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Bottom p. 25 and top p.26. Ie it true that this Section "prevents

the use of discriminating monopoly power as between different
purchesers”? Cannot the "published tariff of charges® be discriminating?
Cf. p.36 (middle) where he says "the tariff was so fixed as to eliminate
the"undercutting of railway rates classified in the higher classes".)

And would not the phrase "ordinarily makes under similar circumstances"
probably allow different charges for different commodities - & distinction
which might not be on the basis of cost?

p.26: Qy. impartiality.
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p.-47. Does this criticiem of depreciation tally with the modern theory
(Fowler) which, if I interpret it correctly, suggests that plant of a

huge organisation of this kind is likely to assume a condition in which
plant is (permanently) on the average half worn out though fully efficient;
that, therefore, a surplus would arise on depreciation account equal to
approx. 50% of the amount originally invested by owners of capital; and
that this $0% (which represente surplus capital) should be returned to

the owners of capitsl as a return of capital. If this view is correct,
may it not be wrong to call the surplus on depreciation account
"unnecessarily high and illegitimate contributions®, (N,.B. Horwitz
includes Fowler's book in hie bibliography) s
pALAT [ "ii:z
p.50 (top). But is not the General Manager comparing the,cost/6f the
Adminietration’a'road mo tor tranagortkath the cost of rall transport?
Qy. the phrase "this brings out clearly that road transport is not more
economical than rail transport”.

pp. 70 et seq. What is the epecial sanctity about getting an "output"?
I can imagine the poseibility of millions of potential commodities
which do not exist under competition, but each of which might come into
being under discrimination. Must we then divert resourcss in order to
produce all these things (to the exclusion of other things)? Or what
is the criterion by which we choose one or the other?

Neither have I ever been able to understand the argument that
diecriminating monopoly is socially advantageous when decreasing coet
operates. (And Horwitz does not exgain this.) To bring a large cepital
unit into being in this way may possibly delay the invention of a
smaller capital unit for producing a similar service.
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_ INTRODUGPION.

The present phase in that ,long story of the
provision of the essential socisl service of transport-
ation is one which is of perticulsr interest to the
economic theorist as well as to the economic historian.
Gter‘a period of less than half-a-century the sutomobile
Industry hes made enormous progress. It has, however,
heen only in the last twenty years that the omnibus and
the lorry have stemmed the trend of a century and once
again asserted the power of the road &s opposed to the
rail. |

During the eighteenth century the cenal began
to drew traffic from the road; in its turn the c¢canal was
superseded by the railway and to-day it is the railway
which has to fight agsinst the eompetition of the rosd —
the wheal has turned full eyele.

"The rapid succession of eest-rééncing develop-
ments, which have charscterised the growth of road
transport since the War, hes been &coompenied by a
gsneral apprehension that the rate and degree of obso-
lescence thereby susteined by already existing forms of
transport involve adms degree of 'waste', the avoidance
of whiech is only possible by some form of legelly emforeed
proteation; and that the more millions of pounds that are
known to heve been invested in the older forms of trans-
port, the more deserving are they of some special dis-
pensation from the otherwise ineviteble caonsequences of
such developments.™ 1.

This proﬁlm, then, of the competition of A
roed motor cearrier with the older established tmnsmmﬁbn

seﬁim/ .e
1

* "An Aspect of Competition im Transport® by G.J.Ponsonby
in Economice Nov. 1935 p. 448.
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service has became the domirdant feature of the transport
industry in slmost every civilised sountry. FProgress
seemed suddenly to have become wasteful and legislatwures »

deemed it necessary to check this 'wasteful progress' by
the enforcsmsnt of restrictive measures on the advanoce

of road motor transport.
sarvey the position in South Africa to-dey and as en

This essey is an attempt to

intreduection to this study, 1t is interesting to note

briefly the various sttempts made in other countries to

desl with the same problem. |
The rollowing teble, taken from a&n article by
Prof. H. M. Hallsworth on "The Future of Reil TPransport®™,

shows the decline in rmipﬁs and expenditure on certein

Maropean railways.

TARLE 1.
{
—Summary oF RecetpTs ano Expenpirure — Sececten Euaorean Raicways 1129-33
Raiway or CURRENG Y 1124 1430 st 1932 1933
COUNTRY ' [ Hiousands thovsands - | Housands Bovsands | thousands
Bereian Bercian  REC 3,566,045 | 3,528,540 |3 040,130 | 2451, 918 | 2,329,911
Narw Ruy 7 * ’ >
ronar RUY FRANCS EXp 3)(}&6,&33 S'ZOS} 358 3,023,940 ,3‘,’(,,,30,1430 2, 3&2,‘360
Czecko-§ <2 - 3 ; : .
RmYAK E(%::%Oovg“ R-QL:,?S%”,SA&S 4,625,5’& A,%Z, Q14 %.{, Qo} 352 3)535;5/6
State. Koy CROWNS EXP 4, 447,197 | 4, 521,131 4);&3,‘138 4043 03) x
} 2
kaANCE 0 FRENCH REC. 1GHOM2 | 16,032,070 | 14,584,578\ /o 425 goq | 1,107,912
Mams Line KLYS] FARA . . ! i
RANCS  EXP. 12,669,028 1,159,137 | /3,902,798 12,797,349) 12,197,912
G e:m:n GERMAN R4C 5353 634 4,570,311 3,546, 6T 2,934,318 | 295 100
ey MARKS  gAp 93 ; v
— ‘ 4413476 4,090,355 | 3,622, 41| 3 001,064 3,063,000
v BRiTAY
Man ng?ﬁ.‘{ STERL‘N(;R;(; 15?,:;; 172, 618 1'5—?) 496 145,342 145,251
‘ : - . B 7139, 483 128,54l
ITALIAN ) e 21,536 115392
c ,
. smate Roy. LIRE REC. 4,880,704 | 4 eo00bl | 3,653,470 | 5,345,822 | 3,055 £54
ENP 4,379,832 4,204,3% | 3,573,490 | 3 218,465 | 3,190,138
JLGQ'—SLAV, i B I . »,A, ’ CE Z
state Reys. | PNAR REC. 2/680,313 | 2 655, 290 | 2,382,009 | 497561/ | 1,907,450
)P 2,088,422 | 2,132,332 | 2 582,500| 2,069,390 | 1,922,236
Ports H SoTy Rc 1$%,%06 | 1,655,874 | 7,293,995 | 1,009,126 | &L§,000
Srare ReYs, , ekP. 1613, 89 1 1,331,520 1,157 306| 436,04 §10,700
i'fmég‘ SWEDISH REC, 206,130 201,580 16,230 | 166 40 166, 140
TATE  HLYS. CROWNS EKp 158,80
< o /57,370 156,640 153,290 150,110
wWiIsS SWIS5 R 54 '
ek RLYS | nies 431,3 420,546 389,450\ 342,953 | 335 544 |
: N % g ] .
o ERE 250, 382 291, 420 253,282 23 301 ZBZ)SQE

The/..

1. Phe Reonomie Journsl Dec. 1934 p.540 Table III.



The csase of this fall in receipts has not, of
course, been solely that of the competition of the roads,
the industrial depression and the shrinkage in internstional
trade have been perhaps more importent factors, yet it can-
not be gainsaid that the inrosds which the motor earrier
has bheen making into the treffic of the railway has had
serious effeets on the revenues of almost every rallway
system in the world.

In England the first legislative step taken to
meet the position ereated by this diversion of traffic was
the passing of the Road Aot in 1930. It provided, amongst
other things, for the fixing of maximm weight and dimen-
sions for vehicles and for compulsory insurance agains&v
third party risks. In regard to passengsr transport,
the Ares Traffic Commissioneras were ampowered to determine
whether a serviee shall operate or nat considering the
requirements of the area served. Ais & result of the
Selter Beport — the Report of the Conference on Road
and Bsil Transport . the Road and Rail Traffic Bill was
onacte& in 1933. Under this ket a llcence to operate
mast be obtained before a motor transport service can be
operated. There are three types of licence designated
by the letters A, B and €. The first, or Public QGarrier's
Licence, must de cbtained by carriers transporting gpods
far third parties; the second, or Limited Carrier's
Licence applies to vehicles carrying goods either in
compection with the owner's business or for hire or
reward (it is walid for only ome year); the third epplies
to manufacturers or enterprises using their own vehicles
for their owmn purposes. Part II of the Aot entitled the
railways to grant special 'agreed' rates to any trader
after approval by the Rates Tribunal. A Transport Advisory
Gouncil to advise the Minister on questioms of transport

co-ordinetion/..



co-ordination has been established.

. In Englend the avowed purpose of legislative
interferencs has been to make the conditions, under which
the two forms of transport operate, more equitable. Ths
progress of road transport is not Yo be hampered but com-
petition is to take plece on a 'fair basis'. The rallwys,
however, seem to have found the 'solution' by themselves
acquiring large interests in the roead transport industry.
An agitation is still proceeding for further protection
of the railways and for some resiriction to be placed on
the use of their own transport by traders.

In the Unitad Ststes of Amsrios no ocontrol is
exsroised through Pederel legislation though in indiwidual
states restrictive 'msures of verying effectiveness have
been introduced. Certainly it seems that in the United
States, which 1s the home of the mdtor industry, laws
designed to curtall the sphere of usefulness of the motor
car would be impolitic. Both the Inter-State Commerce
Commission (1932} and the Joint Committee of Railrcad
and Eims Users, however, came to the same generzl
conelusions ... thet there is an excess of carrying
capacity of existing transport facilities due to competi-
tion of road transport under unequel conditions end that
Federal regulationa should provide for special authorisation
of motor transport companies and that freight forwerding
companies end express freight compenies should be made
subject to the Inter-State Commerce Act. (I have been
unable to &seertain whether any 1egislation has been passed
%o implement these ;;acc@endat,ions.) |

In France conditions of road and rail transport
co-ordination are governed by legislation aimed et & |
suitable apportiomment of traffic betwsen the rellways
and motor trmsip_ort respectlively. .'!his is achieved mainly
by voluntary regionel agreements between representatives

of/..



of the two forms of transport. The public suthorities eoct
as arbitrators when differences arise and when no agreement
is resched the arbitrator submits propesals to the Minister
for the modification or suppression of existing services
or, in some ocases, for the establishment of new services.

In Germeny the sharp deecline in railway revenue
during the five years before 1931 resulted in an emergency
decree being brought into operation on November 1, 1931,
designed to regulate both passenger and goods transporta-
tion. Passenger transport undertakings have to be sanc-
tioned by provincial suthorities, who must comider the
views of other transport suppliers and of the Chsmbers of
Commeres. Goods treffic up to a distance of S0 kilos. can
be conveyed without sny retrictions, but all goods ser-
viees over greater distances have to be licensed. The
operator is required to adhere to & fixed uniform tariff
which applies throughout the country and is framed so as
t0 eliminate those concerns who had previously succeeded
in capturing traffic from the railways by systematic
undercutting. It seems most likely that under the present
regime in Germany this restriction would have beén ex-
tended further rather than relaxed.

In Czechpslavaekis all road transport undertakings,
passenger or goods, have to obtain coneessions to operate.
Ko coneessions are granted which suthorise competition
with the State-owned railways or postal services. In
Aastria, also, application to engage in the business of
transport mmst be mede to the State authoritiss amd such
applications must be first referredto the railways, the
poatal authorities and the mumicipal authorities for their
consideration. The first two have the right to institute

the proposed service themselves, in which case the applica-

tion is, of course, refused.

m/..
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of the two forms of transport. The public suthorities act
as arbitrators when differances arise and when no agreement
is reached the arbitrator submits proposals to the Minister
for the modification or suppression of existing services
or, in some cases, for the establishment of new services.

In Germany the sharp dee¢line in reilway revenue
during the five years before 1931 resulted in an emergency
decres being brought into operation on November 1, 1931,
designed to regulate both passenger and goods transporta-
tion. Passenger transport undertakings heve to be sanc-
tioned by provimcial authorities, who must conslder the
views of other transport suppliers and of the Chsmbers of
Commeres. Goods treffic up to a distamce of 50 kilos. can
be oconveyed without any retrictions, but all goods ser-
viees over greater distances have to be licensed. The
operator is required to adhere to & fixed uniform tariff
which applies throughout the country and is framed so as
to eliminete those concerns who had previously succeeded
in capturing traffic from the railways by systematic
underontting., It seems most likely that under the present
regime in Germsny this restrietion would have been ex-
tended further rather than relaxed.

In Czeschoslovakis all road transport undertakings,
passenger or geeds, have to obtain concessions to operate.
No cmaessions ere granted which euthorise competition
with the State-owned reilways or postel serviges. In
Austria, elso, epplication to engage in the business of
transport muat be made to the State anthorities smd such
applications mist be first referredto the railways, the
postel eauthorities and the mmmiocipel authorities for their
consideration. The first two have the right to institute

the proposed service themselves, in which case the applia-¥

tion is, of course, refused.

In/..
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In Japan even more stringent control of the
motor trensport industry is practised. Commercial trans-
port services are placed under the econtrol of the Railway
Department, a State Departmemnt, and all applications to
open a new service mast be made toc it. In fact the State
railway suthorities regard motor transport as pursly an
auxiliary service of the railways.

In Australis the position can be illustrated by
refersnoe to Victoria. The Transport Regulation Act of
1933 established a Transport Board with regulative powers.
Comnmercial goods mhicloa’had to be licensed by this autho-
rity. Such licences were to he issued 'as of right' to
goods vehicles operating within a 35 miles radiug of cer-
tain of the bigger citles such &s Melbourne or Ballarat
distriet; operating within & 20 miles' radius from the
owmer's jpluce of business; owned by a primary producer
under certain oonditions,ete. In issuing or refusing a
licence the Boerd is to have regard ‘'to the interest of
the public generally, inecluding those of persons requiring
as well as those of persons providing transport facilities®.

This brief survey of the measures taken in various
countries to restrict the effectiveness of ecompetition
seems very strong evidence in justification of the poliey
edopted in South Afrieca. It is indicative, however, merely
of the wide-spread nature of fallaclous reasoning on this
question.

In South Africa, &s in other countries where the
reilways are Stete-owned, the issue of the road versus rsail
question is somewhat simplified. In suech ecircumstances
where the railways are the property of the people it is
proper to judge the protection given to the rallweys aolaly
by the oriteria of the public interest. In this country |
there are no vested interests of ownership which might be

Justificetion for pleacing restriections on the aperation of
private/..



privete transport agencies.

In Chapter 1.scms indicetion will be given of the
extent of road motor competition with the railways prior to
the enactment of the Motor Carrier Reguletion Acts. The
provisions of the prineipal Act and the amending Acts will
be glven in some detail and an investigation made into
how far competition has been eliminated. The remaining part
of the essaey will deal with the thsory of the problem. In
this section some consideration will be given to the manage-
ment of the South African Railways and to its rating poliey.
In conclusion certain suggestions will be:-put forwerd to
seoure a cheap, efficient service of transportation.

It must be noted that this thesis deals with the
elimination of competitive private road operators i.e. it
will not discuss the substitution of road motor service

for'railway braench lines by the S.A.R. itself.



ROAD MOTOR TRANSPORT COMPETITION
WITH THE RAILWAYS PRIOR TO 1930:-

Unfortunately there are no detailed statistics avail-
able to illustrate exmctly to what extent the South Afri-
can Beilways were affected by the competition of private
rosd motor carriers. Dete regarding the tomnage of goods
conveyed and number of passengers carried by roed trensport
before 1930 are not ascertainable. A consideration of the
annual reports of the General Mansger of the S.A.R, and
the references to the competition of privaté roed operators
therein is, however, enlightening.

In his report for the year ended 31lst March, 1926,
there appears a general statement that the Railway Admini-
gtration has to contend with competition from road transport
sgencies. In his report for the following year, the General
Mansger announced that competition 'may be considered as
having reached the stage where it threetens vitally to
jeoperdise State interests. ...... My view is that the
problem of road motor competition in its relationship to
our railways should be a&ttacked wholeheartedly and without
delay. Otherwise there is considersble denger that the
Administration’'s financiel postion may be very seriously
impeired.® 1-

Fram the report for 1928 it seems as if the revenues
of the Administretion were being markedly affected.

“Ehe situation created by the growth of roed motor
competition is beecoming more and more acute as time goes
on, and has given rise to mmch concern &s there is no

doubt/,eee .

1. U.G. 34, 1927, pp. 14 - 16.



doubt that the railways are being deprived of an appre-
oiéble eamount of their legitimste traffiec.

"Passenger transport has been most seriously affected.
On the Capetown-Wynberg section, the number of passengers
travelling 1is now about 270,000 fewer per month than was
the case a few years ago, and the loss of traffic on the
Sea Point line is also serious. Road traffic has increased
considerably between Capetown and Bellville, and Somerset
West and the Strand. Competition with the Administration's
rail peassenger services is also taking place on other systems,
for instance, between Durban and Pietermaritzburg, on the
North and South coast lines of Natal, as well as on many
of the branch lines; and in the suburban areas of Pretoria
East London and Port Elizabeth.
| GLs’far &s goods services are concerned, the principal
points of competition are in areas in which there are large
distributing scentres. From Capetewn, for instance, private
road services radiate to Simonstown, Stellembosch, Piquetberg,
Woreester, Robertson and even to Bredasdorp. Some are regu-
lar services, others are occasional. 1In the Cape Midlands
there is competition between Port Elizabeth and Uitenhage,
and Mossel Bay and Oudtshoorn. ' The Natel system has to
contend with'campefition.between Durban and Pletermaritzburg,
Bivarsdglé énd Harrismith, and many locel services such as
to Verulam and Stenger. In the Pransvaal road services are

chiefly in evidence in the Johannesburg and Pretoria arees.” 1.
" Next year the taeking-up of the Sea Point line is noted.

"All efforts to inerease the popularity of the See Point
iine proved unaveiling .... By the end of the year 1928
the rate of loss of working hed increased to approximately

" 3;
#4?, 000 p.a. The/“

1. u.¢. 54, 1928, pp. 13, 14.
z' U-Go 50, Im, po 310



The General Masnager also points out that the intro-
duetion of a fast, freguent and efficient electric train
service from Capetown to Simonstown has still failed to
check the diversion of passengers. (One would like to know
why the suburban residents were so obtuse as not to take
advantage of these raéilities.l

"During the eight months before electrification the
loss on the Simonstown line was at the rate of thoo p.&.,
the loss under electric working for eight months was at the
rate of £2215,000 p.a., and the total loas for the twelve
months ending Oectober, 1928, was computed at £250,000." 1.

The chief competitive factors with which the Reilway
Administration had to contend were (i) privete cars (ii) taxis
(111) ommibus services (iv) cherabanc serviées (v) tramway
services (vi) motor lorries owned by traders amd firms
{vii) motor transport compenies (viii} farmers' motor trans-

port (ix) ox and donksy wagons.

