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The next section, entitled 'Further perspective on the problem' identified
further information, generally from the appendices of the Report, which
it was felt would be of use to the decision maker. It is worthwhile to
Took at these points in detail.

The first point identified that in certain city areas, due to pre-motor
car planning, rights had been entrenched in properties completely unre-
lated to the capacity of the street system to provide the necessary
access - without substantial investment in transport facilities.

The second point made is that the urban transport problem can be reduced

to the economics of supply and demand. Corrective measures can be directed-
either in the provision of more transport facilities, with more capital -
expenditure, or the adjustment (peak reduction) of demand, which is the
cheaper alternative.

Thirdly it was mentioned that peak period traffic gives rise to additional
costs such as extra operating costs, ‘socio-economic' costs, and additional
investment to cope with peak. '

The different population groups in South Africa was mentionrd as intro-

ducing an additional dimension to the local urban transport problem. The
author of this report does not consider this as being of real relevance

to transportation in its purest sense.

Policy and planning

The sixth and seventh sections set out the essential elements of an urban
transport policy and stressed the basic importance of urban transport
planning.

In this regard, the Government accepted the following recommendations:

".2.3 The functions of the National Transport Commission should be
extended to include the formulation of urban transport policies,
and broad supervision over and co-ordination of all matters re-
lating to urban transport in the Republic. For this purpose
three additional wmembers conversant with urban transport pro-
blems should be appointed to the Commission. Of these, one should
be the Commissioner for Urban Transport, who would be in charge
of an Urban Transport Division created in the Department of
Transport, the second should represent the South African Railways,
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planning.
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extended to include the formulation of urban transport policies,
and broad supervision over and co-ordination of all matiters re~
lating to urban transport in the Republic. For this purpose
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be the Commissioner for Urban Transport, who would be in charge
of an Urban Transport Division created in the Department of
Transport, the second should represent the South African Railways,




and the third should represent the broad public. (Par. 4.6.3.)

1.2.4 In order to ensure co-~ordinated urban transport in a metropolitan
area, a Metropolitan Transpori Advisory Council should be esta-
blished by the Administrator in any metropolitan area which merwts'
such an organisation in the view of the Administrator as well as
the National Transport Commission, Such a Council should advise
the Administrator on all aspects of the planning ‘and co~ordwnat1on
of urban transport within the area, and should also serve as a-

forum for an exchange of views on these matters by the three twers e
of government, private commerce and industry. In order to ensure s
- proper co~ordination with the work k of the Metropolitan: Transport
Advisory Councils, representation should be given to the 1atter on- .
the Central Guide Plan Committeew or Metropolitan Planning Councils
which the Department of Planning and the Environment 1s,$ettwpg,up,
in the major urban areas. (Par.4.6.6) '

The recommendations in Section 4.6 of the Report, which supple-
ment the above, werealss accepted, including those on the sub-
sidising of transport studies to 50% max imum of the costs (par. 4.6.7),
and the extension of the functions of the National Institute
for Road Research to cover urban transport research {par. 4.6.8)\.

2.2.2 General long-~term measures which can be jmplemented without delay.

The Government supported the view that education and training in urban
transport should be encouraged, and the relevant Driessen recommendations

were accepted.

The Government also accepted the following recommendations without change:-

"1.3.1 Bodies and institutions at all levels associated with land use
and transport planning must assign the highest priority to urban
transport requirements by establishing in advance the extent of,
and maximum densities and bulk factors envisaged for key business
and employment areas in order to ensure the provision of adequate
transport facilities, and thus to obviate the need for resorting
to excessive investment in such facilities at a later stage in
order to keep city centres “alive". The precept of reducing the
need for transportation to a mimimum should be applied as far as




possible. (Par. 5.3.10.)

Higher densities should be promoted in urban residential housing
and Tocal as well as provincial authorities should give much
more weight to this factor in the layout of future suburbs.
(Par. 5.3.12.)"

