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PREFACE 

In 1966, the Karroo Development Association approached 

Rhodes University to undertake a socio-economic survey of their 

region. This survey was to form the bas;is for development 

planning in view of the expected benefit to the region of the 

Orange River Project. Similar requests were also received from 

the Midlands Planning Association and tbe South Eastern Areas 

Development A~sociation.l 

When Rhodes University consulted the Department of Planning, 

which strongly supported the principle mf a regional survey, it 

",as decided that, although Port Elizabeth and its hinterland 

comprised a logical economic unit, the area should be sub-divided. 

The University of Port Elizabeth was enbmsted with the 

responsibility for an analysis of the metropolitan area , while 

the Institute of Social and Economic Research of Rhodes 

Universi ty was commissioned to undertaJci!- a socio-economic 

survey of the inland areas. This the s is on the transport 

infrastructure of the Cape Midlands and Karroo Regions repre sents 

one aspect of the survey . 

The area ',hich was allocated to Rhooes University compri ses 

21 magisterial districts in which the tnree local development 

bodies have their interest, as follows: 

(a) Karroo Development AssociatiGn 

Gra.aff··Reinet 
Aberdeen 
Nurr'aysburg 
,Jansenvi11e 
Steyt1ervilJ.e 

1. These three bodies are local voluntary associations 
op8rating in various parts of the research area. Their 
main objective is to promote the development of their 
respective areas. 



(b) Hidlands Plannine Associ a tion 

Cradock 
Pearston 
Middelburg 
Noupoort 
Steynsburg 
Maraisburg 
Tarka 
Somerset East 

(c) South Eastern Areas Deve]_opment Association 

Albany 
Bedford 
Adelaide 
Fort Beaufort 
Victoria East 
Stockenstrom 
Bathurst 
Alexandria 

xii 

The entire socio-economic survey was financed by grants from 

the Department of Planning, the Cape Provincial Administration 

and from local authorities situated withi~ the area. 

This thesis is divided into five chapters. Chapter I 

outlines the geographic,demographic and economic characteristics 

of the research area, all of which have had either a direct or 

indirect influence on its transport infrastructure and the 

types of goods and commodities transported. The historic 

development of the r esearch area' s road and raih'ray networks is 

briefly covered in Chapter II, while the traf'fic carried by 

rail, and the traffic carried by the Road Transport Services 

division of the South African Raih,ays, is analysed in detail 

in Chapters III and IV respectively. Chapter V considers the 

possibility of future growth and development in the res earch 

area and the effect this would have on its basic transport 

infrastructure. The Tables illustrating the volumes and types 

of commodities carried by road and rail have been included at; 

the end of the relevant chapters, rather than in an appendix at 

the end of the the s i s . Although realising that it would break 



xiii 

the continuity of the text, it was decided to adopt this 

approach in order to facilitate reference to the Tables which 

are an integral part of the study. 

I vlish to thank Professor D. Hobart Houghton, 

Director of the Rhodes University Institute of Social and 

Economic Research, for giving me the opportunity to make this 

study. 

I particularly wish to express my gratitude to my supervisor, 

Professor H. H. Smith of Rhodes Univers ity, for his encouragement, 

for reading the drafts, and for his valuable comments and advice 

throughout. 

I am also most grateful to my wife, Issy, for her patience 

and help with proofreading the final draft, and to my mother, 

Stella, for sponsoring the final stages of this study. 

GRAHAMSTOWN 

SEPTEMBER, 1972. 
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CHAPTER I 

THE CAPE MIDLANDS M~ KARROO 

AREA, GEOGRAPHIC, DEHOGRAPHIC 

AND ECONOMIC BACKGROUND 

A. DEFINITION OF THE RESEARCH AREA 

1 

This thesis is the result of an attempt to analyse the 

transport infrastructure of a certain area of the Cape Province . 

For convenience , this area which does not conform to any accepted 

territorial division--either administrative or geographical-­

shall be referred to as the"research area." The research area is 

situated between south latitudes JOo 56' and JJo 47' and east 

longitudes 2Jo 5' and 270 7'.-See Map 1. The surface area of 

the research region covers 72 462 square kilometres which make 

up 10,11% of the total Cape Province s urface area , and 5,9% of 

the RepUblic . The 21 magisterial districts which constitute the 

research area include: . 

(1) the eastern regions of the Great Karroo, (2) the 

bulk of what is knoHn as the Cape Midlands, and (J) the 

western section of the Border region of the Eastern Cape.-See 

Map 2 . 

The research area, as defined, does appear to represent an 

illogical and unrealistic regj.on for analysis , mainly because it 

is severed from the import a nt metropolit an area of Port Elizabeth 

and Uitenhage, and to a lesser extent b ecaus e it excludes the 

metropolitan area of East London . As J.P. Blumenfeld points 

out, "fe,,, regional definit ions can ever be entirely satisfactory, 
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but ",here specific objectives are involved, some definitions are 

1 less advantageous than others". In the follo'1ing sections it 

shall be shm= that, mainly because of the arbitrary manner in 

which it "'as demarcated, the research area does not qualify as 

a region on its own. 

Traditionally, three different approaches have been adopted 

in defining regions, namely: 

(1) homogeneity , (2) nodality or polarization, (3) pro­

gramming or policy oriented . 2 The principles of these three 

approaches shall now be applied to the research area. 

The homogeneous region concept is based on the idea that 

geographical areas possessing similar characteristics may be 

linked together . These characteristics may be either economic 

(similar consumption patterns and production structures), 

geographical (similar climate and topography) or even social or 

political. The main problem in connection ,d th this approach is 

that a particular area may be homogeneous "ith regard to c ertain 

characteristics, but lack uniformity in other respects. The 

inapplicability of this concept to the research area will become 

evident upon examination of the heterogeneous nature of the 

area in terms of relief and climate, density and composition of 

the population, agricultural land use, and the secondary and 

tertiary sectors of its economy. In fact, the only semblance of 

1. Jesmond P. Blwnenf'eld, The Economy of the Cape Midlands and 
Karroo Region - A Sectoral and Spatial Survey, Institute of 
Social and Economic Research, Unpublished interim report, 
Rhodes University (Gr ahamsto,,'n: 1971), p.3. 

2. L. Needleman (ed . ), Regional Analysis: Se!ected R eadings 
(Harmonds",orth, Middlesex: P enguin Books Ltd, 1968), p.23. 
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homogeneity within the region is that all the districts expect 

to benefit from the Orange River Pro ject, alb e ~ t that some 

district s bordering on the boundaries of the r esearch area s uch 

as Tarka , Alexandria, Nurraysburg and S teytlerville, will 

experience minimal e ffects . 

The concept of nodality reco gnises that a region is made 

up of h e t e rogeneou s unit s -"the distribution of human population 

leads to cities, towns , villages a nd sparsely inhabited rural 

areas-in other words , a hierarchy of settlement s ".J The nub of 

the ma tt e r, however, i s that these h e teroge neous units are inter -

related functionally . Some of the se units-la r ge citie s - a r e 

dominant and attrac t flows of popula tion, goods a nd service s , 

and communication a nd traffic. As Hugh Nours e points out, 

"if there i s such a c onc ept as a natural re gi on, it is a city 

and it s hint erlan d".4 Thus, the exc lus ion of t h e Port Elizabeth-

Uitenhage metropolit a n area, is undoubt edly the critic a l factor 

preventing the re sear ch area from qua lifying a s a true economic 

region. In addition, f unctiona l interrelations hips b etween the 

various constituent unit s of the r esearch area, ' ,hi c h a re 

characteri sed by the flow phenomen a mentione d earlier, are v e ry 

weak and are only e n c ount e red in a few locali sed instances. 

Proof of this will 1"> ", found in ensuing chapt ers which a n a l yse 

the movement of g oods and commodities int o and out of the 

research area , but evidenc e has a lready emerged on this point 

in a s tudy undertaken by Gillian P. Cook . 5 

J. Harry If. Richards on, E l ements of Ree;ional Econ omics 
( Harmondsworth, Middlesex : Penguin Books Ltd , 1969), p . 67 . 

4. Hugh O. Nourse , Regional Economics : A Study i n the Economic 
S t ructure, Stabi litv and Growth of Regions ( New York: 
NcGra,,,-Hill, 1968), p. 1 29. 

5. Gillian p. Cook , Survey of the Cape Hidlands a nd Karroo 
Regions. T01v-ns of the Cape ~1idlands and Eastern Karroo, A 
r eport by a subsidiary committee of the Planning Advisory 
Counci l, Volum e No . 2 , De p artmcnt of Planning (Grallamst01m: 
Institute of' Social and EoonolOic Research , Rhodes Universi.ty , 
19 71 ) . 
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A region which falls into the third cat egory, namely a 

programming or planning region, nis an area over which economic 

decisions apply, and this fact gives a unity to the area".6 

As mentioned in the preface, the districts comprising the 

research area fall within the approximate zones of interest of 

the three local development associations. As these organizations 

do not have statutory powers to formulate policies, hm,ever, the 

concept of a planning region is of little v alue when examining 

the research area's qualifications for regional status. Initi a lly, 

the bodies which commissioned the survey viewed the research area 

as a planning region in terms of the localities likely to be 

affected by the Orange River Project. As J.p. Blumenfeld point s 

out, however, "areas such as Kirkwood, Addo and Port Elizabeth 

itself also fall within the ambit of this section of the overall 

Orange River Project--and these areas li e outside the study 

r egion".7 Thus even on thi s basis, the research area does not 

completely qualify as a region. 

Havin g recognised that the r esearch area on its own , fails 

to meet the requir ements of an economic region, as well as to 

facilitate an analysis of the transport infras tructure of the 

research area, its sub-division into smaller segments is both 

desirable and inevitable. The two main approaches used in 

defining regions, namely nodality and homo gen e ity, are the 

criteria used in dividing up the r esearch area into sUb-regions. 8 

It must be admitted that, to some extent, this process of sub-

division is unsophisticated and based on subjective 

6. Richardson, p .109. 

7. Blumenfe ld, p.ll. 

8. Blume nfe ld, in his unpublished inte!'im report, laid the 
foundati on to this sub-division of the research area. 
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interpretation of the information available . Nevertheless, 

however, it is submitted that it does have use and validity. 

The 21 magisterial districts are thus divided into five sub ­

regions as described below, and illustrated on Map J: 

Sundays sub-region: the magisterial districts of 

Graaff-Reinet (node), Murraysburg, Aberdeen, Pearston, 

Jansenville and Steyt l .erville; 

(2) Fish sub-region : the magisterial districts of Cradock 

(node), Bedford and Somerset East. 

In order to portray a more realistic picture of the 

movements of commodities into and out of the research area, 

Bedford is included in the Fish, rather than in the Border sub-

region. The boundary between the Bedford and Somerset East 

magisterial districts is the Great Fish River. Next to this · 

boundary river, on ·the Somerset East side, runs the railway line 

to the north. A large proportion of goods traffic emanating 

from the Bedford magisterial district, is dispatched from 

raib,ay stations situated in the Somerset East magisterial 

district. Thus, if Bedford were included in the Border sub-

region, commodities produced in the Border sub-region would be 

classified as being "exported" from the Fish sub-region . The 

weight of this argument dispels any contention that Bedford 

should be include d in the Border sub-region by virtue of the 

fact that the railway line from East London, which runs through 

the Border sub - region, also runs through the magisterial district 

of Bedford . 

(J) Escar])ment sub-region: the magisterial districts of 

Middelburg (node), Steynsburg, Mal'aisburg and Tarka; 

(4 ) Bord e r sub-region : the magisteri a l districts of 

Adelaide, Stockenstrom, Fort Beaufort and Victoria East. 
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Although an urban centre did not emerge as a dominant node in 

the Border sub-region, the cluster of towns on the main road and 

railway line from Adelaide through Fort Beaufort to A).ice and 

King William's Town, serves the same function. 

( 5) Coastal sub-region: the magisterial districts of 

Albany (Grahamstown being the node) , Bathurst and Alexandria. 

Each s ub-region is essentially a nodal sub-region 

posses sing a core and p eriphery between which flows of 

population, goods traffic, and communications take place. Each 

sub-region is also, to a large extent, homogeneous . To avoid 

confusion, the 21 magisterial districts shall be referred to as 

the re search area, and the segments into which it has been sub -

divided, as the sub-regions. 

The geographic characteristics, the r acial composition, 

and the economic structure of the research area shall now be 

discussed in general t erms . 

B. GEOGRAPHIC CHARACTERISTICS 

(i) Relief 

A discussion of the physiographic character of the research 

area is important because, as it shall be seen later, it has hz.d 

a profound influence on the development of the area's transport 

infrastructure. 

The relative relief is comprised of "5% mountains, 23% very 

mountainous or broken terrain, 18% hilly or very broken terrain 

and 54% roJ.ling or flat. ,,9 The relief of the research area is 

9. J. J. Badenhorst, Su:cvey of the Cap e Hidlands and Karroo 
Regions. A Geographic a l StuE.:!:, A report by a s ubsidiary 
committee of the Planning Advisory Council, Vol.l, 
Department of Planning (Grahams tm,n: J:nsti tute of Social 
and Economic Research, Rhode s University, 1970), p.2. 



sketched on Map 4 vlhich shows that the Great Escarpment 

constitutes the northern boundary of the research area. The 

Great Escarpment forms, roughly, the watershed between the north 

flowing tributaries of the Orange River and the southern coastal 

rivers, particularly the Kariega, Sundays and Fish Rivers. 10 

South of the Great Escarpment lies the Second Escarpment, 

or Tand·jiesberg-Winterberg orographic line, which roughl y 

disects the research area in an east-west direction. This Second 

Escarpment is an unbroken hilly and mountainous belt , 50 to 80 

k i lometres wide . J. J. Badenhorst quotes IV. C. E l s as saying that 

the Second Escarpment region "is so mountainous that agriculture 

can hardly be carried out, and the region is then exploited 

mainly as summer grazing from the surrounding lower - lying 

regions" 11 This range is of great significance both from a 

physical relief and corr~unications point of view. Not only 

does its ,,,estern extremity, the Tandjiesberg, form the watershed 

between the Fish and Sundays Riv ers, but the Second Escarpment 

also poses as an obstruction to traffic moving into and out of 

the Great Fish River basin. In fact, the only break in this 

mountain range is where the Great .Fish River cuts b e tween the 

Bankberg and the Baviaans River Mountains. 

Between the Sec::md Escarpment and the Great Escarpment lies 

the basin known as the Cape Eastern Midlands. This basin 

accommodates the head .vat er basins of the Great Fish and Kei 

Ri vers, of "hi ch only the former is of any importanc e to the 

research area .. 

10. J.H. "ellington, "Some Physical Factors Affecting -the 
Economic Development of the Eastern Cape Province and 
Adjoining Areas", S outh African Geographical Journal, II 
(December, 1928), 23. 

11. Badenhorst, p.4. 
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The southern boundary of the research area consists of 

64 kilometres of the coast and then moves westwards along the 

Suurberg, Klein 1Vinterberge and Baviaanskloof mountains. The 

former two mountain ranges, together with the Grootrivier-

hoogtes and the Klein Winterhoek Mountains, represent the northern 

ranges of the Cape Fold Belt, while the Baviaanskloof Mountains 

is the only component, in the research area, of the middle 
12 

range of the Cape Fold Belt. Its southern or coastal range 

does not reach as far as the research area. The Cape Fold Belt 

stretches as far as the lower regions of the Great Fish River 

where it meets the coast. According to J.V.L. Rennie, "it 

introduces features of distinctly 1{estern Province aspect well 

into the Eastern Cape". 13 This belt separates the Karroo and 

Midlands plateau from the Coastal plateau and "as the southern 

boundary of the Great Karroo, [it] contributes greatly to the 

arid conditions ••• of the Karroo because it is a climatic 

barrier".14 The "Eastern Karroo" is an integral part of the 

research area and its northern boundary is the Great Escarpment. 

The Coastal Belt rises sharply to a height of about 60-90 

metres and there is no low-lying coastal plain. One of the 

coastal features which has had at least some influence on the 

economic development of the research area, is the nature of the 

river mouths. All the rivers, from the Ko,de River eastwards to 

12. Badenhorst defines the Cape Fold Belt as consisting "of 
a series of parallel [italic; mine] mountain ranges which 
run from the west in an east-south-easterly direction". 
p; 5. 

13. J.V.L. Rennie, "The Eastern Cape as a Geo graphical Region", 
South Af'rican Geographical J ol"rnal, XXVII (1945), L 

14. Badenhorst, p.6. 
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the Tugela River, are "tidal rivers, and one would expect them 

to be ideal for harbour facilities. The extent to which they 

are suitable, however, depends firstly, on their ability to 

eliminate the sandbanks which are built up at their mouths by 

the action of the waves, and secondly, on their seasonal nature. 

During the dry seasons, many of the largest rivers are unable 

to keep their channels open to the sea, "hereas during the rainy 

season, what were previously virtually only streams, turn into 

rivers and wash away the entire obstructing sandbanks. 

From his geographical study, J.J. Badenhorst concluded "that 

there is no clearly defined central area of outstanding importance • 

• • :The region consists of a dissected landscape in ,.,hich it is 

difficult to single out any catchment area or lowland that has 

than purely local importance".lS more 

( ii) Climate 

J.J. Badenhorst quotes J.S. Whitmore16 as saying that "it 

is well kno,;n that the farming potentialities of any area tend 

to be determined not so much by the favourable as by the adverse 

or restrictive qualities of the environment. That is to say, 

success in farming is mainly a function of the least risk. Hence 

the need for particular study of the limitations of the climatic 

environment".17 This is of particular importance in the research 

area, which as shall be seen more clearly in ensuing sections, is 

a predominantly agricultural and farming region. The main 

climatic factors influencing land use within the research area 

arc rainfall, temperature, evaporation and the occurrence and 

duration of frost. Each of these factors shall now be discussed 

IS . Ib:L d., p. 8. 

16. J.S. Whitmore, in 19S7', und ertook a study of the influence 
of climat e :factors in the a gricultural development of 
SQuth Africa. 

17. Badenhors t, p.S4. 
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in greater detail. 

(a) Rainfall. - Map 5 illustrates the mean annual rainfall 

over different parts of the research area. The lowest mean 

annual rainfall (190-339 millimetres) is experienced in the 

eastern sector of the Great Karroo which includes the 

magisterial districts of Murraysburg, Aberdeen, Steytlerville 

and Jansenville, the greater part of the Graaff-Reinet, and the 

south- western extremities of the Somerset East magisterial 

districts. As will be recalled, the Cape Fold Belt is partly 

responsible for the relatively low rainfall in this area. 

Within this low rainfall area , there is a gradual increase in 

the mean annual precipitation as one moves to the north and east . 

The highest rainfall area (790 - 939 millimetres per annum) is 

found along the Second Escarpment in the Winterberg area ,.,hich 

embraces parts of the Fort Beaufort , Victoria East and Adelaide 

magisterial districts. From here there is a south-westerly 

decrease to the central and southern drainage areas of the Great 

Fish River. Towards the coast, ther·e is an increase in the 

annual precipitation in the magisterial district s of Albany 

Bathurst and Alexandria, the latter in particular , experiencing 

a high rainfall. 

In the Midlands, the ra.infall varies fron 340 millimetres 

per annum in the central part, to 500-625 millimetres per annum 

in the Bamboesberg and Suurberg, which form part of the Great 

Escarpment. The l esser precipitation in the central area is 

due firstly, to its lower situation, and secondly, to the rain 

18 shadow effect caused by the Second Escarpment. Although 

18 . IV.G. Moore in A Dictionary of C'':.eor;)~ (Harmonds",orth , 
Middle s ex: Penguin Books Ltd, 1957 , p.14l, defines rain 
shadow as "an area ,·:hich has a rclatively light av erage 
r ainfall because it is sheltered from the prevailing rain­
bearing winds by a range of mountains or hills; it i s 
therefor e! situated on the l ee side! of the range". 
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Cradock lies nearer the sea than Niddelburg and Hofmeyr, the 

mean annual precipitation at the former is less than at the 

latter two This tendency can be ascribed mainly to the 

11 

difference in height above sea level, Cradock lying 391 metres 

Imfer than Middelburg and in the rain shadow influence of the 

Winterberg".19 The eastern periphery of the Midlands is 

characterised by mountainous terrain , and this accounts for the 

high annual rainfalls recorded at Steynsburg--409 , 5 millimetres-

and Tarkastad--452,2 millimetres. 

J . J. Badenhorst noted that, as is the case for the rest 

of the Republic of South Africa, there is an increase in rainfall 

within the research area as one moves from west to east over 

the interior plateau, and that orographic features influence the 

rainfall quite markedly.20 

In the Midlands area, and in the central and western 

surrounding areas of the Second Escarpment, the bulk of the 

annual mean rainfall falls during the summer months. However, 

the precipitation during the months from October to December--

the so"ing season--is too small for the cultivation of summer 

crops . Notwithstanding, the distribution of the rainfall 

during the summer months is most erratic. "It appears that the 

Nidlands is dependent on thunders torms for bet"een 70% and 80% 

of its total rainfall; in the Second Escarpment area it decreases 

to bebfeen 25% and 30%, while the coastal belt receives rain as 

a result of thunderstorms for only 5% to 10% of the time".21 

The rainfall during the months of March, April and May is 

adequate for "inter crops although the precipitation thereafter 

19. Badenhorst, p.45. 

20. Ibid., p.44. 

21. Ibid., p.48. 
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is not usually sufficient to ensure the success of the harvest. 

In general, the climate of the Midlands area is not really 

suited to crops and as a result, it is a predominantly stock 

farming region. However, the cultivation of winter wheat for 

stock feeding purposes is carried out fairly extensively, while 

some farmers also gro" lucerne and maize for their Ovm use. 

In the Karroo, the rainfall in both summer and winter is 

too low for the cultivation of crops; thus this area is almost 

so lely devoted to stock-farming . Where irrigation water is 

available, however, wheat and other crops are grown. 

The south-eastern section of the research area enjoys the 

highest rainfall and naturally, this is where arab l e farming is 

predominant. The coastal region, particularly the magisterial 

districts of Bathurst and Alexandria, produces virtually all the 

Republic's chicory , while it is also the main pineapple producing 

region in the country. The satisfactory rainfall in this corner 

of the research area also assists in the cultivation of fruit, 

vegetables and maize. 

(b) Frost.-"Over the coastal plateau the winters are 

moderate and frost may occur from 25th Nay to 20th August. In 

the central parts of the Hidlands, heavy frost occurs from the 

last week in April and is a nightly occurrence till the middle 

22 of September". 

Citrus production demands relatively warm winters and 

consequently, citrus is found only in those areas which experience 

moderate and reasonably frost-free "'inter months, · namely, the 

magisterial districts of Albany, Bathurst, Fort Beaufort, 

Victoria East and Stockens trom. The cultivation of deciduous 

fruit on the other hand, requires exactly the opposite climatic 

21. Ibid., p.48. 

22 . Ibid., p.55. 
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conditions. Depending on the availability of adequate water 

supplies and the amount of winter cold required by different 

types of fruit , there is reason to b e lieve tha t the Midlands 

region may become a profitab le deciduous fruit producing area. 

Whether this comes to pas s , with its undoubted beneficial 

effects on the economy of the re search area, depends very much 

on the ultimate outcome of the Orange River Project, and on the 

execution of studies similar to that of De Villiers. 2) 

(c) Temperature.-Next to rainfall, temperature is the 

main determining factor as to whether or not, agriculture can be 

successfully carried out in any particular area . In many cases, 

temperature is in fact the main criterion of success as 

tempe rature cannot be artificially controlled, as can the supply 

of water via irrigat ion. It is the minimum temperatures and 

the duration of the fro s t-free p eriod which are of particular 

conc ern, and about which littl e can be done . When the t emperature s 

prevailing over the research area are compared with the annual 

rainfall of various sections of the research area, a negative 

correlation is observable, i.e. when the rainfall is higher than 

norma l, the mean temperature tends to be lo"er than normal 

during the same period. 

Along the coast, the minimum temperatures are inclined to 

be stable , while exception al figures are recorded for the 

maximum temperatures. This latter f a ctor is due to berg winds 

which plague coastal re g ions . Over the i nt erior, the r everse 

occurs ; maximum temperatures are r e l atively stable , w'here as 

minimum temperatures a r e s ubject to extremes as a r esult of the 

2) . G.D.B. De Villiers in "1{inter T emperatures and Fruit Yield" 
( Farming in S outh Africa , VoL 22 , No. 257, 1947) 
invest i gated the amount o f ,dnter coJ,d required by various 
tyYes of fruit in the \Vestern Province. 

r 



influence of sub-antarctic air. It would seem that the 

Midlands and Karroo areas experience the greatest temperature 

ranges of the whole research area and that this tendency 

decreases towards the coast. 

C. DEMOGRAPHY 

M.L. Truu revealed that the preliminary results of the 

1970 population census showed a total population in the 

re search area of 421 510 persons--excluding Asiatics--made up 

24 
as follows : Whites : 54 430 

Coloureds : 87 730 

Bantu: 278 920 

In absolute terms, there has been a long term decline in 

14 

the total m,ite population of the research area and this trend 

continued in the 1960s. 25 The urban component of the total 

1Vhite population of the re search area however, has grm,n, 

26 albeit it v e ry slowly . On this point, hm,ever, M.L. Truu 

suggested that " it ,,,ould not be a misleading summary of the 

general situation to state that during the 20th century the 

white urban population •.• has tended to remain static, while 

the rural population of the region h as experienced a fairly 

rapid decline".27 J.P . Blumenfeld, however, points out that 

"even this situation appears to have changed in the last decade 

as the 1970 census figures suggest a decline of over 8% in the 

,'Ihite urban population when compared with 1960. The rate of 

24. H;L. Truu, Survey of the Cape Midlands and Karroo Regions: 

25. 

26. 

27. 

Hum a n Resource s in the Cap e Midlands, A report by a 
subsidiary committee of the Plannin\,> Advisory Council, 
Vol. No.3, Department of Planning \ Grahamstown: Institute 
of Social and Economic Research, Rhodes University, 1971), 
p. 159. 

Ibid. , p. 27. 

I~jd. , p.28 . 

Ibid. p. 29 . 
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decline in the rural population has, however, be e n more than 

twice as fast, with the result that the urban proportion of 

the "hite population in the re g ion {excluding Steynsburg 

)
28 

MD rose from 72,7% at 1960 to 74,4% at 1970--a remarkably 

high proportion for a 'rural' area".29 The increasing 

depopulation of the platteland due to depressed farming conditions 

caused by the almost chronic drought conditions and the declining 

price of wool, has been one of the most salient features to 

emerge from the interdisc iplinary socio-economic study of the 

Cape Midlands-Karroo region. This denudation of the research 

area in terms of the "hite population, and particularly of the 

school-leavers, will adversely affect the economy of the 

research area. Not only will the output of goods and services 

be seriously affected, but the demand for infrastructural 

services, and for g oods and services provided by commercial 

and financial institutions, will also decline. 

In t e rms of population density and rac ial composition of 

population, the research area is by no means homogeneous. 

From Table I, in which the magisterial districts are arranged 

in this order, it can be seen that as one moves across the 

res earch a re a from west to east and south- east , the popula ti on 

per square kilometre increases quite consider;o.bly. The 

Murraysbur g magisterial district, for example, h as only 1,04 

persons per square kilometre , "hereas the Victoria East 

magis t e ri a l district, in the east, and the Bathurst magisterial 

district, in the south-east, support 23,5 and 18,5 persons per 

28. Steynsburg was excluded because the 1970 census reveals 
that the re has b een a significant increase in the rural 
population of that district implying that the ,",orkers Oil 

the Orange-FiSh tunnel have been classified as rural in 
the census. 

29. Blumenfeld, p.14. 
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square kilometre respectively. Simi larly, as one move s across 

the research a r ea from west to east , the Coloured population as 

a proportion of the total population decreases, while the Bantu 

population as a proportion of the total population increases 

most markedly. Table I reveals for exampl e , that while the 

Bantu population only accounts for 17,7% of Murraysburg's total 

population, in the extreme east, 92,1% of Victoria Eas t's 

population is made up of Bantu. 

TABLE I 

POPULATION PER SQ .KN. AND RACIAL COMPOSITION OF THE POPULATION 
OF THE RESEARCH AREA ACCORDING TO MAGISTERIAL DISTRICT 

Magisterial 
district 

Murraysburg 
Aberdeen 
Steytleville 
Jansenville 
Pearston 
l-Ianover* 
Middelburg 
Graaff ­
Reinet 
Somerset 
East 
Cradock 
Bedford 
iMarai sburg 
Steynsburg 
Tarka 
Adelaide 
!Alexandria 
iAlbany 
Stockenstrom 
Fort 
Beaufort 
Bathurst 
tv"ictoria 
East 

Source 

Total pop­
ulation 
per sq.km. 

1,0 
1,) 
1,6 
2,4 
2,2 
2,5 
),6 

4,2 

4,6 
6,0 
5 ,5 
),0 
),1 
),5 
8,2 

11,7 
1),4 
15,9 

17,7 
18,5 

2),5 

lfhi tes as 
percentage 
of total 

Coloured as 
percentage 
of total 

population population 

17,5 
21,7 
20,2 
22 , ) 
1),7 
2),5 
18,9 

22,0 

16, 5 
19,2 
11,1 
14,7 
15,4 
11,8 
1), 5 

9 , Lf 
21,8 
7,7 

8,4 
9,5 

5,4 

64,7 
59,8 
58,6 
)8,6 
47,6 
)0,6 
)0,0 

49,8 

)0,0 
2),9 
17,7 
1),) 
15,5 
7,0 

1),7 
7,4 

10,1 
1,72 

10,2 
),2 

2,) 

Bantus as per ­
centage of 
tot a l 
population 

17,7 
18,6 
21,) 
)9,2 
)8,8 
45, 9 
51,) 

28 , 2 

5),5 
56,8 
71,2 
72,0 
69,2 
81,2 
72,8 
8),i.J 
67,8 
75,0 

81,4 
87,4 

92,1 

Population census, Geographi cal Distribution 
of the Pop ulation ( 6th September , 1960) Vol. I, 
H.P. No. 62/196). 

* In 1960, "'hat i s now knOh'n a s the magisterial district of 
Noupoort , ",'as then included in the Hanover magisterial 
district . 



D. ECONOMIC STRUCTURE 

(i) Primary Sector.-Almost the entire primary sector of 

the economy of the research area is comprised of agriculture . 

Fishing, forestry and the ext ractive industries are of minor 

importance and only exert a minimal influence on the economic 

situation. Howev er, not only has the economy of the research 

area been virtually solely dependent on agriculture, but 

"i thin the agricultural sector , wool has played by far the 

17 

dominant role. This fact is well illus trated by J.p. Blumenfeld 

who r eveals that "between 1954-55 and 1959-60 when the gross 

value added by agriculture to GGP varied between R2J,4 and RJ2,J 

million, ••• the total value of the wool clip in the study 

region varied between R12,1 and R20,9 million".JO As a direct 

result of this lack of diversification, the economy of the 

research area has readily felt the adverse effects of periodic 

drought conditions and the decline in the price of wool. 

The overwhelming ly greater proportion of the surface area of 

the research area is used for stock farming; less than 2% is 

used for the cultivation of crops .Jl Merino sheep are farmed 

exten.sively over the whole research area, but are concentrated 

in the magi s terial districts comprising the Karroo, }fidlands 

and Escarpment areas, i. e . Murraysburg, Aberdeen, Graaff-

Reinet, Steyt lerville, Pearston, Somerset East , Cradock, Noupoort, 

Middleburg ,Steynsburg, Hofmeyr , Adelaide and Bedford. 

The ve getation in the districts of Jansenville, Steytlerville, 

Pearston, southern Somerset East and the adjoining areas , is 

ideally suited to g oat farming--in fact Jansenville is one of 

the mo s t important mohair producing areas in the Republic, and 

JO. Blumenfeld, p.21. 

J1. Badenhorst, p.74 . 
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is the only di strict in the res earch area where the Angora goat 

repres ents the most important type of livestock farmed. In 

general, however, because other varieties of small stock are 

run at the same - time, Angora goat farming in the research area 

must not be regarded as specialised . 

Cattle, and consequently dairy farming and beef farming, 

flourish in the coastal areas . In fact, more than 80% of the 

beef cattle ,.,hieh are slaughtered in Port Elizabeth, come from 

the research area. J2 The coastal plateau can be regarded as a 

transi tional zone-as one moves west"ards towards the Midlands, 

cattle decline in importance. J.J. Badenhorst draws attention 

to the correlation between the declining incidence of cattle as 

one moves westwards across the research area and the decreasing 

r ainfall and change in vegetation from thorn and grass veld, to 

Karroo and false Karroo veld . JJ In the Nidlands, however, 

cattle number s have increased as a result of the increasing 

production of fodder achieved by means of irrigation. 

The coastal area, represented hy the districts of Albany, 

Bathurst and Alexandria , is the main region within the Republic 

for the commercial production of chicory. The Chicory Control 

Board, with its various processing and drying plants, is seated 

in Al exandria. The coas tal section of the re,'earch area is also 

part of a belt which stretches from Port Elizabeth to the Kei 

River and which is the most important pineapple producing area 

within the Republic. 

Lucerne constitutes the mo s t important single crop gro,,'ll 

in the Tes earch area and in 196J, it covered LfJ% of the area 

J1f under tillage. In those areas which are 110t norlnally s uit ed 

32 . Ibid. , 1). 82 . 

3J . Ibid. , p.79. 

34. Ibid. p.88 . 
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to the cultivation of crops, lucerne is grown with the 

assistance of irrigation and u sed mainly for stockfeed purposes. 

In the research area, wheat is of relatively negligibl e 

value in so far as a cash crop is concerned. In the principally 

sheep farming areas, wheat tends to be grown under irrigation 

mainly for the purposes of winter grazing due to the fear that 

the dry spring conditions will prevent the "heat from reaching 

maturity. In the Karroo, however, this attitude towards wheat 

appears to be changing. During the latter months of 1971, rain 

fell in the Karroo at the critical times for the wheat crop and, 

as a result, by 17th March 1972, 100 000 bags of wheat had been 

delivered to the local d epot of the Wheat Control Board's 

agent in Graaff-Reinet. This shattered the previous record of 

65 000 bags ,chich was established in 1961. It is estimated that 

the 1972 wheat crop will earn between R6so 000 and R750 000 for 

the Ka rroo grain farmers . 35 In addition, sizeable crops of 

kaffircorn, maize and lucerne were produced in the Karroo during 

1971 a nd this seems to underline the fact that arable farming 

in the Karroo, when it has the water, can be successful. 

Physiographically, the coastal b e lt of the r esearch area is 

ideally suited to wheat farming. The considerable d amage caused 

by ru s t and the increasing production of pineapp l es , however, 

have c ontribut ed t o it s relative decline in importan ce in this 

ar e a. Although lucerne has taken over from wheat as a source of 

fodder in the research area as a whole, "heat still covered 15% 

of the total area under cultivation in 1963. 36 

The main determining factor for the success1'ul cultivat:i.on 

of' maize is an a d equate rainfall--it c an seldom b e successfully 

35. Eastern Provinc e Herald, Janua ry 22 1972 . 

3 6 . B~denhcrs t , p.88. 

I 
f 

f 
I 
f 
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grown in areas with an annual average rainfall of less than 

500 mi11imetres. For this reason, the main maize gro·..ring areas 

are located in the magisterial districts of Victoria East, 

Alexandria, Bathurst, Albany, Stockenstrom and Fort Beaufort. 

"In these areas the cultivation of maize covered the largest 

surface area under tillage in 1963".37 Maize is the staple 

diet of the Bantu, while the White farmers use it very largely 

for sileage . 

In the research area there are four forest plantations, 

all of which are owned by the State. These are located at 

Katberg in the Stockenstrom district, at Hogsback in Victoria 

East, at Ford Fordyce in Fort Beaufort, and near the town of 

Alexandria in the magisterial district of Alexandria. The only 

sawmill situated in the research area is at Katberg. The future 

prospects for silviculture appear promising, and increasing 

attention should be given to the establishment of additional 

sawmi ll s in the research area. 

Ci trus production occurs in the irrigated areas of the 

districts of Bathurst and Albany, as \.;ell as in the Kat River 

valley which includes the Koonap River valley north of Adelaide. 

In addition to citrus, small quantities of apricots, pears and 

prunes are grown in -ehe research area. 

From this brief description of the agricultural land use 

within the research area, it can readily be seen that the 

coastal area is by far the mcst diversified in so far as 

agricultural activities are concerned. These include chicory, 

pineapples, dairy f'arming, beef farming and, to a certain extent, 

sheep farming. The bfo rema ining broad a eeas , name ly, the 

Karroo and the Midland s , ar e virtua lly s olely dependent on s heep 

37. Ib1.d., p. 89. 
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farming, with the . cultivation of lucerne and wheat b e ing mainly 

supportive in nature. 

(ii) Secondary sector.-Between 1954-55 and 1959-60, 

secondary industry--manufacturing, construction and power 

generation--accounted for only 5% of the gross geographical 

product of the research area. J8 In addition, the number of 

private industrial establishments exis ting within the r esearch 

~ea, declined from 120 in 1956-57, to 109 in 1959-60 and to 

10J in 1967-68. J9 The ext ent of this decline may be aggravated 

by classi fication and definitive problems in connection with 

certain establishments, but n evertheless, the general trend 

reflects an unfavourable state of affairs. 

The bigges t declines during the years mentioned above, were 

regist ered in the bakeri es division of the food and food products 

category of industrial establishments, as we ll as in the non-

metallic mineral s , and wood and cork categories. On the other 

hand, there was an increase in the number of industrial 

establishments within the metal products, transport equipment, 

and furniture and fixture categories. In J.P. Blumenfeld's 

word s , "this suggests a movement a"ay from the processing of 

local ral{ materi als to the provision of services and commodities 

for the local population. If so, the n this must be r egarded as 

an unfortunat e t endency as the l atter types of establishment are 

far less likely than the former to sell their services or their 

. 40 
ware s beyond the boundaries of the r egion". 

The industrial establishments tend to b e concentrated in t h e 

J8. Blumenfeld, p.JJ. 

J9. Ibid., p.J5. 

40. Ibid., p.J 6 . 
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coastal areas (district of Albany mainly), the Fish River area 

(districts of Cradock and Somerset East in the main) and the 

Border area (dis tricts of Fort Beaufort, Victoria East and 

Adelaide) • 

(iii) Tertiary sector4~-This sector plays a very important 

role in the economy of the research area, and in 1959-60 it 
. 42 

accounted for 55% of its gross g e ographical product. 

In the 1960-61 Distributive Trade Census, 847 retail 

trading establishments were listed ,,ri thin the research area. 

With regard to retail trade, a ma~rket consists of people with 

needs to satisfy, the ability to spend and the willingness to 

spend. In 1960-61 all these factors were present within the 

research area and most of the purchasing power available in the 

area was in fact spent 'vi t :lin its borders. Ten years later, 

however, the situation is not as favourable. There are still 

people with needs to satisfY and the ability to spend, but there 

is no longer the same willingness to spend within the region. 43 

Various people have already comment ·e d on the leakage of purchas ing 

power from the re gion to the main metropolitan areas of Port 

Elizabeth, Uitenage and East London, and to a certain extent, 

114 
Queenstown and King li illiam' s Tmvn. Iii th the improvement in 

roads and communicat:-:'ons over the last ten years, one has to 

41. This sector embraces all those economic activities not 
included in either the primary or secondary sectors. The 
three main categories are (i) commerce and finance, (ii) 
services-including government services, (iii) transport, 
storage and communications. 