TABLE IX.
MOTOR VEHICLES LICENSED IN THE UNION : 1833-1938. 2°

” MOTOR CARS & PAXIS. % Increase

Year Cape Natal Transvasl O.F.S, Union ;‘;;‘f. previous

1823 - - - - 38,815 -

1924 - - - - 50,419 29.90
1925 - - - - 63,030 25.01
1988 35,800 9,887 23,812 11,508 80,347 24.47
1927 41,600 11,301 29,338 13,780 96,019 18.51
1928 48,585 812 34,813 15,792 113,002 17.69
PR PR DE &n m e in
1931 5?1%‘4 8.495 45,855 16,388 138,072 2.14
R i i eim o
Eﬁ a:zgé , 2,054 8,872 , 555 .23
k 78 712 212767 15. 29

pem—— pe—— ¢ Increase
Year BUSES, VANS & LORRIES. % Increase
1923 - - - - 1,989 -
1924 - - - - 3,322 67.02
1925 - - - s 4258 28.18
2 piE LB B B sm &y

ot )
195 7% zom <ive BT 14768 26,55
1930 8,602 2,351 5,431 1,023 17,407 17.86
1938 o4z asis  oose afs 17534 1.55
1333 885 2388 ,658 c 18,859 5.30
1934 11,633 g, 350 1,1 24, 549 30.17
1835 12,523 3,525 11,509 1,381 28,938 17.88
‘m:QBQ/oo

L. g.a. 50, 1929, p. 22.
2. Obtained from Year Books, Cape Argus.
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These figures show that competition from the private
car, texi, emnibus and lorry must have been tending te
inorease until 1930. The fall in the rate of increase in
private cars and taxis for the next four yeers was due almost
entirely to the severs trade depression, but the fall in the
rate for buses and lorries wes in part due to the enactment
of restyrictive legisliation. The rising figures for the
yoears 1834 and 1935 are indicative of the strong revival
in trade conditioms in this country.

In Annexure B of the Memorandum submitted by the
General Maneger of the S.A.R. to the Road Motor Competition
Commission (1929}, & detailed statemsnt is given showing
the eress in which competition existed with the services
of the Administration. 1:

The Cape Western system suffered both fram pessenger
and goods ecmpetition. Pesssenger transport compenies were
partioularly active on the routes:- Capetown-Sea Point -
Camps Bey; . Capetown-Obssrvatory-¥ynberg-Muizenberg;
Capetown-Nowbray-Athlone; Capetown-Maitland-Bellville;
Capetown-Milnerton; Somerset West-Strand; Graafwater-
Clanwillism-Calvinia; Worcester-¥illiersdorp-EKigin;
Gouda-Porterville. On branch lines parties of pecple
ecombined to hire cars - in perticular many excursion
parties of coloured people used hired lorries instead of
the railways. It was prediocted that competition would
inerease on the routes:- - Capetown-False Bay resorts;
Capetom~Bdqlville~-Enils River-3trand; Capetown-3tellembosch~
Paarl and Capetown-Malmesbury.

'As regards goods traffiec, in the Cape Peninsula
almost &1l the higher-rated traffic is now being handled
by roed; the diastricts meainly affested beyond the Peninsule area
being:- Capetown-Nalmesbury-Piguetberg; Capetown-Kuils B
River-3trand-Caledon-Bredasdorp; Capetown-Paarl-Engnenot-
Wellington/..

1. Yolume III of the Evidence.
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Wellington«Woreester; Capetown-Stellenbosch; Capetown-
Bobertson; Hutchinson-Loxton. No regular services are
operated but goods are transported when traffic offers.'

In the Cape Easstern system passenger services were
operated between East London-Kingwilliamstown; East London-
Cembridge; Tarkastad-Cradock; ERast London to stations in
the Transkeimn Territeries and to Maclear. These services
were mainly for natives. AL considerable smouit of the
petral traffic from Esst London to Butterworth, Idutywe,
Umtate and other places in the Transkeian Territories pessed
by road.

In the Cape Midland andVCape Northern systems, the
competition was not serious though in Port Elizebeth sub-
urben srea passenger services were active and large quanti-
tles of petrol were conveyed from Mossel Bay to Oudtshoorn
by road.

In the Natal system in the Durban aree passengers
end goods nre‘ conveyed between Durban-Hillerest; Durban-
Cavendish; Durben-Clairwood-Jacobs; Durban-Isipingo-Verulam-
Stanger; | Durben-Umgeni-it. BEdgecombe. On the main line
goods ahd pessenger competition was strong from Durban to
Maritzburg end to Harrismith (goods) and from Umlaas Road-
Meritzburg (passenger).

In the Free State system passenger services operated
between Philippalis Village-Springfontein; Jagersfontein-
Trompsberg; Jagersfontein-Penresmith; Reitz-Petrus Steyn;
Theunissen-Winburg; Petrus Steyn-Bethlehem; Petrus Steyn-
Lindley Roead.

In the Western Transvaasl system there were European
bus passenger services between Johannesburg-@armiston;
Johannesburg-Main Reef; .Tohénnesburg—ﬁo dderfontein Dynmiﬁé
Pactory; Banoni-Allisnce; Benoni-Geduld; Benoni-Brakpan; .

' Springs/..



13.

Spring—l.argc Golliarles, Knxgersdorp-ﬂobinson, Germiston-
Rlanﬂstontein-Msmg, Gemiaton-monvale. During holidays
and on Sundays pr ivete bus companies armnge& excursions
betwoen .Tohannesburg and points of interest in the Transvaal,
such as Pretori&, Haﬁebeéstpoort Dam, Vereeniging. | Goods
traffic was convayed betteen Johannesburg and Rivonia end

patrol between san&apmit-lmarspoert.

In the kstern"rransvul system there was strong

passenger competition in the Pretoria suburban area end

severe goods treffic competition between Pretoris emd

Iohanﬁa»slmrg.

xa.' of Ordinary Passenger Bookings
on Suburban Lines, 1924-30. 1.

CLass 1926-25] /92526 | 292627 | /92T -28 | /928 29| /929-30
CAPETOWN
sotoren pren | Mty $268 338 GaR5 U5 | ¢ 750,95 | 9447, 595 | 9,286,669 | 7,935,139
PO 2 ABETH §35,m5 | 795232 | &19,302 | swo2u8| 743,218 | 6ou,159
=%
A N Do N 283,125 | 306,677 | 323208 | 336,558 | 2ve 0 | 275 §93
TOHANNESBURS 5,618,196 | 6,022, 196 | 5 908,373 5,934,316 6,009,311 | 6,073,35§
PRETORIA van 54t | 42,969 | 509,029  7s56500| 70,877 | 74k, 20]
DURBAN L64s, 403 | 2,065,812) 2,029322) 2,024,387 2,021,826| 2,008,962
PIETERMARITZ| 74919 Y6, 640 40,718 vo, 924 | 69 473 | 6k, 936
ILOEMFONTEIN ML, RS Ml 499 146, 211 159 45T 166,556 | /57,138
TOTAL |Fret | 7324785 | 7,882,176 | 7, 679,216] 1,255,329 6,722,129 S,485,04§8
CUBGRBAN| =D At 75 0% 43RG HT 55 1567523502615+ 55N A 65125703400
Tmep| 6,380,832 | 6,972,610 | 7,021, 38% 7, 247963 7553 112| 7,537,665
AR CRAND
EAS [ Gomm | 5116698 | 20,184,579 | /9,657,128 | /9,530,267 19,294, 126 17, 925, 813

This Teble illustrates how passenger traffic was

being diverted to the road emnibus services - it mast bde

rmhared too, that the mpnl&tion of these areas was

increasing over this period.

In Appendix I & table 1s

given to show the position on the Capetown-¥ynberg route

where the competition was most severe.

These results are

not wnexpected because the demand for passenger service

1s relstively elastic compared with the demand for gocds

traftic.

Rven where the rallway fares were the same or
less/..

X ‘HMgures obtained from Appendix IV, Memorandum ibid. p.lO.
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less than the fare dby'bus, the greater convenience and
ascoessibility of the 'was services wes suffliclent %o omuse
this chenge over in demand. The line from Capetown to
Sea Point is a good cese in point. This }ine was electri-
fied at huge expense and provided =& dhagj and frequent
service but it was unable to meet the competition of 'buases
whigh deposited and picked up passengers closer to their
homes. The omnibus alwaeys possesses the big advantage of
flexibility. BEventuelly the Sea Point line was taken up.
As regsrds goods traffic, competition had not yet
reached the stage where it was actually diminishing the
total volume of high-rated traffic of the railways. This
wes the view of the Departmental Rallway Tariffs Inquiry
Committee, 1930:~
"It is popularly Supposad that the Administretion has
alraady lost a large volume of high-rated traffiec for short
distances and that 1ts position in this respect is already
- aextremely precarious. It 1s, therefore, of interest to
note that, aslthough traffic is being conveyed by road, the
volume of high-rated traffic conveyed by rall for short
distances has not diminighed. On the contrery, it has
inereased substantially." i'

TABLE 1V.

INCREASE IN HIGH-RATED TRAFFIC, CLASSES 1 - 6,
: FBHH 1925 -~ 1929.

Increasa rbr yacr ended 3lst March,l19£9 over year

Zone ended Slst March, 19285..

Yons Percentage
1-30 miles 157,313 28.1
Si-100 " ?3,2?6 3.4
M‘m - ﬂ, - “0‘
201-2506 " - 3,887 3.1
351-300 * 63,560 60.7
1-300 * 425,M2 32.9
301400 * 1&6-8&3 38.7
401-500 * ?0A564 26.5
K11 distances
1-1800 miles 756,817 35.2
1.

Ch.IV.p.14
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It is, of eourse, to be expected that thia inorease
in tonnage should have takan plaee ti’sh the normal increass
in 'cmde and production during these rcla’cively Prosperous
years. It is however significant that the percentage
inmaae in goods carried at rates 1 - 6 was 35.2 % (for all
distenees), whils the increase for rates 7 and lower was only
14.7% over the seme period. The assumption can be made that
the oompetition had not yet reached very threatening pro-
,gorbiona. The objeoft of the Dept. Gomm;tee in com;piling
these rigum wes to disprove the accusation thet the rate
polic:y of the &&inistmtion was daatroy:lng the high~-reted
traffic and that therefore the\ra_vas no need for the Admini-
stration to introduce panic rates. If this was true, then
equallj th&re was no neod ror the penic, restrictive legis-
Vlat ion that m auhuqumtly passed to protect the revenues
or the Ldministmtion.

- The Gomittee foresaw this o‘bjoction, *It would, hnv-
cnr, be very unwise to éeducs from the foregoing facts
that the position of the Administratian is not seriously
threataned by med motor competition. In our jndgnent the
potential danger to the ’Bailny Administration through
road motor aompe‘bityion, is very grave indeed." 1.

If then this potential danger is admitted, the ract
13 inescapable that the denger came from the peoculiarly
disoriminating rating poliey of the South African Railways.
The most valnersble point of attack for road motor compe-
tition was of course the high-rated traffic for short
distancas (the axuaption&lly high tariffs are in part the
rasult of excessive 'tapering') and, more particularly,
the high~rated short distance traffie to branch lines
becausge of the ‘principlerdployed of 'splitting' bdbranch

| | |  1ine/ .

‘ p.15 para. 78.
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line rates, i.e. instead of the mileage schedule rates
applying for the throughout distance, the rates are charged
seperately over the mein and branch lines (e.g. the rate
for coﬁvcyingm& Ib. et Class 1 over 150 miles of main
line was 564. s compared with 63d. for 100 miles of main

« plus 50 miles branch lins.).

Again and agaiﬁ in reports of the General Maneger,
in ﬁidencer given to the Road Motor Competition Commission,
in stetements in the Press, in debates in Parliement there
appeers the accusation that the''motor lorry is taking the
cream of the traffic”. It is clear that to aseertein the
real reasons, which led to the passing of the Motor Carrier
Transportation Act, & careful examinstion must be mmde of
the tariff poliecy of the Administration. The financial
suceess of the Railways had come to depend on a position
where a relativelyrsmall volume of high-rated traffic con-
tributed the major part of its reeceipts from goods traffic.
In & stetement mede by the Chairman of Road Motor Competition
Commission during the taking of evidence, the preecarious
nature of the S.A.R.'s position was masde clear:-

*You have this position, then, high~-rated traffic car-
ried by reil smounts to about 2% million toms per annum
and the revenue earned is £9,250,000; the low-rated traffic
is approximately 18 million tons and the revenue earned
£7, 850,000, so that 12% of high-rated traffic produces
£9,000,000 in revenue, while 88% of the traffic (the low-
rated percentage} only esrns £7,850,000."

The Road Btor Commission summed up ‘the position as
it wes in the Union at that date, 1929;-

"Ne are satisfied from the evidence that there is
seriozié" QOmpetitibn in j;nblie transport. The competition
is, naturally, most intemse in, and in the neighbourhocod ‘
of, the larger centres, but it is by no means oconfined to -
such areas. There is a distinet tendeney for the competition

to/..
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to spread further afleld, the road competitors gradually
extend ing the range of their operatioms .......

frhe competition assails mainly the higher-rated goods
tratti¢ and the short-distance passenger traffic of the
s.AR* I | |

Ih subsequent chapters the changing nature of road com-
petition will be indicated. When the Transport Board had
brought the operutqrs of transport agencies under control,
ocompetition rrdm tiaders and ﬁerohants using their own
lorries and from seven-seater taxis increased to‘suoh an
extent that the Administration wes egain foreed to sesek
legislative protection. Unfortunately for the General
Manager of the Rallways the ox- and donkey-wagons were
resurrected and the Administration is now clamouring for

still more protection. 2.

1. Road Motor Competition Ganmission (1929 U.G.8 19301

p.16 para. 74.

2. 1t would bo interesting to have detalls of the compera-
tive charges of the two forms of trensport, i.e. of road
and rail transport, but they ere aifficult to obtain. In
1928 the railway fare between Port Elizabeth and Walmer
was 20/- for 60 tickets, and while the bus fare was 4/—
for 16 .tiekets, the s&ving in tims by road was nearly
ten mimtes. To instamee the time saved by motor-trans-
port - the railway in 1928 took 24 hours to complete the
distance of 72 miles betwesn Butterworth and Bast London,
the normal time taken by car was 4 hours.
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CHAPTER 2.

THE MEASURES TAKEN TO MEET COMPETITION.

In the early stages some sttempt was made by the Admi-
nistration to win back traffic by the normal business
practice of improving the efficiency of the Railways. For
Instance, to meet the competition for suburban pessenger
traffic in certain cases, such as the Cepetown suburbs,
the train operation was electrified, more frequent services
were introduced, new stations bullt end on the Capetown- |
Wynherg line cheaper fares were instituted in April, 1929.
Fo regain goods traffic lost to the road, certain modifica-
tions in the rates were made and improvements effected in
the collection, transport end delivery of goods. Complaints
were redéited 'ith greater atténtion and publicity campaigns
carried out.

Thé first legislative step was taken when Railway
Reguletion No. 282 was promulgated. This regulation
enforced Seation 3 (b) of Act No. 82 of 1916. By this
segtion the Minister of Railways was empowered to differen-
tiate in the charges for wharfage dues on goods coming in
through harbours as between (a) goods imported by persons
end firms who contracted to have all their goods conveyed
by rail between any points where, in the opinion of the
Minister, there was compstition between rail and wagon or
other wvehiecle for the cohvayance of such goods, and (b)
goods imported by persons and firms who did hot so contract. 1l°

The regulation was gazetted on Junme 27, 1830. It im-

posed supplementary wharfage dues of 1/- per 100 1lb. on
goods. ..

1. This Aet was first introduced in the old Cape Parliament

in 1908 to meet the situation that arose from ox-wagon
competition. It was effectively used 22 years later
to meat competition from a mechanical wagon.
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goods imported into the harbours of the Union or South West
Africs. TheAaaditional'éh&rge was to be levied on those
who did not make contracts with the Administration. Over
7,000 such wharfage contracts were signed and the amount
collected in resbect ot the supplementary dues up to the
3lst March, 1931, was only £1,481.

"kl though the sstem of wharfage contracts is of
limited scope, it has; neﬁertheless, served a most useful
purpose in checking the indiscriminate use of competitive
road transport and in safeguarding railway revenue during
& period of finsncial distress." 1.

Another coercive device adopted by the Railway Admini-
stration was 'The Transport Reciprocity Clause' in its
tender forms. This clause provided that successful tenders
mst be prepared to have all their goods transported by
the Administration's sewvices -~ rail or roed.

Considerable public opposition was aroused by these
two measures and there is no doubt that they represent the
worst abuses of monopoly power, particularly by a State
department. They differ only in degree.from the ihiquitoua
system of secret rebates which was a common feature of the
American Railroed Companies in the last quarter of the
nineteenth century. 2-

- In 1929 the Government appointed the Road Motor Compe-
tition Commission to investigate and report on:
'(1} the whole problem of road motor competition end
its bearing upon the roead motor and the railway
services of the S.A.R. Administration having regard

(a) to the fact that the main transport system of
the/..

1. General Mansger's Report for 1931 (U.G. 37,1931) p.20.

2. These measuras were only stop-geps and designed to stay
the rapid fall in rewenue which was so accentuated by
the depression of 1829.



the country is state-owned, in which vast sums
‘of publie money are invested, and (b) to the
country's needs for its economic development; and
(2} a11 the measures, if any, which should bde adopted
for the batter regulation, co-ordination and con-
trol in the public interest.' (Terms of Reference.)
Many accusations were made by various public bodies
that the Commission was blased from the beginning and that
it was guided solely by the interests of the Rallways. It
was suggested that the terms of reference were such that
the recommendations of the Commission were formulated with-
out consideration of the evidence. The Report of the Com-
mission was, however, not completely one-sided. It is true
that the Commission seems to have &ccepted quite uncritiec-
ally the stock arguments urged in most countries for the
control and co-ordination of transport and the suppression
of 'wasteful' competition. On the other haﬁd it was admitted
that competition of private operators had done a good deal
to inorease the efficiency of the Railway Administration.
While granting that the Railways suffered under certain
dissbilities and that the competition was not 'fair® in
its incidence (e.g. motor transport did not contribute its
proper share to the maintenance of the roads), the Gommissién
expressed itself as resolutely opposed to a State monapoly
of trensport. "The evidence against such a proposal is,
however, overwhelmingly strong - in fact, almost unanimous....
Moreover we are satisfied that a measure of compeition in
public transport is healthy and desirable."™ 1.
The Cormission made the following recommendations,
amongst others, to Parliement:-
(1) There should be no monopoly of publie transport on
roads, & measure of competition being accepted as
healthy and desirsable.

(11} There should be remsonable control and regulation of
public/..

l,a -n oY R - I ]



public road transport, and, for the purpose of
exerclising control, a regulatory body - a Roead
Transportation Board - should be created with
definite functions and powers. This body should
be independent in cheracter, representative of
diverse interests, and free from politiecal control.

(1ii) 'Transportation areas' and 'tresnsportation routes'
should be preseribed by the regulatory body in and
over whioch areas and routes it should exsrcise oon-
$rol over all public road motor trensport. It is
recognised that in many sparsely populeted &reasf
the need for such control may not yet exist.

(iv} No one should be permitted to engage in any form
of publie transport by road in such ereas and
over such routes save under a 'public service
licence'.....

