
ployers to first de-skill these tasks before they can introduce 

cheaper labour As a result, the procasses of undercutting and the 

introduction of capital-intensive machinery are not dependent upon 

each other. During this period employers were able to significantly 

red ice their labour requirements through the introduction of 

labour-saving technology which virtually eliminated the task of bus 

conducting (Figure 4.2). This period also saw the large-scale in­

troduction of cheaper coloured and African labour (Figure 4.1).

3. The Introduction of Labour-sav ing  Technology

At face value, the tasks of bus driving and conducting do not 

appear to be at all amenable to the introduction of labour-saving 

technology. indeed, this was the opinion of the Johannesburg Mu­

nicipal Transport Workers’ Union (JMTWU) and the Tramway and Omnibus 

Workers' Union (T&OWU) when they declined to accept an invitation 

to attend a conference on the subject of automation in 1956.12 How­

ever, only eigl »«n years later, the required number of running staff 

per vehicle in the Transport Department of the Johannesburg City 

Council had halved from 2.6 to 1.3. This is clearly demonstrated 

by Figure 4.3.1 which shows how the ratio of vehicles over the re­

quired numbor of employees increased during this period from 0.37 

to 76. This development was a direct result of the introduction of 

labour-saving technology by the City Council. The effect of this, 

as the JMTWU itself noted, was to almost halve the membership and 

therefore the income of the Union (Table 4.4 ) . 11
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Capital In tens ity  in the T ran sp o rt  Departm ent, 
Johannesburg C ity  Council, 1952-1976

FIGURE 4 .3 .1
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3.1 The Introduction of One-man, Single -decker  Buses

The Transport Management Board of the Durban City Council began 

to initiate moves to introduce one-mari single-deckor buses as early 

as 1955.“* However, it is not clear whether 01 not this attempt was 

successful. It is certain, though, that in 1961 the Board was suc­

cessful in implementing one-man system on trolley-bus1' routes in 

the evenings.'* It was reported that this practice resulted in saving 

the Council some R300,000 per annum . 17 Later, in 1963, the one-man 

service had been further extended in order to cut down on 

expenses,1' and in 196t> the Board was still hoping to introduce even 

more one-man services as a means of alleviating the white labour 

shortage . 1 *

The Johannesburg City Council acquired its first one-man buses 

whan it took over the privately-owned Northern Bus Services company 

in February 1956.10 Although it opposed the introduction of this 

"cheap labour" system , 21 the JMTWU settled for one-man buses on the 

condition that the drivers received an extra shilling per hour . 22 

Despite Union opposition, the Council was successful in extending 

the one-man system to all the services taken over from the Northern 

Bus Services company.2*

As a result of the extension of this one-man system to other bus 

routes in 1062, the Transport Department was able to report a re­

duction of the running staff requirements by 79 (from 1086 to 

1007)21* Figures 4.3.2 and 4.5 (see Appendix) show that the number 

of conductors relative to drivers decreased sharply between 1961 and 

1962. The extension of this one-man system also had the result of 

reducing the labour costs of the City Council by an estimated 

R99,000.2S Later, in August 1965, ihe introduction of one-man buses
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on a number of other services and on weekends helped to alleviate 

the running staff shortage.2*

3.2 The introduction of One-m an, Double-decker Buses

The earliest evidence of one-man operation of double-decker buses 

is to be found in a report on Bloemfontein in 1956.2 7 Between 1960 

and 1964, the East London City Council converted 5 double-decker 

buses on the whit* service to one-man operation.2* In 1964, in the 

face of strong opposition from the white East London Municipal 

Transport Workers' Union (ELMTWU), the City Council intended to 

purchase * flesf of 7 double-decker buses for conversion to one-man 

operation . 2 *

In September 1966 the Johannesburg City Council began ^o inves­

tigate the possibility of introducing the one-man system in double- 

decker buses . 10 In November the following year the JMTVU was informed 

of the Council's intention to purchase 30 new double-decker buses 

specifically designed for one-man operation, and to convert 33 ex­

isting trolley buses for the same purpose.1' New features and 

equipment which were expected to make this conversion possible in­

cluded a periscope and public ad .ress system to enable drivers to 

view and communicate with passengers on the upper deck; separate 

entrance and exit doors which could close automatically; a simpli­

fied fare structure; a coupon system and automatic coupon-cancelling 

machines . ’ 2 The Union vigorously opposed this move, threatening to 

declare a dispute with the Council if it proceeded with its 

plans . ’ 1 With the support of TUCSA, the Union argued that a fleet 

of faster and more frequent, two-man operated buses would be a better 

proposition. 1 k They argued that one-man double-decker buses were not 

only unsafe because of the many responsibilities that the driver 

would have to undertake, but because the driver had to collect iares,
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they would also slow down traffic while taking on passengers.16 De­

spite this opposition, however, the Council went ahead with its 

plans . 36 After the now coupon system was introduced in April 

1969,37 the new one-man double-decker buses began operating on the 

Parkhurst, Greenside and Parkview routes,1' and were soon extended 

to the New lands, Melville and Triomf Services.1* As a result of these 

conversions, the Council was able to decrease its required comple­

ment of conductors by 60, while only increasing the number of drivers 

required by six . " 0 The net effect was therefore to reduce the running 

staff shortage by 54 . * 1 which meant a decrease in the number of 

cancelled bus trips from 500 to 228 per week in June 1969.1,2

This programme was so successful in reducing the labour shortage 

that in December 1969 the Council ordered another 55 double-deck and

12 single-deck chassis for conversion to one-man operation . * 1 These 

buses were then introduced on the services to some of Johannesburg's 

southern suburbs.** In July 1971, the Transport Department of the 

Council was able to report a further reduction of 61 running staff 

as a result of the use of one-man buses,** which no doubt contributed 

to the decrease in the number of cancelled bus trips after mid-1971. 