42. Blumenfeld, p.39. 
43. The ability to spend should b e qualified to the extent that 

farmers' income has declined as a result of reduced output 
caused by drought conditions and the falling price of wool 
in the recent past. 

44. Gillian P. Cook, and F.E. Drennan, Survey of' "holeaale, 
Retail and Service Establj shments, Institute of Social and 
E(X)nomic Research, unpublished summary interim report, 
Rhodes University ( Gr ahamstmm: 1971). 
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accept that the metropolitan areas, with their greater variety 

of merchandise, are naturally going to be a greater attraction 

to the conswner. The writer, however, is under the firm 

conviction that the local retailers have themselves to blame, 

to a considerable extent, for the flo,,' of purchasing power to 

the metropolitan centres. This has come about as a result of 

their failure to appreciate the marketing management concept . 

The retail trade structure of the research area is permeated 

by the old family business ',hich has resisted the fact that the 

consumer has become "king", and that his needs must be 

satisfied at all times at the ultimate penalty of going out of 

business . In many cases, unsuitable goods and inefficient 

service predominate, with the result that the local. consumer 

accumulates his requirements until he can travel to one of the 

metropolitan areas "here he "ill achieve greater satisfaction. 

Other contributing factors to the local reta; lers' plight, 

of course, are the grm,ing competition of the" chain stores" 

and the tendency for many farmers to' use general dealer ' s 

li cences to purchase their requirements from wholesalers in 

Port Elizabeth and East London. The VTriter feels that the local 

chambers of commerce, instead of continually debating these 

problems at their annual conferences, should arrange short 

courses on effective business and management techniques to 

enable interested members to meet this competition by becoming 

more efficient. 

When considering retail and service establishments, it is 

essential to consider the hierarchy of central place s or urban 

areas existing "ithin the research area. Mi s s Gillian P. Cook 



categorised the urban places in the research area as shown in 

Table 2.45 

TABLE 2 

THE HIERARCHY OF CENTRAL PLACES 

ORDER I NAME PLACES IN THE RESEARCH AREA 

4 Hajor Country To, ..... n Grahamstown and Stones Hill 

5 Country Town Cradock, Graaff-Reinet, 
Midde1burg, Somerset East, 

6 Minor Country Town Adelaide, Alice and Fort 
Hare , Bedford, Fort Beaufort, 
Port Alfred. 

7 Local Service Centre Aberdeen, Al exandria , Ho fmeyr , 
Jansenvi11e, Murraysbur g , 
Noupoort , Paterson and 
Sandf1ats , Pearston, Steyns-
burg , Steyt1 ervi11 e , 
Tarkastad. 

8 Low Order Service A1iceda1e, Bathurst, Balfour, 
Centre Boesmansriviermond, Cookhouse, 

Hertzog, Ho gsback , Kenton-on-. K1ipp1aat, Ni eu Bethesda, sea, 
Riebeeck East, Rosmead, 
Seymour, ' ''aterford . 

L 

Source: Gillian P . Cook, Table 6, p.10 

The characteristics of each of the categories of central 

places applicable to the research area shall now b e briefly 

d esc r ibed. 

( a) Major Country To,m. - The number of service establi s h ments 

45. In categorising the urban places in t he research area , 
use "as made of' the terminology suggested by R.J . Davies 
in " The South Afric a n Urban Hierarchy", S . A. Ge..£.graE!'-ica1 
Jou'ena1, 49 (1967), pp.9-19. - ._-
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existing in a typical major country town, vary between JOO and 

600. Miss G.P. Cook quotes 46 Grahamstown as supporting 40J. 

Grahams town is also able to provide 54 of the 55 categorised 

h7 functions . . Services typical of t his category of urban places, 

and which are provided by GrahamstmITl, are bank and postal 

agencies , as well as a building society branch and a medical 

specialist. 

( b) Country Towns . -The country towns within the research area 

provide an almost full range of functions -- 48 out of the 

possible 55. The average for country to"~s i n the Republic is 

45. There are fewer establishments than in the major towns--

Miss G.P. Cook recorded figures ranging between 126 and JOO. 

Three of the four country towns in the resear ch area have at 

least one wholesale firm, which reflects their regional 

importance. Equally, if not more significant, is the fact that 

these towns provide professional services s u ch as architects , 
< 

surveyors etc . 

( c) Minor Tmnls. -Apart from Port Alfred, all the minor tm,'TIs--

population varying bet\,een J 964 and 11 090--are clustered 

along the main road and railway line between Somerset East and 

King William ' s Town . The average number of functions provided 

is J8 and the number of establishments averages 80--the latter 

figur e is somewhat below the av erage for the Republic as a whole. 

The services offered include those of a magistrate, dentist, 

secondary education, bakery, dairy and, in the more progressive 

places a library as well . The nature of the services made 

available in a minor country town, helps to extend its zone of 

46 . Gillian P. Cook, 1'.12. 

47. These S5 functions are listed by Miss G.P . Cook in Table 
8,- p. 13. These functions vary from Post O1'f'ice and 
newspaper , to gen"ral dealer and European highe r education. 
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influence to various lo","er order places in the near vicinity. 

(d) Local Service Centres.-Eleven places within the research 

area qualify for inclusion in this category, and they are evenly 

distributed throughout the region. Population varies between 

2 120 and 6 322 persons , while the average number of 

establishments encountered in these centres is 55, and the 

average number of functions provided, is 27. 

(e) Low Order Service Centres.-The population of these places 

is, on the average, 1 000. The number of establishments in 

existence in the typical low order service centre varies between 

4 and 30 and they provide an average of 14 different functions, 

mainly for the local inhabitants. 

Having discussed the geographic, demographic , and economic 

background of the research area, it is clearly evident that the 

research area as a whole is a combination of heterogeneous 

factor s . As one moves from north to south, and from west to 

This east across the region, the picture continually changes. 

phenomenon, together with the lack of clear functional 

interrelationships between the constituent units of the research 

area , required its division into sub-regions. The area was so 

divided that, as far as po ssible, each sub-region i s homogeneous 

and contains a dominant node attracting flO\,s of goods and 

services, traff'ic, and population from it s immediate hinterland, 

i.e. each sub-region represents what might be called a mini 

economic region. These sub-regions will be used as the basis for 

analysing the traffic fOrl{arded from the research area, the 

traffi c received by the research area, as well as the traffic 

moving "lithin it s boundaries. 



CHAPTER II 

DEVELOPMENT OF THE RAILWAY AND ROAD 

NET1WRKS OF THE RESEARCH AREAl 

A. INTRODUCTION 

Half'way through the nineteenth century, it was estimated 

that the population of the Cape Colony numbered just under 

300 000. This number was divided between the Western and 

Eastern Districts of the Colony as follows: 

\festern Districts 114 886 

Eastern Districts 170 393
2 

TOTAL 285 279 

At this time, the Cape seemed to be the least endo·wed of 

the British Colonial regions . Its poverty " as accentuated by 
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the ever present menace of native wars , "hile capital "as scarce 

and interest rates "ere high. Perhaps the overriding problem, 

however, ,,,as that there were insufficient incentives for people 

and institutions to invest capital in the Cape Colony. There 

were no real industries, and the bulk of the population "as 

engaged in agriculture and stock farming. 

By 1860, ,wol "as the major product of the Colony. gven 

taking into account the revenue earned from import duties 

however, "001 and hides did not provide sufficient funds to 

subsidise all the needs of the Cape Colony at that stage of its 

1. This chapter is based on an unpublish ed report, "The 
development of the road and rail"ay net"orks of the 
Eastern Cape", by Professor H.H. Smith, Dean of the 
Faculty of Commerce at Rhodes University. 

2 .. Although there was a greater number of people in the 
Eastern Districts than in the \fest, the majority of 
th.esc ,·rould not have b e en 1,rhite. 
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development. They could not pay for the immigration, the bridges, 

the roads, the railways, the harboUr facilities and the 

efficient government administration which are so vital to the 

development of the economy of any area. It is against this 

background, prior to the discovery of diamonds in 1867 , that the 

early history of road and railway development in the Cape 

Colony must be viewed. 

It is also necessary to draw attention to the effect of 

the topography of the Cape Colony on the development of its 

transport infrastructure. Railways, like the roads before them, 

had to contend, not only with great distances and sparsely 

populated areas , but with steep gradients and semi-de"sert 

country. 

Thus, it is not surprising that by 1860, communications in 

the Colony had not advanced far beyond the most rudimentary 

state in which the ox-wagon, using such roads as existed , was 

the principal form of transport. 

B. DEVELOPMENT OF THE ROADS 

From the beginning of White settlement in the research 

area , roads of some kind must have existed. In fact, even 

before this time, there must have been tracks or paths through 

the bush, across the veld, and over the mountains, to accommodate 

any regular patterns of movement of the indigenous Black 

population. With the dev e lopment of the area as a result of 

the entry of Whites, the need would hav e arisen for some form 

of communication with the nearest drostdy in order to obtain 

supplies and to transport produc e to such ports and markets a s 

existed. In addition, traders "ould have been moving about the 

area-some to trade with the Black peoples-and the military 
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would have been concerned with the moving of troops and supplies 

from one point to another. 

Such roads as then existed, obviously tended to follow the 

easiest routes, and were rudimentary in both their J.ocation and 

construction. Furthermore, co-ordination of road construction 

and road maintenance, '''hich would have benefitted the Cape 

Colony as a whole , was completelY lacking. It is no 

exaggeration to say tha t the roads in existence were not only 

totally inadequate for an expanding colony, but were also in a 

disgraceful state of repair. Many parts of the interior , 

including the research area, were to a great extent isolated 

from centres of admini stration, and markets alike . The most 

pressing need was to give to the interior distr icts , an easy 

access to the ports of the Colony. 

John Montagu, the Colonial Secretary during the period 

1843-1852, played a major role in improving and extending the 

system of roads in the Cape Co10ny.3 In November 1843 , an 

Ordinance was passed which made provision for a Control Board' 

of Commissioners 0 f Roads, as well as a Road Board in each of 

the divisions of the Colony. These bodies were independent of 

each other, except in cases where the areas of their 

responsibili ty overl,,,-pped. The activities of the Road Boards 

were to be financed by a road rate impos e d on immoveable property 

in each division. 

The possibility of a great trunk road between Cape Town, 

the centre of administration, and the Eastern Districts , which 

include s the research area, h a d long occupied the attention of 

3. J. J. Breitenbach, "The Development of the Secr e taryshi}) to 
the Gov 8rnm ent of the Cape of Good Hope under John 
Montagu, 18113 - 1852". Archj.ves Year Book f or South African 
History 1959, Vol. 2., p. 231. 
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tho se concerned with the Colony ' s administration . In 

December 184), the Central Road Board decided that an immediate 

start should be made "i th this trunk road. The construction 

of this road involved the crossing of many formidable natural 

obstacles , such as the sandy stretch of the Cape Flat s , 

numerous rivers, and the most difficult of all, the great mountain 

ranges which lie between Cape Tm,n and Grahamsto'{l1. At the 

eastern end of this great trunk road, the main road from Port 

Elizabeth to Grahamstown was rebuilt; and a pass through the 

Suurberg, which gave the interior districts easier access to 

Port Elizabeth, was subsequently cons tructed . 

Mainly as a result of the rivalry ',hich existed between 

the Eastern and Western Districts of the Cape Colony, a great 

deal of dissatisfaction was expressed about the activities of 

the Central Road Board . In the Eastern Districts, it was 

generally felt that rates collected from their immoveable 

properties were b e ing used to finance work in the l'estern 

Districts , and that as a result the Eastern Districts were not 

receivin'g fair treatment . After 185), the Central Road Board 

ceased to exist . During its ten year period of existence , 

howev er, it had provided the Cape Colony with a b e tter 

transport system for that stage in it s development than could 

ever have been anticipated before the occupancy of the po s t of 

Colonial Secretary by Montagu. 

By 1864, Port Elizabeth was linked by road to Cape Tm,n, 

as well as to all the main centres in the Eastern Cape. There 

were two routes from Aliwal North to Port EJ.izabeth, the form e r 

town being the mo s t inland part 01 the Eastern Cape. One of 

the route s linked CoJesberg, Graa:ff-Reinet, Uitenhage and Port 

Elizabeth , while tIle other linked Colesberg, Cradock, Grahamstm{l1 
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and Port Elizabeth. 

After responsible government was granted to the Cape 

Colony in 1853, the organization of the roads ,;as re-arranged. 

Act No . 9 of 1858 made p~ovision for the Government to maintain 

and improve such main roads as the funds voted by Parliament 

allm{ed, and it also authorised the establishment of toll- bars 

on these roads. Furthermore, the Act transferred the maintenance 

of divisional and branch roads to the Divisional Councils ,;hich 

had been created in 1855. Subsequently; these councils were 

also made responsible for maintaining such main roads as were 

constructed by the Government. These arrangements remained 

virtually unchanged till the declaration of the Union of South 

Africa in 1910 . 

By the mid nineteen-t,;enties, a new factor had entered the 

road transport situation in South Africa, namely, the motor 

vehicle. It was clearly evident that the rural roads and the 

r iver crossings, which were reasonably adequate for slow moving 

ox - wagon transport, were quite unsuiled to the faster moving 

motor vehicle . As a result, in 1925, the Government appointed 

a committee to investigate the position ,,'i th regard to roads 

and bridges in the Union . At that stage, because there was so 

much lee,,'ay to be made up, all the committee ·~ould recommend 

,;as that the construction of improved roads should be confine d 

to heavy traffic routes in municipal areas and special localiti es . 

Not,;i thstanding the large expenditure recommended by the 

committee, gravel roads was the best cJ_ass of road that could b e 

made available in the majority of the rural areas. 

By 1927, the demand for major highways of full width and 

hard surf'aces t ,vas increasing considerably. Apart from the 

roads v ·i thin the boundarie s of the various municipalities, 



and the short stretch of road in the Western Cape from 

Bellville to Paarl , however, there was no other tarmac 

surfaced road in the Union. 

In 1935, realising that only a rigorous approach to the 

Union's road situation could hope to achieve any success, the 

Government of the day created a National Road Fund with a 

National Road Board to administer it. The Fund was to be 
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financed by appropriations made by Parliament, and by a tax of 

three pence per gallon on all petrol sold in the Union. "hile 

the newly appointed Chief Technical Adviser to the Board 

concentrated on recruiting engineers-,,,ho were almost non­

existent in South Africa at that time--and other staff , the 

Board set to work selecting routes to be provided with a tarmac 

surface . This task became something of a nightmare, and 

understandably so, when it is remembered that virtually every 

mile of the location of a road is of vital importance to some 

or other vested interest. Because of the economic advantages 

which would follow, those with a stake in areas which were 

formerly inaccessible or difficult to reach, campaigned 

vigorously for surfaced road to serve their geographic locations; 

while interests in those areas which had hitherto flourished as 

a result of traffic on the routes serving their a.reas, fought 

fiercely to have the existing routes retained and their 

quality improved . Thus it can be appreciated to what extent 

the National Road Board had to cope with "string-pulling", rival 

influences, outright attempts at bribery, and all manner of 

emotional persuasions. It was impossible for the Board to 

avoid making enemies of many influential interests, and almost 

every decision resulted in the Board members being accused of 

favour:Ltism, prejudice or incompetence. Particularly bitter 
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arguments came from those municipalities who found themselves 

bypassed. 

JJ 

Eventually, on 22nd February 1939, the Board presented to 

the Government, a five year plan of road construction embracing 

fourteen routes: 

Nl. The Road of South Africa from George to Beit Bridge. 

This was to be the backbone of the n etwork. From it, roads 

radiated to Durban , East London, Port Elizabeth, Cape Town, etc. 

N2. The Garden Route, the base connecting Cape Town to 

Durban. 

NJ. Durban - Johannesburg. 

N4. Pretoria - Lourenco ~larques . 

N5. Winburg - Ladysmith. 

N6. East London - Reddersburg. 

N7. Port Elizabeth - Middelburg ( Cape). 

N8. Bloemfontein - Kimb erley, 

N9. Cape Tm,n - Colesberg. 

NIO . Kokstad - Pietermaritzburg; 

NIl. Cape Town - Viool s drif. 

N12. Outeniqua Pass - Oudtshoorn - Beaufort 1vest. 

NIJ. Three Sisters - Kimb erley - Johannesburg. 

N14. Durban - Zululand - Erme lo. 

It was envisaged that from these fourteen basic trunk 

roads, numerous subsidiary ro a ds would subsequently be 

constructed. This plan was by far the bigges t single transport 

programme ever undertaken in South Africa. The national roads 

project was to be a concentrated effort, whereas, as shall · be 

seen in the next section, the railt,ay n ch;ork ,,,as built pi ece -

meal. Because the Board's men and machinery were absorbed into 

the army to contribute to South Africa ' s effort in the Second 
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World \Var, however, the whole project was d e layed. 

In 1948, the National Roads Board was absorb ed into the 

National Transport Commission which continued the "ork begun by 

the Board. The years since 1948 have also witnes sed many 

improvements in the roads serving the platteland and it s towns. 

Despite these improvements, however, many of the roads serving 

the rural areas are s till far from adequate for the heavier and 

faster vehicles of today. This is particularly serious when it 

is remember ed that many of these rural communities depend so lely 

on road transport for their communication requirements. 

Having looked briefJ.y at how the road network of the 

research area developed, it is now neces sary to consider the 

development of its railway network. 

C. DEVELOPMENT OF THE RAIL1I'AY NETWORK 

1. Railways prior to 1870. 

The earliest attempt to provide raih,ay facilities in the 

Cape Co].ony "as made in 1845 when it "as proposed to form the 

Cap e of (}ood Hope Western Raih,ay Company. This venture 

however, did not come to fruition. Thereafter, e:fforts to 

stimulat e raih,'ay construction continued, and the Cape TOv!n 

Raih,ay and Dock Company was f ormed in 1853. 

By the mid eighteen-fifties, the Government also began to 

appreciate the pressing ne ed :for railway facilities and in 1856 , 

the Governor of the Cape Colony directed that surveys and 

estimates be made for two railway lines : 

(a) from Cape Town via Paarl to \{ e llington , ",ith branch 

line s to Wynberg, Stellenbosch and Halmesbury; and 

(b) from Port Elizabeth via Uitenhage to Grahamstown. 

On 6th April, 1857, a select committee was a ppointed to cx amine 

the feasibility of constructing thes e propo s ed lines. By this 
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date, the reports of the railway surveys were available, and as 

far as the Port Elizabeth-Grahamstown line was conc erned, the 

surveying engineer, Mr Hatthe" Woodifield, reconun ended two 

possible routes, both of which went via Uitenhage. 

The select conunittee heard evidence on the desirability 

of constructing a rail"ay line from Port Elizabeth to either 

Grahamstown or Graaff-Reinet, and on the basis of thi s evidence 

decided to set aside the plans for the line. The inhabitant s of 

the Eastern District s had apparently not considered the subject 

sufficiently, and the committee felt that it would therefore 

be premature to contemplate the construction of a railway in an 

area "here the inhabitants were not convinced of the advantages 

to be gained thereby. Thus it would appear that it was the 

early inhabitants of the East ern Cape who were re s pons ible for 

the relatively late development of a raib,ay line in the 

research area. It can also be postulated, however, that the 

reasons for the select conunittee's decision indicat e that it 

had lost sight of the induc ements which the line would have 

provided to the gro,,'th 0 f the re search area's ec anomy. 

,vi th re gard to the. Cape Town-Wellington raib,'ay , on the 

other hand, the committee was convinced of the desirability of 

constructing the line, and also of financing it by 

guaranteeing a minimum interest on the capital outlay of a 

company ,dlling to construct and operate the line. This 

method of financing raib,ay construction '''as to dominat e the 

thinking on this subject in the Colony for at least a decade. 

It commended itself b ecause the Colonial Government did not 

incur any risk or expense until a rail"ay line, or part of it, 

had been opened to traffic. Even then, the Colonial Government's 

liabili:ty was limited to the extent to "hich the profit earn ed 
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by a compnay fell below a stipulat ed rate of return--generally 

set a t 6 per cent--on its capital outlay. Allied to the 

principle of the guarantee, was the principle of the sub-guarantee. 

In terms of the latter principle, the immoveable property in 

the vicinity of the railway line was to be rated to contribute 

one half of any amounts payable by the Government under the 

guarantee . Such an arrangement was considered equitable in 

view of the advantages which would immedi a tely and dire c tly 

accrue to the o,,,ners of landed property, follm"ing the opening 

of a raib"ay line. 

In the mean time, loc a l interests in the Eastern District s 

were giving thought to raib,a y facilities. Mr Woodifield's 

proposed line had not be e n enthusiastically received by 

Grahamstown merchants. They objected to the unnecessary length 

of the tortuous and indirect line via Uitenhage. It was pointed 

out that the Woodifield line was 134 miles long, whereas in a 

direct line , Port Eli zabeth "as not more than 90 miles from 

Grahamstown. The Grahamstown merchants consequently formed a 

committee to oppose the construction of the Woodifield line, and 

to press for the construction of a shorter and less expensive 

line . They appointed Mr Stephen Mundy to survey the new 

propo sed line, and his r eport was completed i :". J anuary, 1858 . 

Soon thereafter, the Grahamstown merchants submitted to 

Parliame nt, a r eport dealing veith their proposed route . 

At this stage, the Legislative Council and the House of 

Assembly each appointed a selec t committee to examine the 

question of the construction of a raib,ay inland from Port 

Elizabeth. In their reports, both committees pointed to the 

inabili ty of ox-wagon transport to cope adequately with the 

conside.rable volume of produce from the interior to the port, 
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and with imports from the port to the interior. It was re-

commended that no time should be lost in introducing railways 

into the Eastern Districts because, wherever the y had been 

built, they had been found to be -the most efficient, the most 

speedy and the mo s t convenient way of carrying the tra ffic of 

a country , while they al s o contributed to the development of 

its resources. 

The select committe e repres enting the House of Assembly 

believed that lines from Port Elizabeth to Both Grahamstmm 

and Graaff-Reinet , were of about equal importance. The point 

in favour of the Port Elizabeth- Grahamsto,= line was that it 

passed through an area in which the roads conveyed a great 

volume of traffic which was unlikely to be decreased very much, 

even if the harbour "orks then in progress at the Kmiie, were 

to succe ed to the extent anticipated. The Port Elizabeth-

Graaff-Reinet line, on the other hand, would not only have 

opened up a large expanse of "wast e land", but it would also 

have overcome the problems caused by the scarcity of grass and 

water on the road between the t"o towns . In addition, the volume 

of trade between Port Elizabeth and Graaff-Reinet also justified 

the construction 'of a raib,ay line. It 'vas obvious, however, 

that it "as financio'lly impossible to construct both lines and 

because it was short e r, and therefore cheap er to build, the 

connnitt ee recommended that the line from Port Elizabeth to 

Grahamstown be built first. 

This was not the end of the matt er, however. In 

Grahamstown there was a certain amount o:f controversy as to 

whether or not a r ai lway line should be built linking the tm,n 

wi th the Km,ie, rather than vi th Port Elizabeth. Those 

favouri.n g the Kmiie l ine maintained that the line to Port 
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Elizabeth ,,,ould take away the trade which Port Alfred-the 

Kowie-should derive from its natural hinterland. Others, 

however, felt that the Km"ie would never be anything mor e 

than a coasting port, and that as it would never handle the 

overseas trade of its natural hinterland, the line between 

Port Elizabeth and Graharnstown would not harm it. This 

controversy, which was to recur from time to time as select 

committees investigated the question of railways in the 

Eastern Cape, must be viewed against the background of the 

harbour works then in progress at the Kmde and which showed 

every promise of meeting the requirements of the port's 

hinterland. 

J8 

A major development, with regard to railways in the Eastern 

Cape, took place in 1862 when Parliament passed a Bill providing 

for the construction of a railway line from Port E lizabeth to 

Grahamstown along the route recommended by Mundy. Soon after 

the passing of the Act, the Government invited tenders for the 

construction of the respective lines but it soon became apparent 

that the form in which the tenders had been invited, was 

unacceptable to British raib"ay constructors. These constructors 

objected to having to incur the expense of making the 

preliminary surveys without any certainty that thej_r tenders 

would ultimately be accepted, and they required, instead, that 

the Government itself carry out the surveys. As a re.sul t of 

this development, the Government indicated that it did not 

intend to take any further action on the 1862 Act. This delay 

was really a blessing in disguise because, as a result of the 

information lat e r obtained concerning the raib"ay policies of 

India and other colonies, and the acqui s ition of' the 

service? of a rail"ray engineer, the Cap e Government ,.,as better 
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able to appreciate the difficulties 'vhich had to be contended 

with in the Cape. 

In 1863, Parliament passed an Act providing for the 

preparation of the necessary surveys, plans and estimates for 

the line from Port Elizabeth to Grahamstown. On 7th April 1864, 

the Colonial railwa y engineer-Mr Bourne-reported to Parliament 

on the result of his surveys in the Eastern Cape. Mr Bourne's 

r eport s uggested three possible routes for the Port Elizabeth-

Grahamsto,V1l line: the direct route, the valley route, and a 

route representing a compromise behveen the former two. On 

6th July, 1864, the House of Assembly resolved that it was then 

too late in the sess ion of Parliament to give consideration to 

the subject of railways, and that legislation dealing with 

railway construction should be deferred to 1865. 

After the close of the 1865 sess ion of Parliament, the 

Government did invite tenders for the construction of the 

various railway lines sanctioned by the 1862 Acts, but in every 

case the tenders submitted were in excess of the sums gr~nted 

by the Acts. 

As it happened, after the complet ion of the line between 

Cape Tmvn and 1{ellington in 186l~, no more rail"ay lines were to 

be constructed in South Africa until 1872. This was largely 

due to the fact that from 1862 until 1870, the Cape Colony was 

in the grip of a severe depression. As de Kiewiet swns up: 

"The truth was plain to see. Neither the wool of the Cape and 

the Orange Free State, nor the sugar which Natal found that it 

could grmv, were enough to pay for the imports and public works 

needed to keep South Africa abreast of an industrial and 

commercial age. 114 

4. C. -"'. de Kiewiet, A History of' South Africa : Social and 
Economic (London: Oxford University Press, 1941), p.69. 



During the 1866 session of Parliament, a bill "as 

submitted to Parliament asking them to sanction for the East, 

the construction of the first portion of the rail"ay from Port 

Elizabeth to Grahamsto"n, and for the 'vest, the extension of 

the rail;,ay from Wellington to;,ards rlorcester. The main 

rationalisation behind this particular bill ,<as to reduce the 

level of unemployment in the Cape Colony "hich had been caus e d 

by the depression, and "hich "as contributing to the increasing 

incidence of petty crime. This bill was, however, thro"n out 

in the. House of Assembly. 

There "ere no further major railway developments in the 

l860s and the decade closed with the 1862 Acts still on the 

Statute Book and the House of Assembly's select committee of 

1868 recommending that the first railway line in the Eastern 

Cape should be built from Port Elizabeth to near the present day 

Barkly Bridge. 

2. Rail"ay lines to the north : 1870-1881 

The l870s opened in circumstances compl e tely different 

from those which had prevailed during the l860s. In 1867, 

diamonds had been discov e r ed , and in 1871, the most populous 

settlement in South Africa outside Cape To"n, "as Kimberley, 

where the total population-1Vhite and Black was r eckoned at 

50 000. 5 As a result of all this, the Cape Colony ,,'as on a 

"ave of increasing prosperity. In the first 12 years after 

1870, "the mines exported a greater value in diamonds than 

the agricultural and pastoral industries together had been 

able to export in a period three times as long before the 

discovery" .6 Thi s allo;,ed the Cape Colony to liquidate some 

of :L t s public debt, but of far more significance, was the 

5 . Ibi<2:. , p.89. 

6. Ibid ., p.97. 
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Cape's increasing strength and position on the London money 

market. Thus, not only could the Cape attract capital, but it 

could also obtain it at lower rates of interest than aefore. 

Had it not been for the discovery of diamonds, "it is 

almost certain that the railway [ from Cape To,= to wellingtolJ, 

would have follo"ed the coastal belt of reliable rainfall to 

the Eastern Province, where there "ere wool, hides, and latterly, 

mohair. But diamond mining exerted a more powerful attraction. 

If the industry "ere to be made efficient, it imperatively 

needed the aid of modern transport. The organization of 

diamond mining "as not the "ork of Rhodes ' s genius alone. 

Without railways which reached Kimberley in 1885, he could 

hardly have substituted the impressive equipment of the 

De Beers Company for the shovels and buckets and hand-made 

derricks of the diggers.,,7 ' 

During the 1871 session of Parliament, the Governor of 

the Cape, Sir Henry Barkly, submitted a comprehensive minute 

embodying his conclusions regarding the future construction of 

raih,ays in the Cape Colony. In hi s report, the Governor 

recommended a re-examination and a re-survey of the country 

between the Bushman ' s River and Grahamsto'OTl, especially in the 

neighbourhood of Bro ekhuizen's Poort. As far as Commando Kraal, 

however, the gradients "ere fair, and as the trace had long since 

been pegged out on the ground, there seemed to be no reason why 

the execution of the earth"orks should not immediat e ly be 

8 undertaken by the public works department. The Governor 

pointed out that this section of the line "as of the utmost 

7. Ibid., pp.98-99 

8. Comma ndo Kraal corresponds roughly to the present day 
Barlcly Bridg e n e ar Port Elizabe th. 



importance to the trade of Port Elizabeth because, if a direct 

line were to be constructed to the diamond fields, it would 

have to go as far as Commando ](raal in the same direc tion as 

the line to Grahamsto'nl. 

After the Governor's minute had been submitted, hm,ever, 

the House of Ass embly considered it too late in that session 

of Parliament to legislat e on the entire question of railway 

communication. It did, however, agre e that the width of gauge 

on all new main line s be fixed at 3 feet 6 inches, and that the 

government be authorised to t emporarily attach to the public 

works dep artment such assistants as were nece ssary for carrying 

out surveys and for superintending the construction of the first 

seven miles of railway from Port Elizabeth to Swarkop s . The 

House of Assembly al s o agreed that the Government be authorised 

to spend a sum, not exceeding £30 000, on the construction of 

a line from Port Elizabeth to the Swarkops Riv er, provided that 

the Port Elizabeth a n d Uiterillage Railway ,Company commence their 

line from the Swartkops River to Uitenhage simultaneously, or 

guarantee intere s t on the sum spent by the Government on 

constructing the line to Swartkops.9 It was obvious that the 

first seven miles from Port Elizabeth to the Swartkops River 

would be common to both the line from Port Elj.zabeth to the 

interior, and from Port Elizabeth to Ui tenhage. The directors 

of the Company agreed to the second alternative, and in 

January 1872 , construction of the line from Swartkops to 

Uitenhage b egan . After thi s had occurred, the gov ernor directed 

the h ead o f the public ,;arks department to arrange for the 

9. The Port Elizabeth and Ui tenJ>age Raib,ay Company had been 
incorporated by Act No. 8 of 1871 which authorised the 
company to construct and operate a rail1,ay between the 
two tmnls. 



construction of the seven miles of railway line leading out of 

Port Elizabeth. After fifteen years of discussion and ten 

years after the Act authorising its construction had been 

passed, the building of the line had actually begun. 

Meanwhile, a new emphasis had been given to railway 

development in the Eastern Cape. In 1871, the Chief Inspector 

of Public Works had instructed Mr lY.A. Brounger, a railway 

engineer, to determine the most suitable trace for a railway 

line between any point on the Sundays River from Commando 

Kraal to five mil es b elow it, and the iron bridge at the 

Cookhouse Drift, 40 miles below Cradock . Gone was the intention 

of building a line only to Grahamstown. An immense trade had 

opened up with the diamond fields, and existing transport 

facilities had experienced difficulty in meeting the unusual 

demand for transport. Because of this, the construction of 

railways had assumed far more importance than at any previous 

period in the history of the Co lony . 

In his report presented to the Governor on 8th January 1872, 

Mr Brounger drew attention to the essential problem of 

constructing a railway line from Commando Kraal to Cookhouse, 

namely, the direction which the line should take from the 

southern base of the Suurberg mountains. Nr Brounger suggested 

three possible routes as follows: 

( a) via Bushman's River Poort; 

(b) via Grahamsto,,,n; and 

(c) via Coerney River Valley. 

1'he comparative lengths of these three lines were : 



Line 

via Grahamsto"n 

via Bushman's River Poart 

via Coerney River Valley 

Total length 

123-130 miles 

90-100 miles 

70- 80 miles 

Difficult country 

c. 52 miles 

s.. 37 mile s 

s.. 35 miles 

From a purely engin eerin g point of vie", and disregarding 

traffic and general policy considerations, the line via 

Grahamsto\<ll had least to recommend it and "ould be the most 

expensive to construct. 

At the opening of the 1872 session of Parliament, Sir 

Henry Barkly indicated that he "ould not submit bills 

authorising the construction of any particular rail"ay lines 

until Parliament had had ful l opportunity to consider the 

r eport s of the surveys "hich had been carried out since the 

close of the 1871 session. In case the line from Port 

Elizabeth to S"artkops "as completed before Parliament met in 

1873 , the Hcruse of Assembly did, hO\fever, take the precaution of 

voting a sum of money for the continuation of the line from 

Swartkops in the direction of Bushman's River. 

On 1st January 1873, the Government took over the assets 

of the Cape Tm,n and 'fel lington Raihlay Company . This was the 

first step tm,ards the establishment of the Cape Gover:1lTIent 

Railways, and in fact marked the b eginning of a policy of 

State o\<llership and operation of rai l \fays in South Africa. 

With regard to rail\fay construction in t he Eastern Cape, 

mention has already been made of the shift in emphasis m,ay from 

a railway to Grahamst om, , and in favour of a railway to 

Cradock as part of a rail\,ay to the diamond fields. In all 

this , Grahamsto\fn Has naturally anxious to protect its interests 

to the greatest possible extent. From the point of vie", of 

Grahamstm,n's mercantile interests, the mo s t favourabJ_e outcome 



would have been to hav e the railway pass through the city. 

Such a line was becoming increasingly unlike ly however, and 

inst ead , the main line was e xpected to go s trai ght up to Cradock 

with Grahamstown being served by a branch line. The city's 

merc h a nt s foresa,,, that if they wer e to be at the end of a 

branch line , they would lose a ny advantage they h a d had over 

Port Elizabeth in s upply ing the farmin g communitie s and s mall 

urban centres within Grahamstown's sphere of' influence. If, 

hovT ever, Grahamstm;n had to be served by a branch line, it was 

imperative that it leave the main line at a point as convenient 

to the tm;n as possible. 

At this stage of railway development, Graaff'-R eine t was 

also beginning to increas ingly urge for rai lway communication. 

As already stated, a line was being constructed from Port 

Elizabeth to Uitenhagej and in Graaff-Reinet, opinion was divided 

between the merits of' a line to the town from Port Elizabeth 

via Uitenhage, and one branching of'f a t Commando Kraal on the 

main line to the north. It was subsequently d ecided t hat the 

former alternative would be the mo st s ui table. 

In the mean time, the Grahamstm;n Railway Promotion 

Committ ee had appointed a sub-committee to find a rout e which 

a r ai lway might talce from the Bushman 's River to Grahamstm,'n, 

and on to the Fish River . Early in J_8 71~, the sub-committee 

completed i ts report which was sen t to the Government with a 

reques t to appoint a qualified e n gineer to t est the accuracy 

of the s u gges tions made in the report. The Government agreed 

to this and appointed HI' D.J. Scott, a r ai lway engin eer, to make 

a thorou gh inspection of the country bet.{een the Bushman ' s 

River (up to whi ch point PaJ~liament had sanc tioned railway 

constru.ction in 1873) and Grahamstown, and between the Bushman ' s 

River and Cradock. On 14th May 1875, Mr Scott completed his 



report in Hhich he concluded that, solely from a n engineering 

point of vie", the most desirable route for a main line of' 

communication to Cradock would not be through Grahamstown. 

The follm,ing were the main disadvantages of a line via 

Grahamstown: 

(i) it was 55 miles longer than the direct l ine ; 

(ii) it , contained heavy gradients which would add 

considerably to annual Horking and maintenance costs; and 

(iii) it would take much longer to build than the direct 

line. 
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If it Here accepted that the line to Cradock should not go 

vi a Grahamstown, it then r emained to establish how GrahamstoHn 

could b est be served with a branch line. 

While HI' Scott Has surveying the Bushman's River- Cradocl<-

Grahamstown area, Mr I.If. Foot was carrying out a survey for a 

proposed railway line from Port Elizabeth to Graaff- Reinet. 

Mr Foot reported on three feasible routes such a raib,ay line 

might follm" namely: 

A: leaving the main line to the north (i. e. the line 

authorised by Act No. 13 of 1873) near the point where it 

crossed the SHartkops River, and then going vi a Uitenhage and 

Klipplaat to Graaff-Reinet; 

B: leaving the main line to the north at Coega, and 

follo,,,ing the Coega River vall e y to eventually join line A; or 

C: l eaving the ma in line to the n orth at Commando Kraal 

and following the Sundays River valley to eventually join 

line A. 

Mainly because of the gradients involved, line A had le as t to 

recommend it from an engineering point of view. 
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Subsequently, MrFoot was instructed to investigate the 

possibili ty of construc ting a rail\,ay l ine from the point wher e 

the main line to the north crossed the Littl e Fish River n ear 

Kommadagga , to Graaff-Reinet. On the 25th February 1874, 

Mr Foot reported that ·he h a d examined the country from Komma-

dagga , via the Little Fish River, Somerset East and ov er the 

Bru intjies Hoogte mountains , to Kruidfontein. He concluded tha t 

it would be very expensive to build a l ine to Somerset East by 

way of the Little Fish River, because the ",inding river valley 

and the rocky n a ture of the ground would necessitate deep 

cuttings and many crossings of the river . Between Somerset 

East and Graaff-Reinet , Mr Foot considered that the Bruintjies 

Hoogte pre sented an insuperable barri er. He also report ed that 

he h ad explored the country some 30 mile s ",est of Somerset 

East, having h eard that it might be possible to talce a rail"ay 

line through Ro sso", 's Poort in the Little Bruintjies Hoo gte . 

He was of the opinion, howev er, that it was almost impossible to 

take a railway through this p ass . Thus, Mr Foot found himself 

obliged to recommend that the possibility of getting a railway 

from Kommadagga to Graaff-Reinet should be abandoned. The e ffect 

of this today , of course , is that Somer set East lacks direct 

One mus t al",ays r emember that these early s urveys "'ere 

dominated b y the relatively primitive technological environment 

in "'hich the engineers ",orked. In addition, the engine ers 

",ere hampered by having to think in terms of smal l locomotives 

wi th a 101, tra.ctive force, and by the need to ensure that 

construction costs a nd subsequent ",orking expense s were as 10'" 

as possible. 

