pattern in the whole sample. A high percentage of Bloemfontein
and Durban (78 and 70% ely) used only tha bus
to get to work, In contrast te Table 7.1, nobody in

Bloemfontein and only one per cent of the Durban commuters
travelled by train. In Cape Town the train was the mode, most
frequently used, namely by 38 per cent of all respondents, while
only 22 per cent made use of the bus. In Pretoria 31 per cent
of the commuters used only the bus and 21 per cent made use of a
combination of the bus and the train. The taxi was used faizly
consistently in the four areas, except in Cape Town where only
five percent made use of this mode.
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7.2, Reasons for Modal Choice

The reasons given by the respondents for using the specific
route chosen varied considerably, but they fell inte three main
dategoriest M
*  most convendent ( this included answers iike: "it was
the fastest mode"; ''stop was close to home or to the
work -place", "weekly or monthly coupons could be
bought" etc)
*  no alternative

#*  most economical

The resulis are summarised in Table 7.2.

Table 7.2 : Reasons for modal choice - :

; Whole Short distance | Long distance
Reasons sample commuters commiters
N=1238 ¥=730 N=508
z z z
Gonvenlent 40 43 35
No alternative 27 19 38
Economical 25 27 22
Other 8 11 5
TOTAL 1900 100 100

It is interesting to note that the majority of the commuters
(407) chose their mode of travel because it was the most
convenient, and only 27 per cent sald they had no altarnative.
Most short-distance commuters (40%) chose the most convenient
mode of travel, while a larger percentage of long-distance
commuters (38%) had no choice. It therefore becomes clear that
long-digtance commuters have a more limited choice when
travelling to work, This could have an Influence on lateness
and absenteeism because the long-distance travellers have to use
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the transport that is available and are particularly vulnerable
when something goes wrong, for instarice a breakdown on the way
to work,

There were no differences in the four areas in the reasons given
for modal choice, In each area, convenience was the main issue
for short-distance commuters, while long-distance commuters
usually had no choice. In Bloemfontein, 50 per cent .of the
long-distance commt“srs said that they had no alternative.

7.3. Enowledge of Alteymative Modes

The respondents were asked what they would do if their first
mode of transport was lste and i€ they missed the second mode of
transport as a result of the first being late. The aim of these
questions was to determine vhather the respondents had any
knowledge of alternative modes of travel, The results are shown
in Table 7.3.

Approximately 50 per cent of the respondents sald that they
would use an alternative mode of transport or follow a longer,
more complicated routa. Fourty-six per cent of the respondents
said that they wouid wait for the next mode of transport or go
home, indicating that they did not know of an alternative
available to them or actually did not have an alternative. It is
interesting to note that a kigh percentage of commuters, namely
33 per cent, said that they would use a taxi as an alternative
mode. This shows that although taxis were not used extensively
on a normal trip to work, they were generally perceived as an
alternative when problems were experienced with other modes of
transport. In contrast, buses and trains were only perceived as
alternatives for four per cent and one per cent of the commuters
respectively.

TR
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the transport that is available and are particularly vulnerable
when something goes wrong, for instance a breakdown on the way
to work.

There were no differences in the four areas in the reasons given
for modal choice. In each area, convenience was the main -issue
for short-distance commuters, while long-distarce commuters
usyally had no choice. In Bloemfontein, 50 per cent of the
lox’ag-distance commuters said that they had no alternative.

7.3. Xnowledge of Alterrative Modes

The respondents were asked what they would do if their first
mode of transport was late and if they missed the second mode of
transport as a result of the first baing lata. The aim of thesa
questions was to determine whether the respondents had any
kriowledge of alternative modes of travel. .The results are shown
in Table 7.3.

Approximately 50 per eont of the vespondents said that they
would @se an alternative mode of transport or follow a longer,
more complicated route. Fourty-six per cent of the respondents
said that they would wait for the next mode of transpert or go
home, indicating that they did not know of an alternative
available to them or actually ¢id not have an alternative. It is
interesting to note that a high pevcentage of commuters, namely
33 per cent, said that they would use a taxi as an alternative
mode. This shows that although taxis were not used extensively
on & normal trip to work, they were generally perceived as an
alternative when problems were experienced with other modas of
transport. In contrast, buses and trains were only perceived as
alternatives for four per cent and one per cent of the commuters
reapectively.

{
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Table 7.3 Alternatives used to get to work when first mode of

travel was missed

Whole |Short distance | Long distance
sample commters
N=1238 NS08
Reasong x z
Use alternative modes:
Taka a taxi 33 38 3L
‘Take a bus 4 5 3
Take a train 1 1 1
Walk 5 3 4
Ure a longer route 3 2 4
Get a lift 3 3 4
Hire a car 1 1 2
Total 50 56 4“8
No alternative: - }
Wait for next transport| 2 2 b 2
Wait for Wext bus 25 19 6
Wait for next train 8 it 4
Wait for next taxi 9 8 5
Go back home 2 1 ¢ 3
Total L 46 4 50
Other:
Phione employer 1 1 1
Will not happen H 2 - N
Other 1 1 1
Total 4 4 2
A high p of who had no al ve and who

used the bus said that they would wait for the next bus to
arrive (25%). This percentage was much higher for the long-
distance commuters (36%) than for the short-distance commuters
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(19%). This may indicate that long-distance travellers wera not
prepared - or could not afford - to pay the higher fares for the

‘taxi, but rather risked being late.

Generally speaking 1t can be seen thai the majority of short-
distance commuters (56%) made use of an alternative mode of
transport, while the majority of long-distance commuters waited
for the next mode of transport (50%), indicating that they
either did not have a choice or were not aware of any
alternative modes. This could have & marked influemce. on the
lateness and abgenteelsm figures for lox\i and short-distance
travellers with the long-distance commuters being at a

disadvantage and therefove being late more often.

What is also very inteéresting is that only two per cent of the
whole sample said that it would not happen that their mode of
transport would be late., This shows that only a very small
percentage of commiters was confident about thia Feliability of
their transport to work.