(vl A tcertificate of pudblic oconvenienece and necessity’
and the compliance with conditions recommended in
peragraphs 102 amnd 103 (provision of adequate third
party insuresnce, complisnce with published scale
of fares and time-tables and with wage regulations,
ete.) should be made prerequisites to the gramting
of a liecence to engage in any form of publie trans-
port in transportation areas or over transportation

routes." 1+

When the Motor Carrier Transportation Bill ‘to provide
for the control of certein forms of motor transportation
and matters incidental thereto' was introduced into the
House of Assembly, the principle of control met with prac-
tically no opposition. The recommendations of the Com~
mission were, iIn general, acaepted without mmeh alteration.
The Opposition Party did indeed meke & strong attempt to

secure/..

x. p. 54 para. 208 (f£)-(v].



secure the full politicel independence of the proposed
Transportation Board. 1

The Motor Carrier Trahqurtation Act (No. 39 of 1930)
was placed on the Statute Book on June 5, 1930, and camse
into foree on January 1, 1931,

By this Act a Central Road Transportation Board with
subsidiary local boards was esteblished and empowered to
Investigate any matter relating to motor earrier transport-
ation in the Union and to submit recommendetions thereon
to the Minister of Railways. In the original Act 'motor
carrier transpeortation' was defined as follows:-

'Motor carrier transportetion' means transportation
over eny public road for reward (&) of any person by
means of any motor vehicle (;) designed to carry more than
eight persons including the driver or (ii) not designed
exslusively for oconveyansee of persons and personal effects,
(b} of any goods by means of any motor vehicle &esigned
iholly or partly for the carriage of goods (other than the
personal effects of persons travelling thereon).'

Gn the recommendation of the Board, the Governor-
General may, by proeclamation in the Government Gezette ,
define any area as a proclaimed transportation srea and
any public road as a proclaimed transportetion route. Once
such areas and routes have been procelaimed any person
desiring to engege in the business of motor carrier trans-
portation in such ereas and over such routes must apply for

a motor/..

1. The recommendation of the Commission regarding the
removal of certain disabilities on the Adminlstration
was adopted by the enactment of the Railways & Harbours
Regunlation, Control and Management Act, 1916, Further
Amendment Act No. 40 of 1930. This empowsrs the Admini-
stration to engage iIn motor carrier transportation: pro--
vided that in respect of vehicles used for carriage of
goods by road within e muniecipal aree other than to end
from the reilways, the Admin. shall be liable for the
payment of any tax or licencee moneys levied on similar
vehicles by the loeal authority.



a motor carrier certificate to the Board or local board;
and anybody who operates without such certificeats, or other-
wise than in accordance with the provisions of the certirfi-
cate, is guilty of an offence. .

Local boerds ere appcinted for every proclaimed area
and for every proclaimed route other than a route falling
wholly or pertly within more than one proclalmed area. The
local boerd exercises similar functions for its own area
or route as are exesrcised by the Central Board for the arsas
under its Jjurisdietion. _

The main funoctions of the Board are (1)'to determine
from time to time the volume and nature of motor carrier
transportetion which shall be permitted to operate aver any
proclaimed transportetion route falling wholly or partly
within more than one proeclaimed transportation aresa;and
(2) to receive and consider applications rof motor carrier
éertificates for motor carrier transportatioh over any
such route and for thé amendment of amy such certificate
previously issued and in its d&iscretion to grant or refuse
such applications wholly or in part, subjeoct to the pro-
visions of this Act.® 1.

It 1s provided in the Act that the motor carrier cer-
tificate issued by the Board or local board shall specify:-
(2) Person in whose favour it is issued; (b) period of
issue; (¢) class of motor carrier transportation in respect
'herebrvit is issued and where sueh»transportaticn relates
to persons the class or classes of persons who may be con-
vayed under such certificates (d) the particular wvehicles,
identified in such manner as may be prescribed by regule-
tion, in respect whereof it may be issued; (e} the routes

along which or the area within which the vehicles to which
1t/..

1. Saeetion 5 (b) end (c).



it refers may be used in motor carrier transportation.

Murthermpore the Board or local bomrd is smpowered to
roqnira’tha holder of any such certificate (&) to operate
any vehicle to whiﬁh the certificate refers, solely betwaen
spacifiaﬁ Places and according to a specified time-table
{b) %o pubiish the scale of chargss accepted by the Board
or local board upon the grant of his certifieate and adhere
to such charges for a reasonable period of time eand (c¢) to
oampiy with sﬁeh further conditions as may be prescribed
by regulation. |

. In issuing certificates the Board and local boerds are
to be gulded by ﬁhe following general 'principles'. Firstly
when oonsidering an epplication the Board shall publish
p&rtioulara of the applicetion and afford a hearing %o
interasted parties. The Board is to consider whether the
applicant is likely to carry on under satisfactory condi-
tions regarding regularity of service, wages, etc; the
transportation requirements of the public on the partiecular
rbuté and existing tranépertation facilities; the nature
of transpoftation to which application relates and the
reasoﬁahlgnass of the pfuposed eharges;‘uhether thé trans-
port to wﬁich appliecation relates will adversely affect or
assiast any other transportation tacilities‘and whether it
can be co-ordinated with such facilities 'in & manner
which 1s economlcally sound and advantageous to the public;
any other raotors:whiéh in the opinion of the Board may
arfeét the question wheﬁher it is desirable to grant such
application; the:viyus of any affeocted local authority.

It is quite easy to see from the nature of these
detailed instruetions that the Board was intended %o give
the fullest protection to the Railways and this is borne out
by the poaitivé‘injunction in Seetion 13, Sub-section (3} - -

"Whenever any transport facilities in existence within

&nyf..



any area or over any route, are, in the opinion of the Board
or local board concerned, satisfacetory and sufficient to
meet at a reasonable charge the transport requirements of
the public within the area or the route, the Board or loeal
board shall -not grant any certificate in respect of any
motor carrier transportation within substantially the same
erea ar over gubstantially the same route with such trans-
portation faeilities.™

The period for which a eertificate may be issued shall
hot e:oeed S5 years; provision is made for renewal and for
the issue of temporary esertificates in conneetion with par-
ticular events. Appeals from the local board to the Board
are also provided for in the Act.

The powers, thay entrusted to the central and local
boards are very far-reaching. They sxercise prasctically
eutoeratic eoﬁtrol over motor carrier transportation and,
gs shall be shown below, they interpreted their instruo-
tions to imply the almost total suppression of competition
between private transport operators and the Railway Admini-
stretion and between the operators themselves.

By Seotion 12 of the Act, however, the boards were
compelled to issue certificates to any person who, on
dJanuary 1, 1931, was oceupied in any motor carrier trans-
portation in any proclaimed area or toute and could satis-
fectorily prove that on February 28, 1930, he was engaged
on substantially the same transportation and afforded sueh
transportetion efficiently and at a reasonable charge.

S8uch certificates were made subjeot to review after 6
months and then might be amended or cancelled if the trans-
port faeilities were iIn excess of public requirements.

Section 15 makes it illegal for any person who heas
been issued a certificate to refuse,without sufficient
reason, to convey any person or goods which he is authorised
to carry. Further it is illegal for him to depart from his

published/..



published tariff of charges (if any) or to meke & higher or
to make a higher or lower chérge then hs ordinerily makes
under similar circumstances. Remuneration in kind is pre-
hibited. This is probably the most veluable sesction of the
Act. It imposes something simliler to the "common carrier”®
principle on the transport company and prevents the use of
diseriminating monopdly power as between different purchasers.

It is the more valuable in that, as we shall see
below, & large measure of local monopoly is granted to such
companies. The Aet provides for adeguate seeu:ity against
loss of third parties and also lays down that no member of
the Railway Administration is to serve on the Board or local
boards. This is an important prineliple for securing impar-
tislity of the boards' declisions, but in practice the Admini-
stretion had no need for representation to secure almost
complete absclution from motor carrier competition.

- In his report for the year ended 3lst March, 1931, the
General Manager of the S.A.R. noted that, "Owing to the
adverse effeat of the trade depression upon traffic returns
it is not possible to give comparative statistics_indicating
the extent to which competition with the railways has dimi-
nished during the year under review, but from general observa-
tions it can be stated that the railway revenue has benefited
considerably and will still further improve as the provisions
of the Act come fully into effect." 1.

It is pointed out that the protection afforded for six
mnnthé to those already engaged in transportation would
lepse after July 1, 1931, and thet the 'present unrestricted
competition in the proclaimed areas will then cease!. It
would, however, be a bad mistake to imagine that the General
Manager was satisfied - like Qliver Twist he eried for more.

Within/..

1. ‘
(U.GQ 3?, 193],) p:w 21»



Within the terms of the original Act, the conveyance
of any goods sold or being conveyed for sale by the seller,
by a motor vehiele bel@nging to him, in the course of the
delivery of those goodélto their purchaser or to the place
of sale or by a purchaser himself, did not constitute con~-
veyance for reward. This report for 1831 stated that the
exclusion of such transport from control had led& to & rapid
increase in the mumber of vehicles owned privateiy by firms.
Many people engesged in the business of motor carrier irans-
portation evaded the Act by taking out trading licences so
es to represent the goods carried as their own property.
The view of the General Manager was that "the transport of
such goods (commodities of regular and quick sale) over long
distances in the course of frade distfibution is esaentialiy
the transport of public traffic ..... 'Hired' long-distance
public road transport will eventually disappear and be
superseded by long-distance road transport operated by the
traders and distributors themselves™. - This Report elso
complained of the growing practice of using seven-sgeater
taxis to operate regular services between defined points &nd
therely eveding the necessity of taking out a certifiloate.

When the next Report of the General Manager sppeared,
the review of sertiflestes issued under Section 12 had been
mede by the Board and the elimlnetion of many services 1is
reflected in this Report.

"During the year under review, railwey revenue bene-
fited considerably, &s a result of the action teken by
the Road Transportation Board and sﬁbsid&dry boards qppcinted‘
under the Motor Carrier Transportation Act to eliminate road
transport services in excess of public requirements."™: 2.
The Repoft continued thet theas benefits in the easa‘or
pnsaenger’traific were being increasingly nullified by the
use of saven-sester taxi-cabs, especially in the Transkeian

territories/..

1. Iid. p 22 (in Report)
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territories, as omnibuses and, in the case of goods traffic,
'by the increasing use by traders and industrielists of
their own motor wvehicles for the carriage of goods over
wide aress adequately served by railwey’. 1.

Under pressure from the Railway Administration and
the Road Transportation Board, an emendment Act was passed
by the Govermment which extended the scope of the defini-
tion of 'motor carrier transportation'. By the Motor
Carrier Transportation Amendment Act, No. 31 of 19838, the
definition was altered as follows:-

'Motor earrier transportation' meens the conveyance
of any person or any goods on any public road by means of
any motor wehicle, (i) for rewsrd; or {(ii) in the course
of any industry, trade or business of whatever nature; or
(111) by means of a motor vehicle the use whereof has been
obtained for reward, provided that -

(a) conveysnece of farm products by their producer by means
of a motor vehicle belcnging to him; and

(b) conveyence by a farmer of his own farming requisites
to the place where he intends using them, by means of
any motor vehicle belonging to him, and

(¢c] comveyence of not more than seven persons simultsneously,
inecluding the driver, and of personsl effeects, and of
any goods intended for their own use or consumption,
by meens of any motor vehlcle designed or intended for
the conveyesnce of not more than seven persbna, if such
vehiele is not used for regular cenveysnce of persons
for reward between partioculsr places where reasonable

fecilities are aveilable for their conveyance over the
greater portion of the most practicable route between

such places, by railway or by mesns of any motor vehicle

issued with a motor ocarrier certificate. cesecrensne
shall/..

1. u.6.38, 19032, p.37.



shall not be regar&ed as motor'oariier tfansportation for
purposes of this Act.' X.

The effect of this was, of course, to bring the trans-
portation by merchants, industrialists, etc. of their own
goods within the control of the Road Transportetion Board and
to place some restraint on the evasion of the law by the
texis operating as omnibuses. Exemption from the obliga-
tion to take out a certificate mmst, however, be granted
'(a) for eonxéyanee of goods within any ares defined by

reguletion (which may be determined differently for

different classes of transportation or for different
localities) by their seller for delivery to their
purchaser, or by the purchaser or owner to the place
where he intends to sell, use or store them, or by any
person to any plece where he or some other person in-
tends to exhibit them, by means of any motor vehicle
belonging to the owner of such goods or to the person
conveying them; or

(b} for conveyance”ar goods by their owner from any place

| to the nearest rallway station or town by means of
any motdr vehicle belonging solely to such owner.'

Farther, exemption to take out a certificate may be
g:antéd for the conveyance of goods in the area of juris-
diction of a eity council, town couneil, etc. with a popu-
lation of not more than 20,000 persons; or goods by any
motor vehicle acquired by a local authority for reweard
within the ares of jurisdiction of such body; or ferm pro-
ducts from ferm to the nearest town; or to parties of stu-

dents, sporting teems, eto. If no reasonable facilities are

provided/..

1. g may be mentioned that hospital embulanses and *con-

veyance of any coffin or corpse for burial' are also
expressly exsmpted from having to obtain a certifiecate.



provided by the Rallways or aslready certified motor vehiclaa.l'

Thus this amendment led to still further restrietion
of road motor transport. The General Manager's Report for
the year ended 31st March, 1933, noted a markﬁ& reduction
in road trasnsport competition but ocompleined that there was
still a great deel of evasion of the iaw by taxi operators.
The difficulty was to prove to the satisfaction of the Court
that the teaxi was maintalning a regular service between the
defined points. In Netal 'hundreds of motor cars are being
operated parallel to railway or road motor services'. g'
But even after all the hard work of the Transportation
boards, the General Masnager could still not find peace.
From the dim past the spectre of the ox- and donkey-wagon
had arisen, again to plague & harassed General Manager of
Reilways.

"With fegard to animal transport competition, owing %o
fi nancial stringency and other hardships a large number
of the poorer type of farmer has resorted to animal trans-
‘port riding as a means of livelihood. By reason of the
extremely low rates charged by these operators, ...... the
volume of traffic, mostly high-rated, filched from the
railways by these cerriers has assumed considersble pro-
portions."” 2.

The follouing Report reviewed the position brought
about by legislative action. "In the anmual reports for
the last two years it wes indicated that uneconomic competi-
tion with the Reilways by road motor wvehicle had been re-
duced to a minimum and that the position generally, in so
far &8 road motor transport throughout the country is con-

cerned, has bedn,plaoed on & mach more satlisfactory basis.” 3.

At/..

1. By this ket Section 16 of original Act, which provided
for adeguate third party'insurance, was repesled.

2. y.¢. 34, 1933, p. a1.

3. y.q. 37, 1834, p. 27.
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At the ssme time the request for more effective con-
 trol of texi oparators, the re-enactment of Section 16 of
the original Act relating to compulsory insurance and some .
measure of control over animgl-drewn trensport was repeated.
By this time it 1s not surprising to find the General Maneager
contemplating the ides of soclelism - all transport, road,
rall, sees and air, should be placed under a Minister of
Eransport and the mein road serviees should be nationalised.
Ths reesons put forward by the General Manager Pr the
growth of animal-drawn transport were: (1) exploitation of
operataers (2] out-throat campetition amongst transport-
riders and (3) uneconomical transport charges. But feeling,
perhaps, that the economlic arguments were not sufficiently
strong, the General Manager, with delightful nalivete, assumed
the mantle of the Sogiety for the Protection of Cruelty to
Animals. Transport riders are eacoused of harsh treatment
of the'little grey donkeys' and pitiful stories of suffer-
ings releted. In fact the only reason not given is that
some of the retes on the railways are so high as to permit
the successful competition of the alow;mdving, old-faeshioned
donkey-wagon. 1.
The/..

1. When gcertain transport compenies in municipslities started
to Intrpduce treckless trams, the difficulties of the
locel boerds in suthorising temporary departures from sche-
Quled routes by the Buses during the changs-over were
Iikely to prove so administratively great that a further
amendment Act, Aot No. 20 of 1934, was passed. It autho-
rised the Governor-General, on recommendation of the Board,
%o suspend 'wholly or partly the operation of any provision
of the Aet, either throughout the Union or in relation to
any particuler proclaimed tramsportetion aree or route'.
This power was given for a year but wes subsequently ex~
tended for a further yeer and agein until May 31, 1937, du-
ring the last Parliamentery session though not without some
demand for a cohplete review of the whole legislation., This
emendment Act is an astounding instance of what Lord Hewart
has called the 'new despotism'- it gives the Board, and
through the Board the Minister of Railways, the power to
make regulations of the most far-reaching chsracter wihhout
eny need to consult or obtain Parlismentary approval.
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The extraets above that have been taken from the annual
reports of the General Manager of the Administration are
strong evidence that, 1f proteetion of railway receipts are
accepted as the criteria, the legislation has been most suc-
cessful in echieving its object of eliminating 'wasteful com-
petition' and the 'duplication of unnecessary services in
excess of public needs'.

The reports issued by the Central Road Transportation
Board provide the material from which it is possible to give
some idea of the position of privete road transport operators
and of how far competition with the Administration hes been
suppressed.

By Proclamstion No. 210, 1930 (published in Government
Gazette of Septembar 26, 1930} fourteen transport areas were
proclaimed with headquarters at Beeufort West, Bloemfontein,
Capetown, Durban, East London, Johannesburg, Kimberley,
Mossel Bay; Pietermaritﬁburg, Pletersberg, Port Elizabeth,

Pretoria, Umtata and Zeerust.

The following public roads were defined as proclaiméd
transportation routes:; 1.

Between (1) /..

1. Since January 31, 1932, the following additional routes
have been proclaimed. The public road between Capetowm
and Kimberley via BDurbanville, Wellington, Beinskloof,
Ceres, Karroo Poort, Buikesfontein, Elandsvlel, The
Bosch, Calvinlia, Williston, Advanece, Cernarvon, Psmpoen-
poort, Victoria West, Hutchlinson, Merwefontein, Richmond,
Verborgenfontein, De Put, Britstown, Andrasisvlel, Priesks,
Niekerk's Hoop, Griquatown, Campbell and Sehmidt's Drift.

- Publioc road between Bast London and Bloemfontein
vla Stutterheim, Bolo, Great Kel Drift, Tsomo, Engcobo,
Coghlan, Klliot, Cala, Askeeston, Lady Frere, Queenstown,
Bailey, Sterkstroom, Molteno, Stormberg, Steynsberg,
Ventersted, Bethulie, Orange Vliel, Edenburg and Bethany

By Proclamstion No. 134 of 1933 & transportation
erea for S.W. Africe ecomprising the megisterisl distriects
of Gobabis, Karibib, Okshandja, Omaru and Windhoek was
proclaimed, and a route defined between Halbshche and
Windhoek vis Marientel, Swartmodder, Hanover and Dordabus.

Minor amendments of these proclametions have bheen
made. Certaln areas have been deprocleimed and the 're-
lessed' districts added to existing prooclaimed areas ar
routes. These adjustments have deen mmde for sdministrative
parposes and not to reduce the areas under the control of
the Board and the loecal boards.



Between (1) Mossel Bay and Beaufort West;
| (1i) Rest London and Umtata;
(1i1) Durbem and Johemnesburg;
(iv) Durben and Middelburg (Transvaal);

(v) Johannesburg and Louis Trichardt (via
Pretoris);

(vi) Germiston and Pretorie (vie Irene);
(vii) Zeerust and Pretorias (via Rustenburg);
(viii) Zeerust and Johannesburg;
(1ix) Lichtenburg and Johannesburg.
By Proclamation No. 211 of 1930 &ll motor carrier trans-
portation, as defined, after January 1, 1931, over these
routes and areas Is prohiblited unless a motor carrier certi-

fieate sanctioning such transport is issued.
The areas proclaimed included all the towns with &

population exneéding 20,000, such a&s Cepetown, Johannesbhurg,
Durban, Bast London, Pietermaritzburg, Port Elizabeth,
Kimberley, Bloemfontein, Pretoria, Springs, Brakpsn, Benoni,
Boksburg, Germiston, Krugersdorp, Roodepoort, Marsisburg and
Randfontein, where the valume of passenger transportation in
each, according to the Board, ‘made it imperative that the
control at which the legislatire aimed, should be exercised. 1.
The proclaimed routes covered almost every mile of railway
iine in the country and on these routes the Board concluded
that road transport should be subject to control, since 'it
was found that many carriers of goods conducted frequent
services........ and that these carriers catered mainly
for commodities classified in the higher railway rates.'