Figures 4.6 and 4.7 (see Appendix) show that the rate of cancelled 

bus trips increased steadily from about 1966 until 1970, after which 

it began to decrease ur.til it stabilised in 1972. Over the following 

year 85 new single-decker buses with push-button automatic trans­

mission were converted for one-man operation . * 6 A year later, in July 

1973, one-man buses were introduced to mere of the southern suburbs 

of Johannesburg.*7 In July 1974, a number of the north-eastern ser­

vices were converted to one-man operation, with the result that the 

staff shortage, already low by now, was reduced by some 50%.*' Figure

4.f> (see Appendix) demonstrates that the total number of two-man 

buses in service decreased between 1973 and 1976, while the number 

of one-man buses increased.
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they would also slow down traffic while taking on passengers. 15 De­

spite this opposition, however, the Council went ahead with its 

plans.3* After the new coupon system was introduced in April

1969, 17 the new one-man double-decker buses began operating on the 

Parkhurst, Greenside and Parkview routes , 1 * and were soon extended 

to the New lands, Melville and Triomf Services.1’ As a result of these 

conversions, the Council was able to decrease, its required comple­

ment of conductors by 60, while only increasing the number of drivers 

required by six . " 0 The net effect was therefore to reduce the running 

staff shortage by 54,* 1 which meant a decrease i;i the number of 

cancelled bus trips from 500 to 228 per week in June 1969.**

This programme was so successful in reducing the labour shortage 

that in December 1969 the Council ordered another 55 double-deck and

12 single-deck chassis for conversion to one-man operation . * 3 These 

buses were then introduced on the services to some of Johannesburg's 

southern suburbs.** In July 1971, the Transport Department of the 

Council was able to report a further reduction of 61 running staff 

as a result of the use of one-man buses,** which no doubt contributed 

to the decrease in the number of cancelled bus trips after mid-1971. 

Figures 4.6 arid 4.7 (see Append^ ) show that the rate of cancelled 

bus trips increased steadily from about 1966 until 1970, after which 

it began to decrease until it stabilised in 1972. Over the following 

year 85 new s ingle-decke.r buses with push-button automatic trans­

mission were converted for one-man operation . * 4 A year later, in July

1973, one-man iuses were introduced to more of the southern suburbs 

of Johannesburg . * 7 In July 1974, a number of the north-eastern ser­

vices were converted to one-man operation, with the result that the 

staff shortage, already low >y now, was reduced by some 50%.*' Figure

4.8 (see Appendix) demonstrates that the total number of two-man 

buses in service decreased between 1973 and 1976, while the number 

of one-man buses increased.
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During the sixties and seventies, employers were therefore able 

to restructure the tasks of bus driving and conducting to their ad­

vantage. This response to the shortage of labour was also a major 

defeat for the unions, since it meant not only a relative reduction 

in the size of the workforce, but also intensified the work of bus 

driving.

4. Undercutting  by A frican Labour

Another method whereby management was able to alleviate the 

shortage of white labour while simultaneously decreasing the wage 

bill, was through the employment of African bus crews at lower rates 

of pay on African bus routes. Evidence to the fact that white bus 

crews preferred not to work on the African services,k: *.nd the fact 

that the employment of each race group in its prescribed group area 

was consistent with State policy, were probably the reasons why 

transport employers began to replace white labour in this manner. 

Indeed, this was the pattern adopted by the municipal:! ties of Durban 

and Johannesburg.

4.1 The Durban Municipal T ran sp o rt Employees Union

The Transport Management Board of the Durban City Council began 

to investigate the employment of African crew as early as 1953,’* 

and by May 1955, despite opposition from the Durban Municipal 

Transport Employees' Union (DMTEU),*1 hod succeeded in replacing 

white crews on the African services with cheaper African labour.12

In the same year, the Durban City Council made a decision to re­

place 60 white truck drivers in this Cleansing Department*1 with 

African labour at lower rates of pay. *11 This move appears to have



been prompted by the inefficiency resulting from the 50”. annual 

turnover of white drivers,' and also by the fact that the Council 

could save 20,000 pounds per annum if it employed cheaper African 

labour.** In response the DMTEU declared ! dispute with the Council 

on the grounds that the employment of African labour would mean an 

alteration of the conditions of employment of the white drivers . * 7 

On arbitration, however, the Council was granted permission to em­

ploy African labour subject to certain corditions designed to safe­

guard the interests of the white drivers.** Later, in submitting 

evidence to the Industrial Tribunal which subsequently recommended 

that the work of truck driving in the Cleansing Department be re­

served for whites, the DMTEU made no reference to the rate for the 

job as a strategy to protect the interests of its members. From the 

outset, the Union insisted that their jobs be reserved for whites 

only,** and finally won the battle against the Council when the 

Minister gazetted Work Reservation Determination No. 2 in May 1958. 