However it expressed the opinion that Tong distance travel for npnrwhitesl
to white areas may promote decentvalisation in encouraging non-whites to
spend relatively more in their own areas. . &=

This notion is being proved fallacious as can be,wﬁtnessed;in-ahy‘Cﬁbsgsai75ﬁ
especially on a Saturday morning. More on this comes later. '

The Government did accept that there is a close relationship between
buildings and urban transport and accepted the following recommendations:

"1.3.4

Planning authorities should freeze existing maximum bulk Tactors
in the central urban areas of theQmajar metropolitan areas, and
these maxima should be increased only after the authorities have
satisfied themselves that the anticipated transport facilities
will be adequate. Bulk factors should be specified in urban
transport plans submitted te the National Transport Commission.
(Par. 5.4.6)

A1l buildings erected by public authorities, including the
central Government, should be subject to the above restrictions
and should comply with the provisions of town planning schemes
and bulk factors applicable to the area. Pubiic buildings should
be sited with due regard to their accessibility and where they do
not add to the urban transport problem. (Par. 5.4.7)

opoperly conceived urban transport plans for the major metro-
politan areas should be submitted for approval to the National
Transport Comnission by the provincial administrations, and
authorities implementing such plans should qualify for grants
and subsidies, as indicated in various recommendations in this
Report. (Par, 5.5.10) '




2.2.3

Measures on transport modes which can be implemented without delay.

In this section came the first signs of the political resistance from

Parliament to subsidising local government, in that the Government generally

cut the Driessen Committees financial proposals by half. However the

following recommendations were accepted:

'1.3.9 The expansion of taxi services uust be regarded as a neégséafy
‘adjunct to the development of more adequate public %ransphft
services, especially distribution services, in thé«majnkjafﬁﬁnfif
centres, but the number of licences which are issued in each
centre for White and Non-White transport should be subject to
continuous revicw in order to keep these as close to an optimum -
as possible. Taxis should be encouraged to operate on a roving
basis in central areas, unless the saving of fuel or other
factors should indicate otherwise. {Par. 5.6.6)

1.3.10 The Mational Transport Commission should ensure that proper and
adequate provision is made for the expansion of bus and other
transport services for Whites and Non-Whites in the urban trans-
port plans submitted to it for approval. Full cost comparisons
with other modes of transport should be made when new, or ex-
pansions in, bus services are contemplated. (Par. 5.7.8)

t.3. 1 Grants amounting to 25 per cent of the costs of capitatkeguipmeﬁt
and 30 per cent of the cost of land and construction of voads,
and related amenities, such as bus depots, required to replace
and improve bus facilities under approved urban transport plans,
may be authorised by the National Trvansport Commission. Such
grants must not, however, be payable on equipment and facilities
used solely for services which are already subsidised by the
Government. (Par. 5.7.10)

1.3.12 Local authorities should be eligible for grants of 30 per cent
on_the construction and expropriation costs of expressways and
arterials, including alterations to services, which have to be
built as part of an urban transport plan approved by the National
Transport Commission. The above rate should, however, be reviewed

when new schemes are submitted for approval. (Par. 5.8.9)




A subsidy of 20 per cent on current revenue should be paid on
public urban bus services which are not subsidised by the Govern-

ment, provided that such undertakings=

(i) keep full sets of books and prepare properly certified
statements:

(i1) charge fares approved by the National Transport Commission;

(41) run services which are part of an approved metrcpd}%tﬂh*f,‘
transport plan; and PR o

(iv) fully observe Government policies.

The subsidy basis should be changed to the volume of service rendered where
the latter can be satisfactorily measured, and the principles set out in
par. 6.8.2 should be observed as far as possible. (Par. 6.9.13.)

1.4.11

Bus transport should be accorded preference in urban traffic
control systems by means such as the introduction of exclusive
bus lanes or streets, closing of roads to car traffic during peak
wours or for lenger periods, contra-flow use of one-way streets

by buses, special robot and traffic light signallings, and other
devices. (Par. 6.9.9)

As it is important to augment public facilities before imposing
measures to discourage the use of motor-cars in urban areas, Re-
comnendations 1.3.11 and 1.4.12 (see above) should be applied as
soon as possible on an interim basis to large public transport
undertakings in the major urban areas, subject to such safeguarding
conditions as may be considered necessary by the National Transport
Commission (Par. 6.9.14)

