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Session 1 

CHAIRPERSON:  Morning everyone, welcome to the Competition 

Commission’s Public Transport Market Inquiry. Today is the 20th of June 2018 

and it is the 7th day of the Market Inquiry. My name is Bukhosibakhe Majenge. I 

am the Chief Legal Counsel at the Competition Commission, and I will also be 5 

the Chairperson of the panel. I am joined by 2 panel members. On my right, I 

am joined by Ms. Nompucuko Nontombana who is the Divisional Manager of 

the Market Conduct Division at the Competition Commission. And on my left, I 

have Mr Thulani Mandiriza who is an Economist at Competition Commission 

and he is joining us in his capacity as the Head of the Market Inquiry’s 10 

Technical team. And on my extreme left we have our evidence leaders, Mr 

Jabulani Ngobeni who is a lawyer at the Commission, as well as Mr Itumeleng 

Lesofe who is also a lawyer at the Competition Commission. And they together 

with a team of the Commission’s lawyers and Economist will be assisting the 

panel in soliciting evidence for the Inquiry. Before we start, I would just like to 15 

recap the rules that will be applicable to the proceedings. The 1st is that the 

Inquiry will be open to all members of the public except when the Chairperson 

rules that part of the proceedings will be closed on the ground related to 

confidentiality or any reasons deemed justifiable in terms of Competition Act.  

Secondly, all sessions will be recorded and will be streamed live online save for 20 

those sessions that are closed. In order to allow for the proper ventilation of 

issues, the Chairperson or the panel members as well as the evidence leaders 

may pose questions to any person making an oral submission or to any witness. 

The Chairperson will not permit any person neither, personally or through a 
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legal representative to question any witnesses or any person making oral 

submissions in these proceedings, an objection, a comment or a question in 

respect of any submissions made during these proceedings. In the event that 

any stakeholder has a comment or a question in respect of any submission 

made during these proceedings, that stakeholder may submit that objection, 5 

comment or question to the Inquiry in writing and that objection, comment or 

question will be attended to as soon as possible at an appropriate time. In view 

of the time allocation, usually we only allow one representative of a group or 

entity either personally or through a legal representative to make oral 

submissions except where prior arrangements have been made for different 10 

representatives to address different topics or aspects. We will now receive a 

submission from the Western Cape Provincial Department of Transport. 

Welcome lady and gentlemen to the Inquiry. If you could please state your full 

names and surname for the record and please switch on your mic as you do so. 

MR REYNEKE:    Good morning, my name is Kyle Reyneke; I am the deputy 15 

Managing Director in the Department of Transport and Public Works Western 

Cape. 

MS. RIBBONAAR:  Good morning, my name is Deidre Ribbonaar, I am the 

Chief Director of Transport Operations.  

CHAIRPERSON:  Can you please madam just spell your surname for the 20 

transcript? 

MS. RIBBONAAR:    R-i-b-b-o-n-a-a-r. 

CHAIRPERSON:  Thank you. 
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MR COLLINS:    Good morning, I am Ricardo Collins. I am the Director for Land 

Transport Contracts within the Department of Transport and Public Works 

Western Cape. 

CHAIRPERSON:    Thank you, there is a piece of paper in front of you, starting 

with Mr Reyneke, you may take the oath or the affirmation. 5 

MR REYNEKE:    Thank you sir. I, Kyle Reyneke swear that the evidence I shall 

give shall be the truth, the whole truth and nothing but the truth. So, help me 

God. 

CHAIRPERSON:    Thank you  

MS. RIBBONAAR:    I, Deidre Ribbonaar swear that the evidence I shall give 10 

shall be the truth, the whole truth and nothing but the truth. So, help me God.    

MR COLLINS:    I, Ricardo Collins swear that the evidence I shall give shall be 

the truth, the whole truth and nothing but the truth. So, help me God. 

CHAIRPERSON:    Thank you very much. I understand that you have prepared 

a presentation and you would like to take us through the presentation. 15 

MR REYNEKE:    That’s correct sir. 

CHAIRPERSON:    You may do so. Before doing that, if you could introduce 

your and how long have you held your position within the department? 

MR REYNEKE:    As I said earlier, I am the Deputy Director General for 

Transport Management in the Western Cape. I have held the position in an 20 

acting official capacity for approximately 5 years. 
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MS. RIBBONAAR:    Deidre Ribbonaar, Chief Director of Transport Operations 

I have held this particular position in an acting and permanent basis for about 5 

years. 

MR COLLINS:    I am Ricardo Collins. I am the Director for Land Transport 

Contracts and also, I have held this position for the last 3 years. 5 

CHAIRPERSON:    You may proceed with your presentation. 

MR REYNEKE:    Thank you sir, Mr Collins will be giving the presentation and 

then any questions; we will address it as a panel. 

MR COLLINS:    Thank you very much Chair. Chair, as you would obviously 

know that there were representations made in writing to the Inquiry. The 10 

presentation is really to try and give a snapshot of those representations and I 

am not going to try and rehash everything that is in the presentation. All that 

submissions that’s been made in the presentations, obviously we stick to those 

submissions and we obviously here to provide some kind of clarity on some of 

the aspects which you may deem necessary. So, we will be dealing with the 15 

presentation giving you some background. We will secondly deal with the 

licencing, route allocation and the entry regulations. We will deal with the 

aspects of price regulations and price setting mechanisms and then we will also 

deal with the allocation of operational subsidies in brief, we will deal with 

transport planning, 6th we will deal with the issue of transformation and 7th place 20 

we will deal with the effects and implementation of IPTMs and the renewal of 

taxi operating licences, other emerging issues and then we will herd into 

conclusion. You will note that the presentation is quite wordy. We have done 

that specifically to be able to – for anybody that picks up the presentation to 
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understand it, but I will not necessarily go through every single slide word for 

word. So, I will give you a snapshot of every slide. 

The Department of Transport in the Western Cape basically has the following 

roles as I have explained there. We manage the Golden Arrow bus service 

contract which you would know is the interim contract. We are also in 5 

partnership with the municipality of George in as far as it relates to the George 

integrated public transport network, which is a municipal bus service. We also 

have the provincial regulatory entity. And then we also support other smaller 

municipalities in terms of capacitation when it comes to transport and transport 

planning. And then lastly, we obviously as the National Land and Transport Act 10 

requires us to implement those conditions in terms of what province is 

supposed to do. 

So, just a bit of background, I do not want to bore you with it. I know that you 

have been sitting through a lot of hearings, so most of this background you will 

probably be familiar with. But from a Western Cape government perspective, we 15 

see public transport as a social and economic good. So, in saying that, it is 

significant that we understand that transport has significant economic returns 

while providing a social benefit. Access to transport is obviously critical in terms 

of the public transport system in South Africa. We know that the majority of low 

income group earners us public transport to get to their day to day workplaces, 20 

places of their recreation and the like. And we are finding ourselves in a 

situation in South Africa that the lower income groups are spending more than 

20% of their household income on public transport. This particularly the case in 

the Western Cape is exacerbated I think by the fact that our special planning 
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has over many years put people on the outskirts of the City, put people on the 

outskirts of job opportunities and the like. And this further leans itself to the 

increase of high cost of public transport. Yes, we must accept that public 

transport needs improvement. It is the way we find ourselves in this day and 

age in terms of public transport there is a lot that can be done to improve 5 

services and to make services more reliable and safe and attempt to connect 

people to where they need to be in terms of economic opportunities. 

What we are trying to sow through this slide is that we have a situation where 

the lower income users spend a greater portion of their income on public 

transport. And this is part of our social obligation as a government to turn 10 

around. Just in terms of further background, obviously the South African 

government is working to improve public transport through the mandate in terms 

of the constitution, the National Land Transport Act, the Public Strategy in 

Action Transport Plan. And the key focus this far has been on the 

implementation on integrated public transport networks. Now, the original focus 15 

as we understand it was on implementing what they call BRTs, Bus Rapid 

Transport Systems. And we will get later on to what we are doing currently in 

George, but that was the original focus. What we need to however understand, 

or the intention rather for the existing operators to be integrated into the IPTMs, 

and this is what we try and do and achieve. You will note there that we will try 20 

consolidate public transport operators and try and build capacity through the 

vehicle operating companies so that they are able to deliver high quality service 

through a negotiated contract. We are trying to effectively have a mechanism 

for extending subsidy to existing operators while improving the service quality. 

And then in the long-term, the intention is the existing operators could become 25 
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capacitated companies that could tender for contracts in future. So, it speaks on 

the agenda for transformation, it speaks of the agenda of building capacity. 

 

Where are we in terms of public transport since 2007? There has been a shift 

and to our minds in terms of the thinking around BRTs and thinking more in line 5 

with IPTN. The IPTN in our understanding includes a full multi-modal integrated 

system. So, it’s a system that speaks of your rail, your conventional bus 

services, your mini-bus taxi and even your non-motorized public transport 

should be integrated to maximize the use of each of those different modes of 

transport. In order to most cost-effectively provide public transport services, the 10 

appropriate mode must be used. We have this tendency that we believe that 

one mode is going to change a particular set of circumstances. But in some 

cases it may actually a multi-modal approach to address that particular set of 

circumstances in a particular municipality or in a province. Unfortunately, public 

transport is a complex system, it is not something that you can get right 15 

overnight. And we have learnt that the hard way in terms of implementing these 

IPTNs in for example George, we have seen it happening in terms of the BRTs 

in the city of Cape Town. It is not something that is being approached that is 

resolve in one. So we also thought it important to state what we believe at least 

was the lessons learnt in terms of our involvement as the Western Cape 20 

government in particularly the project in George. 1st we have raised that public 

transport evasion must be context appropriate. We believe and from what we 

have learnt is that there is no one size fits all. So, you need to understand the 

context of the various cities and the provinces that they find themselves in to be 
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able to find appropriate mode that will be responsive to that need. There are 

significant physical constraints, I don’t need to elaborate on that. We find 

ourselves in a difficult situation in the country in as far as the economy. And the 

envelop in terms of what is available is just what it is at this particular stage. We 

have institutional limitations, we are limited in terms of capacity to manage the 5 

implemented plan and to enforce land transport. And then obviously the 

complexity of transformation. I think this is an aspect that is heavily 

underestimated in our country. It takes a lot of time to get all industry players to 

understand the transformation agenda of which government is embarking on. 

So, the government led initiatives to improve public transport, obviously, must 10 

continue informed by the lessons that we have  learnt. That may mean that we 

– some of these processes that we embark on are going to take longer than 

what we anticipated it to be. But if that is a necessity to ensure that we get it 

right when we do implement these initiatives. Then that is probably what it 

needs to take. I am not going to delve into much detail, I have got the initiatives 15 

there in terms of how we aim to achieve that. Then we attempted to try and 

speak specifically with regards to the competition in relation to public transport 

and the factors as we understand that impact the level and the timing of 

competition. So, we have said upfront that public transport is a social good 

initiative and responsibility. We must keep in mind that we are working with the 20 

principle that transport is a social and economic good. So, that is where we 

depart from at the end of the day with regards to the social economics 

objectives. So, if you look at that particular element, our understanding is the 

government’s role in as far as it relates to that should include the planning, the 

implementation and the management of public transport for the benefit of the 25 
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passengers. We believe that government should be playing a strong role given 

the particular objective to limit the potential of a free market system. Now, I 

know that’s comment is probably not without controversy and I think moving 

forward in the broad presentation one will be able to elaborate on that particular 

aspect.  5 

Then we also have the speaker of tendency towards consolidation. Due to the 

barriers to entry, public transport particularly in rail and the BRE, it tends 

towards a limited number of large operators. So, the Competition must be 

supported with this knowledge. Then we deal with the fiscal constraints that we 

are sitting with in terms of competition. Subsidizing public transport is critical in 10 

providing affordable services to the poor, we cannot get away from that. I think if 

you look across the world, this is one of the biggest, I wouldn’t say challenges, 

but there needs to be some sort of subsidization in relation to public transport in 

any country. Then coupled with that, yes, we must subsidize public transport, 

but we must do that in the fiscal constraints that we face which necessitates the 15 

need to identify, necessitates the need to be specific about the interventions 

that you plan and lend itself to the context driven approach which we believe 

should be followed. This means that the allocation of subsidy must be prioritized 

in most effective modes as I have indicated and then the interest of the 

passengers. 20 

Then the aspect of transformation as I have highlighted. The transformation 

through integration of existing minibus taxis into VLCs has been the significant 

focus in this point in time. You see them all across the country. And this is 

required in terms of the legislation we currently follow. 2nd bullet that we have 
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there speaks to the affected operators in the area, need to be negotiated with. 

Which means the current IPD contracts have not been tended and you would 

know that probably at this stage. But it should be seen as an interim step to be 

able to equip the vehicle operating companies which are run by the previous 

operators in that area who in the longer term capacitate them to be able to 5 

tender for this contracts and become competitive in this respect. 

Then I have alluded to the fact that we speak about competition in the longer 

term. That the public transport sector is in transition as we understand it in this 

point in time. And moving towards competition in the longer term as required by 

policy and legislation would include obviously the tendered contracts and the 10 

like.  

So, we will move forward with regards to the licencing route and the entry 

regulations quite briefly. Outside the city of Cape Town, the municipalities of the 

Western Cape does not have the capacity to plan, manage public transport and 

to independently perform some of these regulatory functions and to build the 15 

capacities in these municipalities all the time. We also see that there is a drive 

at this stage in as far as it relates to the National Land Transport Amendment 

Bill to give stronger impetus to the role that province should be playing in terms 

of smaller money. And I think there has been a realization that it is problematic 

and it is difficult for the smaller municipalities to be able to manage and plan in 20 

terms of public transport.  

So, to deal with the aspect of route allocations, we have specifically been 

involved as a department in as far as it is involved in the George integrated 

public transport network. So, we would obviously speak in that aspect in as far 
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as it relates to the route allocation. You would notice from this slide that there is 

significant amount of work that gets done to be able to understand the patterns 

in which people move, to be able to link different areas to one another, to be 

able to cover as much of the area in terms of the minibus taxi network as far as 

possible. And we look at to enable the travel from origin to destination. So, the 5 

host of surveys, there is a host of strategies in place to try and ascertain and get 

to the best place in terms of where do you allocate routes in a particular area? 

Now, in most places we found for example if you go into an area to introduce 

the IPTN, you will find that the industry would want to try and stick to the routes 

that they know and understand, the routes that have been there over a long 10 

period of time and also, routes were potentially where people have been 

travelling in a particular manner over a long period of time. But in order to be 

effective in this kind of system, in order to make the system affordable and also 

reliable, it is important in some cases that you have got to deviate from those 

long standing principles in terms of how transport has been planned and routes 15 

have been planned in the past. Not doing away entirely with what has been 

there, but you need to also go and embark on a change management 

intervention to ensure that your passengers, your commuters and also your 

operators are going to understand why you are introducing this particular 

system.  20 

Then just briefly, we deal with the capacity utilization that is also a huge aspect 

or big aspect in terms of your route allocations because you need to understand 

which buses you are going to use, how is it going to be more effective, carry as 

much passengers at a particular point in time, which is usually your peak times 

as quickly as possible to the particular destination. 25 
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CHAIRPERSON:    Sorry to interrupt you Mr Collins. Just to take you back to 

your previous slide. It is just a clarificatory question on route allocation. One of 

your sub-bullet points mentions coverage of the minibus taxi network to be 

replaced. If you could just elaborate on what this means and what is the context 

to this statement? 5 

MR COLLINS:    So what happens is, if you and this is not George specific, but 

similarly in any other city context. When you introduce the IPTN there is a 

chance in most cases that the minibus taxis will be placed in a particular area 

because it will be covered by your IPTN intervention. So, what we are saying is 

for example where there is a taxi network already and through the negotiations 10 

with the taxi industry during the introduction of the IPTN, you need to ensure 

that you cover as part of your IPTN that particular network that was previously 

covered by the taxi industry. So, that is the context in terms of what that 

statement is supposed to mean. 

MS. RIBBONAAR:    Chair, if I may add. I think it is important to also note what 15 

National has said that no commuter or passenger should walk more than a 

kilometre from home to the nearest public transport stop. So, network coverage 

as to where our routes are, our buses, whatever mode is used should be 

cognizant of that. So, your coverage you should have a buffer of around 400 to 

500 metres is what we work for so that people are not walking longer than 10 20 

minutes to access public transport. So, we look at where the minibus taxi routes 

are and is the covering sufficient? And if not, we will introduce additional as well 

as replace the existing 
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MR REYNEKE:    Just also as an additional point. I think that this point is 

related to the network, not the taxi industry. In other words, you replace the 

network. So, in other words there is a particular network which goes to a bigger 

point that we are trying to make that when you introduce an integrated public 

transport network, that transfer of hubs is to make it more economically feasible 5 

sustainable within a particular area. So, instead of going from usually a taxi 

network for example Route A to Route B they may have to be a transfer 

because we have to change the network, it is one big puzzle on how the 

network fits together. And that somehow always affects the taxi routes because 

you want to get sustainable integrate public transport networks operating and to 10 

be operating efficiently. So, I think that the point mustn’t be mistaken to say we 

want to replace taxis, that is not what we are saying. We are saying networks, 

networks have to change because we have to design networks according to a 

particular geographical area. 

CHAIRPERSON:    Please switch on your mic Mr Collins. 15 

MR COLLINS:    Thank you Chair. Then the point that we were trying to make 

in terms of the capacitation and it lands to some of the comments made by my 

colleagues was the fact that you must maximize the use of the transport mode 

that you are introducing. In this case, if you are looking at buses for example, 

the IPTN, there needs to be at some point during the day or whether it is during 20 

peak or whether it is a feeder service, you need to optimize the use of your 

vehicles to be able to transport quicker and more effectively at the end of it. 

So, the other aspect that we want to deal with is the price regulation and the 

price setting. So, in as far as it relates to this particular topic, the regulation of 
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prices is into our mind necessary to ensure that public transport as social good 

remains affordable. The challenge that we have is the as indicated earlier is that 

most of your most vulnerable people of society use public transport. So, yes, it 

may not go down as one would love to as far as trying to set prices. But in terms 

of the government agenda and in terms of the roll out of IPTNs moving forward 5 

and ensuring that public transport is reliable and it is safe and it is for the use of 

the lower income quantile user, there is probably a need to regulate the prices 

in terms of public transport. The 2nd bullet there we speak of the price regulation 

for certain modes does impact on the price of those. So, as modes must 

maintain price competitiveness to attract the passengers at the end of the day. 10 

Obviously, this lends itself to the challenges that I think we all sit with and we all 

are served with, is the unsubsidized services that we have in the country at the 

moment. Which includes the minibus taxi industry, price regulation continues to 

ensure that services are affordable as I have alluded to, which suggests that 

subsidy should be expanded in order to promote competition. We have the 15 

reality of the fiscal constraints which we have – which necessitates government 

to prioritize the allocation of subsidies. We will further elaborate that particular 

aspect moving forward. 

I am not going to try to explain, I think this is a further breakdown of the table 

that I showed you earlier on in terms of the amount of money people are 20 

spending in terms of public transport and this is done in terms of the National 

Household Survey that was done in 2013. Then moving specifically to the 

GIPTN in terms of setting of prices, in terms of that particular mode. We go 

through the normal budgetary processes in the municipal council where these3 

issues around tariffs is ventilated and the fares is ventilated in order to ensure 25 
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that your passenger is not too adversely affected by the fare increases. It is 

quite a cumbersome process, it is a vigorous process going through the Council 

in George to try and get to the best fare of that particular area. At this stage 

usually the fare increase is linked to the minimum domestic worker wage the is 

gazetted by the department of labour. Then what we need to highlight also 5 

obviously is the fact that any price or any fare needs to ensure the sustainability 

of the system at the particular point in time and the price must also incentivize 

the behaviour. So, what we have done in George is that we have attempted to 

when we do a fare increase is that you have an on-board sells of tickets a little 

bit higher than the off-board because that impacts ultimately on the service that 10 

you are offering that you are able to give and it lends to the reliability of your 

service.  

Then the issue of transport planning. We have seen over the years that there is 

the move away from what we understand as the BRT, and focus more on the 

integrated public transport network of which in fact to our mind the BRT forms a 15 

part of. The BRT is not sort of a standalone service that gets rendered. It needs 

to still speak to the integrate nature of public transport and where we should be 

herding as a government. So, what we have done in George for example is that 

in terms of that particular IPTN we have decided to go for example 

infrastructure light where you will not see the big stations as we see elsewhere 20 

across the country. This obviously allows you to be more flexible in terms of 

refining some of your routes, refining the system to get optimal use out of the 

system at the end of the day and also it speaks to the transformation agenda 

with regards to the VLCs, the taxi operators, and also the contract that we 
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entered into. We obviously in George wanted to roll out the service or even start 

to get the service going in a particular area. 

So, the challenges that we have encountered in terms of the IPTNs is the 

financial challenges are there. We have limitations in terms of the knowledge 

and skillsets in as far as it relates to transport. Operationally, the transition from 5 

integrated public transport network as we understand it, sometimes minibus taxi 

services or metre taxi services is a complex one. And also, we have highlighted 

earlier, transformation as a process is a complex one.  

So, where are we now and how do we develop the capacity? In terms of the 

current law the we have, there is a move as I have said in the National Land 10 

Transport Act Amendment Bill to ensure that provinces can capacitate and 

actively more capacitate smaller municipalities in terms of public transport. And 

also, it recognizes that there is a bigger role and a more important role for 

provinces to play in terms of transport in the smaller municipalities specifically. 

As you would note, the bill is currently with the National Council of Provinces 15 

and as soon as the is implemented, I think there would be a greater opportunity 

to smaller municipalities for the role that the province can play.  

Chair I just want to perhaps get an indication of time, I am hurrying it as far as 

possible through the presentation, but I also don’t want to spend too much time 

on that. If you can give me an indication of that, that would be useful or put up a 20 

sign and say you have one minute, that would be great so that I can try and 

understand how quickly or not I should be moving through the slides.  

CHAIRPERSON:    Ja, we have a few minutes because I think we want to get 

to – because we have lots of questions for you. So, I think just bear that in mind, 
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take that into account just to create the necessary space for us to ask 

questions. But we are due to finish, to wrap up together with your questions at 

10:30.  

MR COLLINS:    So, just to move to the aspect of transformation. There are 

challenges in transformation as I have alluded to earlier. We have rigorous 5 

government procurement processes that with have to follow. By way of example 

in the George area, it took us about 3 years to negotiate the contract with the 

minibus taxi industry. That’s before the planning and the like that went with that. 

Obviously the lack of the necessary skills, the lack of services in particular 

areas and obviously the increased costs that goes with the transformation 10 

agenda. In the case of the minibus taxi industry, we found that there is a big 

issue with regards to trust. Sometimes and a lot of cases, trust in as far as the 

government of the day is hoping to implement and also understanding obviously 

where government is wanting to herd. But in some cases also trust relating to 

associations and gatekeeping and the like is a challenge that we do face in 15 

entering into these negotiations and also to achieve the transformation agenda.  

Let’s just go to this. We speak of the implication of government, the policy on 

the BRT on competition. As part of the government’s transport planning role, it 

must support the most appropriate mode of transport that meets the demand 

and supply. I think as a responsible government, that becomes vital in terms of 20 

your planning. When we speak of the BRT or other road based transport 

services, has been introduced as part of the IPTN and this has been on the 

back of detailed transport planning and support by extensive surveys. So, as we 

have indicated in the beginning, the decision to go with a particular mode 
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should be well-informed. And it also should also speak to the context in that 

particular area. And it lends itself to these decisions not being taken in isolation 

of understanding the environment that you are working in and what you are 

hoping to achieve as a government. We use again for example the GIPTN 

where we have a situation where the VOC for example in that area it is fully 5 

owned and the shareholding of the company is fully made up of the operating 

licence holders that was operating previously in that particular initiative. And or 

to use that initiative option not to participate in that particular initiative. So, yes, 

there has been a move as we have seen for example in the City of Cape Town 

where other approaches are being explored where there is a look at the need to 10 

see whether there isn’t – you shouldn’t be introducing minibus taxis together 

with the bus service or the mode that is introduced. And that is being tested as 

we speak.  

The suitability of the BRT in a smaller municipalities, I am not going to delve into 

this too much. But suffice to say that and I have alluded to this countless times 15 

is that BRT is not necessarily going to be the answer for every municipality out 

there. There is not a one-size fits all approach that we can adopt when it comes 

to the IPTNs and when it comes to public transport. And that’s why I think we 

need to start investigating and understanding what is in a particular area the 

more appropriate service for that particular transport conditions.  20 

We are moving towards the end now. So, the options to promote integration of 

taxis into IPTNs, the options to support the integration includes some of the 

following for example. When you look at the designing and the planning, you 

need to look at what role minibus taxis play in that space. When you look at the 
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infrastructure design for example, if you are looking at integration for the 

different modes, your infrastructure must be capable of dealing with those 

modes converging at a particular point to enable or allow your passengers or 

commuter to have the option of transferring or moving to a different mode. 

There needs to be incentives for this kind of integrated approach that you want 5 

to take. You need to look at technology, you need to look at what kind of fare 

systems you are going to us to be able to effectively manage the introduction of 

the IPTNs. So, minibus taxis to our minds are an important mode of transport in 

their own right. There is room for enhancing the existing service from the 

service quality and the business perspective. We will support the important role 10 

that minibus taxis can play in IPTNs.  And then there is various options that the 

municipalities should explore in order to achieve this. At the end of the day, you 

need to have sufficient data to make a decision, you need to understand travel 

practices, you need to understand the rationalization of the various routes that 

you want to run your service on, you need to be building on the fleet that most 15 

efficiently service the demand patterns. 