In Table 7.4. the alternative modes used are compared with the
usual mode of travel for those respondents who did use an
alternative and did not simply wait for the next bus, train or
taxi. Here again the importance of the taxi as an alternative
to the other modas can be seen. The bus and the train, in
contrast played a minor role as alternative modes: Travellers
using the taxi as their main mode usully used' the bus as
alternative, 4

The situation in the four areas was similsr to that:of the whole
sample. Short-distance commuters generally had' a greater choice
than long-distance commuters, In all areas the taxi played an
important role as an alternative if the bus or train was late.
In Durban a very high percentage of both short- and long-
distance travellers sald that they would use gn alternafive mode
of travel (66% of the short-distance ¢~ -...: ind 61% of the
long-distance commuters), In Cape ' ..n ! Pijemfontein the
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train was never used as an alternative. In Bloemfontein 74 per
cent of tha long-distance commuters said that they would wait
for the next bus, indicating that although these commuters did
not have a very difficult journey to work (see Chapter 4.3.)
they wereé disadvantaged because they did not have any choice of
travel. The Pretoria commuters, in contrast, had very
complicated journeys to work but they generally had good

alternative modes available.

Tabla 7.4 : Alternative modes used when usual modes were missed

Usualy mode
3 - Bus Train Taxi o
S b N=356 NeG9 N=3i
3 s Alternative mades z 2 z
ki Bus - - s CEER S £% 18

N Train 2 ~ 16 2 .
i ! Taxi . 98 84 E

o TOTAL 100 100 100 v
4 3 o
. : 7.4, Summary )
3 B

o R The majority of commuters use the bux.to get to work, The only
3y use a train. This is

E \ exception is Cape Town wera the m.;w
due to the fact that Capa Town has & very extensive train

gervice and the bus plays a complementary rolé only. See
Chapter 4,1. Taxis are seldom used as & main mode (13%) or as
feeder mode (6%). They are, howevet used more often by
short-distance commuters than by those - travelling long
N distances.
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Commuters usually use a certain mode of transport because it is
the most convenient or because they have no alternative or
because it 1is more saconomical, In the study, more short~
distance commuters chose their mode for convenience, while more
long-distance c¢ommuters had no alternative.

The taxi, although seldom used as & main mode, is a very popular
mode when the bus or the train ls late or does mot arrive. This
means that, contrary to popular belief, the taxi only takes
patronage away from the buses or the trains vhen these fail to
be reliable. When the usual mode of transport is delayed,
short-distance commuters generally make use of an .alternative
mode, while long-distance commuters tend to wait for a latef bys
or train, Only a minority of long-distance commuters perceive
the taxi as -a alternative mods of travel, wairly“because they
cannot pay the fare. h

It is clear that short-distance fravellers-genery Ve HoTe
alternatives when they travel to work than & ~ . - Bistance
travellers, This might have an influence, “wu--cecenoss and
absenteeism, “because short-distance commuters could make:

alternative arrangements when their usual mode; 5 tansport is
late while long-distance commuters could mot. -~

e
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CHAPTER 8 LATENESS AND ABSRNTERYSM RRCORDS

In this chapter an investigation is made into the extent of
lateness and absenteelsm, the reasons for being late or absent
and the extent to which the transport affects ti ase two aspects,

8.1. Extont of Lateness

Respondents wera asked whetber they were gometimes late, either
because they slept late, hecause of family problems or because
of transport problems. A third of the sample said that they
were somatimes late because they overslept and because of family

bl In bl caused more than
twice the number of respondents to be late for work. See Table
8.1,

Table 8.1 : The extent of lateness by the distance travelled

Whole | Short distance| Long distance

sample commuters comnuters

N=1238 N=730 N=508
Reasons TR z z
Oversleeping 33 32 a3
Family problems 33 36 30
Transport problems 74 68 83

Please note : Each one of these threa reasons for heing lata
were asked separately and thevefore it was
possible for a vespondent to answer 'yes' to all
three questions. Tha percentages given are thus
percantages for the whole simple for each reason
individuslly,
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8.1.1 Influeace of traval distance and total “ravel times on
lateness

Table 8.1. alse shows that although the distanve travelled did
not have an influence on lateness caused by oversleeping or
famlly problems, it dufinitely played a vole when commuters were
late because of transport problams. A much higher percentage of
the long-distance commuters (83%) were late because of transport
problems than short-distance commuters (68%).

igures 8.1, and 8,2; look at the effect of total travel times

on latensss, Figure 8,1, shows that ‘lateness due to family
problems was not {nfluenced by the time a commuter travelled to
work. In contrast, Figure 8.2. - showing lateness due to
traaspoct prablems - follows a set pattern. The longer the
commuter had to travel the greater was his chance of arriving
lata at work. ({The only disérapancy was the group of
respondents who travellad for mova than 150 minuvtes to work; but
thig could be bacause of the small sample size in this
categoxry),

Figure 8.1 ¢ Lateness dua to family problemis (N=12¢8)
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Figure 8.2 : Lateness due to transport problems (N=1238)
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One can thus conclude that the main reasons for lateness, when
it vere bl with the to
. 1 work, but oversleeping and family problems also played a role.
Furthermore, although the distance travelled to work did not

have an influence on lateness due to oversleeping or family

problems, it had a marked influence on lateness caused by
3 f transport problems.

. F The age of the respondent significantly affected lateness due to

oversleeping and family problems. The younger the commuter was
the higher vas the possibility that he would arrive late at work
- due to oversleeping and/or family problems.
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The' extent of lateness followed the same pattern in the four
areas as for the whole sample, See Table 8.2, About g third of
the respondents wére sometimes late because they aither
overslept or had some family problems and a much higher

percentage were sometimes late because of transport problems.

Table 8.2 : The exteat of lateness by area

Cape Town | Pretoria| Bloemfontein | Durban
N=319 R=302 =300
E4 z

Reasons

Overslaeping 36 27 33 35
Family problems 31 2 | - 35 39
Transport problens 64 g8 7n 74

Cape Town commuters seemed to oxyperilence fewer transport
bl than did living in Bl in and Durban,

while Pretoria commuters experienced the most problems. This

might be due to the fact that Cape Town travellers generally did
not have as long distances to travel as commuters in Pretoria,
some of whom came from as far as Kwalidebele, 120 kilometres

avay.