Below a table is given to show the number of ordinary
motor cerrier certificates issued by the Board and the looal
boards. The procedure which the Board followed in pro-
claiming an area or route was to visit the distriet and
hold meetings at which the views of interested perties were

| heard/..

1.
First report of the Central Road Transportatlon Board
(F.G. 21,1932) pp. 7 & 8.



heard. But throughout the reports of the Board no definite
principles, on which decisions were based as to what consti-

tuted 'in exoess of publio requirements’, are laid dowmn. 1.
TABLE ¥
GRDINARY ANNUAL MOTOR CARRIER CERTIFICATES ISSUED
| BY BOARD AND LOGAL BOARDS.p,
Y. ” bu - . 1
j[‘:))\{ §PA3 ES 5 ::Gl.iré ® p:;;; HP{%T_?S? = f&?{?c?_zg ot P\L*"S

Jast :?six%z'rf&; 1930 19%2) 1933119 301931 | 1932 1933 930 JJa3t | 1932] 1933 1924
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BrocnronTein || 29 | 35 Hlw Wazierte3 Y i | 76 66| 2T 42032002 8) 53167
CAfeEToNM 277 Vs L oldos || 42 1002768 38812 OI9)\ 4981572 [[193] 767 1/01Le | 1165
Durean 713 Vst zsinsy 378 70 G 5 138413361336% 39015%| 490\ 480\ 500
east Lonpon {| 27} .23 20] /7| 34) 34\ 4114357 52| 7| 78| /67| 132] 141
Towannessore (257 (250 ey |asol| 76| 3 N - brolam|sseloreles| 667 wosli3z
KimeerLeY 13 «l 3«3 22l43|38 j68| 24| 73] 70 |ros| 49| bo| 57
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PreteamariTzeorfl 4| P /21240 20 ~ | ~ | -~ K29 32) 29| 3 || 35| Lt «l [ 55
*POETERSSERC A Bl A e B 22 I A
Port Eizasera || 981 82| w2l 4 31— | | - [2oA 100|135 r55) 310) 262 2/0| 239
- RETORIA TH 61| 45|5T | /6 | 831 63| 2 | 85| ou) 0| 106||72) 2u0| /68 /E6
" Unrara sl-1-1 2ol - -] -¥3f-1-1|- {66l -|-1|-
* ZeerusT o - | -t 2] - - G -] -] - loE |- -
° WinoHok K = o 3 AT- | - 20 2 - - 3849
T OTALS 1001 | 910 §:36|867 |44 530|54\952 22 204/ 9562757 Pt 480 364/ Y167

X Deproclaimed in October, 1931 and included in other areas
or bmwught under procleimed routes.

d Proclaimed in 1934 end brought under Act.

These figures show a decline in the number of certifi-

cates issued for passenger and goods vehicles from 1931 to
) ' 1935/0 .

1. In Victoria, Australia, in the Aot of 1833 it was pro-
vided thet if the Boerd refused to grent a license to the
appliocant, it could be required to give In writing its
ressons for refussl. These written'decisions’' constituted
the chief sources of the prineiples of the Board. This
legel provision is an important point im adminigtrative
jurisdiction as it tends to seeure that the body con-
cerned will be galided by & definite set of recorded

decisions. This provision was leter repealed.

meﬁ from annual reports of Central Road Transportation

3.



1933 and then a change upwards for 1934, especially in the
case of goods vehielea. The number of dual-purpose vehiecles
increased steadily throughout the peried but such wehicles
usually have a relatively small ecarrying eapacity both of
passengers and goods. These statisties do not shew the
full measure of restrietion imposed by the eontrolling
authorities.

In the first place it is likely that many carriers
who néd operated services did not bother to apply for cer-
tificates to the Board or local board in the belief that
such applications would be refused. It seems that there
was quite a widespread feeling amongat small operators that
the Board was,in fact, merely a tool of the Railway Admini-
stration. This supposition is borne out by a statement in
the Report of the Central Board for the year ended 3lst
March, 1934. "It 1s also a fact that a considerable number
of carriers who had,prior to the passing eof the Act,operated
spasmodic services over these and other routes never applied
for certificates, realising no doubt that the nature of
their servigces ruled out any question of protection. An
instance of this was seen on the Transkel route where, piior
to January lst, 1931, there were over 60 vehicles operating
between East London and the Transkei, while the applications
for motar cerrier certificates in respesct of that route
related to less than a third of that number.” 1+ In his
Report for 1931 the General Manager of the S.A.R. also noted
that the growth of competition had been arrested in part by

anticipated effects of the Aet. All this implies that the
numher of operators before the Act came into force was
greater than the initial number of certificateé issued
under Section 12 of the Act indicates. It implies, further,

that/..

l‘(U.G.ao, 1934) p. 9.
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that many dpgrators who were operating apparently on a
profitable_b&sis and others who oonsidered ﬁhat the motor
carrier business offered a profitéblé fiéld for investment
Ieré diverted Ifoﬁ it into other less profitable venturses.

Furthermoré wheh certificates were issued, the condi-
tions 6f issue often, in fact, resulted in & large measure
af protection heing afforded to the Railway Administration.
In many cases the frequency of operation was reduced, in
other cases the actual length of service permitted was
curtailed, i.e. the service was only allowed to function
over & portion of the former route. Many certificates, too,
were 1§sued to operators whose services were diverted into
the so-called co-ordinated services. Another device ussd
by the Transportation Board to suppress competition without
reducing the sctual number of vehicles was to enforce &
certain scale of fares or rates on the operator. The
tariff waes so fixed as to eliminate the 'undercutting of
railwey rates classified in the higher classes'.

By Section 12 of the Act, it will be remembered, the
Board was compelled to issue certificates to earriers who,
prior. to February 28, 1930, had operated regulsr services.
After June 30, 1931, the Board had power to review such
c@rtific&tes and reduce their number, if so desired. Un-
fortunately no clear statistical statement was given by
the Board of the position after the review. It would de
too tedious to reproduce the whole compliceated statement of
the Board of the review but certain instances abstracted
from its first report will indicate the drastic manner in
which the review vas“carried out.

On the East London-Umtate route 5 carriers had been
issued with 8 certifiaétes for through goods services. On
review the number of vehieles was reduced to 4 and the fre-
quency of 2 services from two trips per week to one. When 

renewals/..
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renewals for this route were considered for 1932, the
Boerd decided that there was no necessity for through
road transport between the points specified and the appli-
cations were rafused.

Under Section 13,,9 certificates had been issued for
the Durban-Piatermgritzhurg route in terms of which daily
services were operated in respeet of all claases of goods.
on review the Board cancelled all the certificates but car-
riers were authorised to convey furniture and household
effects. In Januery, 1934, applications relating to the
conveyance of all clesses of goods were refused.

Qn.the Johannesburg-Pretoria route applications from
20 operstors had been granted under the relevant Section.
Sixty,nertifieates were issued - 44 for goads of all classes,
16 for furniture and household effeets only. As a result of
the review all carriers emgaged in the trensport of furni-
ture were granted certificates but only 5 certificates for
goods, all classes, were lssued. When applications for
renewal were considered for 1932 a&ll applications for con-
veyance of goods, all classes, were refused but the removal
of furniture was again authorised.

On the same route a passenger company was granted 6
certificates. At the review stage the Board authorised the
continuence of the service but ordered alteration of the
time-tables, prohibiting the running of 'buses in close
proximity to the times of departure of fast trains between
Johannesburg and Pretoria. B _

Local boards carried out & simller process of elimina-
ting 'waateful ocompetition' and bringing about a 'stable,
'ell-hqlancad system of transport'.

The posiﬁion at the beginning of 1932 was as follows:-
"At the review stage which covered the period July to Oétobéf,
1931, this cbmpetition was considersbly feduced, and when -
applications for renewals of eertificates were made to the

Board/..



Board smd local boards during December, 1931, and January,
1932, competition was further reduced. The process has been
oontinued in respect of applications for certificetes for
the current yeer and further curtailments of services heave
been effected in those eases where 1t was found that an
unnegessary duplieation of service existed.

"But it would not be correét to say that all wastaful
oompetition‘had been eliminated and that a condition of
stability hes been reached. Adjustments will from time to
time become neaessary; the principle of co-ordination will
have to be spplied further in certain ceses and the elimin&-
tion of those competitive services which cannot usefully be
co-ordineted will have to be considered. The ma jority of
those 'original’' operators have, however, been restricted
to areas or routes where they &re employed in effording
useful services." 1-

From the beginning of 1932 the Board began to 'co-ordi-
nate'. 'Co-ordination', megic word, apparently meant that
if & road service oould be so diverted as to act es a feeder
to the services of the kdministration; then the service was
co-ordineted; if not, then the service beceme 'unnecessary
duplication’' and 'in execess of pudblic needs' amnd hence
eliminated.

The Report of the Board for 1934 stated that in the
case of operators whose competitive services were disoontinued,
they were 'wherever possible diverted into spheres where a
much needed service could be rendared by co-ordineting their
transport operstions with the Administration's reil or roed
motor services or with other previously existing private
services........ In most cases the carriers whose services
wore 80 co-ordinated ere todey engaged in supplementing the

reil/..

1. Report by the Transporation Board for year ended 3lst

March, 1933 (U.G. 20, 1933) p. 8.



rall service by means of feeder lines radiating from rail-
hesd into areas not served by rail.™ 1.

Bor the year January, 1933, to December, 1932, the
loeal board at Gapetown granted $67 sppliecetions out of
1130 end the number of passenger 'buses coperating in the
area was reduced from 279 in 1931 to 167 in 1932. 1In
regard to goods transportation, 'the local board has adopted
the principle of co-ordinating rail end road transport and
hag by this means considerably reduced the exeess of facili-
ties aver requirementa of the publie'. 2. Iniem euthority '
to operate was sought fer 672 lorries for through transport
between Capetown and outlying distriets as far afield as
Calvinia, Sutherland, Worcester and Bredasdorp. During
1932 only 67 spplications were msde to the bhoard, dae in
the board's opinion to the fect that "operators had become
acoustomed to and had acecepted the system of co-ordineted
transport which had been iniroduced."® 2.

The effeet of the original Act was, &s stated &bove,
to lead to a sherp incresse in the use of seven-seater taxis
as oonibuses end in the use by merchants, traders, industrial-
ists, etc. of thelr own transport.

"In ecaertain parts of Natal the position hes beeome so
acute that it is no exaggeration to say that a condition of
cheos exists. In a report submitted to the Board reecently,
it was stated that there were literslly hundreds of motor
cars, five- and seven-seaters, so old and d@ilapidated that
oche wonders how they were ever passed by the vehiele in-
spectors, on the road earrying natives from Durban to &ll
parts of Natal and Zululend. Hundreds of these emrs had
actuelly been seen to leave with anything up to 9 or 10

natives/..

1. y.e. 30, 1934, pp. 9, 10.

2. u.e. 20, 1933, p. 24.



natives in each and in addit}on carried goods of all des-
eriptions on the running boards.™ 1.

"It has come to the notice of the Board that in recent
months hundreds of motor wehicles have been acquired by
merchents and are being operated from inlend centras to and
from the coast." 2 | _

Competition, like marder, will out!

By the Amendment Aot 'vehicles operated by merchants,
manufacturers, industrialists, traders,building contrsctors
and by all other conecerns in the course of their commercial
and industrial ectivities' are sub jeet to the provisions
of control. At the same time, the Board was compelled to
grant exemption from the obligation to take out a sertificate
in respeet of the conveyance of goods 1n the course of a
businesa, trade, or industry within areas to be defined by
regulation.

It thus became neacessary to deflne such areas. The
Board proposed that in general the normal area of exemption
should be the magisterial district, but in the case of &
few centres the Board suggested that larger areas, com-
prising two or more magisterial districts, should be defined.
After consultation of various interests and visits to the
larger eentres, the Board issued Motor Carrier Regulations
(Gowt. Notice No. 1028, dated August 10, 1932) and the nor-
mal exempted areas were defined with minor alterstions as
suggested by the Board.

Special provision was made in the regulations for
wider exemption in respect of the oconveyance of newspapers,
builders’' plant and seaffolding and commercial travellers'
samples; & genersl provisioq was made for the grant of

| wider/..

1. g.6. 21, 1932, p. 24.

2. 9.6. 21, 1832, p. 25.
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wider exemption if, in the opinion of the Board or local

board, any goods must necessarily be conveyed by motor

vehiole.

defined area were, of course, automatically granted.

Applications of those who required exemption within the
In

gertain cases the Board granted exemptions beyond the normal

defined area, e.g. (1) conveyance of assembled radio sets,

electric stoves and elestric refrigerators, (2} conveyance

of tools and spare parts in conneetion with the installation,

meintenance end repair of asgricultural or industrial plant,

(3) conveyance of boring apparastus, (4) conveyence of road-

making materials (tar and bitumen) in speclally constructed

gpraying tenks. 1.
ying
TABLE ZVI
NUMBER OF EXEMPTIONS ISSUED 1832 - 34. 2.
1932 11933 | 1934l 19321 1@33 1 19348 1932 1933) 1934} 1932] 7933| /9344 /932,) 1933 1934
CENTRAL ROAD BLOEMFONT EIN CAPETOMN . DURBAN | EAST LONDor
TRANS. ROARD BOARD ROARD RoARD BOARD
};;;,hmhons /48T | b3 266 || 96 | 212 | /65 525 | s605 | 1963 536 765 | TF0 B 343 fuk ] 406
Vchlcr!;fve T8 3875 4382\ 119 | 2us | /96 || 2060 | 2073 | 2608 795 | 1053 | oo | 398 | 408 | S04
V‘“eiffwed 2uuS | 38U0 14325\ 109|234 | 191 N /926 251 | 2598 792 | r0s0 | 1095) 36T ) 407 | 44K
TOHANNES BURG KIMBERLEY PIETERMARITZ BURG] PORT ELIZABETH PRETOR/IA
BOARD BeARD BoARD BosRD BOARD
N . ) a
;,g%.aap;ong 798 | 1530122240 1251 166\ 29| 2G| me| #T|| 230 | 389| wbk)l 313 4% sk§
‘ .
b hved 113452230 | 3087\ 9 | 57 | 238 | ss7 | srr | w7 252 yor| s#2 | ssw| Go3 | 664
hides hed  |1277 | 22403 \3045 || r0cs | 187 {2ty § 129 | 77| 9 | 234 460|561 ) 395|568 655
WiNnoHo X GRAND TOTAL.
BROARD
No-
aptheakions | — | 62| 63 5579|§227| 7750
Vebicl el i
© I':u;fvad - b2} 63 £333 //)’55’@ /3, 54t
engied | T | s8] 63 75401 435\/3,387

1. Some of the factors considered by the Board when

2.

deciding applications for wider exemption sre (as
ven in its second reporti:~
&) need for personal supervision of goods in transit;
(b} contractusl condition of installetion by the owners'
mechanics or engineers, .
(e¢) the inharent properties of certain goods, which
require conveyance in specially constructed equipment.

Compiled from annual reports of Central Road Transportation
Board.
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These figures of exemptions granted include those
exemptions granted to farmers conveying their own produce
from farm to nearest station or village or from stetion or
village to farm. The figures, however, refer in the main
to exemptions granted to merchants, traders, menufacturers,
atc. and the rise in the number granted reflects the increased
use of their own roed transport with the revival in trade.

It mast be remembered that within the exempted area, the
Board or local board was compelled to grant exemption.

In the report of the Central Board for year ended 3lst
March, 1934, statistical tables are given of the annuel
motor carrier certificates issued and the following conclu-
sion arrived at:- | ‘

"These statements indicate that while the aggregate
number of certifiocated vehicles fluctuates from year to
yaar}there has been no sharp diminution and support the
Board's contention that the number of vehicles for which
cartificates have been refused is relatively small and
that most of the original carriers are still operating
today." |

This gives the impression that the Board has granted
only a moderate amount of protestion to the Rallway and
that there &ill remains a large measure of competition
in the transportation industry. Comment has been made above
on the figures but it will emphaéise the practical monopoly
acquired by the S.A.R. Administration. if the methods of
suppressing rosd motor competition are stated again.

Even in those cases where certificates have been
issued, this does not mean that oPerators.were allowed to
continue their businesses a&s they had done previous to the
institution of the Transportation Board. In the majority
of instances their services were diverted and co-ordinated
with the Administration's servicees; in some instances opera-

tors/..

p. 12.



tors have been restrieted to only a portion of thelr former
route; the frequency of the service has been curtailed

(an example has been given above where 'buses were prohi-
bited from operating at the same time as the fast trains)
and minimum charges fixed. The control of motor-vehicles
operated by merchants in the conveyance of their own goods
was, @as the Board itself admitted, 'a far-reaching departure
from the existing provisions of the original Act'.

If the increéee in the number of exemptions issued
over the period of three years is indicative of a growing
preference by merchants for road transport, then it is
reasonable to expect that fer from a 'sharp diminution'
there would héve been a sharp increase in the number of
annual certificates issued. It is certain that &uring the
recent revival in trade, if there had been no controlling
authotity there would indeed have been great activity in
the motor carrier tfansportation industry and the fact that
the mumber of certificates issued to operators has remained
fairly stable is in itself strong evidence of the eliminstion
of competition. |

At the present time the Administration has still to con-
tend with the campetifion of the seven-seater taxis and of
enimal -drawn transport} The Adminlistration,with the con-
currence of the Traensportation Board, is pressing strongly
for wider powers of control over both these forms of compe-

titiva transport.



RATLWAY MANAGEMENT & RAILWAY RATES IN SOUTH AFRICA.

In South Africa with its long distances, sparse popula-
tion and bad roads it is obvious that the competition of
road motor transport could not have seriously affected the
Rellways and that any effect 1t might have had was due to
& retes structure, which bore little relation even to the
aceepted prineciples of public utility eharging. There is
abundant evidenae that the fundamentel reason for introducing
the restrictive legislation was, in fact, to proteet the
rating policy of the S.A.R.

The Departmental Hallway tariffs inquiry Committee, 1930,
wrote: ;

"We thus arrive at the conclusion that, if road motor
competition is allowed free rein, it can deeide the main
feature of the rates policy of the S.A.R. and, what is much
worse, can force the Administration to carry out a rates
policy which is directly contrery to thé general interests
of South Africa, and also contrary to the injunoctions of
Section 127 of the S.A. Act. We attach great importance
to this point and would direct speclel attention to it as
it appears to constitute a very strong argument in favour
of the proposed legislation." 1.

-Xn introdueing the bill to prowvide for the control of
road motor transport, the Minister of Rellways advanced
three reasons for the desirability of control, one of which
was:-~ "our whole rate aystem is built upon a basis that
highly-paying traffic must pay a high rate and low-paying
traffic, like egricultural produce and base metals, should -

pey/..