Thii Determination reserved the work of truck driving in the 

Cleansing Departme-t of the Durban Municipal Undertaking for whites 

only for a period of 5 years.**

The job reservation policy of the DMTEU had obvious implications 

for its lelationship with TUCSA. During its fight to prevent the 

employment of Africans on African bus routes, the Union's requests 

for assistance from TUCSA were met with the demand that the DMTEU 

clarify its position on African unions before assistance could be 

offered . * 1 This difference in trade union strategy was quite likely 

the reason why, after changing its scope of regi ation to specif­

ically include whites only , * 2 the DMTEU disaffiliated from TUCSA in 

1960.81 These tensions between the DMTEU and TUCSA presaged the 

conflict that emerged between TUCSA and the transport unions in 1968.
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4,:; The Johannesburg Municipal T ranspo rt  Workers' Union

The first attempt by the Johannesburg City Council to employ 

cheaper labour in the Tramways Department began in June 1956. Arguing 

that the Department had recently increased the annual loss on the 

Africa ’ >s service from 9,000 to 14,000 pounds because of wage in­

creases lor white crews , 6 * and that the employment of African crews 

wcild save some 40,000 pounds annually, the Council began to inves­

tigate the employment of African crews on Atrican bus r o u t e s . T h i s  

move woul. release about 100 white running staff for duties on

the white transport services, where the shortage had reached acute 

proport ions.* *

Hoping that State support for this move would prevent the JMTV.'U

from taking action, the City Council applied to the Minister of

Labour for the authority to employ African lab r in terms of Section

77 of the Industrie1 Conciliation Act (No.28 of 1956) on the grounds

that the African bus crews would be employed in the service of an

\frican area *’ The response of the JMTVU was to insist on the rate

for the job*' for Af; can workers.

"We shall fight tv is move to the last man...There must be no 

wage differentiation for the same work according to the. colour 

of the skin."**

However, this strategy of demanding the rate for the job was often

conflated with its racially exclusive consequences. For example, at

a meeting of the General Council it was resolved

"|t]hat authority be given to the Executive Committee that the 

Union take every possible step under the Industrial Concil­

iation Act to ensure that non-Europeans were kept out of the 

Transport Department [of the Johannesburg City Council] " 70

And also that the Minister of Labour

"... should...b« asked to take action in terms of Section 77 

of the Act 28/1956 which empowers him to reserve certain work 

in a specified area for persons of a specified race . " 71
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As r result of this call by the Union, a hearirg of the Industrial 

Tribunal was held in June 1958 to establish whether or not an in­

vestigation should be held . 72 Submitting evidence to the Industrial 

Tribunal the JMTVl' arguea that while in fact Section 77 of the In­

dustrial Conciliation Act was designed to prevent inter-racial com­

petition, the Council was invoking this section to achieve the 

opposite effect by int 'ducing intei-racial competition where none 

had previously existed.7* The Industrial Tribunal rejected the 

Council's suggestion of a job reservation, and instead recommended 

that thp Council negotiate further with the Union . 7,4 As a rasult, 

the. Council press?*! anoad with its pla..s to introduce African crews 

on the African service.7’ In response, the Union threatened to re- 

est the State to reserve the work of municipal drivers and con- 

i tors for whites o n l y . 7* In the face of this opposition from the 

i, the fear of an unfavorable job reservation determination and 

exptt t opposition froir ..ie National Transportation Board, the City 

Counci abandoned its plans to introduce African crews in October

1959. 77

Durin negotiations with the Union for a new agreement in 

mid-196'3, the Council offered separate facilities for African crew 

if the li.ic'*' permitted their employment at lower rates of pay . 78 The 

Union ir listed however, on both segregation and rate for the job as 

conditions for the employment of African bus crews . 79 Following a 

severe sh:riage of running staff in February 19t>4 (Figure 4.6),*° 

the City Cj.mcil voted to push ahead with the plans to employ African 

bus crew on the African transport service . * 1 Again, the Union de­

manded th.i t ie Council pay African crews at the same rate f 5 whits 

crews , * 2 and was supported in this demand by TUCSA.*' Under pressure 

from the Union, the Council postponed this decision in la*e 

February.*u B\ the end of March, however, the Council had made the 

Union a new offjr: Improved wages for white staff in exchange for



the employment of African crews on the African services at lower 

rates of pay.*5 In the face of this "very good offer",'6 Union sup­

port for the rate for the job collapsed*7 and the Council's offer 

was accepted:**

'Mr P D. Coetzee said that the offer from the Council was 

practically the same as the demands submitted by the Union, 

and member, should realise that the Council would eventually 

hand over the Native services to the Natives, even without the 

consent of the Union, and we would have achieved nothing."**

Py June 1964 African crews had taken over the African diesel bus 

services, -nd and by Septi.T.bcr that same year African crews were 

employed on *ie African trolley bus service.*0 As a result, some 60 

white drivers ind conductors were released for service on white and 

coloured bus routes, and the shortage of staff on these services was 

thereby alleviated.*1 One year later there were as many as 111 

African drivers and conductors in employment on the African 

service.*1

4.3 The O r ganisation of African Workers

With financial assistance from TUCSA,*3 the Motor Transport 

Workers' Union (MTWU) began organising African and coloured trans­

port workers throughout the country during the mid 1960s.*1' This was 

done under the auspices of the African Transport Workers' Union 

(ATWU).** Although there is no evidence that the JMTWU was involved 

in organising the ATWU until 1974,** the fact that there were pro­

posals to merge the MTWU and JMTVU in 1966*7 suggests that these 

unions were already co-operating in the organisation of African 

transport workers. The extent to which the transport unions were 

vulnerable to right-wing trade unionism is demonstrated by a con­

servative break-away from the MTWU ;n 19t>6 as a direct result of the 

Inion's involvement with the ATWU.** The vulnerability of the MTVU 

and the JMTVU to right-wing attacks as a result of their role in the 

fryanisation of the ATWU would have contributed to iheir eagerness
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to distance themselves fiom TUCSA1s high-profile clash with the