8.1.2 Influence of transfers on lateness

In an earlier chapter, it was hypothesised that the number of
transfers might have an influence on the punctuality of a
commuter. The results of this suxvey confirm this hypothesis.
See Table 8.3,

Although the number of transfers had ne effect on lateness due
to oversleeping and family problems it had a significant effect
on lateness caused by transport problems. The more the commuter
had to transfer the greater was the possibility that he might
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arrive late at work. This can be explained by the fact that
commuters, might miss one or more modes of transport at the
transfer station because the first mode of transport arrived

late or was delayed en route,

Table 8.3 : The extent of lateness by the mmber of transfers

Number of transfers
[] 1 2+
N=879 N=272 N=87
Reasons x z z
Oversleeping 13 33 33
Family problems 33 36 36
Transport problems 69 84 94

8.1.3 Influence of the time comwters leave their homes on
lateness.

Some researchers believe that the time a worker has to leave his
home and whether he has to work shift hours or not, might
influence his rate of lateness. This can be the result of
personal inertia of getting up and leaving home at “unsocial
hours" of the day or because of inswficlent transport services.
In order to test these statements an snalysis was done,
comparing commuters who had to leave their homes before 05h00
{“unsocial hour") with commuters who left their homes after
05h00. Furthermore, the results of commuters starting vork
before 13h00 were compared with commuters who started work after
13100 (shift vorkers). The results can be seen in Tables 8.4.
and 8.5,




Table 8.4. shows that more respondents, who had to leave their
homes before 05h00, were late on the journey to work due to
oversleeping and due to transport problems (41 per cent and 79
per cent vely), than who left their homes
after 05h00 (30% and 72% respectively). Commuters thus find it
more difficult to get up in the mornings the earlier they have

to leave their their homes. In the case of South Africa, where
long-distance commuting is often necessary, many workers have to
leave their homes very early in the morning. This might have an
influence on the extent of lateness at the work place and might
cost the industry in lost time.

Table 8.4 : The extont of lateness by the time commuters left

home .
Leave home before Leave home after

05h00 B5hO0._ =
N-299 ¢ N=933

Reasons z ‘ Z

Oversieeping 41

Family problems 33

Trangport problems 79 72

Commuters that started work after 13h00 seemed to be much better
off with respect to lateness due to tramsport problems, than
those that had to start work before 13h00 (in this group most
vorkers started-work between 07h0C and 08h00). Only 4% per cent
of the shift workers were sometimes late due to transport
problems. This could indicate that transport services are more
efficient in the off-peak than in the peak hours.
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Table 8.5 : The eaxtent of lateness by

the time commuters

atarted work
Start work before Start work after
13h00 13000
N=1187 N=45
Reasons z z
Oversleeping 33 3L
Family problems 34 31
Transport problems 75 49
8.2 Reasens for Lat due to I

Respondents were asked what specifically on their jourmey to
work caused them to be late. The answers were very varied, but
o : 42 per cent said that the tramsport mode did not arrive on

O schedule. Another 16 per cent mentloned that their transport
. had a breakdown or was delayed en route, while nine per cent ;
3 . said that their transport was full on arrival. Four per cent L

e mentioned the present unrest situation and 27 per cent said that s
they had no ptoblams with, the transport services to work, In s
order to compare the differemnt modes with each other, the .
. reasons given for arriving late were grouped together, as can be
seen in Table 8.6. q
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Table 8.6 : by on their journey
to work
Whole sample
N=1238
Reasuns
Buges ¢
Did not arrive on schedule 22
! Did not turn up 7
Breakdown en route 7 N
E Full on arrival 5
Total 41
Trains:
. B Did not arrive on schedule 10
T Delayed en voute 7
’ Y 4 Repairs on railway line 2
’ Total 9
B Taxis: :
Arrived late 3
L Full on arrival 4
. : Total 7

such,

bus to get to work.

Please note : When analysing this table it must be remembered

that over 50 per ceant of all respondents used the
It is thus not surprising
that most complaints included the bus system.
This Table aims te identify the main problem of

each mode individually, and should be xead as




T

Table 8.6. shows that the main problem with both the buses and
the trains was that these did not arrive on schedule (22% and
10% respectively). The taxi users generally complained that the
texis were full on arrival, thus forcing the commuter to wait
for the next one.

The situation in the four areas was generally similar as in
Table 8.2, In Cape Town, however, only five per cent of the
respondents said that buses did not arrive on schedule while 21

per tent sald the same about trains. Twenty-five percent of the

long-distance commuters from Bloemfontein complained = about
breakdowns en route.

8.3. Extent of Absenteeism

Having discussed the factors causing commuters to be late for ‘
wotk, respondents were asked what caused them to be absent from P
work. Table 8.7. summarises their answers. ¢ S
Table 8.7 : The extent of absenteeism by the distance travelled :
Whole |Short distance | Long distance
sample commuters commuters i
N=1238 N=730 N=508
Reasons z z kS
oversleeping 5 6 4 e o]
Family problems 40 i 34 ¥
Transport problems 12 9 17

While transport related problems caused a significant number of
respondents to be late for work, thesa problems seldom seemed to
cause respondents to be wbsent from work altogather. A higher ¥
percentage of respondents claimed to have been absent from work 3
due to personal or family problems (these will not be discussed T
in this report because they are not related to transpert). |
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8.3,1 Influence of travel distance and total travel timss on

absenteeism

Again transport related absenteeism was influenced by the
distance that the commuter had to travel to get to work. While
only nine percent of the short-distance commuters said that they
were sometimaes absent due to transport problems, 17 per cant of
the long-distance commuters gave the same reason for their

absence.

Figures 8.3, and 8.4, also show that while the total travel tima
to work had no effect on the rate of absenteeism due to family
problems, it did affect the rate of absenteeism due to transport
problems, The longer the commuter had to travel the greater was
the possibility that he might be absent from work.

Figure 8.3 : Absenteeism due to family problems (N=1238)
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Figure 8.4 : Absenteeism due to transport problems
{N=i238)
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The results in the four areas ware very similar to those of the

whole sampla, as can be seen in Table 8.8.

Table 8.8 : The extent of absenteeism by area

Cape Town | Pratoria | Bloemfontein | Durban

N=319 N=302 N=300 N=317
Reasons z z z
Oversleeping 6 3 6 5
Family problems 46 37 34 42
Transport problems 10 17 9 14

TR
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Bloemfontein was the best-off area with raspect to absenteeism
due .o transpott problems, while the worst-off area was
Preturia.

8.3.2 Influence of transiers on absenteeism
Table 8.9. indicates that the number of transfers did have a
slight influence on absenteeism. The more the commuter had to

transfer on his journey to work the greater was the possibility
that he might be absent from work due to transport problems.