Second to last sort of slide. Slides I want to go through. It is just with thought it 

important to raise some of the challenges when it comes to taxi operators 

particularly when it comes to the financing aspect. So, in our understanding the 

cost of finance that taxi operators for example is very high, it comes with high 20 

risk and it is mostly unsecured lending. There needs to be mechanisms to 

address the inherent risk associated with finance of the taxi industry. There is 

potentially a role for government to play in this space and it’s been to some 

extent demonstrated by recapitalization programme that government has 

introduced. There is significant potential to improve the quality of vehicles that 25 
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obviously deals with the risk associated to financing and government needs to 

see in some  form or manner how they can assist this kind of cost. And these 

are the things that needs to be explore by government. I spoke earlier on and I 

am not going to elaborate on this with regards to the infrastructure specifically. 

In as far as it relates to the transport network, it is important that your 5 

infrastructure must be capable of handling the integration of this kind of 

integration. Then you will have in front of you some surveys the have been done 

in terms of National Household Transport Surveys in terms of the concerns that 

the commuters have out there. You may have been presented this by some 

other parties that have been before you, and our focus really has been to try 10 

and identify through that the space in the Western Cape, we are not going to 

venture into other provinces and or venture into the rail environment. I think 

metro rail will be best suited to those kind of services. 

But then just in conclusion, the public transport we all accept is crucial in South 

Africa particularly when it comes to servicing the poor. That is what we are 15 

trying to get through. There is an intent to move towards increased competition 

in the longer term. That is our understanding that the public transport sector in 

South Africa is in a state of transition. We need to be able to equip, we need to 

be able to transform to ensure that we actually have effective competition when 

it comes to public transport. Price regulation in public transport  is crucial in 20 

maintaining the affordability, subsidies in public transport are also crucial to 

maintain the affordability. But we all know that we are dealing with various 

constraints and this needs to be taken into account. The minibus taxi industry 

has an important role to play in IPTNs which will differ depending on the 

context, an integration of taxis is being considered in several municipalities as 25 
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we have alluded for example what the City of Cape Town is looking towards. 

Transformation is hindered by procurement processes. There is a high cost 

involved and there is capacity and trust concerns, and then lastly, I think the 

department is prepared to play a strong role in improving the steps that we 

found there. So, thank you Chair that is the presentation from our side. 5 

CHAIRPERSON:    Thank you very much Mr Collins. At this point I will hand 

over to the evidence leaders to pose questions to you. Mr Ngobeni. 

MR NGOBENI:    Thank you chair and good morning to Mr Collins, 

Ms Ribbonaar and Mr Reyneke. I think maybe just to start, I am going to start 

off with just one question on the maybe following on the them, I think the one 10 

thing that you mentioned on the presentation, I think the 1st thing that you 

mentioned there where you deal with the relationships that you have with 

various you know stakeholders. I think the 1st one would be where you 

mentioned your management role that you play with regards to gaps you know 

which is Golden Arrow Bus Services. I think there the question I have there is 15 

just one question and  this is in relation to whether or not there are Chinese 

walls in place because you are in a position where you are managing gaps and 

at the same time, you also have, you know you are the contracting authority. I 

think maybe if you can clarify that I and respect to the BRT. So, and the 

question there is are there steps in place to ensure that there are Chinese walls 20 

in an instance you are both free and the player at the same time.  

MS  RIBBONAAR:    Chair, if I am through you just as a point of clarity, so you 

are referring to our contacting authority role as well as the regulatory role. 
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MR NGOBENI:    That is correct. If you can just clarify that. If I am mistaken just 

clarify that. So, you mange gaps and at the same time you are also a 

contracting authority in respect of the BRT, you are not. Just clarify the role. I 

think that is the clarity that I am seeking. 

MS  RIBBONAAR:    Chair through you, I will just clarify that the planning 5 

authority in this case in our province the City of Cape Town is a contacting 

authority. So, we are not in relation to that. We manage the interim contract with 

Golden Arrow. 

MR NGOBENI:    Thank you for the clarification. I think we will pose the 

question to the City, and I think maybe if you can just move to, I will quickly go 10 

to route allocation where you have dealt with the 2nd theme where you deal with 

licencing route allocation and entry regulations. And there I am more interested 

in the institutional considerations that you deal with. The 1st question that I have 

there is that for example the National Department of Transport where to assign 

some of the powers the are now vesting to the provinces like issuing of 15 

operating licences and those are then assigned to the municipalities. What do 

you think are the resources that will make these municipalities you know, 

function better? You know, what will these municipalities require in order for 

them to perform those functions. 

CHAIRPERSON:    Perhaps before you respond, I just want to add a further 20 

complexity to the question which has been raised with us in relation to the 

devolution of the role of issuing operating licences to municipalities. And the 

complexity is that municipalities are conflicted. This is what has been raised 

with us because they also operate bus services in one form or the other. And if 
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they were to play this dual role that also complicates because they have an 

interest in the issuing of operating licences. In your answer, if you could also 

consider that complexity as well because the question relates to the devolution 

of this role to municipalities. 

MR REYNEKE:    I think it’s a very difficult question because the question that 5 

you are posing, you are posing to us as the department of transport and public 

works. Whereas the question of the devolution does not rest with us. The 

question of devolution rest with the National Minister. So, the National minister 

will decide on whether to transfer either the regulatory function with regards to 

operating licences, it is the planning authority that will ten apply to the National 10 

Department for the transfer of the function. That is the model envisaged by the 

National Department of Transport and they encompassed that with the 

legislation. So, I think they will be better placed to that question as to what is 

their reasoning is for doing that. As far as the legislation is concerned and you 

asked about the municipality and then taking over the function and when and 15 

how are they going to be capacitated and so forth. They have to go through a 

process of, and without getting too complicated, they have to go through a 

process of showing that they are capable and are able to deliver the function. 

And that application then goes to National, it follows a long process in terms of 

the constitution, goes via the FFC, eventually it goes to the President who will 20 

make a proclamation and transfer the function. So, you can see that this 

process is a municipal and National process coming together, and we as a 

department, we play a very small role in that serve to say that we become part 

of that process. But the actual wiseness, whether that is wise or not, I think it is 

a question better posted to the National that designed the system.  25 
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MR NGOBENI:    Thank you. But maybe to put the question differently, are they 

currently equipped to take these functions? I think I just want to get your opinion 

as a department whether or not, because we understand that the municipality 

has requested for their assignment. So, from where you are sitting as the 

department, do you think that they are currently equipped to undertake these 5 

functions? 

MR REYNEKE:    Okay, so with regards to the City of Cape Town and I was 

just talking generally about the system and all municipalities. But if you are 

referring specific to the City of Cape Town. The agreement with the City of 

Cape Town is to go down a process of evaluation and that is where we are at 10 

the moment. I think to answer that question now, it will be responsible of that 

work being done, the City of Cape Town and I think they will be here tomorrow 

will probably contend that they are ready to take over the function and as far as 

their readiness is concerned I think the question should better be addressed to 

them. From a provincial perspective, we are in discussion. We see the long-15 

term benefits of transferring the contracting authority function to the City of 

Cape Town because it is important that everything gets integrated. And if you 

look at models all across the world, there is just one Chef in the kitchen. So, 

transport for London for example has an entity that deals with transport 

allocation there so that they could ensure that a train doesn’t arrive at 8:00 in 20 

the morning and the bus only departs at 9:00 because the passengers are 

going to be waiting there for an hour. So, we see the long-term benefits and we 

are committed to the process to take it forward to the transfer of the function. 

But as far as readiness is concerned in the City of Cape Town, I think that the 

question should rest with them. We will work together with them to ensure that 25 
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the transfer takes place in the contracting authority that I alluded to about 

integration etcetera and so forth.  

CHAIRPERSON:    Just a follow-up on this issue of devolution of regulation in 

relation to operational subsidies as well as contracting to municipalities. Is it not 

a regulatory anomaly that the province has actually been cut out of this very 5 

crucial issue of devolution or transfer of functions? 

MR REYNEKE:    It has always been the province’s view that the assignment 

should have been at provincial level. 

MR NGOBENI:    And maybe just to follow-up some of the functions that are 

supposed to be assigned to the municipality are functions that you currently 10 

performing as a province in terms of the activities of the PRE 

MR REYNEKE:    That’s correct. 

MR NGOBENI:    And maybe just to you know get your view and indicate if you 

are unable to. In terms of the development of the ITPs and the implementation 

of what is referred to as the IPTNs, you know, there has been some various 15 

criticism about the efficiency of the municipalities on how they develop these 

and how they implement you know some of these things. And the question, and 

you will tell us if you can’t comment. So, the question is, what measures have 

been put in place to ensure that these municipalities are capacitated in order to 

ensure that there is successful implementation of these IPTNs and the 20 

development of the ITPs. 

MS  RIBBONAAR:    Thank you for that question. It’s something, I mean, we 

assist. I do want to distinguish between your metro and non-metro 
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municipalities. So, the City of Cape Town as I believe it is my opinion, has 

transport plan development as well as the IPTN implementation. We do support 

every municipality outside of the City of Cape Town either financially or with 

capacity or both. To 1, develop their integrated transport plans and to 

implement at this stage projects flowing from that if there is no integrated public 5 

transport network plan developed as yet. But we play a very big role in 

capacitating and assisting municipality as a provincial sphere of government.   

MR NGOBENI:    Thank you, and then maybe just to move to route allocation. I 

think there the question that I have is you know when new routes are identified 

by the industry, and this question may be best answered by the PRE. What is 10 

the process that is normally followed by the PRE in granting operating licences 

considering the fact that in most of those instances you will find that the industry 

has you know is already operating on those routes? 

MS  RIBBONAAR:    I think Chair if I may just start my colleagues can add. The 

planning authority and the PRE work hand in hand. So, there is obviously the 15 

service that the local authority or the planning authority does in terms of 

demand and supply. Route applications, there is processes where the minibus 

taxi associations are introduced. But largely, I think it is important that we 

understand that the special maker demand in terms of where people need to 

move from A to B is something done in partnership between planning authority 20 

and the PRE. The planning authority when an application is made will consider 

it, provide a position and send it to the PRE as the regulatory arm. So, that is 

the process, I am not sure if that was your question. 
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MR NGOBENI:    I think the question is in instances where they are already 

operating, it is a new route and they are already operating in there on the route 

itself. 

MR REYNEKE:    I think just to add on to that the planning authority will decide 

on the routes allocations and so forth. We the regulatory entity, the planning 5 

route will direct us with regards to a particular route, so if an application is made 

etcetera, it will go to the planning authority for direction. We will then from a 

regulatory perspective see that the vehicle is in a road worthy condition and all 

of those other things in a regulatory perspective, whether it is fit for purpose 

vehicle on the road. But that again is a decision of the planning authority as to 10 

which routes vehicles will be allowed. 

MR NGOBENI:    Thank you, and just to understand is there currently is a 

moratorium in the province. Maybe just to clarify because we know that it can 

be done with various sections in the Act. But just to clarify the different 

positions? 15 

CHAIRPERSON:    Mr Ngobeni, are you talking about the moratorium on the 

issuing of operating licences? 

MS ROBBINAAR:    I think planning authorities are allowed to set moratoriums. 

I can’t speak for every 29 municipalities, but there are instances if routes are 

saturated where the supply obviously outweighs the demand that they do place 20 

moratoriums. I am only aware of George municipality that has placed a 

moratorium on operating licence applications, that the council is reconsidering 

whether the moratorium be uplifted based on the recent surveys done. I am not 

aware of the City of Cape Town having a moratorium or any other municipalities 
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at this point. But we could provide a written submission in terms of this question 

with regards to the specifics of every municipality. 

MR NGOBENI:    So, the only one that you are currently aware of would be the 

George one and you are saying that you can’t confirm but it may be under a 

review of some sort. 5 

MS  RIBBONAAR:    I can confirm that it is under review Chair.  

MR NGOBENI:    And then maybe just to get the specific, what was the 

motivation there? Was it mainly around as we understand it, around the BRT 

issues or are there other issues taken into account on the imposition of the 

moratorium? 10 

MR COLLINS:    Chairperson, what we do and what we must do as responsible 

government is consistently look at demand and supply. So, whether you are 

implementing a BRT type service or not, that does not stop you from constantly 

testing demand and supply. So, what is the demand for movement, what is the 

current supply and if there is a need like in the case of George we do look at it 15 

in terms of network planning. So, we do surveys in terms of network planning. If 

we see that through via the network planning look to planning additional 

operating licences. Sao, it is something that must be constantly done and it is 

not necessarily as a result of anything happening. It is just constant demand 

and supply surveying. 20 

MR NGOBENI:   Thank you, and just on m and I think on slide 28, I am going to 

come back to a couple of issues that I have jumped. You have mentioned in the 

paragraph where you deal with the minibus taxi industry and you then talk about 
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the lack of trust for government. In this you are referring to the lack of trust by 

the industry itself, will that be a correct assumption? 

MS  RIBBONAAR:    Chairperson, as the presenter had in his presentation, it 

took us 3 years to negotiate the contacts in George for the Go-Bus Service in 

George. And based on that extensive process that there was issue of mistrust 5 

by industry to government. 

MR NGOBENI:    And why is that because I am just trying to understand the 

source of the mistrust. I don’t want to you know because you were involved in 

the process maybe you can shed some light as to where that is coming from. 

And I will tell you why I am asking. I am asking this question because you see 10 

government has various plans and policies in mind to transform the industry, 

that is the word that you used. But then the question is whether or not you don’t 

think that the industry is ready to embrace some of the policies and plans that 

you have in mind? And in answering the question, if you can just shed some 

light with us as to what is the source of this mistrust that you talk about between 15 

government and the industry? 

MR COLLINS:    I think the mistrust is based in the difference in the operating 

model that government came to the table with. So, issues of transfers as just 

one example where you would have a particular mode, let’s say the 

conventional bus driving in what is referred to as a trunk route and minibus taxis 20 

feeding that. So, in terms of the minibus taxi operating model, although it is 

done, it is not classified as a transfer. So, when you change the way industry 

has done business to where we are moving forward in terms of our planning, it 

takes quite a lot of convincing because it is so different. And I think that is where 
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the basis of mistrust came in is that the industry rightly so felt that their way of 

doing business worked. And it was incumbent on us to show that there were 

quality issues, there were reliability issues with the existing service that they 

were providing and how we would like to support them in this transformation 

process. So, I think it is the difference in the operating model that lent initially, 5 

and what I would really wat to add specifically in the George case. All operators 

were provided with the choices that they would participate in this or not. And 

outside of one operator, and I am talking about legitimate operating licence 

holders, outside of one. There was 99% involvement from the industry  

MR REYNEKE:    Can I just add to that? Let’s call a spade, a spade. If I am a 10 

taxi owner and something has the potential to affect me I am going to be 

worried, I am going to distrust. We see that in various models in South Africa in 

the attorneys profession when they started to change how motor vehicle licence 

claims happened. People get concerned because it is a fundamental shift in the 

way things were done. And so I think if we have to be honest with ourselves, 15 

some of that distrust comes from fear and fear of how livelihoods are going to 

be affected. And if you ask me whether distrust comes from, I would think that 

the deep seated trust comes from fear.  

MR COLLINS:    I just want to add and we have experienced this. Change in 

itself is difficult. Whether change if for the good or the bad that the inherent 20 

aspect of change from what you have been used to, to something being 

introduced to you is a challenge. And I think that is why the aspect as we have 

indicated of fear comes in of the unknown because you don’t know what to 

expect at the end of the day. But I think through change mechanism or change 
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management mechanism, some of these fears and these trust issues should be 

overcome. 

 MR NGOBENI:    I think linked to the question that I posed is the you know, I 

see in your presentation where you have dealt with the key lessons that you 

have learnt from George. You know what I was expecting you to do in order to 5 

deal with that aspect of the fear of the unknowns, the things that you have 

mentioned as the key lessons, I don’t see you addressing the type of things that 

you would have experienced and the type of fear that you have mentioned here 

as being one of the lessons and how you intend to move forward in order to 

address this. So, then don’t explain as part of the things that you have learnt, as 10 

part of the implementation you know the George case study. These are the 

things that you have learnt and these are the things  that were raised by the 

industry and these are the lessons you know, in order to try and allay fears 

because that was just Phase 1 and there are still other phases that are going to 

come. So, that is the context within which I was asking the question. 15 

MS  RIBBONAAR:    Chair, very briefly. We have got an alternative approach. I 

would need at least another 2 hours in terms of how we are mitigating in terms 

of the legislation. For the last 10 years, we have been implementing for 4, but 

the planning and establishment phase for about 6. We have developed an 

alternative approach which we are happy to share with the committee in writing. 20 

But this is based on every lesson what we have learnt in the George model. We 

obviously haven’t expanded, but we have alluded to the fact that there is an 

alternative in our submission. 
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MR NGOBENI:    And then could it be that – because we have noticed what you 

have done. Could it be that some of the concerns that the operators had were 

valid concerns? 

MS  RIBBONAAR:    Chairperson, it is my contention that when it came to the 

change or the transformation of the industry, I believe that stable income, the 5 

benefits of what these VOCs and shareholders experience versus where they 

were is – can be proven and can be shown that there is benefits. So, there is a 

lot of scepticism I think in terms of this contacting with government, but I do 

believe that the benefits outweigh the negatives that may be perceived by the 

industry. 10 

MR REYNEKE:    Can I also ask a question of clarity because I mean, I can 

well imagine if I was on the industry side of the table and government was on 

this other side, there were many concerns. So, through negotiated process we 

addressed every concern with the industry people that we were negotiating with 

and that we had a mandate to negotiate on behalf of the industry or us. So, we 15 

have gone through their concerns and we have sort of tried to address them 

and we have a negotiated contract which if you look at that contract, you will 

see that a lot of it tries to cater for the concerns of that grouping, of that 

industry, of that people who are coming into the system. And so, I want to make 

that point. When you say that if that the concerns were valid, I don’t know what 20 

specific, is there a big concern that you are talking to or is it just all the 

concerns? Because as far as the process is concerned it was specifically to 

address their concerns. And we also had concerns. So, it was a meeting of the 

minds.      



                   CAPETOWN, TUESDAY 20 JUNE 2018 
 
 

 

Page 1 of 230 
 

MR NGOBENI:    I think what I was trying to ask is if one looks at the things that 

you mentioned as policies and plans that you had as government. The question 

there was, why are we not hearing the key lessons that you have learnt as part 

of that process and how you mitigating and dealing with some of those 

concerns. That was the main reason of the question. Because when I look at 5 

the presentation where you have dealt with key lessons, I don’t see you dealing 

with stakeholder engagement and how you know that process might have 

affected some of the plans that you are trying to implement as government  

MS  RIBBONAAR:    Again, I think a lot of your questions will be addressed 

when we submit our alternative approach the we are considering. But as an 10 

example, in the process of negotiation, it wasn’t something only to George, I 

think it was across the country. It was the issue around the duration of the 

contacts with government where the National says the contact term is 12 years, 

the 1st negotiated. And industry at that point felt that they had a lifetime 

business. And we had pains to remind them that the operating licence is valid 15 

for a particular period and it is less than 12 years and it is the right to transport. 

And that is not necessarily a lifetime right. So, that was one of the issues. But 

the issue stemmed from having to relinquish that licence. And as a result, just 

as one of the key lessons, that was where one of the major areas with distrust 

with government was. Just by way of example, in the alternative approach, we 20 

don’t initially address relinquishment at all. We look at introducing services 

outside of the peak without having the industry relinquishing the licence. So, it’s 

a very staged integrated approach to get to what you would consider now as a 

full blown integrated public transport. So, it is taking this not as a bang 

approach, but incrementally. So, everything that we have dealt with, we have a 25 
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step in place. Now, another example it was the ownership of the vehicle. The 

initial model with government is that government had to own. So, we have also 

addressed some alternatives to that in the new approach. Those are just 2 

examples. 

CHAIRPERSON:    Mr Ngobeni how long do you think you still need because I 5 

can only imagine that Mr Lesofe has a couple of questions and my colleagues 

also have some questions and I also do have my own questions and we are 

almost out of time.  

MR NGOBENI:   Yes, and I think just maybe on the question of transformation, 

just one question and then Mr Lesofe will add to it. It is the question of the 10 

evidence we had yesterday on the question of transformation. I think the 

argument from the industry and Mr Lesofe will take this forward, the picture that 

was painted yesterday was not a very good picture. And from the industry side 

after having listened to that evidence; the argument is that the integration that 

government has in mind has sort of like you know it is being referred to as an 15 

integration from being an owner of your own fleet into being an operator of an 

asset owned by government and as a result the argument goes that this is a 

system the facilitates economic exclusion of you know the majority of South 

Africans.  

MS  RIBBONAAR:    If I may, it does stem from the original concern. We don’t 20 

necessarily at this point have the same issue. I don’t want to speak on behalf 

because I am not the contacting authority from Kitrogen perspective, we are 

joint contractor, well; we support the contracting authority in George 

Municipality. Whereas part of the negotiation, the initial fleet was only 
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purchased by government where anything in excess of the initial fleet is now 

purchased by the industry or by the VOC. So, that model has deemed to work 

and I think you have requested submissions from that particular vehicle 

operating company in George and I think they would have painted  a different 

narrative, but I do not think it appropriate to speak on behalf of the City of Cape 5 

Town as the contacting authority was Kidrogen, but we do note the concern 

around vehicle ownership and I think it is – there is debated on national level 

about this and with some mitigations in place. 

CHAIRPERSON:  Ja. If I may just add. So that,  you know we just deal with the 

this aspect of the BRT Model and then move on to other issues and part of the 10 

main issues that we have put up with the BRT Model is that firstly the model or 

in the implementation of the BRT Model in Cape Town.  Minibus taxi operators 

who were placed at a disadvantage in that there was a looming fight of not 

renewing operating, their operating licenses on the BRT Routes.  So that is the 

first issue that has been raised. So, they found themselves having no choice but 15 

to surrender their operating licenses in exchange for compensation which  they 

felt is  inadequate and the model resulted in them being transformed from 

minibus taxi operators into shareholders in Kidrogen.  So that completely 

changed their business model, as a result they find a new model the Kidrogen 

Business Model, unsustainable, because they are now shareholders and they 20 

now have to eke out a living from dividends which are declared by the company, 

such that currently the company is declaring dividends on a monthly  basis such 

that those dividends are just dividends in name, but in actual fact it is a salary 

which they are getting from the company. So, that is the first – that is the first 

issue.  The second issue which has been raised is that the BRT Model itself, is 25 
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inappropriate  for the city and this issue has also been raised by my bus 

operators,  as well.  The commuter bus operators that the model is actually 

inappropriate for the city, because it is a model that was based on the 

Bogota City in Columbia and that Bogota Model is actually predicated on 

shorter distances and here,  because of, obviously the special geography 5 

issues. The distances here tend to be vaster that  you had in Columbia such 

that in the BRC busses we have passengers, commuters having to stand or sit 

for, on a bus,  on long distances. Which is completely, so we have heard, 

inappropriate.  Then - the other aspect which has been and I think it is a source 

of anxiety for us which has been raised.  Is that the minibus taxi operators have 10 

been take out of the industry, for temporary period, which is 12 years, which is 

the duration of the contract and they have been in the industry for years and 

they are taking out of the industry provided with a 12 year contract. I think the 

source of anxiety for us, because this has been raised is: what happens after 12 

years and we have been told you have also raised the issues as well. The 15 

contract will go out on tender. Which creates uncertainty for them, because they 

have been taken out of the industry and then put into a precarious financial 

model, which is temporary. So, in addition to the issues that Mr Ngobeni has 

raised around the business model itself not empowering them, because they 

are just essentially a - a management company which in fact does no 20 

management. That is what they told us, although they are a management 

company, but in actual fact they do not do any management. The city itself is - it 

is running the show.  So, it looks like there are various complexities associated 

with the BRC Model. Which has been raised with us, except that you are not the 

contracting authority, but as the Provincial Government.  I mean you have to 25 

https://www.google.co.za/search?q=bogota+city+in+Columbia&spell=1&sa=X&ved=0ahUKEwig94fGye7bAhWcF8AKHVw3AeQQkeECCCUoAA
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work together with the city, as part of this notion of integrated transport   

planning. So, we cannot have two spheres of government where have this – the 

right hand not knowing what the left hand is doing. 

MR COLLINS:  What do you mean the spot there you have,  Chair. Look, it is 

very very very difficult for us to comment on the – of the issues of Kidrogen 5 

versus the City of Cape Town, because we are not involved in the day-to-day 

operations between Kidrogen and the City of Cape Town. So, I am loath to go 

there.  What we are involved with in a day-to-day basis is in the George, the 

Go-George System. Now we can speak to that in the Go-George area. Which 

we will do when I pass over to my in a bid for her to speak about that. Look 10 

there are various debates as to whether BRT is appropriate or not, in Metro 

context versus smaller areas like George et cetera and so forth and there are 

various debates the appropriateness of busses given that the average distance 

within Bogota is around about seven kilometers, if my memory serves me. 

