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Despite the spirit of ‘'unification' erbodied in the construction
of first the Union - and then the Republic of South Africa,
parochialism is a historic way of life., It can also be seen
throughout the railway system and in all facets of public
transport.

Thit this unfortunate aspect of humani.y can be overcome, there
is no doubt. We have only to consider the very successful work
of the Rand Water Board, the Johannesburg Sewerage System and
Cape Metropolitan (Land use) Planning Committee to see that, where
persons can be convinced of the public good or, more cynically,
of the self advantage to be gained from a broader vicy, parochial
interests are overcome., The spirit of the Urban Transport Act
was aimed at achieving this co-operation in transportation. This
was also the spirit behind the much maligned and non-respected
"Physical Planning Act' which calls for guide plans to be pres=
pared for economic areas.

The great difference between *nese two co-ordinating Acts is that
the Urban Transport Act hat a designated source of finance to support
it, the Guide Plans do not.

The greatest failing amongst all parties invelved in effecting the
Urban Transport Act has been in not implementing the White Papaer’s
call for a trial subsidy from the Exchequer, to enable an experis
mental area to demonstrate the effectiveness of the permit and
levy system to raise moneys for its Consolidated Metropolitan
Transport Fund.

This failure is attributable to all parties involved.

Firstly to Tocal govermnents who lack the political courage
necessary for such an exercise. Johannesburg and Pretoria spent
a year arguing over which city would try, and then dropped the
issue, preferring to demand that central government should be a
source of unlimited f. ancial largesse.
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Secondly to provincial goverments who ineffectually argue that
all vehicle taxes are their perogative. But who then also
Tack the political courage to approve the raising of such taxes
hen approached by their officials,

Lastly to central government for failing to provide the bridging
finance necessary to encourage lower tiers of government to bring
about the envisaged permit and levy system, and for failing to
remind and educate lower government that this is the envisaged
financial policy.

Central governments' failing has lhen been aggravated in its
making available just sufficient moneys to keep all parties on
the hook as it were, (no Council ¢an reject a contribution,
no matter how small) but failing to point out its true motives
in this regard.

The lower tiers can then stand accused of not recognising the
Central Governmenti's stand for what it is and going boldy
ahead accordingly, independently raising funds through the
various ways at their disposal in the Urban Transport Act.

We thus find ourselves, five years on from the promulgation of
the Urban Transport Act, in a continuous dog-bites-dog poli=
tical circle which, if not broken out of, could spell the demise
of the whole urban transport initistive.

This is particularly unfortunate as, from the planning and
representation point of view, the concept of metropolitan

planning has proved itself both effective and practical in
getting councils to see beyond their municipal boundaries.

The responsibility as well as the practical power to break
this deadlock lies with Central Government. How this can be
achieved will be discussed in Chapter 5.




The procedures established in terms of Taw from the Driessen
Report and the White Papar are sound. The practical problem
Ties in getting all parties involved out of the political
impasse created by misinterpretation of these procedures, by
different parties for their own political ends. The fault ss
not attributable to one party, but runs throughout fhefsystem, )




CHAPTER 4: AREAS OF MEASURABLE EFFECT

4.1

Other aspects of Central Government involvement can be quantified.
These are discussed in this chapter,

Use of urban transport facilities
Both the Driessen Report and the White Paper identified measures
which could be implemented in the shurt term and in the medium
term to reduce the demand for travel and the demand for transport
facilities. These have been identified in previous sections and
so shall not be repeated here.

Unfortunately the level of finance envisaged for the implementation
of these measures has not been achieved in practice.

This applies equally to the contribution which was promised from
the Urban Transport Fund, as well as the contribution which it was
envisaged would be raised locally for the respective Consolidated
Metropolitan Transport Funds through the various means made available
to the Provinces, Core Cities and Local Authorities.

i

Consequently it is not possible to monitor the actual direct
effects of the Urban Transport Act. Nevertheless it can be argued
that the Driessen Report provided a focus for all parties interested
in the provision and usage of urban transport facilites and,
consequently, can further .be argued that the Central Government has
thus had a degree of influence on how urban transporatition is viewed
in the Republic. Media coverage on the Central Goverament initiative
also helped to convey the message ¢f the urban transport problem and
its need for solution to the man in the street.