Table 8.9 : The extent of absentseism by the mumber of transfers

Number of transfers
Q 1 2+
. N=B7e N=272 nN=87
Reasons F % 7
Oversleeping 5 7 5
Family problems 40 41 6
Transport problems 10 16 24

While only ten per cent of the commuters, that did not need to
transfer were sometimes absent due to transport problems nearly
a quarter of the commuters, that had to transfer twice or mors
were sometimes absent. The number of transfers did not have an
influence on absenteeism due to oversleeping or due to' family
problems,
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8.3.3 TInfluenca of the time commuters leave their homes on
absenteeism

The time the commuter had to leave his home in the morning and

the time he stavted * had a lesser influenceé on the rate of
absenteeism than on the rate of lateness. See Tables 8.10. and
8.11. Yy

: Table 8.10 : The extent of absenteelsm by the time commters
left homa

Leave home before Lzave home after
05h00

05h00
N=299 N=033
- AN Reasons z z
p T Oversleeping 9 4
E ¥ Fanily problens 39 40 i
! Transport problems 14 1

But again persons who had to leave their homes very early,
before 05h00, were mora often absent dus to transport problems
than those that left after 05h00.

Table 8.11 : The extest of absenteeism by the tima commuters i
i staxted work " k
' Start work before | Start work after
13h00 13106 i |
N=1187 N=45 A
Reasons z z 5
1
" Oversleeping 5 2 L
Family problems 40 27
Transport problems 12 7
. 4
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In the case of shift workers a far higher percentage of
respondents starting work before 13h0D were absent due to family
problems {40%) than respondents that started work after 13h00
(27%). This is mainly dun to the fact that many family
problems, iike a visit to the doctor, could be done before the
commuter had to leave for work. Commuters that started work
before 13100 were also more likely absent due to transport
veasons than commuters that started after 13h00.

8.4 Reasons for Ab. due to

As was mentionad before, only 12 per cent of all respondents
sald that they were sometimes absent due to transport problems.
Of these, four per cent gave unvest related reasons for their
absence. Three per cent experienced problems with the buses and
one per cent with the trains, Two per cent said that thedr
"transport did not arrive" and two percent gave other reasons.

It {s interesting to note that 32 per cent of all respondents
sald that che.y were naver absent due to tramsport problems,
because they "would rather be late than absent", Other reasons
for not being absent were the following:

% take a taxl instead 13 per cent
*  take another mode 11 per cent
®  transport alwvays available 11 per cent
%  take a bus 7 per cent
% walk to work 3 per cent
% take & train 1 per cent
*  never absent 10 per cent

Once again the taxi smemed to play an important role when
4 d bl with their to work. In
contragt, huses and trains played a very small role as

alternative modes,
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3.5, Summary

From the preceding chapter, it can be concluded that transport
related problams caused more than twice the number of
respondents to be late for work, than did oversleeping or family

problems. Seventy-five per cent of the sample sald that they
were sometimes late due to transport problems, The mest
importaat rpason that caused the commuters to arrive late at

work was that buses and trains did not arrive on schedule.

A higher percentage of commuters travelling over a long distance
to work said that transport related problems caused them to
sometimes arrive late at work. The following aspects also

affected the rate of lateness: .

*  the number of transfers

*  the total travel time (related to distance)

% the time the commuter had. to Ileave his home in the

motning

* the time the commuter had to start work
Transport related problems, however, seldom caused the commuters
to absent from work altogether. -This is mainly thé case because
a large of the said that they would

rather be late than absent. Absence due to transport problems

were again move often experienced by commuters who had longer

travel distances, longer total travel times, more tramsfers, who
had to leave their homes earlier in the morning and who had to
start work before 13h00.

It is thus clear that the journey to work has 4 great influence
on the punctuality of a worker and to a lesser degree on his
rate of absenteeism. In South Africa, where a large number of
blacks have to commute over long distances, lateness is a major

issue at the vork place.




GHAPTER 9 THE N OF EMPLOYER 0
LATENESS

The next two chapters look at the commiters' perception of
punctuality. This Chapter concentrates on the commuters'
perception of their employer's policy to lateness. Respondents
were asked whether they were concerned about being late for work
and what their employers would do {f they arrived late at wark.
They were also asked how they ensured that they arrived
punctually at work,

9.1 DPolicy of Employers towards Latenass

Two-thirds of all respondents expressed concevn about arriving

late at their work places. They were predominantly long- .

distance travellers (72%), women and respondents who belonged to
the younger age groups. See Table 9.1.

It is interesting to note that although a reasomably high

of were d about arriving late, this

percentage was lower than the percentage of respondents who sald
that they were sometimes late for work due to transport
problems. (0f the whole sample, 74% were sometimes late and
only 67% expressed concern. See Chapter 8). This could be an
indication that generally emplayers da not act too harshly when
their employees are late for work.

Table 9.2. shows that employers were indeed not very harsh on
their employees, axcept for 23 per cent of the respondents who
vere fined when their were late for work. Most commuters were
given a warning (37%Z), while 19 per cent said that nothing
would happen if they were late for work. Only one per cent said
that they would be fired when late. Five per cent each said
that they would be sent home or that they would be given a
written warning. (The written warnings were very unpopular at
one firm 4in Bloemfontein beczuse the employer would fire his
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workers after three written warnings. In this case respondents
sald that they would rather be absent from work than arrive
Zate.) K

Table 9.1 : Concern ghout late arrival

Distance travelled, sex and age |Percentage concerned| N

Distance travelled:
Short distance 64 730 [P
Long distance 72 509 b

Male 65 860 )
Female 72 387 ¥
Age :

18 - 24 years 72 118 §

25 - 34 years 7 443 k

35 - 49 years &5 457 4
50 +  years 56 220

WHOLE SAMPLE : 67 1238

It is thus clear that while more than a half (56Z) of all
respondents were treated reasonably fairly when they arrived :
late a. work, over & third (34%) were treated more harshly. -
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Tabla 9.2 : 1 to late

Bercentage
Action He1238
Given warnings 37
Fined 23
Nothing 19
Sent home 5
Report card / written warning 5
Fired 1
Don't know 2
Other 8
TOTAL 100