Whereas the average kilometers or the average distance travelled within the 15 

Metro is something 20, 22, 26 or something kilometers. So, this is -  the 

appropriateness of the busses is something that I think that maybe you should 

address for the city of  Cape Town rather  than us and we will deal with the 

George [indistinct]. I think the important point to ask is; when we  talk about free 

market – a free market economy. So, let us ask the question, because it is a 20 

debateable thing. Here we talk about public  transport.  There should have been 

a free market economy. There should be something where it is regulated and 

controlled. Now, in the South African context a free market economy, within 

public transport, anybody can just go on particular route. Has the potential to be 

a catastrophic event, in my view, because too much people on a route. There is 25 
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not going to be enough money, for everyone on that route and for a land up, as  

have been – has been seen. When people come onto particular routes that is in 

conflict with other interest on the same route,  that violence has happened. So, 

I think we need to start there now. When the question is asked about an 

operating license and the threat of the license not being renewed. So, they are 5 

forced into the system. The other part of that point is exactly the question you 

raised. That the company itself does not have that guarantee as well. No one 

has that guarantee.  So, it is a guarantee of operating public transport is not a 

lifelong right. It is on needs basis.  You have to look at the needs of  particular 

routes and applications happen and I think that is where the legislation has 10 

moved to. The legislation has moved to saying that: Listen every couple of 

years you have to reapply for a license. Whether it is an operating company or 

whether it is the industry member. So, those complaining, for example that  

listen: You know if we had to go into the system – we lose operating. If we did 

not go into the system we lose operating license, but going into the system you 15 

still have to apply. The company still has to apply, as well, and tender for 

operating contracts. The difference is, is that you have now combined the 

resources within the industry and given them bigger bargaining power. There is 

economies of scale and the opportunities to  tender for bigger work.  So, we can 

have these debates. It is a complicated issue but I just wanted to make a point  20 

that the right is not here and the right is not – the right is neither place.  It  is not 

as an individual operator neither  does the right vest with the company. So, 

there is equality on that level. I just had to make that point.  

MS RIBBONAAR:  Chairperson, if I may add.  I think that is exactly in line with 

the two questions posed the appropriateness of the  BRT Model. The City of 25 
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Cape Town, I am convinced will give you extensive responses around the 

operational model, but the principals has been set by National, but how to 

empower and go about. So  in George, by way of example, and I may get  the 

figure slightly wrong. So it is approximate, roughly 400, rounding  the number 

off, employees that are also, half of them are fielders. So they are employees 5 

and fielders and run by those employees, exclusively  members,  with the 

exclusion of about 6 to 10, at max, service providers that assist. So that industry 

that is now a transformed business is managing a scheduled public transport 

service. So, the model was not to, you know take industry and formalise them 

and leave them. There was extensive empowerment. There is extensive 10 

trading. There is still extensive investment from government in terms of these 

VOC’s which is the responsible thing to do. It is a hand-holding-partnership 

model. 

MR NGOBENI:  M’am, just a follow-up on that. We of course speak through 

some of the shareholders in  [indistinct] also get the experience, I think, but I 15 

think are so far from they have received. I think people are slightly [indistinct]. 

You know, accept maybe ordinary people that were possibly a driver that is now 

incorporated those might have benefitted,  but those that had a share might 

have their [indistinct], but I think we will clarify – we will clarify that. Ii think in 

terms of the Go-George, I think agreement itself. I think there are things that the 20 

department was supposed to do and you started about it now, in terms of 

capacitive building, ensuring that they manage and everything else. I think it is 

provided for in the contract. I just want to get a sense. In this foyers of 

operation, whether you have done some kind of an evaluation and see whether 

- what you have envisaged to happen in the [indistinct] is actually happening 25 
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because that would go into Mr Ngobeni’s question about the lessons learned 

and how you are going to refine as you implement. So, I think it is something 

that you possibly need to allay fears as you want to roll. You know, whether is 

there is an actual benefit and there is an impact study  and you have spoken to 

some of the guys that have incorporated. So, I think at the moment there is still -  5 

seem to be something maybe is not  - is not yet very – you know very very very 

clear. So, I think I just want your response to that 

CHAIRPERSON:  If I can just add, before you respond. One of the things that 

comes out very clearly in the submission is the fact there are funding 

constraints.  Right, in terms of the BRT and there is an intention to roll it out. So, 10 

as much as it has been implemented as a lighter version of the BRT as we 

know it for a [indistinct] of interest actually this means, but [indistinct] the 

submission I think that the line comes through is that there are funding 

constraints.  So, I would like you to just deal with that as well in terms of the 

lessons learned. How you intend on addressing that specifically.  15 

MS RIBBONAAR:  Thank you, Chair. Do you – just in terms of reflecting on 

after four years worth of operations, you know.  Have we met the principles we 

have set out to meet and I want to argue and say very confidently, here. Have 

we transformed? Have we empowered the – and I can only but speak for the 

Go-George System, because we support the contacting authority. We have an 20 

intergovernmental agreement between ourselves and George Municipality, as 

well as a finance agreement that we allude to in the submission. So, we play a 

very active operational role in George. If I look at the numbers and I am not 

going to quote them. I have got colleagues that can assess in terms of  the 
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growth  in passengers. It has been bigger than what we have initially thought 

that we would get.  There has – if  I look at the annual financial statements of 

the company year on year. I think that in terms of a going concern they are 

doing exceptionally well. They have just purchased their own fleet as well. So 

they are now – after we had a prohibition in terms of the company doing work 5 

outside of the commuters service [indistinct] I think it was the initial two years. 

So they are now able to tender for other work, which they are in the process of 

doing. So, from a company perspective an empowerment perspective I think 

that we have ticked the boxes that we had originally set out to tick. From  - are 

the guys better off or worse off. If one looks it from a monetary perspective I 10 

cannot see how they would be worse off than the original model. I would – 

somebody would have to substantiate that, because I believe on looking at 

individual operator or shareholder level. The guys noting too that in George the 

majority of operating license holders was one operating license holder per 

operator. I think it was a 70/30% ratio. Where only 30% of the guys had more 15 

than one operating license.  I think a lot of the  disgruntled grouping are groups 

of people that do not have valid operating licenses.  I think there need to be a 

distinction made between those groups. So we have painstakingly in the, in a 

two year appeals process try to ensure that we have brought in anybody that 

may have been excluded and we – I cannot necessarily at this point give you 20 

the exact figure, but we had introduced, I think more than a 100 operating 

licenses in addition to what we started off with, to ensure that nobody was 

erroneously left out. So, we went through appeals processes. There was even a 

mediation done, through the National Department of Transport to look at the 
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fairness of our process and our model, from a compensation perspective and a 

negation perspective and an empowerment perspective.  

 CHAIRPERSON:   And Mr Lesofe. 

MR LESOFE:  Chair, panel members, I have still stolen from her plate.  I have  

no  question. Just – just one question, Chair, and I think maybe just to 5 

understand and I understand that you are still going to give us documents in 

that regard. Did I understand you correctly to be saying that the current model 

that you are thinking about is a model that is going to be tailored around issues 

where you not necessarily going to be asking the operators to relinquish their 

operating licenses. Would that be a correct – you know – a summary of – 10 

because that will be completely different from the initial model which was 

implemented  in George where you asked operators to relinquish their operating 

licenses. So, from what I am hearing you are saying is that what you currently 

considering is the department is a model that is completely different from the 

previous model.  15 

MS RIBBONAAR:  Chairperson, thank you  for that. Now, I need to get back to 

the finding and if I have just looked at my notes I will do that. The model we are 

looking at is alternative ways of implementing IBTM’s and what we are looking 

at is doing this incrementally. So where the George Model or any of the big 

Metro’s, where they have implemented you to participate as an operator you 20 

need to relinquish your license. But now based on the issues of mistrust, we are 

looking at – as an example initially we will not do anything with peak services, 

one of the issues commuters have is off peak. The minibus taxi industry 

generally will only drive where there is demand.  So we are looking at the space 
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between the two peak periods.  So off peak services. Where there is still need   

to get from point A to B, but the demand is not so and to look at introducing 

contacts in that off peak to see what it is to run sort of scheduled services, but 

there would be no need to religious a license. We are looking at the model of 

also establishing and  is almost an association based company. So, there is lots 5 

of alternatives we are looking at and I think the documentation that we will 

provide will speak to that and links into the question posed around the financial 

sustainability. The public transport strategy initially done in 2007. The action 

planned by National Department of Transport had punted this particular models 

and they had highlighted, I think at that stage it was 12 cities that would be 10 

considered for funding for implementation of these IRT’s, BRT’s at the time. 

Now, we at George Municipality was originally not identified as one and through 

extensive application and processes over two years we managed to become 

the 13th city, but if I look at envelope of the actual grant at this stage and what 

these IPTN’s cost. I am not seeing the ability of other municipalities to access 15 

that particular grant, in the short to medium term and therefore I think it is 

incumbent  on us and what we are doing as a provincial department of transport 

is looking at alternative methods of implementing this at a lower cost, because 

the under investment in public transport over the years has  alluded during the 

presentation does necessitate quite substantial investment now from 20 

government.  So, that is why we are looking for alternative approaches.  

MR NGOBENI:  Ja and just one – ja and just one question from my side. I think 

the National SANTACO in their presentation in Johannesburg mentioned that 

they are kind of happy with  Western Cape pre, in terms of the processing of 

operating licenses, but I just want to get a sense from you. Do you currently 25 
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have any – what is the extent of backlogs in terms of operating licenses for 

minibus taxis and can you also confirm whether you are using the system that 

has been developed by National Government or you are  using you own system 

and just indicate what are the differences with those two systems. 

MR LESOFE:   Ja, if I may add just on this question on operating licenses. 5 

Although the National minor body of SANTACO I think general said that they 

are satisfied with or impressed with the Western Cape, but the provincial 

structures told us a different, painted a different picture yesterday. The 

provincial structures in the minibus taxi industry.  In fact they said to us that they 

are in fact experiencing a challenges and delays in terms of the issuing of 10 

operating licenses and particularly to the minibus taxi industry and there is a 

perception that there appears to be a prioritisation of operating licenses for 

commuter bus operators.  So in responding to the question, if you could just 

also explain whether there is any differential treatment in terms of the 

processing of operating licenses for the minibus taxi industry viz a vie the 15 

processing of  operating licenses for commuter bus operators.  

MALE  SPEAKER 1:   Can I just add to that question, because that is what we 

understood from the presentation – your presentation as articulated by 

Mr Collins. 

 20 

MR REYNEKE:  Thank you, sir.  This is a tricky  one because as far as I am 

aware and on the last report from the [indistinct] to me. There were no backlogs, 

as far as – but I am very very happy to go and check and make sure that we still 

have no backlogs. As far as I am aware we were the fastest  province. We have 
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90 days in terms of legislation to put the operating license – to grant the 

operating licence. We are between 45 and 50 days. So, I will say that there may 

be an issue with one license or so forth, but we are always  willing if there are 

any hiccups with regards to a particular license or so that they – everyone is 

willing  or  I mean they can contact us and we address it. When we do get 5 

complaints, because we do, now and again and there are holdups with regards 

to a particular license for some or other reason. We address that complaint and 

we deal with that complaint as it happens, but as a general rule we do not have 

any – any backlogs as on the last report to me, but I will go and verify it today 

and I will send a note just to confirm that point. With regards to the system. The 10 

national system [indistinct] is a very  antiquated system. It is problematic, 

because when you start to – when you ask questions, for example when 

introducing an IPTN in the George area, getting the actual data of operating 

licenses in the area and  so forth is a very very very time consuming labour  

intensive approach. The new model that we are moving towards in the Western 15 

Cape is introduction of a seamless system that will make applications much 

easier for the operator  and allow for easier access to information needed.  In 

the Western Cape we are in the process of developing what is called what is 

called a transport hub and that hub is a – is central point in which we want to 

put as much data in from all sources so that things are seamless and one of the 20 

elements of getting this data upon board is to ensure that our systems at the 

PRE and at the Registrar is updated and much more fluid and easier for 

everyone to use.  So, that is the answer with regards to the backlogs and with 

regards to the system as with regards to contracting authorities or contract it 

services versus – what is the word, unscheduled?  25 
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MR COLLINS:  Ja, unscheduled. 

MR REYNEKE:  Unscheduled minibus taxi services. The process is slightly 

different and only in the sense that there is a letter required from the person 

contracting when the application is  put in. So, in other words if a bus service 

applies for it  - we as contracting authority needs to give a letter to ensure that 5 

the contract him, but as far preferential treatment is concerned. I know of no 

such preferential treatment, it follows the same process and other than for that – 

that requirement, there is no difference.  

CHAIRPERSON:   Ja, perhaps a last question for you to have. Okay. You can 

go …[indistinct] 10 

MS RIBBONAAR:   The first question I have is in relation to the likely approach  

of the province towards the [indistinct] of the current subsidies that are in place 

and I am asking this because I think in your presentation you refer to the need 

to have a subsidy that takes into account the most effective mode of transport, 

which I assume is user based and you also mentioned that there will still be a 15 

need to have operational subsidies  in place. So, I just wanted to have a sense 

of  what the thinking is in terms of  subsidies going forward, taking into account 

the different moods but also what is currently in place. 

CHAIRPERSON:   Can I just add to that question, because that is what we 

understood from the presentation – your presentation as articulated by 20 

Mr Collins that the prioritisation in terms of subsidies looks at the most optimal  

mode which my colleague says our assumption is that then  that is user based 

or ought to be user based and what the figures indicate is that the national 

household consumer service as well as other data that we have received is that  
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the minibus taxi industry is by far the largest in terms of  market share.  In terms 

of commuter usage.  Which presupposes that it is the most – in terms of 

utilisation  is the most – there is optimum utilisation of that industry and yet 

there is no roll out of a subsidy  regime to the industry and your presentation as 

articulated by Mr Collins acknowledges that subsidies are a very crucial 5 

component of a public passenger transport system in order to maintain 

affordability, especially in the light of the issues that you have correctly raised 

relating to  special planning and distances between commuters and as well as 

places of  works.  

MS RIBBONAAR:  Chairperson, thanks for that. I think the idea I am – what we 10 

have developed as provincial department is what is called our provincial 

transport sustainable program and that is the documentation that I will be 

sharing with you around the alternative model. So, we do not look at an area 

and  you know have blanket approach. So what we are doing in the City of 

Cape Town as your BRT Model may not be appropriate in Beaufort West, in this 15 

province.  So, we look at the geographical area, the issues, the needs and what 

would be the best approach. So, yes we agree that the subsidisation  is 

something that is exceptionally important. Not only for affordability but the 

quality of the service. You know, that is another aspect  that we need to – to 

make sure we tick that box. So, reliability, affordability, all of those things. 20 

Safety being a very big element as well and as part of this context specific 

implementation. We profile municipalities around issues and needs so what 

would we implement as a service.  Looking at the most efficient way forward. 

Catering for the need of the passenger, the affordability and the subsidy 

required. So, we are busy rolling that planning process and the intention is to do 25 



                   CAPETOWN, TUESDAY 20 JUNE 2018 
 
 

 

Page 1 of 230 
 

proof of concept, if not in this financial year, in the new financial year coming 

and that is when we will be able to – you know provide the committee with the  

proof of concept of what we are aiming to implement as an alternative.  So, we 

have got the program. We are busy with the planning. We have looked at the 

sort of subsidy requirements across the province et cetera. 5 

MR COLLINS:   Can I  just – can I just add to that, because I just want to 

contextualise that, because as, Ms Ribbonaar,  said earlier you are sitting with a 

Metro that has the capacity to do things then you are sitting with the smaller 

areas. The smaller municipalities that  do not necessarily have the capacity to 

do it. So, as the law currently stands, we cannot go and implement any  IPT 10 

ends in a particular municipal area. Although the law is in the process being  

changed and allowing us to be contracting authorities. So, what we do and what 

Ms Ribbonaar says let us call it within the context of the smaller areas.. The 

smaller municipalities and it is under our mandate of capacitaton. So when – if 

we are going to look at municipality x, for example we cannot do it in isolation 15 

without the municipality. It will be handled in partnership within a particular 

municipality to implement a particular solution and that solution must be tailored 

to the problems in that area, in that  geographical area.  So, we can call it what 

we want. We can call it subsidy. We can call it help. We can call it assistance, 

but there is a preconisation – recognition that we have to assist the industry and 20 

look at all moulds to make public transport better. How we go about in 

municipality X versus municipality Y.  Will depend on the problems within the 

municipality X and the problems in municipality Y, because one size fits all. 

Does not work.  
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MS RIBBONAAR:  Just on comment on what you just said, right but I am not 

asking for a response because I have a specific question that would like a 

response to.  I you are saying that you are looking at the differences between 

the different municipalities and therefore whatever [indistinct] would be informed 

by  that. Is it not in away also encouraging the differences in terms of  5 

implementation that we see, not only in municipalities but also across the 

[indistinct] of government, because this is one of issues that has been raised 

that there is a – what is it? Confusion or at least this how people see it from 

outside of government, because if you go to one municipality  we have had 

different experience. You go to a different province you have a different 10 

experience and that is just something to think about, but I am not asking for a 

response.  The question that I specifically would like to ask is in relation to 

George and this is the way you said, in your submission, there are meter taxis, 

without meters that operate in the city and those have not been affected 

implementation of the BRC, but the intention is to incorporate them in the long 15 

term into what is currently being implemented in George. I just wanted you to 

elaborate that, so that I am clear in terms of what you mean. First in terms of 

the meter taxis that you are referring to but also in terms of how they will be 

incorporated going forward into what has been implemented in that municipality. 

So the meter taxi type. So they do not have meters. So, we call them meter taxi 20 

type. So this is – are largely focus on the sort of chartered  space. They do trips 

between the airport and the hotels et cetera and it is the intention – introduce 

them into the planning and look at possible alternatives for use services, in 

terms of demand response diarised type of situation, not with the existing fleet 

that they offer, but you know looking at assisting in terms of recapitalisation of 25 
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their fleet and that.  So, that is the is – the intention is to not exclude but  and 

there have been incorporated in to the planning.  

MR NGOBENI:   Ja, just one last question related to that.  It is just a broad 

question about  to,  relating to Meter Taxi Services versus E-Hailing Services 

and this is one of the issues that has generate a lot of debate in this inquiry  5 

from various stake holders. I think we – I just want to understand how, as the 

province  you are managing the regulatory issues, because what we have been 

told is that  – by the – both the National Department of Transport as well as the 

Gauteng Provincial Department of Transport that there is currently a regulatory 

lacuna in the current legislative framework in respect of  E-Hailing Services  and 10 

the Gauteng Provincial Department of Transport has dealt with this lacuna is by 

way of issuing meter taxi operating licenses and to some extent the charter 

operating licenses to the E-Hailing Services operators and on the one hand  the 

meter taxi industry in is actually saying that is not an adequate mechanism of 

dealing with the matter, because they are operating permits, that is the meter 15 

taxi industry seem to be configured differently  or structured differently from the 

operating licenses which are issued to E-Hailing Services operators, for 

instances they have raised the issue of their operating licenses requiring them 

to have a meter installed and they have also said that their operating licenses 

require them to operate on a rank based model, which does not seem to be the 20 

case in the – with the operating, I mean licenses issued to the E-Hailing 

Services operators.  So, we just want to get a sense of  - we understand that 

there is a bill currently in the NCOP to try and plant this [indistinct] but currently 

how is the matter being regulated and managed in this province.  
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MR REYNEKE:  Okay Chris. Sorry, that is an extremely difficult area within the 

whole of South Africa, at the moment and that is just because the actual – the 

regional legislation when it was designed had not thought that there would be 

this technology coming in and dealing with it. So, specifically it started to look at 

technology that existed at the time and that technology that existed at the time 5 

was meters in vehicles. So, you will find conditions in the meter taxi licenses 

that talk to this technology. The bill itself, tries to do away with it. The bill itself 

caters for the new technology and talks about the meter taxi license  as the 

National Transport Amendment Bill,  that talks about meter taxi licenses and/or 

the sealed meter. Now, the difficulty that we have is we need a system that 10 

protects the commuter.  So, if a commuter is sitting in the back seat of a meter 

taxi. Whether on the UBE App or not on the UBE App. The commuter must be 

able to see  that they are not being cheated. So, they can see this running 

meter. The sealed meter that is approved meter and can see the price they are 

tracking or alternatively on their phone they have some sort of mechanism to 15 

monitor – to monitor the cost. Now this raises a whole lot of issues, at the 

moment, because one can start to ask the question: What are the rules relating 

to this App, because it is one thing that you can see it on a phone, but can 

someone in the back office just add an extra R100,00 onto your bill when and 

how they want? So, there is a lot of regulation that needs to take place and 20 

unfortunately the only way to do this is through a regulation.  The bill -  the 

National Bill tries to  achieve this as  a Western Cape, we were also working on 

a provincial transport law in order to address this problem. The thing that we 

have to understand is that we cannot be talking fish and then talking and they 

are talking meat. We need to make sure  that our legislation and their legislation 25 
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talk to one another, that there is a consistent approach when it comes to meter 

taxi industry. As to how we tackle it now, from a regulatory perspective and from 

a taxi perspective, let us put it that way. If we find anyone without an operating 

license, on a particular route, the vehicle will be impounded. That is how it 

operates and we treat people whether they are a meter taxi. Whether they are 5 

UBE. Whether they are taxi five, whatever thing – we treat everyone equally. Do 

you have your license? Do you not have your license? Unfortunately with the 

lacuna in our law the debate goes that you can actually, in terms of law, have a 

meter taxi or a chartered license dealing with this – with – you know in order to 

run the service.  We as the Western Cape Government do not have the power 10 

to overrule that law.  Only an amendment bill or an act has the power to change 

that. I cannot issue any directives that make something contrary to the law. So, 

at this point in time the only way we can address it is in  consultation with these 

companies and through a process of making them understand that this is where 

the legislation is moving to. That meter taxi licenses is the licenses that should 15 

be used in – on these Apps and that consultation and discussions are 

continuously under way. 

CHAIRPERSON:  Ja, thank you, thank you very much for your very detailed 

and a very helpful presentation, Mr Collins, Ms Ribbonaar and  Mr Reyneke. I 

think your presentation was quite informative. There will certainly be a need to 20 

take up other issues which we could not cover in view of time constraints. There 

will certainly be a follow-up engagement, with yourselves, but we would like to 

thank you very much for your time and for a very detailed presentation. You are 

excused. Thank you, thank you, very much.  
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MR COLLINS:  Thank you sir from the Department of the Western Cape 

Transport and Public Works, Western Cape. We also would like thank the 

Commission for inviting us and we avail ourselves whenever you need us to be 

available. 

CHAIRPERSON:  Thank you.  Ja, we will take a very short adjournment for 5 

5 minutes and we will be back after 5 minutes to then receive a presentation 

from Mr Hendrik Phillips and Mr Cornelius [indistinct]. So we will take a 5 minute 

adjournment. 

MEETING ADJOURNS   

10 
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Session 2 

 

CHAIRPERSON:   Welcome back, we now resume with the hearing.  We will 

now receive a presentation from Mr Hendrick Philips as well as Mr Cornelius 5 

Esau.  Welcome gentlemen to the enquiry.  If you could please switch on the 

mic and just state your full names and surname for the record? 

MR PHILIPS: I am Hendrick Philips of the George Taxi Association. 

MR ESAU:  Good morning Chairperson, I am Cornelius Esau from George. 

CHAIRPERSON:  Thank you there should be a piece of paper in front of you.  10 

You may take the oath or the affirmation, you can start Mr Esau? 

MR ESAU:  I Cornelius Esau, swear that the evidence that I shall give, shall be 

the truth, the whole truth and nothing but the truth, so help me God. 

CHAIRPERSON:  Thank you.   

MR PHILIPS:  I Hendrick Philips, swear that the evidence that I shall give, shall 15 

be the truth, the whole truth and nothing but the truth, so help me God. 

CHAIRPERSON: Thank you.  I think let’s start with Mr Esau.  You can go ahead 

in terms of outlining the key issues that you wish to highlight to the enquiry. 

MR ESAU:  Good morning, I greet the Chairperson of this hearing, 

Commissioners of the Competition Commission participants and guests.  20 

Chairperson before I give you an outlay of the issues that I wish to address in 

my presentation here today, there is just one thing I need to do as coming from 
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George.  I just want today here, acknowledge Mr Skumbuzo Mini, the 

Chairperson of Ncwedo who was killed in a hail of bullets 18 to his torso and his 

face in protecting the taxi industry in George.  Today my presentation is in 

honour of this very important person that died for us to get an opportunity to 

actually voice our dissatisfaction with what happened in George, thank you for 5 

that.   

Chairperson to start off, I will deal with main factors that hinders the growth and 

the competition in the taxi industry in George and let me say, my presentation 

would be contextualised or use the George context all of it, because that is our 

experience Chairman if that is not a problem. 10 

Then also the existing bottlenecks for transformation that is the value chain.  

How meaningful participation of historical disadvantaged can be achieved and 

then I want to comment on the state of competition between the three modes of 

land based passenger transport and then on the implementation of the bus 

rapid transit system and its effects on the renewal or application of operating 15 

licences. 

To start off Chairman, I want to deal with the main factors that hindered growth 

and competition in the taxi industry in George.  I want to use Mr Karl Reynecke 

who just spoke here his words in addressing you today, let’s call a spade a 

spade and let us not deal with the truth sparingly or fearfully. The one very 20 

important aspect that hinders growth in the taxi industry is the abuse and 

misleading tactics employed by the provincial government of the Western Cape 

in George to suit their own political or ulterior agenda.  They abuse and mislead 



                   CAPETOWN, TUESDAY 20 JUNE 2018 
 
 

 

Page 1 of 230 
 

or have misled the taxi industry in George in terms of Section 39 of the National 

Land Transport Act of 2009. 