The circumstances under which railways offer special advantages
for urban transpori, especially where rapid linehaul mass trans-
port is required, indicate that urban railways will continue to
play an important role in transportation between high~density
areas. However, proper cost comparisons should be made with other
modes of transport when the construction of new lines is considered
for urban transport purposes. (Par. 5.9.9)

Close liaison should be established between the Metropolitan
Transport Advisory Councils and the managements of the Railways




1.4.15

1.4.16

1.3.186

1.3.17

1.3.18
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Administration and urban bus undertakings for the purpose of
studying and co-ordinating the needs and preferences of the
travelling public in urban areas. (Par. 6.10.5)

The principle should be adopted that variable costs on any specific
suburban railway network should be covered as far as possible by
revenue from fares. If new services should have to be provided
requiring investment in additional fixed assets, fares should
cover the full additional costs as far as passible. {Par. 6.10.6)

Suburban railway services for first and second class passengers
which remain essential bi  are not expected to break even on
variable costs and which cannot be replaced by other modas, should
be subsidised on the volume of service to enable them to cover
losses on variable costs. such subsidies should be financed as
follows:

(i)  an amount of approximately R6 million per annun to be pro-
vided from the resources of the Urban Transport Fund, as
set out in par. 7.6.3, this amount representing the transfer
described in par. 6.8.2 {ii);

{ii) the balance of form a charge against the Consolidated Re-

venue Fund of the Central Government, in terms of the ex=
position in par. 6.8.2 (v) and (vi)\

The on-street loading and unloading of goods vehicles in central
urban and congested areas should be shifted as far as possible ta
night or early morning hours, and furthermore prohibited entirely
during peak hours. Explicit provision should be made for such
arrangements in urban transport plans submitted to the National
Transport Commission. Local authorities were requested to implement
‘this recommendation as soon as possible. (Par. 5.11.4)

The possibility of using more compact delivery vehicles in the
Republic's central city areas should be investigated by the pro-
posed Urban Transport Research Division of the C.S.1.R., and ex-
tending containerisation should be considered. (Par. 5.11.5)

Control should be exercised over the size of goods vehicles en-
tering central city and congested areas. (Par. 5.11.6)'
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The on-street loading and unloading of goods vehicles in central
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night or early morning hours, and furthermore prohibited entirely
during peak hours, Explicit provision should be made for such

arrangements in urban transport plans submitted to the National
Transport Commission. Local authorities were requested to implement
this reconmendation as soon as possible. (Par. 5.11.4)

*he possibility of using more compact delivery vehicles in the
Republic's central city areas should be investigated by the pro-
posed Urban Transport Research Division of the C.S.I.R., and ex-
tending containerisation should be considered. (Par. 5.11.5)

Control should be exercised over the size of goods vehicles en-
tering central city and congested areas. (Par. 5.11.6)
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The Government's financial decision was unfortunate, to say the least.
The recommendations accepted were sound, but the visual and political effect
of an apparent half-hearted financial commitment has continued to bedevil the
urban transport implementation effort ever since. This weakness in the
system will be discussed in more detail in later chapters.

General short-term measures which can be implemented without delay.

The Committee stressed the impertance of the co-ordination and integration
of urban transport services, and also of transport services with the re-~
quirements of employers, lelecommunications, etc. The Government accepted
the following recommendations in various degrees:

“1.4.1 The proposed Metropolitan Transport Advisory Councils should pro-
mote the introduction of measures designed to ensure proper and
adequate co-ordination and integration of the various urban trans-
port services, including the railways, in the major metropotitan
areas of the Republic. (Par. 6.2.7)

1.4.2 The Committee supports in principle in the introduction of stag-
gered working hours schemes, and in this regard the proposed
Metropolitan Transport Advisory Councils can play a useful role.
A Staggered Working Hours Committee should be established in
each metropolitan Transport Advisery Council, to investigate and
supervise the implementation of staggered working hours. Employers
as well as employees' organisations hould be represented on the
Committee. {Par. 6.3.7)