9.2 Employees' Attitudes towards Employer Policies

0f the whole sample, 46 per cent felt that they were treated
unfairly when they weve late for work, and 49 per cent felt that
their employer acted fair. Many respondents felt that any
action at all was unfair {mainly because they thought that it
was not their fault when they wefe late, as will be discussed
later). Verbal warnings were, however, perceived as the
#fairest" punishment. See Table 9.3.
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Tadle 9.3. ‘ towards empl
Percentage of respondents
who perceived action
Action as wnfair
Nothisg 1
Given warnings 41
Finad 73
Report card/written warning 74 62
Fired 88 8
Sent home al 65
Other 34 92
TOTAL 1209
The, highest di tion was by who

were -sent home when they were late for work, most’ probably
because the worker would then loose a whole day's pay although
he came to work. Being fired also caused a lot of dissatis-
faction, It 1s very strange to note that LI per cent of
respondents that were not punished at all expressed dissatis-
faction, but later analysis showed that these respondents felt
it was unfair because "Wt encourages Latecomers Lo be fate every
day'. See Table 9.4, ‘This indicates that the 1

although very critical towards any action taken against him when
he ig late, generally does not tolerate lateness when the
commuter is a hebitual latecomer,

The commuters were asked to explain why they thought their
employer's policy was either fair or unfair. Table 9.4, shows
that almost half of the vespondents, who said that thedr
employer was unfair, felt that it was '"the 4ault of 2zhe
tnansport and not the employee”, Twenty-one per cent of
respondents, who thought that their employer was fair, said that
latecomers "must be punished ac that Lateness will not happen
again’. Of the commuters, who thought that it was fair that




they were not punished at all, 28 per cent

employers "undenstand the Zranapont problem'
said that "it shows they care fon us".

said that their
and 15 per cent

Tzble 9.4 : Reasons for or with
employer policies to late arrivals
Fui.:g Unfa%r:

Reasons ll-;g N=;6
Unfair :
Fault of transport not employee - 46
Not late without reason - 33
Need all the money they work <ar - 13
Encourages latecomers to be late every day R 3
There to work / "pai{nguf' to be sent home - 4
Creates a bad record and leads to dismissals - 3
Other - 5
Fair : :
Empl the problem 28 -
Employee must be punished/warned so that ,

lateness will not re-ocuuar 21 -
Employee must obey company rules 16 -
Shows they care for you 15 -
It is better to be warped that ficved/fined 8 -
A delay causes problems for the company 7 -
Canmot be paid for work not done 5 -
TOTAL 100 100




Of the respondents who thought that it was falr to be
reprimanded on late arrival, 28 per cent took company issues
into account. Sixteen per cent sald that company rules had to
ba obeyed, while seven per cent and five per cent respectively
said that late arrivals would cause problems to the compasny and
that one cannot be paid for work not done.

Generally it can thus be concluded that most employees were
understanding towards their employer's policy with regard to
lateness. Dissatisfaction, however, was generslly expressed by
employees, who felt that they were unfairly treated when it was
not their fault -that they arrived late at work., It is
interesting to note that transport related problems were a big
issue. Of the respondentd, who expressed dissatisfaction with
their employer's policy towards lateness, néarly a half said
that they were late because their transport was not raliable.

9.3. Transport Implications

In the preceding section, it became clear that transport related
lateness caused a lot of dissatisfaction. The to be

answered is, whether these commuters use special transport modes
to work to make sure that they artive at work in time, and how
they generally ensure that they are at work in time.

When asked how they ensure that they arrive at work punctually,
54 per cent of all commuters sald that they would wake up
marly. This could mean that they either woke up in time to make
sure that they did not miss their first leg on the journey to
work, or that they got up early to catch an earlier bus or train
than necessary, as indeed 17 per cent of tha sample were doing.
One commuter from Guguletu (Cape Town) for instance said "I make
it a point Zhot T take @ train two howws earlier than
necessany”. This enables the commuter to make up for lost time
if there is a delay en route, and still be in time for work.




(The fact that commuters did leave earlier than necessary was
also demonstrated in Chapter 6.3. which showed that 86% of the
sample arrived on average 26 minutes earlier than the official
starting time.) Another ten per cent of the respondents said
that they tried to be punctual by leaving their homes early.
This could indicate the uncertainty of the commuters to the

actual arrival time of their bus or train. Three per cent of
tha sample said they could not make sure that they would arrive
: : ; punctually at work. A respondents from Khayelitsha (Cape Town)
;e sald that since he “moved o Khayelitsha T am always Late”.

Only tuo per cent mentioned using another mede of transport, but
only when they realised that they would arrive late at work. In
[ this case everybody said that they would use a taxi instead.

; This once again emphasises the importance of the taxi as an
. alternative mode if problems are experienced with the usual mede

of transport.

- Generally do not use their chosen L

vy mode of transport because it snsures punctuslity. Instead they L
3 < will rather leave their homes earlier than necessary to make

sure that they arvive in time, if they experience some problem

en route,
H 1 9.4. Summary )
- ' The preceding chapter showed that, although a high percentaga of o,
R commuters were concerned about arriving late at work, this

L percentage was lower that that of commuters that were sometimes
o0 late because of transport problems. This could indicate that
there are commuters that do accept lateness without much
concern,
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The employera were generally not very harsh with their
employess, when they arrived late for work. Only one per cent
would fire their staff. The majority of the employees would get
& warning when they were late.

Respondents were gplit evenly with respect to their
dissatisfaction or satisfaction towards their employer's policy
to lateness.  The punishment, that caused the ‘most
dissatisfaction was, being sent home after arriving late at .
work. Verbal watnings were seen as the fairest form of
1 R | punishment,  Euployees were not indiscriminantly against
o b punighment and they  were generaily in favour that habitual
. L ; latecomexrs should be punished. They wers, however, very 4
’ A dissatisfied when they were punisheéd after bedng late due to -
! transport problems, v

The respondents usually ‘tried to be at vork on time by leaving
i their homes eaxly and by taking eariier vehicles than necessary, . o
; to ba able to make up for lost time in the event of some problem
en routé. Hobady actually used a specific mods of tramsport .
because it would guarantee punctuality to the .work place. ¢ K
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CHAPZER 10  COMMUTER ATTITUDES TOWARDS PUNCTUALITY

The commuters' attitudes to punctuality with respect to work and
in other situatjons were also analysed to ascertain how tolerant
they were to lateness.

This chaprer will look at attitudes of the commuter towards
punctuality at work and in other situations.