Minister of Labour in 1967 over this very issue. The MTWU** and

JMTWU103 were among the first to disaffiliate from TUCSA because of

its policy of organising African unions. As the General Secretary

and the President of the Union noted in their Annual Report:

"You will recall that newspaper statements were made and that 

the Transport Workers' Union was much in the forefront, which 

resulted in all Transport Unions breaking away from TUCSA 

followed by other Unions."'01

By 1974, however, with the emergence of independent African trade 

union militancy, TUCSA affiliates once again came around to sup­

porting the organisation of African unions. In 1973, the membership 

of the JMTWU had already registered their support for the policy of 

organising African unions.1,2 This time however, the rationale for 

this strategy had changed from one of economic necessity'01 to one 

of a more political nature. Speaking 1 0 the resolution,

"Mr. Erasmus said that the African workers had become virg<r. 

soil for the left wing intellectuals and if we did not extend 

our hand to them it would he to our detriment. It the rank and 

file were sincere and true South Africans they could only 

support the organising of African workers.'"01'

This decision resulted in a renewed interest by the JMTWU in the 

organisation of he ATWU,'05 which appears to have collapsed in the 

late sixties.10*

5. The Employment of Coloured and Female Labour

The employment of coloured and female labour was another means

by whic.i management was able to overcome the white labour shortage.

Although employers were able to introduce coloured and female labour 

into the workforce, it was not at rates of pay which undercut white

male labour. In contract to their failure with respect to African 

workers, the transport unions in Cape Town and Johannesburg secured

the rate for the job for coloured and female workers.



5.1 The Durban Municipal T ransport  Employees' Union

The Transport Management Board of the Durban City Council began 

taking steps in the mid-sixties to employ coloured and Indian bus 

crews on white routes. The Council's argument was that the high 

turnover1®7 and ongoing shortage10' of running staff (drivers and 

conductors) left them with no alternative but to employ coloured and 

Indian bus crews. 10,1 It was only in the mid-seventies, however, -hat 

the Council was finally successful in achieving its goal. The DM' EU 

finally agreed to the employment of Indian and coloured bus crew on 

white routes on the condition that it received closed shop facilities 

for its white members.11* As a result, 143 Indian and coloured 

workers were employed ps bus, truck and tractor drivers, and another

90 were employed on the white bus service.1,1

In defence of its members' interests, the DMTEU did not waver from 

its commitment to the Government's policy of job rese: nation. In 

1965, when the threat of undercutting by coloured and Indian workers 

first emerged, the Union immediately sought protection from the 

Minister of Laboui.111 By this stage, tne DMTEU had already relin­

quished its legal right to recruit coloured and Indian members by 

restricting its scope of registration to whites only. Under the 

Industrial Conciliation Act (No.28 of 1956), no new applications fcr 

registratiori by mixed unions was permitted. Later, once the decision 

to employ coloured and Indian workers had been made, the Union spe­

cifically declined to oargain for higher wages on behalf of the 

coloured and Indian workers.11’
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5.2 The Johannesburg Municipal T ra n sp o r t  Workers' Union

Following the sharp increase in early 1969 of the number of can­

celled trips on the white bus service, the Johannesburg City Council 

began to press for the employment of coloured drivers on white bus 

routes. 1 “ Unless the Union could find an imimdiate solution to the 

shortage, the Council argued, they would be forced to introduce 

coloured crews.11*

Although the Council had stated its intention to pay coloured 

workers at white rates of pay, the Union would not accept this offer 

until the Council first implemented this policy in other municipal 

departments where coloured workers were paid less than their white 

counterparts.11* Again however, the Union conflated the demand of 

the rate for the job with that of racial exclusion when it advocated 

a country-wide recruiting campaign "with a view to keeping the Ser­

vice whire"'.117 In addition, the General Secretary of the Union 

also used an argument popular with the right-wing trade union move­

ment when he reported to the Industrial Tribunal that "Cape Town bus 

drivers are the worst paid in Si _h Africa because they have Coloured 

drivers". 1 1 *

Why is ft that these racist, arguments and strategies emerged in 

the context, of a union policy of non-racialism and rate for the job 

as the best method of preventing undercu'.ting? The argument which 

needs to be reitr rated here is that, from the point of view of the 

union members, coloured labour is equal to cheap labour. Both the 

strategy of organising coloured workers ind of demanding that, they 

are paid at the same rate as v:hite workers and th it of excluding 

coloured workers from employment, achieve the same result; they are 

both attempts to prevent undercutting. In other words, trade unions 

which represent semi-skilled workers are not structurally bound to
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either open or closed forms of trade unionism Where union members 

have no skill with which to bargain, the strategy of exclusion on 

racial grounds becomes a very appealing option. This is particularly 

the case when such a strategy is reinforced by a racist ideology. 