Following Nr Foot I s r e port, the Commissioner of Cr01,n 
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Lands and Public Works ruled that line C was decidedly 

preferable to line A, but that the decision could not be mad e 

solely on engineering considerations. Parliament would have 

to decide whether or not the engineering considerations which 

favoured line C , should prevail. As will be apparent from the 

n ext section, these engineering c onsiderations were not 

paramount in the final dec i sion. 

On 1 6th June 1874, the Governor introduced a bill into the 

House of Assembly to give effect to i t s intention of formulating 

a compr eh ensive railway policy for the Co l ony . Act 19 of 1874 

was p assed and provided, inter alia for the cons truction of 

the followin g lines : 

a . from East London via Blaney to King William ' s Tm<n, 
and from Bla ney to Queenstown; 

b. from Iforcester via the Hex River to Beaufort West; 

c. from the Bushma n's River to Cradock; 

d. from Grahamstown to the Little Fish River on the line 
f rom Bushman's River to Cradock; and 

e . from Swartkops River via Uitenhage to Graaff- Reinet . 

As f ar as the r esearch area in concerned , thi s Act had 

t" o i mportant consequences. Firstly , Grahamstm,n' s worst fears 

were confirmed: not only "as the line to the north not to pass 

through Grahamstm,n, but the city was to be at the end of a 

branch line which started from a point on the main line, ninety-

six miles from Port Elizabeth. This, together "ith the distance 

from the Little Fish River to GrahamstoHn, made the total 

di stance from Port Elizabeth to Grahamstm<n 151 miles. This 

greatly displeased the Grahamstm,n merchants . Secondly, the 

line from Port Elizabeth to Graaff-Reinet "as to run via 

Uitenhage, and this ended the i dea of one main trunk line to 

the interior "ith branches to Grahamsto,m to Graaff-Re inet. 



By the end of l871~, only some 27 miles of the main north 

line from Port Elizabeth had been laid, and because the bridge 

over the Swartkops River was still in the process of being 

built, no section of it was open to traffic. During 1875, work 

on the main north line continued, and the 32 miles to Commando 

Kraal were opened to traffic on 26th July, 1875. On 22nd 

September 1875, raih"ay communication was established between 

Port Elizabeth and Uitenhage. The thirteen miles of line from 

the main north line at the Swartkops River to Uitenhage were 

constructed by the Port Elizabeth and Uitenhage Railway 

Company which, as will be recalled , had been incorporated by 

Act No. 8 of 1871. 

While ,,'ork was in progress extending the main north line 

in the direction of Bushman ' s River, the desirability of having 

Grahamsto,,rn ' s branch line diverge from the main north line at 

the Little Fish River, was questioned. As a result, the country 

between the northern end of Bushman ' s River Poort-,,,here Alice ­

dale station was to be es tablished-and Grahamstown was re-

examined. The outcome of this re - examination was that it ,,'as 

considered more advantageous to construct Grahamstown's branch 

line via Highlands as it would reduce the distance between 

Port Elizabeth and Grahamst01"n from 155, to lc6 miles. This 

alteration was ultimate ly sanctioned by both Houses of 

Parliament, and the construction of the shorter line via 

Hi ghlands ,,,as authorised by Act No. 5 of 1876. 

The year 1881 marked the ending of the first chapter in 

the history of rail\"ay construction in the research area . The 

chapter h ad begun with Nr Natthew 1Yoodifield ' s survey in 1856 

and thereafter involved seemingly endless surveys , discussions, 

decisions and indecisions. As far as the research area ,.,as 
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concerned, this chapter sa" the change in emphasis, a\{ay from 

a rail\{ay betHeen Port Elizabeth and Grahamsto\{ll, and in favour 

of a line to the diamond fi elds at Kimberley. 

J. Extensions north"ards from Cradock to the 

Orange River 

Toward's the end of the l870s, it was realised that the 

three main lines from the coast to the interior "hich had been 

approved in l871~, could not be regarded as the complete railway 

system of the Cape Colony. These three lines "ere: 

( a) from Cape Town to Beaufort West; (the Western line) 

(b) from Port Elizabeth to Cradock; (the Midland line) 

( c) from East London to Queenst own. ( the Eastern line ) 

It "as obvious that these lines would have to be extended to the 

north, primarily to link up the r est of the country ,dth the 

Kimberley diamond fields. In addition, the question of railway 

communication "as beg inning to attract at t ention in Bloemfontein, 

the capital of the Orange Free State Republic; and from the 

end of the l870s onwards, the development of raih,ays in the 

research area is increasingly bound up with, and influenced by, 

events in the Orange Free State. 

On 15th J .anuary 1878, President J . H. Brand of the Orange 

Free State wrote to Sir Bartle Frere, then Govern or of the 

Cape Colony, requesting information concerning the proposed 

dates "hen line s constructed by the Cape Government '{QuId reach 

the Orange River, a s well as the direction they would take. 

This information was requested so that r ai l"ays built in the 

Orange Free State could be integrat e d ,dth the Cape lines. 

The routes which the three Cape lines should folIo" to 

the Orange River, were the subject of nwnerOU5 surveys and 

Parliamentary bills. The f'ollmdng are some routes "hich 



received serious cons idera tion: 

(a) f rom Cradock vi a Steynsburg to the Bethulie Bridge; 

(b) from Beaufort We s t via Richmond, Hanover and 
Colesberg to the Orange River; 

(c) from Queenstown to Aliwal North via Koup's Leegte; 

(d) from Graaff-Reinet to Richmond; 

(e) from Beaufort West to Hopeto,m via Richmond; a nd 

(f) from Cradock via Colesberg to the Orange Riv er. 
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Throughout all these deliberations, the commercial interests 

in each of Cape Town, Port Elizabeth and East London, exerted 

tremendous pressure for a line which "ould give their port 

advantages over the others, with r egard to the diamond field's 

trade. Routes (a) or (f) would have favoured Port Elizabeth; 

rout es (b) or (e) would have favoured Cape Town; while route 

(c) would have given the advantage to Eas t London. 

Eventually, in 1881, some consensus of opinion on the 

matt e r was achieved, and a bill was introduced in the House of 

Assembly which, as far as the research area was concerned, 

provided fo r the construction of a line from Cradock to 

Colesberg. The bill also provided for the extension of the 

Beaufort West line to Hopeto"n, and the Queenstm,n line to 

Aliwal North . ,'hen the clause providing for the raib,ay from 

Cradock to Colesberg was moved , a mot ion proposing that the 

line go via Middelburg was withdrawn; while a further amendment 

that the line go via Hanover was rejected by the House. 

Graaff-Reinet was dissatisfied with the r a ib,ay extens ions 

proposed by the bill, and unders tandably so, because the town 

had not obtained a rai b,ay extension either northwards to the 

Orange River, or westward to the "estern main line from Cape 

The fact that Graaff-Reinet was not to hav e 
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an extension northwards until 1898, and then only to the Midland 

main line from Port Elizabeth, meant that the major railway 

development in the research area was to by-pass the town . 

In January 1882 , work began on the line from Cradock to 

Colesberg , but the route the line would ultimately take 

depended on which route was approved for the ,iunction line 

beb,een the Midland and \{estern main lines. 

On 18th April , 1882 , t he House of Assemb l y approved that 

the Midland main line should run via Noupoort , from where a 

j unction line wou ld link up with the \{estern main line on the 

farm De Aar. In August 1883, the House of Assembly amended 

the route of the \{estern line so that it reached the Orange 

River, not at Hopetown , but a t a point some miles to the east. 

The following tab l e shows hm, the three Cape main lines 

progressed towards the north . 

Year "estern line miles Midland line miles Eastern line mil e s 
station station station 

... 883 Colesberg 126 Sterkstroom 36 

r 884 Orange River 150 Molteno 21 

Aliwal 
North 70 

The junction line b&tween De Aar, on the "estern line, and 

Noupoort, on the Midland line, "as opened to traffic on 31st 

March 1884. 

After some delay, caused mainly by the depression 

experienced in the Cape Colony, the railway line from De Aar 

eventually reached Kimberley in 1885. The completion of this 

line resulted in the ports of both Cape To"n and Port Elizab e th 

being connected with the diamond fields. 
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In February 1886, · when the main gold bearing reef was 

discovered on the farm Langlaagte, near the present day 

Johannesburg, the main railw-ay lines in the Cape Colony ,,,ere: 

(a) from Cape Town to Kimberley; 

(b) from Port Elizabeth to Colesberg, ",ith a junction line 
from Noupoort to De Aar on_ the Cape Town-Kimberley line; and 

(c) from East London to Ali",al North. 

On 19th July 1887, the House of Assembly resolved that the 

Cape Government should be authorised to confer ",ith the 

Governments of the Orange Free State and the South African 

Republic to determine the best routes for the northern extension 

of the Cape rail",ays to the gold fields, and ho", these extensions 

should be carried out. 

On 30th January 1888, a conference "as held in Cape Town 

to discuss , firstly, the basis upon which a South African 

Customs Union might be established, and secondly, the question 

of the northward extension of the Cape Rail",ays. This 

conference was attended b e delegates from Natal, the Cape 

Colotiy and the Orange Free State. IHth r egard to the railway 

question, the Orange Free State delegates indicated that they 

favour ed a link with the Cape lines near Cole sberg, and ",ith 

the Natal lines on the border ne a r Harrismith. Opposing in-

terests in the Orange Free State Volksraad threatened to 

wreck the work of the conference, but it was ultimately narrowly 

agreed to survey the routes decided upon at Cape Town. 

Hean",hile, fearing what the divided Orange Free State 

might do in the future, and de siring a link with the gold 

fields as soon as possible, the Cape Government introduc ed a 

bill into the House of Assembly providing for tvo northern 

extensions: one rrom Colesberg to the Orange Free State border, 

and one rrom Kimb erley to a point on the Vaal River, about 



three miles from the Transvaal border. Although President 

Kruger of the South African Republic disliked the idea of a 

Cape-Free State line, he disliked the idea of the Kimberley 

extension even more, and as a result, he made a conciliatory 

move towards the Cape. He urged them to delay the line from 

Kimberley until he had induced the Free State Volksraad, ',hich 

was to re-assemble in January 1889, to undertake the 

construction of a line from the Orange River. President 

Kruger made moves to evade his promise to the Cape , but the 

Free State Volksraad neverthele ss resolved on the 17th January 

l889, to construct a line from t~e/ Orange River via 

Bloemfontein to the Vaal River. 

Worle started on the propos ed main line from Colesberg to 

the gold fields, and by 17th December 1890, the Midland line 

had been opened to the Orange River. On the same date, a 

line from the Free State side of the river to Bloemfont ein was 

opened to traffic. This line r eached the Vaal River in 1892, 

and on New Year's day 1893, the first train ran from a Cape 

port through to Pretoria. 

In so far as the development of the transport infrastructure 

of the research area i s concerned , it is now nec essary to l eave 

the main line to thE north, and to consider the other raih,ay 

lines in the area. 

4. A link in the north b etween the Midland a nd the 

Eastern main lines 

It will be recalled that on 16th October 1883, the line 

between Port Elizabeth and Colesberg, i.e . the Midland line, was 

completed. In 1884, the Midland line '>'as join ed to the Western 

line by a 68 mile junct ion line from Noupoor t to De Aar. Thus 

"hen the "estern line reached Kimberley in 1885, both Port 
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Elizabeth and Cape Town, together "ith their respective hinter-

lands, "ere linked ."i th the diamond fields, at that stage the 

main area of economic activity in South Africa. The Eastern 

main line, ho"ever, did not have a link "i th either the Midland 

or Western lines, and consequently, East London and its hinter-

land lacked rail communication with the diamond fie l ds . This 

state of affairs was most disadvantageous for East London in 

particular, and the Eastern Border Districts in general. 

Although the question of a junction line joining the Eastern 

an~ Midland lines first received attention in 1879, it was not 

until 1892 that its construction was authorised. There ",rere 

2 major factors "hich contributed to this delay: 

(a) the unwillingness of Parliament to vot e the money 
necessary for the construction of the line; and , more important, 

(b) the controversy as to the route "hich the line should 
take. 

The commercial interests of East London desired that the junction 

line should be so located that the distance b e tween East London 

and Kimberley would b e as short as po ssible. The overriding 

factor from the point of vie" of the Cape Government , hm{ever, 

was how best to serve the coal mines which had b een opened in 

various areas of the Eastern Cape. In 1859, coal had been 

discovered at Cyfergat in the north eastern part of the Cape 

Province, and in 1864 a colliery had been started near Molteno. 

Soon after this, coal was discovered at Indwe, 70 miles east 

of Molteno. Coal mining was started seriously in the Ind"e -

Molteno d istrict a fe1{ years later when the opening of the 

diamond mines at Kimberley created a large demand for fuel. 

At that time imported Welsh coal "as being used on the mines. 

The Colonial coal was inferior to the imported coal and 

consequently, more of' it had to b e us ed . Thus the decisive 
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factor was the price at which the Colonial coal could be del­

ivered to Kimberley. The location of the junction line "ould 

naturally influence the delivered price of the coal, by either 

increasing or decreasing transport costs. 

The Cape Government was also interested in the possibility 

of using Colonial coal, instead of imported coal, for 

locomotive purposes on the 'Western and Hidland Systems of the 

railways, as had already been done on the Eastern line. Once 

again, the extent to which Colonial coal could be economically 

used on the Hidland and Western Systems, depended mainly on the 

position of the junction line. 

Many route surveys "ere commiSSioned, many suggestions 

were made and many Parliamentary debates took place, before Act 

No. , 10 of 1890 was passed. This Act made provision for the 

construction of a junction line from a point ten miles north of 

Molteno on the Eastern line, via Steynsburg to Hiddelburg Road 

on the Midland line. (Hiddelburg Road is now knmru as Rosmead.) 

Today there are no longer busy 'coal mines in the Molteno, 

Cyfergat and Ind"e districts. The reason is that the coal 

which was so important in determining the route which the 

junction line beb,een the Eastern and Midland main lines should 

take, was a 1m, grade coal. This coal could not compete with 

the higher grade coal subsequently discovered in Natal and the 

Transvaal, and follo"ing Union in 1910, coal mining in the 

Eastern Cape ceased to be a profitable proposition. 

5. The Schoombi e -Hofmeyr spur 

The construction of a line from Schoombie on the junction 

line beb,een Molteno and Middelburg Road, via the salt pans at 

Teviot to Hofmeyr, ",as authoris ed in 1906. 

opened to traffic in 1912. 

Thi s line "as 



6. Extensions from Graaff-Reinet 

The line from Port Elizabeth via Uitenhage to Graaff­

Reinet was completed in 18790 Thereafter, Graaff-Reinet was 

most anxious that the line should be extended to the north, 

and in later years there was intense parliamentary activity 
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on this subjecto In this respect, there was great rivalry with 

the Port Elizabeth-Cradock line. Particularly after the 

discovery of diamonds at Kimberley and gold in the Transvaal, 

Graaff-Reinet ,,,as to resent the fact that it was the Cradock 

line which was selected to become the main line from Port 

Elizabeth to the north. Eventually, in 1897-98, the railway 

line from Graaff-Reinet was extended, but only to join the 

Midland line at Rosmead, some 98 miles to the north-east. 

Graaff-Reinet had been hoping for an extension to Richmond, and 

the line to Rosmead ruled Graaff-Reinet out of the main stream 

of traffic for it was over the Midlands line via Cradock that 

the passengers and goods to and from the north were to pass. 

Graaff-Reinet was also interested in a junction line beb,een 

the Graaff-Reinet - Port Elizabeth line and the main western 

line from Cape Town, but in 1898, the Cape Parliament only 

approved the construction of a line from Klipplaat to 

Olldtshoorn ',hich was eventually completed in 1904. In 1913, a 

line from Hossel Bay to Oudtshoorn via George and the Outeniqua 

Pass was completed. As Mossel. Bay was only a minor port 

however, the completion of this line (i. e. Hossel Bay-George­

Oudtshoorn-Klipplaat - Graaff-Reinet - Rosmead) was of little 

significance to the economy of Graaff'-Reinet. 
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7. A junction in the south b etween the Midland and 

Eastern main lines 

Follo'ving representations received from interests in the 

clus t e r of towns situated betw"een King William's Town and 

Cookhouse, the Cape Government, in 1879, ordered a survey to be 

made to determine the possibility of constructing a railway 

line b etween these two places . Such a line would have had the 

effect of joining the Midland main line , on which Cookhouse is 

situated, and the Eastern ma in line from which, at Blaney, a 

ten mile branch l ine ran to King William's Tmm. The route 

propos ed by the surveyor, Mr Thomson, was in fact that which 

some . twenty years later the railway line was to follmv, viz. 

from Cookhouse, via Bedford, Adelaide, Fort Beaufort and Alice 

to King 'Villiam' s Town . Attention ,,,as however transferred to 

the construction of a junction line at or north of Queensto,m, 

and nothing further was done toward s connecting King '''illiam ' s 

To,,'Il with Cookhouse. In 1882 , a survey was carried out on the 

country between Grahamstown and Fort Beaufort with a vie", to 

building a line b e twe e n these two towns via Fort Brown, but 

this proposed line was not built. 

In 1 890 , Sir Gordon Sprigg ' s Government proposed the 

cons truction of a r a.il",ay line from Mossel Bay to King 

William's Town vi a George, Oudtshoorn , ' 'hllmvmore, Klipplaat, 

Somerset East, Bedford, Fort Beaufort and Alice. This scheme, 

howev er, was r e jected by the House of Assembly. It was n ot 

until 1895 that the House of Assembly passed a n amended version 

of the sch eme which provided for the construction of three line s : 

( a ) from Mos se l Bay to a point on the Port Elizabeth 
Graaff-Reinet line at or near ICliplaat ; 

(b) from a point at o ~' near Somerset East , via Cookhous e 
to Fort Beaufort; and 

( c ) f r om Fort Beaufort to King "illium's Tmvn. 



59 

The Cape Government pu·t the construction of these lines out 

to ·private contract, but because so many troubles and problems 

resulted and because the progress of the 1<ark 1,as so 

unsatisfactory, the Government took over the works by an order 

of the Supreme Court dated 12th May 1902. Construction had 

started from both Somerset East and King William's T01-ln and the 

line was completed in 1904 when, on 17th October, the two 

lines met at Adelaide. This line linked the Eastern and Midland 

systems at a second point, viz . Cookhouse, the first point 

being Rosmead. This line, however, left Somerset East at the 

end of a branch line which led to no"here, and this situation 

still prevails today. It "as left to· the motor vehic·1e in 

fu ture years, and not the train , to link Somerset East 1,i th the 

t01-lnS of Jansenvi11e, K1ipp1aat, Aberdeen and Graaff-Reinet. 

A narr01, gauge line from Fort Beaufort to Katberg 1vas 

opened in 1925 and extended to Seymour in 1926. In 1940, this 

line was converted to the standard gauge of the South African 

Rai l1,ays. 

8. Other lines 

(i) Grahamst01,n to Port Alfred. - Negotiations for the 

construction of a rail1vay line bet"een Grahamst01-ln and Port 

Alfred began early in the railway history of the Eastern Cape, 

and were originally linked "ith attempts to improve the mouth 

of the Kowie River and to establish a harbour there. As 

mentioned before, there "as considerable rivalry bet"een Port 

Elizabeth and Port Alfred for a rail"ay line to Grahamst01-ln. 

Those "'ho favoured the rail link 1>'i th Port Elizabeth contended 

that it would not harm Port Alfred's trade. On the other hand, 

those who preferred the link "ith Port Alfred maintained that 

KOIvie "as the natural port for Albany, as "ell. as for further 
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inland. In actual fact, the construction of the railway line 

from Grahamstown to Port Elizabeth did have a seriously adverse 

effect on the development of Port Alfred. 

In 1880, the House of Assembly sanctioned the line between 

Grahamstown and Port Alfred and put the construction thereof 

out to private contract. In the same year, the Grahamstm<n 

and Port Alfred Raib{ay Company was formed, and in 1881 it 

awarded the contract for the construction of the line from 

Grahamstown to Port Alfred to an English company, Firbank and 

· Cooper. The line was opened in 1884 and was operated as a 

private railway until, fo11m<ing a disastrous acident at the 

B1aauwkrantz River bridge, it was taken over by the South 

African Railways in 1913 . 

( ii) Barkly Bridge-A1exandria.-In 1904 , a survey was made 

of the route for a possible coastal railway from Bark1y Bridge, 

27 miles from Port Elizabeth on the Midland main line, through 

Alexandria to Round Hill , a siding near Trappes Valley on the 

Grahamstm{n-Port Alfred line, and on to Peddie and East London. 

In 1909, a railway line was constructed to Alexandria from 

Barkly Bridge, but the rest of the propsed line ·was not built, 

mainly because of the high cost involved in building across the 

difficult country between Alexandria and Peddie. 

(iii) Bowker's Park-Tarkastad.-This 32 mile long branch 

line was constructed in 1900 and linked Tarkastad with the main 

Eastern line. 

By 1910, when the Union of S outh Africa ,,,as declared, the 

pattern of railway conununication in the research area had been 

very largely determine d. Since 1927, no railway J.ines have 
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been built in the area , and it has been the motor vehicle, 

either privately owned or operated by the Railway Administration's 

road transport service , which has been responsible for providing 

communication in the areas not served by a raib,ay line. The 

Railways Administration has, however, s p ent large sums of money 

on improving the lines in the research area, particu.larly the 

main line between Alicedale and Noupoort which has been completely 

re-constructed. On other lines, bridges and culverts have been 

strengthened, many tracks relaid with heavier rails, and 

signalling systems improved. In more recent years, steam 

engines on the main line have been replaced by diesel electric 

locomotives , and one confidently expects other improvements to 

be made as the future unfolds. 
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CHAPTER III 

RAIL1,AY TRAFFIC 

A. DESCRIPTION OF THE RAILlvAY NETiVORK 

The research area is served by t\,o raib,ay systems, namely 

System J '''hich commences at Port Elizabeth, and System 4 which 

commences at East London. The r a ilway net\,ork of the res earch 

area is illustrated on Map 6. 

A branch of the System 4 main line from East London to the 

north, traverses the Border sub-region and links up with the 

System J main line at Cookhouse . Another branch of the Sy s t em 

4 line ends at Tarkastad in the Escarpment sub-region , while 

a System 4 trunk line bisects the Escarpment sub-region and 

joins up with the System J main line at Ro s mead. From Schoombie, 

located on this trunk line, a rai b,ay line links up T eviot and 

Rofmeyr, mainly to cater for the substantial salt traffic 

emana ting from the salt pans located in the former area. 

At the Swartkops River n ear Port Elizabeth, the System J 

line div erges. The main line to the north crosses the north­

we stern section of the Ceastal s ub-region, the Fish sub-region , 

and finally the Escarpm ent sub-region; whil e the other line 

branches of'f to the left and passes through only the Sundays sub ­

region before conv ergin g again with the main line at Rosmead. 

At Alicedale on the System J main line, a branch line 

v eer s off to the ri ght and serves a major section of t h e Coastal 

sub-r'3g1.on from Grahamstown to Port Alfred. Just south of Addo, 

on the main line from Port Elizabeth, a branch line traver ses 

the south ern section of t he Coastal sub-region and links up 

Alexandria, the centre of the Republic's main chicory producing 

r egion. 
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The greatest concentration of stations is found in the 

Fish sub-region bet"een Cookhouse and A1iceda1e on the System 

3 main line, in the Border sub-region bet"een Cookhouse and 

Alice on the System 4 trunk line, and in the Coastal sub-

region. This phenomenon is a direct result of the greater 
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population density of these areas , as compared ,,,i th the rest of 

the research area , as "ell as of their relatively high rainfalls 

"hich facilitate the growing of c rop s and the earning of 

satisfactory yields from small farms. In the more arid areas 

only stock farming is practical on a l arge scale, and this 

activity requires much larger farms in terms of physical 

capacity. Thus fewer stations are required to meet the n eeds 

of individual farmers. 

The areas served by the System 4 lines fall, for obvious 

reasons, within East London's sphere of influence in so far as 

II imports" and II exports ll are concerned, 1.,hile the areas linked by 

System 3 lines are served by Port Elizabeth. Hiddelburg in 

particular, and the whole of the Escarpment re gion in general, 

are "favourably located, lying almost midway between two 

Hetropolitan centres on the fringe of their respective zones of 

inf1uence".1 

T\,o broad categories of rail traffic are carried on the 

re search area's rai11\ray net,.,ork, namely, "through-traffic" and 

"pick-up and trans s hipped traffic". "Through-traffic", as the 

name implies, is traffic destined f'or places beyond the boundarie s 

of the res earch area and represents by far the greater volwne 

of traffic carried on the re search area's railway network. This 

typ e of 'I;raf':fic i s conveye d mainly by di ese l locomotives . The 

"pick-up and transshipped traffic" com})rises the traf'f'ic moving 

1. Hiss Cook, p.36. 
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between the various centres ,d thin the research area, and for 

which stearn driven locomotives are principally used. In his 

opening address at the annual congress of the Cape Hidlands 

Development Association at Port Elizabeth on 16th November, 

1971, Mr J.G.H. Loubser, the General Hanager of the South 

African Railways, indicated that theelimination of steam 

traction was high on the Railway Administration's 

modernisation objectives. "It is envisaged, dependent on the 

availability of funds, to eliminate systematically and 

completely, steam traction on all our standard gauge lines within 

the next 15 to 11 years at a cost estimated to exceed 

Rl 100 million Dieselisation of the standard gauge branch 

2 
lines is progressively contemplated." This news heralds a 

revised transport infrastructure within the research area in 

the future, which should facilitate the movement of goods within 

and through the area, thus rendering it more efficient. 

There are three raib;ay junction depots wi thin the research 

area, namely at Klipplaat, Cookhouse and Rosmead . In addition, 

Grahamsto"n, AJ_icedale, Cradock and Graaff - Reinet may also be 

regarded as rail"ray IIcentrcs" at which trucks and locomotives 

are stationed. "Pick-up and transshipment" trains operate beb;een 

the various rail,.,ay II centres" and junction s , serving the minor 

stations located en route by stopping to load and of'I'-load 

goods , conunodi ties and livestock. "Through" trains do not stop 

at any of the int ermediate r.1inor stations and only stop at the 

rail\vay "c e ntres" to al1ot,T any local trai ns to pa.ss, and to 

take on compl ete truck loads of' commodities consigned to the 

Orange Free State and Transvaal, ',!Jen the capacity of the train 

2. J.G.H. Loubs er , opening add :cess of t he Cape Midlands 
Dny elopment Ass(,c:i ",-tion coneI·C5S held in Port Elizabeth 
on 16th Novcmbc,c, 1971. 
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permi ts. 

The onJ.y "concentration" d epot "ithin the rese a rch area 

is located at Noupoort. Consignments of commoditie s to the 

northern provinces Hhi c h constitute l ess than full truc k loads, 

are forward ed to No upoort by me a ns of the "pick-up a nd 

transshipme nt" trains . He re the y a r e transferred to a "through" 

train at the earlie s t opportunity , or sent on to the n ext 

"conc entration" depot on the ma in line. This proc edure often 

accounts for the long delay in consignments of thi s nature 

reaching their destinations . Consignments constituting fu l l 

truck loads are for.,arded to the n e ar e st r ai lHa y "centre " "here 

they ar e attached to "through" trains at the earliest convenience, 

dep e nding on the l e n g th of the "through" tr ain at a particular 

point and the capacity available. Thi s s y stem, too, i s often 

r esponsibl e for a con s ide r ab le delay in commodities export ed 

from the r esearch area r eaching the ir destinations . It i s the 

only economically viab le method of h andlin g this traffi c at 

present, hmvever, and as a mor e efficient system Hould invo l ve 

a dditi onal capital investment, the r esehl'ch area s hall have t o 

8hm, that it can provide the traffi c to ,;arrant it. This 

evid ence , h OHever, has not b een fo rthcomin g dur ing the period 

1959-60 to 1968-69. Loc al "pick-up and transshipped traf'fic" 

i s , hm,ev er , .,ell catered f or, by trains operat ing on the var ious 

sec tions on a d ai ly b as i s . 

During the past h , o d ecad es , the traffic carried on the 

Port Elizab eth line, of ,'hich tIle rail netHork of the research 

area is an integral part, gre., by approximate l y 7,5% p er 

annum . J If this tr end continue s in the future, it has b een 

recognised that t h e l ine bet.,een De Aar and Port E lizabeth, 

the greater portion of which passes throa gh the research area, 

J. Ea s tern Provinc e _Herald, I\'ovember 17 , 1971. 
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will have to be electrified. To improve the carrying capacity 

of this line in the mean time, various improvements have been 

introduced-centralised traffic control h as just recently been 

implemented on the Cradock-Noupoort section at a cost of 

R6 million-,,,hile it is envisaged that the section between 

Cradock and Swartkops will also be furnished with this method 

of train control during 1974-75. Thi s inevestment on the 

Cradock-Noupoort section of the main line yielded immediate 

benefits in the form of staff savings and higher operating 

efficiency. 

" In addition, to enable the Railways to operate the long 

iron-ore trains which have recently started running from the 

Northern Cape to Port Elizabeth, it is planned to remodel the 

railway yards of several stations in the research area at a 

total cost of approximately H7 million. 4 The long iron-ore 

trains have been employed because they are far more economical 

to operate than a greater nwnber of short trains. The 

following improvements are planned ,d thin the research area to 

facilitate the transport of iron-ore to Port Elizabeth : 

( a ) improvement to the yards at Alicedale and Cradock 
stations; 

(b) addi'tional rail l oops at Noupoort station; 

( c) lengthening the yard tracks and loops at Sheldon , 
Cookhouse, Drennan and Rosmead. 

An innovation in South Africa in the sphere of raih,ay 

transport, was the introduction by the South African Railways 

in August 1972, of special double deck trains for carrying 

motor vehicles. These special trains run between Port 

Elizab e th and Ka alfont e in in the Transvaal and are made up of 

4. Ea s t ern Province Herald, March 24, 1972. 
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50 trucks each. The trains are capable of carrying qOO 

motor cars and light trucks at a time and "ill be more than a 

kilometre in length. 

In 1971, Port Elizabeth and Uitenhage motor vehicle plant s 

dispatched more than 31 000 cars and trucks to the lvit"atersrand 

and Pretoria areas. Most of these "ere driven to their final 

destinations. 5 It is expected that the ne" trains "ill convey 

more than 20 000 vehicles a year. While this innovation is of' 

great benefit to the motor industry, it is anticipated that it 

is going to have a detriment a l ef'fect on the petrol sales in 

Graaff-Reinet, the major centre in the research area on the 

road from Port Elizabeth and Uitenhage to the north . According 

to the manager of a Graaff'-Reinet garage, in past year s almost 

6 500 cars in convoys p asse d through the to"n each "eek. The 

introduction of the ne" special trains is expected to reduce 

this figure considerably. 

Thus it is evident that the greater portion of the research 

area is served by its rail"ay net"ork. Only the magi sterial 

di s trict s of HU1'raysburg, the "estern extremities of the 

Aberdeen magisterial district, and the c entral areas of the 

Pearston magisterial district, are at any great distance from 

a rail link "i thin the research area. It ","ould appear desirable 

to h ave a more direct link between the line from Port Elizabeth 

to Rosmead via Graaff-Reinet, 'and the line from Port EJ_izabeth 

to Rosmead via Cradock, in order to preclude goods dispatched 

from Somerset East to Gr aaff-Rein et , for example , having to go 

5. Graaff-Hcinet Adverti ser, April 20, 1972 . 

6. Graaff=~(:'dnet Adyertiser , Avril 20, 1972. 
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via Rosmead or Port Elizabeth. There have in fact been many 

protagonists for a rail connection beb,een Somerset East and 

the railway junction at Klipplaat, but while the Raih,ay 

Administration is sympathetic to such representations, it 

contends that the issue is complicated by the excessively 

expensive nature of new railway construction. For this reason , 

it is Raih,ay policy not to undertake the construction of new 

lines, except under the following circumstances: 

( a ) where the line is essential for the Department of 
Transport purposes; 

(b) where the Raih,ay Administration can be adequately 
indemnified against operating losses; 

(c) where potential development in a region is such that 
the economic vi abil i ty of a ne," line is b eyond doubt; 
and 

(d) where road transport can no longer cope with the 
traffic. 

None of these cri t eria are met by the research area at 

present, and from current projections, it is highly unlikely 

that the area "ill qualify for ne', lines in the near future . In 

fact, s ucc eeding sections of this study will reveal that most 

of the sub-regions are not functionally related to other sub-

regions to any great extent, and goods and commodities which 

leave a sub-region are destined mainly for centres beyond the 

re search area. As described in previous pages, the existing 

facilities for accommodating this type of traffic are adequate , 

although delays encountered do tend to be frustrating. Thus a 

case should be made for the more systematic handling of traffic 

exported from the research area, rather than for the 

construction of additional. lines. 

At present, a proposed rail link bet";,ecn GrahamstmHl and 

_ King lI'i·lliam' s TO\,11 via COI1Ll1ittees and Peddie is beinr; in-

vestigntecl by the Rail1vay nuthoritie s . This )1roposal came 
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about as a result of a resolution supported by delagates at the 

1971 conference of the South Eastern Areas Development 

Association held in Port Alfred. This resolution was an 

alternative to an earlier plea by the same organization for the 

extension of the raib,ay line from Alexandria via Port Alfred 

to East London. 

The rationale for the new line is as fol101-[S: 7 

(i) the proposed route traverses the most densely 
populated areas of the Ciskei and a ready labour 
force would be available for future industrial 
gro"th and development; 

(ii) Grahamstown has been declared a border industry 
preference area, but labour '-fill have to be brought 
in on a daily basis from a proposed new location at 
Committees, 32 kilometres away. Thus a rail link 
with Grahamstown's industrial area is essential; 

(iii) such a link would give the Coastal sub-region easy 
access to the ports at both East London and Port 
Elizabeth, as well as to the hio main lines to the 
north; 

(iv) a R3 million clay washery is about to start 
production in Grahamstown. This washery will 
produce kaolin for export and its f'. o. b. costs ,;ill be 
high since it cannot be exported through Port 
Elizabeth because of the dust created by the ore 
berth. It will therefore have to folloH the devious 
route from Grahamst01,n via Alicedale, Cookhouse and 
Blaney to East London; 

(v) vast lime deposits suitable for cement production 
have recently been discovered in the Peddie district, 
and in vie" of this, a raibiay line passing through 
Peddie ,;ill be of inestimable value in relieving the 
congestion on the already over-cro\,ded road to 
King William's T01nl. 

The verdict of the Raib,ay Administration's deliberations 

on the proposed line is eagerly a.,aited as it is keenly 

anticipated that the above justifications ,;ill satisfy the 

authorities as to the economic viability of the proposed new 

line .. 

7. Daily Dispatch, October n " , 1971. 
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Having outlined the railway network which serves the 

research area, cons ideration must now be given to the volume 

of traffic carried on the rail system ; to t h e types of 

commodit;ies lI exported" from, and " imported" into , each s ub­

region; as well as the destinations of the "exported" traffic . 

B. ANALYSIS OF TOTAL RAIL1fAY TRAFFIC: 1959 - 60 to 1968-69 

( i) Total forwarded goods traffic . -Table J illustra,tes 

the total rev enue earning rail traffic for"arded ' from, and 

rec e ived by, each of the sub-regions in the research area for 

the period b etween 19 59 - 60 and 1968 .. 69. The firs t salient 

point to emerge from T abl e J is that, during t h e t en years under 

consideration, consistently more revenue earning traffic was 

forwarded from the stations in the Coastal sub-region, than from 

those in any of the other sub-regions. This is largely to b e 

expected by virtue of the fact that the Coastal s ub-re gion 

r epresents the most i mportant chicory producting area of the 

Republic , as well as being one of i ts major pineapple producing 

r egions. In addition, it not only supports arable farming , but 

also' lives to ck farming in the form of sheep and cattle. 

In so far as the vO].ume of for"arded revenue earning 

traffi c is concerned , the Escarpment sub-region is second in 

import ance , follm,ed by the Fish, Border and lastly the Sundays 

s ub-regions . The Escarpment sub-region, hm,ever, may be regarded 

as having exaggerated importance in this regard . Because Rosmeacl 

is a fuel and oil storage and r edistribution depot, the bulk of 

the Escarpment's forwarded traffic consists of originally 

"import ed" commodities, A S opposed to the other sub -regions 

whose forwarded traffic is largely indigenous in nature. It 

appears that the Border s ub-region is takinG over from the Fish 
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TABLE 3 

TOTAL REVENUE EARNING RAIL TRAFFIC FORWARDED FROM AND RECEIVED BY EACH OF THE 

SUB - REGIONS IN THE RESEARCH AREA 

(IN TOl\",'ES) 

Total Revenue Earnin g Traffic Fonvarded Total Revenue Earni n g Traffic Received 

I YEAR Sub- region 

I I Sundays Fi s h Escarpmen t Border Coas tal Sundays 

11959 - 60 114 667 49 113 I 76 150 29 965 105 345 45 260 
I 
11960- 61 12 566 40 291· 66 295 34 585 98 254 64 101 

11961- 62 13 663 38 654 63 119 30 472 103 392 64 014 
i 
1962- 63 12 467 36 600 82 195 33 931 90 670 61 684 

1963- 6 1~ 15 268 38 053 63 629 34 953 100 072 69 074 
--

11964- 65 17 155 45 118 73 662 39 391 100 829 64 928 
I 
11965- 66 21 178 42 905 68 961 31 374 106 798 66 990 

1966- 67 i 15 512 35 553 59 792 46 927 100 858 74 7 1n 

1967- 68 116 934 
I 

32 363 70 402 33 130 92 561 71 371 

11968- 69 17 349 33 689 67 172 I 29 087 86 560 94 000 

~ •. ~ - '--~' .~-""- .... ~- ....-" - ---------...--..... -.-----~~---- ... -... .... - .-- .. -,...--~.~-...... """'-................ , . ..--

Sub - region 

Fish Es carpment 

126 59 5 III 694 

120 712 119 731 

110 720 113 318 

117 343 110 755 

119 434 119 227 

116 564 133 919 

118 451 135 455 

126 497 137 703 

114 587 111 189 

120 310 145 554 

Border 

50 485 

54 288 

55 331 

61 404 

74 302 

71 504 

90 190 

104 561 

106 Lno 

107 488 

Coastal 

142 160 

155 878 

162 589 

158 987 

162 456 

176 174 

169 441 

171 819 

168 365 

179 149 

----l 
f--' 
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sub-region as the area with the third highest volume of forwarded 

traffic . This trend, hO\,ever, is only incipient. 

Although there were fluctuations in the traffic forwarded 

from each sub - region- during the period under consideration, the 

annual forwarded tonnes ",ere relatively constant. This fact is 

highlighted in Figure 1 "'hich reveals that, during the period 

1959 - 60 to 1968-69, the Border and Sundays sub - regions 

experienced an incipient upward linear trend with regard to 

annual forwarded tonnes; whereas the remaining sub-regions 

experienced a declining linear trend . This clearly reflects the 

state of the economy of the whole research area and adds weight 

to Miss G.P. Cook ' s conclusion that "the region as a whole 

presents a picture of a static , and in certain instances, 

retrogressive economy when compared with the rest of the 

Republic".9 

( ii) Total received goods traffic .-Table J also reveals 

that the Coastal sub-region regularly received more revenue earning 

traffic than any of the other sub-regions. The Escarpment sub-

region occupies second place in the rank order of sub-regions 

receiving the greatest volume of commodities, followed by the 

Fish, Border and Sundays. 