10.1. Attitudes towards Punctuality at Work

Almost all respondents (98%) agreed that it was important for a
person to be on time for work. When asked why they thought it
was important to be. punctual the majority (44%) gave reasons
that ind their lents to their work. See Table
10.1.

Other reasons glven were that the employee could personally
benefit by being punctual (36%) and that it was a rule that had
to be obeyed (19%).

Respondents were then asked to suggest what an employer should
do if a worker errived late more than fiva times in one month.
The majority felt that some action had to be taken, The most
popular reprimand was a verbal warning; which coincided with
the most popular employer policy (Chapter 9.2). Twenty-five per
cent felt that the employer had te find out what the problem was
and then try to help, See Table 10.2. The respondents, however
seemed to be more harsh than the employers wers in reality.
While, for instance only one peér cent of the employers did fire
their workers when they were late, 1l per cent of the
respondents ssid that they would fire the worker, and 15 per
cent they would fire him after a warning.
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Table 10.1 : Reasons why an employee should arriva at work

punctually
Whole sample
Reasons N=§238
It is a rule 19 \
S | Eployee benefits : -
R Gives good name with supervisor 13 g
" Avoid being fined 18
. : No complaints/warnings/harsh words 5
RN Total 36
N Conscientious about work ¢
. o Delays production 16
Lateness affects others 14 U
1§ late, work is rushed 9 St
£ y . Need time to prepare before work starts ! 5
- Total 44

" . e N - s b L wam
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Tabla 10.2 : Raspondents' perception of what should happen to 2
habitual latecomer

Statements Vholezsanpla

Give warnings 38 .
Pind preblem and help 25

Pire after warning 15

Fined 13

Fired 11

Report card/written report 7

Nothing 5 '

Sent home 2 .

Please note :above percentages add up to more than 100 per celt
because the respondent could give more than one
answer

The mest unpopular reprimand - belug sent home - was also least
suggested by the respondents.

10.2. when is Reg: ag

In order to test the tolerance of respondents they were given
three different situations:

# arriving late for a mesting
* waiting for someone they had an appointment with
* waiting for a friend

In the first case they were asked whether one should apologise
when arriving late for a maeeting and after what time was it
necessary to apologise. Almost all respondents (96%) thought it
was necessary to apologise. The majority (§1%) felt an apology
was necessary if arriving after ten minutes of the start of the




meeting. They were thus reasonably strict with punctuality for
a formal gathering 1like a meeting. Twenty-two per ceant thought
it was necessary to apologise only after 1l to 15 minutes after
the meeting nad commenced. The sverage for the whole sample was
ten ninutes, See Table 10.3.

In the second situation 75 perces: of the sample said that they
would get annoyed if someone was late for an appointment. This
was less than the mumber of respondents that expected an apology
when late for a meeting. When asked after how many minuces they
would get. wnnoyed, only 23 per cent said within. the first ten
minutes, .Thirty-six per cent only got asmoyed after 21 to 30
minutes. The average for the whole sample was 2l minutes.
Respondents thus showwd greater tolerance when somecne was late
for an appointment than for a meeting (the latter being a more
formal situation), See Table 10.3.

In the case of waiting for a friend the respondents were the
most tolerant. Although a higher percentage -of vespondants
considered their friend to be late in the first ten minutes
(25%) the avarage number of minutes for the whole sample was 30
minutes, See Table 10.3.

‘fable 10.3 : Perception of punctuality

Meeting | Appointment | Friend

N=1195 N=986 N=1238
Hinutes % z 1
0 - 10 6L 23 25
- 15 22 17 21
16 - 20 3 s 5
21 - 30 12 6 33
31 - 40 2 1 1
4+ - 17 16
Average mumber of minutes 10 21 30




10.3,  Stowary

Punctuality at the work place is considered as very important by
most commuters, mainly because they were conscientious about
their work. Punctuality is also considered to be important when
attending & meeting.

Being punctual for appointments with a person and meeting &
friand were considered less important.

It can thexefore be concluded that the importance of punctuality
depends heavily on the occasion, with commuters expecting
punctuality more readily in formal situations than in meetings
with, for instance, a friend.

i <
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CHAPTER 11 AND TON; .

In the preceding Chapters it has been shown that transport
related problems seemed to constitute a major part of all late
arrivals at the work place.. In contrast, factors, such as
oversieeping or family problems caused much less commuters to

arrive late at work,

Transport velated reasons for lateness were mainly due to the
bus or train mot arriving on schedule. Other reasons. were
vehicles that arrived full at the stop and break downs and
delays en route.

RN Latengss due to transport problems vas influenced mainly by the
i distance the commter had to travel to get to work. The longer
plity thet he
- would avrive late. Not only the distance travslled to work,

Yy his journey to work the greater was the 'ria

played a role but dlso the following transport Factopst

Fo *  total travel time, (which is closely velated to travel T
- distances); ;

- ! %  the number of tramsfers (or the difficulty of the oy
3 o Jjougney); .

P * the time the commuter had to leave his home in the v
L morning, and; ; = N

#  the time the commuter had to start work.

In the study, four sreas were surveyed to allow for regional
differences -and to assess which transport attributes have the
greatest influence on lateness andf absenteeism. Generally it

Cape Town with short but complicated frips. ‘ N

[, can be said that Bloemfontein commuters have long but relatively {
o0 easy journeys to work. In from are |
faced with very long and and 1 d trips and in i




Of these three areas, Pretoria commuters experienced the highest
ineidence of lateness due to transport problems. They were
followed by Bl with the from Gape
Town having the lowest rate of lateness. It can therefore ba

concluded that long distances to work caused more transport
related lateness than the difficulty of the journey.

Although absenteeism was also increased by the distance
commuters had to travel and the difficulty of the journays it
was experlenced fiuch less than lateness. This was mainly due to
the fact that commuters felt that they would rather be late than
absent,

Commuters usually did not chooss a certain mode of transport
because it would guarantee a punctual arrival, but mostly
because they either had no choice, because it was more
economical or mora convenient. They made sure that they would
arrive on time at work by lsaving earlier than necessary, so
that they would still be on time even if sémething unexpected
happened on their journey.