That such racism was prevalent among the members of the JMTVU is 

clear from their own evidence submitted to the Industrial Tribunal 

in 1969.11 * Giving evidence to the Tribunal, an inspector in the 

Transport Department said that "up to 90 percent, of the transport

loyees have said that they will not work with Coloureds". 12 ° It 

was these attitudes which probably lay behind the Union's demand that 

"complete segregation of the races be implemented" within the Coun­

cil s Transpor; Department.121

In mid-1969, at the hearings of the Industrial Tribunal called 

by the Minister of Labour in response tc the Council's request for 

permission to employ coloured drivers,122 the Union rejected the 

Council's new offer which required a number of concessions from the 

Union.121 In return for not employing coloured crew on white bus 

routes, and providing s^grcga^ed facilities, the Council requested 

that the Union accept the employment of coloured crew on the coloured 

and Indian bus routes, and also as shunters, servicemen and attend­

ants; the lifting of Union restr^ction-i on overtime and different 

salary scales for drivers and conductors.11“ In November 1969, how­

ever, the Union finally accepted this offer, on the condition that 

overtime and part-time wages were increased, and that a joint com- 

mitte- of Union and Conni.il representatives was established to in­

vestigate staff complaints.125 As a result, the Council gave the 

go-ahead for the employment of coloured running staff on the coloured 

ard Indian bus routes.12* However, whpn the Council's earlier re­

quest12 to the Minister of Labour for permission to employ coloured 

crew was danied,12* these, plans were shelved and alternative methods 

of resolving the shortage were investigated. These included the



introduction of a shorter working week, higher overtime rates and 

the recruitment of foreign bus drivers.12’

Despite press releases by the Council in August 197! stating their 

intention to employ coloured bus crew on coloured bus router, and 

shunting operations in bus sheds,1,0 it appears that these workers 

were confined tc shunting operations until February the next year 

when they begin to operate the coloured and Indian bus routes to 

Crown Mines and Newlands.111 By December 1971, the Union had accepted 

at least 70 coloured members112 in accordance with its closed shop 

agreement1 1 wii-h the City Counc ’ (Table 4.4). So, despite the 

raeis. members, the union leaderehip was able to ensure that

r.oh. iw were not only paid at the same rate as white

woikeiv., . that they were also members of the Union.

During this period the Council also began to demand that white 

women conductresses be employed on the white transport service.1,s 

The response of the Union was varied. Initially having no objections 

to the employment of womei provided that they were paid at the rate 

for the Job,11* the Union later agreed at a General Crincil Meeting 

"thft conducting a public passenger vehicle was not a fit and proper 

occupation for a woman".117 This position was further rationalised 

in terms of the fact that b(cause conductresses would not be required 

tc work on the African services, thoir conditions of employment would 

be better than other members.1,1 Despite ini3 resistance the Council 

v/ent ahead with its plans,11* and by March 1964 twenty conductresses 

were employed by the Council1*0 ami wer« also, for the first time, 

members of the Uni or. 1111 By I‘)68, their number had increased to 

72.

Why is it that the State did not reserve the work of bus driving 

and conducting in tht Johfnnesburg Municipality for whites only? On
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two occasions, in 1958 and 1969, the Minister of Labour called for 

an Industrial Tribunal following requests by the Johannesburg City 

Council for permission to employ African11*3 and colour 'd labour. 1 **** 

However, on bofh occasions, the Council's request for a work reser­

vation was turned down.'1*5 Although it was unusual to find _ man­

agement body rather than a trade union calling for a work reservation 

determination, and this no doubt influenced the Minister's decision, 

the reservation of jobs on a ratio basis for white and coloured 

workers would have been a strsi.'jhtforward solution to the labour 

shortage. An explanation of the Government's reluctance to intro­

duce job reservation can be found in the unusual juxtaposition of 

political forces in Johannesburg in the late sixties.*** By 1969 the 

shortage of white bus drivers and conductors had resulted in the 

severe disruption of the white bus service, as evidenced by Figure

4.6 (see Appendix). Since this inconvenience to certain sections of 

the white public was seen as a direct result of Government policy, 

it had become a politically charged issue. With a general election 

around the corner, the United Party-controlled City Council was ea- 

^er to force the Nationalist Government to take a position on the 

natter. Whether the Government implemented job reservation or 

whether it allowed the employment of coloured bus crew, it would have 

exposed itself to damaging criticism from either the conservative 

oi liberal political opposition. If the State chose the former op­

tion, the United Party could have criticised it for complicating the 

solution to the transport prob’em, and if it chose the latter, the 

Ffnrstjglr Nasionaln ?arty could have made gains by accusing the 

Government of liberal labour policies.
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5.3 The Tramway and Omnibus Workers'  Union (Cape)

As with the other urban centres of South Africa, the Cape Town 

passenger transport system was characterised by a chronic shortage 

of white labour from the end of the Second World War.*1*7 Although 

by the mid-fifties, the City Tramways Company had already begun to 

employ coloured labour on predominantly coloured bus routes, in 

1957 the Company began to pressurise the Tramway and Omnibus Workers' 