By far the larger portion of the revenue earning traffic 

received by the various stations in the research area is in the 

form of general supplies a nd basic requirements . Consequently, 

the re asons for the distribution of received traffic amongst the 

various sub-regions, as reflected in Table J, can partly be 

found in the population densities as well as the statuses of the 

t 

!r 

t 

f 

! 
I 
I 

I 
f 
f 
I 

central placn s of each sub -reGion~ The Coa s tal sub·~rogion pos s esses ~ 

the only major country town in the research area and it also 

-----------------
9. Miss Cook, p.l. 



VI 
W 
~ 
z 
o 
l-

100 

80 

lL 60 
o 

U) 
o 
Z 
<t 
U) 

::> 
o 
:t: 
I-

40 

20 
SUNDAYS 

O~ ____ ~ ____ ~ ____ ~ ____ -J ______ L-____ ~ ____ ~ ____ -J ______ ~ 

59/60 60/61 61/62 62/63 63/64 64/65 65/66 66/67 67/68 68/69 
YEARS 

FIGURE 1. TOTAL TRAFFIC FORWARDED FROM EACH SUB-REGION 1959/60 TO 1968/69. 



73 

has the second highest population density ; Although the Escarp-

ment only ranks fourth in so far as population density is 

concerned, and only contains one country tm.;n , its po s ition is 

once again influenced by the large volumes of fuel and oil it 

r eceives for ultimate redistribution to points beyond the 

boundaries of the research area . The Fish sub - region contains 

two of the four country tm.;ns within the r esearch area , while it 

ranks thir d with regard to population d ensity . The Border sub-

r egion is the most densely populated , but h as the highest pro -

portion of Bantu to total population. This factor adversely 

i nfluences the total purchasing power available wi thin the sub-

re g ion and hence the volume of general supplies and commodities 

received . In addition , this sub - region possesses only minor 

country tov.Tns ,\,rhich have very limited zones of influe nce. The 

Sundays is the most sparsely populated sub-region and can only 

boast of one country towT~ and a numb er of local service and 

1o,,, order service centres . The se characteristics of the 

Sundays sub-region corre lates "i th it receivin g the Im.;est 

volume of traffic of all the sub-regions. 

Betwe e n 1959-60 and 1968-69, the traffic rec eived annually 

by most of the sub-regions increased substantially. This is 

illustrated in Figure 2 which r eveals that the Escarpment s ub-

re g ion was the only cne which did not experience a dramatic 

growth in annual received traffic between 1959 - 60 and 1968-69 . 

Comparing the rate s of grm.;th of f Ol'.;arded and received 

revenue earning traffic, it would appear that efficient train 

services bringing goods and commodities into the research area 

are more crucial to the , .. ell-being of th . r ec-ion as a ,,,hole, 

than are r ai 11,ray faci litie s conc81"ned \vi.th f'or'var din g goods and 

commod:[ties frem the re"earch area te other de s tinations . 

t. 
I-

I 
l 
f 

I 
I 
I 
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(iii) Total passenger traffic.-Table 4 shows the total 

number of passenger tickets issued at all stations within each 

of the sub-regions. Unfortunately, the s tatistics available do 

not permit a break do"n of passenger traffic into first, second 

and third class. A general obs ervation reveals hmi'ev er, that by 

far the greater number of tickets issued "ithin the research 

area are for third c lass passengers. Apart from the research 

area ' s Black population being much larger than its White, one of 

the contributing factors to this phenomenon i s the preference of 

the bulk of the more affluent ifhi te population to travel in their 

privately o\>'TIed vehicles to nearby destinations, particularly 

Port Elizabeth and East London. 

TABLE 4 

SUB-REGIONS - RAILifAY PASSENGER TlLCKETS 

Sub-r egions 

YEAR Sundays Fish Escarpment Border Coastal 
--

1959- 60 31 965 106 819 138 94{1) 118 482 83 398 

1960-61 31 241 93 248 131 171- 116 327 72 923 

1961-62 33 418 93 484 125 281u 130 359 76 145 

1962-63 35 304 93 784 100 760 129 187 79 186 

196J- 6Li 37 706 97 478 111 272 165 152 81 589 

1964-65 47 955 103 145 130 697 137 138 87 75 2 

1965-66 40 511 114 73 6 162 9J9 136 1+06 96 108 

1966-67 56 338 111 232 160 L~ 58. 172 900 108 329 

19 67 - 68 49 247 106 h2l 135 945 155 07h 111 981 

It must be rcme~nbercd that TabJe J4 gives only a very rourrll 

indication of the pas,;enger traffic carried by the rail,,'ay 

services operated in each sub -region. ~Jany of the tickets i s sued 
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a r e seasonal and r e turn tickets and thus Table 4 understates the 

actual number of passengers who travel by train fro m points withi 

the research area. In addition , some p assengers only buy ticket s 

once they have boarded the train, and these too are not reflected 

in Table 4. 

TABLE 5 

SUB -REGIONS : WHITE , NON- WHITE AND TOTAL POPULATIONS 1960 

Total White Non - White 
Sub- region Population Population populat i on 

Sund ays 65 924 13 650 52 273 

Escarpment 63 355 10 779 52 576 

Fish 7 6 487 12 777 63 710 

Border 71 000 5 832 65 168 

Coastal 115 232 18 154 97 078 

Source: GeOgrajhiCal Distribution of the Population R.P. 
No . 62 1963. 

In Table 5 it can be seen that , . wi th the exception of the 

Coastal sub-region, the total population, the total Whi te I 
population and the total non-White populat ion of each sub-region 

are very similar . Thus quite clearly the population figures 

of each sub-region cannot explain why certain sub- r egions supported 

far more train passenger traffic than others. To partially 

exp l ain this phenomenon , one must consider the extent to ,,·hich 

the Rai l ways operate road transport passenger services in each 

sub-region. To compensate for the lack of rail\,ay facilities 

in a l arge area of the Sundays sub-region; the Rail\,ays 

Administration provides it with extensive r oad transport services. 

(S ee Nap 12 in Chapter IV) This accounts for tho r elatively 10" 

number .of train tickets sold in the Sundays s ub-r egion. On 



the other hand, the Escarpment, Border , and Fish sub-regions are 

relatively well endowed \d th raib;ay facilities and do not 

require, and are therefore not provided vith extensive road 

transport services by the Railway Admini s tration. This 

accounts for the large number of passeng ers trave lling by train 

from these three sub-regions . Although the Coastal sub - region 

has by far the hi ghest · total populat ion a nd non-I,hi te population 

of a ll the sub-regions, comparative ly few train ticket s wer e s old 

at raib;ay stations wi thin it s boudarie s . Once again, this can 

be largely attributed to the extensiv e road trans port services 

operating within the area and which carry s ubstantial number s 

of third class passengers. 

C. DETAILED ANALYSIS OF TRAFFIC FORl,ARDED FROH EACH SUB ­

REGION : April 1966 - Harch 1969
10 

Th e v ariety a nd volume of commodities fon;arded f rom each 

sub-region are, quite naturally, a reflec tion of the typ e of 

lives tock and arable farming pract ised in each sub-region, as 

well as the nature of the industries locat e d ther e , a nd the extent 

to which these , various activities are pursued. 

10. For the p eriod under con s iderati on, the Railway 
Administration possesses monthly d ata on the number of 
pound s of each commodity f orwarded from each station i n the 
Republic. In order to facilitate and expedit e ' the analysis 
of t h e movement of traffic into and out of the research area , 
it was decided t o e liminate those shipment s of commoditi es 
'''hich c ons ti tuted Ie s s than 1 000 p oun ds . Thus the maximum 
po ssible error in the volume of a ny one commodity, on a n 
a nnua l basiS , would amount to 6 tons ( 5,422 tonnes ). This 
was not considered to be s i gnificant. In addition, it ,;as 
decided to exc lud e from the analysis, the indeterminate 
commodi ties c lassified under the II genera l!! or "othe r ll

, 

category of each commodity group. Attenti on \-las a l so 
focussed on those commodities which repres ent the r esults 
of productive activities carried out in each sub-region . 
Consequently, the movement of railway materials and supplies, 
empty cardboard a n d other trade contain er s , a nd e mp ty 
tanker s , was ignored. 



The destinations of the commodities forwarded from the 

various sub-regions h ave been grouped under the following 

headings, as illustrated on Hap 7: 

Port Elizabeth,ll 

Port 

East 

Elizabeth-Uitenhage 
11 

d · t . t 11 15 rl..C , 

London, 

Cape East, 

Northern Cape, 

Western Cape, 
12 Other Cape , 

Transvaal, 

Natal, 

Orange Free State, 

South West Africa, 

Sub-regions of the research area. 

The following represents an analysis of the goods and 

commodities forwarded from each sub-region. 

(i) Coastal sub-region.-(See Tables 6-11) The most 

important commodity exported from this sub-region w",s fresh 

fruit, mainly pineapples and citrus. Although all the major 
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centres of South Africa rec e ive d a portion of the Coastal sub -

region's fresh fruit, the main destination was Port Elizabeth, 

follmfed by the Transvaal and 1{estern Cape. The fresh fruit 

destined for overseas markets was also sent to Port Elizabeth , to 

be stored in refrigeration faciJ.i ties for eventual dispatch from 

that port . 

11. The fact that it has be en necessary to identify Port 
Elizabeth, the Port El izabeth area and East London as part­
icular destinations of commodities forwarded from the 
research area, rather than to include them as part of the 
Cape Province, adds ,,,e i ght to the argument that the re search 
area must be liw<ed to Port Elizabeth and, to a l esser 
extent, East London, in order to qualify as an economic 
region on the basis of nodality. 

12. The Other Cape is · a t ransitional area which cannot really 
be classified as part of the "estern Cape. It includes the 
ma-gisterial di stricts of Humansdorp and Uniondale. 
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Fresh vegetab les were also distributed to a ll parts of the 

Republic, East London and the Orange Free State being by far the 

largest customers during the period under consideration. The 

importanc e of East London in this regard adds "eight to the 

argument ' for a raih<ay line to be built from Grahamsto,,,n to King 

William's Town via Peddie. 

The Coastal sub-region is the only area within the research 

area "here chicory i s grown. As will be recalled, it is the 

Republic's major chicory producing region, and th,e Chicory Control 

Board is located at Alexandria. The main destinations of the 

chicory root wer e Port Elizabeth and the Transvaal. 

Grahamstm<n has a thriving br:j. ck industry which "is reflected 

in the consignments of bricks to the areas bordering on the 

re search area , as "ell as to South West Africa. Grahamstm<n also 

possesses rich clay deposits of "hich large quantities were sent 

to the "estern Cape and the Transvaal "here the pottery industry 

is s ituated, 

Compared with the othe r sub - regions , relatively small 

quantities of wool were sent to the Port Elizabeth and East 

London "'"001 sales. This clearly indicates the l esser extent to 

which sheep farming is practised in this segment of the research 

area. The balanced feeds manufacturer at Paterson accounted 

for the caftle and calf-meal delivered mainly to the neighbouring 

areas of the research area. 

The coastal sub-region was an important source of fertilizer 

for the "'estern Cape and Other Cape in '''hich areas arable 

farming is carri ed out exterisively. This s ub-re gion also sUl'plied 

Port Elizabeth ,>1 th eggs , but the quanti ty delivered declined 

considerably during the period from 1966-67 to 1968-69. A certain 

amount -of cotton, the bulk of which is sent to East London, i s 

gro'<n in this area, Here again, the quantity d e livered 
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declined substantially during the period under revie\,. 

Of the commodities forHarded to points Hi thin the 

boundaries of the research area, the greater part went to 

centres in ~he Coastal sub-region itself. The core of this sub-

"-r egion is GrahamstoHn from Hhich most of the commodities, i n the 

form of general s upplie s such as paraffin, salt , s ugar, coal, 

cement , fertilizer, maize, flour, fresh fruit and vegetables, are 

sent to the peripheral centres of the sub-region. Of those 

commodities delivered to the other sub-regions, by far the 

greatest volumes went to the Fish. This is not only because of 

the c10s proximity of the Fish to the Coastal s ub-re gion , but 

also because of the direct rail links b etween them. It is 

interesting to note that, although the major tm;ns of the Border 

sub-region are, on the average, only 90 kilometres by road from 

Grahamstown, whereas Middelburg, the core of the Escarpment sub-

re gion, is approximately 300 kilometres from Gr ahamstm,n, more 

traffic was forward ed to the latter than to the former sub-

r egi on. 13 The main reas on for this is that there is a more 

direct rail link between the Escarpment and Coastal sub-regions, 

than b e tween the Border and Coastal sub-r",gions . Similarly, 

bec ause goods and commodities have to fo11m, devious r a il routes 

to get to their dest.ination, the Sundays. sub-region does not 

fall wi thin the sphere of influence of the Coastal sub-region to 

any great extent . Thes e observations clearly reflect the extent 

to which the transport infrastructure of a p a rticular area helps 

to det ermine both the locatj_on and size of tha t area's zone of 

influence. 

13. In drmd ng thi s conclus ion , the volume of bricks forwarded 
was not tal{.en into account. Becau se GrahalOstO\,zn is one of' 
the close s t point s of manufacture in terms of rail"ay 
ki_Iometre s , the Border s ub - region has virtually no option 
but to obtain a large prop-ortion of its brick requir ement s 
from that city. 
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( ii) Border s ub-region. -(See Tables. 12-17). Because of the 

direct r ail link, East London and the Cape East, are by far the 

mo st important destinations of this sub- region's forwarded traffic. 

Fort Beaufort is the centre of the research area's citrus 

producing region , and the Kat River Citrus Co-operative located 

in the Fort Beaufort district, handles the bulk of its crop. 

Large volumes of citrus "ere forwarded to the main centres of the 

Republic for local consumption, while citrus for export was sent 

to East London, and to a lesser extent , Port Elizabeth. 

Large quanti ties of rough timber l eft the Hogsback forests ', 

destined mainly for the Western Cape, the Transvaal, Port 

Elizabeth, East London and the Cape East . Shooks , for assembly 

into crate s for packing fruit, "'ere supplied by the sawmill at 

Katb erg, to East London, the Cape East, as well as to the Port 

Eli zabeth-Uitenhage district. 

Cattle farming is the mo s t important branch of livest ock 

farming practi sed in this area, but because the Adelaide 

magi s t erial district is situated on the fringe of the major sheep 

farming re gion of the r esearch area , fairly s ub s tantial volumes 

of wool are forwa rd ed from the Border sub-region. Large ly 

bec a use the town of Adelaide is located reas onably close to the 

main raih,ay line from Port Eli zab eth , b eing only a pproximat e ly 

50 kilometres from Cookhouse, more "'001 ",as sent to Port 

Elizabeth than to ' East London during the period under consideration. 

Within the r esearch area, the Border sub-regi on s upp li es 

prima r i ly the centres lying ",ithin it s O1ffi bounda rie s. Mos t of 

its other local forwarded traffic " as de s tined for the Fish 

sub-region, a lthough sub s tanti al quantities of r ou gh timber, and 

shooks f or packing the fruit o:f it s p ineapple and citrus 

industr;Le s , "'ere delivered to the Coastal s ub - r egion. 
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( iii) Fish sub-region.-(see Tables 18-23.) 

The fact that this is an important sheep and angora goat 

farming area is reflected in the large volumes of wool and moha ir 

which were sent to Port Elizabeth. Lucerne is gro'nl extensively 

in this sub- region and this accounts for the substantial , 
quantities of lucerne and lucerne meal exported to various 

destinations beyond the boudari es of the research area, 

particularly to the Cape East , the Western Cape , the Orange Free 

State and Transvaal. 

The other major commodities exported from the Fish sub-

region are bone-meal and stock- feed supplements manufactured in 

14 Somerset East . These commodities were distributed throughout 

the Republic but principally to the Northern Cape , the Western 

Cape, the Transvaal, Natal and East London. 

Fresh fruit and vegetables, dispatched mainly from Cradock, 

were sent regularly to .Port Elizabeth and East London, although 

large consignments were also r egularly delivered as far afield 

as Natal, the Orange Free State and Transvaal. 

The creamery located at Cookhouse ,ms the main source of the 

substantial quantities of cheese , and to a le sser extent butter, 

which left the sub-region. These commodities were destined mainly 

for the Transvaal and Port Elizabeth, as well as East London, 

the Western Cape, Northern Cape, Natal and Orange Free State. 

Of the traffic forwarded from the Fish sub-region to 

destinations "ithin the research area, the bulk "ent to point s 

wi thin the Fish sub-region itself. In addition, substantial 

quantities of traffic were dispatched to the Coastal and Escarp-

ment sub-regions. In particular, the Coastal sub··region relied 

14. Somerset East also has the larges t animal glue factory ill 
the Republic. This commodity has not been included in the 
analysis, h01,ever, b ecau se it is classified under an I! other 
tariff.1! number, and consequently the glue could not be 
specifically identified as a separate commcdity. 
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on the Fish for a fairly large proportion · of its meal and flour, 

and granite, gravel and stone requirements. 

(iv) Escarpment sub-region.-(see Tables 24-29.) 

The salt pans at Teviot account for the vast quantities of , 

salt delivered from this sub-region to all parts of South Africa.. 

The main areas supplied, h01,ever, are the Western Cape, Natal, 

the Transvaal, the Orange Free State and the Cape East. 

Sheep farming i s the principa l type of livestock farming 

practis e d in the Escarpment sub-region, and because it is served 

by rail",ay lines linking both Port Elizabeth and East London, 

large quantities of "'001 "'ere sent to both the se ports. 

Lucerne is the main crop gr01,n in this area and the Cape East 

",as the major customer for its s urplus production, although 

consignment s ",ere also regularly delivered to the Trans vaa l, 

Natal and Orange Free S tate. Vegetables are extensively grO\ffi 

under irrigat ion, and during the period under consideration, 

fre s h vegetables "'ere supplied to all the major centres in South 

Africa. 

The Escarpment s ub-region is a large distributor of granit e , 

gravel a nd stone; pip es and ",indmills; un",ork ed iron and steel 

sheets and bars; and meal and flour; mainly to areas lying ad -

jacent to the r esearch area. Rosmead, "'hich is a fuel depot, 

supplies part of :the Northern Cape and the Orange Free State 

",ith a portion of their petrol requirements, and the Northern 

Cape \dth a portion of its paraffin requirements. In fact, the 

quantities of all products shipped to the North ern Cape, indicates 

that at lcast its south-eastern section clearly fa lls ,,,ithin the 

zone of influence of the Escarpment s ub-region . The same can be 

said for the eastern section of the "estern Cr'1)c and the "'estern 

part s of the Cape East. The primary contributing factor to this 
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phenomenon, is the pattern of the railway · network which links 

these areas with the research area. 

The observation, that of the traffic forwarded to centres 

within the r esearch area the bulk goes to towns in the same sub -

regions as the forwarding stations, is confirmed by Tables 27 -29. 

However, because the Escarpment sub-region borders on both the 

Sundays and Fish sub-regions , and has a direct rail liru~ with 

them, both these areas r eceive regular supplies of commodities 

from the Escarpment . In addition, Teviot distributes its salt 

throughout the whole research area. 

(v) Sundays sub-region.-(See Tab l es 30-35.) This sub-

region forms part of the Great Karroo and as such , is an 

important sheep farming area. In addition , the magisterial 

district of Jansenville is the centre of the research area's 

angora goat farming region, although this type of farming is also 

practi sed in the Pearston and Steytlerville magisterial 

districts. These factors contribute to the very l arge quantities 

of "'001 , mohair and hides and skins which were transported to 

Port Elizabeth during the period from 19 66-67 to 1968 - 69. 

The main crop grovn is lucerne, and lucerne meal is 

exported from the .Sundays s ub-region to most parts of the 

Republic. In addition , '''heat is grown fairly extensively, mainly 

as a ,,,inter feed for livestock. During the past decade, however, 

substantial surpluses have occurred "'hich have made possible the 

export of large quantities to Port Elizabeth. 15 

From Tables 30-32 it is evident that Port Elizabeth, the 

Port Elizabeth-Uitenhage district , and part of the \festern 

15. It will be recall e d from Chapter I that the 1972 harvest 
vas a particularly good one for the Karroo wheat farmer s . 
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Cape, clearly fal l wi thin the Sundays sub-regj_on' s sphere of 

influence in so far as forwarded traffic is concerned. The 

reason for this can not only be traced to the proximity of these 

areas to the Sundays sub-region, but more specifically to tho 

direct rail linles bet.,een them. 

The bulk of this sub-region's internally fon,arded traffic 

was destined for centres within its own boundaries. Of the 

other sub-regions, only the Escarpment emerged as a customer of 

any significance for the Sundays sub - region's wares. In_ fact, 

apart from bone s '''hich were delivered to the stock feed supple-

ments manufacturers in Somerset East (Fish sub-region) and 

Pat erson (Coastal sub-region), as well as to the anim-al glue 

factory in Somerset East, the traffic '''hich was forwarded to the 

other sub-regions was negligible. 

The most salient point to emerge from Tables 6-35 is that 

the sphere of influence of any s ub-region, and the extent to 
0,( , (\ 

which flO1"S of commodities occur b etween one area and another, is 

determined essentially by the nature of the railway network which 

exists between them. The only exception to this conclusion 

occurs where a particular area possesses a clear comparative 

advantage in the production of a particular commodity as compared 

witha sub-region' s alternative s uppliers. Thus the lacle of di-

rect rail fac ilities between the Border and Coastal sub-regions 

did not det e r the 1'101' of bricks from the latter to the former, 

or tho flow of shooks and rough timber from the former to the 

latter. 

Having analysed the traffic f'or"arded from each of the sub-

regions comprising the research area, the next step is to 

examine- the traffic rGceivcd by the research area, both in terms 
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of the typ e of commodities and their points of origin. 

D. ANALYSIS OF TRAFFIC RECEIVED BY EACH SUB-REGION 

April 1966-May 1969 
16 

(i) Coas tal sub-region.-( see Tab les 36-38.) 

For the three years under consideration, respectively 34%, 

38% and 35% of the total traffic received by this sub-region, 

was obt ained from . Port Eli zabe th, the Port Elizabeth-Uitenhage 

district and East London combined. 17 These figures emphasise 

that the Coas t a l sub-region relies very h eavily on Port Elizabeth 

and its surrounding areas , as 1"ell as on East London to a l esser 

extent, for its general supplies and basic commodi ti es. 

During the three year period , the volum e of each category 

of commodities received, remained fairly constant. The amounts 

of mixed groceries , grains , and meal flour received from Port 

Elizabeth, did decrease slightly hm"ever , whi l e the fuel and oil 

category registered a steady increase . 

16. The traffic entering the research area from Port Eli zabeth, 
the Port El izabeth-Uitenhage district and East London, was 
analysed in detail . Because of the· computational 
difficulties involved in determining the type and quantity 
o f each conunodi ty forwarded from every s t ation in the 
Republic, to destinations within the research area, the 
traffic received from other parts of the Republic shall 
merely be indicated in general terms . In the context of 
the analysis of the traffic received by the research area , 
Port Elizabeth refers only to the main Port Elizabeth 
railway station. The Port Elizabeth-Uitenhage district 
incorporates (1) all the stations on the Port Elizabeth­
Cradock main line as far as the Alexandria magisterial 
district, including the railway siding at Algoa Bay- the 
Port Elizabeth harbour, and ( 2) al l the stations on the 
Port Elizabeth - Graaff-Heine t line as far as the Steytl er­
ville magisterial district boundary. 

17. Because consi gnment s of commodities f'com the Port Elizabp.th­
Uitenha ge district consituting less than 0,4355 tonnes 
(1 000 1])5), as 1,'c11 as commodities falling under othe r 
tariff number s , 1; e1'e ignored, these figures for all sub­
regions will e rr on the low s ide. 
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The main commodities within the mixed groceries and 

household requirements category obtained from Port Elizabeth, 

were toilet soap and soap powders ; jams, golden syrup and 

treacle; condensed milk and milk pm,der; confectionery, sweets 

and chocolates; and canned vegetables. 

Ordinary building cement comprised the major item--

approximately 90%--of the hardware and building materials category 

imported from Port Elizabeth, while wheaten meal and flour 

represented by far the most important commodity within category 

Salt from the salt pans at Swartkops and sugar from Algoa 

Bay accounted for virtually the entire volume of mixed groceries 

and hous ehold requirements delivered to the Coastal sub - region 

from the Port E1izabeth- Uitenhage district. 18 In addition, this 

area--Uitenhage in particu1ar--supp1ied substantial quantities 

of granite, gravel and stone for building purposes. 

1'heaten meal and flour were the only cummodi ties which 

were obtained from East London in any significant quantities. 

Apart from the commodities which were obtained from the 

centres in whos e zon e of influence the Coastal sub-region clearly 

lies, Grahamsto,VTl, the core of this sub-region, r e ceived by rail 

substantial .quanti to.es of maize and maize products from the 

Orange Free State; maize, potatoes and factory goods from the 

Transvaal and coal from Vandyksdrift, Kromklip and Witbank, 

which is its largest supplier. In addition, Natal was re s ponsible 

for supplies of factory goods and coal from Glencoe . 

(ii) Border sub-regirm.-(See Tables 39- ln.) 

18. The sugar forward·ed Irom AJ.goa Bay-the Port Elizabeth 
harbour-is obtained j'rom Durban by coaster. As explained 
before , Algoa Bay is classified as being in the Pert 
E~izabeth-Uitellhage district. 
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During 1966-67 , 1967-68 and 1968-69,'respectively 48%, 

49% and 52% of the total traffic received by this sub-region was 

obtained ' from Port Elizabeth , the Port Elizabeth-Uitenhage 

district and East London combined . Due to the direct rail link 

between the two areas, the Border sub-region relies on East 

London for the bulk of its supplies . The western section of the 

sub-region lies r elatively close to Cookhouse , an important rail 

junction on the main line from Port Elizabeth to the north, and 

consequently, substantial quantities of some commodities are also 

obtained from Port Elizabeth and its surrounding areas. The main 

items in the hardware and building materials category received 

from Port Elizabeth , ,,,ere building cement and granite' , gravel 

and stone. In addition, very large quantities of granite, gravel 

and stone were obt'ained from Ui tenhage. The only other commodity 

of note to come from Port Elizabeth, "as wheaten meal and flour. 

Fish sub-region.-(See Tables 42-44.) 

Here again, the fact that this sub-region relied on Port 

Elizabeth, the Port Elizabeth-Uitenhage district and East London 

for approxim~tely 29%, 33% and 31% of the total traffic received 

respectively during 1966-67, 1967-68 and 1968-69, indicates f 
that the influence of Port Elizabeth, and to a lesser extent 

East London, ' cannot be ignored in any type of economic analysis 

I 
I 

of the research area as a whole. The influence of these t,w 

metropolitan areas is, of course, made possible and facilitated 

by the prevailing transport infrastructure. 

Tables 42-44 reveal that quantities of the various 

commodities r eceived from the three areas concerned remained 

fairly constant, although there were minor :fluctuations in some 

product categories. 

The major items of mixed groceries and household requirements 



obtained from Port Elizabeth, were toilet soap and soap 

powders; confectionery, sweets and chocolates; sugar, jams, 

golden syrup and treacle; and canned vegetables. Cement, and 

wheaten meal and flour, comprised the bulk of the volumes of 

categories 2 and 9 re spectively , which were supplied by Port 

Elizabeth. Part of the miscellaneous category from Port 

Elizabeth was made up of bones destined for the animal feeds 

and animal glue factories of Somerset East. 
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Large quantities of sugar and salt were respectively received 

from Algoa Bay and Swartkops in the Port Elizabeth-Uitenhage 

distric t. The building materials obtaine.d from this area c,omprised 

granite, gravel and stone. 

East London was responsible for regular supplies of many 

commodities although in relatively small quantities. 

The Fish sub -region has two core centres located within 

its boundaries, namely, Somerset East and Cradock . Somerset 

East obtained large consignments of coal, building materials, 

cement, timber, bones, granite for tombstones and stock-feed from 

the Transvaal. Maize products, both for human consumption and 

stock-feeding purposes, were received from the Orange Free State , 

while stock-feed, molasses and treacle were received from Natal. 

In addition, supplies of salt were drawn from the Western Cape. 

Apart from the goods traffic received from the two nearby 

metropolitan areas, Cradock obtained manufactured goods and coal 

from the Transvaal, cement from the Northern Cape, maize and 

mai ze products from the Orange Free State , and some factory goods 

from Natal and the Western Cape. 

(iv) Escarpment sub-region.-( See Tables 45-47.) 

For the three years under consideration, respectively 29%, 

35%> and 31% of the total traffic received by this sub-region, was 



obtained from Port Elizabeth, the Port Elizabeth-Uitenhage 

district and East London combined. 

The Escarpment sub-region is served by rail\,ay lines 

originating at both Port Elizabeth ·and East London. Although 
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Port Elizabeth was responsible for a far larger portion of the 

traffic receive d from these two metropolitan areas, the towns 

located in the eastern section of the region relied mor e heavily 

on East London for their general supplies . 

Tables 45-47 reveal that relatively constant quantities of 

the various product categories were received during the period 

from 1966-67 to 1968-69, although in 1968-69, there was an 

overall increase in total traffic received. 

The large volumes of fuel and oil obtained from Port 

Elizabeth were not for local consumption , but for storage , and 

ultimat e redistribution to parts of the Northern Cape and 

Orange Free State . 

. The main items of mixed groceri es and household r equirement s 

obtained from Port Elizabeth, .,ere toilet soap; confectionery, 

s.,eets and chocolates; jams , golden syrup and treacle; and con-

densed milk. This sub-region also r e lied on Port Elizabeth for 

the major portion of its building cement requirements, as .,ell 

as for "heaten meal and flour. 

The only commodities to be obtained from the Port Elizabi>th­

Uitenhage district in any s ignificant quantities, were sugar and 

salt; and granite, gravel and stone for building purposes. 

Regular supplies of' most of the general commodities wer e received 

from East London, particularly by those station s situated on the 

East London trunk line . 

In addition, Hi d cle lburg, the core of the Escarpment sub­

region " obtained coal from the Transvaal ; fil'e"ood, "attles and 

mai ze and ma iz e products :from the Orange Free State ; and sugar 
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from Natal. 

(v) Sundays sub - region . -(See Tables 48-50.) 

During 1966-67, 1967-68 and 1968-69, respectively 42% , 50% 

and 44% of the total traffic received by this sub - region was 

obtained-- from Port Elizabeth , the Port Elizabeth-Ui tenhage 

district and East London combined . This r econfirms that these 

metropolit a n areas , as compared with the rest of the Republic 

exert a tremendous influenc e on the research area in terms of 

flows of goods a nd services. 

The Sundays sub-region i s particularly d e pendent on Port 

Elizabeth for its general supplies , and during the period under 

consider ation , the volumes received of each product category 

increased steadily . · As was found with · the other sub - region s, the 

main items of mixed groceries and hous ehold r equirements ',hich 

wer e supplied by Port Elizabeth , were t oilet soap; confectionery , 

sweets and chocolates ; and jams, golden syrup and treacle. Large 

quantities of building cement and wheaten meal a nd flour ",ere 

also r eceived from Port Elizabeth . It is interesting to note 

that of all the sub-regions, this " as the only one which received 

any significant quantities of dairy . products from either of the 

two n earby me tropolit a n areas. The reason for thi s i s that the 

Sundays sub-regi on is primarily a sheep farming area. 

As with the other sub-regions, the main items of mixed 

groceries a nd household requirements obtained from the Port 

Elizabeth-Uitenhage district were sugar and salt; "'hile the 

hard",are and building material s obtained fro m this a r ea consisted 

mainly of granite, gravel and stone. 

Only very small qu a ntities of commodities "'ere 6btained 

from East London. The Il:ain contributing factor to thi s is not 

onl.y the location of the Sundays suh-region in relation to East 

London, but also the lack of direct rail facilities b et",cen the 
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two areas. Commodities sent from East London to Graaff-Reinet , 

the core of the Sundays sub - region , either have to go via Cook­

house and Middelburg, or via Queenstown, Molteno and Middelburg. 

The use of either of these two devious routes contributes 

substan~ially to the costs of the commodities and renders ordering 

supplies from East London an uneconomic proposition. 

Graaff-Reinet, the core of the Sundays sub-region, also 

obtained by rail, coal, timber and fresh vegetables from the 

Transvaal; maize and maize products from the Orange Free State; 

coal, firewood and sugar from Natal; fertilizer and explosives 

from the 1'estern Cape ; and cement and gypsum from the Northern 

Cape. 

The two salient points to emerge from Tables 36- 50 are 

firstly, that Port Elizabeth , the Port Elizabeth-Uitenhage 

district and East London, together account for a significant 

proportion of the annual goods traffic received by the research 

area, and secondly , that the extent to which either Port 

Elizabeth or East London is relied upon for general supplies, 

depends upon the transport infrastructure which exists bet,,,een 

a particular sub-region and the two metropolitan areas. 



Commodity 

.v ool and mohair 

'l id8s and skins 

Citrus f8r expor t 
-
Citrus 

!i'r esh fruit 
I( excI. ci trus) 

!I"rcsh fruit 
l( ext:: 1. c"i trus 

. 1. or expor-c I ~ . 
IF'reSh vegetables , 
I"'heat 

"heaten meal and 
flour 

::o:ia ize 
I 
I 
" ~ . 1 I' .a l ze mea . 

~h:i.cory root , 

TABLE 6 

TRAFFI C FORWARDED FROM THE COASTAL SUB - REGION TO DESTINATIONS BEYOND Th~ 

BOUNDARIES OF THE RESEARCH AREA APRIL 1966- MAY 19 67 

(IN TONNES) / 

DESTINATION OF FORWARDED TRAFFIC 

. P. E . E . L . lo .. Cape N. Cape Ce pe Othe r . P . E. - Uitenhage S . I'.A . Natal 
Ea::..!.- Cape Di strict 

672 ·2 1 

106 

1 240 

499 2 30 1 57 1 26 

23 161 9 1 573 66 15 3 2 2 4 

43 1 

304 9 373 13 436 804 9 64 6 

361 13 1 14 89 

14 6 1 

28 10 47 

9 122 14 24 13 

9 640 2 .3 111+ 7 502 
, 

I Table 6 cont . 

O.F . S . 

48 

9 5 

698 

1 

1 

3 

1 

10 

Tv 1. 

131 

2 46 7 

48 

38 

3 48R 

\£) 

N 



TABLE 6 (contd .) 

\ 

DESTINATION OF FOR1VARDED TRAFFIC 

C ommodi T:r P.E . E .L. W.Cape N. Cape Cape Other P.E.-Uitenllage S . W. A. Natal O.F.S. Tvl. 
East Cape District 

a rley 21 14 44 11l 

o tton 1 I·n 

,n cerne 1 82 24 90 11 20 

orghum 7 ' 7 42 2 

:ricks 1 J45 J 298 67 491 JJ 276 J54 

orac e , chaff 
ln d straw 16 8 4 177 4 

:a tt l e and calf 
leal 126 1 6 J 60 197 25 1 

:gg s 420 1 6 6 12 28 

,utter 1J I ; 

:1ay 1 26 2 586 25 652 

i' ertilizer 1 804 12 9JJ 21 
-

J eas and beans 
, 

lried 2J 2 7 JJ 

'a r 56 2 6 2 
• - - - ----

.~ 



Commodity 

)01 and mohair 

Ldes and skins 

ctrus for expor t 

L trus 

cesh fruit 
~xcl. citrus) 

::- esh f'rui t 
:!xcl .. citru s 
Jr export) 

r esh vegetables 

"1 eat 

"1 eaten meal and 
l our 

:l. ize 

:tize me al 

:1.icory root 

:trley 

o tton 

J. c-erne 
-

TABLE 7 

TRAFFIC FORl,ARDED FROM THE COASTAL SUB- REGIONS TO DESTI NATIONS BEYOND THE 

BOUl\TJJARIES OF THE RESEARCH AREA .: APRIL 1967"':MAY 1968 

( IN TONNES) 

DESTINATI0N OF FORWARDED TRAFFIC 

P . E . E.L. W. Cape N. Cape Cape Other .P.E.-Uit enhage S .1LA . Natal 
East Cape District 

572 1 4 

83 1 

1 322 

601 9 65 262 92 5 34 161 

1'-8 28 1 132 1 601 92 25 2 10 1 16 

310 

406 612 109 251 115 89 2 

113 74 

9 9 5 

26 6 13 

5 55 1 5 

5 534 474 

2 

1 21 -

97 I 41 23 J 25 
- - -- - -_.- - - - . 

O. P,S . 

179 

94 

409 

4 

/Tab1e 7 contd . 

Tvl. 

269 

1 989 

3 

2 646 

64 

\0 
-'" 



--
Commodi ty 

.P . E . E.L. T _Cape 

--C--' 

or ghum 

r icks 51 2 84J 

o rage , chaff 
nd s t raiv 7 
a t t le a n d 
a lf meal 

g gs 242 

u tter 21 

l ay 116 50 51 4 

c rtiliz'er 18 J 427 

e n s and beans 
r ied 24 

a ts 8J 

a r 26 29 

e; gs f or 
x por-c 1 6 

TABLE 7 ( con td .) 

DESTI NATION OF FORlvARDED TRAFFIC 

N. Cape Ca p e Other , P.E. - Uit enhage 
Ea _-+ Ca pe Distri c t 

7 7 

17 25 1 56 189 

4 6 

16 1 1 

1 J 

5J7 

49 1 OJJ 7 

, 
14 

14 4 

10 1 

S.'L A . Natal O. F . S . 

170 

16 

J 

Tvl. 

2J J75 

'D 
\.n 

J 

76 

10 



Commodit;/' 

0 01 and mohair 

i de,; and skins 

i trus for export 

i trus 

r esh fruit 
exc1. citrus) 

r csh fruit 
e xel" citrus 
or export) 

resh vegetables 

rlcat 
-
l1caten meal 
nd flour I 
a iZ8 

a ize meal 

h icory root 

a rley 

otton 

u c e rnc 

orghum 

TABLE 8 , 

TRAFFIC FORWARDED FROM THE COASTAL SUB - REGION TO DESTINATIONS BEYOND THE 

BOUNDARIES OF THE RESEARCH AREA : APRIL 1968-~~Y 19 69 

(IN TONNES) 

DESTINATION OF FORI,ARDED TRAFFIC 

P . E . E .L . IV. Cape N.Cape Cape Other ,F . E .-Uitenhage S.H .A. Natal 
East Cape District 

589 6 8 613 

53 

295 

316 150 16 10 6 7 

6 605 21 1 443 ' 84 2 1 7 1 6 

401 

267 738 21 288 139 52 1 

1 939 3 208 

4 2 

2 84 

1 1 11 ' 

5 380 6 . 48 636 

1 69 187 

12 

10 7 178 5 

2 

/ Table 8 contd. 