It is accepted that points mentioned above can not be viewed as direct
controls. There has been a general reduction in demand for urban
travel over the past five years and a general, albeit marginal,
increase in the use of public transport. These facts are known
and are attributable to many factors, for example :
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- generally slower economic activity, except in 1980;

~ fuel restrictions;

~ higher residential densities nearer places of work;

- public awareness of the urban transport problem and
patriotic or practical attempts to solve it;

= @ reduction in the real spending power of the whites,
who over previous history have been the cnes creating
the demand for road space;

« publicity through, for example, the Driessen Report /
Urban Transport Act;

- higher cost of parking.

A1l of these could have been addressed within Tocal government
without any influence from Central Government.

But is must be accepted that only the Department of
Transport's 'Requirements' for the prepavation of an Urban
Transport Plan provides the framework within which these
influences can be objectively measured. No single authority
has & similar overall monitoring system.

Consequently the author feels at liberty to say that. this
initiation of a uniform sysitem can be viewed as Central
Government's responsibility entirely and may be regarded as
an effect of central government participation.

Aims of the Department of Transports Monitoring Requirements.

The aims of the DOT's monitoring requiments are four fold:

- to measure the usage of transport facilities;
- to measure the effectiveness of measures taken,
- to measure the movement of traffic against the four
Driessen goals of:
Mobility
Convenience
Minimum Cost
Minimum Side Effects.

75/ qo;\,;~lu-




- to provide decision makers with objective criteria against
which to determine future policies.

There was initial reluctance from the Core Cities to comply with
these requirement. While such reluctance is perhaps understood,
the author suggests that it was primarily due to resistance to
change, normally expressed as ‘What will the information be

used for'?

Happily the usefulness of the data is now generally accepted

by most, and for the use of all Vevels of government. A Tong

way has been covered - a equally long way remains ahead before

the ideal is reached of having annually updated, comprehensive data
interchangeable throughout the country's authorities' computers.

The, present situation is as follows:

JOMET

PREMET
DURBAN

CAPE TOWN
PEMET

ORMET

Incidentally these four goals have heen accepted universally
throughout the country by transportation planners;

.

¥

i

1

#
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all information has been gathered once;

with the exception of person kilometres

of travel in Sandton; :

all information has been gathered once; :

all information has been gathered once; and surveys
are underway a second time around:

not all informatior has been collected yet:

the id%h1 exists, probabiy due both to the smaller
size of the area and to the dedication of staff,
and special thanks are due to Mr. G.V. Dazeley{Trvaffic Engin.
in this regard, in that all data {s updated annuvally;

has the promise of good things to come with, in

the newest declared metropolitan transport area, al)

data having been gathered once.
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The aim of this dissertation, and especially of this section,
is one of camparison of 'hefore and after'.

As sufficiently comprehensive data does not yet exist for such
a comparison in any area other than PEMET, initial emphasis in
this and following sections will be on that area and on the
data obtained from Port Elizabeth as Core City.

Comparisons will be made between and within ather‘areas; espes .
cially JOMET as the premier area in the country. It is suggess=
ted that the PEMET and JOMET araas’nmy'gh considered as repye=
sentative of the South AFrican urban areas as any others.

A swing is however evident towards the Province making contris
butions. This is to be welcomed. Practical financial constraints
have thus far not parmitted a contribution to be made.

*

The JOMET data is collected, as is the case in all declared metro=
pol itan transport areas, with the same aims in mind as thnée w
described in the PEMET 1980 annual statistics, given in section
4.1.3 of this veport.

The only noteworthy difference in PEMET from other areas is a
higher white ownership of private motorvehicles than the norm,
attributed by the Driessen Committee in 1973 to the area being.
the home of the South African motorcar industry. This positien
has now been lost to Rosslyn / Brits but this is not considered
material, as the Facts which need to be looked at are predomi=
nantly of Black travel, and in this area PEMET is certainly as
representative as anywhere. )

Comparison of 1970 vs 1980 travel in PEMET

We nust remember that the Driessen Report was published in 1973,

the Wiite Paper in 1975 and the Urban Transport Act in 1977,
The PEMET area was daclared in January 1979 and first receive!
impleamentation subsidy in the 197071980 government financinl year
(1 April 1979 - 31 March 1980). As is the case of all urban aréas
in the Cape Province the PEMET area benefits from generous Provincial
subsidies, at present confined to improvemanlts to the road system.
While this is warked contrast to cities in other provinces, the
effect has been constant over the ten year peried in question so it
can not be considered to influence traffic behaviour excepting perhaps
in the longer term than it is pogsjb1c Lo consider in this dissertation.