I wish to start off with the agreement between the taxi industry and the 

provincial government signed on the 17th of April 2009.  Contained in this 

agreement and more specifically, Paragraph 8.1.14 thereof, is the intention of 5 

the provincial government very clearly stipulated and it reads as follows, “the 

provincial government signed an agreement, the previous speakers, the 

government that they represent, signed an agreement with the taxi industry 

saying in 8.1.14, they say ensure that the new operating contract will be 

reflected in the public transport plan, an integrated transport plan for the Eden 10 

district municipality as a consequence and this is important Chairperson and as 

a consequence of provincial operating licence board will be required to reject all 

applications for operating licences for services that may operate in competition 

with the subsidised public transport service. 

There was never an issue of the taxi industry fearing change. There was an 15 

agreement signed and at the centre of that agreement, was to prevent the taxi 

industry from competing with the subsidised bus service.  This agreement can 

in no way construed to be in compliance and I will show you why, with the 

NLTA, because the sole purpose of this paragraph, in this agreement and it is 

on their own version, this agreement is to prevent competition. 20 

To go on in a letter dated 12-09-2011, Chairperson in my explanation to 

yourselves, I explained that I wasn’t able to provide the Competition 

Commission with the necessary documents. I wonder if this is an opportune 

time to hand this in. 
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CHAIRPERSON:  Thank you very much Mr Esau. 

MR ESAU:  I wish to apologise for not previously handing that up.  Chairperson 

I want to take you to the first annexure and this is the agreement that was 

signed on the 17th of April 2009 and specifically on Page 10 and 8.1.14, this is 

the passage that I was reading, that is 8.1.14 that is the first paragraph, the first 5 

whole paragraph on Page 10.   

The intention of the provincial government right from the start, when they 

negotiated, they negotiated in bad faith and I will show you how this theme goes 

through all of what they are doing, including the George municipality, that the 

intention of the government right from the start, was to get rid of the taxi industry 10 

and I will show you also today, that in the phases where this bus services rolled 

out, there are no taxis.   

In a letter dated 12-09-2011, that is the second attachment to this document, 

sorry, the third one, no, no the second attachment, a letter stating that the 

provincial operating licence board states in this letter and I just want to tell you 15 

that this is the chairperson of the PRE writing this letter and he is currently still 

the chairperson of the PRE.  He says in 6 thereof, I was explained that 

participation in the project is voluntary and that operators, who choose not to 

enter into the company, will be allowed to operate in competition to the 

subsidised scheduled service. 20 

This is the same government that signed the agreement with the taxi industry 

that there will be no competition.  This is permitted in terms of Section 39 of the 

National Land Transport Act and I want to stop there.  So the provincial 
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government after signing this, they wrote this letter which was contrary to the 

agreement that they signed with the industry.   

I wish to submit Commissioners that this position of the chairperson of the PRE 

came after a moratorium, has already been placed on all new applications for 

operating licence by the George municipality in minutes of an EXCO mayoral 5 

meeting of the George municipality dated 2 November 2009.  On 17 April 2009, 

the provincial government signs an agreement with the taxi industry that there 

will be no competition and then the George municipality 7 months after that, 

decides there will be a moratorium. 

In fact, 3 years after that and I am just trying to show you that there is a line of 10 

how the provincial government negotiated with the George taxi industry.  3 

years after this letter was signed in 2014, the municipality wrote a letter under 

the signature of Mr Zeb van Rooyen, Deputy Director Financial Expenditure and 

it was sent to Mr [Lelani] and Mr [Gobele] and a copy of the letter is also 

attached to this document and they say George municipality and this is 15 

important, for us this is important, George municipality entered into these 

agreements.  They do not specify which agreement.  This to me, means all 

agreements, to prevent minibus taxi operators from carrying on providing public 

transport services that would compete with the Go George system. 

Reading from these documents, it is abundantly clear that the provincial as well 20 

as the George municipality’s main objective, through these negotiations, was to 

get rid and demolish the taxi industry.  They came to the negotiating table with 

one purpose and one purpose only and that is as they say, to prevent minibus 
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taxi operators from carrying on providing public transport services that would 

compete with the Go George system.   

In amplification of what I’m saying, is that the taxi industry no longer operates in 

Phase 1 to Phase 3 in George, there is no taxi. The PRE refuses to renew or 

issue any permit for those phases.  The taxi associations operating in these 5 

phases, has been demolished and totally destabilised with the assistance of the 

provincial government which will be later revealed in the submission of Mr 

Philips 

Commission in conclusion on this point, the provincial government and the 

George municipality, had one goal in their minds and that goal had nothing to 10 

do with the requirements of Section 39 of the NLTA.  The George municipality in 

fact, if you read the EXCO minutes, you will see they take a decision as the 

George municipality and they say, we place a moratorium on permits and then 

the second part of their decision, is to say and there will be an investigation if 

more taxis is needed.  The access, you must conclude before you place a 15 

moratorium.  In my understanding, conclude means you have done research 

and then conclude that there is an over-bearing on one route or all of the routes 

of George or all of the routes in Phase 1 2 and 3, which was never done.  We 

have required proof of this investigation and it never happened.  They are 

unable to do that.   20 

So the point that I am making here today Chairman, is that there is no taxi 

industry in George, I mean there is no future for the taxi industry in George.  

The taxi industry is dying it is on the brink of extinction. If you read the news and 

2 years ago, buses were burnt in George because of unhappiness in the taxi 
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industry.  There were 4 marches by the very same taxi industry against the 

municipality, so why are they marching? They are marching because the truth is 

finally dawning on the taxi industry in George seeing that they are losing their 

livelihood and no one in the new bus system is better off.  That concludes that 

point. 5 

Then Chairperson I want to talk about the existing bottlenecks for 

transformation in the value chain and the first point that I would like to make, is 

the access to subsidies since its establishment as far back as 1972 and even 

further than that, the taxi industry has never been subsidised by government, 

not by the apartheid government, not by this government.  I want to show you 10 

Chairman that I think that the national government by the mouth of the previous 

Minister of Transport, she actually said that we should be proud of this South 

African brand, because this is the only Black owned industry in the whole of 

South Africa, even in the whole of Africa, but it is through this process that this 

provincial government is embarking on, it is standing at the brink of extinction. 15 

So because of the fact that we are not subsidised, it leaves the industry 

vulnerable to any new players in the transport markets.  Now you have listened 

to and I have also sat there and listened to what Mrs [inaudible] was saying, the 

issue of supply and demand.  That was never an issue in George about supply 

and demand.  They just came and took over the taxi industry and now today, 20 

there is no more taxi industry.  There was no question of supply and demand.  

There was never research done, nothing of that was done.  I would be one to 

tell them listen here, bring the proof that in fact, you have investigated supply 

and demand in George. 
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Then the second point Chairman is the access to financing.  The taxi industry 

has forever been exposed to financial hardship because of exploitary practices 

by financiers, causing taxi operators to prematurely leave the industry and be 

subjected to poverty again.  Then also the third point, we are being perceived 

as a very violent industry causing investors to think twice before investing in the 5 

industry.   

Then the next point Chairman is how meaningful participation of historically 

disadvantaged individuals can be achieved in the industry. Chairman once 

again I want to use the example of George. Coming from being an owner, being 

an owner of a taxi and being an owner of a permit, to become a washer of the 10 

buses, if you don’t believe me, you can go to George and speak to these 

people.   

Owning a fleet of taxis and then you become a shareholder which does not 

bring in the financial, the same financial because we were told when these 

people came to the industry, we were told you will be better off.  These industry 15 

people that were in the industry, operators that were in the industry, today are 

crying and it was full in the newspapers, the newspapers in George is full of 

this, that there are operators, shareholders that in fact, they are suffering under 

this new system and I would want to make an example.   

This wasn’t truly explained to you but from a layman’s perspective, I would like 20 

to explain this to you. Imagine you are a taxi operator, you make R40 000 a 

month with your one taxi and your one permit, you make R40 000 a month, you 

go into the system, you buy into the system, you become a shareholder.  Now 

you get R5 500 a month. The difference between R40 000 and R5 500, even 
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though you are no longer paying your taxi, R5 500 who can live with R5 500 if 

you were used to that kind of money?  This is what is actually happening on the 

ground, not in words, it is happening in practice on the ground. 

So it is our opinion that if the concept of George Link and Go George is allowed 

to continue under the very same conditions as currently being employed and 5 

being used throughout the country as a workable solution, then those who 

plotted and planned the demise and downfall of the taxi industry, would have 

succeeded.  It would serve the interests of the poor and marginalised individual 

if this industry is allowed to operate and grow. Access to operating licences 

should be a priority in so far as it relates to the marginalised communities 10 

becoming a part of the industry, because currently in George, there is a 

moratorium, a moratorium coming on from 2009.  So the historically 

disadvantaged people cannot become part of the bus system, because they 

cannot go and apply for a permit for a bus, it is not allowed. 

The state of competition between the three modes of land public transport, 15 

Commissioner, I will comment based on the context.  Currently there is no 

competition with the subsidised bus service nobody competes with Go George, 

because there is a bias, a very clear bias from the local authority as well as 

from the provincial government.  The bias is shown in the actions of the PRE.  

The PRE is not issuing permits for taxis on the same routes that the subsidised 20 

bus service is operating. 

The provincial government started this process by assisting to remove leaders 

that were opposed to their plans. This was their first order of business when 

they came to George, was to remove leaders who opposed their plans to 
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eradicate the industry as you will see in the submission by the chairperson of 

GHV. 

They were ruthless in their actions and even acted in contravention of two court 

orders to achieve this, two high court orders, the provincial government just 

acted in contravention of those orders.  Two industry leaders have already paid 5 

with their lives in this process, I have mentioned one Mr Mini, has died because 

of his fight in George against this thing.  So all is not hunky dory in George, all is 

not well with the transport industry although this idea is contained in the words 

of the provincial government.  The last person Mr Mini, was assassinated in 

cold blood with 18 shots to his face and torso. I was threatened on two 10 

occasions to be killed, cases were laid and here in the provincial government it 

was squashed, but luckily we have a national government, so I went to the 

national government and that is under investigation. 

Long before the implementation of the bus rapid transport system, it was 

already decided that no new applications for operating licences would be 15 

allowed and Mrs Deidre Raubenheiber that just spoke here, is on record in one 

of her documents, she is on record, this woman is on record to say there will be 

no competition. It is not her words it is in black and white that she is on record to 

say there will be no competition with the bus service, that was way even before 

the negotiations started, which leaves me to think this was a blueprint already 20 

being decided on and they came to George and they took away everyone who 

opposed this blueprint, went along with those who supported this blueprint and 

this is what we have today. 
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We have a newspaper here and you will see on the front page, Go George on 

rocky road, these people are not opening this Commission, or they are not 

taking this Commission into their confidence.  They are fighting with the George 

municipality with the officials of the George municipality over control of this Go 

George, so it leaves me to think that what sits behind the actions of the 5 

provincial government and I can only come to one conclusion and that is to get 

rid of the taxi industry, to get rid of a Black owned industry and no, Black people 

are not in control of Go George.  

I would urge this Competition Commission to go and do an investigation at Go 

George itself and see whether this is true that Go George indeed is controlled 10 

by us Blacks.  I’m sorry I am not a racist, but in my understanding, we were the 

ones who were supposed to benefit from this thing, because it was our industry, 

we were supposed to be the ones to benefit from, this, thing and we are not 

benefiting. 

National government has failed us, dismally failed us.  The taxi industry that 15 

was fought for and kept alive from sacrifices and blood of many Black people is 

currently at the point of extinction.  The provincial government has tried to 

convince you through statements that they have gone through in extended 

negotiation process for 11 years and that the negotiations with the industry was 

bona fide and with good intent.  This is not true and I have tried to show you 20 

why this is not true and all the documents are contained in the proof that they 

are lying and not speaking the truth, is contained in these documents. 

Therefore, the new approach, what I tell everybody is, yes, this is a good story, 

but it is not a good story.  If you talk to the people on the ground, not the 
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learned people, not the intellectuals, but if you talk to the people on the ground, 

those whose lives are affected by this thing, you will get a better understanding 

of how this thing has actually taken us back rather than forward. 

Chairman I wish to thank you. I hope that through my presentation, I have shed 

some light on what is happening in George, thank you. 5 

CHAIRPERSON:  Thank you very much Mr Esau. Mr Philips? 

MR PHILIPS: Thank you very much Chairperson.  To me today, it is really a 

privilege to sit on this platform and explain to the people what is happening. I 

have heard those sitting here, I hear Ms Raubenheiber saying that people are 

better off.  How can people be better off?  And they are talking only about 10 

themselves, nobody talks for the community and the other thing is, you come to 

the associations. Okay so let me explain, I am not English speaking, I feel better 

speaking in Afrikaans than English. 

CHAIRPERSON:  Mr Philips, please give our Interpreter an opportunity to 

translate what you are saying. 15 

MR PHILIPS: I would like to tell you Commissioner that the problem actually 

started and it initiates from the fact that the provincial government thinks only 

about themselves. If you were to come back to our municipality, you would find 

that it is all very much centered around them.   

Presently the situation really is that it is a blame game.  The one blames the 20 

other and it goes back to the same thing again. That is why Commissioner I 

have actually brought the newspaper with so that you can clearly read there and 

you can clearly see as well that it describes the rocky start of this whole thing.  
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To put it quite simply, it is completely pathetic how it started and how it was 

implemented from the start.  I myself, personally was one of the first people to 

try and negotiate.  We went to Brazil and we went to Columbia to start the 

negotiations.  That was in 2008.  I hear they are talking about 4 – 5 years.  This 

thing started in 2008 already. 5 

The reason for going there was to try and see how their systems were put 

together and how it all worked and on my return here, they already started 

threatening me. I was actually the one that was blamed at the end of the day.   

I was actually blamed, I was the one that was told I started the violence and I 

will tell you and I also heard what Ms Raubenheiber was saying.  She says they 10 

only negotiate with the permit holders or the stakeholders.  I am the chair of the 

taxi association of George. 

The submission will show you very clearly how it all started, how I was rejected 

from the start. My permit was cancelled for example. I tried my best, I 

persevered and persevered. I even approached the MEC and he was Carlyle in 15 

those days and we were fighting and fighting. It wasn’t physical violence, but in 

a sense of just trying to fight and to persevere and to get this matter solved.  It 

wasn’t really who you approached, it was more the organisation that you were 

approaching. 

Essentially what we need to realise, is that nobody actually approaches the 20 

community it is not done at all.  My question is how is it possible that bus fare is 

more expensive than taxi fare? The tariffs are now presently R12 and if you look 

at it, it is the poorest of the poor that have to pay these exorbitant fees to travel. 

Gardeners are paying R24 to be able to travel. 
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You need to make the comparison between how many people a bus can take 

and how many people a taxi can take.  Taxis can only take 13 passengers at a 

time. A bus load is 80 passengers so if you take the fare and you multiply you 

are actually making R800 per trip. 

My submission is that it is important to note that this document has as its main 5 

purpose, to illustrate how certain processes were manipulated to ensure the 

implementation of a blueprint already designed and approved even before the 

regulation or the taxi industry commenced.  It will provide proof of how the 

George huur motor Vereeniging was destabilised and hijacked to ensure that 

those who oppose this blueprint, be forced out of the system.  It illustrates the 10 

ruthless behaviour of those who had power and who are still in power to ensure 

the safe passage of [inaudible].   

There were two high court orders. The one was from Judge Moosa and the 

other one was from Judge J.N. Louw and even the province was just appalled 

by it and they refused to take action on these court orders. 15 

Robin Carlyle when I spoke to him, he wasn’t actually willing to sort out the 

problems out.  He just gave the blame to his predecessors and said sorry I can’t 

do anything about it, so he wouldn’t act on these two orders.  Even those 

people that weren’t really affiliated properly, they became the executioners of 

the law that was decided upon.  I have got proof that they refused to pay the 20 

annual fees to the associations. 

They decided to then actually give the illegal people their permits and you might 

not be aware of it, but there was also a moratorium placed on this, on the illegal 

extension of permits.  You will see very clearly the Go George situation was 
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basically just forced down people’s throats and they just had to comply with it.  

In 2010, my permit was actually cancelled and there was an absolute refusal for 

me to stay on as chairperson.  Even the court order, even, that they would not 

comply with. 

5 days later they came back and they bring this letter, this letter. It states 5 

withdrawal of letter “Dear Sir, with reference to our letter dated 8 July 2010, 

please note that the order of Justice Louw has been abandoned by the GTA, 

therefore, we no longer have to adhere to it.”    

What happens to the ordinary person if you don’t comply with the court order?  

You go to jail, you absolutely have to do it, you have to adhere to it, but in this 10 

case, it was the association that got the power, they have the power to cancel 

this court order and I wish that Ms Raubenheiber was here to hear this, 

because she said it was by ways of feeling that permits were given. 

CHAIRPERSON: Mr Philips we will certainly- sorry to interrupt you, we will 

certainly take up some of the issues which you yourself as well as Mr Esau 15 

have raised with the provincial department of transport.  If you could just please 

give us an indication as to how long are you going to take with your 

presentation, because I also want to give an opportunity to my colleague to put 

questions to you and Mr Esau because we are due to take a presentation from 

PRASA Western Cape region at 12:30.  So we won’t have sufficient time to ask 20 

you questions. 

MR PHILIPS:  It was my absolute intention to say at this stage, that I want to 

put it to you, you can read through it, this is my entire presentation and 

submission. 
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CHAIRPERSON:  Thank you very much Mr Philips.  At this point, I will hand 

over to the evidence leaders to put questions to you. 

MR NGOBENI:  Thank you Chair I won’t be long, I think Mr Esau the first 

question that I have, is to try and understand – you mentioned in your 

submission that if one looks at Phase 1 up until Phase 3, there are currently no 5 

taxis operating on those routes.  What I’m asking, I am trying to understand if 

what you’re saying, is that everyone else was approached by government at 

that time during negotiations – is your evidence to the effect that everyone has 

opted in into the system and as a result, there are no others from various 

associations who were operating on the route, who now remained in 10 

competition with the current system. 

MR ESAU:  Chairman the situation in George is that yes, most of the operators 

that operated on these routes, have opted into the system.  Just to add to that, 

is that the fact that these people have gone into the system, is now becoming a 

problem for them, those that are in the system currently and there are some of 15 

them that decided of which Mr Philips is one, myself is one and some other 

members as well, contained in the list that we have, who decided not to opt or 

not to go into the system. 

What happened to us Chairman is that our permits got cancelled. Those who 

applied under the leadership of Mr Philips, we were not afforded the opportunity 20 

to apply even for permits, because we were following the leadership of Mr 

Philips in opposing the negotiations conducted by the provincial government.  

So those who did not agree with the provincial government like myself, like Mr 

Philips, like other operators whose permits are cancelled, in fact, is cancelled, 
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that was the way that the provincial government or the PRE dealt with you when 

you opposed their blueprint. 

MR NGOBENI: I just want to understand when you say cancelled, maybe just to 

distinguish, were they cancelled whilst your operating licence was still valid, or 

was it a question of it expires and then you go back and you want a renewal 5 

and they said well they can’t renew because there is a moratorium.  I will tell 

you why I ask that. It is because my understanding is that in terms of the NLTA, 

a licence can only be cancelled when it is dormant, I think they say 180 days. 

So I am trying to understand in your situation, were their licences cancelled or 

was it just a question of them after expiry, they found themselves in a situation 10 

where the PRE just said well, there is a moratorium and they are no longer 

going to renew the licences? 

MR ESAU:  Chairman maybe I used the word cancelled, but what happened 

was if like in Mr Philips’ case, that is why his hand was up, his permit lapsed 

and when he went to the PRE or the offices of the PRE, he was then refused to 15 

renew his permit. 

MR NGOBENI:  Maybe just to follow up there, the moratorium that is there, you 

mentioned the question of the moratorium, is it only in respect of the phases, 

the 3 phases that you have mentioned, or is it in the entire municipality, in the 

entire George municipality? 20 

MR ESAU:  Chairman the moratorium is applicable to the whole of George, 

where the buses are currently, operating and where they are not operating in 

Phase 4 5 and 6, you cannot apply for a permit.  Your business can’t grow you 

cannot go and apply for a permit. 
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MR NGOBENI:  What has been the reason advanced, because there is no BRT 

there.  I am just trying to understand is it a question of moratorium or what sort 

of reasons are being given to members who are applying in those areas where 

the rollout has not yet begun? 

MR ESAU:  One thing about the PRE is that they do not give reasons on paper 5 

for their actions.  What they usually do is, when our members go and apply for a 

permit, even in Phase 4 5 and 6, if they go and apply for a permit, they say well 

go to the municipality and the municipality then tells you listen here, in terms of 

our ITP, integrated transport plan, we cannot issue permits in any area in 

George, we cannot deal with any application in the area of George because our 10 

ITP does not allow that.  To me, that sounds like and this is my opinion, that 

what they are actually saying is that listen, we will give permits to buses but to 

taxis, we won’t give permits. 

MR NGOBENI:  Thank you, just one or two questions, in terms of the operators 

whose permits were not renewed, I am more interested in this group of 15 

operators who were protesting the BRT system, are you able to estimate the 

number of operators who have been affected by this? 

MR ESAU:  Chairperson from our side, it is 84 who opted not to go into the 

system. I cannot speak on behalf of Uncedo, but I have been working closely 

with Uncedo and they will have their chance to speak in front of you, but I have 20 

worked closely with them during our protest against the system and basically all 

of the members of Uncedo, doesn’t want to be part of the system anymore. 

MR NGOBENI:  What are they doing now, these 84, these 84 operators, what 

are they currently doing? 
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MR ESAU:  Some of them are operating illegally, to be honest about that and 

some of them are unemployed like myself. 

MR NGOBENI:  Okay so I have two questions that are linked. The first one is in 

relation to the suitability of the BRT system in George. I think the provincial 

government acknowledges that BRT may not be suitable in all the cities and I 5 

just wanted to get your thoughts in terms of whether you think BRT is suitable in 

George and if not, on what basis? 

MR ESAU:  Chairman the BRT system as it is today, as we speak, I do not 

believe that it can actually be implemented in George. Remember, we as the 

national government and I am saying the national government, we inherited 10 

locations or townships where there was no proper planning.  You have streets 

in George where it is so narrow, that a car on its own can’t, or 2 cars can’t 

properly pass each other.  Now you put in and some of these areas, if you look 

at the tar on the road, is as deep as this right from a planning perspective.  It is 

as deep as this. 15 

You have buses operating in these areas and you can go to the communities of 

Rosemore, Blanco and Pacaltsdorp, you can go to them.  Every Saturday, they 

have a problem with water, their water is cut. Why?  Because of the pressure 

being applied by these buses on these roads and sooner or later, it impacts on 

the infrastructure of these areas.  Now I believe that the George municipality 20 

didn’t go and do their homework properly and say look here, what planning 

requirements do we first need to adhere to before we introduce these buses.  If 

you take these buses into Tembulethu, that is, why you have very strong 

reaction from the community of Tembulethu.   
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What happened in George was and this is very important, what happened in 

George was, hawkers currently are situated around the taxi industry. They 

make their money out of people who uses the taxi industry. What happened in 

George, in the centre of George, suddenly these people were removed, they 

were all removed from the taxi industry, no longer being able to make money 5 

from the taxi industry.  So Chairperson, from a planning perspective, I think this 

system wasn’t well though through, there was no proper planning done, it was 

just simply introduced with great power from the provincial government. 

MR NGOBENI:  Thank you Chair. 

MR LESOFE:  Thank you, I just have one question.  Given that government has 10 

already started introducing this system and it seems as if they are going to roll 

additional phases, I just want your perspective in terms of what would you want 

to see happening, or what is your suggestion going forward, given that 

implementation is currently in place? 

MR ESAU:  Chairperson, this is just my personal opinion. I am of the firm view 15 

that the taxi industry should not be demolished.  There should be no attempt by 

any government to get rid of this Black industry.  I think in George and I am 

speaking in that context, in George there was an attempt by the provincial 

government to get rid of us.  We fought back. I believe that what should happen 

is that there should be proper consultation and proper negotiations with the taxi 20 

industry. 

Bring us back into the powerful position that we were before you came and 

demolished us. Sit down with us, don’t come into our communities or in our 

townships and just implement a bus system which impacts not only on the lives 



                   CAPETOWN, TUESDAY 20 JUNE 2018 
 
 

 

Page 1 of 230 
 

of those drivers and whoever, but it impacts on the lives of the community. 

Properly negotiate this system with the community as well, because they are 

the commuters using the system.  So a model in my opinion, would be one 

where there is proper consultation, not what the provincial government has 

done in George and my presentation before you Chairman, will show that it 5 

wasn’t done properly, so what I would suggest, is that yes, we want to talk, yes 

the taxi industry wants to talk, but we don’t want to be bullied into surrender, 

thank you. 

MR PHILIPS: Can I add to that Chairperson?  There was a question posed to 

Mr Esau about the permits, when were the permits cancelled.  Some of those 10 

permits, they lapsed while we were busy negotiating. I am sitting here with an 

indefinite permit of mine as well.  There are even other permits that don’t need 

letters from the municipality even those were cancelled, so they started here, by 

trying to withhold us to negotiate. 