O. F . S. 

30 

18 1 

635 

3 

1 

12 

6 

Tvl. 

42 

2 216 

9 

16 

3 445 

397 

\£) 

0\ 



Commodity 
P. E . E.L. W. Cape 

r icks 496 1 611 

orage , chaff 
n d straw 3 
a ttle and calf , 

e al 5 1 

r,gs 157 1 18 

laize for 
xport 24 

lay 142 530 

'e rtiliz'er 76 705 
·Bas and beans 
r ied 6 5 
'a ts 43 I 
'a r 84 25 

·g gs for 

I xport 4 

TABLE 8 (contd.) 

DESTINATI ON OF FORlfARDED TRAFFI C 

N. Cape Cape Other P.E.-Uitenhage 
East Cape District 

284 263 223 

8 12 5 1 2 

110 24 7 

1 1 

1 122 

11 577 29 

8 2 

30 23 

8 4 

/ 

S . W.A . Natal O. F .S. 

198 

35 

14 

52 

20 

Tvl. 

7. 

7 

26 679 

\0 
-.J 

1 

1 5 

. 

. 



TABLE 9 

TRAFFIC FORWARDED FROM THE COASTAL SUB-REGION TO DESTINATIONS WITHIN THE 

RESEARCH AREA : APRIL 1966-MAY 1967 

(IN TON?\'ES ) 

I "o~odity DESTINATION OF FOR1{ARDED TRAFFIC 

Sundays S.H . I Escarpment S.R. Fish S.H. Border S.R. 

IFr esh f ruit ( excluding ciOtrus) J 2 2u 

Ci trus 8 

Fr es h vegetables 51 40 124 27 

IMaize 92 , 

207 Maize meal 

S or ghum -

. 

Luc erne 11 J JIJ 

nr.tr l oy ;1.;3 

Chicory ro o t 11 68 85 

Oats 18 

Cat t l e and calf meal 16 1 6J2 154 
--' 

It'orag e, chaff and straw J7 5 2 279 5 
-------

/Table 9 contd. 

Coastal S.R. 
44 

79 

42 

580 

J60 

22 

90 

l~ .5 

5 

20 

190 

11 

\0 
00 

, 

I 
, 



\ 

Commodi ty 

Fertiliz e r 

IEggs 

lvheaten meal and flour 

Brick s 

C"ment 

-
I 
C:oal 

Su gar 

Sal t 

Paraffin 

Dr ied peas a n d b eans 

IGr ani te , gr ave l , a nd s ton e 

TABLE 9 (con t d.) 

DESTINATION OF FORlfARDED TRAFFIC 

Sundays S. R . Es c a r pment S. R . F i sh S . R . Bor der S. R . 

17 1 2 4 

2 

18 2 

16 , 210 194 170 

6 1 

8 

4 

Coas t a l S . R . 

434 

37 

413 

29 

142 

73 

106 

20 

23 

3 

18 

'!) 
'!) 



/ 

TABLE 10 

TRAFFIC FORWARDED FROM THE COASTAL SUB - REGION TO DESTINATIONS WITHIN THE 

RESEARCH AREA : APRIL 1967- MAY 1968 

(IN TQ~~~) 

DESTINATI ON OF FOR11ARDED TRAFFIC 
Commodity 

I Sundays S.R. Escarpment S . R . Fish S.R . Border S.R . 

jFresh fruit (excluding citrus) 2 6 18 3 
I -
ICi trus 17 38 32 

I 
IFresh vegetables 41 45 97 36 

~, . _Ialze 94 

I,,","a ma.' 100 

"heat 1+ 

lLucerne 26 

Barley 21 

Oats 27 

Cattle and cal f meal 

IForae e, chaff and straw 7 43 

. /Tab l e 10 c on t d. 

Coastal S . R . 

60 

52 

42 

568 

287 

9 

1 31 

1 3 

1 

12 

f-' 
o 
o 



Commodi ty 

Fertili.zer 

Eggs 

i1{heaten meal and flour 

Bricks 

Cement 

Coal 
-
Sugar 

Salt 

Paraffin 

Dried peas and beans 

Granite, gravel· and stone 

TABLE 10 (contd.) 

DESTINATI ON OF FORWARDED TRAFFI C 

Sundays S . R . Jiscarpment S . R. Fish S . R. Border S.R. 

8 12 

15 3 

4 58 67 647 

5 

9 

1 1 

Coastal S . R . 

324 

82 

419 

151 

157 

129 

58 

28 

32 

4 

86 

f-' 
o 
I-' 



TABLE 11 

TRAFFIC FORWARDED FROM THE COASTAL SUB - REGION TO DESTINATIONS WITHI N THE 

RESEARCH AREA : APRIL 1968 - MAY 1969 

(IN TONNES ) 

I DESTINATION OF FORWARDED TRAFFIC 
Commodity 

Sundays S.R . Escarpment S.R. Fish S . R. Border S.R. 

Fresh fruit ( excl. citrus) 1 1 26 3 

Citrus 
-
Frcsh v egetables 20 7 1 59 29 

Na~l_ ze 68 6 

Maiz e meal 3 79 1 

1Iheat 

LUCtyrnc 16 139 
-

I Barley 1 

Ch:i;cory root 

Oats 1 32 1 

LCattle and calf meal 346 9 

For age, chaff and straw 44 29 269 4 

/ Table 11 contd . 

Coastal S.R. 

1 2 

6 

6 

633 

215 

3 

76 

2 

32 

24 

64 

12 

I--' 
o 
l\) 



Commodity 

Fertilizer 

Eggs 

1{heaten meal and flour 

Bricks 

Cement 

I Coal 

I Sugar 

Salt 

,Paraffin 

I Granite, gravel and stone 

TABLE 11 (contd.) 

DESTINATION OF FOR1,ARDED TRAFFIC 

Sundays S.R. Escarpment S.R. Fish S.H. Border S.R. 

44 1 11 

1 2 

3 3 

105 I 33 152 292 

1 2 

2 3 

Coastal S.R. 

430 

68 

407 

244 

136 

106 

42 

23 

37 

85 

f-' 
o 
w 

I 



Com;TIodity 

\~ ool and mohair 

{ id es and s kins 

~ itrus for export 
, .~ 

.I 1 ... rus 

:'"'r esh fruit I 
~ excl. citrus) I 
Pr esh v egetabl es 

l ucerne and 
l ucerne meal 

::J at s 

Forage, chaff 
and straw 

:Iai ze 

Rough t imb e r 

Cheese 

Bricks 

Fert i l izer 

Granite, gravel 
a nd stone 

TABLE 1 2 

TRAFFIC FORWARDED FROM THE BORDER SUB - REGION TO DESTI NATIONS BEYOND THE 

BOUNDARIES OF THE RESEARCH AREA : APRIL 1966- MAY 1967 

(IN TONNES) 

DESTINATION OF FORlI'ARDED TRAFFIC 
, 

P . E . E.L . ··v. Cape N. Cape Cepe Other . P . E.-Uitenhage S . W.A . Natal 
Ea .. '!, Cape District 

.-- . 
1 022 1 337 36 2 

138 8 

11 048 558 

234 1 169 53 87 703 1 81 

27 11 1 

35 95 2 74 5 

18 15 444 6 

33 

3 112 

3 36 1 

35 541 791 491 2 330 

115 

83 I II 

1 66 2 11 

818 22 I 392 1 451 836 

/T;"b1e 12 contd. 

O.F . S . 

412 

78 

142 

Tv 1. 

274 

6 

4 

570 

!-' 
o 
~ 

I 

! 



Commodity P . E . E .L. W. Cape 

'dheat l6 

Crude ore 7 6 

Bone s 

Uncooked bacon 
a nd ham II 

iS hooks 6 70 
r 
IC Bment 39 

TABLE l2 (contd.) 

DESTINATION OF l"Om,ARDED TRAFFIC 

N. Cape Cape Other . P . E. -Ui tenluo.ge 
East Cape Di str ict 

5 l4 

6l l8 

-
S. W. A • Natal O.F.S. 

l 

Tvl. 

I-' o 
\..~ 



Commodity 

J oo1 and mohair 

Hides and skins 

Citrus for export 

le i trus 

l:r:"resh fruit 
I I( excl. citrus) 

IF-resh ve ge tables 

I ' 
ILuc erne and 
11uc8rne meal 
I 
I 
lOats 
I 
I 
I 
1}"" orage, chaff 
iand straH 
I 
!>laize 
I 
I 

iROUgh timber 

TABLE 13 

TRAFFIC FORWARDED FROM THE BORDER SUB - REGION TO DESTINATIONS BEYOND THE 

BOUNDARIES OF THE RESEARCH AREA : APRIL 1967-MAY 1968 

(IN TONNES) 

DESTINATION OF FORWARDED TRAFI<'IC 

P ~ E . E.L. I{ . Cape N. Cape Cape Other P . E . - Ui tenhag& S . W. A. Natal 
East Cape District 

1 086 588 4 

121 4 1 

17 9 568 8 

659 1 004 8 50 '982 81 4 74 

143 358 40 286 49 

66 123 1 89 30 3 , 

31 24 3 403 5 

5 

2 2 137 I 

1 1 I 26 

403 248 41 55 821 50 

O.F .S. 

649 

144 

67 

/Table 13 contd . 

Tv1. 

268 

62 

6 

134 

f-' 
o 
0\ 

I 
! 

, 



Commc dity 
P.E. E.L . 'J . Cape 

:heese 7 26 

~ .. .. rranl 1;8, gravel 
a nd stone 2 

Hhe a t 52 2 

Bones 

Shooks I 173 

Ivheaten meal and 
flour 2 1 

i'-'iaize meal , 

TABLE 13 (contd,) 

DESTINATION OF FORWARDED TRAFFIC 

N. Cape C2pe Other . P.E.-Uit enhage 
Ea_·t Cape District 

93 575 
, 

3 

10 

55 6 

8 

2 

S.W.A. Natal O. F.S . 

16 

8 
- . 

Tv!. 

f-' 
o 
--< 



- ---

Commodity . 

I Dol and mohair 

lides and skins 

j itrus for 
~xport 

-
) i trus 

f resh fruit 
I " '. excJ.. citrus) 

[Oresh vegetables 

~ucerne and 
l ucerne meal 

Oats 

F orage, chaff 
a nd straw 

~!aize 

TABLE 14 

TRAFFIC FORWARDED FROM THE BORDER SUB - REGION TO DESTINATIONS BEYOND THE 

BOUNDARIES OF THE RESEARCH AREA : APRIL 1968-MAY 1969 

(IN TONNES) 

DESTINATION OF FOm,ARDED TRAFFIC 

P.E . E.L. W. Cape N.Cape CalJe Other . P. E . - Ui tenllage S.W.A. Natal 
Eust Cape District 

806 495 6 

118 10 1 

609 6 285 104 , 

179 1 153 281 74 811 4 3 60 

104 8 

47 82 20 188 16 5 

75 26 506 

2 1 1 

9 92 8 

10 119 

/Tab1e 14 contd. 

O. F.S . 

305 

60 

10 

Tvl. 

68 

f-' 
o 
00 

7 

3 



Commodity 
P . E . E.L. lor . Cape 

Rough timber 998 438 231 

Ch ee se 8 29 6 

\-ihea"t 57 

Bone s 5 
~ 

Sh o oks 131 175 

F e r ti l izer 10 9 

Tobacco l e af' 

Eggs 

TABLE 14 (contd.) 

DESTINATION OF FORWARDED TRAFFIC 

N.Cape Cape Other P. E . - Ui t Elrum!>", 
East Cape District 

31 896 16 

'4 

7 ' 15 

19 12 

5 544 

8 4 

S.1{'A. Natal O.F.S. 

67 48 

83 6 

6 

Tvl. 

253 

63 

20 

..... 
o 
'" 



TABLE 15 

TRAFFIC FORWARDED FROM THE BORDER SUB - REGION TO DESTINATIONS 1,ITHI N THE 

RESEARCH AREA : APRIL 1966-MAY 19 67 

(IN TONNES) 

DESTINATION OF FORlfARDED TRAFFIC 
Commodity 

Sundays S. R . T;scarpment S.R. Fish S.R. Border S.R . 

Citrus 2 420 

Fresh fruit (exc l uding citrus 3 53 

Fresh vegetables 1 , 1 20 8 

I ~1aize 13 91 

I Lucerne 
, 104 178 5 

Rough timber 1 11 11 

Granite , gravel and stone - 86 274 

Bones I 2b , 
I Fertilizer 184 

I Shooks 

Mixed groceries b 23 

Forage , chaff and stra1, 1 3 2 

Grain 4 

Coastal S.R. 

2 

1 

1 54 

5 

11 

180 

1 

1 

..... ..... 
o 



TABLE 1 6 

TRAFFIC FORWARDED FROM THE BORDER SUB- REGION TO DESTI NATI ONS WI THIN THE 

RESEARCH AREA : APRIL 1967-MAY 1968 

(IN TONNES) 

I 
DESTIN~TION OF FORWARDED TRAFFIC 

Commodity 
Sundays S . R. Es c a r pmen t S . R. Fish S . R. Border S . R. 

Citrus 1 482 

Fresh fruit (exclud ing citrus 1 5 7 

IFresh vegetables 1 18 4 

) laize 1J JJ 

Lucerne 20 29 

Rou"h timber 19 1 

I Grani te, gr avel and stone - 18 52 

IBones 4J 

IFerti1izer 12 

Shooks 6 2 

Bricks 1 54 

Mixed gr oc erie s JO 

Graj n , 2 4 

Fora.ge , chaff a.nd stra,,, 11 - - - -- - - - -- -- - --- - - --

Coas t a l S . R. 

4 

153 

20 

19 

1 62 

1 

f-' 
f-' 
f-' 



TABLE 17 

TRAFFIC FORlvARDED FROM THE BORDER SUB- REGION TO DESTINATIONS iITTHIN THE 

RESEARCH AREA : APRIL 1968 - MAY 1969 

(IN TONNES ) 

DESTINATION OF FORWARDED TRAFFIC 
Commodity 

Sundays S.R. Escarpment S.R • Fish S.H . Border S.R. 

Citrus . 1 3 63 

I Fresh vegetables 4 3 20 15 

Maize 6 29 

I Lucerne 7 6 43 
I 
IReUC;h timber 20 20 

Granite, cravel and stene 11 

Benes 88 
-

Mixed greceries 5 31 

Fertilizer 57 7 

Shoeks 1 3 

i,heat 9 

Forage, chaff and stra" 17 1 57 

Tobacco. leaf 12 4 

Cement 10 5 

Ceal 16 

• 

Coastal S .R. 

22 

4 

66 

20 

5 

173 

4 

1 

f-' 
f-' 
N 



Commodi ty 

.v ool and mohai r 

Kide s and skins 

F ertilize r 

Eggs 

Bu tter 

Cheese 

Fre s h f:ruit and 
vo (';n t nbl o R 

Luc erne an d 
lucerne meal 

'{h e at 

\'iheaten meal 
and fl our 

TABLE 18 

TRAFFI C FORWARDED FROM THE FI SH SUB - REGI ON TO DESTINATIONS BEYOND THE 

BOUNDARIES OF THE RESEARCH AREA : APRIL 1966-MAY 19 67 

( IN TONNES ) 

DESTINATI ON OF FORWARDED TRAFFIC 

P . E. E.L. W.Cape N. Cap e Cape Ot her P. E.-Uit enhage S.W.A. 
Eas t Cap e Di s tri c t 

3 918 261 

390 26 1 

139 2 66 2 546 21 4 60 

145 '\ 1 

33 8 1 1 , 
no 74 25 11 

107 ],9 7 15 1", 2 2 , 11 

I 

6 157 5 2 224 28 6 

7 3 15 

5 9 9 6 
-----_ . __ . - --------

/Table 18 contd. 

Natal O.F.S. 

168 

17 

61 2 8 

12 2 

3 

'---

Tv 1. 

5 5 

6 

125 

105 
" 

70 

-----

f-' 
f-' 
U 



Commodity 
. P . E . E .L . W. Cape 

--
Granite , gravel 
a nd stone 3 419 , 

Fr 0n9 meal, stock 
f eed supplements , 
~nd stock licks 21 670 712 

l orage , chaff 
land stra1" 

I 
[Bricks 

Oats 13 11 

TABLE 18 (contd.) 

DESTINATION OF FOR1{ARDED TRAFFIC 

N . Cape C,,-pe Other P. E .-Uit enhage 
E&?c Cape District 

2 035 190 

998 145 2 1 

6 
; 

15 

- 293 

7 

S .. W.A. Natal 

3 
389 452 

43 

O.F.S. 

229 

1 
--

Tv 1. 

610 

10 

7 

I-' 
I-' 
.j::" 



TABLE 19 
TRAFFIC FORWARDED FROM THE FI SH SUB-REGIONS TO DESTINATIONS BEYOND THE 

BOUNDARI ES OF THE RESEARCH AREA : APRIL 1967-MAY 19 68 

( IN TO]l.'NES ) 

DESTINATION OF FORI-lARDED TRAFFIC 

Commodi t y 
P.E. E.L. W. Cap e N.Cape Cap e Other P.E.-Uit enhage S. W.A. 

Eas t Ca p e Distric t 

,{ool and mohai r Ii 02 5 57 

Hides and s k ins 31 2 2 

Ferti l izer , 435 28 8 52 1 769 
I 

Eggs 74 1 . 
Butter 48 7 · 2 6 

Cheese I 195 79 14 2 7 

Fresh f r uit and 
veeetables 178 58 2 6 5 4 

iLucerne a n d I 
Ilucerne meal 8 8 138 31 1 23 2 1 63 

r'h eat 21 188 40 

I 
p'heaten meal 

4 1 land flour 

Gr ani te , grave l 
,and ston e 2 435 73 1 0 , 

/Table 19 contd . 

Natal O.F.S. 

168 

7 

8 3 

30 23 

31 97 . 

11 

8 

Tv 1. 

74 

6 

135 

10 1 

134 

8 0 2 

f-' 
f-' 
VI 

: , 
, 
: 
I 
I , 



Commodity . P.E. E.L. 1,. Cape 

-- . 

Bone meal, stock 
feed supplements 
and stock licks 158 352 891 
~ 

!Forage, chaff 
and s travr 12 7 

Bricks 

Oats 15 

)"l aize 37 

l'-1aiz'" mE-a.l 2 1 

Limestone 19 

Barley 

Cattle and calf 
meal 

Crude asbestos 55 

TABLE 19 (c~ntd.) 

DESTINATION OF FORWARDED TRAFFIC 

N . Cape C.'pe Other P . E .-Uit enhage 
Ea.:.c Cape District 

878 . 148 3 1 

101 

31 

164 

3 26 

J 

24 16 

34 

1 

S.1V.A. Natal O. F.S . 

557 805 198 

129 

10 79 

5 

3 

, 
43 

ITvl. 
I 

693 

24 

2 

9 

5 

92 

f-' 
f-' 
0\ 



C oJrJTIodi ty 

No01 and mohair 

Hides and skins 

Fertilizer 

E ggs 

Butter 

Cheese 

iFresh fruit and 
v 0soto.blc s 

ILucerne and 
lucerne meal 

11Yheat 

11tlheaten meal 
and flour 

, 
!Grani te, gravel 
land stone , 

3 

TABLE 20 

TRAFFIC FORWARDED FROM THE FI SH SUB - REGI ON TO DESTINATI ONS BEYOND THE 

BOUNDARIES OF THE RESEARCH AREA : APRIL 1968 - MAY 1969 

( IN TONNES) 

DESTINATION OF FORlVARDED TRAFFIC 

P.E. I E . L . 'Ii . Cape N. Cape CEpe Other . P . E . - Uitenhage S. W. A • 
Eat>:'" Cape District 

-- t-

626 201 8 

269 2 1 

729 161 462 

47 
/ 

171 29 27 27 

197 68 25 50 

1.51 11·.2 12 
I 

1 2 7 10 

1 279 1 32 1 722 108 

2 091 215 2 8 483 

234 3 6 23 

19 9 69 

Natal 

1 

4 1 

62 

42 

31 

, 

/ Table 20 contd _ 

O. F .S . 

3 

56 

6 

397 

1 2 

2 

Tvl. 

186 

430 

262 

.... .... 
---.J 

19 

4 

3 



Commodi"':y P.E. E.L. W. Cape 

lone me al, s t oc k 
' e ed s uppl ements 
i n d s t ock licks 138 391 729 

~orage , ch aff 
3. nd s t raw 5 

Br i cks 38 

Oats 6 1 

:\fa i z e meal 27 

Limes tone 27 
." 

iBarle y 43 

[Cr u d e or e s 73 
I 
iGr a i n 7 
I 

TABLE 20 (c'ontd.) 

DESTINATION OF FORWARDED TRAFFI C 

N.Cape Cape Othe r P.E.-Uitenhage 
East Cape District 

717 158 3 2 

8 / 53 9 

41 

1 

24 

2 

30 " 

S.W . A. Natal O. F.S . 

339 746 189 

29 

2 37 

2 

Tvl. 

65'5 

1'5 
, 

I 
I 
I 

'3 i 

..... ..... 
00 

I 

! 



TABLE 21 

TRAFFIC FORWARDED FROM THE FISH SUB - REGION TO DESTINATIONS WITHIN THE 

RESEARCH AREA APRIL 1966- MAY 1967 

(IN TONNES) 

DESTINATION OF FORWARDED TRAFFIC 
Commodity 

Sundays S . R. Escarpment S . R . Fi sh S . R. Border S.R . 
-

, Eggs 3 1 

Butter 32 89 1 

Cheese 3 1 

IMaize 14 
, 

5 110 6 

Haize meal 6 30 4 
j 
11Yheat 44 

jHheaten meal and flour 58 409 3 
I 

Fresh vegetables 8 2 1 

Lucerne and lucerne meal 56 48 228 22 

Oats 4 34 , 

/Tab l e 21 contd . 

Coas t al S.R. 

10 

98 

42 

1 

505 

59 

117 

2 

f-' 
f-' 
\D 



. 

Commodity 

IBones 

Granite, gravel and stone 

Coal 

Cement 

Treacle ( Cattle feed) 
. 

Bone meal 

ILimestone 

Bricks 

Fertilizer 

Forage, chaff and fodder 

Fuels and oil I -

.. 

TABLE 21 (contdo) 

DESTINATION OF FORWARDED TRAFFIC 

Sundays SoR. Escar pment S oR. 

179 

5 

. 2 

1 I 

8 57 

115 

11 

1 
- --- - -------- --- ---

Fish Son.. 

18 

73 

47 

23 

35 

53 

728 

53 

72 

25 
- -- ---- ... _-

Border S.R. Coastal S. R. 

52 

1 1 68 

74 7 

169 

30 

5 

-- - ---- --------- - -- - - -

. 

f-' 
l\l 
o 



TABLE 22 

TRAFFIC FORWARDED FROM THE FISH SUB - REGION TO DESTINATIONS WITHIN THE 

RESEARCH AREA APRIL 1967-MAY 1968 

(IN TONNES) 

DESTIN~TION OF FORWARDED TRAFFIC 
Commodity 

Sundays S.R. Escarpment S.R . Fi sh S.R. Border S .R. Coasta l S .R. 

Eggs 6 1 

Butter "'J 0) l. 1. 

Cheese 1 3 
He.ize 70 6 

Naize meal , 2 53 8 32 

'fheat 1 593 

Wheaten meal and flour 64 323 550 
Fresh frui t and vegetables 8 8 1 5 
Lucerne and lucerne meal 303 486 104 374 
Oats 8 157 14 17 
Bones 34 36 
Granite, gravel and stone 177 709 . 1 561 

Coal 3 65 

Cement 1 35 1 , 

Bone meal . 8 82 79 89 28 

Limestone 990 

Bricks 40 , 
Fertilizer 20 54 

Forag e, chaff and fodder 6 56 9 
[11els and oil_ , 

58 



I 

TABLE 2J 

TRAFFIC FORifARDED FROM THE FISH SUB - REGI ON TO DESTINATIONS WI THIN THE 

RESEARCH AREA : APRIL 1968-MAY 1969 

(IN TONNES) 

Commodity 
DESTINATION OF FOR1{ARDED TRAFFIC 

Sundays S . R. Escarpment S . R . Fish S . R . Border S.R. 

Eggs 1 1 

Butter 5 10 1 

Cheese 

Maize 5 I 12 2J 8 

Maize meal 14 5J 4 

"heat 28 656 

\;heaten meal and flour 4 68 262 

Fresh fruit and vegetab1.es 2 12 5 

Lucerne and lucerne meal 211 226 4J1 419 

Oats 7 J2 

Bones 56 

! Granite , gravel and stone 454 22 

Coastal S . R. 

2 

2 

51 

1 

J06 

11 

147 

5 

88 

844 

/Tab 1 e 2J contd . 
l-' 
1\) 

N 



Commodity 

Coal 

Cement 

Treacle (cattle feed) 

Bone meal 

Limestone 

Bricks 

Fertilizer 

Forage, chaff and straw 

Fuels and oil 

I Grain 

TABLE 23 (contd.) 

DESTINATION OF FORWARDED TRAFFIC 

Sundays S . R. Escarpment S . R. Fish S.R. Border S .R. 

2 69 

28 

15 

7 37 15 94 

883 

186 

8 42 

7 36 52 39 

24 

9 

Coastal S . R . 

1 6 

17 

17 
- -

f-' 
1\) 

w 



, 

Commodi"GY 

, 
1;,001 and mohair 
I 

Hides and skins 

Lucerne and 
lucerne meal 

.Fresh vegetab les 

ISalt 

;-·Iaize 

:\Iaize meal 

"heat 

vheaten meal 
land flour 

ts ones 

Ferti lizer 

pranite, gravel 
p.nd stone 
I 

TABLE 24 

TRAFFIC FORWARDED FROM THE ESCARPMENT SUB-REGION TO DESTINATIONS BEYOND THE 

BOUNDARIES OF THE RESEARCH AREA : APRIL 1966-MAY 1967 

(IN TONNES) 

DESTINATION OF FOR1,ARDED TRAFFIC 

P.E. E.L. lv.Cape N. Cape Cape Other P.E.-Uitenhage S.W.A. Natal 
East Cape Distric.t 

2 049 1 070 

264 2 

7 27 18 479 3 48 
, 

52 94 1 24 33 48 

4 380 2 534 229 560 90 44 110 1 008 

1 44 45 6 

84 21 1 9 

2 48 

15 66 2 264 1 6 
, 

6 9 58 

30 1 1 

.10 190 469 ~? :J.- 1 867 533 
---

'/Table 24 contd. 

O.F . S. 

13 

9 

465 

5 

1 

4 

361 

Tvl. 

63 

21 

689 

36 

f-' 
N 
~ 

I 



Commodity . P. E . E.L . W. Cape 

-
Bricks 

Pip es an d 
windmi l ls 45 25 12 

, 

lIron and steel 
bars and sheets 8 1 119 35 

Mineral waters 77 

Paraf fin 32 

!petro1 
I 3 68 

I 

Oil 3 7 253 

Fish, seal and 
IKha1 e oi l 2 
I 
IGa s es 4 

Sl~gar 

Cement 7 
L--- - - --- ------

TABLE 24 (contd.) 

DESTINATION OF FOR1{ARDED TRAFFIC 

N.Cape C.t})e Othe r P.E.-Uitenhage 
Ea,:,(; Cap e District 

68 17 

62 82 1 

, 
96 '27 18 

1 

1 589 

2 370 

74 

58 

18 1 

41 

S.W.A. Natal 

1 

13 

O.F.S. 

1. 

9 

1 233 

6 

Tv 1. 

t-" 
l\) 

VI 

8 



Commodity 

;[001 and mohair 

Hides and skins 

I'Lucerne and 
r lucerne meal 
, 
I ='rcsh ve getables 

l ·s8.1t 

I '·Ia ize 
i 

tMah" mo", 

"heat 

I liheaten meal and 
! ·f lou"'" I -, 

Bones 

1 F ertilizer 

Grani te, gravel 
and stone 

j Rricks I 

TABLE 25 

TRAFFIC FORWARDED FROM THE ESCARPMENT SUB- REGION TO DESTINATIONS BEYO~~ THE 

BOUNDARIES OF THE RESEARCH AREA : APRIL 1967-MAY 1968 

(IN TONNES) 

DESTINATION OF FOR"ARDED TRAFFIC 
. 

P . E. E.L . W.Cape N. Cape Cape Other P.E.-Uitenhage S . W. A. Natal 
East Cape District 

2 254 1 801 6 3 519 

175 32 10 

10 55 95 35 1 369 70 

45 65 1 9 155 19 

4 403 2 232 120 445 8 9 108 381 
I 

18 I 1 7 

20 1 5 

9 1 916 

18 82 2 066 37 7 1 

3 1 6 
I 

1 2 

. , 
10 914 2 286 402 3 981 

355 

/Tuble 25 contd. 

O. F.S. 

69 

5 

420 

3 

3 

18 

4 

1 

39 

'I'vl. 

135 

18 

1 121 

f-' 

'" '" 

2 

6 
I 
I 



I 
Commodi t y P . E . E.L . W.Cape 

IPipes and 
i,·lindmi l ls 7 2 7 

iIron and stee l 
bars a nd sheets 1 20 7 5 177 

rNineral '\Va t ers 53 

I,paraffin 8 225 

Petrol 5 61 

Oil I 41 4 

Cement 2 3 7 

Sugar 

.Gr a in 
I 
! 
ITr eacle 27 

For age , chaff 
and. strahr 

l 

TABLE 25 (contd. ) 

DESTINATION OF FORWARDED TRAFFIC 

N. Cape Cape Other P . E . - Uitenhage 
Ea s t Ca p e Di s trict 

45 11 42 1 

9 5 11 7 

1 

2 254 10 

2 10 7 157 

1 171 

20 

2 2 

2 14 

2 

31 

, 
S . W. A. Natal O. F . S . 

1 

1 089 

60 

39 

2 

3 

Tv!. 

f-' 
tv 
-'l 

3 

: 



Comm odity 

Wool and mohair 

Hides and s}:ins 

Lucerne and 
l ucerne meal 

Fresh vegetables 

Salt 

;'1aize 

Hai~e rnoal 

"/heat 

1"heaten meal 
and rl our 

Bones 

I 
! Ferti1izer 

I Gr ani te, gravel 
l and stone 

'Sricks 
L 

I 

TABLE 26 

TRAFFIC FORWARDED FROM THE ESCARPMENT SUB-REGION TO DESTINATIONS BEYOND THE 

BOUNDARIES Of' THE RESEARCH AREA : APRI L 1968 - MAY 19 69 

( IN TON1;""ES) 

DESTINATION OF FORl{ARDED TRAFFIC 

P. E . E.L. W. Cape N. Cape C"pe Other P.E.-Uitenhage S. W.A .• Natal 
Ec.. '? c Cape District 

2 074 1 873 1 

192 38 

88 6 778 19 

95 85 ! 8 25 3 16 1 20 

23 430 2 600 1 09 619 17 19 92 989 

1.1 l~ 23 1 

1 036 28 

124 

9 103 1 940 2 . 

6 4 

1 1 22 

, 
I 9 485 2 755 229 101 3 9 24 1 409 

I 18 I 
/Tab1e 26 c ontd. 

O.F.S. 

32 

11 

496 

6 

1 6 

3 

5 

4 

408 

Tvl. 

170 

11 

1 125 

f-' 

'" en 

·5 

2 



Commodi'cy P . E. E.L. l{. C.ape 

' ipe s and wind - I nill s 4 3 

I r on and steel 
bars and s h e ets ?6 34 ll8 

:'!i neral ,.;a t ers 64 

lParaffin l4 l75 

lP etrol 67 

Pil ? l 

I!"i sh seal and 
~'hale oil 2 

[Ceme n t 

t rain 

r ora Ge, chaff 
8 jand s t raw 

TABLE 26 (contd.) 

DESTINATION OF Pom,ARDED TRAFFIC 

N. Cape Cape Other P.E.-Uitenhage 
East Cape District 

38 8 

98 l6 3? 

2 . 
l 480 26 

2 067 264 

817 

24 

l 20 5 

. 
l55 

S.W.A. Natal O.F.S. 

6 

557 

6 l 

'lO 

I 

Tvl. 

f-' 

'" \Q 

3 

! 

i 

! 

, 

I 
I 
I 



TABLE 27 

TRAFFIC FORWARDED FROM THE ESCARPMENT SUB- REGI ON TO DESTINATIONS WITHIN THE 

RESEARCH AREA : APRIL 1966- MAY 1967 

(IN TONNES) 

DESTINATION OF FOR1{ARDED TRAFFIC 
Commodity 

Sundays S . R. Fscarpment S . R. Fish S.R. Border S . R. 

Pipes and ,<indmi11s 76 55 38 2 

Bones 4 102 

Maize 12 78 1 

Naize meal 296 88 

"'heat 2 1 2 , 

1vneaten meal and flour 1 282 60 2 

Lucerne .89 71 6 
-

I
Coa1 1 '+0 18 

r :;oalUir 158 

Salt 114 1 66 54!:> 152 

Gases 8 18 8 

Granite, gravel and stone 1 595 152 4 175 

Petrol 66 195 7 

Paraff'in 27 406 

Oil 2 228 

Fish, seal and whale oil 14 

Cement 66 39 , 
Bricks 14 16 

Treacle 11 

pu{';ar 2 Lf Lf 

Coastal S.R. 

4 

34 

485 

419 

- ... 

f-' 
U 
C 



TABLE 28 

. TRAFFIC FORWARDED FROM THE ESCARPMENT SUB -REGION TO DESTINATIONS WITHIN THE 

RESEARCH AREA : APRIL 1967- MAY 1968 

(IN TONNES) 

DESTINATION OF FORl{ARDED TRAFFIC 
Commodity 

SUT,days S. R . Escarpment S .R. Fish S . R. Border S . H. 

/PiPes and windmills 20 4 12 1 

IBones 
-

61 

Maize J67 J 

Maize meal , 171 1 · 

1{heat 1 24 202 

1{he3.ten meal and flour 61 1 444 10J 

Lucerne 6 7J 42 6 

Coal 45 
I 

Salt 4J 94 J4J 11J 

IGases lJ 

/Tab 1 e 28 contd. 

Coastal S.R. 

1 

JO 

171 

f-' 
'-" 
f-' 



Commodity 

Granite, gravel and stone 

Petrol 

Paraffin 

Oil 

Cement 

Treacle 

Sugar 

Grai '!.1. 

Mixed groceries 

Unworked iron and steel 

TABLE 28 (contd .) 

DESTINATION OF FOR1{ARDED TRAFFIC 

Sundays S.R. Escarpment S.R . Fish S.R. Bor der S .R. 

6 289 2 552 

57 85 1 

24 298 

140 

121 

10 

38 , 

11 21 

27 

57 
- - --

Coastal S.R. 

1 210 

--------

i-' 
W 
I\) 



TABLE 29 

TRAFFIC FORWARDED FROM THE ESCARP}ffiNT SUB-REGION TO DESTINATIONS WITHIN THE 

Commodity 

Pipes and windmi lls 

Bones 

Haize 

Maize meal 

1 1{heat 

.~ 1{heaten meal and flour 

Lucerne 

Coal 

Salt 

Gases 

! Grani te, gravel and stone 
1-
Petrol 

Paraffin 

RESEARCH AREA : APRIL 1968 - MAY 1969 

(IN TO_Nln~~) 

DESTINATION OF FORWARDED TRAFFIC 

Sun days S.R . Escarpment S . R . F i sh S. R . Border S . R . 

29 15 10 

117 

85 4 

169 13 

2 2 4 

1 591 99 

5 192 18 6 

35 77 

62 36 315 149 

14 

1 752 8 799 2 48 7 

41 114 

16 279 

/Table 29 contd. 

Coastal S . R . 

25 

9 

6 

196 

114 

f-' 
W 
W 



I Commodity 

Oil 

Cement 

ITreac le 

Sugar 

Grain 

Nix e d groceries 

UUH"orked iron and steel 

Fresh vegetables 

TABLE 29 ( contd.) 

DESTINATION OF FORWARDED TRAFFIC 

Sundays S . R . Escarpment S . R. Fish S . R . Border S . R. 

1 119 

17 51 19 

27 

32 

1 6 

31 

38 

5 34 3 

Coastal S.R. 

1 

2 
--

i-' 
W 
./0' 

, 



Commodi"Cy 

\"001 and mohair 

.-l ides and skins 

Ferti1:,-zer 

Lucerne and 
luc erne meal 

"heat 

geo, vege<aM •• 
i'-fGat 

fiIaiz e 

'V"neaten meal and 
flour 

Granite, gravel I 
and stone 

Bricks 

TABLE 30 

TRAFFIC FORWARDED FROM THE SUNDAYS SUB - REGION TO DESTINATIONS BEYOND THE 

BOUNDARIES OF THE RESEARCH AREA : APRIL 1966 - MAY 1967 

(IN TONNES) 

DESTINATION OF FOR1{ARDED TRAFFI C 

P.E. E.L. W. Cape N. Cape Cape Othor P.E.-Uitenhage. S. W.A. 
Eas t Cape District 

5 301 23 9 

714 5 

1 559 51 
, 

22 284 215 174 68 29 

118 

46 7 6 3 , 30 

29 12 2 

1 102 12 

4 45 1 

1 19 6 4 69 38 74 

- 35 78 

Natal O.F.S. 

84 161 

7 8 

5 

Tvl. 

70 

15 

6 

2 

f-' 
W 
\Jt 



Commodity 

" 0 01 and mohair 
I 

,{ides and skins 
--
Fer tilizer 

L UC9l"'n e and 
l ucerne meal 

\{hea t 

Fresh vegetables 

~1 eat 

}laize and maize 
meal 

'I.fheClten meal and 
flour 

Grani te, gravel 
I and stone 

I Bricks , 

jOats 

TABLE 31 

TRAFFIC FORlfARDED FROM THE SUNDAYS SUB - REGION TO DESTINATIONS BEYOND THE 

BOUNDARIES OF THE RESEARCH AREA : APRIL 19 6 7-~~Y 1968 

( IN TONNES) 

DESTINATION OF FORWARDED TRAFFIC 

P.E. E .L . W. Cape N.Cape Cape Other P.E.-Uit enhaffe S.,v.A. 
East Cap'" District 

5 302 31 2 23 

344 1 

3 108 4 3 , 

, 

90 123 665 123 554 1 60 16 

1 256 1 2 1 

19 2 15 3 , 19 

JO 10 

20 I 2 

2 , 78 1 

, 

11 17 18 I 620 
-

91 1 375 24 

31 35 12 2 1 1 

Natal O. F.S. 

1 

48 61 

7 

2 1 

: 

Tv 1. 