1. p. 16 para. 81.
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pay & low rate.™ 1+ {,a, the reason was to protect a
particular rateé structure.

It thus beocomes necessary to examine the management and
rating policy of the S.A.R. at that period (about 1928-1830).
In an &rticle entitled "Reilway Rates and Road Competition
in South Africe", the author bluntly stated, "Moreover,
Parlismentary control has distorted rate pollicy and reduced
operating efficiency to such an extent that the railways
lack the capelty of privately run enterprise to meet the com-
petition that has arisen. The traffic has changed in nature
and direoction, and the changes in the degree of disorimina-
tion in retes between different classes of goods and dif-
ferent lengths of Journey have not met the new conditions.
Competition has increesed, and at the same time the railway's
capacity to withstand it has been reduced by political
policies which have contributed nothing té efficiency of
operation."” 2.

When one wishes to investigate reilway management in
this country, one turns naturally to Professor Frankel's
book, 'The Reilway Poliey of South Africa since Union’'.

The following information is taken mainly from this work., °¢

When the provisions relating to the 8.4.R. in the South
Africa Act were drawn up, it seems fairly certain that the
fremers of the Act intended to devise a form of managerial
control, similar to that which had so succgessfully operated
in the case of the Central South African Reilweys, which
woﬁld avolid the possibility of political interference in
what was to be essentially a business undertaking.

From the outset, however, the Railways &and Harbours

Board, which was to exerecise 'subject to the authority of
the/..

1. Hon. C. W. Malen col. 3671 House of Assembly Debstes,1930.
2. Round Table No. 77, 1929, p. 185. -

3. It must be noted that I am nbt here concerned if conditions
have changed for the better or worse at the present dey; I
am concerned with oconditions relevant to that period 1928 -

1930.
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the Governor-General-in-Council, the control and manage-
ment of the railways, ports and harbours of the Union’,

was regarded as a purely advisory body to the Minister of
Railways. All real power wes withdrawn from the Board and
‘this apparently wilful miginterpretation of the South Africa
Act was given legal effect in the Amendment Act of 1916.
This Aot stated that 'the working and management of the
Railways and Harbours shall, subjeet to the control of the
Minister, be carriaed out by the General Manager, who shall
be governed& by such regulations as the Minister may from
time to time freame after consultation with the Board.3 Thus
the railways, from the very beginning, were subject to that
political interference and pressure, which has always bheen
the strongest argument against state intervention.

Seotion 127 of the S.A. Act laid down that, "The
ralilways, ports and harbours of the Union shall be admini-
stered on business prineciples due regard being had to agri-
cultural and industrial development within the Union....".
The whole tone of the relevant clauses is such as to leave
little doubt that the eamphasis was placed on 'business
principles'. Note, for instance, the safeguards provided
against the building of branch lines so as to .win political
fevour. The Board was charged with the investigation of
every proposal for the eonstruction of any new line and if
Parliament should over-rule the negative deecision of the
Board, then the annual loss on the line as estimated by the
Board was to be met from the Consolidated Revenue Fund. By
Seetion 131 of the Act, if the Board is required by Parlisament
'%o provide any services or facilities either gratuitously or
at a rate of charge whieh is insufficient to meet the costs
involved in the provision of such services .... the loss
incurred shall be paid out of the Consclidated Revenue Fund
to the Railways and Harbours Fund'.

This Act also prescribed the generel lines of the rating

policy/..
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policy to be pursued - 'So fer as may be the total earnings
shall not be more than are sufficient to meet the necessary
outlays for working, maienance, betterment, depreciation
and the payment of interest due on ocapital, not being capl-
tal obntributed out of railway and harbour revenue'.

How far have successive Union Governments fulfilled the
spirit, if they have the letter, of these provisions?

The figure of £86,352,960 adopted as the amount of
capital, on which interest was to be paid to the general
revenue, was purely an arbitrary one and represents - accord-
ing to the late Prof. Lehfeldt - an overstatément of‘appro—
ximately £13 millions. This means that an excess payment
of neerly £450,000 p.a. has been made to general revenue.
(Changes in the purchasing power of money are apparently
neglected.) |

Owing to the fact that no‘definite scale of deprecia-
tion was decided upon, the Renewals Fund has been used for
purposes other than for those for which it was constituted.
During the years 1912 -~ 1927, the total gross expenditure
on new rolling stock met by a charge against the Renewals
Fund amounted to £14,507,343 &s compared with £1;670,227 value
of rolling stock actually withdrawn from service. "Under this
system the railways continued to pay depreciation on rlling
stock that hbad already paid for itself." 1. The unneces-
sarily high and illegitimate contributions made to this
fund have placed a burden on the present users of the rail-
ways conservatively estimated by Frankel at between half
and three-quarters of a million pounds per annum.

The use of monies,froﬁ,the Renewals Fund appears to
have been chiefly due to the difficulties of the General
Manager in obtaining even the most essential capltal funds
for new rolling stocks. The failure to provide for such

vital/..

1. The Railway Poliey of South Africa, Ch.II, p.92 para. 58.



vital capital axpendiiure meintained operating costs at
a relatively high level and thereby curtailed the develop-
ment of traffic.

Prof. Frenkel writes, "Fhe Union Government has aggra-
vated the curtailment of naéessary capital expenditure by
influencing in an inexﬁusable degree the direction in
which the capital expenditure for railway purposes were to
be spent";‘l' PThis is the notorious problem of political
intervention in the construetion of branch lines.

After an exhaustive examination of the working results
of such branch lines, Frankel concluded: "One is foreced to
the conelusion that either the methods of estimation used
by the Board are grossly and inexcusably inefficient, or
that the estimates are deliberately so framed as to make
it possible for the Board to sanction the building of lines
at the expense of the Rsilways, the construction of which
it would otherwise have to oppose strongly in accordance
with the provisions of the S.A. Act, and which could then
only be constructed at the expense of the Consolidated
Revenue Fund." 2 Railways have, in fact, been built
in areas suffering from periodic drought and with declining
populations.

"In 1926 out of 70 branch lines, only 10 showed a net
profit; 32 paid working expenses but were unable to meet
full interest payments, while 28 showed earnings which were
not even able to cover working expenses. The total losses
on these lines, after the payment of interest, amounted to

3. An excellent l1llustration is the Touws

£526,596."
River~Ladismith line -~ 1{ was opened 1n November, 1925, a
line of 88 miles; the Board's estimate of revenue for the

first/..

1. Synopsis of Conclusions, p.l1l4 Conclusion No. 3.
2. p.15, Conclusion No. 36.
8. ¢n. II, p. 120, pars. 83.
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first year of working was £25,088 while the esctual revenue
in 1926 was £6,056; The Board's estimated surplus of revenue
over gross working expenditure (including interest charges) for
the first year of working was £8,984 while the actual shoit»

fall of revenue was £7,0965. 1.

It mist not be overlooked that apart from the direct
loss on branch line construetion, there was the even more
serious indirect loss from the curtailment of necessery
capital expenditufe in other directions.

The co-called civilised labour policy placed a burden
on the railways of at least £300,000 p.a. and probably very
‘much more. This extra labour cost should have been borne
by the generel revenue. OQther examples of gratuitous ser-
vies for which the cost should have, but had not, been paid
over to the Railways and Harbours Fund are the conveyance
of drought-stricken animals (£150,000 p.a.), free passes
to members of Parliament and the granting of annual helf-
price concession fares to over 26,000 civil servants and
their families. Without questioning the merits of these
services, legelly the cost should not h&ve been a charge
on the reilwey ussers. |

Prof. Frenkel has estimated the total direct burden at
£2, 200,000 p;a. This burden does not, of course, fall on
gll the traffic but only on the high~rated traffic and re-
lief from these burdens would have enabled a reduction to
have been made of 22% on the tariffs of goods classed in
the high-raete schedules. It is hardly necessary to point
out that this in turn would lead to esn extension of demand
making possible further decreases in the rates.

The General Manager himself admitted that improvements

in the transit and handling of goods traffic had recaptured
gsome of the traffie lost to the road. If at the seme time

a reduetion of over 20% had been effected on the higher-rated
~ traffic through the striet enforeement of the law, the Railway
Administration/..

1. Synopsis of Conelusions p.14 Conclusion No. 3l.
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Administration would most likely have been able to mest the
competition of road motor transport without the need of legis~
lative aid. According to the General Manager in his report
for 1933, the average cost of road transport for long-distance
traffic is at least four times as high as railway transport
and this brings out clearly that roed transport is not more
economical than rall transport. He stated that the real fact
at lssue was that the effects of road ecompetition would be
that 'the railway tariff policy of the country would be dis-
rupted with disastrous effects on the farming, manufaaxuringf
and mining industries of the country'. 1.
But if the rates had been reduced by 20% on the traffic
for which there was competition, through the administration
of the railways on strictly ‘business principles', competition
of the road motor would hardly have been disruptive of the
established rating system. This factor will be taken up agein
below.
The real value of a road motor carrier industry deve-
loping in oompetition with an elready existing railway
system 1s that it goes far to solve the very difficult pro-
blem of rallway rating. Any text-book tells us that the
method of charging in railway transportetion is necessarily
e differentiel one, or in other words that the rallways are
& striking exsmple of & discriminating monopolistie enterprise.
The function of State ownership of the railways is to prevent
the abuse of monopolistié power that would be avallable to a
private company. On almost every rallway system in the world
the State has found 1t necessary to impose some limitation
on private operation in order to safeguard the railway users
from monopolistic exploitation. In South Africa, on the other
hand, the effeat of State intervention has been to make the
railway teriff an instrument not only of 'simple’ differential
charging but for giving a concealed subsidy to one particuler
industry/..

p. 28.
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industry.

Prof. Frankel puts the facts squarely,

"Certaln classes of traffic are charged as magh as
the réilways can possibly extort, regardless of whether
the resulting retes restrict traffic which would be offering
were the rate reasonsble; at times the Railway Administration
appears actuslly to aim at restricting various kinds of traf-
fie; other large traffic are charged at rates disproportioam-
ately below that which, in accordance with their nature and
value, ahd the cost involved in tramsporting them, they shouid
be reQuired to baa:.

"While the Administration apparently aims at stimulating
South African exports, and grants a bounty on agricultural
ekports,.its policy with regard to the greatest export indus-
try of the country - the gold mining industry - 1s the oppo-
site; end the Administmtion has for years seen fit to restrict
the activities of thiéyital industry by glaring discrimination
in the rates on the stores consumed by it." 1.

It is easy then to understand, in view of the above,
that the State did not look with favour on the motor lorry
as the solution of the problem of monopoly charging on its
railiajs.

Brief history of railway rates in South Afrieca:-

Prior to Union the coastal colonies of Cape Province
and Natel d4id their best to exploit the position of the in-
land territories to the wmost. 4 further factor in the
system of dharging a# that period was that trucks going up
fully loaded to the Free State and the Transvaal, returned
practically empty to the coast. Thus the goods to the gold
and diemond mines had to bear a rate which would eover the
costs of working involved in both directions. Natal and the
Cape Province used their railways in conjunction with custoﬁé

duties/..

1. P. 36 Conclusion No. 105.



duties to fill their treasuries. It has been stated above
that by the South Africe Act the railways were not intended
to make a profit, but many of the features of pre-Union
'r&ting policy still remain. For instance, even today an
attempt 1s made to arrange for'an 'aquitable’ divisimaf
the traffic bettean the various S.A. ports and Delagoa Bay.

"If one sought the key-note of railway rate polliecy in
the'féur territoriss which now eomprise the Union, it
would probably be found in the idea of fixing rates for
development purposes rather than with the object of perform-
ing the greatest possible immediate service to the community." 1.

The system of preferentisl rates on S.A. produce and
manufaetﬁras origiﬁated in pre-Union days when these rates
were used to capture the Transvaal market. The system was
condemned as far back as 1898 by a Cape Select Committee
and by the Inter-Colonial Railway Conference at Pietermaritz-
burg in 1906. In 1911 &t Union, the General Manager of the
S.A.R. sald, ™he prineciple of preferential rates for S.A.
articles is oﬁe which should, in my opinion, be entirely
sbolished™. The policy was however continued and even
extended during the War and the slump of 1921.

A preferential rete was defined by the General Menager
of the Natal Government Railways as follows:-

"Where there are two articles of the same description -
one lmported, the other locally produced - travelling in the
same direetion, and the local article is conveyed at a lower
rate thean the lmported article, the rate on the local article
is a ‘preferential' one." 2

The Report of the Tériffs Inquiry Committee also con-
demned this gystem. ™This principle has been gondemned whole-
heartedly by practicallyevery authority for the past 20 years
and we are not aware of any serious defence of preferential

rates ever having been advanced." &-
, € The/..

1. Round Table No. 77 of 1929 "Rallway Rates & RBoad Competi-
Tion? p.187.

a. cunted from the Devt.Rlv.Tariffe tnauiry Committaa . 99
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The Report objected to the system on the grounds (a)
that there.is a danger of fraudulent declaration and (b)
the ineqﬁélity and ineffectiveness of such protection to
local products. It cannot, the Report says, be effective
for the inlend S.A. product exported to the coastal towns
and thus favours the coastal manufacturer &t the expense
of the inland msnufacturer. The fundamental objeection to
preferential rates is, however, firstly that, even under the
'value of service principle' of railway charging, the value
of service pérformed must be exactly similar for the trans-
portation of exactly similar aticles; and secondly, that any
protectiorn deemed necessary should be applied through pro-
tective duties and not through railway rates. It involves
high prices for overseas products to the consumer and the
other traffic has to bear the higher rates consequent on
this concealed subsidy to the S.A. article.

The Admin. has abolished preferential rates on 170Q
articles since 1910 but there are still at present 70 arti-
cles,rincluding sugar, grain, tea and tobacco, to which such
rates apply.

The first assimilated tariff-rate schedule of 1911 had
15 classes and the monopolistic power of the railways was used
to put into practice an extensive system of subsldy andrbounty,
the so-called development policy. Very big reductions were
made on agricultural productions and requirements, certain
industrial meterials and export traffic. By 1916 the aggre-
gate reductions sinde Union were estimated at £1,500,000 p.a.

wDistribution rates" were introduced by the Central
S.A.R. into the two inland ecolonies in 1909. Goods for-
warded from inland centres were charged at a rate equal
only to the difference between the rates from the port to
the forwardihg‘ﬁnd the destination stations. This gave the
short-haul inland traffic the full benefit of the 'taper'
in long-distance rates. This system was applied throughout

the Union in order to develop trade and industry at inland
centres/, .,
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centres.

"The 1911 classification and subsequent amendments
deliberately extended the epplication of rates per mile,
diminishing, as the length of the haul increased, much more
steeply than could be Justified by the reduction in the cost

of carriasge." 1.

In 1920 a completely revised rates cleassification re-
duced to nine {now ten) clesses and arranged scales of
rates and fares in zones. With the fall in prices after
1920, reduetions in rates were confined to the low-rated
agricultural and mineral trgffic,Aand were spread over the
longer distance rates.

"Ihe general effeet of the War increases and the post-
War reductions was to widen still further the diacrimination
between high-rated goods and egricultural and certain mineral
traffic, and to subsidise still more highly the long-distance
traffic at the expense of the short-haul and high-rated con-

n 2. The two outstanding features of the rates

signments.
strueture today are s8till this wide disparity and excessive
tapering.

The Tariffs Inquiry Committee found that the distribu-
tion rates were necessary because port rates 'taper' as
distance increases and without such distribution rates the
tendeney would be for the distributing business now carfied
on by merchants in the interior towns to he diverted to the
coastel towns. (One finds this attempt to ecounter-balance
one subsidy by the grant of another again and again in the
Admin.'s rate poliey.) Such rates apply to traffic classi-~
fied at Tariffs 1, 2, 3 and 4 and are so calouleted 'as to
secure, as far as possible, equality of opportunity between
coastal and inland merchants in direct route from the nearest
port to final destination." - This/..
1. Round Table No. 77pp. 188, 189

2. Round Table p. 190.

3. Dept. Tariffs Inquiry Committee p. 24. Such a system
directly conflicts with the Law of Market Areas.
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This discrimination ?o overcome the disadvantages of
geogréphical situation, g¥e the system of preferential
rates, could only be maintained so long as the Administra-
tion exercised a complete monopoly. Such discrimination is
also, of course, at the expense of the econsumer.

The Committee differentiated a type of tariff, which
is in fact a preferential tariff. Special rates are levied
on certain S.A. manufsctures and productions to enable the
S.A. manufscturers to compete with the imported article at
points where the distance from the nearest port is less
than from the S.A. faetory. »

The principle is that if the distance from the S.A.
factory to the destination is less than the distance from
the nearest port, the S.A. produet pays the ordinary tariff
rates. If the distance is greater, then the rate applicable
to the imported article from the nearest port applies as
& maximum on the S.A. article. In certain ecases minimum
rates are prescribed, otherwise for port towns the railage
on S.A. produets would be nil.

The Committee did not regard this as a preferential
rate and thus not open to the same objections. It did,
however, point out certain undesireble features in the appli-
cation of these rates, as for instance the fact that it is
epplied as between one S.A. factory and another. Further-
more, it was of the opinibn that when it 1s established
that competition by the imported article with the S.A. pro-
duct is no longer serious, the rate should be withdrawn.

In view of these two objections, which the Committee
itself made, it seems astonishing that it could arrive at
the conclusion that this speclal rate was distinet from &
preferentiel rate. The fact that discrimination is exer-
cised as between one factory and another and that it is
uged to equalise the competitive price of the imported

article/..
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article, reveals clearly the protective or preferential
basis of the rate. This speecial rate affords protection
to the inlamd menmufacturer and the preferential rate to the
coastal'manufacturer; and both represent an abuse of the
railway tariff as a methéd for granting a protective duty,
which, whatever may be the merits or demerits of protection,
should be applied openly through the Board of Trade and In-

dustry.
Another system of special rates to and from factories

applies to certaln raw materials for manufacturing purposes.
These rates are intended to aid the industrial and agricul-
tural development of inland towns. The Committee stated that
in generel it agreed with commercial iInterests in opposing
discerimination in rstes on certain articles according to the
purpose for which such articles were to be used. The differ-
ential rates on coel according to the purpose to which it is
to be put is indeed one of the worst features of the S.A.R.
tariff policy. The Committee itself admitted that especially
favourasble rates are accorded to artiecles if they are to be
used for agricultural purposes, particularly in irrigation.

Reference has already been made to the characteristic
development rates. Such a rate is a specially low rate
created to bulld up the traffic of the particular article
to which it 1Is accorded. Such development rates have been
applied extens;vely to agricultural products - a very good
example is the export rate on maize.

In 1907 a flat rate of 10/- per 2,000 lb. of maize was
introduced with the intention of developing an export trade
in meize and providing traffic for a large number of empty
trucks returning to the coast. At that period the import
traffic was much grester than the export traffic. The
result has been an enormous increase in the production of
maize and today the railways are hauling empty trucks from
the coast. In duly, 1924, the rate for meize 1in bags was

increased to 15/- per ton, but the rate for mmize in bulk

renesined/..
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remained at 10/- a ton. The view of the Tariffs Inquiry
Committee w&s,‘

"It is, in our view, of particularly vital importance
that ﬁothing should be done to discourage the development
of this important trade. The maize farmer in S.A. is sub-
Jeoet to speciel vicissitudes in the matter of drought and
pests. He cannot rely on securing good crops oftener than
once in several years." 1.