We know that they are this far, they have spent a lot of money, government has 15 

spent a lot of money and that is what they are crying about.  They should have 

started the thing from the start in the right way, but they didn’t, but there is still a 

light. If they can come back and negotiate with us, even now, there is no mode 

of transport by taxis, only buses.  You see with the strike, those 2 strikes, for 

weeks, there was no transport in George.  Why can’t we come up with the 20 

competition?  They are sitting with names that we gave to them in George.  

Why don’t they use those names or come and sit with us and we can start 

there, because we are not here to come and cut the necks off everyone.  We 



                   CAPETOWN, TUESDAY 20 JUNE 2018 
 
 

 

Page 1 of 230 
 

are sitting here to solve our problems as well, come to us and let us talk about 

it. 

MR NGOBENI:  Thank you, I think I am not answered in terms of my question 

because you are saying you want them to come and talk and you can talk, but I 

think we just want to get a clear picture of what you would require because we 5 

can talk, because yesterday, we got a submission, someone was saying some 

were given R1 Million, R2 Million and all of those kinds of figures, so I just want 

to get clarity, is it the consultation leading towards and what do you want to see 

happening in George as an outcome?  Do you want the taxi industry to keep on 

working to keep operating that is the kind of response I just want to get clarity 10 

on? 

MR ESAU: Okay Chairman let me just respond to that.  I believe that we should 

be allowed the opportunity to compete, that is the taxi industry, to compete with 

the current bus services, but I also think there are other models because in 

terms of the constitution, I am not sure which part of the constitution, but in 15 

terms of the constitution, it is the responsibility of local government to contract 

transport in their specific planning area, so yes, contract us but as competition, 

because we don’t want to lose our permits for 12 years, lose our permits. 

We want to compete, we want the market to be open as a taxi industry, let us 

compete with your subsidised bus system. 20 

MS NONTOMBANA:  The first question is in the previous presentation by the 

provincial government, one of the things that they said, is that the moratorium in 

George is under review and I just want to get a sense of whether you are 
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involved in that, are you even aware that there is a process that they are 

embarking on in terms of reviewing that moratorium? 

Then the second question I have, is that also in their submissions, they refer to 

extensive consultations that have taken place with communities in George and 

also with the minibus taxi operators, which is contrary to your submissions, 5 

because what you are referring to, is that there was a process in place, but it 

seems that that process broke down when they started cancelling or not 

renewing licences, so I just wanted to get a clear sense of what are these 

nature of consultations that took place that you don’t seem to acknowledge? 

MR ESAU: Chairperson in answering this question, I need to be very frank and 10 

very honest.  What has happened with the consultations in George, when you 

have a meeting in town in George, it means that the community, the community 

who is going to either benefit or who are going to be the main users of this 

service, if you have a meeting in town, it means that I need to travel from 

Parkdene for 6 kilometres in the evening and then I have to go back, so what 15 

they tell you is consultation with the community, they call in a meeting in the 

midst of town and then they say there has been consultation with the 

community. 

If you come from Tembulethu, it means you have to travel 7 – 8 kilometres, you 

have to travel to town to be in a consultation meeting.  Who does that?  The 20 

meetings are not kept. I have requested the last time, that the standing 

committee on transport was in George, I requested please why are, you having 

this meeting here amongst the “larnies” why don’t you take this meeting into the 

communities.  Their answer was and Ms Raubenheiber was there, their answer 
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to me was listen here, if we take it out to there, there is going to be a fight and I 

told them that this is a fight that you started, so no, there was no proper 

consultation with the communities. 

MS NONTOMBANA:  But in terms of the minibus taxis specifically, what is the 

nature of the consultation that took place if any? 5 

MR ESAU:  Chairman and this is also where I need to be frank and honest, the 

leaders of the taxi industry then, has in fact sold out the industry in George.  I 

need to be honest about that.  What has happened is, that you take a group of 

leaders and you give them Kentucky and I am sorry I need to be honest about 

that, you take them into a hotel and you give them Kentucky and you give them 10 

brandy and you give them whatever and they sign whatever and you give them 

cell phones from government and they sign.  This is what happened to us 

Chairman, even though we signed an agreement that says those that negotiate, 

should not use the information for their own benefit.  Go to George Mr 

Chairman, those that signed the MOA is the directors of Go George.  Their 15 

salaries is in the vicinity of R60 000 to R80 000 a month. 

Now it is easy to get a settlement if you bribe people in that way, so yes, there 

has been consultation, but that was in breach of a consultation with the taxi 

industry.  One of the leaders that were negotiating in that period, Mr Tom 

Kwebe, was killed because he disagreed with the way how things were done. 20 

The cake is small everybody wants to have a big piece, the biggest piece of the 

cake, that is happened during the negotiations.  That is why we have what we 

have today that Go George is on the rocks.  So yes there was consultation.  If 

they used these beautiful words and say and tell you no there has been 
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consultation and all  of that, I dare them, go to Parkdene, ask them have they 

been in Conville, have they been in Parkdene, have they been in Tembulethu, 

have they been in [Levikum]?  No they haven’t been there.  They haven’t 

consulted with the communities. 

So what they have is a system that was already decided in Cape Town and it 5 

was just given to us and say you either dance with us or you are out of the 

system. 

MS NONTAMBANA: And then on the moratorium as well, just to respond to 

that, yes or no, is it something that you are aware of and are you involved? 

MR ESAU:  Chairperson, no we are not aware of them ever discussing anything 10 

about – and you will hear this from Uncedo because they will also speak here.  

You will hear this from them.  There are no discussions with anyone of us about 

lifting the moratorium.  They say one thing, but actually they mean something 

else and they do something else.  The moratorium was in 2009 2nd of November 

2009, they placed the moratorium, just to take you through it, one of the 15 

questions that the Competition Commission needs to ask them is, have there 

ever been permits issued after the moratorium and yes there have been permits 

issued after the moratorium. 

Why?  The permits were issued to make sure that the numbers of people who 

joined the bus system, is acceptable to national government, so they gave 20 

people who have never been in the taxi industry, have given them permits.  

That is what happened in George. 

CHAIRPERSON:  Mr Philips you can go ahead? 
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MR PHILIPS:  The negotiations simply don’t reach us.  We have just been 

forced out of the system more and more and it is so yes, there was a 

moratorium, but nobody was informed about it whatsoever. Yes the one that is 

being uplifted now won’t reach us, that is why we are also listening to what Ms 

Raubenheiber was saying about the permit holders specifically.   5 

I am sitting here with my own permit here, it, has, expired and will it be renewed 

now by the lifting of the moratorium? 

CHAIRPERSON:  Thank you very much Mr Philips and Mr Esau for a very 

detailed presentation and a very informative presentation. We will certainly take 

up the issues that you have raised with the relevant authorities.  We would like 10 

to thank you for your time, you are excused.   

MR PHILIPS:  Thank you very much. 

CHAIRPERSON: We will now take a submission from PRASA Western Cape 

region.  Welcome Ms Johnny and your team, I will hand over to you Ms Johnny 

just to explain what process you are going to follow. 15 

MS JOHNNY: Thanks Chairperson, thanks again for the opportunity to come 

and present the Metro Rail view in the Western Cape. I think like we said the 

previous time we were in Gauteng, now that the Commission is doing provincial 

public hearings, PRASA’s participation will be by our regional managers from 

the provinces. I have with me here, the team from the Western Cape regional 20 

office of Metro Rail and he will introduce himself. 
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MR WALKER: Good morning Commissioners, as well as members of the 

panel.  I am Richard Walker I am the Regional Manager for the Metro Rail 

Western Cape. 

MR CHINNAPPEN: Good day Commissioners and good day to the panel, my 

name is Eddie Chinipan I am one of the general managers of PRASA based in 5 

the Western Cape. 

CHAIRPERSON: Can you please just spell your surname just for the transcript? 

MR CHINNAPPEN:  C-H-I-N-N-A-P-P-E-N. 

CHAIRPERSON:  Alright thank you, there is a piece of paper or there should be 

in front of you.  You may take the oath or the affirmation. 10 

MR WALKER:  I Richard Walker, swear that the evidence that I shall give, shall 

be the truth, the whole truth and nothing but the truth, so help me God. 

MR CHINNAPPEN:  I Eddie Chinnappen, swear that the evidence that I shall 

give, shall be the truth, the whole truth and nothing but the truth, so help me 

God.  Maybe for the purposes of the Commission, I will not be speaking as 15 

such.  The Regional Manager will be speaking I will be providing support to him. 

CHAIRPERSON:  Thank you very much Mr Chinnappen.  Mr Walker, you may 

go ahead with your presentation? 

MR WALKER:  Good afternoon again, first of all, we have just got a brief 

presentation just to give some orientation as to the region and then we’ve made 20 

a submission and then obviously we are here to basically hear some of the 

questions and respond to some of the questions that the Commission would like 

to put to us. 
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So if we go directly into it, just a summary and fact sheet of the region, we 

operate across 6 municipalities, not just the metro of Cape Town and we cover 

about plus minus 75% of residential areas.  Our fleet requirement to operate our 

schedule, it is supposed to be 88 sets. Our patronage is sitting at about 620 000 

passengers per day.  Market share of about 48% and we also belong to what 5 

we call ISBURG which is an international suburban rail benchmarking group.   

Our asset base, we cover about 123 stations. Our track probably 489 kilometres 

which is basically our- if we basically put our track in a straight line from here, it 

will stretch probably towards Beaufort West, that is the extent of the track we 

cover under Metro Rail jurisdiction.  Our reserve is about 10 400 hectares.  10 

Turnouts and running line 610. We have got about 36 level crossings within the 

metro itself if we include some of the other pedestrian crossings as well as the 

crossings into some of the farms we probably sit at about 70. 

Our demarcated rail reserve is about 320 kilometres, 96 bridges, 19 foot 

bridges, [inaudible] 380 and then we’ve also got the sea wall of about 9 15 

kilometres on the Southern line.   

The next slide is the layout of our network that we service.  Our train services 

operate on the principle that in the morning, all trains would come into Cape 

Town which is on the left hand side and then in the afternoon, all trains will then 

leave Cape Town to the residential areas that we cover. 20 

I am going to start then at the green line at the top. The first section is the 

section running from Esplanade, Ysterplaat via Montevista, Oorstersee and 

then it joins at Bellville and then the other one is the main line, the green section 

which runs then via Elsies Wesco through towards Bellville.  Then it extends 
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beyond obviously to Wellington, Kraaifontein Wellington and on the other end, it 

then goes down to Strand servicing the Strand section.   

Then we’ve got the blue section which basically then is the area central line, 

that is our highest volume corridor and you can see we run it from Cape Town 

via Woltamade Old Mutual then it joins at Langa and the other line, we then run 5 

via Maitland/Pinelands and then it joins at Langa.  That services the community 

of Belhar and it then goes into Bellville.   

Then we’ve got the high volume corridors which is then the lines which then 

service on the blue section Kyalitsha and Mitchells Plein which is the like I said, 

the densified corridors and the corridor where we probably have most of our 10 

travelling commuters. 

Then we’ve got the brown line below that which is the line part of the suburban 

line which is the Cape Flats or part of the Cape Flats line which runs then via 

Lansdowne, Ottery and it joins at Heathfield into the suburban line or the 

Simonstown line and then the red one is the Simonstown one running via Salt 15 

River past Wynberg, then as far as Fish Hoek and Simonstown.  So that is the 

extent of the network that we are operating in the Western Cape.   

Just in terms of our operating environment, we are going to briefly just at a high 

level, touch on some of the issues, but obviously we’ve got serious challenges 

on the rolling stock side in terms of availability.  On the infrastructure side, 20 

obsoletions as well as vandalism which then has a negative impact on our 

ability to operate the train service. 

In terms of rolling stock availability, as I’ve indicated earlier, we need 88 sets to 

operate our train service.  We are currently averaging 51 train sets and out of 
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that, we are running of the 51 that we are operating 37 are running short, which 

obviously presents us with a lot of the challenges that we are currently having 

around the issue of overcrowding and being able to meet the passenger 

demand in the Western Cape. 

Morning peak for the month of May, 35%, afternoon peak 50%, but on average 5 

for the 24 hours, 50% which is way below the target of 85% that we should be 

achieving.  Just the main issue, the main reasons for the delays and the impact 

on the service in the main signals, then Transnet freight rail in the green, 

protection services which is in the blue at the top and then rolling stock and then 

we’ve also got other infrastructure on the telecom side, but most of those is as a 10 

result of vandalism in the system, because for the first 48 hours, the incident will 

be reflected as a security matter if it is an incident of vandalism, but after that, it 

gets transferred to the department which is then responsible for fixing and 

resolving the problem, so therefore the bulk of it, is currently sitting and the 

signals which is then the issue of vandalism in the main, copper theft. 15 

Similarly on the cancellations, rolling stock the biggest contributor and obviously 

out of 88 sets, we are only currently running 51, so the train sets are not there in 

terms of what we are supposed to be offering and providing to the commuters.  

The age in terms of fleet, is also old, so you have a lot of failures in the system 

as well. 20 

I alluded to the fact that we are a member to ISBURG which is an international 

benchmarking organisation, stringent set of criteria, very comprehensive set of 

criteria against which we are measured, operators similar like us in Cape Town, 

Australia, across the North and South America operators as well and just to 
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make the comparison here, Cape Town in terms of fleet, sitting at 41 years in 

terms of the age of our rolling stock.  Now if you look at the red line there, that is 

an indication at the age where other operators actually would retire their fleet 

and replace it and you’re looking on average, some of them as low as 15 years 

they would replace their fleet and we sit with a fleet of already 41 years old. 5 

If we go to the next slide, we can immediately see the impact it then has also on 

performance because that is comparatively then the performance of those 

operators, so we are sitting now again on the other end of the scale where we 

are one of the lowest performers comparatively in terms of also the age of the 

fleet and the blue indicates the previous year of measurement and you can see 10 

for the last measurement, it has actually even gone further down in terms of the 

performance. 

Thanks I am going to leave it at that, I have specifically kept it short, to allow to 

deal more in terms of the questions. 

CHAIRPERSON:  Thank you very much Mr Walker.  I will hand over to the 15 

evidence leaders. 

MR NGOBENI:  Thank you Chair and good afternoon Mr Walker and everyone.  

I think maybe just to start with, I think on slide 7, where you have dealt with the 

performance, I think what I am more interested in there, is what has been the 

effect of this performance in terms of- I think what I am more interested in is, 20 

has it resulted in the decline of, what has been the effect in terms of you have 

mentioned quite a number of challenges and I think it is the next slide where 

you have dealt with delays and all of those things, so the question is, what has  
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been the effect of all these challenges that you mentioned on your 

performance? 

MR WALKER:  Look the impact has been huge, obviously on first of all, the 

experience of commuters and we have seen this decline happening around 

October 2015 where we were operating close to the full configuration of what 5 

the train sets that are required, we were able to stabilise the system and then at 

that time, we saw the incidents of deliberate train burnings in the region and if I 

say train burnings, immediately what people think, they think it is commuters 

that are setting trains alight.  It was not the case here.  It was incidents of 12:00 

at night 1:00 in the morning while trains are parked where they are deliberately 10 

doused with petrol and being set alight and since that period, we have lost 

about more than 120 coaches which is one of the key reasons why we don’t 

have the availability because you must understand you can’t easily bring back a 

coach that has been destroyed by fire. It is a long process, there is also a 

capital requirement and there is also an industry capacity in terms of capacity in 15 

terms of people being able to bring those coaches back. 

So the impact has been really negative on the commuters first of all because 

obviously they have been delayed coming to work.  Trains that would normally 

have run, they were cancelled and they were taken out of the schedule.  

Overcrowding and then obviously there has also been an increase in the 20 

number of incidents of people actually being injured because of the 

overcrowding in the system. 

At the same time, there was also then a spike in the past 24 months that we 

have seen a spike in copper theft within the rail reserve.  So together with the 
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delays in the system as well as the capacity issues, it has had a real negative 

impact first of all on our commuters, but then secondly, obviously with rail being 

the backbone of public transport in the Western Cape, because if you look at 

users different to other provinces, it cuts across the divide in terms of users. 

Everybody makes use of trains in Cape Town, whether you go to your office 5 

and you work as an attorney and coincidentally yesterday, I was just in court 

where we had the sentencing hearings for one of our train drivers that was killed 

and I just got the positive news from court that effectively, the 2 individuals were 

given 25 years imprisonment, but when I was there giving evidence in terms of 

aggravating circumstances, the first thing the defence attorney said was, I was 10 

one of your commuters, I am no longer using your train, because I was also 

delayed in your system and the system is no longer reliable and therefore I  had 

to make alternative arrangements and I also felt unsafe in the system. 

So with that being said, we can see the congestion on our roads on a daily 

basis.  We can go to the other public transport modes. If we go to the taxi ranks, 15 

we can see the long queues and the other modes, cannot cope with the spill 

over from rail into the other modes of transport, because of we were probably 

sitting at one stage, between 58% and 60% of the total public transport market 

share, so the impact is also, you’ve got commuters now that rather fork out 

more money to be able to get to work on time and actually paying extra as 20 

opposed to going for the train which is much more affordable, but then run the 

risk maybe of being fired at work because of the situation currently within the 

system.  So it has been a huge, huge negative impact on the rail system. 
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MR NGOBENI:  Thank you and just to follow up there because I see you have 

identified an opportunity, you have just spoken about the congestion on the 

roads so the question that I have there is, what sort of potential solutions are 

you thinking about in order to recapture those commuters that you have now 

lost to other modes of transport? 5 

MR WALKER:  Look we are just not throwing our hands in the air.  We have put 

a number of measures already in place and key to those measures, is obviously 

–what we have realised, we have put plans in place to recover, but whatever 

efforts we have put in place, was short lived because of the situation of crime 

within the system and one of the key actions that we are now implementing is 10 

now actually to let’s first isolate our system, so we have gone out on tender, we 

are hauling in one of the most problematic areas on the central line with a 3 

metre high concrete wall, it is going to cost us about R70 Million, we are doing 

30 kilometres of that.  We are getting the first contractor on ground within the 

next 3 weeks to start with that process.  We have already completed and tested 15 

5 kilometres of this wall on the same corridor and it is working very effectively.   

But also, we have also put security measures in place where we have brought 

in technology to support us in that area. We have brought in a drone 

surveillance programme that we are doing at night since the beginning of the 

year.  That is linked to a forensic investigation contract that we have also put in 20 

place, together with the armed response in the very problematic area of Netreg, 

Bonteheuwel and Heideveldt where we have had the biggest problems and 

where a lot of our equipment has been destroyed and I must say out of that 

programme, we have arrested more than 100 perpetrators already. We have 
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charged them under the Criminal Matters Amendment Act, which was 

promulgated in January 2015, which means that state infrastructure if it is 

targeted, you can actually get a sentence of up to 30 years if you are found 

guilty of that offence. 

All of those people that have been charged under that Act that we have 5 

arrested, they are all in jail still, they have not been given bail because that is 

one of the other levers within the amendment which says that you can’t be 

given bail and then also, you get a harsher sentence.  We have also just 

recently about 3 weeks ago, in one of our cases of 2015 where we arrested 

somebody for ripping cables out of one of the train coaches, he was given 10 

effectively 15 years jail term, 10 years for theft and a further 5 years for 

malicious damage to property, so we are encouraged by that type of support 

that we now getting that we have been lobbying for where crimes within our 

space were seen as petty crime and there was no consequence for this type of 

behaviour in the system. 15 

So we have spent probably in the last 6 months, we have spent about R15 

Million on the actions that we have put in place to secure the system.  Then 

secondly, the key focus is also on the recovery of the coaches, so we  have got 

our ad-hoc contractors which is busy with the allocation for the recovery of the 

coaches, we have also got our GO programme, our general overall programme, 20 

where we have got the contractors that is also working on recovery and bringing 

train coaches back into the system, because we need to get the capacity back. 

Our cell is an easy cell, it is an issue of economics, it is an issue of convenience 

and we have seen it, it is a very elastic market.  The minute the train service 
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functions properly, you immediately see people coming back into our system.  

When we see petrol prices going up, we immediately also begin to see a spike, 

but with the current situation which is unprecedented for the Western Cape, is 

the current situation, is something which we have not experienced and seen 

before in Cape Town and therefore Cape Town rail travel has always been a 5 

preference for commuters in the Western Cape, but we are addressing the 

challenges with the crime which is the key issue why we are currently having 

the situation which we are facing at the moment. 

MR NGOBENI:  Thank you and just on the question of – you have just 

mentioned the issue around the petrol price and all of those things, I am more 10 

interested in the question of subsidies. Are you able to share with us and this is 

linked to my follow-up question, the proportion of subsidy per passenger that is 

allocated to a commuter in Metro Rail in the Western Cape and linked to that, is 

the question of whether or not that is specifically taken into account when you 

determine your fares that you charge to your commuters. 15 

MR WALKER:  The issue of fares is obviously dealt with at a national level. We 

have got a very stringent process.  I think it was addressed at the hearings in 

Gauteng, so I think it was covered previously but it is a very structured process.  

We obviously take into consideration, CPI, we take into consideration, the cost 

in terms of operating the business itself, but given our mandate, we are always 20 

aligned in terms of making sure that we cater for the communities that we 

service.  Our ticket fares are also discounted for our loyal commuters. 

If we look at the pricing for our weekly and monthly, it is very much pro poor and 

therefore, if we compare prices within a range, there is no other mode that can 
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come close to what we have in terms of affordability and therefore, to go back to 

the situation we are in, it is actually sad that the very communities that should 

be benefiting from the affordable rail transport, now needs to fork out more of 

their disposable income to make alternative arrangements, because of the 

current- they can’t rely on the system and that is what needs to be resolved, but 5 

that brings to another issue and I am saying if you have bought your weekly or 

monthly, then we need to look at a better arrangement for those commuters if 

they want to make use of another subsidised public transport. 

I don’t necessarily subscribe and agree to saying we are assisting the 

commuters by running maybe another mode which they must fork out more 10 

money for and therefore, the integration of public transport, is a necessity, it’s 

something which needs to be driven so that it becomes more seamless, 

because our commuters have actually already, they are ahead of us because if 

I look at and let’s just use the 2 modes of My City and trains, commuters are 

coming from the coastal areas of Blaauwberg in My City bus, they come to 15 

Cape Town station and they transfer into a Metro Rail train, but they still require 

2 passes for that, so I think as the authorities, we need to look at how do we 

fast-track and expedite the issue of integrated ticketing, so that the commuters 

can benefit from subsidy in totality. 

My argument is also that if rail is the biggest mover of public transport, should 20 

there not be a bias in terms of where we then give more, because if we look at it 

comparatively, we are probably sitting now, we have been sitting for a long time 

around R3.50 per passenger trip compared to R16 – R20 for My City and I don’t 

even want to go to Gautrain and make those comparisons, but we are currently 
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probably sitting around R6.50 in terms of per passenger trip for subsidy.  So I 

think we need to look at proportionately, how do we give more in terms of rail so 

that we can benefit more people and really use government subsidy to actually 

support your communities, your poorer communities.  We cannot use subsidies 

to make profit it is just not right if we are doing that. 5 

MR NGOBENI:  Thank you Chair. 

CHAIRPERSON:  Thank you Mr Ngobeni, any further questions from the 

panel? 

MS NONTOMBANA:  Just one question, in previous hearings, PRASA did refer 

to what they have in mind in terms of a turnaround strategy and from what I 10 

hear in this presentation, the focus is really on safety issues and also just 

focusing on the needs of the consumers, so I wanted to just find out whether 

there is anything new on that in terms of making the business more viable?   

I know that that is not the focus because of the social aspect of the service, but 

is there anything if it’s covered in the hearings that we have already had, then 15 

there is no need to elaborate, but if there is anything different, perhaps you can 

just mention that? 

MR WALKER: I think maybe it has been covered, but we must understand, we 

are operating a very old antiquated rail system which has suffered because of a 

lack in investment over the past 40 – 50 years.  Now the present government 20 

has taken a conscious decision to spend R172 Billion over a period of 10 years 

to modernise the system and we are at a point now where we are implementing 

these actions. 



                   CAPETOWN, TUESDAY 20 JUNE 2018 
 
 

 

Page 1 of 230 
 

I can strongly say that we will be benefiting over the next 3 years R9 Billion in 

the Western Cape of this funding.  We are practically with the re-signalling 

which is costing us about R2 Billion with the re-signalling, we are basically 

sitting around 65% completed and implemented and we have also got a brand 

new nerve centre which is part of that. Our new trains which is 35 train sets in 5 

total, which we will be getting and we will start getting them by end of 

2019/2020 financial year, those are the new trains that are currently operating 

on the [Pienaarspoort] corridor in Gauteng, so we are aggressively busy with 

that turnaround strategy of modernising the rail system, but I think the issue is, 

we are talking about 10 years but what are we doing in the interim? 10 

We have put a number of measures in place around accelerating the recovery 

of our rolling stock, increasing the capacity of our contractors to do that, giving 

them more allocations of these coaches which are out of service, so that we can 

bring them back. We have also pumped a lot of money in securities so that 

whatever we recover, we are able at least to sustain it and not lose it 15 

immediately as has happened in some of the cases, so the infrastructure itself, 

replacing rails, ensuring that when we get the new trains, we have dealt with the 

infrastructure to be able to get the full benefit of new trains operating efficiently 

in the system. 