130 

76 

f-' 
U 

'"" 

I 



Commodity 

\\ 001 and mohai r 

!-lides a n d skins 

Ferti l izer 

Lucer n e an d 
luc erne meal 

1"heat 

Fresh v ege t ab l e s 

j\'leat 

"Nlaize and 
mai ze meal 

l"heaten me a l 
and flour 

IGrani te, gr2.v e l 
land stone 

Bri cks 

TABLE 3 2 

TRAFFIC FORWARDED FROM THE SUNDAYS SUB-REGION TO DESTINATIONS BEYOND THE 

BOUNDARIES OF THE RESEARCH AREA : APRIL 1968- MAY 19 69 

(IN TONNES ) 

DESTI NATI ON OF FORWARDED TRAFFIC 

. P. E . E.L. W.Cape N.Cap e C" p c Other P.E.-Uitenhag e S.W.A. Natal 
E&.:; t Cape Di s trict 

---

5 0 14 45 1 2 

377 

2 221 39 
, 

69 31 69 70 279 75 19 

5 1 2 12 2 12 

82 5 2 1 1 1 , 38 5 

3 5 1 3 1 -

19 52 1 6 3 

3 81 6 14 

7 2 1 52 

1 297 
, 

O.F.S. 

48 

17 

3 

2 

Tv 1. 

1 

27 

28 

I-' 
U 
---l 



TABLE JJ 

TRAFFIC FORWARDED FROM THE SUNDAYS SUB -REGION TO DESTINATIONS WITHIN THE 

RESEARCH AREA : APRIL 1966-MAY 1967 

(IN TOIDrES) 

DESTINATION OF FOR1{ARDED TRAFFIC 
Commodity 

Sundays S.R. Escarpment S.R. Fish S.R. Border S.R. 
-

Lucerne 144 100 24 

l"laize J6J 6 2 

1-Iheat 117 2 

Oats 20 4 

1{he a ten meal and flour 82J , 2 

Haize meal 1 2J 1 

Bones ll7 

Mixed groceries 6 1 

Cement 64 4 

1(; 0<=\.1 69 

Granite, grave l and stone 49 82 

Bricks 245 

~'re sh fruit and vegetables 12 4J 10 

Forage, chaff and s trm, 27 J 

Fuel 2 6 

Treacle 4 

Coastal S.R. 

8 

1 

78 

5 

f-' 
W 
CJJ 



I 

TABLE 34 

TRAFFIC FORl,ARDED FROM THE SUNDAYS SUB-REGION TO DESTINATIONS WITHIN THE 

RESEARCH AREA : APRIL 1967- MAY 1968 

(IN TONNES) 

DESTINATION OF FORWARDED TRAFFIC 
Commodi ty 

Sundays S . R . Escarpment S . R. Fish S . R. Border S . R . 

Lucerne 30 30 1 3 

Haize 92 

Wheat 191 5 

Oats 31 3 

j,heaten meal and flour 725 1 

Mai ze meal 132 

Bones 105 

Mixed groceries 31 

Cement 15 

Coal 144 1 

Granite, gravel and stone 368 ll5 41 

Br i cks 9 44 

Fre sh fruit and vegetables 2 36 13 

Forage, chaff and straw 37 6 

Fuel 3 

Barley 1 

Coas t a l S.R. 

32 

64 

9 

1 , 

f-' 
W 
\D 



TABLE 35 

TRAFFIC FORWARDED FROM THE SUNDAYS SUB-REGION TO DESTINATIONS WITHIN THE 

RESEARCH AREA : APRIL 1968 - MAY 1969 

( IN TONNES ) 

DESTINATION OF FORWARDED TRAFFIC 
Commodity 

Sundays S.R. Es carpment S.R. Fish S.R. Border S.R. 

Lucerne 57 47 49 38 

Maize 186 

1-.rhea t 244 2 

Oats 17 2 

IIThe?ten meal and flour 636 2 

Maize meal 99 1 

Bones 129 -

Nixed groceries 19 1 

Cement 105 21 

Coal 1 63 3 

Granite, gravel and stone 54 73 

Bricks 18 387 4 

Fresh fruit and v ege t ables 18 

Foraee, chaff and straw 3 12 

Fuel 12 15 

Treacle 14 

Barley 18 , 
--------- ----

Coastal S.R. 

30 

--- - _.-

f-' 
+:­
o 

I 

I 



TABLE 36 

COMMODITIES RECEIVED BY THE COASTAL SUB-REGION FROM PORT ELI ZABETH , 

THE PORT ELIZABETH - UITENHAGE DISTRICT , ~~ EAST LONDON: APRIL 19 66 ~MAY 1967 

Traffic received TrafTic received 
Product Category from Port Eliz abeth from Port E1izabeth-

(In Tonnes) Uitenhage dis t rict 
(In Tonnes) 

Nixed gr.oceries and household r equir ement s 1 460 3 874 

Hard,.;are and building materials 9 468 777 

Tobacco, spirits, wine and beer 2 344 19 

Hotor vehic ~ e.s, components and spar e parts J16 80 
r-.---

Fuels and oils 21 976 3J 

r;armin g ~-:'lUisites 618 JL~9 

Heat, fish and eggs 1 20 11 

Dairy products 5 --

Grains, meal and flour 5 392 86 

Fresh produce 115 40 

I Niscellaneous 10 008 41 

Traf fic received 
from East London 

(In Tonnes) 

41 

311 

--
26 

1 

J9 

--

--

857 

1 

102 

f-' ..,. 
f-' 
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TABLE 37 

COMMODITIES RECEIVED BY THE COASTAL SUB-REGION FROM PORT ELIZABETH, 

THE PORT .ELIZABETH-UITENHAGE DISTRICT AND EAST LONDON : APRIL 1967-MAY 1968 

Tra~~ic r eceiv ed Tra~~ic r eceived 
Product Cat egory fros.' Port Elizabeth from Port E1izabeth-

(In Tonnes) Uitenhage district 
(In Tonnes) 

}lixed groceries and household r equirements 1 3 14 3 916 

Hardware and bui1dj.ng materials 11 57 6 1 265 

Tobacco, spirits , wine and beer 3 130 3 

Hator v ehicles , components and spar e parts 218 30 

Fuels and oils 22 293 100 

Farmin g requisi-tes 545 402 
I 
1 Neat , fish and eggs 1 64 5 

I Dairy products 2 --

Grains, meal and ~lour 5 314 110 

Fre s h produce 13 6 33 

I Misce11at:eous I 10 03J 186 
I 

Tra ffic r eceived 
from East London 

(In Tonnes) 

37 

506 

--

13 

1 

55 

--
--

1 577 

3 

109 

f-' 
.p­
I\) 



TABLE 38 

COMMODITIES RECEIVED BY THE COASTAL SUB-REGION FROM PORT ELI ZABETH, 

THE PORT ELIZABETH- UITEW1AGE DI STRI CT ~~ EAST LONDON : APRIL 1968-MAY 1969 

- -
Traffic received Traffic received 

Product Category from Port Elizabeth from Port Elizabeth-
(In Tonnes) Uit enhage dis trict 

(In Tonnes) 

Mixed groceries and household requirements 1 219 3 928 

Hardware and building materials 11 074 1 184 

Tobacco, spirits, ,<ine and beer 3 177 3 

I l'!otor vehicles , components and spare parts 225 10 

I Fuels and oils 23 991 18 

I Fannin/> requisites 534 344 
- ~ 

;)\eat, fish and eggs 146 2 

Dairy products -- --
--

Grains, meal and flour 4 598 82 

Fresh produce . 100 1 157 

Miscellaneous 9 77 1 78 
--

Traffic r eceived 
from Eas t London 

(In Tonnes) 

32 

108 

--

1 

111 

42 

--

--

1 303 

1 

171 

f-' ..,. 
\.,.) 



TABLE 39 

COMMODITIES RECEIVED BY THE BORDER SUB - REGION FROM PORT ELI ZABETH, 

THE PORT ELIZP~ETH -UITErn{AGE DISTRICT ~~ EAST LONDON : APRIL 1966- MAY 1967 

Traffic receiv ed Traf fic received 
Prcduct Category from Port E.lizabeth from Port E1 izabeth-

i 
(In Tonne s) Ui tenhage distri.ct 

(In Tonnes) 
I 

l-
I Nixed grocer ies a nd hous ehold requirements 144 213 

-I Hard'"are and building materi als 3 208 17 241 

I 
spirits , Tobacco, ,d.ne and beer 132 --

Hator vehic '!..e s, components and spare p arts 19 1 
r--
! Fuels and oils 104 --
I - . i I Fnrming !:~) -luisi tes 41 60 

i 
I Heat , fi s h and eggs 30 --, 

i Dair;::-;roducts -- --

~?rc:.ins , meal and flour 1 738 2 

36 i Fresh produce 20 
I 
i )1is c e llaneous 275 1-16 
L 

Traffic received 
from East London 

(In Tonnes) 

871 

759 

92 2 

37 

17 104 

321 

72 

3 

1 814 

297 

4 690 

f-' 
J::­.,. 



TABLE 40 

COMMODITIES RECEIVED BY THE BORDER SUB-REGION FROM PORT ELIZABETH, 

THE PORT ELIZABETH-UITENHAGE DISTRICT A~T EAST LONDON : APRIL 1967- MAY 1968 

I 

I 

Traffic received Traffic received 
Product Cate{.;o~·y fro." Port Elizabe t h f r om Port Elizabe t h-

( In Tonnes) Ui tenhage district 
(In Tonnes) 

I '''x.d ,"oo.d., and '"n,.ho'd roqn,rom.n" ._1 1 1+0 190 

626 20 447 Hardware and building materials 

I Tobacco, spirits, wine and beer 56 --

:Hotor vehic les, components and spare parts 7 --
Fuels and oils 119 - -

I 
I 1?o..::.~ming requisites 77 150 

Neat, fish and eggs 25 - -

I Dairy products -- --

I Grains, meal and flour 1 380 5 

I Fresh produce · 183 75 

j HiscellaD80us 648 1 227 , - ------ - - --

Traffic r eceived 
f r om East London 

- --

( In Tonnes) 

638 

600 

953 

23 

16 470 

298 

90 

--

2 151 

469 

5 121 

f-' ..,. 
V1 

I 

, 



TABLE 41 

COMMODITIES RECEIVED BY THE BORDER SUB-REGION FROM PORT ELIZABETH, 

THE PORT ELIZABETH-UITENHAGE DISTRICT fu~ EAST LONDON : APRIL 1968- MAY 1969 

I 
Traffic received Traffic received 

Product Category from Port Elizabeth from Port Elizabeth-
(In Tonnes) Uitenhage district 

(In Tonnes) 
-

J l'oIixed groceries and household requirements 152 156 

I Ha:cd"rare and building materials 6 371 17 484 

iTObacco, spirits, '-line and beer 70 --

Hoter vehicles, components and spare parts 27 - -
i 

I Fuels and oils 99 --

Farming requisitE!S 70 65 
I 

I Neat, i'ish and eggs 10 - -

Dairy products -- --

Grains, meal and flour 1 357 20 

Fresh produce . 70 59 

I Hiscellaneous 464 9 

\ 

Traffic received 
from East London 

(In Tonnes) 

544 

909 

971 

16 

18 139 

256 

58 

1 

2 312 

336 

5 760 

I-' 
.j!-

0\ 

I 



TABLE 42 

COMMODITIES RECEIVED BY THE FISH SUB - REGION FROH PORT ELIZABETH, 

THE PORT ELIZABETH- UITENHAGE DISTRICT AND EAST LONDON : APRIL 196 6-MAY 1967 

I 
I 

Traffic received Traffic r eceiv ed 
Product Category from Port Elizabeth from Port E1izabe th-

I (In Tonne s) 1 Uit enhage district 
( In Tonnes ) 

N:i.xed groceries and household requir emer.ts 1 333 2 140 
! 

~ardv;ar e an~ ~Ui1di~g mat~ri a1s 4 767 1 236 

1 518 9 I Tobacco, sp~rJ. ts , Wlne ana b eer 

r;fctor vehic -'.. 0S , components and spare parts 1 20 --
Fuels and o ij_s 12 718 17 

.. _. ... 
Farming l"G -1uisites 211 496 

I 
II.feat , :fieh and eggs 196 4 

Dairy products I 16 --
Grains , mea l and flour 4 633 121 

Fresh produce 29 1 49 

i ~jiscel1aneous 5 678 458 
L- I 

Traffic received I 
from East London I 

(In Tonnes) 

122 

161 

65 

18 

3 

198 

--

--

370 

24 

34 

I-' ..,. 
-'l 

I 
! 

I 

I 



TABLE 43 

COMHODI TIES RECEIVED BY THE FISH SUB - REGI ON FROH PORT ELI ZABETH , 

THE PORT ELIZABETH- UITENHAGE DISTRICT AND EAST LO~~ON : APRIL 1967- MAY 1968 

, 
Traffi c r eceived Tr affi c r eceiv e d Traffic received 

Pr oduc t Categ~ry fr o ... Port Elizabeth f r om Port E1 izabeth- fr om East London 
( In Tonnes) Uitenhage distr ict (In Tonnes) 

(In Tonnes) 
-

Nixed g-roceries and household requ irements 1 173 ? 136 1 21 
.-

Hardware and building materials 6 370 4 630 218 

Tobacco , spirits , '.fine and beer 1 669 10 54 

?'1otor vehicles, components and spare par t s 127 -- II 

I Fuels and oils 11 859 19 47 

~Farming requisites 223 117 134 

Meat, fish and eggs 170 2 - -
r-

Dcd.ry products 15 -- --
-

Grains, meal 2~nd flour 4 269 6 434 

Fresh produce 345 46 11 
1--

1 1'"'liscel1anaous 3 867 84 19 

f-' 
~ 

ao 



TABLE 44 

CO~~ODITIES RECEIVED BY THE FISH SUB-REGION FROM PORT ELIZABETH, 

THE PORT ELIZABETH-UITENHAGE DISTRICT AND EAST LONDON : APRIL 1968-MAY 19 69 

I Traffic receiv~d Traffic r e ceived 

I Product Category fron; Por t Elizabeth from Port Elizabeth-

I (In Toanes) Uitenhage district 

I "'.00 groo,"'" 

(In Tonnes) 

and household requirements 1 209 2 203 

I Hardware aad building materials 7 902 1 61 3 
I 
I , 

1 724 Tobacco, spirits , wine and beer --

Motor vehicles, components and spar e p arts 182 7 

Fuels and oils 11 950 53 

Farming requisites 232 77 
._-

Neat, fi s h and eggs 183 --

! Dairy prcducts 
-. 

-- --

I Grains, 
--

meal and f). our 4 174 7 

Fresh produce - 315 86 

}-1iscel12.neolls 4 089 1 21 

-

Traffic received 
from Ens t Londoa 

(In Tonnes) 

119 

90 

44 

24 

58 

131 

2 

1 

354 

7 

26 

f-' 
+0-
\0 
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TABLE 45 

COHHODITIES RECEIVED BY THE ESCARPMENT SUB - REGION FROH PORT ELIZABETH, 

THE PORT ELI ZABETH- UITENHAGE DI STRICT ~~ EAST LONDON : APRIL 19 66-HAY 1967 

Traffic r eceived Traffic r eceived 
Product Category from Por t E~izabeth from Port E1izabeth-

(In Tonne s) Uitenhage d i strict 
( Ir. Tonnes) 

Hixed grocer ies and household r equirement s 977 2 1 61 

I HardHare and building materials 4 913 432 

Tobacc 0, spirits, 'Nine and beer 832 --

:.lotar vehic les , component s and spare parts 82 4 

Fuels and oils 19 273 49 
-.-~. -

Farming ~elui sites 51 22 

Neat, fish and egg s 56 2 

Dairy products 5 --
Grains , meal and flour 1 60 1 --

Fr esh produ ce l~O 29 

Miscel l aneou s 6 737 399 

Traff ic r e c e iv ed 
from East London 

(In Tonnes) 

214 

245 

210 

31 

388 

345 

21 

--

51 

61 

391 
~-~ -----

f-' 
L, 
o 

I 



TABLE 46 

COMMODITIES RECEIVED BY THE ESCARP}ffiNT SUB - REGION .FROM PORT ELIZABETH, 

THE PORT ELIZABETH-UITEffiiAGE DISTRICT AND EAST LONDON : APRIL 1967- MAY 1968 

Traffic r eceiv ed Tr affi c receiv ed 
Product Category fr Ol." Por t Eli zabe th fr om Por t E1izabeth-

( I n Tonnes) Uitenhage distr ict 
(In T onnes) 

Nixed groceries and househo l d r equir ements 877 1 593 I H=d,,=o and buil"'ng rna,.da1. 

.. _f-
4 012 2 118 

, 
819 I Tobacco, spirits, wine and beer --

Hator vehicles, components and spar e par ts 87 6 

I Fuels and oils 18 642 39 

I Farming requisites 71 11 

I Neat, fish and eggs 50 3 

3 I Dairy prOCtucts --

I" . meal and flour 1 3?1 uralns, --
I-
I Fresh produce ' 117 1 

I ~!iscel laneous 7 324 252 
- -- - - - - -- - - - - - -- -- -- -_ .. -

Traffi c rec e iv ed 
f r om Eas t London 

(In Tonnes) 

1 51 

235 

166 

18 

452 

33 

15 

--

17 

25 

196 
'--- - - -- - ----- - --- ----

I-' 
VI 
I-' 

I 

I 

I 



TABLE 47 

COMMODITIES RECEIVED BY THE ESCARPMENT SUB - REGION FROM PORT ELIZABETH, 

THE PORT ELIZABETH- UITENHAGE DISTRICT AND EAST LONDON : APRIL 1968 - MAY 1969 

i 
I Traffic r e c e ived Traffic rec e ived 

Product Categor y fr om Port Elizabeth fr om Port E1izabeth-
(In Tonnes) Uiteuhage district 

( I n Tonnes) 
-
Nixed groceries and household requirements 883 1 699 

Hard~,tare and building materials 6 918 1 692 

Tobacco , spir:L ts, 'vine and beer 946 --
i Hotor vehic les, components and spare parts 109 1 

I Fuels and oils 19 2119 71 
~ 

Farming requisites 63 14 

Heat, fish and eggs 58 5 
... 

I 

! Dairy products -- --
I . -
I Gra~ns, r:lea1 and f l our 1 423 --

I Fresh produc e 
. 

96 8 

I Niscellaneous 7 138 297 

I Traffic rece ived 
from East Lond on 

(In Tonnes) 

147 

220 

204 

29 

2 717 

63 

19 

--

2 

19 

1 429 

!-' 
V1 
1\) 



TABLE 48' 

COMMODITIES RECEIVED BY THE SUNDAYS SUB - REGION FROM PORT ELIZABETH , 

THE PORT ELIZABETH- UITENHAGE DISTRICT AND EAST LONDON : APRIL 1966-MAY 1967 

I· 
Traffic received Traffic r eceived 

Product Category from Port El izabeth from Port E1izabeth-
(In Tonnes) Uitenllage district 

( In Tonnes) 

Nixed groceries and household r equirements 1 276 2 224 

l!ardHare and building materials 3 640 1 1.'57 

Tobacco, spirits, wine and beer 
, 

927 --
Hatar vehic le s, components and spare part s 134 9 

Fuels and oils 13 .'579 46 
.- . 

Forming y~~uisites 1 30 114 .. 

I Heat, 
" .-

fish and eggs 236 6 

I Dairy prcducts 217 --
I , 
l,:rains, meal and flour 2 064 39 

Fresh produce 410 85 
r-

Hisce11aneous 4 .'571 21 

Traffic received 
from East London 

(In Tonnes) 

29 

32 

--
1.'5 

--

91 

--

--

90 

--

--

.... 
\.Jl 
U 



TABLE 49-

COMMODITIES RECEIVED BY THE SUNDAYS SUB- REGION FROM PORT ELIZABETH, 

THE PORT ELIZABETH- UITENHAGE DISTRICT AND EAST LONDON : APRIL 1 967- MAY 19 68 

I Traffic r eceived Traffic r e ceive d 

I 
Product Category fro,-" Port Elizabeth from Port E1izabeth-

(In Tonnes) Uitenhage district 
(In Tonnes) 

I 
I -

Mixed groceries and household requirements 1 386 2 1 59 

I Hardv:are and building materials 5 638 2 176 

I Tobacco, spirits, wine and beer 
\ 

949 --

I i'lotor vehicles , components and spare parts 186 15 

Fuels and oils 14 615 46 

Farming requisites 168 82 

Meat, fish and eggs 215 3 

Dairy products 119 --

Gr2..ins t meal and flour 2 301 77 

Fr esh produce 360 156 

I Hisce11aneous 4 529 94 
- 1 - - - - -- - - - -- - - -

Traffic received 
from East London 

(In Tonnes) 

26 

7 

--

8 

--

16 

--

--

27 

3 

2 

f--' 
\.n_ 
.po 



TABLE 50 

COMMODITIES RECEIVED BY THE SUNDAYS SUB-REGION FROM PORT ELIZABETH, 

THE PORT ELIZABETH-UITENHAGE DISTRICT AND EAST LONDON : APRIL 1968-MAY 19 69 

Traffic r eceived Traffic received 
Product Category from Port Elizabeth from Port Elizabcth-

(In To,-mes) Uitenhage district 
(In Tonnes) 

I 
I Hixcd groceries and household requir ements 1 386 2 210 

Hardware and building materials 7 636 4 102 
I 

Tobacco, spirits, wine and beer 1 028 --

!-rotor vehicles , components and spare parts 163 4 

I Fuels and oil s 15 478 49 

126 81 F 2..rrn~nG reqUJ..S1 tf.:S 

Meat, fish and eggs 252 --
-

Dairy products 72 --
--

Grains, m8al and flour 2 415 54 

Fresh produce 280 115 

Miscellaneous 5 706 343 

Traffic rec e ived 
from East London 

(In Tonnes) 

37 

11 

--
11 

--

1 

--

--

30 

1 

--

f-" 
Vl 
Vl 
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CHAPTER IV 

ROAD TRAFFIC 

A: THE ROAD NETlfORK 

1: Introduction 

South Africa possesses a wholly public roads system as 

opposed to a public and toll road system found in America and 

Britain. With a toll road, a private und.ertaking raises 

capi tal to provide highway services to motorists who ,,,ish to 

use a high quality, limited access road, and who are prepared to 

pay for it according to the weight of vehicle and distance 

travelled. The main objective of the toll road authority is the 

maximisation of net revenue and the main constraint on its 

ability to charge any price that it wishes is the competition 

from the public roads and other forms of transport. 

One of the most important charact " ristics of public roads 

is the "systems" aspect. A system may be defined as "a 

heterogeneous set of things and parts which, when connected, form 

a complex whole. The individual components of the system are 

joined together, because thus arranged, they function more 

efficiently and render better service."l The influence of this 

concept on the decisions of road building authorities, should be 

paramount. 

A public road system consists of a heterogeneous collection 

of roads ranging from the simple farm road to the highly 

engineered freeway. If all these different components of the 

public road system are fully int e grated and ,,,ell connected, 

1. Tilo E. Kuhn, The Ec onomics of Ro a d Transport (}1ontreal, 
1957), pp.142-l45. 
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together they will produce more highway services of a better 

quality and at lower total costs than when operating separately. 
I 

Closely linked to the systems concept of public roads is the 

fact that roads are operat e d by public authorities in the 

"public interes t". Roads serve the public interest when they 

fulfill two of their most important functions viz., economic 

penetration and spatial integration. "That means that roads 

must go into outlying areas to stimulate economic development 

and social progress and that for economic, social and 

strategic reasons, all parts of the country must have sufficient 

road communications with each other in order to further the 

'unity of the nation,,,.2 

It is necessary to consider the bodies which are responsible 

for financing the construction and maintenanc e of the various 

types of roads comprising So~th Africa's public road system, 

before outlining the research area's road network and examining 

its suitability and adequacy . 

2: Bodies responsible for the construction and maintenance of 

the various tyPes of roads in South Africa 

Up until May 1971, the National Transport Commission was 

responsible for the costs of constructing and maintaining the 

national roads, which are the principa l roads connecting the 

most important centres of ec onomic, agricultural and social 

activities in South Africa . It was also responsible for 70% of 

the construction costs of special road s whicll are , in fact, 

rural e xtensions of the n at ional road system. Al though the 

National Transport Commission financed these ro ads , the 

2. C. Verburgh , South Afri can Transportation Policy (Bur eau 
for Economic Research, University of S tell e nbosch, 1961), 
p;102. 
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Provincial Administrations were entrusted with their actual 

construction and maintenance. I n terms of the Nat ional Roads 

Act No. 54 of 1971, however, approximately 90% of the national 

roads network was transferred to provincial control as part of 

the r e - arrangement of the country's administrative machinery 

following the Borckenhagen and Schumann reports. 3 This transfer 

will, in effect, l ead to a R24,2 million increase in spending on 

4 roads. This is the amount which the provinces will receive as 

compensation for the costs of maintaining and rebuilding their 

additional responsibilities. This money is to come from 

general revenue, ho,vever, so that the National Roads Fund will 

not be correspondingly reduced. 

The National Road Fund's capital will in future be used to 

finance a comprehensive natiomvide freew-ay network, tentatively 

planned to comprise 6 000 kilometres. Nine hundred kilometres 

have already been built, and it is these road s , as well as 400 

kilometres in the Transkei, "hich-of the old nati onal roads 

network-will remain in the h a nds of the Central Government . 

It is anticipated that of the rest of the proposed freeway 

network, 3 500 kilometres will be built during the next decade, 

3 . In 1956, a Committee of Enquiry under Carl Borckenhagen was 
set up to enquire into the financia1i relations b ebveen the 
three tiers of government, name ly, the Central Government, 
the Provincial Administrations and t he smaller local 
authorities. Its final report was submitted to the Minister 
of Finance in 1967 and it dealt with , amongst other matters, 
the financing of roadworks. 
In 1960 a Commission of Enquiry under Dr C.G.\{. Schumann 
was set up to consider financial re]ations between the 
Central Government a nd the province s-. It submitted its 
final report in 1964. 
Two \{hite papers, one on the Borckenhagen Committee's 
investigations, and one on the Schumann Conunission report, 
wer e prepared in 1969. Dr Chris du Plussis, a Reserve 
Ba nk economist , was entrusted with their revision. 

4. Financial Mail, May 7, 1971, p.455. 
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with the remaining portion being completed in the 1980s. At 

the present time, approximately 170 kilometres is built annually, 

but this rate should rise sharply once the n ew road building 

organization is in operation. The proposed freeway net'vork 

for South Africa is illustrated on Map 8. 

The Commission of Enquiry into the Co-ordination of 

Transport in South Africa came to the conclusion that the 

continuing expansion of the national economy, as well as of the 

total estimated vehicle miles, pointed to the constant need 

for providing more and better roads. 5 The Commission did not 

neglect the fact that the excessive cost of road construction 

is an important limiting factor in this regard, and it reconunended 

that "ma chinery be introduc ed for the strict control of the 

planning and designing of roads no\{ undertake n by consulting 
. 6 

engineers on private contract" . A]_though the Commission as 

a whole was r e jecte d by the Government, co gniz ance does seem to 

have been taken of this p ar ticular recommendation in the new 

arrangemen t s. As the National Transport Commission is to 

establish its own road building organization in about 1973, it 

is proposed that private contractors will be used much less 

tha n in the past, although work will still be contracted out to 

the provinces. 

In addition to the previous national road s which ar e now 

classified as trunk roads under the Provincial Administrations, 

the Provincial Administrations of the Transvaal, Natal, Orange 

Free State and, to a lesser extent, of the Cape, are al so 

financi a lly responsible for all other rural roads in their 

territories. The Cape Province differs from the other three 

5. H.P. 3 2/1969. 

6. Ibid., p.50 . 
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provinces in that it has a system of Divisional Councils. 

Although these Councils receive an annual subsidy from the Cape 

Provincial Administration, they also have their own source of 

income by way of a tax levied on properties in the rural and 

urban areas comprisin g Divisional Council zon es. In the Cape 

Province, the more important roads were taken over by the Pro­

vincial Administration only as from 19 63 . Up until then, al l 

trunk roads were build by Divisional Councils with financial 

assistance from the province. Since 196), all t ,runk road 

construction and financing falls under the Cape Provincial 

Administration as was, and still i s , the case with the other 

provinces. Wi th the exc eption of the Cape Province, ",'here they 

are the onus of the Divisional Councils, other types of rural 

roads in South Africa are ,the re s ponsibility of the various 

Provincial Administrations . Because it has a lmost as many 

kilometres of proclaimed roads as a ll the other provinces put 

together, the Cape Province--under who se aegis the research area 

falls--carri es a particularly heavy burden in so far as the 

financing and construction of roads i s concerned. Urban roads 

and s treets are constructed and maintained by the local 

municipa l authorities concerned. 

Having examined under .. hose jurisdiction the various types 

of roads comprising the Republic ' s public road system fall, the 

research area's road network must now be considered. 

): Description of the road network of the r esearch area 

The r esearch area has a wid e and far reaching n e twork of 

both surfaced and non-surfaced roads, whi €h is illustra ted on 

Map 9. The following is a des c r i ption of the major categorie s 

of roads running through the area: 
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(a) Freeways. As mentioned before, these are wholly the 

responsibility of the National Transport Commission. 

Although work has started from the Port Elizabeth side, on 

the new national free"ay between Port Elizabeth and Grahamstown, 

the research area at present does not embody any freeway 

systems. Depending on its quality and on the nature of the 

terrain it traverses, when a major trunk road registers an 

equivalent vehicular unit count of 4 000, it is generally 

indicative that it is carrying more traffic than that for which 

it was originally intended and accordingly designed. 7 As a 

generalisation , a major trunk road would the n qualify to be 

elevated to the status of a freeway which is spe cifically 

designed to expedite the movement of traffic. Map 10 shows the 

approximate dates when traffic on the major roads of the research 

area ,,,ill have reached 4 000 equivalent vehicular units per day, 

assuming a 5% annual increase in traffic from the base year of 

Thus it appears that only by the late 1980s will any of 

the majo~ trunk roads traversing the area, qualify to be classified 

as freeways. 

Trunk roads. These roads are financed by the 

Provincial Administration. Since the transfer of the bulk of 

the old national road net,;ork to the Provincial Administrations, 

trunk roads may be divided into two categories as 

follows: 

7. The equivalent vehicular unit is the unit which is used in 
South Africa when ass e ssing the average density of traffic 
on a particular section of road. IHthin this system of 
equivale nt vehicular unit s , a light vehicJ_e counts one unit 
and a heavy vehic1e--anything above 2.721 tonnes-counts 
three units. 
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(ii) 

major trunk roads: these comprise the old national 
roads which, under the new arrangement, will 
essentially represent links between the present and 
propo sed freeways . 

minor trunk roads: these primarily represent links 
between major trunk roads. 

In addition to these two main functions, trunk roads also serve 

as links between metropolitan and important rural areas. Thus 

it can be appreCiated that these roads are important, not only 

for the local inhabitants of any particular area, but more so 

for through_traffic. The research area has the following 

major trunk roads located "'ithin its boundaries, as portrayed 

on 'Map 10: 

(i) a part of of the N2 route which starts at Cape Town 

and follows a course, mainly along the coast, to Kokstad in 

Nat al. IVithin the research area, this road passes through 

Grahamst own , the core of the Coastal sub-region; 

(ii ) the major part of the N7 route which stretches from 

Nanaga, near Port Elizabeth , to Middelburg, and passes through 

Cookhouse and Cradock; 

(iii) a part of the Nl route '''hich starts near George and 

l eads to Johannesburg. Within the research area, this road 

passes through Graaff-Reinet, Middelburg and Noupoort ; and 

nineteen kilometres of the N9 route from Cape Tmvn 

to Colesberg which cuts across the north-western corner of the 

Murraysburg magist erial district. These 19 kilometres are 

insignificant, however, in so far as the road network of the 

research area is concerned. 

In addition to these major trunk roads , the research area 

is well supplied ,d th minor trunk roads &.s shm',n on Hap 10. 

Map 11 clearly illustrates that the roads in the research 

area with the greatest traffic densities, are the major and minor 
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trunk roads. The most important road from this point of view, 

is the N2 major trunk road between Port Elizabeth and 

Grahamstown. As mentioned before, this road i s part of the 

proposed national freeway system, and work has already been 

started on rebuilding it . 

The N7 major trunk road b e tween. Nanaga and Middelburg also 

has a high traffic density. The reason for this of course, is 

that it is part of the direct route from Port Elizabeth to 

Johannesburg. The major trunk road with the thi.rd highest 

traffic density, is the Nl, but only on the section bet,;een 

Graaff-Reinet and Noupoort . From the point of vie,; of both the 

Republic and the research area, the Nl is l ess significant than 

the N7 in the national road ne twork , in so far as volume of 

traffic carried is concerned. The density of traffic on the 

minor trunk road between Alice and Cookhouse, reflects the 

v ery important role that this minor trunk road plays in linking 

the N6 major trunk road--from East London to the north--with the 

N7. Thus it can be said that the trunk roads within the re search 

area's boundaries playa significant part in the overall national 

road network. 

On Map 11, it is interesting to note the relatively high 

traffic d ensities of the roads in the Coastal sub-region which 

lead to the various coastal re s orts. This clearly r epresents 

holiday and tourist traffic, and it mus t have contributed to 

the acceptance of the plan to build a trunk road from Port 

Elizabeth, along the coast , to East London. 

(c) Main roads. The Divi s ional Councils are responsible 

for building , maintaining and paying for these roads which are 

used primarily by the local inhabi tant s of a particular area, 

and which serve as ordinary links between towns. The Provincial 
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Administration subsidises the maintenance and construction of 

these roads up to a maximum of 95%. 

(d) Divisional roads. These are similar to main roads 

but are considered less important in that they are used by 

fewer vehicles and serve approximately only ten farms. The 

financing of these roads is subsidised by the Provincial 

Administration up to a ' maximum of 80%, with the Divisional 

Councils being responsible for the remaining 20%. 

(e) Minor roads. These roads constitute a system of farm 

roads which gives relatively isolated farmers access to divisional 

roads in the first stage of conveying their produce to the 

nearest market. Because the Divisional Councils are solely 

responsib le for the financing of these roads, the funds 

available for their construction and maintenance are di s tinctly 

limited. 

Private roads. These are constructed and paid for by 

private individuals. 

(g) Proclaimed streets. These are sections of trunk 

roads and main roads which pass through a to"~. The Provincial 

Administration und e:c, takes to subsidise the construction of 

these roads to the extent of 90%, and the maintenance of these 

roads to . the extent of 80%. 

With the exception of private roads and proclaimed streets , 

Table 51 shows the distances of the various types of road in 

each of the sub-regions of the research area 



TABLE 51 

DISTANCES OF VARIOUS TYPES OF ROAD IN EACH SUB-REGION 

(In Kilometres) 

Type of Road 

Sub- Major Minor Region 
Trunk Trunk Main Divisional Minor 

~undays S: 158 S : 238 S : 1,6 S: - . S : -
U : - U: 118 U : 465 U : 1807 U: 2136 

Pl:scarpment" S : 82 S : 36 s : 4 s: - S : 0,5 
U : - U : 31 U: 300 U: 855 U: 1436 

Wish S: 133 S: 98 S: 1 S: - S: -
U : - U: 29 U: 400 U: 765 U : 1301 

iBorder
b S: - s : - S : 1 S: - s: -

Iu: - U: - U: 383 U: 507 U: 448 

Coastal S: 109 S : 85 S : 32,75 S: 2,If S: -
Iv: - U: 45 U: 221,25 U: 805,6 U: 762 

S= surfaced U= unsurfaced 

The signi ficant point emerging from Tab l e 51 is the great 

distances of untarred main , divisional and minor roads in the 

various sub-regions. As stated before, these are the roads 

which are u sed mainly by the local inhabitants, of "hom the 

majority are farmers, in this predominantly agricultural area . 

The farmers regularly use these roads to transport produce t o 

the nearby towns, and as these unsurfaced roads often tend to 

lapse into a state of disrepair, the y frequently encounter 

a . Because the magisterial district of Noupoort falls under 
the Hanover Divi s ional Council which was excluded from this 
analysis, the figures for the Escarpment sub - region are 
understated. 

b. The fj.gures for the Borde r sub-region are inflated due to 
the fact that, in addition to the Fort Beaufort, 
Stockens trom, Adelaide and Vi c tori a Ea st mag i s terial 
districts, the Fort Beaufort Divisional Council also 
exercises jurisdiction over the magi s t erial districts of 
Keiskammahoek and Middledrift. The latter two do not 
fall within the research area. 



166 

diffj.culties in this regard. One only has to consider the 

damage done to these unsurfaced roads by the rains which ravaged 

the research area in August 1971, to appreciate some of the 

road transport problems with which the farmers have to cope. 

It is the duty of the local Divisional Councils to assign 

priorities and to take steps to ge t the more important sections 

of these roads surfaced. Miss Cook also referred to this problem 

but the writer feels that the 5% of her r espond ents who 

regarded the poor road links in wet weather as a. serious 

handicap, und erplays the severity of the situation. 8 

At present, for a ro ad to qualify to be surfaced, it must 

show a daily traffic count of 200 equival.ent vehicular unit s . 

Where the road is to be us ed largely for milit ary or other 

strategic purposes however, the equivalent vehicular unit count 

may be disregarded when the decision is taken to surface it. In 

fact, because of their national and strategic importance, all 

trunk roads are surfaced, regardless of t h e count registered . 

Map 9 shm,s the approximate dates by which roads in the 

research area will be registering 200 equivalent vehicular unit s 

per day, assuming a 5% annual increase in traffic from the 

base year of 1967. In accordance with the principle that all 

trunk ro ads should be tarred, the s urfacing of the road between 

Cradock and Bethesda Road was completed in June 1972, 

not,;ithstanding the fact that Map 9 indicates that it ,;ill only 

regis t er 200 equivalent vehicular units sometime between 1990 

and 2000. The same can b e said for the road between Aberdeen 

and Beaufort West; although it s h ould only qualify for tarring 

after 1988, work is currently in progress on the s urfacing 

thereof. It must be rememb ered that Map 9 only gives an 

8. Mi ss Cook, p.58. 
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indication of when roads in the research area can expect to 

qualify for surfacing on the pres ent traffic density 

criterion. Obviously, if the annual increase in traffic on 

certain roads were to exceed 5%, or if more funds were made 

available for roadworks, or if priorities were to change, the n 

certain roads would be tarred b efore the dates indicated. 

4: Current and rec ently completed road improvement 

programmes in the research area 

Both the Provincial Administration and the various 

Divisional Councils are aware of the inferior quality of many 

of the rural roads in the Cape Province in general, and in the 

research area in particular. They are also very conscious of 

their "public interest" obligation with r egard to the contri-

bution of a g ood road sys tem to the economic deve).opment of a 

particular rural area and to the national communications net-

work. This is borne out by the fact that a number of road 

surfacing and road improvement programmes are in prgress, while 

others are in the planning stage. In 1972 , six D.ivisional 

Councils in the research area planned to spend over Rl million-­

including subsidies from the Provincial Administration--on 

roads in their respzctive divi s ions as follows: 9 

Graaf-Reinet R116 115 

Cradock R268 000 

Somerset East - Rll.j6 161 

Aberdeen R183 470 

Jansenville R162 308 

Murraysburg R134 201 

Early in 1972, the surfacing of the trunk road from Alexan­

dria through Bushmans and Kenton-·on-Sea villages to Port Alfred 

9. Eastern Provinc e Herald, November 22, 1971. 
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was completed. The motoring public is expected to take advantage 

of the improved travelling conditions provided by this road 

and it should boost interest in the holiday resorts in this 

area. 