The Committee did, however, advocate some increase in
the rate once the position of the maize farmer and market
prices had improved. It is obvious that this rate is com~
pletely unjustified. In so far as the 10/- per ton coverea
the additional costs involved in the handling of the maize,
this rete was an economic one so long as the maize merely
filled otherwise empty trucks returning to the coast. It
is simply an instance where the principle of joint costs
applies in reilwey resting. Once, however, empty trucks
had to be dfawn from the coast, the rate became completely

uneconomic as the 10/- per ton would not nearly cover the

total eost of transportation in both directionsi.e. both
prime end supplementary costs. Moreover the inerease in

this traffic has been so great that the Admin. has been

forced to maintain a much larger supply of rolling stock
in order to avoid bringing other business, such a&s coal,
to a standstill during the peak export period.
. In régard to the rate on export fruit, the Committee
kstated, 'wiﬁh rare exceptlions, the most unlucraetive tariff
in the S.A.R. is the rate on export fruit'. 2. It involved
the provision of special trucks and expeditiouns transport.

| The/..

1. p.43 - In view of all his difficulties, surely it would
be far more kindness to help the maize farmer to find
other occupations.

2. p. 44 pars. 303.
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The Committee recommended that the railway rate for this
traffic from Northern and Eastern Transvaal to Capetown
should be raised by 10/~ to 27/6 per 2,000 1lb., with
relative increases forvdiStances below or above 1,100 miles.
Prof. Pigou pointed out in regard to development rates,
"It is not a social gain if a railway company, by temporary
low prices, 'develops the traffic' from one distriect at
the expense of destroylng the traffic from another equally
well-gltuated distriet", i.e. the temporary low prices
mist lead to the development of a new demand and not merely
a substitute for some other demand which is at the same
time dastroyed.l'
The argument for development rates 1s precisely the
seme argument used for the protection of infent industry,
and like these infants they rearely grow up. The real test
of a development rate is whether, once the traffic heas
been built up, the specially low rate can be raised to
the normal level without destroying the traffic. It is
safe to say that in no oase here in S.A. could the rate
be so inereased. “
From the above 1t seems that every particular type
or system of rate in the tariff policy of the S.A.R. has
many defects. DBut a more important criticism cen be made
in general of the whole rating system. The fundamental
fault has been to use the tariff as & means of direeting
the productive resources of the country into particular
spheres and this has resulted in the diversion of limited
labour and capital from the more productive to the less
praductive occupations. It is protection through the
railway tariff instead of through the customs duty and
all the well-known arguments against protection apply with
equal/..

1. pigou: "Economics of Welfare" Part II, Ch.XVI p.271
(4th ed.)



equal force. What 1s more, the &ims pursued by the Govern-
ment through the Railway fgg;n*/ate in large measure incom-
patible. It has already been pointed out that the tariff
pblioy seems to be a system of counter-balancing advantages
end disadvantages.

It appears at times that 1t has been the deliberate
aim of the/éggig. to raise the costs of stores required
by the gold-mining industry. Frankel has shown that 65%
of the ordinary'ihdustrial requirements of the gold-mining
industry in 1926 were charged et the three highest rates
of the Railwaey Tariff and 37.8% at the two higher rstes.
Many of these articles were of relatively low value, and
on the other hand many articles of relatively high value
of S.A. manufacture or origin, of S.A. products for export
and of agricultural produce were (and are} classed in the
lower rate groups.

The great increase in low-rated traffic, thet has
followed on the introduction of the development rates,
has, in fact, added considerably to the costs of working.
It has involved the provision of specisl handling facilities,
expensive and specialised rolling stock and heavier truck.
Even the Committee made the rather grudging aedmission, "We
feal, howevar, that at this stage of its development, the
Railway Administration has now gone to the 1imit in the
matter 6f granting low rates on low grade traffic and that
the time has &rrived, when, if the financial position of
the Administration makes it possible to make further re-
ductions in railway teariffs, relief should be granted in
the higher class rates.™ 1.

This survey shows Just how vulnerable the financial
position of the S.A.R. was in 1929 both to trade depression

and to the campetition of road motor transport. This system
of/..
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of intricate differential charging could rest only on e
basis of complete monopoly, end cnce this basis was threa-
tened, the insgtability of the financial condition was
clearly revealed. The anxiety of the Administration to
sacure protection from competition of animal-drawn trans-
port is evidence that even todey the margin‘of profiteble
traffic at the highest rates 1s so small, as to meke its
position somewhat presarious.

The elimination of competition and the prosperity of
the Union in recent years have made possible the resounding
Bailway Budgets of Mr. Pirow, but when this wave of pros-
perity emensting from the gold mines subsides, the warning
of Prof. Frankel, msde in 1925, will become effective again:-

"The present rates policy not only reises the cost of
transport of the large traffic now being discriminated
against, but leads to a cumulative inorease in the rates
on all traffic, and will result ultimately in the railways
becoming a burden on the taxpayers of the Unioﬁ. In the
meantime the development of the interior provinces is

roestricted. ™ 1.

1‘"Bailjay Policy of South Afrieca singe Union", p. 40
Conclusion No. 114.
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CHAPTER IV.

THEORY OF RAILWAY RATES.

In the previcus chapter the wvarious types of rates
charged by the Administration have been shown to be
defeotive; in this chapter the theory on which the Admi-
nistration hes based these tariffs will be considered.

The principles of reilway rating were disoussed in the
first part of the Report of the Departmental Rallway |
Tarifts Inquiry Committee. The agument follows the usual
lines of the 'value of service' principle as enuncieated
by Acworth and Stephenson in “Elements of Railway Econo-
miecs."

"Railway tariffs on every rallway of any importance
are dominated by three fundamental <facts, viz:-

(a) That certain classes of traffic cen only afford to pay
railway rates much lower than the average cost per tonmn
mile of conveyance by rail.

(b) That some classes of traffic can afford to pay railway
‘rates considerably higher than the average cost per ton
nmile of conveyanse by rail.

{e¢) Por reasons which will bemsntioned later, it is profit-
ahle business for‘a railway to convey additional traffic

at rates considerably below the average total cost per ton
mile, rather then lose such traffic by demending higher

retes than the traffic een afford to pay."™ &
The/..

1. In this chapter I shall ignore the fact that the
system of differential charging has been complicated
by politicel interferencs.

2. Dept. Riy. Tariffs Inquiry Committes, 1930 {U.G. 56 -'28)
p. 3 para. 7.



The first two factors mentioned by the Committee merely
state the obvious truth that when an enterprise has obtained
the monopoly of the supply of any particular service, that
enterprise cean obtain larger monopoly profits by charging
differential prices than by levying a single monopoly price.
The power to discriminate in the rates charged on different
articles produces & demand for transport that would other-
wise not appear. Certain faocts in the provision of trans-
portation by a railway enable discriminetion to be practised .
successfully. The units of service are entirely non-trens-
ferable, i.e. 'a railway's offer to charge one price for
a ton mile of transport service to copper merchants and
g lower price to coal merchants cannot lead to any middle-
man devige, because it is physically impossible to convert
copper into coal for the purpose of transport and afterwards

to reconvert it'. 1.

Secondly, units of demand are not easily transferred
from one market to another, when the commodity concerned
is something reedy for final consumption, and when markets,
between which the diserimination is to be practised, are
distinguished a&ecording to the wealth of the purchasers (or
value of the commodity). Provision of cheaper transport to
coal merchants does not lead ocopper merohants to become
coal merchants though it may lead merchants to move over
into a favoured lecality. 1.

The very wide differentiation in rates on commodities
of high and of low value is possible because as the DEEE;
Committee itaelf put it, "™low grade traffic is extremely
sensitive or responsive to increases or decreases in railway
tariffs, whereg&s high-grade traffic, such &s clothing, boots
and druggists' sundries, is not appreciably affected by

railway rates." 1.e. demand for transport by traffic

of/..

1. "Economios of Welfare", Part II, Ch.17, pp. 276-277.
2‘ P-a p&mo 9.



of low wvalue is highly elastic, the demand for transport
by traffic of high value is inelastie. |

This generalisation of Plgou, that‘discriminating
monopoly ylelds a greater profit to the monopolist than
simple monopoly, 1s the real reason for the validity of
the third fact, (o), given by the Committee. +*

The Committee, however, advanceifthe argument of the
operation of 'Joint supply' in the service of transporta-
tion. It statgg:— "The explenetion lias in the fact that
the out-of-pocket expense which a railway incurs in carry-
ing additionsl traffiec is very much less than the total
average cost of convefance per ton mile including interest
and all fixed overheed charges; (because) an extremely
large proportion of the totsl costs of a railway are 'fixed®
and does not vary to any appreciable extent with ordinary
fluctuations in the volume of traffic handled over the
railwey." 24

If, in fact, transport services are Jointly supplied,
then the differential rates of the Administration might
well be determined by simple competition rather then dis-
ceriminating monopoly of the third degree. Equilibrium
theory explains that, if two or more commodities are
jointly supplied, i.e. one of them cammot be produced
without faciiit&ting the production of the other, the
prices evolved by simple competition are v adlusted to demand
that the whole output of the commodities is carried off the
market.

Taussig, amongst many other writers on railwey econo-
mics, considered that joint supply did play a dominant pert

| in/..

1. n, ..., 1t is profitable business for a railway to convey
eddltional traffic &t rates considerably below the ave-
rage total cost per ton mile ......"

2. p.3 pare. 9. This is the argument of ' joint supply' or
' joint products', though it is not clear whether the Com-
mittee intended it to be.
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in the determination of railway rates. Plgou makes a very
careful exemination of this claim and conecludes that it is
not justified and that Teussig's argument rests on a mis-
interpretation of the nature of 'jJjoint supply'.

According to Teusslg, whenever a very large fixed
plant is used for varied purposes, the influence of jJoint
costs (or Joint supply) exerts itself. He states that the
capital sunk in a railway "seems equally to ald in carrying
on every item of traffic ..... Not only_ the fixed capital
of a railway, but a very large, in fact the largest part,
of the opqr&ting expenses, represents outlay, not separate
for each item of traffic, but common to the whole of it or

n L. Joint supply, in Taussig's view,

greater groups of it.
operetes where a large mass of supplementary costs exist
together with the faet that the plent iIs used for varied
purposas. While he edmits that joint supply cannot appear
where the plant is used to produce & single, homogeneous

‘.

commodity, he believe that in regsrd to the condltions of

demand the transport of tons of different things and the
transport of the same thing for different purposes from
one place to another are different, non-homogeneous ser-
vices.

Pigou does not agree with Tausslg in this interpreta-
tion. ™The conjunction of large, common supplementary
costs with separation between the markets to which their
yleld is supplied does not meke railwey services joint
products in this - the only significent - sense (i.e. in
such wise that simple competition might be expected to
evolve a system of divergent prices). In order to be
Joint products each additional unit of investment, apart

from/..

1. Quoted by Pigou 'Economics of Welfare',Part II, Ch.XVIII,
p. 297.
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from sliternate use to faciliteate the supply to either
market, eannot be used to faeilitate the supply to one
market without facilitating the supply to the other.

If merely used alternativeiy to faellitete the supply
to either market, with a number of competingfsellers sup-
plying transportation to several markets with different
demand schedules - if the price in one of these markets is
higher than in another, each individual seller will transfer
his offer of sarviese from the lower-priced market to the
higher-prieed market, eand the process will tend to uni-
formity of price in all the markets. This result, under
simple competition, holds good whether supplementary
ere large relatively to prime costs or not.™ 1.

It seems clear, they,thet in relation to competitive
conditions the service of transporting goods or persons
must be considered as a single service. An exception must
howevar be made in the osse of return loads. BReturn loads
are supplied jJointly with 'destination' loads, since any
edditional expenditure that is incurred in the movement of
trucks must facilitate the supply of trucks in both direc-
tions, i.e. must necessarily inerease the number of move-
mentas of trucks from A to B and from B to 4. This is,
as Pigou points out, true jointness and, under competition,
the direotion for which the demand for transport is higher
would be charged at the higher rate than the return direc-
tion for which demand is lower. An instance has been given
above of the maize traffic in its early stages.

The conclusion of Pigou 1s that, "This element of
- jointness is, however, of comparatively small importancs.

Contrary/..

1. p. 298. This seems in faect to be the case with the
roed motor carriers, who offered their services in the
higher-priced markets. ‘ ‘
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Contrary to the general opinion of writers on reailway eco-
nomies, the services supplied by railwey companies are, in
the main, not Jointly supplied. Hence the conelusion
emarges that, subject to the reservations set out in
paregraph 2 (given below), simple competition would, in
general, avolve a system of equal ton-mileage rates for
all comme@ities, whatever their charecter, and whether they
are to be consumed at B or to be sent from B for some fur-
’thar part of a 'long hsul'" 1.

The theory of railway'rating of the S.A.R. is, then,
one of discriminating monopoly. The principle by which
railuay tariffs would be fixed under competition is known
as the 'cost of service' principle and is treated in
detail by Pigou.

Excemt in so far as transport servieces sold to one set
of purchasers are 'supplied jointly' with those sold to
another set, simple competition would tend to bring about
a system of uniform rates per ton-mile for similar services.
For these services the level of the uniform rate would be
such that the demand price and the supply price wquld
coincide 1.e. in the long run it would approximate to the
cost of production of the service. This rate wbuld be |
yestablished pureiy for the service of transportation,
extra services such as packing, carriasge, special handling,
etec. would be charged for additionally.

Pigou states that the circumstences and position of
the reilway would in part determine the actusl level of
this uniform mileage rate. For instance a high (relatively)
rate would be appropriate for a line through mountainous
country and where the traffic is irregular - the supply
prices of all quantities of transportation would be
specially high. Similarly where the demend schedule 1s
specially low (and conditions of decreasing supply price

prevail)/..

1. p. 301. -
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prevail}, as in sparsely populated regions, a high rate
is appropriete. 1. |

Under simple competition there would be departures
from this uniform mileege rate in so far as buyers of
e lon-mile of transport requlre other incidental services
Involving cost. Generally it is more costly to carry smeall
consignments rather than large as small comnsignments iIn-
volve such expenses as separate collection and delivery,
separate handling, accounting at terminsls and 'bad' load-
Ing. Such elements In the cost of handling as bulk, fra-
gility, perishebility, explosiveness; speed and regularity
of service required; provision of special equipment are
conditions which would also properly lead to varlations
in the uniform rate. |

The principle of 'tapering' may possibly be Justified
by the fact that a Jourmey which is part of & longer journey
is less costly than the same journey as &n lsolated whole.
This, states Acworth, 1s because long journmeys get more
mileage out of engines, wagons, train-staff, etc. than a
number of short hauls with waits between; engines and
wagons are’better losded and the line is more continudusly
utilised; expenses &t terminals are reduced. |

Pigou further notes the exception from a uniform rate
of a similar service supplied at different times. He
11lustrates from the supply of electricity how the equip-

ment cost is twice as much per unit to allow for 'peak'

periods than it would be if a normal service was supplied. 2.
In order to carry pesk loads at different times of the day
or/..

1. This would seem to be the condition in South Africa wherse
the population 1s scattered over a very large area and
many regions are very thinly populated.

2. 5. 294.
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or in different seasons of the year, a railway company
has to maintain a number of additionel engines, carriages,

extra staff, etec. >°

Though this would seem to infer
that higher fares are iarranﬁed for busy hours or busy
seasans, in faet workmen's tickets and excursion fafes
are supplied below the normal price. Strap-hanging'is
not so comfortable, however, as the corner-sest 1.e. the
quality of the service 1s lower.

Lastly, the 'cost of service' principle leads logiec-
ally in certain circumstances to lower charges to People
whose purchases of transport are continuous than to those
who buy intermittently. The former cannot and the latter
may contribute to the ‘'peakness' of the load. In the case
where special equipment has to be provided to supply the
service, such differentiation is jJjustified. This is
because with regular use of the equipment, the charge
per unit of service will be less thean with infrequent use.

Some writers on railway rates, such as Prof. Hallsworth,
while agreeing with Pigou that the ideal system of tariff
fixing would be that of the uniform rate per ton mile of
transport as determined by competition, point out that
there would be great practical difficulties in actually
arriving at this rate. Pigou himself is well aware of the
'deliecate adjustments' that wiil,be necessary bscause of
the incidental costs attaching to each service, and such
considerations as the time and load factors. "It is
therefore always a question how near to the ideal it is
desirable to approach; at what point the edvantage of
getting closer is ouﬁtaighed by the complications, incon-

venience and expense involved in doing so." 2.

But/...

This wuld seem to Justify & rate abowve the average
rate for the maize traffic today (because of the need
to maintain extra equipment).

2. Ch. XVIII; p. 315.
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But the very importance of road motor transport 1s
that it provides theAcompetition in transportation which
will enable the 'cost of service' prineiple to be realised
almost automatically. The transportation industry must,
it seems likely, always remain a sphere of 'imperfect' or
'monopolistic competition*. The value of the motor lorry
and the omnibus is that they‘afford some protectidn to the
buyer of transportation from monopolistic exploitation.

In the chapters following it will be shown that the
allegations, so frequently ﬁade, that competition is wasteful
and engenders surplus capacity, have no foundation at all.
Here the argument for monopoly, that it enables the pro-
duction of an output which would not teke place under con-
ditions of simple competition, will be taken up. |

Pigou states that in general simple competition will
yield a larger output thaﬁ monopoly (or competition results
in the most favourable distribution of resources in respbnse
to consumers' demands), but under a certain set of condi-
tions the reverse holds good. These conditions are that
while no uniform price can be established which will cover
the expenses of produclung any quantity of output, a system
of discrimineting prices can be evolved which will make
some output practicable.

Suppose that it is desired to construct a railwey from
A to C, two large cities, passing through a country dis-
trict ;n which is situated B. These citlies, A and C, are
however already conneoted»by road or waterway and the
costs of transportafion by road or weter are relatively
low. To meet this competition the charge for goods from A

to B, which are destined to be carried on to C, must be

80 low that if applied to all the traffic between A and B,.

ineluding those goods to be consumed at B, the railway
would/..



would not be constructed. Further the demand for transport-
ation for goods between A and B to be consumed at B is so
small, that it cannot alone support the railway. That is

if the railway 1s to be constructed, it 1s necessary that

it obtains both the high rates for the small volume of
local traffic between A and B and, also, the large amount

of trafflc between the cities A and C.

It can also be shown that, in prectice, unless dis-
criminatiqn is permitted in the ton-mile rates charged on
different commodities, no transport might be provided
becauae there is no quantity of transport demanded for
any particular commodity which would eover 1ts expenses af
production. Pigou's comment on these exceptional cases is:
"I have no quarrel with the proposition that these conditions
may accur in practice. Principel Hadley and his followers,
however, not content with demonstrating that they are pos-
sible, implicitly add, without argument, that they are
typical of the whole railway world and suppose themselves,
therefore, to have proved that the value of service principle
ought to be followed in the determination of all railway
rates. Such an unargued inference is, plainly,illeglitimate.
A careful inquiry is necessary concerning the range over
which conditions of a sort to justify the value of service
principle are likely to extend 1in practice.™ 1.

In practice, it 1s generaslly agreed that discriminating
monopoly cannot be soclally advantageous unless decreasing
average costs operate. Now it is true that the condition
of decreasing average cost 1s likely to be present in the
case of railway construetion, beecause of the large size
of the minimum first unit of investment and the large size

of/..