1.4.3 The conditions on which parking facilities will be provided or
permitted to the National Transport Commission. (Par. 6.4.4)

t.4.4 The principle of charging for parking space and loading zones in
central city areas should be applied, and charges should cover all
direct and non-direct economic costs, except in the case of park-
and-ride facilities. (Par. 6.4.6)

1.4.5 Legislation should, where necessary, be adopted to enable local
authorities to frame regulations whereby the provision of parking
space in all buildings and on all sites can be controlled, and
to impese a special tax or levy on parking space. {Par. 6.4.7)

1.4.6 A proper traffic control policy should form part of any urban
transport plan submitted to the National Transport Commission
for approval. (Par 6.5.4)
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1.4.7 Grants may be made by the National Transport commission at =
rate of 25 per cent of the capital expenditure of adaitionat
equipment required for the control of traffic in central urban
areas, movided that the acquisition of such equipment is approvec
by the Commission as part of an urban transport plan which iz
submitted for approval. {Par. 6.5.6)

1.4.9 Urban transport undertakings should be required to satisfy the
National Transport Commission that effective and efficient managse~
ment procedures are applied and regularly revieved. (Par 6.7.6}

The first of these recommendations was 'particularly' accepted; the second
endorsed; the third, fourth and fifth app:oved provided applied with circui-
spection; the sixth and seventh accepted, with subsidies again provisionatiy
reduced by half; while the last was endorsed.

Measures for which time is reguired.

The White Paper elaborated on the ‘levy and permit system' proposed by ithe
Committee, which was discussed in Chapter 2 {section 2.1.5) of this Repore,
and the Government stated that, if the proviso that the system be experi-
mentally introduced to measure its effect is observed, and also if those
measures relating to the raising of finance through the levy system are FEE
troduced, then it was prepared to accept the following recommendations:

'1.3.7 Provisional maximum increases of 30-35 and 100-110 per cent over
1970 should be set as targets for White car travel in the major
urban areas in the years 1980 and 2000, respectively, but these
targets should be subject to continuous review in the Tight of
changing circumstances. (Par, 5.5.11)

1.3.8 Provisional maximum increases of 70-80 and 200-250 per cent over
the relatively low 1970 figure should be set as targets for Non-
white car travel in the major White urban areas, excluding Non-
White residential and business areas, in the years 1980 and 2000,
but the targets should be subject to continuous review in the
light of changing circumstances. (Par. 5.5.12)

1.4.8 A levy and permit system for directly controlling the number of
cars which are permitted to enter congested areas or "restricted
zones" in major cities should be introduced to improve the balance
between the number of vehicles and the available road space. Such
a system should, where necessary, be included in the measures proe-
posed for implementing urban transport plans which are submitied
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to the National Transport Commission, but should be implemented
with due regard to the viability of the central business district.

(par. 6.6.10)

The Government took note of the reservation of the provincial re-
presentatives regarding the utilization of the above-mentioned
system as a source of revenue for the financing of urban transport

measures, but indicated that no decision would be taken on the
matter at that stage. The Government also took note that the system
should be regarded "as an essentially temporary means of obtaining
additional funds for urban transport purposes, and that it should
be replaced as soon as practicable" by an electronic or other
system of "identification of a vehicle as it passes a road pricing
point". It was anticipated that such other systems would gradually
become cheaper and more practicable as technology improved in the
field.

Underground railways

The question of undergound railways received special consideration, particu~
larly as Johannesburg was making loud noises in this direction.

The White Paper states that:

'The Government has given careful consideration to the matter and
has come to the conclusion that the construction of an underground
railway in any of the big cities of the Republic can be justified
only if a comprehensive cost-benefit analysis based on the above-
mentioned feasability study and other necessary investigations
indicate ¢learly that it would be preferable to other transport
modes. In this connection an evaluation would be required of, inter
alia, the following aspects:

(1)  the possible error margins to which the market survey may
be subject;

(i) the current socio-economic costs, apart from the operating
costs, of such an undertaking;

(ii1) the adaptability of underground railways compared with other

transport systems to the requirements of changing c¢ircum-
stances;

(iv) the effect of the railway on urban development, particularly
on the further concentration of development in the city centre.
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(v) the social consequences of cuch a railway in the multina-
tional cities of the Republics

(vi) the availability of capital and the extent to which ex-
penditure on other development projects would possiblv have
to be curtailed if such a capital-intensive project should
be undertaken.