So those are some of the actions that is ongoing as we speak to ensure that 20 

whilst we are modernising the system, over the next 10 years, we will keep the 

current old system operating and functioning, so there is a lot of effort that is 

going into the maintenance work and recovery work of our rolling stock and our 
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infrastructure in particular.  We have some more slides with some of the visuals 

if it is required, we can always make that available to you. 

CHAIRPERSON:  Thank you very much Mr Walker Ms Johnny and Mr 

Chinnappen for a very detailed presentation and for your time.  There will 

certainly be a need I think for further engagement, but we would like to thank 5 

you for also being considerate in terms of time in how you have structured your 

presentation.  Thank you very much, you are excused.  

We will now take a Lunch adjournment and we will resume at 2:00, to, receive a 

presentation from the DJ Maree Trust, so we will start exactly at 2:00. 

10 
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CHAIRPERSON:  Welcome Ma’am, to the enquiry and thank you very much for 

coming.  If you could please state… switch on the mic and state your full names 

and surname for the record. 5 

MS NYOKA:  Hello, my name Ayanda Nyoka.  

CHAIRPERSON:  Ms Iona there should be piece of paper in front of you, may 

take the oath or the affirmation.   

MS NYOKA:   Sure.  I will take the oath.  I Ayanda Nyoka say that the evidence 

that I shall give, shall be the truth, the whole truth and nothing but the truth, so 10 

help me God. 

AYANDA NYOKA (duly sworn states) 

CHAIRPERSON:  Thank you, you may take a through your presentation. 

MS NYOKA:  Okay, thank you.  Sure, so maybe just to give a bit of background 

on who the DGMT is.  DGMT stands for DJ Murray Trust; we are a 15 

Philanthropic Foundation that is based in South Africa.  It’s a South African 

foundation and our mandate is to drive public innovation in South Africa, 

focused on expanding access to quality, early childhood development for all 

children in South Africa.  Secondly, is to enable all young people to get their first 

decent job, which forms the basis for this submission and thirdly, is to support 20 

civil society to become much more inclusive and innovating. 
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 Sure, the scope of presentation is reflected under the emerging themes, 

focusing on commuter experiences.  The submission that we put forward to this 

enquiry, draws attention to the impact of high transport costs, particularly for 

unemployed young people in this country.  We recognise that the issue of high 

transport costs affects poor people at large.  However, we would like to draw 5 

attention to the particular vulnerabilities that young people seeking work face, 

especially with regards to transport costs.   

 I think it’s important that we bear in mind that as a country, we are still 

living with the legacy of apartheid, special laws which means that most of our 

people are particularly the poor, are located of live far away from economic 10 

centres, which means that they are having to spend much more on transport 

than those that are well off in our country.  I want to focus on three particular 

studies which highlight the importance of transport subsidies for job seekers.   

 The first study is the Siyakha Youth Asset Study, which is 2016 baseline 

report.  Basically the Siyakha Asset Study is an evaluation of youth 15 

employability.  Our program looks at about 8 programs that support young 

people to access work.  Some other programs access with financial inclusions 

such as your NYDE and YDA so the Siyakha Asset Study is basically lower 

(inaudible) study that evaluates the impact of these programs.    

 And so the evidence that we draw from is from the 2016 baseline report 20 

and one of the key findings that is relevant for this submission, is what they did 

find is that young people were spending, on average a monthly total of just over 

R900.00 a month for job seeking activities.  And the bulk of those costs were 
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allocated to transport and the rest went to application fees like photocopying, 

internet access and so forth.   

 Transport costs were an average monthly total of just over R500.00; they 

also found that the transport costs for young people living in metro areas were 

slightly higher than those that were living in non-metro areas.  But then that’s, 5 

for the non-metro, ja, for the non-metro based young people, those costs are 

actually sort of I think, you catch up on those if you consider the fact that it’s not 

easier for them to access internet cafes and so forth.  So that’s the most 

significant finding, is that young people are spending that much on transport 

costs just to look for work. 10 

 And when they ask young people where do they get this money from, a 

majority of them stated that they money is borrowed from household members.  

About 60, just under 62% stated that they borrowed the money from family 

household members.  We also found in the study that about 4.7 stated that they 

had to loan sharks to get money for job seeking, which we think is a highly 15 

concerning factor.  The implications of course of this funding is that young 

people are having to get into debt, while they are out of work and we think that 

is a something that needs to be looked at, in terms of this country’s commitment 

to creating an inclusive and equitable society. 

 The second study that we looked at is a paper that was… it’s a working 20 

paper, a 2012 working paper by Professor Horgan Borat from UCT.  In this 

paper he looks at 6 policy recommendations for job creation in this country and 

one of those recommendations that he does put forward, is the need to 

implement a transport subsidiary for unemployed young people in South Africa.  
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The most insightful finding that came out of this paper is the fact that the poor in 

this country are actually spending much more… a high proportion of household 

income and salary on transport costs, compared to your middle class homes. 

 So basically, how he looks at it, is that he looks at the scale, the 

workforce and found that the unskilled workforce in this country are spending 5 

more on transport.  Now if you connect that to some of the findings that came 

through from the Siyakha study where poor households are actually having, 

one; they having to… they pay more for transport because they live far away 

but secondly on top of that, given the fact that they already earn so less, they 

having to subsidise family members for transport, and we think that’s an 10 

indictment on the kind of society that we are trying to create in this country. 

 The third study is RCT study on cash transfers, just for transport towards 

job search and this study was done in Ethiopia, Addis Ababa where they had 

two treatment groups; one treatment group composed of sort of your graduates, 

the other your non-graduates which is, if we… kind of makes sense of that in 15 

our South African context, that will be your young people without matric.   

 And what they did actually find with this RCT is that when you give young 

people money, you support them with transport costs, to search for jobs, they 

did find that those that were given the cash transfers, the job search intensified 

so they actually, you know, put in more effort in looking for work, compared to 20 

those without the cash transfer. And they also found that it did improve job 

employment outcomes.   

 It also interestingly enough also did improve the quality of the jobs that 

young people are able to access in this context, because of the fact that in 
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Ethiopia, formal private sector and public sector kind of employment, is based in 

the town centre.  And so if you are able to have, you know a sort of, have that 

kind of support that allows you to travel, you much likely to also find quality 

employment as opposed to kind of looking around the neighbourhood where 

you might find casual jobs and so forth. 5 

 So those are the three studies that we just wanted to draw your attention 

to.  There has been another study in South Africa, but the results are not out 

yet, it’s also an RCT by J Powell, that’s also, I think in similar ways, trying to do 

a similar RTC to Ethiopia to look at the impact of a transport subsidy for job 

seekers in this country, but we still awaiting the results of that study.  We have 10 

also seen a sort of encouragement I think development in this area with MyCiTi, 

City of Cape Town, implementing a transport subsidy for unemployed in the 

Cape Metro.  So we think there are lessons that we can draw from.   

 We had in our submission, also kind of highlighted the fact that… I the 

research in South African is undeveloped and we need to you know, obviously 15 

do much more research in this area, but we have seen interesting 

developments in the European countries, if we needed to learn on models that 

we could possibly model our own transport subsidy, mechanism on.   

 So what could a transport subsidy mechanism look like for South Africa?  

First we propose that the transport subsidy could be implemented to support 20 

young people in three ways.  We think we could use a subsidy to support young 

people to access young employability programs or job centres, where they can 

get information around what jobs are available.  Why we think this is important, 

we know that part of… one of sort of the techniques, or the tactics of searching 
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for jobs that has been proven to be effective is being able to access 

occupational networks. 

 In this country the majority of our young people who are from poor 

households, lack these occupational networks that can inform them about 

where jobs are, where are the job openings etcetera and so they having to rely 5 

to access inter-media, like your Harambee etcetera, to be connected to those 

jobs.  So we think the fact that there is already this growing set of intermediaries 

that are facilitating some placement for young people, a transport subsidiary 

would also be useful if young people can use it to access such services.   

 Secondly, young people could you the transport to go and look for work 10 

as in directly approaching employees.  Thirdly, young people could also use to 

go and you know, go and attend an interview.  Ja, so how we think this might be 

implemented.  We think that in the short to medium term the most feasible 

approach would be for the phasing in of subsidies on municipality run modes 

such as the integrated rapid transport bus system, with the likes of MyCiTi, 15 

there is already that example to draw from.   

 However, we are also cognisant of the fact that the majority of South 

Africans drawing from the National Transport Survey of 2013, it does indicate 

that most of South Africans use the minibus taxis as a mode of transport.  So 

even though in the short term, I think the bus you know, the MyCiTi’s and other 20 

versions of that in other provinces, is the obvious sort of immediate step.  We 

think that we can’t leave… taxis cannot be left out of this solution but we have to 

find how they could be subsided by the State to offer this service.   
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 But we do consider that they are a critical player.  We are also aware that 

in terms of how transport is planned in this country, oftentimes people would 

have to interchange between different modes of transport.  So in a way I think 

the ultimate sort of mechanism would have to be one that allows that seamless 

sort of transportation across modes.  Ja, so I think that is where I am going to 5 

stop.  Thanks. 

CHAIRPERSON:    Thank you very much Ms Nyoka.  Mr Ngobeni. 

MR NGOBENI:  Thank you very much Chair.  I think for Ms Nyoka, I think I just 

have a comment and then maybe you can respond to it or if you are unable to, I 

think it’s okay.  I think what I am more… that the comment is around the last 10 

issue that you mentioned where you mentioned that the taxi industry is also… 

they should also play a critical role in you know, in this.  You have mentioned 

the, you know the lessons in Cape Town, you know on MyCiTi. 

 But what I wanted to bring to your attention and I think it is going to be 

very important for you know, you to, or maybe through your organisation as well 15 

to contribute is…  We understand that the Department of Transport is currently, 

you know looking at what they calling a transport subsidy and I think what I 

would encourage you to do is maybe to make contact with the department as 

well, so that you can try and shape and influence the direction that they are 

taking in terms of this new policy, that is at the design stage, they have even 20 

hired experts.   

 So I think you know with the work that you doing very commendable.  I 

think if will be very, very much appreciated if you can also extend it you know, to 

policy level and try assist government as well in you know, introducing this at a 
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national level.  So I think currently we understand that a tender out last year 

where the department, the National Department of Transport is looking for 

someone to assist them.  You know to design the policy itself.   

 So I think it is within that context that you may then share your 

experiences and also try and shape you know, what government is trying to do 5 

in terms of the policy that they designing at the moment. 

MS NYOKA:  Thanks. 

CHAIRPERSON:  Do you have any further questions Mr Ngobeni. 

MR NGOBENI:  No.  Yes…   

CHAIRPERSON:  Thank you, thank Mr Lesofe. 10 

MR LESOFE:  I just have one question.  So you proposal in terms of the 

subsidies, it actually ties with the proposal that has been made by the 

minibus taxi operators that it should be the commuter who is subsidised and 

not necessarily the mode of, a specific mode of transport that is subsidised.  

And I think one of the questions that we trying to answer, it’s in terms of how 15 

do you go about implementing that.  To some extent it may be a bit complex, 

but I just wanted to hear if you, your organisation have views in terms of how 

this could be implemented and how do we monitor and ensure that the 

subsidy is used for the intended purpose? 

MS NYOKA:  Sure.  Thank you for the question.  Ja, I think that’s quite an 20 

important point.  I think it would be important to ensure that there are criteria for 

who is eligible to access that.  We envisioned that there should be sort of like a 

central administration sort of unit that is able to… where young unemployed 
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young people can go to, to register.  Either a voucher or it’s a discounted card, I 

mean there are different options we could look at in terms of affordability.   

 We know that we already have the labour centres that are the 

Department of Labour where a lot of young people are already registering on 

that data base, so we think that could be sort of the first start in terms of 5 

controlling that.  In terms of sort of controlling whether it’s being used for the 

intended purpose, I suppose… well I mean if… it would have to sort of also be a 

system, obviously you don’t necessarily want to give cash, you want to a 

sophisticated technology behind it and if it’s an open data base that even 

employers can access. 10 

 So for example, if I am a young person, and I have gone to this place to 

look for work, there should be mechanism that allows that employer to log me, 

you know.  So imagine if we didn’t have technology it would probably a stamp, 

right or something like that, but I think that we’ve got to a technology that could 

you know, support that whether through the HR departments and that to say 15 

okay, they young person could either maybe produce their… what you call this, 

their registration number on the system and then that person could log it on and 

then you know, there is trail of this in evidence somehow.   

 So definitely the criteria for the eligibility is something that we would have 

to look into and also building this evidence trail, technologies that can support 20 

that,  I think would be important. 

CHAIRPERSON:  Mr Lesofe. 

MR LESOFE:  Thank you Chair, no further questions. 
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CHAIRPERSON:  Thank you very much evidence leaders, panellists in terms of 

the scope of the subsidy, in terms of the model that you are proposing.  You are 

proposing that the subsidy should be limited to young people who are 

unemployed and one can understand the context within which that proposal is 

made because the current statistics reflect that young people are the majority of 5 

people who are unemployed. 

 Now why this proposal, because we also have a significant component, 

though not in the majority of people who are not young, but unemployed?  In 

fact what the statistics are showing is that in fact, young people who are 

unemployed are also getting old going up to ages of 40 – 45 unemployed.  So 10 

shouldn’t this proposal also be extended to everyone who is unemployed?  That 

is my first question. 

 The second question is; there is currently already a suite of subsidies or 

a raft of subsidies which exist currently in the public transport system for rail as 

well as for commuter buses.  There is a form of subsidy in place and I think 15 

what is pretty much clear from the policymakers, is that there are fiscal 

constraints currently, even for existing subsidies there are already fiscal 

constraints.  So the introduction of an additional layer of subsidies is of course 

likely to have fiscal implications on the system.   

 So what I would like to find out from you is, in terms of your proposal, 20 

how do you propose that this subsidy should be funded in terms of the funding, 

the funding model that you are looking at for this subsidy? 

MS NYOKA:  Sure.  Okay ja, um I think in terms of um… there is nothing to sort 

of limit the subsidy not to kind of be universal, I suppose, um I guess that is also 
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a question of affordability, um but it is also a question of… what we do know is 

that young people suffer you know, sort of periods of long term unemployment 

and the long term effects on that, on the country’s economy are… we know that 

there are devastating right so, which I think um ja, connects to, to your second 

question around how we might fund that and the concerns raised about fiscal 5 

constraints. 

 I think it’s a balance that we have kind of juggle as a country given the 

extent of poverty.  I don’t think that we can sort of get away of social security 

mechanisms.  And I think that when we sort of support young people in this 

way, we shouldn’t necessarily view it as a liability in any way.  I think it’s really 10 

about unlocking this untapped potential in this country, so it’s actually an asset 

that we are investing into and so we think that the longer term effects would in 

the long run outweigh you know, the initial investments or constraints on the 

fiscal. 

 We know that in this country our economic growth is very low and the 15 

NDP has sort of forecasted a future that’s sees us yield this new dividend and 

we know that at the same time, some have said that we are just about to lose it 

if we don’t do anything to catch this potential.  So we view young people as 

asset to this country, they have got something to contribute, they have got skills 

and if we can invest in them, we think that the returns for the economy could be 20 

far greater.   

 I don’t have a particular sort of answer, regarding the technical aspects 

on economic modelling etcetera, but I suppose that is something that we would 

have to look into. 
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CHAIRPERSON:  Any further questions?  Thank you, thank you very much Ms 

Nyoka for your time and for a very well researched presentation.  We will 

certainly take up the issues that you have raised with the policymakers. 

MS NYOKA:  Thank you very much for your time. 

CHAIRPERSON:  Thank you.  We will now receive a submission from SANCO 5 

(‘South African National Civic Organisation’), Western Cape if they are here.  

Otherwise the train will move.  Thank you, thank you very much for coming and 

welcome lady and gentlemen.  Please state your full names just for purposes of 

the record and your surname. 

MR RADEBE:   Thanks.  Thanks Chair and greetings to everyone.  My name is 10 

Mbeki Radebe, the Provincial Organiser of SANCO in the Western Cape. 

CHAIRPERSON:  Thank you.  Chair I am Bongi Khyahama the Provincial 

Sectary of SANCO in the Western Cape. 

MS MFELO:  Thank you Chair.  My name is Nancy Mfelo, a BEC member of 

Western Cape of SANCO. Thank you. 15 

CHAIRPERSON:  Thank you very much there should be a piece of paper in 

front of you, you may take the oath or an affirmation.   

MR RADEBE:   I, Mbeki Radebe, swear that the evidence that I shall give, shall 

be the truth, the whole truth and nothing but the truth, so help me God. 

MBEKI RADEBE (duly sworn states) 20 

CHAIRPERSON:  Thank you very much.  Please switch on your mic. 
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MR KHYAHAMA:  I, Bongi Khyahama, swear that the evidence that I shall give, 

shall be the truth, the whole truth and nothing but the truth, so help me God. 

BONGI KHYAHAMA (duly sworn states) 

MS MFELO:  I Nancy Mfelo, swear that the evidence that I shall give, shall be 

the truth, the whole truth and nothing but the truth, so help me God.  Thank you. 5 

NANCY MFELO (duly sworn states) 

CHAIRPERSON:  Thank you very much.  You now have an opportunity to make 

your presentation. 

MR KHYAHAMA:   Thank you very much Chair.  Firstly let me give an overview 10 

of SANCO Western Cape and who we represent.  We are present in all six 

regions of the Western Cape which include the peninsular region or metro, west 

coast, Boland, Overberg, Southern Cape and Central Karoo.  And we represent 

the residents of the Western Cape and by implication, we represent commuters 

who tend to use the public transport. 15 

 We have prepared a very short presentation, we were informed that we 

as the leadership of the Western Cape, shouldn’t take time, so we going to give 

a short synopsis based on the structure that we have received.  Can we 

continue Chair? 

CHAIRPERSON:  No, go ahead. 20 

MR KHYAHAMA:   All right.  We have actually focused our attention on the 

three main mode of transport in the Western Cape, namely, your taxi, bus and 

train.  On the category of pricing, the taxi transport cost or fee is high.  High 
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meaning expensive in this view and low means affordable in this perspective.  

Bus, we have categorised that as medium, whilst the trains are on low.  The 

reliability of the taxis, we have categorised it as very reliable or high, whilst 

buses are on medium and trains on low.  The time wasting, or time waiting 

sorry, on the taxis well each and every two or three or five minutes you will get 5 

or catch the next taxi, whilst the buses are working on their schedule which is 

approximately 45 and up minutes.   

 The trains, the waiting period although they too have their scheduled 

time, but we felt that they are highly unreliable and I think the reasons were 

alluded to here by the management PRASA.  On the consultation, consultation 10 

meaning with commuters, we as the SANCO leadership, when I say SANCO 

leadership, at the provincial level also in various regions, we work hand and 

glove with the taxi operators that you find and there was in buses services and 

there is none or no form of consultation there. 

 So when I say none, I mean the voice of commuters, you know organised 15 

captured voice is not represented in that scope.  Whilst we train, I can fairly say 

that we are, that is actually work in progress, as we are talking to you currently, 

we have an outstanding memorandum of understanding with PRASA in the 

PRASA region, which will be concluded later next week.   

 Stations or ranks:  We have scaled the ranks as medium and whilst the 20 

buses are low, meaning they do not necessarily cater, although they are 

present, but they do not cater for a number or the volume of commuters that 

you would get. 
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 Whilst we feel that trains are better organised, well of course, should I 

say, given the advantage which we will dive deep into it at a later stage.  On the 

safety, issue of safety, we regard the taxi as medium you know, given the fact

that when there are protests in the taxi industry or taxi operators, it directly 

affects the commuters and you would know from time to time, the loss of life 5 

experienced in that regard.  Buses, and I must say on the issue of safety they 

inter-link or inter-twin and one affects the other from time to time.  Bus safety 

we’ve noted them as medium, whilst trains we regarded them as not safe at all.  

All right.  Perhaps, hence the intervention done by those responsible for the rail 

sector. 10 

MS MFELO:  Okay thanks Chair.  I want to add the comfortability of these three, 

taxi, bus and trains.  According to us we see that if you take a taxi, at least it’s 

more comfortable and it can take you… we are talking about crime, if we are 

taking about comfortability.  Because sometime if you take a train you will see 

there are lots of ‘skollies’ maybe they will come in the train and rob the people 15 

inside the train.  Also in the buses we can say it’s medium because somewhere 

somehow you can find some other ‘skollies’ to come and get into the bus and 

say take all the phones to the passengers.  But you won’t get that thing in a taxi.  

So that’s our main problem and we want a solution to the people here. 

MR KHYAHAMA:   All right if you will allow without taking your seat Chair, 20 

quickly Radebe just to make one or two addition on the presentation.  Thank 

you. 

MR RADEBE:   No thanks Nobala. I think first the commission seeks to 

understand that the general state of competition and the competition, I mean 

the commission is having reason to believe that there are some features that 25 
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make it difficult or restrict competition within the sector.  And I will try to just give 

a context from the commuter’s point of view, and for us as SANCO the 

organisation; people that are using these modes of transport, what is our view in

terms of competition.  But I think first and foremost it was Minister Jeff Radebe 

at the time when he introduced the BRT (‘Bus Rapid Transit’), he said taxi 5 

industry won’t be worse off by this introduction of BRT.  So the context and the 

idea that was sold to the taxi industry is that they won’t be worse off in the 

introduction of BRT. 

 

10 

Now we all know that taxis are not subsidised.  Buses are subsidised, trains are 

subsidised.  Now here is the situation.  For taxi to operate they rely on 

government to issue permit, or operating licences.  For taxi to form associations 

they rely on government, minimum of 10 taxi operators to form licence.  No 

remember taxis are also competing with the very same government and now it 15 

is the very same government that has a final say whether or not, you can have 

a taxi association in a specific area. 

 Again it is government that have an ultimate say on the route that you 

must have as a taxi.  So you need to apply.  So we view that as being a referee 

and a player.  That’s unfair competition, that’s number one.  I made mention of 20 

the BRT.  Now when BRT was launched, we were given this world class facility 

so I will confine myself to Western Cape.  We call it IRT or MyCiTi.  So when I 

am referring to IRT or MyCiTi I referring to BRT.  So the taxi industry they are 
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self sustaining industry.  They strive to sustain themselves, yet government and 

bus that get subsidy from government.   

 And by the way, they are not even supposed to make profit or break even 

because they get subsidy from government.  Now taxi on the other hand ought 

to be self sustainable and make profit, because they have to sustain 5 

themselves.  Remember before the BRT there was what we call taxi re-

capitalisation where taxi were asked to buy in these new taxis Quantum while 

they were still indebted with that debt of new taxis, government introduced BRT 

and said surrender all your licences, join the BRT system, allow us to only 

operate within this particular route, while they were stilling having that debt of 10 

taxi re-capitalisation.   

 And those that refused to be part of BRT, they were under threat of not 

having their licences renewed.  So they were catched between a hard rock and 

a surface.  So that’s another unfair competition, because this person that you 

rely on, on issuing you a licence, he is also introducing another mode of 15 

transport and this person is threatening to place a moratorium on issuing of 

licences for you to operate.  Now this issue that when there was this public 

participation in terms of BRT, the information that we received as an 

organisation and also my other cap, I am a counsellor within the City of within 

the City of Cape Town, Public Rep. and I also serve within transport, but I am 20 

not here for that. 

 So when I get this information is that when this association were 

negotiating, it was easy for them to succumb because some of them had more 

than six operating licences.  Some of them were even renting these licences to 
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other taxi operators.  Now if for example, the first route that was introduced was 

Milnerton to Cape Town.  If I had six licences and only two… a permit will be 

affected, it was easy for me as a taxi operator to agree with that route of 

Milnerton, because I will be left with four licences and I am still going to score 

millions in terms of compensation. 5 

 So that’s how the issue of selling out came about.  Because those that 

were negotiating had more than one licence, but those who only had one 

operating licence who are now door keepers in these stations of MyCiTi are 

worse off.  And are now used as the floor sweepers… you used to have you 

own taxi, but the association in the form of executive, agreed that we must buy 10 

into this idea.  And some of them who are now within the… they call it a view, 

it’s Vehicle Operating Companies, still operate taxis in other routes where they 

is no MyCiTi. 

 So the scored, they killed two birds with one stone.  They managed to 

buy Fortunes, drive these expensive cars, because they’ve got cash in and 15 

those…  These are stories of people who came to me to say, if there is a way, 

we want to go back to our taxi industry.  But because we only had one operating 

licence, and those that we are working with, who are in the department, who are 

within the VOE’s are still operating somewhere.  Meaning they in a way, are 

also limited competition for themselves by surrendering these licences. 20 

 And score money from this because when you surrender your taxi 

licence, you were given millions, others disclosed the cash others did not 

because it was confidential information.  So I wanted to highlight the issue of 

unfair competition in that regard.  And two, along the roads it’s only MyCiTi that 
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has a dedicated lane.  Now in terms of fair competition, it is easy for MyCiTi to 

move from point A to point B, it’s a dedicated lane.  It’s not easy for a taxi to 

move from point A to point B, you have to compete in congestion with other 

private cars. 

 But the government when they introduced the BRT, they made sure that 5 

there must be a dedicated lane for buses.  Tax industry is an old industry there 

is not dedicated lane for taxis.    So in terms of running costs and maintenance 

it therefore… that is why I want you to understand why is it expensive for a taxi 

because the time it takes to get from point 1 to point 2.  And along the route 

there are stops and stations for MyCiTi, but for a taxi you have to stop 10 

anywhere.  And people view taxis as being law unto to themselves.  So I 

wanted to say, our view is that there is unfair competition, because government 

in this regard is a referee and a player and once you control both, it becomes 

difficult for the other party to compete fairly. 