Union (Cape) (TfcOWU) to allow it. even greater fretdcm to employ 

coloured bus crew.1,,, As a result, an Industrial Tribunal was called, 

in which the Union requested that the existing number of white jobs 

be reserved for whites only.1*0 Although there is r.o evidence that 

the Union supported the policy of the rate for the job, it appears 

that the Company was already paying coloured employees at white ^ates 

of pay.1*' The recommendation of the Industrial Tribunal was that 

the white and coloured jobs in the City Tramways services be reserved 

on a percentage basis; 84* for whites and 16% for coloureds.1*2 

However, this recommendation was only implemented as Work Reserva­

tion Determination So. 10 in l‘J6l, following a dispute between the 

Union and the Company over the employment of coloured labour.1*1

A few years later, on the basis that labour shortages 1 *  ̂ -e 

beginning to disrupt services,1"  the City Tramways Company • gan 

to negotiate with the Union for a relaxation of the work reservation 

de.terminat i m . 1 * ‘ As a result of these negotiations, the Company 

applied to t :e Department ot Lt.bour for permission to increase the 

percentage of coloured busmen from 16o to 24‘0 of the total running 

staff. Permission was granted in December 1964, and the Company began 

a recruitment drive to employ an extra 100 coloured bus drivers.1*7 

Although coloured crew wore employed under the same conditions as 

their whit* counterparts,1*' the T&OWU still supported the segre­

gation o,, white and coloured crews.1** As in the case of the DMTEU,
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5.3 The Tramway and Omnibus Workers’ Union (Cape)

As with the other urban centres of South Africa, the Cape Town 

passenger transport system was characterised by a chronic shortage 

of white labour from the end of the Second World War. 11,7 Although 

by the mid-fifties, the City Tramways Company had already begun to 

employ coloured labour on predominantly coloured bus routes, *** in 

1957 the Company began to pressurise the Tramway and Omnibus Workers' 

Union (Cape) (T&OWU) to allow it even greater freedom to employ 

coloured bus crew.1*9 As a result, an Industrial Tribunal was called, 

in which the Union requested that the existing number of white jobs 

be reserved for whites only.1*0 Although there is no evidence that 

the Union supported the policy of the rate for the job, it appears 

that the Company was already paying coloured employees at white rat.e3 

of pay.1** The recommendation of the Industrial Tribunal was thac 

the white and coloured jobs in the City Tramways service, be reserved 

on a percentage ba? »; 84% for whites and 16% for coloureds.1*2 

However, this recommendation was only implemented as Work Reserva­

tion Determination No.10 in 19bl, following a dispute between the 

Union and the Company over the employment of coloured labour.'*1

A few years later, on the basis that labour shortages1** were 

beginning to disrupt services,1** the City Tramways Company began 

to negotiate with the Union tor a relaxation of the work reservation 

determination.1 * * As a result of these negotiations, the Company 

applied to the Department of Labour for permission to increase the 

percentage of coloured busmen from 16% to 24% of the total running 

staff. Permission was granted in December 1964, and the Company began 

a recruitment drive to employ an extra 100 coloured bus drivers.1*7 

Although coloured crew were employed under the same conditions as 

their white counterpart >, 1 * * the T&OWU still supporter the segre­

gation of white and coloured crews.1*’ As in the case of the DMTEU,
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the support of T&OWU for the State policy of job reservation strained 

their relationship with TUCSA. After the mass disaffiliation from 

TUCSA in 1966 the T&OWU __ ; the only transport union which was re­

luctant to re-affiliate to TUCSA.180

In 1969, Work Reservation Determination No.10 was further relaxed 

when the State insisted that the Cape Town bus services be segre­

gated. Ironically, the introduction of separate services for each 

irace group required the employment ot an extra 150 running staff, 

and for this reason the State allowed the further relaxation of this 

job reservation.1* 1

5.4 The Organisation of Coloured Workers

Ur like African workers, coloured workers could belong to both the 

T&OWU and JMTWU since these unions were registered for a mixed mem­

bership before the passage of the Industrial Conciliation Act in 

1956. This meant that there were no legal obstacles to the 

organisation of coloured workers into these m .xed unions. The 

DMTEU*** and Motor Transport Workers' Union (MTVU)1** had, however, 

re-defined their scope of registration to exclude coloureds and In­

dians. This meant that in the event of these unions organising 

coloured workers, they would have to do so under the auspices of a 

separate union.

In the mid-sixties, the MTVU began to finance the organisation 

ot coloured transport workers. " fc Aided financially by TUCSA,161 

this was carried out through the organisational and financial sup­

port of the Coloured Transport Workers' Union of South Africa 

(CTWUSA).1** For reasons whi-h are unclear, however, the relation­

ship between C1VUSA on the one hand and TUCSA and the JMTWU began 

to deteriorate after 1967.187 This relationship finally collapsed
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in October 1968 when the South African Council of Transport Workers, 