.

S , BT S E St Lo VA e o b L R




- 101 -

For the readar's interest the amount made available by the Cape
Frovince to the area is equivalent to the Ticence fees collected in
the area. This approach is laudable and could well serve as an
example to other provincial authorities. The Driessen Committee
did not pay particular notz to this enlightened approach, but

did record that all four Provinces should operate one and the

same financial system, which could be read as implied support

for the Cape, as the theme running through the Driessen Report

is one that the user should pay for the facilities he enjoys.

This recommendation of the Driessen Report was, significantly,

not followed through by either the White Paper or the Aet. It

is however, interesting to note that the Natal Provincial
Administration is now making R 1,0 million annually available to
the Durban CMTF, while the Transvaal Province has approved

an amount of R 3,0 million annually, For JOMET, PREMET and ORMET
combined, but has not been able to find this money in its budget
at this time.

A swing is certainly evident towards permitting the licence

feas acerued in an area to be spent in the area, which is to be
welcomed and which bies in with the Financing philosopy expressed
in Driessen.

in order te give the reader added perspective, the introductory
spotion £o PEMET's 1980 annual statistigs:%s quoted below:-

“fhe statistics presented in this report are part of an on-going
comni ~t to accumulate data which will enable transportation
planners to obtain a measure of the changes taking place in travel
patterns witnin the Port Elizabeth Metropolitan Transpart Area,
In essence, the report describes the various components of the
transport infrastructure together with statistics on land use,
population and caployment. This is followed by a summary of the
trip making characteristics for the area, together with estimates
of person kilometres of travel by various modes. Considerable
importance is placed on the collection of this data, since without
a thorough understanding of the curvent situation, it is impossible
to do any meaningful planning for the future.




The report closely follows the content and format 1a|d dovn

by the Department of Transport but has been expanded or contracted
where necessary to suit Tocal conditions. The interested reader
is referred to 'Report Number MPT /81 : September 1981' produced
by the City Engineer, Port Elizabeth, as part of the Port E11zabeth
Metropalitan Transport Study for fuller details.’

Similar reports exist for all other declared metropolitan
transport areas as part of their annual transport plans and
are thus available for public reading in the offices of i~

Department of Transport, Pretoriag
Respective Provincial Department responsible for urban transport,
Respective Core City Engineer.

The total population of the Metropolitan Transport Area as recorded
by the 1970 census vas 499 000 persons, divided between the various
race groups as follows: 155 000 White, 118 000 Coloured, 5 500 As jan
and 220 500 Black persons. An estimate of the 1978 population is

654 500 made up to 187 400 White, 165 900 Colourad, 7 600 Asian and
293 600 Black persons.

reSpectwve1y from the coast aleng the Part E1wzabeth » thenhage
main raad, accommodate approximately 20% of the White Population of -
the Metropolitan Transport Area. In the inmediate vicinity of
these two communities approximately 16% of the Metropolitan -Coloured
and Asian population and 17% of the Black population are. housed.

The 1980 census results are not yet readily available apart from
5% samples of some areas.

The Port Elizabeth Metropolitan Transport Area includes the fol-
Jowing local authorities:-




Port Elizabeth Municipality (Core City)
Uitenhage Municipality

Despatch Municipality

Divisional Council of Dias

Divisional Council of Winterhoek

It also includes those residential areas adjacent to Port Elizabeth,
Uitenhage and Despatch, which fall.under the jurisdiction of the
East Cape Administration Board.

The Metropolitan Transport Area covers approximately 87 (00 ha,
of which 45 000 are within the Municipality of Port Elizabeth,
11 000 within Uitenhage Municipality, 2 000 within Despatch
Municipality, 16 000 within the Dias Divisional Council and

13 000 within Winterhoek Divisional Council.