4 1ot of criticism has been volced with respect. to the
combi-taxi service taking patronage away from the bus and the
train. This study has shown that on average only 13 per cent of
the commuters used the taxi as a main mode and six per cent as a
fesder mode, The importance of the taxi was more in ensuring a
fast and efficient alternative service to the commuter who
experienced some problef on his journey to work. In this case
he would use the taxi and would be able to still arrive at work
punctually. This option was used less frequently by long-
distance commuters, because over thesa distances the tail was
unaffe This, also the likelyhood of
long-distance commuters to arrive late at work.

1
4
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In Chapter 2 it was ghown that black commuters in South Africa
generally are faced with long, timeous and complex journeys to
work. Black commuters, furthermore, belorg to the lower income |
group and are therfore mostly captive to the public transport ]
system. Because commuters have many problems with public
transport, ome might assume that lateness due to transport
problems is often experienced in industry, thevefore costing the

country in lost time. This problem needs to be urgently
addressed.

11.1  Recommendations -

The problems of late arrivals at the work place have to be
AR addressed by the decision makers, the operators of the public
N transport gystems and by employers. LT

. . Decision makers should seriously consider the current and future
: location of residentisl and employment areas to minimise the
travel distances of commuters. This is especially important for
. the lower income groups who need to make use of public
. transport, Secondly, multi modal choice of the publi¢ transport
system could also halp to alleviate the problem of lateness, It
has beas shown that commuters rely heavily on taxis as an .
alternative mode if problems are experienced on the journey to
work. In a deregulated system the commuter would be able to
choose from different transport modes and could make alternative

arrangements if his usual mode of tramsport was delayed.

Operators could help to minimise lataness by offering an
efficient service, aspecially during the peak periods when mosi
problems are experienced. It is essential that buses and trains
o adhere strictly to their schedules to enshle commuters to plan
their journey and to arrive at transfer stations in time to
catch the mode. O coutd help to ‘
cut down on lateness by having substitute vehicles on stand-by 3
to minimise the time delay when a vehicla has a breakdown.
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Buplogess should try to distinguish clearly between habitual
late comers and employees who ara late due to transport teasonms,
before using some form of punishment. This would create a
friendly climate between employer and employee. In ovder to
reduce or minimlse lateness due to transport problems, employers
might consider to offer company transport for their employees.

Lateness at the work place due to transport problems is
definitely a big problem in South Africa, which is aggravated by
the leng distances and difficult journeys faced by many
commuters. It is therefore important to try to minimise the
problems and thereby cut the cost of latenass to industry.
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INITIALS
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NANE OF RESPAHDSHT : ,
ADDRESS (HOME) :
ADDRESS (VORK) 1

TELEPHONE NO ¢
NTERVIEKER'S WAME. 1

FOH_OFFICE USE ¢

SHORT DISTANCE  12-1
LlNG DISTANCE -2

SECTION A 1 INTRODUCTION AND SCREENING QUESTIONS @

1. Hetlo. My name I3 .eseacsseess | work for Research'Surveys.
Ve are conducting & study and | wordersd [f  might ask
your a fow quaszlons. (& Wl tako about .evess miRDYGR.
Are you willtng to partlclpatt

VF HO, OR 1 DOUBT, CLUSE INTERVIEW
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SECTION B ¢ TRAVEL INFGRHATION
b, At wnat tine d1d you leava home this morning?
15 16 17 18
5. At what tine doss your wark start?
{ofstelat tima}
19 20 21 22
6. At what time d1d you rench your wark place todey?
23 2 25 26
<7+ How dld you trave) to work this marning?
Pleasa.mencion any transfor stations and [nciude walks,
HADE OF TRANSPORT/WAIT FRON. T
Lo L )
2, T )
3 Wi '
8 ne )
50 3¢ )
6 2( )
7 Bl )
' [N B X
FOR _GFFICE YSE QMY
Nunbor of yehicle trapafers ( 35 } .
8. Wy do you travel vhat vay?
IITITITTIIITRr Ty " Gt s {36, 37 )

vevnveeeineos 138, 39)
FTPPR S TR

Lok et



FOR YOUR USUAL WAY OF GO)NG TO WOAK :

Thinking now sbout the wey you usually go to work. What will you do
If your first made of transport I3 very late or doss fat turn up ac all?

cevrennenns {2, 83
e Ul 35D
L, b7

What wilt you do |¥ you miss youe second mods of transport-Uecause the firss ts late?

oo Lug, gy
o {50, 51)
(52,53}

SECTION C & EXTENT OF - LATENESS

Are you sometimes late for vark becslise you Wske up Jate?
VES W1 ASK Q.12 .
N ~2 SKIP YO Q.13

IF YES, ASK : When last wera you late becauss you woke up late?

LESS THAR A WEER - 58=1
A WEEK TO ALHOST WU WEERS AGO =2
TWD WEEKS TG ALNOST A MONTH AGC =3
A HONTH TO ALHOST THREE NONTHS AG i -4
THREE HONTHS 10 ALWST S ¥ RONTHS 260 -5
SEX MONTHS T A YEAR AGO -
HORE THAR A YEBR ATO “7

Are you sonetlnes late because of famlly or personal problens?
YES 561 ASK Q.14
Ho -z SKif TO Q.15

[F YES, ASK ¢ Mhen last vers you tate becayse of personal problams?

LESS THAN A WEEK AGO 571 .
A WEEK T0 ALMOST TWC WEEKS rﬁﬂﬂ . -2
7 TUD WEEKS 0 ALKGST A WONTY . 3
A HONTH TO ALHOST THREE HONTHS AG i
TAREE ONTHS T RLKGST S/ RONTIS 00 -5
1K HONTHS T0 A YEAR AtO %
HORE THAN A YEAR AGO 5




Are you somstines late bacsuse of tranvport problens?
Yes  soet

Why do you say that?