with the support of TUCSA, began to organise a new coloured transport 

workers union in the Vransvaal and Western Province; the Transport 

Workers' Union (Coloured and Asian)(TVU(C+A)). 1 * * The formation of 

the TVU(C&A) was direct thieat tc both the CTVUSA, which was al­

ready "facing an uphill battle",fi* and the coloured Republic Trans­

port Workers' Union (RTVU). The former Union 1 i already been 

organising in Johannesburg and Di'-ban for about six years, and im­

mediately lodged a complaint with TUCSA.170 Because the RTVU had not 

yet had its registration approved by the Minister of Laboui , the 

formation of the TWU(C&A) placed their own registration in 

jeopardy.171 Diffcrenc.es between the RTWU and TUCSA mounted when the 

Union publicly accused the JM'IVU of agreeing to the employment of 

Arrican refuse drivers at lower rates of pay,172 and the RTWU finally 

disaffiliated from TUCSA in July 1968. 171

The explanation for these tensions between TUCSA on the one hand, 

and RTWU anci CTY.’USA on the other, can probably be found in different 

political positions, but there is no evidence to support this. What 

is clear, however, is that these TUCSA unions did make some attempt 

during this period to organise coloured workers in order to ensure 

that they did not undercut the wages of their members. This was 

achieved through the organisation of separate coloured unions, as 

well recruiting coloured member f� into the JM'IVU and T£»OWU. .’able 4.4 

demonstrates that the relative numbe’- of coloured members of both 

these unions increased throughout this period. By 1962 the T&OWU had 

equal numbers of coloured and white members, and by 1976 white mem­

bers were outnumbered 17.5 to 1. Tho coloured membership of the 

JMTWU increased from Z'*ro in 19 70 to 33°,. of the total membership in 

197 7. In contrast to the mixed unions the membership of the DMTF.U, 

since it was restricted to whites only, declined steadily during the
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sixties and seventies. In the period 1954 to 1977 the membership of 

this Union decreased from 650 to b.o.

TABLE 4.4

Racial Composition of the T ra n s p o r t  Unions, 1954-'977

YEAR DMTEU JMTWU TiOWU

white wh j te coloured African tot a 1 white coloured African total

1954 650
•

-
. _ .

1955 650 1800
- -

1800 - - -
1920

lf jb 650 1800 -
1800

- - -
1933

1957 650 1800
-

- 1800 1147 713 •• 1860

1958 600 1500 - -
1500

- - -
2004

1959
-

1500
- _

1500
- - -

2004

1960 - 1500 - -
1500

- - -
1910

1961 1500 - - 1500 1146 764 - 1910

1962 - 1500 - 1500 955 955
-

1910

1963 - 1S00 0 - 1500
- - -

2072

1964 - - - -
1500

- -
2072

1965 - - - - 1500 - -
2C72

1966 “ * - -
1500

- - -
2072

1967 - - -
1500 1056 1016

-
2072

1968 - * - -
1500

- - -
2072

1969

_ -
_

- -
560 2454

-
3054

1970 - -
1250 - - -

2500

1971 - - 1250
- -

2500

19/2 - - -
1250

- - - 2500

1973 300
. - 1150 - - - °224

1974 300 905 U ) 103*4 190 2300 2490

1975 264 866 169 - 1035 159 2213 -
?372

1976 202 799 229 “ 1C28 126 2212 -
2338

1977

L
146 795 260

_ . J
1055 - - - 2078

SOURCES:

CPSA, TUCSA, Ret jrts of Proceedings, Annual Conferences 1955-1977 

fAd1.1-1.26), National Executive Committee Reports, Affiliated 

Unions.

CPSA, TUCSA, Membership Returns 1955 1977 (Ah3)

Hendrie, D. and Kooy, A. (I07*;), "Trade Unions in South Africa: Some 

statistics", South African Labour and De- elopment Research 

Unit, Working Paper No.22, University cf Cape Town, Rondebosch.

Lundall, P., Schroeder, I. and Young, G.(1984), "Directory of Trade 

Unions: A Complete Guide to all South Africa's Trade Unions", 

South African Labour and Development Research Unit, School of 

Economics, University of Cape Town, Rondebosch.

JMTWU Records, "Annual Review of the General Secretary, 31/12/71", 

p.3
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s. Summary and Conclusion

In this analysis, of the labour process and trade union 

organisation in the transport industry I have argued that the semi­

skilled character of the tasks of bus driving and conducting has 

created both the conditions for and sef the limits to the strategies 

that have been imp’omented by employers and trade unions. Because 

their members were semi-skilled, the transport unions had no control 

over the training, and vheref-jre the supply, of labour. This meant 

that employers were able tn reduce the t-'kill shortage and their wage 

bill without restructuring tue lab u: -'roces-s in order to eliminate 

the need for skilled training. The introductijn of labour-.sav'ng 

technology was therefore a separate attempt by euploy-*rs to reduc? 

the labour shortage and their wage bill, and did not facilitate t.’ie 

employment of cheaper African and coloured labour.

The semi-skilled character of the labour process also meant that 

when faced with the threat of undercutting the only alternative form 

of closed unionism, other than demanding the rate for the job, was 

a racially exclusive strategy. However, the fact that the unions 

represented semi-skilled workers also meant that an open form of 

unionism was an equally feasible method by which they could protect 

their members against undercutting. All these strategies were 

practised by the transport unions during the 1960s and 1970s.