There are five major identifiable business districts within the
metropolitan area, of which the Central Business District of

Port Elizabeth is the largest. These have recently been
supplemented by the opening of three hypermarkets, two of which
are situated on the old Fairview race course and the other in the
western suburds at Hunters Retreat.

The means of controlling density in these business districts

is through having a maximum Floor Space Index (F S ). This is
defined as the ratic between the gross floor area of the building,
together with any necessary outbuilding, and the area of land

upon which it astructed. In a number of Town Planning Schemes,
the FSI is refe. .d to as a Bulk Factor, but the definition

is identical.

It was suggested in the White Paper that bulk factors be frozen
with the passing of the Urban Transport Act. This was, for
obvious reasons of non-interference, not proceeded with. However,
the Urban Transport Act attempts to influence bulk factors thruugh
consultation between the NTC and Administrator in areas specified
in the relevant urban transport plans. This consulation is
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deemed necessary as a bulk factor is the single most important
factor influencing traffic attraction/generation from a particular
property. Interested readers are referred to the Department of
Transport's publication: 'TPC 4/80: The Effects of a Change 1in
Land use on Traffic Volumes.

It has taken sometime to obtain agreement between all parties
on the practical implementation of, such-'consultation'.

A uniform approach has now been agreed upon and is described

in an NTC resolution on " Procedures for approval of the change
in bulk factors in a declared metropolitan transport area.

The first basic measure of transport demand in any infrastructure

is the number of vehicles in the area producing the demand. This
is particularly true in Port Elizabeth as there is T1ittle through

of foreign traffic as is the case in Johannesburg, Durban or

other similar areas.

A comparison, such as that given in Table 4.4, is thus of
interest.




0£8 098¢

€0 g2l

000 6t

000 1€l

%2°¢
%8°0

%01
20°21

A

%5y

AR

%S

00y ¢l

0es
808 89

680 #!
003 €
06% $9i

paJepLs
-uoD 10U

ancge ut

000 6

3A0QE Ul

3A0QE Ul

000 99

pa4apLs
-402 10U

aa0ge UL

000 L8

aADge Ul |

aacge ul

000 ¢4é

paJapis
-Uod 20

aroge ut

000 51

3A0ge ut
340ge Ul

000 2l

paJapts
-U0d 30U

3A0gQe Ut

GO0 6

sA0ge Ul
aaoge ut

600 99

43410
sng

SLILU=BA
{ e1oJ3Hm0)

31047 J030K

sng LULY

Ae] J010)

Yyamouab
0861/6461
yisqezijj

1404

e d yymoub

abeJsae

0861/0461

y13qezL {3}

1404

e d
ymoub

0g861/0L61
WE I G

0002
yieqeztiy
3404

0861
u3aqezi |3

140d

0lEL
yieqezi {3
3404

0002
yjeqezi |3
1404

0861
y3agezL|3
1404

0461
y139eZL {3
1404

pazoafoud 40 (enidy

suoL3osfoad uasssiag

NOIL¥JI4ISSYId

v3uY 1H0dSNYEL NVLIT0d0¥13W HL38V¥ZI73 1¥0d ° NOILVYISIO3Y ITOIH3A ° 1°v 318Vl




- 106 -

The Driessen projections for ten years appear 10 be accurate

in total vehicle population but have underestimated the increase

in growth in goods vehicle and bus numbers (by 30% in total) and

overestimated the growth - . ~ivate motor cars (by 5% in total).
The naturally did not pro or the enormous growth in motor-

" cycle ownership as it was nov envisaged at that time that the.
tenergy crisis' would have this effect. The apparent tremendous
growth in goods vehicles could be attyributable to the increase

in 'bakkie' ownership. This is not readily identifiable.

The details of the PEMET figures for 1980 compared with 1979
reveal that:-

There has been a tremendous increase in motor cycle ownership
during the past year. In 1979 motor cycles represented 5,1%

of all privately owned vehicles, whereas the corresponding figure
for 1980 was 6,9%.