coveciies {63, 60}

17, 1F VES 10 Qu15, ASK 5 When Wara you last late
for Work because of transpart problems?
Less Tl A Vesk f00 8571
0 ALHOST TWO VEEKS A0 2
VB GEEKS 16 ALNOST A NWTH Ado -3
HONTH YO ALNOST THREE MONTHS AGD -y
THRER HoNHs 15 ALHOSE SI% RiNrHS 200 -5
SIX HONTHS T A YEAR AGG &
;o HORE THAN A YEAR AGO 1
A
‘ * SECTION © : EXTENT OF ABSENTEEISH
18, Are you sonstines sbsent from vork bacause you woke up late?
e Yes 66*1  ASK Q.19
1 i H0 -2 sKIR Y0 Q20
. 19, IF YES, ASK : Whan last wera you absant
from work because you wake up lace?
- " LESS THAN A WEEK AGO 67-1
A& VEEK TO ALHOST TWO VEERS AGO -2
L THO HEEKS TO ALKST A HOHTH Ato 3
N A HOWTH TO ALMOST THREE MONTHS AGO -
THAGE WONTHS 1O ALADST.S1X HONTHS AGo -5
SIY, HONTHS TO A YEAR -6
HORE THAN A YEAR AGO -7
- ER 20, 'Ars you sometives shiane fron verk Secause
L of parsonat or family problems?
g . YEs 681 ASK Q.21
g we -2 SKIPTO Q.23
- Vi .o . “
A
Lo )
- g . N RPN




2l IF YES, ASK : Mhen tast wers you absant
because of parsonal of famlly problems?
LESS THAN A WEEK AGD

A WEEK TO ALKOST TWO Wi
TWO NEEKS O ALKOST A nuum Moo

63-1

A HONTH TO ALHOST THIEE MONTHS AG0
THREE HONTHS TO ALMGST 51X NOKTHS AGO
SIX MONTHS 70 A YEAR AGD

RORE THAK.A YEAR AGO

22, What grablem ver~ thay?

23, Ara you sometines sbser’ i work bacause
of transpors problenst

YES 76-1

%o -2

SKIP OL 77-80

20, sty do you say that?

T,2-02 }
AP GO 3,0,5.6

tavieessasnes {7,080

25, IF YES T0 Q,20, ASK 1 When lait were yau absent
from wark because of transport probleast

LESS THAM A HESK

o 13-1
A WEEK TO ALMOST TWO WEEKS AGO -2
TWo WEEKS To ALKOST A HONTH AGO 3
A HONTH T0 ALNOST THREE NONTHS AGO -4
THREE NORTHS T3 ALm s\x HONTHS AGO -5
S1X HOITHS T0 A YEA -6
HORE THAN A YEAR AQD -7

SECTEON E & EMPLOVER ATTITUDES

26, When you go to work In the mornings, sra yau
worrisd that yau might arrive late 4t work?

iR 1

L4 3




27.

i
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Whut heppens (f you errive late ot work?

ROTHING 15,36-)
GIVER VARNING -2
FINED -3
FIRED -5
OTHER (Specify) -6
-7

28,

Do you think this {3 falr? HAND RESPONDENT CARD A

FAIR 71
THPETMEER -2
uNFAIR -

thy @0 cu say thae?
S 1B, 19)
o ta, )
(22,23}

How do you mafta sure thet you wilt be,an tlne
tor worky
i

reeenarees {24, 25 )
T
Creriatiernaa. s (28, 29)

seleddepnaan
[

What will you do 1f Jelt ¢tu'seTIT at home and
realise, thaivau wil) be Tass for wark?

PR SO

e {30 31)
crveererineees (32, 33
cveseseni (3 35 )

e

¥
SECTION. Fi PERCCPTION OF PUGTUALITY

16 @ whrker-afean aprives Lste fhi vork e, more than
% cines 1A g month, what shou!d inltfher boss do?

e 36, 3

Zlppose a Friend, who sald hefeha vould et you,
did not come right on time, How lavg Wauld

you valt befare regarding him as iste?
(INTERVIEWER ! WRATE ANSMER N HINUTES)

PRIV G L B
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I you have to attsnd 2 meeting, do you think ft
1s necessary to apologlse 1f you are late?
VES et ASK Q.35
N -z]
GNT R 3o SKIP T0 Q.36

IF YES, ASK : After what langen of time weuld
You think it nacessary to apalogsa?
{INTERVIEVER : VRITE ANSWER IN HINUTES)

caen (45, 46 )

9a you mind I¥ people
appolatnent with you?
YES. A1 ASK Q37
N0 -z]
ONT K ~3 4 SKIP 038

s tate for an

37, IF YES, ASK : After what Jength of tine do you get ennoyed?
{INTERVIEVER : WRITE ANSWER |% MINUTES)

coreil 48, B9 )

3. Do you thiak that 1t fs really Inportant for
5 person to ba on tine at wark]

£ 584
o -z
SOHETIHES -3

D0H'T KNOW- -k

39, Why do you say that? PROBE FULLY
What other reasons are thers?

e (51, 52)
<083, )

cer U85, 56 )

SECTION' G 5 DEMOGRAPHICS

o, SEX : HALE 5771
FENALE -2

LI
Teuld you please tall mo Inta which graup your age falls.
HAND RESPONDER? AGE CARD. You need anly tell me the
Tetter corraspaning to the group fnto which your ago 7alis?
- 2h veaRs  sB-t
75 - 34 YERRS 2
35 - 49 veaRs -3
50+ veARS )
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2. EDUCATION :
What !s the highest standard you have pessed?
NG SCHOOL 59,601
SOME PRINARY -2
CONPLETED PRI
SQME H1GH SCHAaL,
COMPLETED H)GN SCHOOL
SOME UNIVERS:
COMPLETED UNIVERSITY 7
HAVE OTHER POSTHATRIC -8
43, bo you or anyane In your household owa 2 car, comii or bakkla in gosd working condition?
ves 411
L -z
W Do you have & valld drivers' |lcence? A
YES 62-1
L =2
4, - INCOME ¢ N
Ate you pald per hour, psr week, per Fortnight or per month? How much are you
paid before tai or sny orher deductfons? FILL (N APPROPRIATE SPACE BELOW.
FOR OFFICE USE
Roren 187
Roues (x bt
R « per fortnight {x 2.2}
LITIIeres + per manth ot ) 63,64,65,66
¥, mREA CAPE TOWN 671
BLOENFONTEIN -z
DURBAN ~3
PRETORIA -
7. NAME OF EMPLOYER ¢
FETPTPRvIN [TTYPRoTN [EEN 168, 69)
43, HOME LANGUAGE :  XHOSA 7.1
: ) W -2
TSV -3
HORTH S0THG B3
SOUTH SOTHG -5
THANK HESPONDENT AND CLOSE §NTERVIEW
t hersby certify that this Interview has bean conducted 2ccording to the instructions given tc »
ma by Research Surveys, ' [ hava chosked It thoroughly, and it Ty correct,
SICNATURE/e
0ATE/w PRI TR P T PP P PP PR R
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