The surfacing of the road from Salem to the main Port 

Elizabeth- Grahamsto,;n road was completed early in 1972. The 

Alexandria Divisional Council is currently tarring the road 

from Alexandria to Salem, while the Port Alfred Divisional 

Council is rebuilding the road from Kenton-on-Sea to Salem. 

The Alexandri"a Divisional Council is also busy surfacing the 

• 
road from Alexandria to Bokness . Bokness is a seaside holiday 

resort and the completion of this surfaced road "ill facilitate 

and encourage holiday traffic. The Alexandria Divisional Council 

is currently ne g otiating to have the road from Paterson to Addo 

surfac e d. This project is not expected to become reality in the 

near future, however, becaus e this Divisional Council will be 

engaged in work on the Alexandria- Sal em road for the next four 

years. 

In 1971, the Albany Divisional Council started surfacing 

the road from just outside Grahamstown to Bedford, while the 

Bedford Divisional Council started work on the same road from 

the Bedford side. It is anticipated that the ro a d beh,een 

Grahamstm;n and Bedford will be completely surfaced by 

approximately 1975. The Albany Divisional Council is also 

building a road and thre e bridges between Alicedale and 

Paterson; Paterson being located on the N7 major trunk road 

leading to Middelburg. A section of this road falls under the 

control of the Alexandria Divisional Council which will b e 

responsibJ.e for the s urfacing thereof. 

In 1971, the Albany Divisional Council applied to the 

Cape Provincial Administration to have the gravel road from 



Grahamstown to Port Alfred via Southwell, upgraded from a 

divisional road to a main road. This application was prompted 

by local farmers' complaints about the bad condition of the 

road in general, and of theWoestHill section in particular. 

Woest Hill, which is a steep winding incline just before the 

road joins the Grahamstown--Port Alfred minor trunk road near 

Grahamstown, is almost impassable by heavy v ehicles in b ad 

weather. It was considered that tarring was the only long term 

solution to the b ad condition of the surface. It was also 

sugges ted that the road user s would be willing to pay a toll, if 

by so doing , the Provincial Administration would agree to tarring 

the road. The Provincial Administration rej e cted the application, 

howev er, and point e d out that there were already three paralle l 

main roads in the area--the Coombs, Port Alfred and Kenton-on-

Sea roads--and that it was not practical to upgrade a fourth 

road running parallel to these. To improve the si tuation, it 

was then decided to apply for a bus-route grant of R20 000 for 

the Woest Hill section which carries h eavy traffic, and which 

is used by pineappl e and chicory farm ers, as well as those 

bringing market produce into Grahamstown. lO 

In May 1972, the Cape Provincial Administration announced 

that tenders would be invi ted in November 1972, for the tarring 

of the ro ad betwe en Port Alfred and the Great Fish River mouth, 

and that work was expect ed to begin by about March 1973. 

Ori ginally, farmers feared that they would not ge t their road 

when it was announced at the beginning of 1972 that t enders 

would be d e layed because of the shortage of provincial capital. 

More than 150 buses a d ay , of various types, travel on 

this road in peak periods, and there is an average of 30 buses 

10. Eastern Province Herald, November 23, 1971. 
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11 a day throughout the year. Each year, thousands of tonnes of 

export quality pineapple s are transported on this road to the 

canning factory in East London, a nd b ec ause of the bad state of 

the road, they hav e been arriving at the factory in a damaged 

state. The farmers even h ad to try and redesign packing methods 

which contributed to an escalation of their cost s . When the 

canning factory in Port Elizabeth closed dow-n in 1968, East 

London became the only practical outlet for canning pineapples 

from the Coastal sub-region. 

In addition, there is also a milk market in East Lond on 

for many f a rmers in the Coastal sub-region. At the pres ent time, 

milk is railed to Port Elizabeth where it is processed, and the 

proces sed milk is then trans port e d by rail to East London. This 

procedure is a dopt ed bec a u se the fresh milk does not travel well 

on the present low quality trunk road from Port Alfred. Thus 

it is clear that the tarring of this trunk ro a d will be a great 

boon to the Coastal s ub-region . Not only will it bring more 

tourists to the area , but it wi ll also be important from a 

security and defence point of view, as 1<el1 as shortening the 

distance between Bathurst and Eas t London. 

The Somerset East Divi siona l Council is currently 

campaigning to h ave the road between Somerset East and Long 

Hope surfaced. The main motivating factor here is to s hor ten 

the rout e between Somerset East a nd Port Elizabeth. It was 

hoped that this programme would become a reality sometime in 

1972, but unfortunately , the Cape Provincial Administration 

rejected it. The Somerset East Divisional Council is 

perserve ring , however, and intend to include it i n their estimates 

for 1973. 

11. Grocott's Mai l (Grahamstown), J une 2 , 1972. 
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At present, the road between Aberdeen and Aberdeen Road 

is being surfaced in order to give part of the Aberdeen 

magisterial district a better quality road link with the 

nearest railway station. In addition, the road between 

Aberdeen and Beaufort West is currently being surfaced, while 

the tarred road between Murraysburg and Hutchinson was opened to 

traffic in April, 1972. The improvements to the latter two 

roads not only facilitate the movement of local passenger and 

goods traffic, but by linking the western section of the 

research area to the N9 major trunk road from Cape Town to 

Johannesburg, they also improve the communications network of 

the Republic as a whole. 

The tarring of the road between Cradock and Nieu Bethesda, 

which now represents an important link between the Fish and 

Sundays sub-regions, was completed in June 1972. As me ntioned 

in Chapter III, there is no direct rail link between these two 

sub-regions. In the past, road traffic from Cradock and its 

surrounding areas to Graaff-Reinet, had to go via Somerse t East 

and Pearston in order to avo id negotiating, particularly in 

bad weather, the Wapadsberg Pass on the unsurfaced road 

between Cradock and Nieu Nethesda. In fact, after heavy rains 

or a snm,fall, the Wapadsberg Pass was impassable. With the 

completion of the t arring of the road from Aberdeen to Beaufort 

West, travelling via Cradock, Aberdeen and Beaufort West will 

be the shortest surfaced route from Natal to Cape Town, and it 

is envisaged that the traffic passing through these towns will 

increase considerably. The Cradock Divisional Council is also 

currently tarring the main road to Mortimer, a village south 

of Cradock, at a total cost of Rl20 000. 

The surfacing of the road between Steynsburg and Burgers­

dorp, is currently in progress, and this road will greatly 
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improve the communications link bet"een the eastern section of 

the Escarpment sub-region and the main road from East London to 

Johannesburg. The road between Tarkastad and Hofmeyr is in 

the process of being tarred, and it is anticipa ted that in 

1973, work will start on the road from Steynsburg through 

Hofmeyr to Cradock. These improved links are going to be of 

inestimable bene fit to those farmers in the Tarkastad, Hofmeyr 

and Cradock magisterial districts who are located some distanc e 

away from a railway station. 

Work on the surfacing of the road between Richmond, which 

does not fall within the research area, and the main road 

between Graaff-Reinet and Murraysburg, is currently in progress. 

The completion of this road will greatly assist the transport 

arrangements of some farmers in the Murraysburg magis t erial 

district ',hich does not have a railway line passing through it 

at all. 

From the above mentioned road ·surfacing programmes which 

are currently in progress, or which have recently b een 

completed, it is clear that the Cape Provincial Administration 

is alert to the need to have the quality of many of the ro a ds 

in the research area improved. The major limiting factor is 

financ e and a case can be made for addi tionaJ. subsidies, or 

alternatively, for a change in the basis on which roads qualify 

for surfacing. 

Having outlined the network of roads which exists in the 
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research area, an analysis must be made of the types of 

commodities, as well as the volumes thereo f, which are conveyed 

by road transport in the area. 

B: ANALYSIS OF TRAFFIC CARRIED BY ROAD TRANSPORT
12 

1: The Road Transport Service division of the South 

African Railways 

The Road Transport Service division of the South African 

Railways provides services through out the res earch area linking, 

to a large extent, the core centres of each sub-region with 

their outlying areas or peripherie s . Road transport is far 

more fl exible than rail transport and as a result, the South 

African Railways can afford to select road transport service 

route s according to public demand. Thus from time to time the 

official rout es may change and Map 12 illus tra te s the routes 

which existed within the re sear ch area at Dec e mb er , 1971. 

The Motor Carriers Transportation Act No. J9 of 19JO 

accords some protection from private road haulier competition 

to both the r a ilway services and road tr ansport services pro-

vided by the Railway Administration. In particular, Sec tion 

lJ (J) of the Act stipulates that: 

""henever any tra nsportation facilities in existence wi thin 

any area or over any route are , in the opinion of the Board or 

a loc a l board concerned, satisfactory and sufficient to meet at 

a reasonable charge the transportation r equirements of the 

public within that area or along that route, the Board or such 

12. Because of the ins urmountable problems connected with the 
c ollection of data and information relating to the com­
moditi es carried by private individuals and by private road 
hauli er ent erprises , reference will only be made to the 
cqrnmodities carried by the Road Transport Service division 
of the South African Raihrays. 
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local board shall not grant any motor carrier certificate in 

respect of any motor carrier transportation within 

subst antially the same area. or over s ubstantially the same route 

in competition with the said transportation facilities unless, 

the grant of s uch certificate ,;-ill be expedient in the public 

interest.,,13 

Becaus e of the losses shown by bus services, the local 

Road Transportation Board has recently clamped down on private 

contractors transporting goods along South African Railways 

bus route s in' the Eastern Cape. They invoked an old regulation 

which specifies that private contractors are not allowed to 

transport goods situated within half a mile of a South African 

14 Railway s bus route. This is a great drawback to the farmer 

because , although the South African Railways bus service is 

invaluable for the c onveyance of produce and supplies in bulk, 

it is n ot geared for transporting s maller cons ignment s , and 

for the general n eeds of the farmer. 

The ancillary use of motor transport, howev er, enjoys a 

greater measure of freedom of movement than is the case with 

transport by the road haulier. "Such ancillary use may be 

broadly defined as the conveyance of goods by their seller or 

owner by means of a motor vehicl e belonging to the owner of the 

goods, or by their purchaser ... ,,15 Act No. 39 of 1930 

prescribes the areas in which ancillary motor transport is 

exempt from the obligation to take out a motor carrier 

c ertificate. In addition, mandatory exemption is gr anted for 

the conveyanc e of goods by their mmer to or from the neare st or 

13. In terms of this Act, "Board" refers, to the National 
Transport Commission, and "local board" refers to a local 
road transportation board. 

14. Eastern Province Herald, December 6, 1971. 

15. "Report of the Commission of Enguiry into the Co-ordination of 
Transport in South Africa." R. P. JZ/ 1969, p. 40. 
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most s u itable railway station, railway siding, or railway halt. 

Thus, if the Act and the regulations are strictly adhered to, 

farmers' costs may be increased considerably if, as a result, 

they feel compelled to purchase heavy vehicles to trans port 

their own goods. This situation, howev er, would also not be to 

the advantage of the South African Railways . Representations 

are continually being made to the authorities in an effort to 

reach some compromise in the implementation of these regulations 

which will be to the mutual benefit and advantage of the South 

African Railways on the one hand, and the farmers and private 

road hauliers on the other. 

Although road transport is more flexibile than rail 

transport, on economic grounds it is impossible for the Railway 

Administration to provide road transport services on routes 

which pass every individual farm. As a result , some farms are 

as many as 50 kilometres away from the nearest official road 

transport service route . In instances like this, the onus is on 

the farmers to present their case to the South African Raib,ays 

Road Transport Service authorities, and to justify the intro­

duction of additional services if they feel that their tr ansport 

needs are not adequately met by private contractors . When such 

an application or r"quest is made by a farmer or group of farmers, 

the economic viability of plying a particular route is 

thoroughly investigat ed by the Road Transport Service 

authorities. They consider such factor s as the type of traffic 

which will be carried, the volume of traffic which will be 

collected or off-loaded on a particular rout e (this is the most 

important criterion), the frequency of the service r equested, 

whether the traffic is seasonal or constant, as we ll as the 

economic development which may occur as a result of the 



introduction of a particular road transport service . A similar 

investigation is made by the authorities when an application 

is made to have a point along a particular route classified 

as an official stopping place for road transport service 

vehicles, i . e . , the volume of traffic likely to be collected 

from that point is scrutinized, as well as the practicability of 

stopping the vehicles there, and whether they would be acting 

within the regulations of the Road Traffic Ordinance No. 21 1966. 

When the need or the demand arises , the Road Transport 

Service does operate along routes other than the official ones. 

In these cases, however, the authorities stipulate that a full 

load of produce must be collected. Even then, whether the 

service will be provided on the special route, depends on the 

availability of vehicles in the vicinity, as well as on the 

condition of the roads in question. This latter factor is always 

an important criterion to take into account when judging the 

viability of any form of road transport. The Road Transport 

Service also has an implied public service obligation, and in 

periods of crisis, such as acute drought conditions, it delivers 

fodder and stock-feed to points along remote routes . 

Apart from operating on special routes, the Road Transport 

Service division of the South African RailwaY3 also undertakes 

to collect commodities directly from individual farms. Once 

again, however, before exclusive services of this nature are 

provided, certain requirements must be satisfied; the quality 

and condition of the road in question must be of a certain 

minimum standard, the farmer must be able to offer a full load, 

and it is desirable that a vehicle be available in close proximity 

to his farm. Even if a vehicle of the required capacity is not 

located in the vicinity, the South African Railways 

authorities are stiJ.l willing to provide this type of service, 
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provided the farmer is prepared to pay the light mileage charge, 

which is levied at twice the rate of the loaded mileage charge. 

For example, if a farmer wishes to have his traffic collected 

directly from his "door" and transported to a d estination 100 

kilome tres from his farm, and the n earest suitable Road Transport 

Service vehicle is located 60 kilometres away from his farm, 

then the 60 kilometres is regarded as the light mileage p er type 

of vehicl e . In other words, the farmer has to pay the 

equivalent of the loaded mileage charge for the v ehicle to 

travel empty from its distant loc a tion to his farm and from his 

farm back to its base; not from the . destination of hi s 

produc e back to its base . 

It is almost axiomatic to state that good quality roads are 

essential to an efficient road transport service. In some cases, 

how'ever, the improved road system in the r esearch area, 

particula rly the major trunk roads, has served as a double edged 

sword, yielding both attendent advantages and disadvantages. A 

good ro ad , of the trunk road type, is of substantial economic 

benefit; it means that the vehicles can trave l at their maximum 

speeds for a longer period of time r esulting in shorter av erage 

times per journey. In addition, wear and t ear on the vehicle s 

is r educ ed with the r esult that depreciation and repair costs 

are minimised. The main disadvantage is that heavy vehicl es are 

not allowed to stop on a major trunk road, which precludes people 

locat ed on a major trunk road from taking advantage of the 

services offered. In ma ny cases, this factor has forced the 

Road Transport Service to follow the old provincial roads, which 

are t ending to lapse into a state of disrepair, and to u se the 

16 major trunk road system only for through trips of "block loads". 

To improve the situation, the Railway authorities are 

16. A block load is a complete truck load of goods or 
commodities destined for a particular centre. 
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negotiating with the roads engineers of the Provincial 

Administration to provide stopping bays at strategic points 

along major trunk roads. Another disadvantage, although of far 

less significance, is. the fact that a good road tends to 

become boring with the result that the drivers of the vehicles 

tend to exceed the speed limit, thus incurring heavy fines. 

Because roads of good quality are essential to an 

efficient road transport service , the South African Railways 

constantly liaises with the Provincial Administration to have 

roads resurfaced where necessary. To compensate for the de-

terioration of roads caused by their heavy vehicles, the 

Railways contribute approximately R170 000 per annum to the 

Cape Provincial Administration. 17 The South African Railways 

only contributes money on main roads and divisional roads. 

While in absolute terms this may appear quite a substantial 

amount, as a proportion of the Provincial Administration's 

annual total budget for roads, it is insignificant. 

2 : Analysis of the traffic carried by the Road Transport 

Service division of the South African Rail,,,ays : 1959-60 

to 1968-69 

In order to get an overall indication of the total volume 

of road traffic forwarded from each major centre within the 

research area, as well as of the total volUme of road traffic 

received by each centre, the commodities carried on the 

v arious routes radiating out from each centre were combined, as 

were the commodities carried on the routes converging on each 

main centre. The major centres consist of the following: 

17. IntervieH with the Provincial Roads Engineer at Middelburg , 
D~cember, 1971. 
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Grahamstown, Somerset East, Aberdeen, Murraysburg, Cradock 

Alice, Adelaide, Graaff-Re inet, Jansenvi11e, Tarkastad, Aberdeen 

Road, Nieu-Bethesda, Port Alfred , Middelburg and Richmond. 

Richmond falls outside the research area, but two of its road 

transport service routes link up with towns in the re search 

area, namely, Midde1burg and Graaff-Reinet. 

It is important to note that the in-traffic of a major 

centre represents the out-traffic of some other centre. This 

factor is particularly important where a service is operated 

between t,,,o of the above major centres. While the out-traffic 

of one centre may appear insignificant, the bulk of the traffic 

forwarded from that point may in f ac t be classified as the in­

traffic of the other centre. 

The following section repres ents an analysis of the South 

African Railway's Road Transport Service traffic which was 

dispa tched from, and rec eived by, each ma jor centre between 

1959-60 and 19 68 -69. 

(i) Grahams town ( See Table 53) 

Grahamstown, the core of the Coastal sub-region, occupies 

the top position in the hierarchial order of the urban places 

in the research area, and this is supported by the fact that 

more g oods, cream,and p assenger s were moved both into and out 

of Grahamstmvn by road during the period 1959-60 to 1968-69, 

than was the case with any other centre. 

Table 53 includes traffic which was carried b e tween two 

centres which lie outside the research area, namely, Peddie and 

East London . 

The annual go ods and cream out-traffic r emained relatively 

constant during the ten-year period, while the third class 

pass enger out-traffic regi s tered a s teady increase. 



The goods and cream in-traffic however, decreased 

steadily from 1959-60 to 1968-69, but once again, the third 

class passenger traffic increased quite substantially . 
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Although the routes between Grahamstown, and Kommadagga, 

Fort Beaufort, Bowden and Sheldon supported substantial 

volumes of traffic, by far thelargest volumes of traffic were 

carried on the routes between Grahamst01m and Port Alfred, and 

between Grahamstown and Alexandria. 

The Alexandria area accounted for the bulk of the cream 

in-traffic, while most of the third class passengers "ere 

carried bet"een Grahamstown, and Peddie, Alice, Debe Nek and 

Fort Beaufort. The main reason for this, of course, is that 

there is no rail link between Grahamstown and P eddie, "hi1e the 

rail link between Grahamstown, and Alice, Fort Beaufort and 

Debe Nek involves an inconvenient and lengthy journey. In order 

to travel by train from Grahamsto"n to any of the cluster of 

towns in the Borde r sub - region , one has to go via A1ic e dale to 

the Cookhouse junction, and from there along the System 4 trunk 

line. Thus clearly, the main objective of the Road Transport 

Service is to supplement the services provided by the railways. 

(ii) Somerset East (See Table 54) 

As 'vi th Grahamstown, the annual goods and cream out­

traffic, apart from minor fluctuations, remained constant for 

the ten year period under consideration. The third class 

passenger out-traffic, h01,ever, showed a slight increase, as 

did the third class pass enger in-traffic. 

With the exception of the y e ar 1963-64-, during which 

abnorma lly larg e consignments of manure "ere transported, the 

goods in-traffic also remained fairly constant. The annual 

cream in-traffic, h01,ever, registere d a substantial d ec line 
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during the period 1959-60 to 1968-69. 

The passenger traffic was carried mainly between 

Somerset East and Cradock, Somerset East and Pearston and 

Somerset East and Wolwerfontein. Cream was received mainly 

from "olwerfontein via Paddafontein, Wolwerfontein via 

Pearston, Cradock via Eldosent and Pearston via Blyderivier, 

while the goods traffic was also carried mainly to and fro 

along these routes . 

(iii) Murraysburg (See Table 55) 

The Murraysburg magisterial district does not have a rail-

way line passing through it at all. A compensating factor, 

however, is that it is conveniently located between two main 

railway lines, namely, from Cape Town to the north which passes 

through Beaufort West, and from Port Elizabeth to the north 

which passes through Graaff-Reinet . As is evident from Map 

12, this magisterial district is well served by Road Transport 

Service routes which give to the greater portion of it easy 

access to the above mentioned main railway lines. 

During the ten years that the analysis covers, the annual 

volumes of the various categories of traffic carried were 

relatively stable. The third class passenger traffic increased 

slightly, however, while the small livestock out-traffic 

increased quite substantially. This l atter trend is a result 

of the Murraysburg magisterial district being an important 

sheep-farming area. 

The route ',hich accounts for the largest volumes of goods 

out-traffic is the one between Murraysburg and Aberdeen Road. 

The major goods in-traffic, passenger, and cream traffic routes, 

are Murraysburg to Aberdeen Road, Murraysburg to Graaff-Rcinet 

direct; Murraysburg to Graaff-Reinet via Beeldhouers, 



Murraysburg to Biesiespoort via Skietkuil and Murraysburg 

to Biesiespoortvia Boksfontein. 

(iv) Cradock (S ee Table 56) 
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The volume of goods , livestock and cream traffic carried 

by the South African Railways Road Transport Service in the 

Cradock a nd neighbouring areas, is r elatively low. This is 

because most of thi s area has easy access to railway stations 

located on the main line from Port Elizabeth to the north, via 

Cradock. 

The annual volumes of the various categories of ro ad 

traffic remained relatively constant. During the year 

1966-67, ho"ever, the goods out-traffic increas ed s ubstantially 

as a re sult of the commodities collected on special routes 

requested by certain farmers. 

The main third class passenger routes, and cream out­

traffic rout es, are between Cradock and Tarkastad via 

D,dngfontein, and beh,een Cr adock and Tarkastad via Pallings-

kloof. The most important goods in-traffic routes, apart from 

special seasonal routes and requested deviations from the 

official routes, are those between Cradock and Spitzkopvlei , 

and between Cradock and Tarkastad via Pallingskloof. 

The major crear.: routes, in terms of cream delivered to 

Cradock, are between Cradock and Spitzkopvlei , Cradock and 

Tarkastad via Pallingskloof and via Dwingfontein, and to a 

lesser extent between Cradock and Garlandskloof. Thus, once 

again it is evident that the Road Transport Services are 

essentially supplementary to the rail services provided by the 

South African Railways. In the Cradock magisterial district, 

the main road-traffic flm,s emanate from the areas between 

Cradock and Tarkastad to the east of the main r ai lway line to 

the north, and between Cradock and the western extremities of 
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the Cradock magisterial distrct which lie to the west of this 

line. Both these areas do not have ready access to any rail 

facilities (See Map 6 and Map 12). 

(v) Alice (See Table 57) 

Table 57 reveals that the annual volumes of the various 

categories of traffic carried on the service routes radiating 

out from Alice, remained fairly constant during the ten year 

period under consideration. Very few livestock were carried; 

the obvious reason being that the magisterial districts of 

Victoria East and Stockenstrom are primarily cattle farming 

regions, and cattle are not easily transportable by road. 

By far the greater portion of the goods out-traffic was 

carried on the route between Alice and Arminel--a stopping place 

for Road Transport Service vehicles in the Hogsback mountains 

and serving the hotels and residents located there. The bulk 

of the cream in- traffic was collected on the routes between 

Alice and Lushington, Alice and Arminel, and Alice and 

Seymour. 

Graaff-Reinet (See Table 58 ) 

The only two Road Transpor t Service routes which originate 

at this major centre, are those to Pearston via Petersburg, and 

to Aberdeen Road. The former helps to break the isolation of 

the Pearston magisterial district in terms of its inaccessibility 

to a railway station . Consequently, most of the traffic 

recorded in Table 58 is carried on this route. In addition, 

of course, when the demand arises; services are provided along 

routes other than the two official ones. 

(vii) Adelaide (See Table 59) 

Although both Adelaide and Alice are situated within the 

Border -sub-region, more livestock was carried on Road 
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Transport Service routes radiating out :from the former centre, 

than from the latter. The reason for this is that sheep farming 

is carried out fairly extensively in the Adelaide magisterial 

district, which represents the eastern boundary of the research 

area's main sheep farming region. As mentioned before, the 

Victoria East magisterial district is more suit ed to cattle 

farming. Table 59 also reveals that substantial volumes of 

cream were delivered to Adelaide from its immediate hinterland, 

while the annual volumes of goods in-traffic during the ten year 

period, was minimal. The most important routes from the 

volume of traffic point of view, were thos e between Adelaide 

and Glenthorn, Adelaide and Prieshoek via Velindre, and Adelaide 

and Endwell. 

(Viii) Jansenville (See Table 60) 

The only routes on ',hich Road Transport Services are 

provid ed from Jansenville, are between Jansenville and Mount 

St ewart direct, and b e twe en Jansenville and Mount Stewart via 

Angora. The main objective of these two services is to give 

some portion of the magisterial district of Jansenville a 

direct link with a railway station. The main type of 

commodity deliv ered :from Mount Stewart to Jansenville is petrol. 

(ix) Tarkastad (Se e Table 61) 

The only Road Transport Service operated from Tarkastad is 

that to Bedford. Table 61 indicates that, although it was well 

supported by third class passengers and to some extent, cream 

traffic, insignificant quanti ties 'of traffic were carried on 

this route. 

(x) Aberdeen Road ( See Table 62) 

Only one Road Transport Service route originates at 

Aberdeen Road, and that is the one to Beaufort West via 
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Aberdeen Town. Bearing this in mind, and also that the 

railway line from Port Elizabeth to the north via Graaff­

Reinet only cuts across the south eastern corner of the 

Aberde en magis terial di s trict, it would appear tha t Aberdeen 

is poorly served by public transport facilities. One must 

r e member however, that Aberdeen Town and Aberdeen Road are also 

served by road transport services originating at Murraysburg 

and Graaff-Reinet. Notwithstanding however, there are certain 

localities in this mag i s teri a l district which are some di stance 

from either a railway station or road transport service route, 

but the onus is on these farm ers to demonstrate to the Ro ad 

Transport Service authorities that they can provide sufficient 

traffic to warrant the introducti on of additional rout es . 

The route between Aberdeen Road a nd Beaufort West gives 

the Aberdeen magisterial district a link with an additional 

railway line, namely, the one from Cape Town to the north via 

Beaufort West. This illustrates once again that the main 

obj e ctive of the Ro ad Transport Service division of the South 

African Railways is to supplement the rail services provided in 

any particular region. Not only doe s the us e of the motor 

vehicle add flexibility to the rail services, but it is also 

mor e economical than extending r ai hfay lines into rural areas in 

which they will not contribute to economic development, or be 

operated profitably all the time. 

(xi) Nieu-Bethesda (See Table 63 ) 

The two routes on which services are provid ed from this 

centre, are from Nieu-Bethesda to Bethesda Road, and from 

Nieu-Bethesda to Graaff-Reinet. These are once again essentialy 

service rout es , and they link the north western areas of the 

Graaff~Reine t mag i sterial district with the main railway line to 
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the north. As with most of the other road transport rout es in 

the research area, the annual volumes of the various categories 

of commodities carried between 1959-60 and 1968-69, were re­

latively constant. 

(xii) Port Alfred ( See Table 64 ) 

Most of the goods traffic reflected in Table 64 was 

carried on the route between Port Alfred and Port Elizabeth. 

Port Alfred and its surrounding areas is the most important 

section of Grahamstown's hinterland, and consequently, mo st 

of the goods di spatched by road from this region are destined 

for Grahamstown. Most of this traffic however, is carried on 

the services which are operated from Grahamstown, a nd this 

accounts for the r e l ative ly low volumes of goods traffic 

recorded in Table 64. 

The third class pass enger traffic carried on the services 

.~riginating at 'Port Alfred increased quite substantially from 

1959-60 and 1968-69, while the first class passenger traffic 

registered a steady decline over the same period. These trends 

r eflect the increasing mobility of the non-White population in 

the re search area, motivat e d by their rising incomes, and the 

t endency of the White population to make use of their own forms 

of transport, rather than to r ely on public transport 

facilities. The main third class passenger route is from Port 

Alfred to Grahamst own via Alexandria. 

(xiii) Middelburg ( See Tables 65 and 66) 

The Road Transport Services operated from Middelburg to 

Walthof were discontinued in 1965, and these operated from 

Middelburg to Stapelholm and from Middelburg to Richmond, 

were discontinued in 1966. The reason for this was the s teadi ly 

declining traffic carried on these routes as revealed in Table 

65. After 1966, Middelburg and Rosmead were included on a 
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route on which services were provided from Richmond (See Table 

66). This serves to underline, once again, that a particular 

route is only maintained as long as it provides sufficient 

traffic to support the service. 

Thus the only Road Transport Service rout e which exists in 

the northern section of the Escarpment sub-region (i. e. the 

magisterial districts of Midde1burg, Noupoort, Steynsburg and 

Maraisburg), is the one from Richmond via Midde1burg to Rosmead, 

and this is principally for petrol services. This appar ent lack 

of road transport services is due to this area being 

particularly well served by rail facilities (See Map 6) . 

As a result, the supplementary and facilitating services of the 

Road Transport Service division are not required. Road Transport 

Services are , h01,ever, provided between Tarkastad and Cradock, 

and between Tarkastad and Bedford, and for which there i s a 

very real need. 

(xiv) Richmond (See Table 67) 

Table 67 reflects the traffic which is carried on the 

following three routes: from Richmond to Graaff-Reinet via 

Rubidge, from Richmond to Graaff-Reinet via Soner, and from 

Richmond to Graaff-Reinet via Eckard. Once again the supportive 

nature of the rol e of Road Transport Services becomes evident; 

the main purpose of the se three services being to provide the 

north-western region of the Graaff-Reinet magist:eria1 district 

with a link with the railway and market facilities at 

Graaff-Re inet. 

(xv) Aberdeen (See Table 68) 

The only Road Transport Service route which origina tes at 

Aberdeen is that to the railway station at Aberdeen Road. 
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The types of goods traffic which are carried by the various 

Road Transport Services provided within the research area, 

depends very much on the agricultural activities which are 

pursued in particular areas, and the needs and requirements 

of these areas . In the Grahamstown area, substantial 

quantities of pineapples, citrus, fresh vegetables, wheat, 

maize, fertilizer, timb er, fuel, fowl food, lucerne, cement 

and clay are transported by the public road transport 

facilities. The main commodities carried on the routes serving 

the Somerset East area are wool, mohair and lucerne; while 

wheat, fuel, lucerne, wool, mohair and maize are the mainstay 

of the road transport facilities serving the Graaff-Reinet 

area. 

C. Summary 

It can be said that the research area is well served by a 

wide interlocking network of routes along which services are 

provided by the Road Transport Service division of the South 

African Railways. These services are operated mainly between 

outlying rural areas and urban centres, and serve to 

facilitate the transport of farmers ' produce to local markets, 

and to railway stations for eventual dispatch to more distant 

markets. Thus these road transport services are an invaluable 

element of the communications infrastructure of the researcfi 

area which, as a predominantly agricultural area, demands 

transport facilities which can carry produce, commodities and 

supplies in bulk. 

Naturally, a road transport service can only be as efficient 

and as extensive as the following t1{O factor s allo,,: 

(1) the condition of roads, 
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(2) volume of traffic offered. 

With regard to the first determinant, b eing a predominantly 

rural and a gricultural re gion, the research area embraces many 

kilometres of unsurfaced divisional and minor roads which, by 

the ir very nature, deteriorat e easily, cause damage to vehicles, 

and tend to become impassable in the. rainy season. As mentioned 

before, the only solution to this problem appears to be to 

increase the subsidy payable to Divisional Counci l s who, in the 

Cape Province, are largely responsible for the upkeep of this 

type of road, or to amend the requirements which have to be 

satisfied before a road qualifies for surfacing. With reference 

to the second determinant, the Road Transport Service authorities 

have made i t quite clear that a service will be introduced along 

a particular route provided it is passable, and provided a 

farmer or group of farmers can show that the volume of traffic 

which will be collected along that route will make that service 

economically feasible. 

Because of the almost total lack of statistics in relation 

to road transport supplied by private enterprise and of the 

impossiblity of obtaining data on traffic carri ed by vehicles in 

ancillary use, it is not possible to compare privat e vehicle 

\ 
\ 

traffic 'vi th that carried by the South African Railways, including 

the latter' s road transport services • . The Commission of Enguiry 

into the Co-ordination of Transport in South Africa drew 

attention to this lack of statistics and stated that it" i 's a 

serious gap in the exi sting array of fac·tual information intended 

to repres ent the economic activities of the country in all its 

facets".18 

18. R.P. 32/ 1969, p.10. 

t 

'. 

i 
I 

l 



TABLE 52 

BUSES, COM}lERCIAL VEHICLES AND MOTOR CARS REGISTERED IN 

EACH SUB - REGION : 30TH JUNE 1962 AND 30TH JUNE 1966 

30th Jun e, 1962 30th J une, 1966 
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Sub - Buses Commerc i al Motor Buses Commercial Motor 

region Vehic l es a Cars b Vehicles a Cars b 

Sundays 8 1 721 4 862 14 2 031 3 353 

Escarpment 1 1 000 3 175 5 1 247 2 714 

Fish 5 1 410 4 389 5 1 630 3 182 

Border 1 639 2 157 3 791 1 699 

Coastal 6 1 498 5 610 10 1 7 1 6 4 726 

Source : Mo t or Vehicle Statistics as at 30th June, 1966 
All vehicles . ( Bureau of Statistics, Report 
No . 1 2 . 03 . 01 . ) and Motor Vehicle Statistics 
as at 30th June, 1962 . (Bureau of Statistics, 
Report No . 300, Part II) . 

Table 52 compar es the number of b uses , commercial vehicles 

and motor cars register ed in each sub-region as at 30th J une , 

1966 , with those registered as at 30th June , 1962 . It can be 

said , without any cer tai nty hovever, that t he decline i n 

registered , motor cars between 1962 a nd 1966 was d u e t o t he 

declining White urban and r urai population in the resear ch area . 

The inc r ease i n regis t ered commercial v ehicles may be at tributed 

to the i ncreasing mechani sation on farms a nd t he increasing 

vil l ingness of commercial firms to make de l iveries ; but the lack 

of more detai led information precludes t he wri t er fro m dra,dng 

any definite conclusions from the figures in Table 52. 

a . Commercial vehicles include: delivery vehicles, light 
delivery vehicles, lorries, hearses, ambulances, mechanical 
horses, semi-trailers. 

b . Motor cars inc l ude: mini - buses and kombi ' s . 
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The salient point to emerge from Tables 53 to 68 is that 

during the ten year period under consideration, the annual 

volume of traffic moved by road remained fairly constant, with 

the exception of third class passenger traffic whose increasing 

trend can be attributed partially to the Government policy 

of gradually moving the Bantu to their homelands. Generally 

speaking, however, this static tendency once again reflects 

the relatively depressed conditions of the research area which is 

intermittently plagued by drought or semi-drought conditions. 

In the last decade it certainly did not show any signs of gr01"th 

in terms of goods and commodities transported either within its 

own boundaries, or to destinations beyond its boundaries. 



TABLE 5'3 

TRAFFIC CARRIED ON ROAD TRANSPORT SERVI CES 

OPERATED FROM GRAHAMSTOWN 1959 - 60 to 1968- 69 

Traffic Out Traffic In 

Goods Passen gers L/S t ock Cr eam Goods Passen ger s 
Year 

Tonnes 1 3 ~/<$, L. L./s':5 Li tr es Tonnes 1 3 

59/60 11 617 276 16 760 19 13 16 139 19 657 213 1 7 199 

60/61 11 971 247 15. 104 - 507 15 152 1 6 071 200 16 354 

61/62 17 267 192 15 519 - - 13 764 15 140 194 14 324 

62/63 15 177 188 15 611 2 806 24 106 14 667 179 16 173 

63/64 13 924 189 16 766 5 634 30 066 18 420 234 16 479 

61,/65 15 902 172 1.9 391 8 2 092 34 653 18 498 178 20 022 
•. . 

65/66 16 623 129 20 510 10 2 360 31 381 12 582 230 22 241 

66/67 19 242 69 20 620 87 5 112 39 194 11 836 136 22 473 

67/68 16 250 159 22 442 35 1 847 27 259 12 058 306 23 724 

68/69 
. 

13 442 1 52 22 445 32 1 705 22 486 8 987 254 23 231 

L/S t ock 

L/s'L L~, 
:S, 

100 498 

6 465 

7 1 251 

99 392 

11 671 

1 1 651 
. .. 

532 1 407 

23 2 945 

159 2 986 

146 4 245 

Cream 

Li t r es 

329 147 

322 559 

333 019 

386 213 

399 285 

279 729 

257 889 

251 761 

210 019 

154 873 

I 

f-' 
\0 
N 



TABLE 54 

TRAFFIC CARRIED ON ROAD TRANSPORT SERVICES 

OPERATED FROM SOMERSET- EAST 1959-60 to 1968~69 

Traffic Out Traffic In 

Goods Passen gers L/Stock Cream Goods Passen gers 
Year 

Tonnes 1 3 Litres Tonnes 1 3 
., 

59/60 3 613 68 3 554 9 88 3 049 1 987 54 3 113 

60/61 3 198 4L~ 2 964 10 6 527 2 980 1 657 64 3 085 

61/62 2 659 73 3 473 - 13 5 692 1 641 59 3 568 

62/63 4 003 92 3 144 I 2 503 5 956 2009 67 5 525 

63/64 2 750 86 2 367 4 588 8 522 7 873 74 2 947 

6/f/65 3 037 37 2 906 10 812 7 371 3 170 40 3 022 

65/66 2 707 37 3 413 5 677 6411 3 519 46 3 47 2 

66/67 4 240 26 4 186 12 1 504 4 359 3 137 85 4 488 · 

67/68 3 085 21 4 120 12 1 083 5 615 2 699 22 4 266 

68/69 4 112 1 4 4 733 12 9 11 6 397 2 697 31 4 63 1 
------------ ---

' . 

L/Stock Cream 

Li tres 

25 5 912 59 118 · 

6 2 643 41 250 

10 4 570 59 141 

94 4 296 50 510 

9 2 514 56 056 

5 1 245 48 148 

381 2 506 37 487 

3 4 077 26 454 

- 2 750 29 580 

- 3 586 30 954 
._------ - -- - -

I-' 
\D 
U 



TABLE 5 5 

TRAFFIC CARRIED ON ROAD TRANSPORT SERVICES 

OPERATED FROM MURRAYSBURG 1959 - 60 to 1968- 69 

Traffic Out Traffi c I n 

Goods Passen ger s L/S t ock Cr eam Go ods Passen ger s 
Year 

Tonnes 1 3 L./6-L '--/5 . .5 Litres r'0nnes 1 3 

59/60 2 033 120 2 646 5 386 41 573 5 008 129 2 529 

60/61 1 994 1 29 2 318 80 481 28 692 4 965 135 2 233 

61/62 1 571 105 2 506 1 - 43 111 5 752 107 2 542 

62/63 1 520 81 2 774 15 320 43 453 6 735 101 2 877 

63/64 1 692 91 3 023 20 . 940 . 55 778 l~ 647 90 2 858 

64/65 1 642 32 2 853 1 2 2 048 42 811 4 517 54 2 978 

65/66 1 609 79 3 412 895 1 230 43 248 3 34.3 70 3 390 

66/67 2 448 51 3 768 100 1 533 28 874 6 131 57 3 404 

67/68 1 358 57 3 497 80 2 815 33 688 3 710 58 3 710 , 

68/69 1 709 66 3 527 224 5 147 37 0'78 3 946 71 3 756 

L/S tock 

1.. /5 .1.- ~ / S' .s . 