1. oh. XVIII p. 309.
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of subsequent units of investment. It is obvious that

the initial costs of arranging for the rail transportetion
of a few tons of traffic are practically the seame as for a
few thousands of tons - the seme heavy expenditure must

be made for acquiring land, for surveying, for constructing
bridges, tunnels and platforms, ete. This implies thqt

the railway is a form of investment in which the law of
deereasing supply priee, or decreasing average costs, a&cts
strongly.

A second condition for discriminating monopoly to
yield soms output, when simple competition would yleld
none, is that the demand for the service or product must
be elastic. The demend must he elastic in the particular
sense that at a certain stage in the demand seheduls, d
small reduction in the price would cause a sudden 'jump®
in the demsnd schedule: In practice it has been showm
that when railway rates are at a moderate level, & small
reduction in the rates will cause this Jjump in the damand'
schadule to take plece - a demand for transport arises in
the case of commodities which would otherwise not have been
transperted at all.

The Departmental Railway Tariffs Inquiry Committee
put it as follows: "The prineiple of dharging rates lower
than the average cost per ton mile has resulted in an
enormous expansion of railway business. As the total
traffic of a railway increases, the overhead fixed charges
are spread over a greater number of units and this makes
it possible to reduce the aversge level of the railway
rates. The principle of differentiating in railway tariffs
according to the ability'of the various classes of traffic
to bear different retes has not only hed the effect of

redueing/..
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reducing average transport costs, but has been of enormous
benefit to the public in enlarging the areas of production,
introdueing intensive competition by producers from dif-
ferent areas, and consequently lowering prices to consumers?”
It mst be admitted that if the only means of trans-
portation service which could be‘providéd was a railway,
then permission to base the rates on 'what the traffic will
bear' mey result in the provision of facilities, whereas
the enforeement of a uniform price system would exclude
caertain demands for transportation and the demend would be
insuffiecient for the railway to be provided. But where
there is a substitute for the railway available, in the form
of a less expensive plant, then this substitute will be the
most economical method of providing for the smaller demeand.
The unit of operaetion in motor transport 1s a single one
and the initial minimum unit of investment, and subsequent
Increments, is relatively very smell. Thus the road service
might be used to meet the demand for transportation, which
would be insuffieient to eall forth the supply of rail trans-
port unless disorimination in the tariff was allowed.
This exception to the generalisation, that competition
equates the 'marginal social net product' and the 'marginal
privete net product' af invested resources, is then of

small/..

p. 4

2. Pigou asserts that in addition to the factors of
decreasing supply price and elastic demand scheduls,
& third condition must be fulfilled to ensure that
diseriminating monopoly would evolve an output, where
simple competition would not. The demand schedule and
the supply schedule must be related in a particular way.
If the demand priece is greater for a small quantity
than the supply price, competition would evolve an
output,but 1f demand price 1s very much less than sup-
ply price, neither competition nor discriminating
monopoly would produce an output. The relation must,
therefore, be en intermediate one.
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amell practical importance. The very fact that the motor
lorry can move from one route to another and satisfy the
irregular and smasll demends for transportation is omne of
the economic advantages of motor transport; though the
Road Motor Competition Commission seemed to consider 1t
'unfeir' that road operators should provide their ser-
vices according to the availability of traffic and
'transfer their actlvities from area to area according
to the fluctuating density of traffie.’ 1.
If the road motor service gradually develops the
traffic until the demand for transport increases to that
extent, which would meke possible the economies of de-
creasing average costs of railway operation, then at
this stage the railway may be economically substituted
b r the road service. Under this process of substitution,
there would be no need to grent monopoly powers to the
railways for the initisl temporery period until the
traffic had been developed by a discriminating tariff.

p} 19‘
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CHAPTER V.

"WASTEFUL COMPETITION".

Perhaps the most frequently repeated argument used
to Justify the regulation and control of road motor trans-
port is that the competition of the motor carrier with the
railway involves waste. The Transport Group at the Congress
of the International Chamber of Commerce held in Paris last
year passed the following resolution:-

- Co-ordination between road and rail is necessary in
order to avold excessive competition which, by reason of the
waste incurred ultimately involves the publiec interest.l'

The Road Motor Competition Cémmission stated, "Experience
in other parts of the world tends to show that unregulated
and unoontrolled‘competition results in én undue and uneco-
nomic multiplication of services in certain arees and the
neglect of others.™

This view that the forces of competition which operate,
when new investment or an invention causes a fall in the
value, or earning capacity, of previously invested capital,
are in themselves wasteful is not confined to the sphere of
transport only but 1s, in fact, a wide-spread belief today. 3
Competition, it is said, causes waste by forecing the adoption
of new maohines when producers would prefer to continue

using/..

1. Quoted from "Modern Transport", Feb. 2, 1935.
2. Report of Commission, p.l9.

3. The modern enthusiasm for Economic Planning is due to
a revulsion of feeling against the lavelling effects of
competitive forees. Planning has been defined by Sir
Basil Blackett as, 'a necessary corrective of the major
westes and frustrations arising from the unregulated
impact of one economic activity upon another’'. '
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using the old ones. It leads to over~investment, surplus
eapacity and the 'premature' abandonment of productive
equipment, which suffers a fall in value before it has
lost the physical power to produce goods and services.

"Some writers unaccustomed to mathematical analysis
have imagined that, when improved methods of producing
some commodities are introduced, the value of the marginal
social net produet of the resources invested in developing
these methods is less than the value of the marginal private
net product, because there 1s not included in the latter
any allowance for the depreciation which improvement causes
in the vslue of existing plant; and, as they hold, in order
to arrive at the value of the social net produet, such
allowance ought to be included." 1.

Pigou then proceeds to show why this view is incorrect.
His argument, very briefly, is that the loss to the old
producers through the reduction in the priee of their pro-
ducts 1is at least equalled by the gain to the consumers.
and the profits of the 'nmew' producers are a net social
gain.

In g0 far as a valld case can be put forward for the
protection of vested interests on humanitsrian grounds,
aven this is inapplicable to the issue of road motor com-
petition with the State-owned railways here in South Africa.
Again and again the desirability of proteeting the £143,000,000
of public monles invested in the S.A.R. was stressed; only
Mr. Sturrock in the debate on the bill in the House of Assem-
bly seamed to realise that the very fact of public ownership

made proteetion umnnecessary.
"It/..

1. Pigou "Economics of Welfare", Part II, Ch. IX, p. 188.
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*"It may surprise the Minister to know that the view
of soﬁe of us is that because this asset is State-owned,
we can afford to look at the quéstion of motor transport
with complete impartiality. If the rallways were privately
owned, we might hesitate to do anything involving losses,
but if any losses are incurred now these losses will be
borne by the whole of the country, and surely we can face
these losses without difficulty.” 1. In other words
since the railways are not the property of any section of
the people, there is no case for the protection of ceapitel
values éo as to avold inflicting heavy losses on this
particular section.

The investment of capital in the motor carrier industry
would take place, with reasonable foresight on the part of
the investor, only if it was possible to provide the same
service of transportation, previously made available by
the railways, 'at a smaller expenditure of current re-
sources (i.e. at a smsller sacrifice of other possible
ugers or to provide better services at an expenditure

which is proportionately greater)'. No unit of trans-
portation formerly supplied by the railways will be supplied
by road transport, except when thevlatter can produce this
unit at a_total cost smaller than the prime cost, which would
have been involved in its production by the raeilways. This
implies that every unit now supplied by road must be sold

at & price, which is less by as much as the whole of the net
receipts, after prime costs have been met, which the rail-

ways would have received from producing that unit. This

proves that any loss to the railways 1s at least compensated

for/o -

1. House of Assembly 1930, Debates, column 3679.

2.
Hayek, M"Collectivist Economic Planning", p. 224.
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for by the gain to the consumer, and that the profit of the
road operator is a net gain. 1.

Mr. G. J. Ponsonby, in an article on "An Aspect of Com-
petition in Transport”, in Beonomica, meade a very able analysis
of the cost structure of railways and of the real nature of
the so-called 'wasteful competition'.

He commsnces by stating that the most significant chara-
cteristic of rallwey investment is the large propertion of it,
which is lnocurred on assets, which have no value in other uses
but at the seme time do not lose technical efficiency with use
and do not require renewing. The expenditure on land,cuttings,-
embankments and similar assets is specialised and non-trans-
ferable. He sasserts that the earnings in respeot of this
type of asset are in the nature of a rent or surplus.

"The practical significance of this lies in the fact
that both costs, output and prices,are, generally speeking,
independent of whether this surplus is realised or not. So
that even if the rate of interest on this form of investment
were to fall to zero, there would be no dangerto the publie,
either of losing the facllitlies already being offared, or of
having retes reised ageinst such traffic as continues to pass
*in order to cover the now greater burden 6f overhea& costs

per unit of traffice'. For these capital charges are not over-

head oosts at all, but a resultant surplus earned after having

adJusted costs, output and prieces to the campany's best advan-

tage.™ 2+ This/...

1. Pigou,Part II Ch. IX, "™Phe Social and Private Net Product".

2. Economica Nov. 1935, p.451. Such immobile forms of invest-
ment mast be distinquished from certain lands, such as
stations in the middle of a city and other similar apecial-
ised asgets of a railway which have in fact other uses and
ocan be s0ld. The holding and use of such assets does con-
stitute a cost, in the sense that the owners are denyling
themselves the annulty which is its value in the other uses.
Where, howewer, the investment takes such a specislised
form, that the equipment has no value in any other use, this
cannot be regarded as a cost.
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When this investment in long-lived equipment was
made, the revenue esrned in excess of the shorter-run costs
was expected to meet the debt charges on this equipment for
the forty years, after which it would be abandoned. As @&
result of new inventions, this equipment is no longer
capable of earning a surplus after 20 years. The level
of revenue now earned per unit of service reflects the
new price - established as the result of technical inno-
vation -~ and the long-lived equipment will not be abandoned
so long &s costs per unit of output (which is made up of
all the shorter-run costs) remein below that price. It
will no longer be used once the new means of transportation
has enabled arice to be charged which does not cover
these shorter-run costs. Short-lived equipment is assumed
to have a l1ife of ten years and this equipment will remein
in use so long as the prime costs are covered. Thus though
the revenues actually éarned may Jjustify the continued use
of both long-lived and short-lived equipment, so long as
they cover the prime costs, they do not Jjustify the renewal
of the equipment.

Mr. Ponsonby sums up: thus the abandonment of caepital
or assets prior to when it was expected to remain profit-
ably in service at the time of the investment, takes place:
in the case of absolutely specialised and durable equipment
only if the revenue earned was unable to cover all other
costs, short- and long- run, not including any return on
the capitael invested in that durable form; long-lived equip-
ment when revenues fail to cover the shorter-run costs in-
curred; shorter-lived equipment when revenues fail to cover
still shorter-run costs.

The magnitude of the fall in the revenues which can
take place without the abandonment of capital depends 'on
the relative importance of capitalisation incurred on behaif

of each of various kinds of assets concerned'. 1. Where a
large/..

l'p. 455,
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large part 1s in respect of absolutely specialised assets,
the fall would have to be correspondingly large before
abandonment. Where interest and depreclation on long-lived
eguipment is high relative to total expected level of earn-
inges, then within the life of these assets the fall would
have to be relatively lerge before this equipment would be
abandoned.

Thus it seams that in South Africa,where the capital
investment in immoblle &ssets, which are &bsolutely speclal--
ised in their use, has been heavy &nd where the debt sér-
vices on long-lived egquipment is relatively high, the
danger of a fall in the revenues of the Administration,
as a result of road motor competition, which would neces-
sitate the rational abandonment of equipment, seems small.

The effect of protection being extended to the rail-
ways is to check the fall in revenue and thereby enhance
the value of durable, specialised assets as it enables a
larger surplus to be earned over long- and short-run costs.
Protection may maintein revenuaes so as to fulfil the ori-
ginal antieipations of interest and depfeciation.én equip-
ment, long- end short-lived. Abandomment of equipment mey
be poastponed and there is the danger that at the time of
renewal, the 'protected' equipment may be replaced by
similar equipment instead of by the new means made available
by techniecal advance.

"Thus under protection eapital and labour may de
drawn into re-rendering services, for which there is a

1. There

less urgent demand than for other new services".
is then & waste of resowrces,'but the waste is the result

of protection and not of competition. The appaerent

‘wastes* /..

L. p. 459.



'wastes' of competition were in faot incurred at the

time when the investments were made in the railways. These
westes arise from ‘'over-investment' in the railways through
the fallure to estimste correctly the future demand for
reilway servicas. The competition of road motor transport
was not foreseen. This failure to realise the future
possibilities and efficiency of the motor carrier industry
resulted in an over-estimation of the revemue-earning life
of capital investments and in inadequate provision for the
obsolescence of assets. Thus the 'alleged'waste’ does not
take place &t the time of the introduetion of the improved
facilities of motor transport but at the time when the now
partially obsolete assets of the railways were originally
aoquired. The introduction of the new methods merely mekes
clear the previous waste, which arose from the incorreet
anticipation of the future demand for the services of the
railway.

"When new facilities (cdvering all their costs and
incorporating the latest technical inventions) are provided
which render older fecilities incepable of meeting debt
services to the extent that was expected of them, it is not
the introduction of these new facilities that constitute
the waste. Rather their introduction, by proving the
essential unwisdom of the form and extent of previous
| investment and policy, discloses the fact that there has
been waste, and no amount of protestion can prevent that.™ 1.

In South Africe where political intervention has played
such a large part in directing investment, the waste that
showed itself with the emergence of competition naturally
seemad extensive. The legalised protection has mainteined
and expanded the revenues of the railways but it cennot
obvliate the waste of those misconceived opserations carried -

out many years ago. The estimation of the future course
of/..

1. Modern Tran rt B
TranspoTt & Cthe Séﬁ%eﬁﬂégag G.J.Ponsonby "Road

» F'
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of demand for railway services was in error. As a result
the development of motor transport, and this change in
demend, in the absence of proteation, would have diminished
the present capltal walue of the railway. Since the rail-
ways are State-owned, no hardship from the fall in capital
value results - no sectional interests of ownership

are affected. The railways would have continued to render
services at prices, which were previously unacceptable,
until the revenues of the railways fell to that extent

when abaeandonment of assets would have taken place as out-

lined above.
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CHAPTER VI

"IN EBXCESS OF PUBLIC NEEDS."

Anofher often-heard argument for the restriction
of road motor transport, is that in the absence of con-
trol, the facilities are provided 'in excess of publie
needs'; or, again, unrestricted competition leads to
'an unnecessary duplicaetion of services'. This is merely
anothamrmriant of the theme of wasteful competition, but
perhaps deserves special mention in view of the wide-
spresd belief that the members of a regulatory board &re
more capable of arriving at the true needs of the con-
suming public then is the free interplay of economlc
forces.

If absolute freadom of entry was permitted into the
mbtor carrier business, resources ﬁould be invested up
to that point at which the return on the investment is &t
a8t equal to the return from alternative investments.
Under & market economy, production is gulded by the cam-
parison of the market price of the final product and the
prices to be paid for the reQuired factors of production.
The criterion of profitability is the best avallable test
of whether the 'benefits' derived from a particular in-
vestment outwaigh the 'é&crifices‘, or not; The price
which consumers will be willing to pay for transport
servicés is a reflection of the benefits to be derived
and the terms on which people will provide the services
are a measure of the saerifices. If there is a favourable
margin, 1.e. if profits are made, resources of capital
and labour will be attracted. The increase in output, or

supply of transport services, may tend to a reduction in

the/..
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the least cost to the cqmmunity. In this way overlapping,
redundant or unnecessery services would disappear, and each
form of transport would convey Jjust those passengers and goods
for which it was best suited. BSuch a division of traffic
batweamn different modes of transport would be determined by

the demand of those who required it and the facilities
offered by those who provided it, while the incidence of

cost to the community should be such as not to involve the

subsidisation of any one form at the expense of the others.™ 1.

The comment made on this in the Final Report of the
Royal Commission on Transport was:- "But as things are
today, is such a state of affairs, or even any approach to
it, practicable? Who is to decide what goods should in the
national interest be sent by reil, road, canal or ship?"

Clearly no one p:rson can make such a decision which
would attaein the 'ideal division of functinn', but a very
large number of persons, constently comparing prices and
costs and constently attempting to increase output and
reduce costs, would ‘'automstically' approsch to the 1ldeal.
The decisions of any board astablished for the purpose of
deciding what constitutes 'the requirements of the publié'
must then be purely arbitrary; competition is the only
non-arbitrary method of determining the needs of the ﬁublic.
No one would wish to deny that owing to the incorrect anti-
cipation of the future course of demand for his services, &n
entrepeneur may invest capital whiech does not yield the
expectéd return. In this way it 1is pcssible to conceive
of over~investmeﬁt in the industry and the provision of
transport services in apparent excess of the public require-
ments. DBut if the selective force of bankruptcy is permitted

to/..

1. "The Future of Rail Transport™ in the HEconomic Journal,
Dec, 1934 - article by H. H. Hallsworth, pp. 553-554.
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Capetown-Sea Point route. 1.

In the halcyon days before

the local transportation board appeared at Capetown to

make up the minds of Sea Pointers by what means they really
wished to travel to Capetown and how much they wanted to

pay (i.e. before 1930), it was possible to obtain a 'bus

or a tram gt half-minute Intervals and on certaln 'buses
the fare was as low as 2d. This state of affairs, the

local board decided, wes directly contrary to the true
interests of the Sea Pointers. The board began by refusing
certificates to about half the 'bus operators, in particular
those who provided the service at the 'uneconomic fares' of
2d. end 3d. Finally a monopoly was acquired by the Capetown
Tramways and Bus Company, who bought out the few remaining
independent operators. Still zealous in the interests of
the Sea Point public, the board proposed a minimum fare

of 3d. on the 'buses which 'enabled' the public to use

the trams instead and thereby permitted a number of 'buses
to be withdrawn.

"Phe local board has found that on routes served by
parallel services, l1.e. "buses and trams controlled by
one operator, the Imposition of a minimum 'bus fare is
advantageous to the oﬁerator as well as to the public.™ 2.

It is not difficult to sgree that the grant of the
most complete monopoly powers to the Company has been
advantageous to it, but after listening to the ecomments
of irate Sea Pointers, with Hobson's choice between waiting,
sometimes 10 minutes, for a 'bus or travelling by a slow
and very noisy tram, I feel that the advantage to the public
is/..

I speak here from actual experience.

2. Report for year ended March, 1935 (U.G. 40,1935) p. 25.
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.is not quite so consplcuous.
The Road Motor Competition Commission asserted that,
"the competition leads to the cutting of fares and rates
for transport service and, while the public may temporarily
gain by uneconomic rate-cutting - and this is a point
made much of by the advocates of free competition - in
the end i%rmust pay. It is almost the invariable experience
after a rate war that the survivors so frame their tariffs
as to recoup themselves for losses temporarily sustained."”
The Commission seems here to have been groping after
the idea of 'agressive selling' or 'monopolistic dumping',
i.e. a particular enterprise attempts to obtain an ultimate i
monopoly by charging prices below cost so as to eliminate

|
competitors. It is hardly likely that smell motor ?
carrier operators deliberately undercut railway rates and i
suffered losses with the intention of driving the S.A.R.

out of the transportation business and then making large |
profits by charging monopoly prices. There was, in fact, v
some denger of 'uneconomic' fares and rates being fixed

but not by the roesd operators. Instances can be found
where thé Administration deliberately undercut the prices
charged by private operators with the intention of elimina-
ting such operators and then restoring the o0ld rates. Per-
haps the donkey-wagon drivers, who undercut the Administration
In the carriage of petrol, are, in fact, waging & rates war |
with the S.A.R.