 So our view is that taxis should be allowed to operate and compete with 15 

MyCiTi.  They shouldn’t be forced to surrender and only MyCiTi operates.  

That’s unfair competition from our perspective. 

MR KHYAHAMA:   Just a small submission Chair.  The taxi operators or the 

taxi industry you know has been in existence for as long as we can remember.  

And you know for an integrated transport system should not away with the 20 

minibus taxis, with taxi operators.  And I think there is much more, or a better 

way that all this mode of transport could be unified for the benefit of the 

commuters.  If for example, you have bought a bus ticket and unfortunately a 

strike surfaced, with the bus ticket.  It becomes a waste of money and you can’t 
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utilise that same ticket for any other mode of transport except the one that you 

have bought it for. 

 Which becomes extremely unfair to us as commuters and most 

presentations that were done previously by the various stakeholders here, 

mentioned… in fact there were more emphatic stressing on the role of 5 

commuters, whether they are competing against each other you know, to 

access commuters which by in large, then generate income for those operators.  

But we are founding it strange that none of the community sits in the decision-

making process whether the price will be increased or decreased.  And 

therefore everybody speaks on our behalf as the community without the voice of 10 

the community in their structures.  Thank you. 

CHAIRPERSON:  Thank you, thank you very much Mr Ngobeni. 

MR NGOBENI:  Thank you Chair and maybe just to start off it’s just one 

question and it is based on your last submission.  I think I assume that the 

intended beneficiaries of some of these government policies are… some of 15 

them are members of the communities and you know, SANCO members.  The 

question that I have is when these policies were being designed and you can 

take George as one of the examples.   You know whether the voice of those 

that this system is intended to benefit, whether that voice was given an 

opportunity you know, to express it views, that is the question that I have for 20 

SANCO. 

MR KHYAHAMA:  Can I be frank and brutally honest with you?  In the… you 

know, in both the City of Cape Town and provincial government, I think I am 

better placed to answer this, they are extremely poor on the public participation 
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process.  It is actually done in silos with the intention to exclude the affected 

commuters.  So my answer would be no, okay.  It is a superficial process done 

to exclude and cause conflict amongst the intended beneficial is the commuters.   

MR RADEBE:   Just to add on that, there were various processes of 

consultation.  There was consultation with those are directly affected, your taxi 5 

operators and there is public participation for the community at large.  But the 

experience that we have is that such was a ticking box exercise, because none 

of the views from the community were taken into cognisance in the final 

product.  But the most and critical consultation was with the directly affected 

which was taxi industry and it was treated as a confidential agreement,  10 

whatever agreement they came to, because it involved money in terms of 

compensation.   

 Ultimately the public did not have access or contribute to such 

engagement with the directly affected industry and taxi… some of the taxi 

operators were represented by the Executive.  If you belong to one association 15 

an executive will go and represent you.  Even within your executive, your 

association, you had different views, you could not escalate it to the level of 

government, because government would say, we have spoken with your 

representative, we cannot therefore engage with you.  So if for example, there 

were 45 or 55, 45% was disgruntled, government was going to go with the 20 

majority and could not entertain that other 45% that was disgruntled because 

the executive has taken a position and a view on the matter. 

CHAIRPERSON:  Mr Lesofe. 
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MR LESOFE:  Thank you Chair.  So as we understand, the BRT system is 

essentially meant to benefit commuters.  It is meant to make commuters lives 

easy.  My question is thus far, would you say the system that has been 

implemented in the Western Cape benefits commuters? 

MR KHYAHAMA:   You are correct.  First and foremost we promote the 5 

integrated transport system within the Western Cape.  But within the context of 

Western Cape in particular, when this system was rolled out, it was first 

implemented in the lane called, Milnerton to Cape Town.  Now if you 

understand the socio economic index of Western Cape that is a leafy suburb.  

It’s the area for the rich, that lane that is where it was introduced.  Seven years 10 

down the line, it was then introduced to where there is over population of 

people, people that use transport who is Dyna(?) which is Khayelitsha, seven 

years later.  And at that time, government realised that they have made certain 

mistakes in rolling out the system in Milnerton and there were several changes 

that were made. 15 

   As we speak now, in Khayelitsha, you only have bus stations for the BRT 

bus.  I mean sorry bus stops.  You only have bus stops and not bus stations.  In 

these leafy suburbs you have bus stations, shelter where you can enter if it is 

raining, you are well protected.  It has a park and ride facilities, have CCTV 

surveillance.  If you want to take a bus down you can go to a park and ride 20 

facility, leave your car there, it’s safe, go into a station while in Khayelitsha it’s 

only the bus stops with no electricity and when it was introduced it was only 20 

buses at that time and they are overloaded. 
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 So thus far it has not benefited the intended, or the much needed 

population and the argument is that there you also have rail, you also have 

buses.  But I am saying the issue is when you introduce a world class transport 

system, it must benefit those who are in need of it.  So that’s why it has not yet 

benefited even though it has been rolled out, in Mitchell’s Plain and   5 

Khayelitsha. 

MR LESOFE:  Did those buses have places to sit at because we have been told 

that some of the buses don’t have places to sit and commuters have to stand 

for long distances or have to sit down on the bus floor? 

MR KHYAHAMA:   In Khayelitsha, like I said you only have bus stops and once 10 

it gets to N2, it goes straight to town.  And because there is a dire need for 

transport, people they are forced to get into the bus and it becomes overloaded.  

So kilometres from Cape to Khayelitsha it’s more than 30 kilometres and in-

between there is no stop.  Unlike Milnerton and Milnerton there are about 23 

stations, not stops.  So in-between a distance of a kilometre other passengers 15 

are disembarking and you get a seat, you sit, it travels for a few kilometres, 

others are disembarking. 

 So if I entered the bus in Milnerton standing, I am rest assured that I 

won’t get to town still standing.  But it is not the case with the Khayelitsha line, 

because once it gets onto the N2, you will stand until you get to town. 20 

MR KHYAHAMA:  So you then can see that instead of a properly managed 

service delivery, this matter to ensure public safety etcetera is not managed 

very well.  Here the service delivery is actually racialised.  Okay.  Because in 

the same vicinity a different service is rendered in Blouberg and Nyanga and 
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Khayelitsha and Langa.  A similar service that is supposed to be rendered is 

reduced into nothing.   

MR LESOFE:  So from the table that you have provided, it suggests that 

generally in terms of fares, taxis are more expensive than buses right, 

generally.  Now I wanted to find out on some of the routes are there routes 5 

where subsidised buses, and in this instance I referring mainly to Golden Arrow.  

Are there routes where Golden Arrow would be more expensive than taxis? 

MR RADEBE:   Remember we said it’s Golden Arrow, it’s also subsidised. 

MR LESOFE:  Yes, yes. 

MR RADEBE:   So from our information at present, there are no such routes 10 

where… unless it depends on the distance, but in all these cases, taxis are the 

ones that are more expensive, given the context that we have highlighted. 

MR KHYAHAMA:  Sure.  Can I also put that into perspective?  It’s like your 

plane, in a plane really you don’t pay for the comfort rate, and you pay for the 

shortened time to the next destination.  In this case, likewise commuters are 15 

willingly to pay extra because the taxis are much for faster, and of course in this 

context they are not subsidised.  So that’s in the context that although it is 

unaffordable for commuters, but they are prepared and we are prepared to pay 

extra because it is faster than a train or a bus.   

MR LESOFE:  I think you have answered my question because my follow up 20 

question would have been commuters are sensitive and then why then do they 

prefer taxis, the majority why do they prefer taxis over buses? 
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MR KHYAHAMA:  Can I also add the important aspect, you know taxis can 

penetrate various locations and stop closer to the vicinity where you live.  And 

buses, because of their size and because of various reasons stop very far.  

Very, very far and you have to travel distances which you can actually be… in 

terms of safety be comprised in that process.   5 

MR RADEBE:   And also I think trains and buses are scheduled services.  Taxis 

are not scheduled services.  Sometimes those schedules are not adhered to, so 

you know that if you miss one taxi now, you will get another one, but with buses 

you know sometimes these drivers… once you are told that no, you supposed 

to be in that bus stop at this particular time, even if there is high demand they 10 

will tend to be reluctant to go and load, because they are working according to 

the time table.  With taxis that is no such.  You miss another one you catch 

another.  So commuters they… we are not comfortable with waiting for a very 

long time for transport system.   

MR LESOFE:  Thank you Chair. 15 

CHAIRPERSON:  Thank you very much Mr Lesofe.  Just one question from, 

just… there will be an additional question from my colleague.  Just one question 

from my side;  I would like to get the reaction from you of this submission that 

you received from the taxi, minibus taxi industry provincial task team, yesterday 

and I would like to quote from their submission.  This relates to infrastructure as 20 

well as terminal facilities for public transportation.  They say, and I quote: 

 ‘The capital expenditure on infrastructure and terminal 

facilities is being done on a selective basis with a distinctive 

bias.  The bias in the MTI opinion is related to socio 
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economic standing of the area where the infrastructure and 

terminal facilities are built.  Sad to say, but the facilities in 

the CBD area of Cape Town and it’s more affluent suburbs 

is far more in cost and structural integrity than those 

constructed if any, in poorer communities’. 5 

MR KHYAHAMA:   No, no it is exactly it is alluding to the already given answer 

of the segregation, racialised service delivery, where the authorities both at the 

provincial and local government in terms of the City of Cape Town, gives 

various services… if you are rich you get a better and well off service. The 

poorer and the further you get out of the City of Cape Town, the less the service 10 

that you get; a lesser service that you get. 

MR RADEBE:  I think our view as the organisation is that we are living in the… 

we call it, a tale of two cities, the city for the rich and the city for the poor.  In 

terms… remember I said taxi industries are competing with government and 

15 

they rely on government for refurbishment, upgrading of their taxi facilities.  And 

it’s not the case when it comes to these facilities of MyCiTi, they won’t wait until 

a taxi rank gets in the state it’s in, for it to be refurnished when it comes to the 

MyCiTi Station. 

 So that’s another unfair competition.  Yes, the statement is 100% correct.  20 

We’ve have engaged ever since I became a public rep. since 2011 we have 

been crying foul, we have submitted a proposal of taxi ranks that ought to be 

upgraded.  Thus far those proposals are still in the pipeline and we don’t know 
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how long that pipe is and when such dream will be realised.  But when they are 

bringing this world class facility which is MyCiTi and it happens, it so happened 

that there is a taxi rank nearby. 

 In a way they will feel ashamed not to upgrade that particular taxi rank.  

So the upgrade will be by the way, because MyCiTi will be moving here.  So in 5 

earnest they are still prioritising the haves more than the have- nots. 

 MR KHYAHAMA:   So Chair we are confirming that statement reloading that 

statement and that is the perspective of the entire community of the Western 

Cape.  

MS NONTOMBANA:  Okay, earlier in your presentation you mentioned that 10 

they way that consultation is done with the public, is like a tick box and in the 

end you felt that the views that were even expressed were not incorporated and 

I want you to just maybe elaborate on some of the inputs you have made which 

were not incorporated. 

MR RADEBE:  We said when the BRT for example was launched, it was first 15 

launched in Joburg and we said, where it was rolled out, in Soweto.  We then 

advocated to say that same should apply to MyCiTi, first role it out to 

Khayelitsha where there is a need.  But because such public participation was 

just a ticking box, it was rolled out in Blouberg, the leafy suburbs.  So the views, 

they consult for the sake of ticking boxes, they are not taking the views of our 20 

people into account.  The people of Khayelitsha had to wait for almost ten years 

for such services… that’s another example, where the views of the public is not 

taken into account. 
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 Secondly, we said it won’t make sense when you are rolling out MyCiTi 

and you consider that N2 road, because once you get to N2, they call it a dead 

kilometre, because there are no stops in-between.  So they are not making 

money from N2 up until town.  Why don’t you use what we call Kliekfontein(?) 

corridor that travels between Nyanga, Athlone where you will have stops in-5 

between, yet you still have a dedicated lane and you are not going to lose 

money.  People can commute along that route, but those views were not taken 

into account. 

 So hence you have a few buses for N2 Express because it has, it’s 

viewed as wasteful expenditure because in-between there is a dead kilometre 10 

that does not generate income.  So those are some of the contributions that 

came from the public to say, consider this route here is an option.  But it 

became clear that in consultation they had already had solution of what is it that 

they want to implement. 

MS NONTOMBANA:  And then the other question I had was, what are some of 15 

the ideas that commuters would have according to you, to make the system as 

we have it, more efficient?  So you have mentioned some of the challenges, 

including the fact that the system is such that you go with a particular mode of 

transport because the others don’t serve the needs of the commuters.  But even 

if for example, we are looking the BRT are you also saying that even if the city 20 

is moving commuters towards the BRT, that BRT is not serving the needs of the 

commuters.   

 But there is also a need to integrate the different modes of transport.  So 

what is the thinking that commuters would have in that regard just to make the 
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system more integrated with what is already available, but also to address the 

challenges that you are identifying in terms of the existing modes of transport?  

And this is so that we also address the issues that you have raised regarding to 

fact even the systems that are in place, are not inclusive enough to address… 

where the current needs of the commuters are.   5 

 So if you have other suggestions or solutions just to deal with some of 

the problems that you have identified. 

MR KHYAHAMA:   Thank you very much.  We believe that there has to be 

coordination and a formalisation of the taxi industry.  And we do not believe in 

doing away with that mode of transport, because as we have alluded it is a 10 

much more closer mode of transport, despite its price, it’s the most reliable form 

of transport.  Two:  We believe in the overall transport or integration of public 

transport where a commuter will be able to use one ticket whether that ticket will 

be an electronic version with points, linked of course with the banking sector.   

 Also that you can always load back you points.  I think the MyCiTi is 15 

currently using that system, whether that is adequate or not, or hurdles, it has 

some hurdles but I think a much more sophisticated and reliable system could 

be introduced for the benefit of all stakeholders involved.  When is say all, a 

community voice has to be part of it, in our view so that instead of waiting for a 20 

competition commission to sit.  These are the issues that we feel we can table 

at the correct platform of course in ensuring that the wheels rolls without you 

having to wait for a formal process by government or convened by government. 
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MR RADEBE:  Just to add is that the majority of our commuters take more than 

one transport system to get to work.  I will travel from Khayelitsha change from 

Cape Town to Houtbay, from Houtbay to my last destination.  So we are calling 

for that universal access.  It should be easy because there is MyCiTi that goes 

directly from Khayelitsha to Houtbay, you will have to change somewhere.  So if 5 

I am using the taxi to town and from town I take the train and from Claremont I 

take a taxi, if should be one universal access.  I shouldn’t buy MyCiTi card and 

load it and have to take train ticket at the same time. 

 So there should be so that you are not compromised as a commuter in 

terms of your budget and also taxis ought to be allowed to compete on the route 10 

of MyCiTi.  There has to be a fair competition they must do away with taxis in a 

route where they have introduced MyCiTi.  Let it be the choice of the commuter.  

Commuters must be spoilt of choice because it has become clear that there is 

no one mode of transport that can accommodate all commuters within Western 

Cape.  Taxis alone cannot do it, buses alone and trains alone, they need to co-15 

exit.  So our submission is that because the powers that be which is local 

government is having an authority to dictate licences and side line others, it 

shouldn’t be the case.  Give fair opportunity and competition. 

 Let all taxi operators, bus operators compete in a…. and it must be the 

choice of the commuter. 20 

CHAIRPERSON:  Ja, thank you thank you much to the representative of 

SANCO, Western Cape for your time and for your very insightful presentation.  

You have certainly given us insights from a commuter perspective which will be 

quite valuable in this process going forward.  There will certainly be a need to 
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further engage with you, because we are still going to get a reaction from the 

planning authorities to the submission that you have made.  But thank you very 

much for your time and for your presentation. 

MR KHYAHAMA:   We also thanking you Chairperson for this invitation, it was 

delightful.  We hope to make a much more continues engagement with your 5 

commission, thank you. 

CHAIRPERSON:  Thank you.  We will now receive a presentation from Mr 

Philip van Ryneveld. I see that the fun is gone.  Welcome Mr van Ryneveld.  Ja, 

if you could please state your full names and surname just for the record.   

MR VAN RYNEVELD:  Turn on here, yes.  My name is Philip van Ryneveld and 10 

I an independent consultant, I work for a firm called Hunter van Ryneveld.  

CHAIRPERSON:  There should be a piece of paper in front of you, you may 

take the oath or the affirmation as you wish. 

MR VAN RYNEVELD:  Okay.  So I, Philip van Ryneveld, solemnly affirm that 

the evidence that I shall give shall be the truth, the whole truth, and nothing but 15 

the truth. So help me God. 

PHILIP VAN RYNEVELD (affirms) 

CHAIRPERSON:  Thank you I understand that you have prepared a 

presentation which you would like to take us through.  You may go ahead. 

MR VAN RYNEVELD:  Thank you Chair.  Yes I have prepared a presentation.  I 20 

have worked over many years for government, beginning in fact with the… 

working for the African National Congress around the Constitutional 

negotiations on decentralisation and moved ten years into working on public 
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transport.  I have also been a treasurer for the City of Cape Town in the early 

years of democracy.   

 So my background is a sense coming from somebody who is interested 

in government as a whole, and how it functions but for the last 10 years, I have 

specialised in public transport and I have done work for National Treasury, for 5 

the World Bank and for the City of Cape Town.  Those have been my main 

areas of experience and I will draw on that.  

 In presenting to you, I mean there were just so many ideas, concepts and 

I really do not envy you having to sort through all of the different issues that 

have been presented to you to try and come up with some sort of coherent 10 

approach because it is very, very complex.  And I just wanted to come here as a 

citizen, somebody who has worked in this area a lot, just to engage with you 

and in a sense, what I would appreciate is a two way engagement so that if 

there are issues that you have that you want to raise, I am always willing to 

come and respond or give my opinion or whatever.  15 

 I do come from… I don’t represent any particular industry, bus, taxi or 

whatever.  I don’t represent any particular government, I am really just an 

independent person as a South African who wants to contribute to making 

public transport better in the country.  So I have chosen to cover three areas 

and the first we will talk a little about government capabilities, the second about 20 

financial viability and subsidies and three third about some ideas on supporting 

the minibus taxi industry. 
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 I have been quite a strong supporter over the years of seeing the minibus 

taxi industry as a crucial part of our network of public transport system.  And I 

think this is a really important area for discussion.  In terms of government 

capabilities, now the main focus of this input is on the cities and on metros.  The 

mass daily movement of people is completely fundamental to urban economies.  5 

It underpins the agglomeration economy.  Agglomeration is all about access so 

this mass movement of people that a lot of the people in this room are 

responsible for is actually what makes an urban economy works.   

 There are some points that I might raise that could be relevant to rural 

areas, but it’s not focus and it needs a special focus and I don’t want to try and 10 

conflate the two.  So I am quite clear that I am really focusing on the bigger 

cities, the cities and in particular the bigger cities. 

 And in these bigger cities we have very varied demand.  Different people 

want different things.  Some people want speed, flexibility.  Some people want 

something near their homes, some people want a seat, some people don’t mind 15 

standing, some people want to pay a lot, and some people don’t.  So there is a 

huge number of different needs around and this requires multimodal solutions 

and I heard the earlier speaker say… talk about the need for… we need all 

these different services to provide services for the city. 

 So you need these multimodal solutions, many different kinds of modes.  20 

The nature of the demand is highly dependent upon the land use patterns that 

we’ve got.  So obviously a very spread out city, distances are going to longer, if 

it is dispersed you going to have lower volumes per vehicle and so on.  So the 

nature of the demand is critical.   Government has a key role in enabling these 
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many different service providers to collectively move a large number of people 

on a daily basis across the city, so government does have a key role, but it’s not 

actually, it’s the operator of the services. 

 Government’s role is in the provision of infrastructure, in regulation in the 

creation of a sound basis for competition in service provision, in the contracting 5 

of services, in the distribution of subsidies; this is where government’s role lies.  

And a coherent approach to doing all of this requires that there be a clear single 

locus of strategic responsibility that is able to prioritise the interests of the 

community as a whole.  The places the passenger at the centre.  So you need a 

single strategic centre of responsibility, a single locus of that responsibility in 10 

order to do that. 

 And the bulk of that responsibility or that locus of responsibility needs to 

be located at the level of government that encompasses the bulk of the 

passenger, the daily passenger movement.  This is the level of government that 

is there and responsible for this daily movement.  And it needs to be placed 15 

there in combination with the responsibilities for land use planning because I 

was saying earlier, how land use is such a key determinant of demand patterns.  

So what you need to do is link this responsibility for land use and transport in a 

combined way at a clear single locus of responsibility. 

 And in most cases that is going to be your cities.  In South Africa, as a 20 

result of the democratisation process, we created these widely drawn bound in 

our city government’s metropolitan governments, it was the whole concept of 

once city, one tax space but it was also the concept of combining, of being able 

to encompass full daily movement patterns in one metropolitan authority.   
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 So in most cases we have quite usually internationally a governmental 

system that allows our metropolitan governments and our city governments to 

be very, very well placed, to be the key locus of responsibility it’s close to the 

commuter, it deals with land use, it’s got a boundary that encompasses the 

whole daily movement patterns.  But I should add that in, sorry wait I minute I 5 

didn’t that.  In most cases that’s the cities or the metros, but in Gauteng you 

have a different situation.  Because you have three adjacent metros next to one 

another and there is a lot of movement across and between those metros. 

 So the kinds of arrangements in terms of inter-governmental 

arrangements that are going to work in a place like Cape Town, or eThekwini, 10 

or Nelson Mandela Bay or whatever.  You need something a bit different in 

Gauteng.  You need some mechanism to coordinate between those three 

metros and this is where the issues of a transport authority are coming on the 

table and we can talk more about that.   

 That that particular Gauteng type of arrangement has to understand that 15 

cities will always remain crucially responsible for the land use issues and for the 

built environment into which transport operates.  But each of the cities in 

Gauteng is not really able to encompass that full daily movement pattern and so 

we need some different arrangements there.  The next graphic I’ve got here, is 

an example and this is drawn from some of the work that I’ve done in Cape 20 

Town.   

 

Now about in the late 2000’s the initiative for the BRT really was driven by 

National Government and it was relation to the World Cup.  And they basically 
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came to Cape Town and said you know, we’ve got this program and it was 

National Government program of BRT and said you know, implement this 

project and Cape Town said that’s fine, you know we will implement it and they 

chose to do the West Coast route for a number of reasons, mainly there was 

already a rail system to the South East into the centre, there is no rail system up 5 

the West Coast and it was also a slight somewhat simpler area to start with, to 

learn lessons before extending to the rest of the city. 

 But the initial approach and this was the national approach, was what 

was called the full replacement model.  And that there was this vision of BRT 

replacing public transport across the city and that all the taxis would be 10 

somehow replaced by this kind BRT and their licenses would be bought out and 

they would replaced etcetera.  And they began moving in that model and so 

phase 1 of MyCiTi followed that national model.  In fact in terms of the national 

agenda, I think it was Cape Town perhaps before most of the other cities that 

said this thing is not going to work.   15 

 You need a hybrid approach.  You need to actually work much more with 

the minibus taxis as part of a combined approach and in fact with all the modes.  

And as the city learned more, it developed a sort of an overall approach which 

is in their 2016 business plan and this graphic shows the different elements of 

what is required by a transport authority to make transport work as best it can.  20 

And I will just mention them, sorry it’s about enhancing demand patterns which 

is around the land use issues.  It’s about getting rail to work properly.  BRT 

along key corridors; quality bus which is really Golden Arrow; Hybrid minibus 
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taxis solutions, in other words minibus taxi is a key part it and as part of this 

whole network non-motorized transport.  And then information technology, 

technology strategies and automated fare system that provides for an integrated 

fare system. 

 Physical priority for all public transport, not just BRT but physical priority 5 

access the city is a key mechanism and I’ve got slide later which actually shows 

some of the advantages of that.  Revenue optimization where you going to find 

revenue and then regulation enforcement network management which relates 

quite a lot to the how you regulate in the context of competition.  But all of these 

different elements have to work together into one integrated multimodal network 10 

and that really is, and this forms really the basis for the city strategy now after 

working in the area for some time. 

 Of course the reality is that the city gets money and initially it was for 

BRT, has no control the rail system, has no control over the so-called quality 

bus scam(?) system, that’s belongs to province.  Minibus taxis it has 15 

responsibility for the taxi ranks but it’s not the regulatory function.  So we have a 

huge amount of fragmentation in the system as a whole.  That is despite really 

many years of National Government’s policy, being on trying to get this 

coherent single locus of responsibility that I was talking about.  And we can go 

back to the Constitution.   20 

 Sorry I am working between two different… we can go back the 

Constitution.   In terms of the schedules in the Constitution, Schedule 5, 

schedule 6 there is 156, Section 4, which talks about the need for a… which in 

fact says you know, where an authority is necessarily related to government 
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and government has the capability or local government has the capability it 

must be devolved, that is Section 1564 of the Constitution.   

You then have the 1996 white paper that actually articulated most of what I 

have been saying.  It sort of promotes integration of land use and transport, 

intermodalism based on passenger transport plans, confirmed the principle of 5 

devolution of public transport passenger functions to the lowest appropriate 

level of government, envisaged metropolitan structures as transport planning 

authorities, taking full responsibility for execution and implementation of 

metropolitan…  That is all drawn straight from the 1996 white paper.   