The DMTEl purs policy of racial exclusion to prevent under­

cutting by cheap , ^ur. This Union relied on the State to protect 

its members through reserving their jobs on a racial basis. When 

faced with undercutting by African labour, the DMTEU also made no 

attempt to organise these workers in order to control their condi­

tions cf employment. Later, when threatened with undercutting by 

coloured workers, the Union had already relinquished its legal right
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to recruit coloured and Indian members, and refused to even bargain 

on behalf of these workers. The transport unions in Cape Town and 

Johannesburg however, despite evidence of rank and file racism and 

sexism, recruited coloured and female members and successfully pra- 

vented undercutting by demanding that they received the same rate 

Oi pay as their white male members. Although these unions did engage 

in the organisation of African workers into a parallel transport 

union, it is clear that oppos'tion from the State, coupled with the 

politically conservative values of their membershin, severely ham­

pered these attempts during the sixties.

During the sixties, when the shortage of white labour resulted 

in the employment of coloured and African labour in previously white 

jobs, the mixed transport unions were under pressure frorr their 

largely pro-Government membership to reject TUCSA's policy of 

organising African ar.d coloured workers and instead to rely on the 

State to reserve their jobs. When TUCSA's policy of organising 

African workers led to the clash with the Minister of Labour in 1967, 

the combined threat of undercutting by African and coloured labour 

as well as the possibility of repressive St.atP action, ensured that 

the transport unions were amongst those TUCSA unions that voted for 

the exclusion of African unions from Council in 1968.

NOTES TO CHAPTER FOUR

1 Cape Argus 14 March 1964 and 15 April 1964

City of Johannesburg (1953), Annual Review of the General Manager 

of Transport for the Period 1st July, 1952, to 30th June, 1953, 

Tramways Department, p.4

Transport 19(2), March/April 1964, "Cape Town Bus Service Under 

Fire: Union Pinpoints Basic Trouble", pp.17-18

106



University of the Witwatersrand, Church of the Pi>vince of South 

Africa Archives Collection (hereafter CPSA), Records of the Trade 

Union Council of South Africa (AH1426)(hereafter TUCSA), Corre­

spondence with Individual Unions, File: JMTWU (Ab4.2.61), "Comments 

on the Meeting between Representsives of the JMTWU, Mr. R.L. Kraft 

of TUCSA, and Ove Arup and Partners, Consulting Engineers, Regarding 

Possible Expert Evidence on the Transport Problems of Johannesburg, 

held on Thursday, 15th January, 1970" (prepared by R. Kraft of TUCSA 

for submission as evidence to the Industrial Tribunal).

2 City ot Johannesburg (1973), Annual Report of the General Manager of 

Transport for the Three-year Period I July 1969 to 30 June 1972, 

Transport Department, p.4

See also,

Cape Argus 14 March 1952

I City of Johannesburg (1958), Annual hep^nt of the General Manager of

Transport for the Period 1st July, 1957 to 30th June, 1958, Tramways 

Departpient, p.4

City of Johannesburg (1973), ibid

CPSA, South African Institute of Race Relations Clippings Collection 

(hereafter SAiRR), Bex 642 (Jcb Reservation), Die Trar.svaler 6 March 

1970, "Waaroor Busmanne Kwaad is"

CPSA, SAIRR, Box b41 (Job Reservation), Natal Mercury 6 March 1965, 

"Non-white Bus Drivers 'Only Alternative'1'

CPSA, SAIRR Box 643 (Job Reservation), The Star 24 November 1970, 

"Bus Service Not Out of Control - Tribunal. Colourud Drivers - 'No 

Justification'. Full details of Report"

II Cape Argus 15 April 1964

CPSA, TUCSA, Disputes (Box Ak), File 2 (1957), "Memorandum for Sub­

mission to the Industrial Tribunal", T&OWU.

Transport 19(2), March/April 1964, op cit, p.17

* City of Johannesburg (1973), op cit

Transport 19(2), March/April 1964, "Cape Town Bus Service Under 

Fire: Un^on Pinpoint'; Basic Trouble", p. 18

City of Johannesburg (1973*, ibid

7 ibid

* Transport 19(2), Mirch/April 1964, "Shortage of Bus Drivers: This one

failed by two inches! p.20

9 CPSA, TUCSA, Correspondence with Individual Unions, r JMTWU

(Ab4.2.61), "Comments on the meeting between representa “s of the 

JMTWU, Mr. R.L. Kraft of TUCSA, and Ove Arup and Partners, (suiting 

Engineers, regarding possible expert evidence on the viansport 

problems of Johannesburg, held on Thursday, 15th January, 1970" 

(propared by R. Kraft of TUCSA)

107



Author  Crankshaw Owen 

Name of thesis Trade Union Strategy And The Labour Process: Tucsa Trade Unions In The Transport And Building 

Industries, 1955-1977.  1987 
 
 

PUBLISHER: 
University of the Witwatersrand, Johannesburg 

©2013 
 

LEGAL NOTICES: 
 

Copyright Notice: All materials on the Un i ve r s i t y  o f  the  Wi twa te r s rand ,  Johannesbu rg  L ib ra ry  website 
are protected by South African copyright law and may not be distributed, transmitted, displayed, or otherwise 
published in any format, without the prior written permission of the copyright owner. 

 

Disclaimer and Terms of Use: Provided that you maintain all copyright and other notices contained therein, you 
may download material (one machine readable copy and one print copy per page) for your personal and/or 
educational non-commercial use only. 

 

The University of the Witwatersrand, Johannesburg, is not responsible for any errors or omissions and excludes any 
and all liability for any errors in or omissions from the information on the Library website.  

 