In fact, of course, the prices charged by private opera-

tors have been sufficient to cover their costs.

1. p. 20.

2. This so-called "cut-throat competition™ is really the
expression of monopoly. The monopoly deliberately
charges prices below cost where it experiences competi-
tion so as to eliminate this competition and recoups
these losses from its monopoly gains, where it has no
competition.
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CHAPTER VII

SOME GENERAL CONSIDERATIONS.

It seems to be very easily assumed by those who favour
the restriction of competition that, firstly, there is a
definite amount of transportation service demanded by the
public and that any traffic that the motor carrier obtains
i1s at the direct expense of the railways, and secondly,
that the sphere of operation of both forms of service is
mitually inclusive,

The first is another variant of the work-fund fallacy.
Any traffic that goes by the motor lorry and the omnibus
is regarded as necessarily a diversion of traffic from
the railways. In fact the road service has developed a
certain amount of 'new' traffic. Many charabanc excursion
tours cater for a class of passengers, who did not and
could not make similar excursions by rail. Such tours
are often conducted through routes where the railway has
not yet penetrated. FIn regard to‘goods services, the
traffic might be quite insufficient to permit of the pro-
fitable operation of a railway service but is still suf-
ficient to glve remunerative employment to a motor vehicle.
In certain cases the road permits the cerriage of goods
through districts in which naturel barriers have prevented
the construction of railways. Road motor services have
proved of particular usefulness in the transport of wool
and deiry products.;

In so far as the Road Motor Competition Commission
admitted that the road motor might provide supplemental
and developmental services, it claimed that such services

hed/..
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had been provided by +the Road Services of the Administra-
tion rather then by private enterprise. Private operators
confined their activilties to waiting until the traffic had
been slowly built up by the reilways, and then slipped in
and captured this traffic by undercutting the railway
rates. It 1s true that private carriers have not been con-
splcuous in the development of services, which were not
already provided by the railways - though there are certain
exceptional instances. But there is a very good reason
why privete enterprise did not engage in 'opening up the
country'. It has been explained‘at some length sbove that
the retes for certain classes of traffic were so exceptionally
high that road operators could carry these goods at lower
rates and obtain substantial profits. Resources were
attracted at first to obtain the relatively high rate of
return availaeble in this particular form of enterpriss,
but once the rate of return had declined there, 1f develop-
mental services offered opportunities of profiteble invest-
ment, then there is little doubt that private enterprise
would have engaged in the provision of these developmental
services.

| Rail transport is at the moment clearly unrivalled
for long-distance transport. When the National Roads Plan
has been carried through, the potential sphere of road
transport would be greatly extended but it seems likely
that for same consideraeble time, the conveyence of raw
matérials for industry and of heavy, bulky consignments
will be undertaken by rail. In South Africa the motor
lorry is defiﬁitely unsuited for the handling of heavy,
long-distance goods +traffic. Road speeds are in genersl
considerably less than rail speeds for the longer distances.
It is improbedble, too, thet any privete firm In South Africa

could/..
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are willing toc pay, where necessary, a higher fare than is
charged by the railway for the comfort of frequent services
and favourable location of stops.

There is no intention to lay down arbitrarily the
respective spheres of road and rail transpart. But as
conditions are today in South Africa, if no restrietion
was placed on the operation of road motor services, it in-
dicates the limits in which there would be effective com-
petition and substitution of the one form of transport for
the other. In England competition was severe because of
the excellence of the roads ana the railways and the pre-
valence of the short heul; in America the motor carrier
industry has been stimulated by the low ¥first cost of
vehicles, by fairly low motor taxation and the higher
speeds possible on its solidly constructed highways.

In South Africa the compeition for the suburban
passenger transport in the larger towns would, in the
absence of control, certainly be severe. But the elimini-
nation of passenger road transportetion is clearly a
flagrant frustration of the public's preferences. If the
Motor Carrier Transportation Act had been passed a couple
of years earlier, there is no doubt that the Sea Point
railway line would have still been in‘operation and resi-
dents would have been forced to use it by the suppression
of competitive road transport. The greﬁt length of the
"long haul', the relative dffficulty of obtaining return
loads and the very bad conditions of South African roads
would seem to preclude the development of competitive road
transport on a large scale. In so far#s there was competi-
tion for goods traffic over distances longer than about 30
miles, it developed solely because of the peculiar rate
structure of the S.A.R.

The/..
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The chief conclusion that emerges from the survey
of'transpcrt'conditions prior to 1929-1930C is, I believe,
that the competition of road transport for goods services
was only made possible by the relatively high tariffs on
certain commodities. If the railway tariff hed been modi-
fied and railway management freed from those influences,
which prevented it from operating on normal 'business
lines', then the railways would have had little competition
with which to contend; Protection of the rsilways has
made permanent this rates policy, which represents some of
the worst sbuses of disériminating monopoly, and has further
deprived the community of the benefits of technical progress
by eliminating the motor earrier from that sphere in which
it could have been economically substituted, even if the
rallways had charged according to the 'cost of service
principle’. 1.

4 point made by supporters of control of’transparfation
services is that a certain distrivution of economic resources

has/..

1. The Dept. Railwaey Tariffs Inquiry Committee recommended
three schemes to meet the competition of road transport
on short distances. Scheme A provided that the rates
as established in 1929 for goods in classes 1-6 for
the distance of 200 miles should be applied per ton
mile to all distances between 1 and 200 miles. This
would abolish the loading of the rates for distances
of less than 200 miles a&s compared with retes for
200 miles. Moreover so long as the total distance
is less than 200 miles, the 'splitting' of the branch
line rete would not increase the rate. Thls Schems,
the Committee estimated, would mean a sacrifice of
revenue of £350,000 p.s.

Schems B was to reduce rates for all distances between
250 miles to same rates per mile as apply at 250 miles.
The revenue yielded would be £446,400 p.a.

Scheme. 8 was to reduce rates for all distances below
300 miles to the same rates per mile es apply at 300
miles, yielding £588,000 p.a. in revenue.

It considered that such very minor modifications of
the railway tariff would at least counteract the
further diversion of traffic.

Pp. 18-19 of Report.
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has been established on the basis of the present system of
rallway rates. Investment in certain industries such as
agriculture (e.g. maize farming) and location of factories
has been based on this differential railway tariff. Trans-
portation costs are an important element in the cost of
production to the person who is contemplating the invest-
ment of capital. It is true then that any sudden change-
over from the present 'subsidy' rates to rates based on the
'cost of service' principle would have very seriously
disorganising effects on the established structurs. This
is, however, merely a recognition of the need for the
application of the 'principle of gradualness' in legls-
lation and in no way invalidates the theoretical case
against the restriction of competition. Iioreover it seems
reasonable to suppose that the modifications of the railway
tariff, which would be induced by unrestricted road motor
competition in this country, would not be of such a

violent nature as to disrupt the present distribution of
resources and location of industry. It would prevent

any further maldistribution, based on 'ﬁneconomic‘ costs

of transport and eventuelly bring about a rational distri-
bution of capital in so far as transportation costs are a
determining factor.

. The third reason that was given by the Minister of
Railways, in introducing the bill to provide for control,
was that the wage rates and privileges of the rallway
staff would be affected. No lengthy discussion can here
be entered into in regard to the Administration 'civilised
labour poliecy' but some mention can be made of its
gffects. When a department of state pays wages above the
market rate, it attracts labour from private enterprise.

Because/. .
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Because of the increased labour cost, the price of the final
service will be higher than otherwise. Furthermore this
wage-rate ean only be maintained if some restricfion is
placed on the nmumber of entrants into the department's
service. On the S.A.R. the 'civilised labour poliey' has
resulted in the throwing out of the Administration employment
of large numbers of non-BEuropeans. This has had the effect
of further depressing wages in the market for unskilled
lebour. Unskilled white labourers drifting in from the
farms have been faced with this unduly low wage, and thus
the Government's attempt to solve the poor-white problem

by a 'civilised labour policy' has, in fact, tended to
increase the magnitude of the problem.

Even if the 'principle of graedualness' 1s again recog-
nised, competition would hardly haveacted so swiftly as to
suddenly cause the displacement of numbers of the railway's
civilised labourers.

Of all the reasons put forward for the control and
restriction of motor carrier competition, only one has
real validity. "In so far as road transport has not borne
its appropriate share of road maintenance and construction,'
then it could well be claimed that there has been waste.

For the whole industry, through the instrumentality of |
public finance, may have been thus able to develop beyond
that point at which marginal returns areequal. It has
been established out of public funds." 1-

TABLE /..

1. G. J. Ponsonby - "An Aspect of Competition in

Transport™, p.448 fooinote.
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TABLE Vil
EXPENDITURE ON RCADS & BRIDGES IN THE UNION.l.
1929-30 =~ 1934-35.
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TABLE Vit

REVENUE COLLECTED FROM MOTOR INDUSTRY IN UNION. 2-
1929-30 1934-35.

-
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/9333
£

1934 -35
Z

ROYINGI AL

[ 138,76/

0,23 4¢3

4497 73

§39/56) 926,319)1,0/6,435

TAXATION

PRt |2 420,476 4574 593 |/, 948727\ 4,936,368 1 5, 447 [o7] 3 365, 587
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It has proved impossible to obtain acocurate informa-
tion for the years prior to 1929-30 but the above tables
give details for the gxpenditure on roeds and bridges in
the Union and the revenue colleeted in taxation and customs

duties from the motor industry for recent years. Thess

figures are strong evidence that the contribution of ths

motor iIndustry towards roaed construction and masintenance

has/..

1. Supplied by the Dept. of Census & Statistics. 1In
the case of Natal municipalities expenditure on all
public works is included.

2- Special Report Series of the Dept. of Census & Statisties,

Nos. 91 & 97.
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has indeed been adequate in the last few years at least.
As it is only within this period that the Union Govern-
ment has given its attention to the improvement of the
Union's road system, there is justification for believing
that prior +to 1929 the proportionate contribution was
even higher. The statement of the Chairman of the Road
Motor Compatition Commission during the course of the
evidence is not borne out by the facts. He stated:

"The revenue derived from direct road taxation and from
licenee fees, etc. on the motor vehicles in operation in
this country falls far short of the expenditurevnecessary
to maintain, and in many cases to reconstruct to the higher
standard modern transport requirements demand, the road
system in South Africa."”

Furthermore, as the general community benefits directly
and indireectly from road improvements, it would be unreason-
able to demand that the @QtQT indgstyy bear the whole cost.

Certain other reasons for the necessity of control

o o7 A
were given by a member of é local boardsin a
personal interview. He said that there were many cases
on record of operators purchasing second-hand vehicles
for a few pounds and providing erratic services. The
vehicles were not road-worthy and when accidents ocecurred,
these owners were not able to pay out compensation. This
is, however, an argument for the enforcement of compulsory
insurance, which was in fact written in to the original
act but which was subsequently withdrawn. Moreover it
‘seems unlikely that such transport agencies would have
obtained much custom. Many of these owners, too, bought
their vehieles on the hire-purchase system but with no
intention of actually paying the instalments. Thus their
charges did not include any contribution towards the cost of

equipment/..
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equipment. This, again, is no economlc argument and motor-
dealers could surely have been trusted to take care of
themselves.

Another 'non-economic' reason, which the board-member
advanced, has considerable practical importance. Rival
'bus companies,in attempting to gain passengers, instructed
their 'bus drivers to lgnore the ordinary traffic regula-
tions. On the Sea Point route, for instance, speedgng and
cutting-in resulted in a great number of acecidents. Here,
too, the remedy would seem to be stricter control by traffic
authorities rather than leglslation to reduce the number of
'buses. In any case this argument is relevant only to

municipal passenger transport.
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CHAPTER VIII.

CONCIJUSION.

The reesons that have been advanced for the regulation
and control of road motor transport have been examined and
shown to be fallacious. The restriction of competition
cannot be Justified on the grounds that 1t is in the
Interests of the public or in the Interests of the railways,
for the railways' interests are, in South Africa, the pub-
lic's insterests. In conclusion it remains for a brief
statement to be given of the present and probable future.
position of transport in this country and to put forward
certain suggestions, designed to secure a cheap and effi-
cient +transportation service.

A member of vhssmpmimelocal board stated that the
most lmportant result of the activities of the central and
local boards had been the establishment of a co-ordinated
system of transport. He said that he himself believed in
the system of 'controlled monopoly'. Co~ordination means
that competition of road services with the railways and
amongst the road operators themselves has been eliminated..
Motor carrier services have been diverted to serve as
supplemental services to the rallways. Thus the position
is to-dey that the monopoly price is the price for almost
every piece of transportation service provided. A member
of the locel board said that the board welcomed the state
of effairs today in Capetown, where the one passenger
company has absorbed every other former transport service
but one. It is not in any way surprising to find that at
the Transport Conference held &t Pretorlie in September, 1934,

the/..
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the representatives of 'certified' agencies heartily
approved of the exlisting legislation. But this is hardly
evidence of the génaral social benefits of restrietion
of entry into the industry.

The future seems likely to see the extension of the
present proteetive legislation to bring within its control
the operstions of animal-drawn transport and taxi-cabs.
Apparently the profitable margin of traffic of the S.A.R.
1s so small that the loss of a certain amount of petrol
traffic to the donkey~wagons is sufficient to ruin the
Administration. It is not impossible that if the number
of private motor-car owners continues tc increase at the
same pace as it is today, that the Administration and
established services will demand that the use of cars by
their owners be curtailed!

The Union Government has shown its intention to main-
tain a practical monopoiy of the business of transport by
acquiring control of commercial air transport. The Minister
of Railways, Mr. Pirow, in referring to the loss that the
Administration annually sustained as the result of operating
the airway service, frankly stated: We must accept and
carry this temporary loss if we wish to protect ourselves
against competition. If we do not carry on the service
some private company will do it and will eventually reap
the benefit.

The greét soclal benefits of transportation are obvious.
To a country such as this with its widely-scattered, sparse
population and vast distances the provision of an efficient
and cheap service of transportation is of vital concern.

It is of special importance that the addition to welfare,
material and immaterial, of technical progress and cost-

reducing/..



102.

reducing factors in this sphere should not be foregone.
Control and regulation have deprived us of increased
efficiency and the reduction in transportation costs.
Protection and co-ordination have brought us monopoly and
monopoly means the divorce of social and private advantage.
How are we to secure in transport the full benefits of the
ever-cheapening processes of production, which heye been
called social progress?

In South Africa the immediate need, as has been repeat-
edly stressed, is to separate the management of the railways
from political intervention. The more glaring defeets of
the present administration may be removed through remedial
legislation. The obvious requirement 1s the establishment
of a really independent Railways and Harbours Board, which
ﬁould ensure that those provisions of the South Africa Act,
designed to safeguard railway users against the increased
cost due to politically-imposed burdens, would be enforeced.
Control of the railways should be vested in the Board,
which should not aet as an advisory body to the Minister of
Railways. The voting power of all members should be equal
and qualifications of members should preclude the appointment
of the representativesof vested interests. If Parliament
should desire thet any particular industry or section of
the people should have the benefit of especialiy low trans-
portation costs, the benefit should take the form of a
direct subsidy; the cost of which would fall on the whole
community and not on the railway users.

To secure that the fullest advantages are derived
from technical advance, the Road Transportation Acts
should be repealed and complete freedom of entry into the
transport industry be permitted. It is, however, advisable
that operators should be compelled to provide adequate
Insurance against accident and that they should not be allowed

to/..
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to disceriminate in their charges as between different pur-
chasers. A careful investigation should be carried out

to ascertain whether road transport is bearing its proper
share of the cost of road construction and maintenance

and taxation levied accordingly. 1.

The competition of private operators with the rail-
ways and of the private operators amonst themselves would
result in the cost of transportation epproaeching the ideal
of the 'cost of service' principle. Under competition
there could be no such thing as 'surplus capacity', eas
any operator who did 'not cover his costs would either
move out of the business or go insolvent. Investment
would be restricted only by the possitlity of larger
returns from the alternate uses of labour and capital
in response to society's demands. Professor Lionel
Robbins, in commenting on the proteotion afforded to
railways,remarked: "If we want to preserve railways which
are unprofitaeble in the present condition of demand, we
should subsidise them as ancient monuments.™ It seems
unlikely that even if road transport were permitted to
operate without any restrictions, it would become neces-
sary to commemorate the S.A.R. but the importance of the
private carrier to the community lies not so much in his
possible usurpation of the railways, but ih his providing

a check on monopoly.

1. If all the revenue obtained from the motor industry

was handed over to the National Roads Board, it seems
that the contribution of road transport would be more
than adequats.



APPENDIX I.

TABLE ILLUSTRATING EFFECT OF BUS COMPETITION ON THE
RAILWAY LINE BETWEEN CAPETOWN AND WYNBERG.

~ Amount of Revenue and No. of Passenger Journeys on the
Cepetown-Wynberg railway.

M | 1926 1927 1906 | /949
No.or Passenc e Revenon| V% 2" P55 EN6ER Re ey Mo o Passens ek Revenve || No o Prssence Reveve
B Jovaneys | f Journe s £ JougneYs | £ | Joumnevs | #
Trunky 477566 |u,355| [L2T,E38 \basuly, 249,94 o0 10861
FEBRUARY 4440493 13,3280 £/59 %1 | Qb 4222, 796 |0043
Hatew 1542480 \usoz| 4213285 \usz| 4304527 |97
ArRIL 4524, 5 \m,375) 4206765 15192) 4 30605 | 1o, 740
Mavy 4533, 403 \garil 45235230 Y73l 427,002 V5735
June 1,496,053 | 13,956\ 4,142,274 | 7565 || 124 6,337 Vg 566
Juuy 4,426, 79013320\ 15278, % S\ess | 4 342,78 |18, 71
Auvsust 4,456,800 13038 || 758,607 (7363
Se premeer 4,402,875\ 13 525| £4.234700| 10,42
Cerosee || 4920, 210 \wa73l 1392 /90 sz 705 /, 360464 |1 8ss
Novemaer | h 00k, T2 535 | /,328434 755 | 5280579 o, 7z
Deceneen | /5027 %7\ 426220 4554 | 427,872 | 467

This Table 1is obtained from Appendix IV of Memo-
randum submitted by the General Manager of the Reilways
to the Commission on Road Motor Competition. See

Volume III of the Evidencs.

The electric service was introduced on this l1ine in
July, 1928, and extended in September, 1928. Fares were

revised from the lst April, 1929.



NOTE:

At the Southern Africé;Transport Conference held
recently in Johannesburg, the following resolution
regarding competition in transport was pessed:

"It was argued that the railways were a vital factor
in agricultural development and in preserving the primary
industries of any country; that the existing world-wide
railway policy of charging high rates for valuable traf-
fic and lower rates for primary products was essential
to stimulate and maintaln primary production, and that
this policy was seriously imperilled where uncontrolled
coumpetition by other forms of transport was allowed."
Cape Times, Sept. 15, 1936.

This is further evidence of the fact that the real
aim of restrictive legislation 1s to preserve a particular

system of railway rates.
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