In the light of the above considerations, and also the 1ikelihood
that the financial resources set out in the next section will not
provide sufficient funds to cover the Capital costs as well as a
possible current deficit of an underground railway in addition to
the costs of other transport facilities, the Government is of the
opinion that a decision cannot be taken at this stage on Recommen-
dation 1.3.15 that the construction and equipment of underground
railways or other mass transit systems should qualify for a capital
grant of 60 per cent. This recommendation will, however, be kept
in mind when a decision has to be made in any specific case about
the building of an underground railway or other special type of
mass transit system!

Financial aspects

The Government concurred with the Driessen Committee's proposed permit and
levy system, but argues (by jmplication) that the introduction of the
suggested levies would at the time be politicaily unacceptable. For this
apparent reason the proposed expenditure of RE2,0 million per annum was
cut to R52,0 million, allocated approximately as fallows:

R36,0 million on roads and related works

R 7,0 million on bus transport (operating subsidies)

R 3,0 million on capital expenditure on buses

R 0,5 million on traffic control equipment

R 0,5 million for administration, transport studies, etc.

The Government went on to accept the following recommendations in the 1ight
of the amendment set out above:

"1.5.1 Additional funds for expenditure on the improvement of existing
urban transport facilities, and the provision of facilities which
should be additionally financed, should be planned for at a rate
of about R52 million per annum at 1974 prices in the major urban
areas during the years immediately ahead. This includes a subsidy
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of RE million for suburban railways. (Par. 7.7.1)

Regarding the acquisition of funds, the Government agrees with the
idea that the affected tocal authorities should collect additional
revenue, but believes that the amount of about R18 million allotted
by the Committee for this purpose should be reduced to approxi-
mately R8 million. The following vecommendation is therefore accep~
ted with the corresponding amendments: o
About RE million of the required R5Z2 million per annum would be-

come available to the local authorities in the major urban areas
as a result of additional taxes, which should be earmarked for

approved urban transport plans. These taxes are-

(i) an additional levy of up to 12 per cent on central city
properties;

(1) additional revenue from parking fees, of which a fixed per-
centage should be earmarked;

{ii1) a tax on parking space;

{iv) charges for loading zones. (Par. 7.7.2)

The residual R84 million of the target expenditure of k52 million
will have to be found from other sources, but the Government has
not yet taken a decision on the matter for the reasons set out
below.

(i) During the financial years 1975/76 and 1976/77 the
administrative and other initial expenditure required to
launch the approved remedial measures will be relatively
small. An amount of about R750 000 will be made available
by the Treasury to the Department of Transport for this

purnose,

(ii) It is anticipated that the expenditure of local authorities
as a result of approved urban transport plans will commence
during the course of 1976/77 and then increase gradually.

A decision on the financing of the residual RA4 miltion
need not therefore be taken until 1976/77 and at that stage
there will be more clarity on the nature and size of the pro-

posed expenditure.
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(i1i) The postponement of a decision will provide appreciably
more time for the Department of Transport and the National
Transport Commission to investigate the implications of

various financing methods, and in particular to assess more
accurately the contribution which the application of the
Tevy and permit system on restricted zones is likely to

yield (see section 2.2.4 above). Thus more flexibility will
be obtained in financing.

(iv)  The Government will have to take account of economic and
other cirucumstances when a decision has to be made on the
financing of the residual R44 million, and such circumstances
may possibly be gauged more readily in 1976/77.

In view of the factors set out above, the Government cannot bind
itself now on the method of finding the residual R44 million. The
required decision will, however, be taken in good time so that the
implementation of the proposals will not be delayed for lack of funds.