The growth of privately owned vehicles in Uitenhage is generally
significantly highter than that in Port Elizabeth. There has been
a significant decrease in vehicle ownership by Blacks in Port
Elizabeth, whereas the figures for Uitenhage reflect a substantial
incraase.

There was an overall decrease of 2,4% in cars owned by Blacks
in the area. The reason for this is not known, but it goes
against every prediction in the country.

During 1980 the average daily vehicle travel on all major routes
amounted to 2 014 00 vehicle kilometres per day. This represents
an increase of 3,6% relative to the 1 943 000 vehicle kilometres per
day during 1979.  The above figures indicate that the trend in
vehicle travel, which was declining during 1977, 1978 and 1979
has now been reversed and is again increasing. However, the
figures for persoun kilometres of travel for 1980 show a decline
of 0,6% relative to 1979,
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The Driessen projections for ten years appear to be accurate

in total vehicle population but have underestimated the increase
in growth in goods vehicle and bus numbers (by 30% in total) and
overestimated the growth in private motor cars (by 5% in total).
The naturally did not provide for the enormous growth in motor-
cycle ownership as it was not envisaged at that time that the
‘energy crisis' would have this effect. The apparent,tremendOus
growth in goods vehicles could be attributable to the increase

in ‘bakkie' ownership. This is not readily jdentifiable.

The details of the PEMET figures for 1980 compared with 1979
reveal that:-

There has been a tremendous increase in motor cycle ownership
during the past year. In 1979 motor cycles represented 5,1%

of all privately owned vehicles, whereas the corresponding figure
for 1980 was 6,9%.

The growth of privately owned vehicles in Uitenhage is generally
significantly highter than that in Port Elizabeth. There has been
a significant decrease in vehicle owner<hip by Blacks in Port
Elizabeth, whereas the figures for Uitenhage reflect a substantial
increase.

There was an overall decrease of 2,4% in cars owned by Blacks
in the area. The reason for this is not known, but it goes
against every prediction in the country.

During 1980 the average daily vehicle travel on all major routes
amounted to 2 014 00 vehicle kilometres per day. This represents
an increase of 3,6% relative to the 1 943 000 vehicle kilometres per
day during 1979. The above figures indicate that the trend in
vehicle travel, which was declining during 1977, 1978 and 1979
has now been reversed and is again increasing. However, the
figures for person kilometres of travel for 1980 show a decline
of 0,6% relative to 1979.
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Nine cordons have been established and at eight of these compre-

hensive vehicle occupancy counts have been conducted in addition
to the 24 hours traffic counts. The V 0 counts consist of
roadside survey whereby the number of occupants per vehicle is
classified and recorded by driver race group and time of day.

The distinction between peak and off-peak periods is most important
since significantly higher vehicle occupancies have been recorded
during peak periods. These are statistfcs well worthy of monitoring
in their own right as they will provide a ready means of estimating
the success of failure of various transport policies, promotion of
1ift clubs or staggered working hours, etc. The information may be
analysed on a route by route basis, or by considering total persons
crossing a cordon.  Since 1979 was the first year for which com~
prehensive surveys where undertaken, it is not possible to conduct '
‘much analysis. However, it is hoped that these squeys'willryield
‘some valuable results in the future, especially when co-ordinated
with the results of the bus surveys which are being undertaken in the
area.

Using the results of the vehicle occupancy cordon surveys and
relating every traffic count station within the metropolitan

area to one of the cordon stations which it is considered has
similar characteristics, estimates have been made of total person
kilometres of travel. A summary of the travel on arterial, freeway
and all major routes is shown in Figures 4.1 to 4.6 respectively.
These are reproduced with the permission and by courtesy of the

City Engineer, Port Elizabeth. i

During 1980, average daily person travel by private transport
amounted to 2 643 000 person kilometres, which represents a decrease
of 0,6% compared with the figure of 2 659 999 person kilometres of
travel per day during 1979. 1t also denotes a drop in car occu=
pancy s vehicle kilometre have increased.

This compares with Driessen's figure of 2 685 000 in 1970, adwittedly
determined on a slightly different basis, an apparent change.
Driessen's growth aims for road travel were 7,3% p a

for white, 7,19 p a for blacks; his unadjusted
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