12 458 

2 277 

109 822 

20 819 

' 4 17 

- 115 

61 1 087 

34 422 

28 1 751 

8 152 

Cream 

Li tr e s 
~ 

273 

100 

4 113 

209 

1 229 

29 1 

419 

86 

228 

159 

! 

, 

fo" ' 
\!) .,. 



Goods 
Year 

Tonn es 

59/60 1 119 

60/61 893 

61/62 845 

62/63 1687 

63/64 655 

64/65 1 042 

65/66 1 302 

66/67 3 204 

67/68 835 

68/69 1 163 

-- ----
TABLE 56 

TRAFFIC CARRIED ON ROAD TRANSPORT SERVICES 

OPERATED FROM CRADOCK : 1959-60 to 1968- 69 

Traffic Out Traffic In 
. 
Passengers L/Stock Cream Goods Pass engers L/S tock 

1 3 L/:S 'L L-Is,s Litres Tonnes 1 3 
Lj" 

'I- '-/5. s, 

90 3 88 6 - 415 9 009 1 264 83 4 178 21 1 353 

96 3 004 - 1 130 6 534 995 72 4 028 2 100 

94 3 702 - - 9 150 1 310 89 4 006 29 2 273 

134 3 599 4 330 8 968 1 470 85 3 567 76 1 876 

73 3 503 - 413 7 972 1 241 68 3 677 46 586 

53 3 717 1 83 9 783 1 505 30 3 393 - 574 
- . , . .. - - -

48 3 849 - 1 215 6 488 2 044 29 3 291 195 2 720 

40 3 664 72 13 905 5 6'19 1 139 26 3 209 139 15 320 

42 3 800 59 4 528 10 793 1 395 21 3 194 53 2 018 

51 3 891 1 285 10 197 1 449 43 3 808 44 1 384 

Cream 

Litres 

17 085 

17 663 

19 456 

14 255 

13 982 

11 7 57 

9 737 

7 207 

6 830 

11 166 

i-' 
\0 
VI 



TABLE 5 7 

TRAFFIC CARRIED ON ROAD TRANSPORT SERVI CES 

OPERATED FROM ALICE 1959 - 60 to 1968-69 

Traffi c 6ut Traffi c i n 

Good s Passen ger s L/S t ock Cr eam Goods Passen gers 
Year 

Tonn es 1 3 I-/S' L '-Is. ~ . Li t r es Tonnes 1 3 . , 
59/60 1 482 69 3 754 - 1 497 88 4 749 

60/61 1 554 79 3 49 1 124 2 976 87 4 926 

61/62 1 694 100 3 938 - 1 056 3 9 17 97 4 998 

62/63 1 331 96 4 085 - 774 4 160 ll3 5 864 

63/64 1 273 88 4 648 1 - 4 223 .66 5 7 62 

6(1/65 1 962 97 q 895 1 942 11 067 97 5 969 

65/66 1 610 75 4 465 - 937 3 381 86 5 455 

66/67 2 042 59 4 627 - 642 4 083 45 6 061 

67/68 2 102 64 5 294 - 651 3 571 40 6 569 

68/69 2 309 30 4 956 - 228 2 647 22 5 994 

L/S tock · 

LIs;. 
L 

Lis. 
s . 

39 

Cream 

Li t r es 

33 515 

35 217 

38 543 

33 834 

28 256 

22 7 68 

18 473 

16 485 

17 495 

21 726 

I-' 
\D 
0\ 



TABLE 58 

TRAFFIC CARRIED ON ROAD TRANSPORT SERVICES 

OPERATED FROM GRAAFF- REINET 19 59'- 60 t o 1968-69 

Traffic Out Traffic In 

Goods Passengers L/Stock Cream Goods Passengers 
Year 

Lis, L Tonnes 1 3 Lis , s Litres Tonnes 1 3 

59/60 2 060 29 807 - 4 18 646 21 870 

60/61 2 488 12 I 858 1 7 L~4 91 1 318 19 828 

61/62 1 587 43 1 053 - 341 2 184 27 1 059 

62/63 1 771 20 1 000 449 341 2 498 23 1 280 .. 

63/64 1 768 31 1 146 I h8 1h1 3 013 28 1 h30 

64/65 1 877 44 1 187 2 20 196 3 425 17 1 327 

65/66 1 617 21 1 182 20 8 - 4 606 15 1 h94 

66/67 2 256 16 1 035 799 - 533 13 1 5h6 

67/68 1 421 30 1 218 935 23 553 8 1 618 

68/69 2 165 19 1 270 h91 8 890 898 18 1 620 
- ------- - --- ------- -- - -- -- -- ------ ------ ------ - ----- ---------------- ------------ - -- - ------- -

L/Stock 

L!:5'L 1.-(5, ::5 

- 688 

6 112 

3 28 

335 

30 5 

468 
, -

768 

1 803 

1 1 895 

11 19 h 
. -

Cream 

L:itres 

5 810 

3 312 

4 577 

4 377 

8 008 

6 011 

6hll 

h 072 

5 032 

h 737 

--. -

!-' 
'!) 

-'l 



TABLE 59 . 

TRAFFIC CARRIED ON ROAD TRANSPORT SERVICES 

OPERATED FROM ADELAIDE 1959-60 to 1968-69 

Traffic Out Traffic Out 

Goods Passengers L/Stock Cream Goods I Passengers 
Year 

Tonnes 1 3 L/S'L LIs, :5 Litres Tonnes 1 3 

59/60 1 520 15 1 885 - 20 714 8 1 ·972 

60/61 1 513 13 1 869 - 15 407 12 1 923 

61/62 1511 6 1 754 I 1 - 633 10 1 824 

62/63 1 793 5 1 791 41 114 697 3 1 875 

63/64 1 648 5 2 061 1- 26 173 349 2 2 296 

64/65 1 839 2 2 537 - 43 596 412 227 2 679 
. . ... . ... . -- . .". - ' .- .. -... .. - .. . .. 

65/66 2 019 2 2 296 - 59 371 1 2 522 

66/67 1 854 1 2 490 1 - 335 1 2 740 

67/68 1 734 14 2 255 - 396 262 10 2 551 

68/69 2 282 3 2 380 1 135 5 2 769 

L/Stock 

Lls.f.... L/S.5. 

I 8 

2 

-
8 

... 

3 18 

4 8 

4 

22 
--- - . --

Cream 

Litres 

48 558 

49 249 

53 244 

44 217 

48 357 

38 761 

29 170 

26 640 

31745 

32 123 

. f-' 
'-0 
CXJ 



Goods 
Year 

Tonnes .... 
59/60 568 

60/61 522 

61/62 533 

62/63 590 

63/64 712 

64/65 1 136 

65/66 2 004 

66/67 1 168 

67/68 749 

68/69 1 058 

I 

TABLE 60 

TRAFFIC CARRIED ON ROAD TRANSPORT SERVICES 

OPERATED FROM JANSENVILLE : 1959-60 to 1968- 69 

Traffic Out Traffic In 

Passengers L/Stock Cream Goods Passengers 

1 3 L/$,L '-/5,$ Litres Tonnes 1 3 

1 4 5 264 2 127 

14 5 624 1 896 

- 7 835 1 598 

36 7 275 1 832 

1 195 6 447 2 228 

23 200 4 709 3 538 

3 110 5 774 3 527 

- 90 7 q85 3 7 63 

1 23 420 8 372 3 382 

2 8 7 007 3 891 

L/Stock 

L/S,L L/'fi ,5, 

314 

42 

2 213 

- 106 

12 4 

- 10 

1 1 

1 25 

1 384 

153 

Cream 

Litres 

273 

723 

237 

2 193 

3 535 

4 141 

3 945 

300 

2 357 

3 827 

f-' 
\D 
\D 



TABLE 61 

TRAFFIC CARRIED ON ROAD TRANSPORT SERVICES 

OPERATED FROM TARKASTAD 1959 - 60 to 1968- 69 

Traffic Ou t Traffic In 

Good s Passen g ers L/Stock Cr eam Goods Passenger s 
Year 

Tonnes 1 3 L/6.L L.i"5. :5 Li tres Tonnes 1 3 

59/60 687 21 2 421 4 34 7 831 551 19 2 343 

60/61 643 7 2 366 10 34 5 578 649 11 2 388 

61/62 593 1 1 12 567 1 318 5 637 580 9 2 633 

62/63 
J-

547 14 2 690 1 4 4 454 650 12 2 8 15 

63/64 5811 9 2 954 2 23 5 528 534 3 2 730 

64/65 608 6 3 065 1 35 6 529 748 4 2 97 1 
' .-" 

65/66 808 5 3 551 - 36 4 063 776 6 3 577 

66/67 1 149 6 3 664 5 19 2 894 ' 782 5 3 768 

67/68 783 6 3 567 30 4 555 692 46 3 546 

68/69 970 - 3 907 20 4 013 641 2 3 268 

. 

L/ Sto ck 

L./ ~·L L(~. S . 

- -

35 19 

4 75 

2 32 

11 25 
-

3 

1 12 

8 

1 

Cr eam 

Litres 

2 398 

337 

546 

168 

505 

460 

10 784 

8 190 

9 65 1 

10 078 

. 

", . 

o 
o 



Goods 
Year 

Tonnes 

59/60 584 

60/6l 500 

6l/62 434 

62/63 403 

63/64 lt8l 

64/65 566 

65/66 857 

66/67 l 459 

67/68 l 026 

68/69 l 23l 

TABLE 62 

TRAFFIC CARRIED ON ROAD TRANSPORT SERVICES 

OPERATED FROM ABERDEEN ROAD : 1959-60 to 1968-69 

Traffic Out Traffic In 

Passengers L/Stock Cream Goods Passengers 

] 3 <-1< ·L Lls.s. Litres Tonnes l 3 

2l 273 l 879 798 24 l73 

29 220 l6 l 806 947 25 282 

52 339 - l 092 93l 42 465 

49 384 l5 937 l 203 49 515 

59 657 22 l llO 839 47 664 

44 53l II l 033 802 4l 453 

5l 679 9 774 735 26 580 

48 716 2l 810 l 456 33 686 

37 678 33 673 975 33 752 

17 54l 
1

6 l2 24l l 419 l5 592 

• 

L/Stock 

Lis .L Lls.s. 

7 64 

- 63 

2 H9 

5 

7 

2 

l -

2 

-
63 l 

Cream 

Litres 

H 766 

6 388 

lO 7H 

7 98l 

l3 418 

9 878 

8 94l 

6 820 

8 736 

7 Ol2 

l\) 
o 
f-' 



· TABLE 63 

TRAFFIC CARRIED ON ROAD TRANSPORT SERVICES 

OPERATED FROM NIEU-BETHESDA 1959-60 to 1968-69 

Traffic Out Traffic In 

, ; Goods Passen ger s L/Sto ck Cream Goods Passengers 
Year 

Tonn es 1 3 LlSL Lf 5.S . Litres Tonnes 1 3 
". 

59/60 308 89 1 393 5 810 1 041 82 1 418 

60/61 338 70 1 445 315 4 891 774 62 1 377 

61/62 4 66 62 1 153 - 5 137 925 68 1 158 

62/63 609 56 1 173 5 77 4 209 881 43 1 089 

63/64 566 33 1 169 - 292 3 494 730 26 1 044 

6h/65 493 27 1 287 - 6h7 3 390 795 37 1 253 

65/66 1 171 76 1 394 56 549 4 932 1 154 69 1 269 

66/67 420 44 1 472 1 140 6 325 1 057 42 1 338 

6 7/68 344 42 1 902 5 472 5 355 806 38 1 60 7 

68/69 629 42 1 654 7 119 4 673 979 33 1 620 

L/Stock 

L!S.L L/s .s_ 

3 113 

- 223 

4 659 

10 353 

- 99 

- 586 

152 120 

Cream 

Litres 

18 

146 

82 

68 

55 

36 

, 

I\J 
o 
I\J 



Goods 
Ye a r 

Tonnes 

59/60 21 

60/61 26 

6 1/62 78 

62/63 200 

6J/61~ 184 

611/ 6') 1.43 

65/66 299 

66/67 211 

67/68 317 

68/69 1 088 

, 

.-

TABLE 64 · 

TRAFFIC CARRIED ON ROAD TRANSPORT SERVICES 

OPERATED FROM PORT ALFRED 1959-60 to 1968-69 

Traffic Out Traffic In 

Passen gers L/Stock Cream' Goods Passengers 

1 3 L/s.L L/s .s . Litres Tonnes 1 3 

255 7 392 - 64 235 7 221 

222 4 442 23 201 211 6 947 

236 7 048 77 297 222 7 490 

219 7 152 1 1 115 452 249 7 372 

143 7 68 4 8 677 333 182 7 7 28 

1.n 9 336 7 9 81. 376 195 9 236 
. . 

108 9 637 9 291 590 193 9 608 

133. 1 1 120 8 590 802 167 11 413 

78 11 326 10 961 610 1 20 11 540 

159 12 689 1 5 633 1 478 111 13 136 

L/ Stock 

L/S.L Lls.s 

2 

1. 

Cream 

Litres 

-
' . 

9 

-
5 

187 

23 

36 

14 

-
105 

, 

N 
o 
w 



Goods 
Year 

Tonnes 

59/60 2 609 

60/61 1 584 I 
61/62 9 0 5 

62/63 791 

63/64 1 113 

64/65 610 

65/66 216 

66/67 

67/68 . 

68/69 

TABLE 65 

TRAFFIC CARRIED ON ROAD TRANSPORT SERVICES 

OPERATED FROM MIDDELBURG : 1959-60 to 1968-69 

Traffic Out Traffic In 

Passengers L/Stock Cream Goods Pass engers 

1 3 L/6'L I- J:S', 
.s, Litres Tonnes 1 3 

15 862 37 1 097 2 263 20 854 

8 777 I 233 2 625 1 814 1 3 881 

4 826 378 1 177 IT 867 

4 831 7 - 907 ...-2 931 

5 785 5 1 64 1 190 8 590 

6 676 1 67 21 294 I 
551 8 576 I 

7 637 22 28 665 513 11 668 . 

L/S tock 

'-ls'L I 1-/", , 5 . 

2 29 

65 

160 

11...-2 

3 

65 

1 

Cream 

Litres 

42 388 

40 627 

50 491 

48 417 

39 544 

8 768 

-

l\l 
o 
-I"" 



TABLE 66 

TRAFFIC CARRIED ON ROAD TRANSPORT SERVICES 
OPERATED FROM RICHMOND - MIDDELBURG- ROSMEAD : 1959-60 to 1968 - 69 

Traf fic Out Traffi c I n 

Good s Passen gers L/S t ock Cr e am Goods Pa ss en gers 
Year 

L /S . L. Tonn e s 1 3 L-fs. Li t r e s Tonnes 1 3 s . . , 
59/60 

60/61 

61/62 , 

62/63 

63/64 

6lf/65 

65/66 

66/67 3 19 4 · 848 262 2 2 354 880 1 523 

67/68 326 2 591 8 26 340 550 10 553 

68/69 385 4 750 1 37 6 24 58 4 706 1 459 
- -- ------ --------- - -- ---- - --- -- - ------- -------- ------ --

L/Stock 

L!" 'L L /5. 
:5. 

2 

13 

1 

Crea m 

Li tre s 

68 

196 

23 

I\) 

o 
\..It 



TABLE 67 

TRAFFIC CARRI ED ON ROAD TRANSPORT SERVICES . 

OPERATED FROM RICHMOND : 1959-60 to 1968-69 

Traffic Out Traffic In 

Goods Passengers L/Stock Cream -Goods Passengers 
Year 

Tonnes 1 3 L/S, Lls.:s Litres Tonnes 1 3 L 

59/60 881 94 854 2 132 11 225 1 398 87 808 

60/61 829 86 956 2 204 7 644 1 327 66 599 

61/62 781 71 690 - - 8 873 1 367 94 695 

62/63 711 I 61 824 - 126 7 617 1 341 · 63 . 710 

63/64 555 69 950 5 233 11 352 1 031f 84 808 

64/65 580 53 1 069 37 974 9 500 1 070 66 1 088 

65/66 751 56 1 184 ~22 130 9 036 1 029 46 1 110 

66/67 778 42 1 163 21 237 7 548 1 401 56 1 114 

67/68 664 71 1 314 8 96 9 532 867 118 1 206 

68/69 872 67 1 600 10 516 10 037 1 024 50 . 1 012 
, " 

L/Stock . 

LJ$'L L.{S. 
5. 

22 417 

1 100 

30 213 

6 194 

13 90 

- 58 

28 32 

3 81 

42 3 

20 123 
: -

Cream 

Litres 

3 449 

10 133 

3 986 

2 721 

·2 325 

2 034 

2 698 

2 129 

3 085 

3 271 

'" o 
0\ 



Goods 
Year 

Tonnes 

59/60 1 387 

60/61 1 085 

61/62 766 

62/63 1 061 

63/64 2 233 

64/65 2 794 

65/66 2 595 

66/67 2 367 

67/68 3 039 

68/69 2 861~ 

TABLE 68 

TRAFFIC CARRIED ON ROAD TRANSPORT SERVICES 

OPERATED FROM ABERDEEN : 1959-60 to 1968:"69 

Traffic Out Traffic . In 

Passengers L/Stock Cream Goods I Passengers 

1 3 1.../5· L LIs. :; Litres I Tonnes 1 3 

22 5 833 1 465 l~ 699 , 16 

11 112 4 107 619 5 057 1 9 

6 652 2 553 5 055 - 7 

2 134 2 630 6 133 2 4 

3 93 90 171 3 463 4 620 2 65 

1 9 - 35 4 309 4 545 1 19 

5 15 10 - 1 925 5 390 1 20 

5 603 1 897 6 113 7 

- 942 4 931 13 

3 2 284 , 4 863 2 

L/Stock 

L/-S'L I.../-S. 
:5. 

20 1 510 

1 226 

13 5 315 

1 490 

96 

781 

67 
, 

40 

4 

Cream 

Litres 

1 033 

532 

-
118 

746 

2 375 

1 192 

1 092 

1 065 

960 

I 

N 
o 
--l 
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CHAPTER V 

PROSPECTS FOR THE FUTURE 

1. INTRODUCTION 

Numerous references have been made to the relatively 

static and depressed state of the economy of the research area: 

Miss G.p. Cook, when referring to the research area, states 

that "the region as a whole presents a picture of a static, and 

in certain circumstances retrogressive, economy when compared 

with the rest of the Republic".l 

Professor D. Hobart Houghton writes that "ever since the 

discovery of diamonds at Kimberley and gold on the \vi twatersrand 

in the latter part of the last century, there has been a lack of 

economic advance in the Cape Midlands and Karroo, and at times , 
a positive decline has . occurred accompanied by considerable 

emigration of people of all races (particularly the White s) from 

the rural areas to the expanding urban industrial centres ••• ,,2 

J.P. Blumenfeld concludes that "the Cape Midlands and 

Karroo region has declined from being an area of historical and 

economic importance in the cont ext of Southern Africa to a 

position of relative insignificance in contemporary affairs".3 

He goes on to say" •. . due partly to its lack of natural 

resources; partly to its heavy d ependence on the slow growing 

and unstable agricultural sector; and partly to the high 

proportion of 1m, income-e.arning groups in the population, the 

1. Miss Cook, p.l. 

2. Professor D. Hobart Houghton in the prefaces to the three 
studies done by Cook, Badenhorst and Truu respectively. 

3. Blumenfeld, p.6. 
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region finds itself at a disadvantage relative to other similarly 

undeveloped regions of South Africa". 4 

Bearing in mind that the growth rate of gross geographic 

product is an accepted indicator of the state of health of the 

economy of any r egi on, Table 69 appears to confirm the above 

conclusions as to the economic climate of the researc'h area. 

Although the G.G.P. in 1959/60 was higher than that in 1954/1955 , 

(R68 222 as oppos e d to R62 087) an examination of the G.G.P.'s 

in the intervening years reveals a tendency for ~he annual 

G.G.P. to fluctuate about the same level, rather than a tendency 

for it to increase steadily.5 A similar tendency was discovered 

when the total revenue earning traffic by weight, forwarded by 

rail from the r esearch area, was analysed in Chapter III. The 

annual volume of traffic forwarded from a geographical unit is 

also a reflection of the buoyancy of its economic activity, and 

this was found to fluctuate around a particular level. 

Tabl e 69 also reve a ls that, between 1954/55 and 1959/60, 

the agriculture, fore stry and fishing sector was by far the 

larges component of the annual gross geographic product of the 

research area, n ever falling below 37%.6 This emphasises the 

fact, as mentioned in previous chapters, that production in the 

research area is principally connected with agriculture. 7 

As Blumenfeld points out, " ••• it is clear that it was agri-

culture which d e t ermined whether the Cape Midlands and Karroo 

regional product as a whole would increase from year to year. 

4. Ibid., p.l8 

5. Blumenfeld indicates that regional income data for most 
areas is only available for the period from 1954/55 to 
1959/60. 

6. Forestry and fishing is carried out in the research area 
to an insignificant extent. 

7. Here, the term agriculture refers to both stock farming 
and arable farming. 



TABLE 69 

G. G. P. BY PrtODUCTION SECTOR WI THIN THE RESEARCH AREA 1954/55 to 1959/60 ) ( R' OOO ) 

Production Sector 
Year 

Primary % Secondary % Tertiary % 

1954/55 30 296 48,8 2 482 4, 0 29 309 47,2 

1955/56 25 138 43 , 2 2 673 4 , 6 30 391 52,2 

1956/57 32 571 47 , 7 .2 986 4,4 32 646 47 , 9 

1957/58 23 533 37 , 9 3 332 5 , 3 35 268 56,8 

1958/59 25 341 39 , 6 3 576 5 , 6 35 062 54,8 

1959/60 26 637 39,1 3 840 5,6 37 745 55,3 
-

Source; Blumenfeld, p . 8 . 

----------------------

Total 

62 087 

58 202 

68 203 

62 133 

63 979 

68 222 

% 

100 

100 

100 

100 

100 

100 

I 
, 

I 

N 
f-" 
o 
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Hence any pointers to the performance of agriculture in subse-

quent years can be regarded as pointers to the performance of 

8 the G. G.P. as a whole". In this regard, the prolonged drought 

conditions in many regions of the research area, and the decline 

in the wool market in recent years, have had unfavourable 

influences on the economic performance of the research area. 

Another salient point to emerge from Table 69, is that 

between 1954/55 and 1959/60, the secondary sector (manufacturing, 

construction and power) never contributed more than 5,62% to the 

total annual G.G.P. During this period, however , the secondary 

sector did register a steady increase, albeit a very small one. 

This, once again, underlines the extent of under-development of 

the research area. In addition, the industrial census of 

1967/68 recorded the existence of 10J private manufacturing and 

repair businesses in the research area. This represents quite 

a substantial decline from the 1956/57 count, when some 120 

firms were numbered. Blumenfeld recognises that this decline 

does "demonstrate a lack of growth in the area".9 

With regard to the tertiary sector of production. Table 

69 reveals that bet"een 1954/55 and 1959/60, its share of the 

research area's annual G. G. P . increased steadily from 48% to 

about 55%. Thus quite clearly, it is the most important sector 

of the Cape Midlands and Karroo economy, but unfortunately, 

however, the tertiary sector is not normally growth inducing. 

This phenomenon is not unusual for essentially rural regions. 

P.A. Nel writes that "it is further very noticeable that in 

magisterial districts where agriculture is by far the most 

important single economic activity, the contribution of 

government and other services constitute a comparatively high 

8. Blumenfeld, p.1J. 

9. Ibid., p.JJ. 
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percentage of the G.G.p. (gross geographical product) of the 

district concerned ••. 

'The relatively extensive contribution by the government to 

the economic activities of certain districts is due to road 

construction programmes, educational, hospital, irrigation, 

polic~ judicial and other services such as boring machine 

services as well as the activities of local governments. The 

fixed costs for the maintenance of these services constitute a 

high percentage of total costs, with the result that they 

constitute a higher percentage of the G.G.P. of districts with 

relatively low economic activities than of districts with 

relatively high economic activities".lO 

Thus it is quite clear that the economic performance and 

prosperity of the research, area at the present time is 

inextricably linked with the performance of agriculture in 

general, and sheep farming in particular. Mention has already 

been made of the adverse influences which periodic drought 

conditions, and the fluctuating prices of wool on the world 

markets have on the stability of this economic base. There is 

thus an urgent need for the development of secondary industry 

in the research area to act as a stabilizing force. Before such 

secondary industry can be developed and encowcaged', however, it 

is essential that an adequate infrastructure be provided. 'In 

this connection, reference must be made to the Orange River 

Development Project and to the present Government's attitude 

towards the decentralisation of industry. 

10. "The Use and Application of Regional National Income Figures 
with special Reference to the Orange :Bree State". Volkskas 
Limited, Finance and Trade Review, Vol. VI, Nos. 7 and 8 
(September-December, 1965), p.JOJ. 
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2. ORANGE RIVER DEVELOPMENT PROJECT 

The means by which the waters of the Orange River could be 

diverted have occupied the attention of the relevant government 

authorities for a number of decades, but it was only in 1962 

that the official r eport on the Orange River Development Project 

11 appeared. This report outlined the following plans for the 

research area ( See Map 13): 

(a) The Orange-Fish Tunnel 

The Orange-Fish Tunnel is the key structure which will 

link the research area with the Orange River Development 

Project. It will stretch "82 kilometres from the H.F. Verwoerd 

Dam to the Teebus Spruit, near Steynsburg, into which 25 percent 

of the waters of the Orange River will be discharged.
12 

From 

there, the water will flow into the present Grassridge Dam 

which will act as a regulating dam for the Fish River and 

Lower Sundays River.13 

It is expected that this tunnel will be complet ed in 1974. 

(b) The Klipfont e in-Lake Mentz Canal 

This part of the scheme is currently under construction 

and it is anticipated that the 13 kilometre Cookhouse tunnel, 

which is an integral part of this section, will be completed in 

1973. It is the tunnel "hich will carry the waters, originally 

from the Orange River, further south to the Sundays River valley 

grid "I': 14 
between Korhaans Weir and Bark1y Bridge, For farmers in the 

Sunday River Valley, Lake Mentz will play the important 

irrigati?n role, as will the Grassridge Dam in the Great Fish 

11. Report on the proposed Orange River Dev e l opment Project, 
W.P.X. - ' 62. 

12. The H.F. Verwoerd Da me was officially opened on 4th March, 
1972. 

13. Fi"nancial Mail. Special Survey. April 25, 1969. 

14. Eastern Province Herald, March 13, 1972. 



River Valley. 

(c) Conway Canal and 1fapadsberg Tunnel 

(d) Hofmeyr Canal 
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On Map 13 it can be seen that the originally intended ex­

tensions of the Orange River Project as outlined above, would 

have conveyed life-giving water to a large portion of the 

research area, particularly to the more arid regions in the 

west, and '>'QuId have greatly facilitated the growing of crops 

under irrigation. The potential productivity of .arable farming 

in the Karroo was mentioned in Chapter 1. J. J. Badenhorst 

writes that "from a total of at least 308 340 he c tares of 

irrigable land which can be taken into consideration for 

irrigation under the O.R.P., nearly 30% i.e. 96 780 hectares 

are situated outside the Orange Rive r watershed and exclusively 

within the research area, except for the existing and future 

d evelopments in the Lower Sundays River".15 

Farmers in the Great Fish River Irrigation Board area are 

already keenly awaiting the arrival of the Orange River waters. 

An experimental farm near Halesowen is cultivating t e st crops 

of produce, at present foreign to the research area, such as 

soya and gruar beans and sunflO1,er seeds, to try to determine 

whether, with dependable sources of water, these crops could 

be economically grown. In addition, it is foreseen tha t fruit 

farming will onc e again emerge in the Fish River Valley where 

it once flourished. Apricots could once again b e grown in the 

Golden Valley area, while cotton farming is likely to attract 

more attention with s uffici ent water available. 

The third 1fhite Paper on the Orange River Development 

Project, however, announced certain changes in principle with 

15. Badenhorst, p.l07. 
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d t th . t i6 regar 0 e proJec • The main one was that"in selecting 

new areas for irrigation development under this project, only 

soils with a high production potential are considered, and a 

positive or at least an equal benefit-cost ratio must be 

demonstrated".17 This represents a change 

outlined in the first White Paper in which 

from the 

e,,,, e\"" S l.~ 
empllasls 

principles 

was 

placed on subsidised irrigation. This new development has serious 

implications for the research area. Estimates have shown that 

the Conway canal and Wapadsberg tunnel reflects a negative 

benefit-cost ratio, and it now appears unlikely that this portion 

of the project can be regarded as an economic proposition 

and is therefore unlikely to become reality. The White Paper 

reports that, in any event, it will not be possible to give 

attention to this project for the next fifteen years. To say 

that the farming and commercial interests of Graaff-Reinet are 

bitterly disappointed about this outcome, would not be an ex-

aggeration. Notwithstanding, however, the Orange River Project 

is expected to boost the productivity of agriculture considerably, 

and cons e quently, the economy of the research area. In addition, 

the hydro-electric station which is to be erected at the Teebus 

outlet of the Orange-Fish tunnel, will supplement the existing 

electricity supplies in the Eastern Cape and will play an im-

portant role in any ultimate electrification of the main railway 

line between De Aar and Port Elizabeth. 

Thus it is clear that the Orange River Project will playa 

large part in providing two vital factors of an adequate infra-

structure required to support secondary in<lus try viz., ,.,ater 

and power. Thereafter, secondary industry, particularly those 

connected with the processing of animal and agricultural 

16. W.P. N. -' 71. 

17. Ibid., p.5. 
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products, can be developed. 

3. GOVERNMENT POLICY WITH REGARD TO THE DECENTRALIZATION 

OF INDUSTRY 

The main aim of the present industrial decentralisation 

policies of the South African Government is to stimulate the 

development of those areas adjacent to the African Homelands, as 

well as to stem the tide of African workers to the White 

metropolitan areas of the Western Cape, Eastern Cape (Port 

Elizabeth-Uitenhage complex in particular), Bloemfontein and the 

Pretoria-Vereeniging-Witwatersrand complex. The principal 

instrument in the implementation of this policy is the Physical 

Planning and Utilization of Resources Act No. 88 of 1967 which 

attempts to make it virtually impossible for industry in the 

White metropolitan areas to expand, unless it either moves to 

the border areas or uses the Coloured labour prescribed by the 

Government. The Act also makes provision for concessions to be 

provided to industrialists in an effort to entice them to move 

to the border areas. Because of difficulties encountered in the 

application of this Act, and dissatisfaction expressed by private 

industry, the Committee on the Decentralisation of Industries was 

appointed to investigate steps "to achieve a more effective 

implementation of the policy of decentralising industries and 

establishing industries in decentralised areas".18 

The White Paper reconfirmed the idea that "since the 

decentrall s ation of industry should take cognisance of the 

plurality of nations in South Africa, it is necessary that the 

centres selected for development with state assistance as 
! 

decentralised industrial areas, should be in accordance with the 

geographical dl_stribution of the several nations and, more 

18. Department of Industries. lvhi te Paper (1971) p.l. 
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particularly, of the Bantu in their Homelands. In general, the 

government will encourage industrial development in those centres 

with a relative surplus of labour, but for the successful 

implementation of the decentralisation programme, it is essential 

that attention, at any g iven time, be concentrated on a 

comparatively small number of specially selected growth points~19 

Clearly, on these grounds, none of the towns located within the 

research area qualify for designation as "growth points" and the 

attendant state assistance. The research area is located 

between the Ciskei and Transkei Homelands in the east, and the 

areas of high Coloured population density and underemployment of 

the Cape Peninsula and Western Cape, in the wes t. East London/ 

Berlin, King ,iilliam' s Town and Queenstown have been nominated 

as the Border Area in relation to the Ciskei and Transkei Home-

lands. 

The White Paper did, however, indicate that concessions, 

similar to those accorded to industrialists moving to approved 

decentralis ed growth point s , would be granted to industrialists 

moving to other rural centres near homelands, or to c entre s 

where there are high levels of unemployment of "other national 

groupsll. In t~is r egard, the important proviso is that the 

Decentralisation Board must be satisfied that their development 

will complement the ov erall dec entralisation programme. It was 

pointed out, however, the Government will not d evote the same 

amount of attention in stimula ting development in these r e latively 

small and scattered centres. 

It was the announcement of this second type of decentralized 

area which gave hope to the research area in so far as receiving 

19. Ibid., pp.14-15. 
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state assistance for the establishment of industri es is concerned. 

Four centres in the research area viz. , Midde1burg, Adelaide, 

Graaff-Reinet and Grahams town , have been c1assif1ed in the second 

category of decentra1ised area, and have been assured that 

industrialists settling in these centres will be granted 

decentralization privileges in accordance with the recommendations 

of the Rieckert Commission, on which the White Paper was based. 

The decentralisation concessions include the following: 

(i) A cash grant to re-imburse the industrialist for 
the immediate and direct costs involved in moving 
his factory to a decentra1ised area. 

(ii) Loans, at interest rates varying from nil to 9 per 
cent, to purchase land, buildings and equipment. 

(iv) 

(v) 

(Vi) 

(Vii) 

Loans up to a maximum of R15 000 and at interest 
rates at 2t% below ruling building society rates, 
to house key White personnel. 

Reductions on ~ncome tax up to a maximum period of 
seven years. • 

Railage rebates of up to 15% on the outward transport 
of goods manufactured in decentra1ised areas . 

A price preference of up to 5% allowed on tenders 
submitted to the State Tender Board, Department 
of Defence and Provincial Administrations. 

The maximum investment allowance for which 
industrialists may qualify is 50% for 
equipment and 35% on buildings. 

These concessions do not apply automatically to every 

industria1ist--in fact, all, or any of these incentives will not 

be necessarily granted. Application has to be made to the 

Decentralisation Board which will consider each case on merit, 

based on the balance of cost advantages and disadvantages 

applicable to a particular decentra1ised area. Although the 

Government has provided the incentive to industrialists to move 

to the research area, there is no indication that there "ill be 

a rush to take up industrial sites which the four decentra1ised 

area centres have been so busy preparing. Not only will further 
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substantial State assistance be required before this becomes 

reality, but it is essential that these aforementioned centres 

in the research area aggressively and vigorously promote the 

industrial facilities that they possess, in an effort to entice 

industrialists to establish there. Cognisance has already been 

taken of this need to advertise, and all four centres have, on 

their own account, taken positive steps to attract industries. 

Middelburg, for example, has opened information offices in the 

Vaal Triangle and Cape Peninsula to tell inquirers of the 

services it offers, while Grahamstown has made high level 

representations to be designated as an official "gro"th point" 

f . d t 20 or In us ry. Notwi thstanding all these developments, hm,ever, 

"until the outcome of this [graharns t own I ,J application is known, 

and the attitude of the government to industrialisation in an 

area such as the Cape Midlands and Karroo is classified, it is 

difficult to prognosticate on the region's ability to attract 

industry".21 

4 . TOURIST INDUSTRY 

It is also being increasingly recognised in the research 

area that the tourist industry can be an extremely profitable 

"export" base; and programmes have been put into operation to 

improve, extend and publicise the various tourist attractions 

and facilities wi thin the are·a. Not only are there numerous 

localities of historical interest, but there are also appealing 

natural phenomena such as the Warm Baths and Valley of 

Desolation at Graaff-Reinet, as ",ell as parks such as the 

Mountain Zebra Park near Cradock and the Thomas Baines Nature 

20. Daily Dispatch, October 27, 1971. 

21 . Blumenfeld, p.BS. 



220 

Reserve near Grahamstown. The efforts of the research area to 

:increase the flow of tourists to w:ithin its borders have been 

boosted by an amendment in 1971 to the Financial Relations Act 

No. 38 of 1945 which enables the Provincial Administration to 

promot e public re sorts such as holiday centres and camps, and 

k d " " "t 22 caravan par s an p1cnlC 81 es. 

5. SUMMARY 

It is very important to consider the adequacy of the 

research areas transport infrastructure in the light of the 

current economic climate of the research area, as well as in the 

light of the anticipated developments "hich have been spelled 

out in the previous sections of this chapter. In the relatively 

depressed conditions of the present time, it can be concluded 

that the existing transport facilities are essentially adequate. 

The bulk of the area is either served by a railway line or has 

relatively easy access to rail,,'ay facilities. Those sections 

of the area which are not as fortunately located , however, are 

well served by the Road Transport Services division of the South 

African Railways "hich helps to bridge the gap between isolated 

regions and rail"ay facilities. It must be borne in mind at 

all times that the particular location of the r esearch area's 

railway network was largely an historical accident. 

Recognising this, it is far more expedient to make use of the 

motor vehicle to serve areas "hich today find themselves relatively 

isolated. than to build railway extensions "hich for long 

periods of time may operate uneconomically. In fact '/\ it is the 

official policy of the Rail"ays Administration not to build any 

22. Graaff-Reinet Advertiser, August 9, 1971. 
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new railway lines except under the following conditions: 

(i) for military or strategic purposes; (ii) where they w'ill 

undoubtedly contribute to the economic development of a par­

ticular area; (iii) where the parties concerned undertake to 

indemnify the Railway Administration against operating losses. 

Thus if industrial development does take place in the research 

area on an unprecedented scale--which appears unlikely--then it 

is up to the commercial interests and the local authorities 

of the areas affected to motivate and to justify to the 

authorities the construction of additional lines and the provision 

of additional services, if required. 

Similarly, it can be concluded that within the prevailing 

circumstances, the research area is satisfactorily served by a 

widespread and well integrated network of major trunk, minor 

trunk, main and lower class roads, as outlined in Chapter IV. 

The only disturbing feature about the research area's road 

network is the large distances of main and divisional roads 

which remain unsurfaced, and valid complaints h ave been lodged 

concerning the inferior quality of some of these roads, 

particularly in bad weather. Although the Provincial 

Administration is taking systematic steps to improve the quality 

of as many roads in these two categories as possible, the 

major limiting factor here, once again, is finance. Should the 

efforts to increase tourisim and to attract industry bear fruit, 

and should the Orange River Project substantially increas e the 

productivity of agriculture within the research area, then the 

resultant increase in both passenger and goods traffic on the 

research area's road network, will render more of these road 

eligible for surfacing on the bas is of their equivalent vehicular 

unit counts. 
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Thus it is quite clear that the onus rests on the 

research area as a whole to give concrete evidence, largely in 

the form of increased levels of output and ne'" developments, 

before the transport authorities will entertain any request 

for major extensions to, or alterations of, the present 

transport infrastructure. Notwithstanding, hm.,ever, the various 

transport authorities do undertake to at least maintain, and 

where necessary improve the services and facilities provided 

on the existing transport infrastructure. 

.1 
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