1.5.4 An Urban Transport Fund should be established under the aegis of
the National Transport Commission, and the yield from the Tevy and
permit system, supplemented by other sources as deemed necessary,
should be paid into the Fund. Grants, subsidies and expenditure,
as proposed by the Committee, should be financed from the Fund in
accordance with priorities determined by the National Transport
Commission., (Par. 7.7.6)°'

The Government approved the application of this principle to the
subsidising of urban bus as well as rural transport, and therefore
accepted the following recommendation:

'1.4.10  The Committee supports in principle the centralisation of subsidy
payments on Non-White Transport under the Department of Transport,
and approves of the basic principles which are being applied. Al
transport subsidies should, furthermore, be based as far as possible
on the volume of service rendered, and where this is impracticable
on current reveune, and should not have adverse effects on efficiency.
(Par., 6.8.5)\
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Administrative machinery

The Government concurred in every respect with the Committee's proposed
administrative machinery, discussed under Chapter 2 (Section 2.1.6) above.
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2.2.8 Implementation of the measures.

The White Paper identified that it would be necessary to initiate the following
actions for implementation:

- amend the Co-ordination of TransportAct of 1948 to give the
NTC its necessary new (additional) powers;

- c¢reate a division on urban transport within the Department of
Transport;

- negotiate between the Chairman of the NTC and the Provincial
administrations for the early establishment of MTAB's;

- delimit the proposed new metropolitan transport areas;

- commence the preparation of urban transport plans as no transport
subsidies should be paid before these have been approved for an
area;

- extend the functions of the (then) National Institute for Road

Research to embrace transportation;

- freeze existing bulk factors, perhaps best achieved by an act
of Parliament;

- the NTC to give early consideration to determining priorities,
and this might entail transport studies and plans on a pro-
visional basis;

- the NTC “. select an urban area, in consultation with the
provincial administrations and local authorities, for the pro-
posed experiment on the application of the levy and permit
system in a restricted zone. It was felt that the experience
would prove useful for providing an indication of the basis on
which the residual funds of R44,0 million for the financing of
urban transport facilities should be obtained.

2.2.9 The Government's urban transport policy in brief

The White Paper concluded with a section setting out the Government's urban
transport policy in brief.

This is repeated verbatim as, while certain NTC, Ministerial and Cabinet
discussions have marginally altered its intent {and these shifts are pre-
sently being identified in a Department of Transport project), the White
Paper discription remains the only comprehensive and complete statement
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available at this time on the Governments urban transport policy.

The Government's urban transport policy for the Republic can now be set
out briefly in the light of the elements of an urban transport policy des-
cribed above.

(i) The policy will be aimed at the attainment of four major
goals, viz. mobility, conveience for the user, reasonable costs
and minimum side-effects. The emphasis laid on the various
goals will, however, vary in accordance with requirements in
various urban areas, and they will therefore have to be cir-
cumscribed in more detail for each area, The emphasis will
also vary from time to time in accordance with the requirements
of a flexible policy designed to cope with changing circum-
stances.

{ii) The above goals can be most readily pursued on the basis of
sound planning, and 1n this connection proper co-ordination
is required between the following tiers of planning:

{a) urban transport planning on the basis of transport
studies, with special attention to land use;

(b) general urban planning;

(¢} geners1 regional planning, with the requisite stress on
transport, and also on the Tinking of the latter with
urban transport;

{d) national physical planning, which resorts under the general
supervision of the Department of Planning and the Environ-
ment.

(i11) The measures which are applied within the above framework to
pursue the postulated policy goals, should conform to the
following requirements:

{a) short-term measures should be applied as part of a long-
term policy, and not in isolation;

(b) high priority should be accorded to flexibility in the
choice of remedial measures, and therefore also in the
types of transport facilities supplied, especially on
account of the requirements of changing circumstances;
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(¢) the basic role played by the cities in economic devel-
opment is recognised, and the socio-economic health of
the big cities should be promoted as far as possible, but
at the same time excessive concentration of employment
in central urban areas should be discouraged if it should
necessitate inordinate amounts of investment in transport
facilities;

(d) the particular needs of the various population groups
in the cities of the Republi¢ should be recognised in
the provision of transport facilities;

{e) when decisions are taken on the provision of transport
facilities, cost-benefit analysis and related methods
must be applied as far as possible in order to ensure
that the socio-economic yield on capital invested will
be as high as possible.

{iv) The last requirement postulated above is of cardinal impor-
tance in the financing of transport facilities in the Re-
public, particularly on account of the shortage of capital
in relation to its need for development and other purposes.
The principle of user charging should be applied as far as
possible in the financing of urban transport facilities in
order to ensure that the available capital will be utilized
most effectively. The subsidising of urben transport should
not be regarded as a socio-economic necessity, and should
be introduced only when the advantages clearly outweigh the
disadvantages, and then on such a basis that efficiency would
be promoted as far as possible.

(v) The administrative arrangements required for the implementa-
tion of particular measures should be directed towards the
saving of manpower and the elimination of duplication. At
the same time, recognition should be given to the functions
of the various tiers of government which have been established
in terms of the constitution of the Republic.

The Urban Transport Act.

Following on the Government's acceptance of the Urban Transport Policy,
as enunciated in the White Paper, the formalisation of the procedures nes
cessary to implement the policy were made law in an amendent to the Transport




SECTION

will be given.

(Co-ordination) Act - the umbrella Act controlling NTC activity - and in
the passing of Act No 78 of 1977 : The Urban Transport Act, 1977.

The Act, necessarily, did not introduce anything new to the accepted White
Paper and was merely a formalisation of procedures.

For purposes of this Report the 27 sections and their descriptions only

14

DESCRIPTION

Definitions
Administrator in relation to a metropolitan transport area where
two or more provinces are involved.

Establishment of metropolitan transport areas.

Core City

Functions of the NTC in respect of the objects of the Act

General powers of the NIC

Transport studies, investigations and plans

Establishment and administration of the Urban Transport Fund

Loans to the NTC

Utilisation of the Urban Transport Fund

Chairman of Metropolitan Transport Advisory Boards

Appointment of Metropelitan Transport Advisory Boards

Constitution of a Metropolitan Transport Advisory Board
Remuneration and allowances of members of a Metropolitan Transport
Advisory Board

Meetings of a Metropolitan Transport Advisory Board

Functions of a Metropolitan Transport Advisory Board

Functions of a Core City

Consolidated Metropolitan Transport Funds (CMTF's)

Publication of approved transport plans

Expropiation by local authority

Levies by lecal authorities

Further powers of local authorities

Exercise of powers and performance of duties of Tocal authorities
Delagation of powers

Regulations

State bindingness of the Act

Short title and commencement (Urban Transport Act, 1977, effective
15 dune 1977)




Thus we have traced the course of the Report of the Committee of Inquiry

into Urban Transport Facilities in the Republic (the Driessen Report},

which was appointed by the then Minister of Finance; through its development
into a Government accepted White Paper setting out a policy on urban transport,

and its expression into law.

The Driessen Report formally identified a need stemming from the developing
urban transport problem; the White Paper stated what the Central Govern-
ment was prepared to do about it; the Urban Transport Act provided the
necessary legal framework in which to act.

What has this initiative achieved?
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CHAPTER 3: AREAS OF NON-MEASURABLE EFFECT . s e
Certain aspects of Government activity cannot be objectively guantified.
These are discussed in this chapter.

3.1 Research, Education and Training

3.1 Research

The functions of the National Institute for road Research of the CSIR were,
as directed in the White Paper, extended into the broader transportation
field.

while this move was, and remains, welcome and while the Institute has
undoubtedly done good work, a noticeable flaw is evident.

The White Paper, while conceding the shortage of transportation expertise
in the country, appeared to assure that this could be sddressed in the re-
search fieldmerelyby extending the NITRR's functions. The practical im-
plementation of this extension appears never to have been completely
thought through.

As a resuylt, the NITRR established a transportation research steering com-
mittee, an off-shoot from the the exsisting Road Research Steering Committee
This steering committee, with its dominant coalition of experienced high-
way engineers, compiles an annual research program which is then approved
and financed by the National Transport Commission - which in turn has
considerable experience in rural highway provision, but very little trans-
poration, and sspecially urban transportation, experience.

Belated moves by the Department of Transport and the City Engineers of the
Five Core Cities to establish a Committee of Urban Authoriites (CUTA},
complimentary to the long existant Committee of State Road Authorities
{CSRA), unfortunately ran into approval difficulties from both the then
Minister of Transport (J.C. Heunis) and the established CSRA. This was un-
fortunate as the situation remains that urban transport research
activities continue to be guided by a dominance of well intentioned but
rural highway oriented parties, the NITRR being the only transportation
moderating opinion.

The creation of CUTA is again enjoying attention under a more sympathetic
Minister (H. Schoeman) and a more sympathetic CSRA, no doubt benefitting
from the experience guined in four years of urban transportation planning.

This development is to be welcomed as, until transportation research,

which is predominantly urban in nature, is quided by urban practitioners,

it is unlikely that activities will efficiently address the really necessary
issues or that results will be efficaciously or enthusiastically applied.
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& tempovary way out of this organisational dilemma, pending the formation
aF CUTA, is for urban authorities to include research priorities in their
sanual urban transport plans, thus affording the steering comnittee an
sndication of what the cities deem important. It is interesting to note
rhat certain groups in the existing directing hierarchy are apposed even
£ this - an indication of the depths of resistance to change felt by some.

iy yiew of this resistance the question must be asked as to whether cities
should not be permitled to undertake their own research {(eg. inte traffic
signal systems). Considerirg the size of South Africa and the relatively
taw concentrations of traffic I suggest no. Practitioners are so few in
sumber that they should be permitted to meet the daily problems unencum-

serad by unneccessary functionsy however they should be permitted input
inte steering research in necessary directions.

jess)

‘the funding of transportation research, as opposed to pure road research,
~emes from the Urban Transport Fund. The latter is funded from the National
Zoad Fund,

i 1081782 the total amount available to the NITRR was:
JTF R650 000
HRF  R3 250 000
CSIR R1 600 000 {internal funds)
TOTAL RS 400 000

e tots spent by road authorities in the same period amounted to:

HRF R140 m
utE R 20m
rovinces  R4ASC m
Cities _ R442 m

TOTAL  R1 052

"G

‘dded to this must be approximately R8 000 million in transport operating
~mgts and it i seen that, apart from vehicle and equipment manufacturers
wn research expenditure, only a minute percentage of capital and operational
erpenses is spent on research in South Africa, This is, frankly, dangerous.

smarican companies spend on average 31 of their annual budgets on research.

tn approximately R31,0 miliion, funded by the respective authorities in




proportion to their annual transportation axpenditures. The diyection of
research should continue to come from two steering committees, one ra-
sponsible to the CSRA and one to CUTA. These steering committaes showid o2

under the chairmanship of the NITRR, but answerable to the respectiva
CSRA/CUTA Chairmen who should rotate annually.

As mentioned at the start of this section, while the function of the
National Research Institutewas extended in terms of the White Paper, the
practical directing organisation was not. Consequently the ressarch output
varies from apparently useful, practical manuals, such as the Transport
Planning Research Reports,which it i$ respectfully suggested ars neitner
really research documents nor practioners daily aids, io “ivery-towerad’

projects such as the 'Black Study'.

.q their corr ¢  antexts these, as most documents pul out by the Insti-

tute, are valuable, but they are not ‘research’.

This failing appears to be due to government not recognising the true
role which should be played by & research institute and then further, aot
putting its money where its mouth is and courageously providing adaquate
finance for this role to be fulfilled.

Education

Very early in the Driessen Report - White Paper - Urban Transpori Act
development process it was formally identified that thers etisted 2
dearth of qualified transportation expertise in the countyy.

.
<

This shortage of skilled manpower is not uncommon to most indusiriss
South Africa and, while its formal identification came as nothing new
to practitioners, it did enable something to be done about it.

In fact at the time of the passing of the Urban Transport Act, thirty
two post graduate transportation planning specialists, all with oversaa
qualifications.existed in the whole country, the only graduate employess
amongst the public transport operators were civil engineers {(railways)
and mechanical engineers (bus transport), and there was not one gperations”
graduate in the road freight haulage industry.

o

8

Early action come slowly, with the NTC sponsoring chairs at tha Univerai-
ties of Pretoria (Transport Engineering) and South Africa (Transport Economics)
a lectureship at Stellenbosch (Transport Enaineering) by 1878, HAs nolicy was

%




















