 That was followed up by legislation and studies that was moving South 10 

Africa in 1999.  Sorry I am moving… I am not coordinating this very well, I am 

sorry about that.  Moving South Africa in 1999, the National Land Transport 

Transition Act in 2000.  National Public Transport Strategy and Action Plan 

2007, National Land Transport Act 2009, draft rail white paper 2017, all 

basically saying the same thing, okay.  But we have not got there, very severe 15 

fragmentation still remains. 

 In fact there has been almost no movement on this since 1996.  And so 

we have… this slide here is showing the different national programs and I’ve 

shown the different programs and functioning sources and I’ve talked about the 

different… where the responsibility lies for these different things.  So we have 20 

the Public Transport Operating grant, that’s the legacy program of operating 

subsidies to the provincially contracted conventional bus services.  This is the 

Putco’s, the Golden Arrow and so on. 
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 And the average trip length by the way, is 38.96 kilometres.  I’ve done 

some work recently for the World Bank, National Treasury on this work and 

which can be shared with you I am sure.  But that is a provincial responsibility.  

We have the public transport network grant, so that is mainly intended as a 

capital grant to 13 metros and emerging metros.  It was introduced in 2007 after 5 

the Public Transport Strategy and Action Plan was passed and it was aimed at 

implementing BRT.  And that is a responsibility of the local… that was the local 

level. 

 Taxi Recapitalisation Program that’s about R94 000.00 per taxi, I am 

sure you know this, but that taxi program is basically a national responsibility.  10 

We have PRASA Metro Rail, they get a capital subsidy and an operating 

subsidy.  That is the responsibility of the parastatal which reports to National 

Government.  Then I have mentioned Gautrain because that was a major 

program because it was a very large proportion of spending over the 2006 / 

2012 period of government.  That was a National Provincial Public partnership 15 

and then the Gauteng Ridership Guarantee.  These are the major spending 

programs. 

 But what you see here is this continued fragmentation of responsibility 

and this is held us back enormously.  The result of the fragmentation is that 

initiatives are supplier driven rather than solution driven.  And each part of 20 

government, acts in the interests of the mode that they are responsible for.  So 

you ask the rail people what’s the solution to the Cape Town problem, they will 

tell you well more railway lines.  You ask the people responsible for the PTOG 
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subsidies, the GAB etcetera, the provinces, what is the solution to the problem 

with the city, they will say, you know, more subsidies for our bus services. 

 You ask the cities who have been doing the BRT what is the solution 

they will say that is BRT.  You ask the taxi operators you know, and they will 

say the taxi operations and so on.  So you have all of these different parts of 5 

government, all promoting the interests of their own particular mode.  Now how 

do you achieve an even playing field for competition, for example, if you have all 

of these different authorities playing in this space with different agendas?     

 Not with community and the commuter at the centre of their 

responsibility; yes of course they are concerned about the community and the 10 

commuter, but they really responsible for half of the problem.  As so we get 

these supplier driven solutions, instead of an overall community… supply driven 

initiatives instead of an overall community based solutions.  No single 

government body is able to exercise strategic responsibility and control and this 

means that we have a lack of consistency in providing the basis for the fair 15 

competition amongst operators.  It also means we get this fragmentation of 

scarce, of scarce skills.  Sorry I am… okay. 

 We now have the NLTA (‘National Land Transport Act’) on the table, it’s 

gone through the National Assembly, it’s now still in parliament and that seeking 

to address some of the issues, but I have to say, I am afraid that it is actually 20 

making some of this now worse again.  So for example, I mean the positive 

change is that it provides for this Gauteng Transport Authority that I was talking 

about, but there are serious problems with the amendments; for example, it 
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now… the NLTA tried to push this agenda of decentralisation to the lowest 

appropriate level. 

 There have been problems in the implementation of that.  The NLTA 

amendments reverse that now.  Now they make the provinces the default 

sphere of government responsible for road based public transport.  They give 5 

the National Minister unconstrained responsibility in deciding the conditions for 

devolution to local government and where the local government have met them.  

The minister may determine the conditions, but he doesn’t have to determine 

the conditions and if he doesn’t determine the conditions, the devolution can’t 

go ahead. 10 

 I am not sure that the legislatures actually understand what they have 

done here.  Because I think what they’ve tried to do, is they have tried to 

respond to some problems that made other things worse.  And I am hoping that 

through SALGA (‘South African Local Government Association’) some of these 

problems will be addressed, but there are some… there really are some 15 

significant problems.  The legislation now removes the provision for a signing 

the PTOG (‘Public Transport Operations Grant’) funded provincial bus contracts 

to local government, it’s gone.   

 Now local government may be able to go back to the Constitution 1564 

and say I’ve got this right in terms of the Constitution, but why remove it from 20 

the legislation?   So we’ve got some really significant problems in this legislation 

that I hope will be corrected before it becomes, it becomes law.    Okay, there is 
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another issue about the power of municipal regulator, once established to 

temporarily close routes, that’s heavily constrained in the legislation, now.   

 Now I don’t know enough about the detail, but understand that that is one 

of the mechanisms that provinces have used and they have had major taxi 

conflicts, where they actually stop a route from operating for a bit, in order to get 5 

the players to come together to actually sort it out.  That power for some reason 

has been removed from the municipal regulatory entity.  So they will no longer 

have that instrument anywhere in the country to deal with that issue.  So these 

are things which I don’t think have been well enough thought through.  The 

legislation is not yet law and I hope that there will be ways of actually 10 

intervening to correct some of these problems. 

 Okay, financial viability and subsidies:  There is so much to say about 

this and I… you know, I am happy to talk further about it and hear more about 

and engage but I have chosen to put a few key ideas on the table.  I think that 

you are, as a commission, going to receive a huge amount of inputs of people 15 

saying this is unfair, that unfair, we want the subsidy, we need the subsidy; just 

some sort of conceptual issues which we can put on the table.  The first really is 

to say… talk about financial viabilities.  So the financial viability of a transport 

service depends on the patterns of the demand for that service.  What is the 

distance, obviously people can afford to pay to go shorter distances, as the 20 

longer the distance gets, the more expensive it gets, it more difficult to pay, you 

are providing that kind of services is more expensive. 

 But that is by no means the only thing.  A crucial issue is the thing of 

reverse flow.  So if a taxi or a bus or anybody drives from the origin, you know, 
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off to a destination and unloads people in the peak, takes people that distance.  

Now it wants to come back and do another load but now it’s coming back 

empty.  You can think of the towns, we can think of Khayelitsha or Mitchell’s 

Plain to the CBD in the mornings.  Drives to the centre of the town, turns around 

and comes back empty.  Obviously coming back empty costs the driver, the fuel 5 

everything, the time but they are not getting any fares from that. 

 So if you have reverse flow, if you have people travelling in both 

directions, so they can take a full load to the city and they are taking a full load 

back at the same time, that obviously hugely improves their viability, they 

actually get twice as many fares for the same amount of driving time.  So 10 

reverse flow:  Seat renewal, and I was interested to hearing one of the people in 

the input now, I mean all public transport authorities love seat renewal.  What is 

seat renewal?   

 You have a route, let’s say from Khayelitsha to Cape Town, if some 

people are getting on and others are getting off along that route, everybody is in 15 

fact travelling a shorter distance, the seat is being sold many times along the 

route.   Each person is actually doing a shorter route, the seat is being sold 

many times along the route, that allows that operator to get much more money 

from travelling along that route.  And then the peak to base ratio; I’ve got a few 

graphics here, a little graphic here, let’s just go forward.  This is an illustration of 20 

this, of what I am talking about.   

 Here what we seeing is… in fact this is what most of South Africa’s public 

transport is having to serve.  Here is the origin and there is the destination and 

in the morning… okay I am not (inaudible) to technology.  In the morning you 
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have vehicles travelling all the way taking people all the way to their destination, 

unloading, coming back empty if they are going to do a second… and then in 

the evening doing the same thing.  The pattern underneath is an example of a 

route where you have seat renewal, people getting on and getting off, all the 

way along the route. 5 

 And that kind of corridor is obviously a much more lucrative kind of route 

to serve for an operator.  And in fact Bus Rapid Transit as a technology is 

actually designed for that lower kind of… that lower graphic.  The point of 

stations is yes, it’s nice for people to get the protection from the stations but the 

actually point of stations in the BRT model, is that it allows for pre-board fare 10 

collection.  Okay so you show you card, you will pay your fare in order to get 

onto the station.  Once the bus comes it has these big doors that it opens.  Lots 

of people get on and get off, you can actually board 40 people in 2 minutes, 

instead of the traditional bus where you have one door and it’s one at a time 

and you wait there for the bus and the bus takes 10 minutes to load people up.  15 

 So the point of a station is that it actually, that’s what it’s about, making 

the thing rapid.  It’s about actually getting people to pay for their fares to get into 

the station, the bus stops, the doors open, people get on, people get off, and it 

goes.  What does this do, this makes the journey time much shorter, that’s good 

for the passenger, but it is also good for the operator because if they can 20 

manage to do it effectively, they can run more than one trip in a peak.  So you 

can get there, back and there again.  So the point about this Bus Rapid 

Transport is that it is actually intended to operate in that kind of corridor.  Now 

the problem about South Africa is that many of our corridors are not like that.   
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 And what I would say has happened in South Africa is that we have 

implemented Bus Rapid Transit technology along routes that are not really, are 

not really the right routes for Bus Rapid Transit.  Some of them are the right 

routs, I am not saying that they are not, they are there.  But one of the big 

problems with this technology, it was seen as a one size fits all, implements it 5 

and often implements it over long distances where the pattern of demand looks 

more like the top block, the top picture and not the bottom picture.   
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I think a lot of cities are now learning about that and they are saying we’ve 

got to do something else, etcetera.  One of the things that I know that Cape 

Town is doing, is… I mean the cost of running those stations is a lot.  It’s 

very, very expensive in fact I know Cape Town was spending something like 

25% of the fair revenue collected, just in running the stations.  And so what 5 

they are trying to do in their new BRT routes, is design a system that you 

only have stations where there is sufficient volumes of people to justify the 

stations.   

 And then so and that the other places you would have stop on the left-

hand side.  So the idea here is to try and lower the cost of these sorts of 10 

things, so you have stations where you have large numbers of people using 

it, but you don’t have stations where you don’t have large numbers o people 

using it.  And so that’s part of the reason for some of this change.  I would 

just add, because I heard the conversation earlier that the end to express 

route is not an ideal route for BRT at all.   15 

 And I think Cape Town in a sense, having tested the route out on 

phase one corridor up the West Coast which goes up to sort of Dunoon, 

Atlantis and so on Milnerton those areas, felt they needed to do something in 

the South East precisely for the reasons that I think people are being feeling 

that it was being excluded.  The technology I would say of the BRT buses is 20 

not actually the right technology for that end to express route.  In fact I would 

argue that GAB (‘Golden Arrow Bus Service’) buses are better.  It you are 
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taking people along a long route all the way down a highway, and not getting 

on and off, you don’t need the BRT technology of stations and so on. 

 So there are… these are all you know, many, many different issues 

here.  Sorry I don’t want to waste too much time.  The next thing I wanted to 

talk about here, is the peak to base ratio and this is the same in many 5 

different industries.  The electricity industry is another industry where you 

peak to base… you have to build as many power stations…  You have to 

build your power stations for that terrible period for Eskom between 6 o’clock 

in the evening and 10 o’clock at night when everybody wants to watch the 

football and they are in danger of load shedding. 10 

 I mean you have to your…  During much of the day you don’t need 

these power stations.  So this happens in the transport industry as well.  So 

by having very, very high peaks and very peaked peaks, the transport 

providers have to provide a huge amount of capacity that basically sits idle 

for the rest of the day.  And we’ve seen this, we’ve seen buses parked all 15 

over the place, we have seen taxis parked all over place during the day.  And 

actually a key part of that, of the viability of a public transport sector, is 

determined by this ratio between the peak and the base.  If you have a flatter 

peak, you have less idle capacity during the day.  If you have even demand 

during the day, then you are able to use your bus ride through the day.  And 20 

so something that has cost R4 million rand to buy can be used the whole 

day, instead of just two hours in the morning and two hours in evening. 

 So your peak to base ratios is absolutely crucial to the viability of a 

public transport system.  And actually one of… if you leave things just to the 
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market, let me show that little… you see there is the norm.  There is the 

whole demand and if you leave it to the market as to what to provide, the 

market will not provide for the peak.  The market will do that, the market will 

provide some of the services in the peak in order to lower their peak to base 

ratio.  If they have a responsibility just to make money, they don’t want to buy 5 

all these extra buses which are only used for a short amount of time.  They 

would prefer to actually undersupply the peak but have their vehicle run right 

throughout the day.  So that’s key to the economics of public transport. 

 And one of the results of this you will see in peak periods there are 

always, doesn’t matter how much supply, there are always queues for 10 

people, there are always queues for taxis, always queues for trains, for 

buses etcetera in the peak period.  Why, because the market by itself will not 

completely supply that.  It will want to crush people in at the peaks and then 

be able to have fewer vehicles so it is able to use them right throughout the 

day.  So that is a crucial part of the competition. 15 

 So our profit maximising operator will seek to reduce the peak to base 

ratio.  The market left to itself will undersupply in the peak.  So what is the 

purpose of subsidies?  Subsidies are not only about equity, okay.  There are 

subsidies for equity purposes for redistributive purposes.  But subsides are 

also about efficiency.  So I think just in terms of thinking about our subsidies, 20 

we must think about an equity purpose for subsidy and efficiency purpose for 

a subsidy. 

 The equity purpose for a subsidy is to lower the cost of travel for poor 

people.  The efficiency aspect of a subsidy is to address these market failure 
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issues.  To find ways of enabling that peak supply to be provided in a way 

that would not be provided if the market is just left to itself.  So when you do 

your work on subsidies and think about subsidies, I think it is very important 

to be able to distinguish between those two concepts and realise that two 

things are happening here with the subsidies, not just about the equity is also 5 

about the efficiency.   

 Because that helps develop a framework for how you would want to 

use your subsidies.  You would want to use your subsidies partly to address 

some of those market failure issues.  In terms of where you give that 

subsidy, in principle, ideally you should give the equity subsidy to the 10 

passenger and they should be able to use that subsidy on whatever mode of 

transport suits them best.  If they prefer taxis, use if taxis, if they prefer buses 

use it for buses.  Because you are trying to subsidise somebody who is poor 

and they should be able to use the subsidy in a way that suits them best. 

 So an equity based subsidy should ideally go the passenger.  An 15 

efficiency based subsidy would normally, I mean should go to the service 

provider because you trying to deal with supply.  One is a demand sided 

subsidy the other is a supply sided subsidy.  So you need to distinguish 

between these two things and organise yours subsides with that in mind.  

Now that of course is much easier said than done because demand sided 20 

subsidies are theoretically the right approach for addressing these equity 

concerns and user chooses the service that suits them best, but they are 

very difficult to administer. 
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 How do you administer demand-side subsidies?  And a lot of 

economists say oh, demand-side subsidies are the way to do, put the 

subsidy in the hands of the user.  But you’ve got to actually do it.  I used to 

be the treasurer here in Cape Town at one stage in the early 1990’s and the 

issue was how do you subsidise poor people’s household accounts?  And 5 

everybody says well we want to do an income assessment.  How poor are 

people?  The cost of actually assessing, you know, half the people are poor.  

That’s 2 million people in Cape Town.  

 How do you assess each individually, 2 million people, how poor they 

are?  I mean I bet if I asked any of you, you know, how much money did you 10 

earn last month or whatever… you may not want to tell me?  So how do you 

actually administer these demand-side subsidies, it’s very complex?  Okay.  

Currently what we have with our subsidy system is the equity objective and 

the efficiency objectives are both combined in a single subsidy that goes to 

the operator.  Because that’s kind of how we’ve done it in the past and we 15 

don’t really have too much option here. 

 I do think that demand-side subsidies may become possible if 

delivered by the means of integrated multimodal fare system and I was 

interested to hear SANCO talking about they would like to see this electronic 

fare system, multimodal fare system.  Because then you actually have a 20 

feasible instrument for delivering demand-side subsidies.  And the way I 

would want to explore that is that your… and we have you know, these great 

advances in technology and the ability to use data etcetera; is that in fact the 



                     20th JUNE SESSION 1 

Page 146 of 230 
  

most efficient way of assessing whether people are poor or not can be 

gleaned from their movement patterns. 

 I mean let me give you an example.  If somebody using one of these 

fare systems and you can see that they are actually waiting an hour to go on 

the train because the train comes irregularly, but they want to go on the train 5 

because they save R5.00 on the fare, because they can the train instead of 

the bus, and you develop this knowledge through the way that using their 

integrated fare system, you know that that person is prepared to give up an 

hour of their time just to save R5.00 on the train.   

 So you begin to learn and there may be a way, I am talking about 10 

something that hasn’t really been done internationally ye, but you talking 

about… I think these are new possibilities that are coming on board with new 

technologies and your system can begin to learn and begin to target 

subsidies in a way that is more automatic and could get to the poor. So I do 

think that this is a possibility, I think up until very recently I’ve always said 15 

demand-side subsidies cannot be done.  Now I am beginning to say yes, 

actually they can be done but it is going to be very difficult, it’s going to take 

us a few years to do it, but I do think it is something that we should pursue. 

And the digitisation of the world is making these things much more possible.   

 But again this is going require the consolidation of public transport 20 

responsibility and authority because now we are sitting with you know, 

PRASA doing theirs, and Golden Arrow doing theirs and Putco doing theirs 

and the taxis doing theirs and the city doing a BRT, I mean how do you 

organise a system like that again?    
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 So we come back once again to this issue of the fragmentation of 

responsibility.  For subsidies I thought I would just show you this graph.  I 

can give you this information in detail, this is a recent piece of work that I did 

for something for National Treasury in terms of the overall National Resource 

Allocation to the different programs.  It’s drawn from the National Expenditure 5 

Reviews over the years, just to highlight it, I mean one of the interesting 

things was the amount of money spent between 2006 – 7 and 2010 – 11 on 

the Gautrain capital subsidy,  R25 billion from National Government.   

 What you see there in those figures, the price is subsidy, if you look at 

the line price of subsidy. It’s made up of two subsidies, a current operating 10 

subsidy and the capital subsidy.  The capital subsidy which in 2016 – 17 was 

R14.6 billion is really this major recapitalisation program of PRASA.  And it’s 

much bigger than any of the other subsidies.  You have the public transport 

operating grand, that’s the subsidy to all of the provincially subsidised bus 

contractors, the Putco’s and so on, that R5.4 billion a year.  Public Transport 15 

Network grant that’s the grant that goes to these bigger cities for the BRT’s 

R5.59.  And there you see the taxi recapitalisation R350 million.   

 So it’s really small compared to the others.  PRASA’s subsidy R18.89 

billion and there is the Gautrain capital subsidy, well it is no longer there but 

the Gautrain ridership guarantee is about a billion rand a year.  So just in 20 

terms of where National Government money is being used, I think that is 

quite an interesting breakdown and of course, it begs the question if 66% of 

people are travelling on minibus taxis and this is where the money is going, 

there is an imbalance there. 
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 That is not to say that we don’t need to get our prices working, our  

subsidised, our bus companies and so on working, but this the kind of 

breakdown of the figures.  There are various ways of… many different ways 

of supporting public transport and I just wanted to highlight this one graphic 

which is actually a study that we done in Cape Town, which I think is really 5 

fascinating and talks to the minibus taxi lane.  So what these figures show 

were… it was survey done on the 12 April 2016 and it was measuring the 

number of people that were using the BMT lane… into… that minibus taxi 

lane, counting the vehicles.  So what you will see there is the BMT lane that’s 

the top line, you see the BMT lane.   10 

 There were 198 buses in that hour travelling down that BMT lane.  

There were 774 taxis.  This BMT lane is the dedicated bus, minibus taxi lane.  

There are 774 taxis that travelled down there.  There were 441 illegal cars, 

they shouldn’t have been in that lane but they were travelling down the lane, 

they couldn’t keep them out of there.  And then there were 19 other vehicles.  15 

So there were a total of 1432 vehicles.  If you look at the capacity of those 

different vehicles, they were… on average each bus carried 70 people, each 

taxi 15, each car 1½ and the others were basically freight vehicles. 

 If you then look at the number of passengers you will see the number 

of passengers in each of those modes; so 13 860 in the busses, 11 610 in 20 

the taxis, 662 in the cars, in these illegal cars.  So the total number of people 

that that lane was able to carry in an hour, was 26 132.  A normal traffic lane 

on a highway or on a freeway, travelling at full efficiency with motor cars, 
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carries 2 700 people an hour.  Now I would say that we have missed a trick 

in this land debate, okay.  The expropriation without compensation, okay.   

 My own view is somebody who is passionate about public transport, is 

that it is time that public transport took back some of the privatised road 

space that we have in our cities, okay.  Just to put in sort of current day 5 

terms.  If you think that one lane of public transport users that is dedicated to 

public transport users can carry 26 000 people in an hour and the other lanes 

which are being used by individual private car operators, can only carry 

2 700 and we want our cities to work efficiently, we should be having more of 

these BMT lanes across our cities. 10 

 I would like to see the Gauteng freeway improvement, the project 

beginning to start dealing with their problem of the opposition to tolls, by 

saying that’s fine, needn’t pay but keep one of these lanes for public 

transport and that the deal.  We built an extra lane.  The Gauteng freeway 

improvement project was actually about putting an extra lane on the whole of 15 

the Gauteng freeway network.  So if that lane had been used for public 

transport, for buses and for taxis, it would be a much, much more efficient 

solution and we may be able to begin to address some of our congestion 

problems. 

 I am wondering if that is my phone, sorry about that.  So I think 20 

that’s… I wanted to raise that because I think that dedicated public transport 

lanes are absolutely crucial as part of the solution and may provide much, 

much more benefit to many of our public transport service provides such as 

minibus taxis than a subsidy.   
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 So supporting the minibus taxi industry, I mean there are challenges in 

how one does that.  If we look at the question cost, there are... I’ve heard this 

figure it was quoted again by the National Taxi NTA and so on recently.  

There are about 16 million trips a day on taxis.  If there was a R5.00 a trip 

subsidy, that would cost government R30 billion a year to pay for that 5 

subsidy and that’s not actually going to happen.  That doesn’t even include 

the cost of administering that subsidy.  So just… if you do the numbers, the 

kind of amounts of money you talking about, are really, really vast. 

 And I would ask is the most efficient way of in fact enhancing that 

industry?  I think there is much, much more returns to be had in other ways.  10 

I am not saying that taxis shouldn’t form… be able to bid for the bus 

contracts which need to be put out to tender, I mean I am not saying that 

people from the taxi industry shouldn’t be able to apply for these tenders and 

so on, but the notion of an operating subsidy for the taxi industry, if you just 

to the numbers, the kind of money that you are talking about is vast, if you 15 

are talking about an operating subsidy. 

 So that’s just a quick figure that I did 16 million trips a day times R5.00 

a trip times 365 days, is about R30 billion rand a year.  I think that there are 

also a lot of dangers in government interfering in the taxi industry in ways 

that undermine the key comparative advantages of the industry.  I think we 20 

have to be very, very careful.  One of the really interesting and complex 

things in the taxi industry is the relationship between the taxi operator and 

the taxi driver.  And often we didn’t think of the taxi as one thing but there are 

actually different interests here and in many ways the efficiency of the 
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industry depends upon what you could call the entrepreneurial skills of the 

driver.  

 Finding where the market is, driving when they want to and knowing 

when they are going to able to pick people up.  And they are driven by the 

fact most of them are operating on a target method, so they pay a certain 5 

amount a day plus the petrol to the person who owns the vehicle and then 

they drive to maximise their income.  And that pushes them into doing all 

sorts of… quite a lot of things which we don’t like, but it also pushes them 

into actually serving the customer.  And a lot of the so-called poor behaviour 

that other motorists don’t like are often the taxi operator, a taxi driver looking 10 

after their customers. 

 Stopping in the middle of a road because actually that’s where the 

taxi, that’s where the passenger wants to get off, you know.  And we as 

drivers look there and ah, these bloomin taxis, what is this doing?  He is 

looking after his customer, okay.  So take that away, change that, turn that 15 

driver into a wage earner.  Take away all of those incentives.  You may 

actually change… you may actually lose a lot of the efficiencies in the 

industry.  I am not saying it’s not necessarily something that needs to be… I 

am simply saying be careful, get involved, government gets involved in trying 

to change this industry.  You are in danger of spending a lot of money and 20 

making it a lot less efficient if you do it wrong.  

 So your work in the competition commission I think is crucially 

important not just in trying to get government to do the right thing but it is 

also about avoiding and doing the wrong things.  The cost of formalisation 
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what is that going mean to the taxi industry?  So there is number of issues 

here.  In my view there are efficiencies to be had through formalisation in the 

taxi industry and there are some very interesting work being done, there is a 

very interesting project happening at the moment in Mitchell’s Plain with the 

taxi associations. 5 

 We they are beginning to look at if the club together in some way, 

created a company, whether they could in fact provide the same amount of 

service with fewer vehicles, great efficiencies and so on.  So that is looking 

like… some very, very interesting work.  So there is potential in the 

formalisation, but my view is that that formalisation should be driven by the 10 

taxi industry, looking for ways to become more efficient, rather than 

government doing it through direction and subsidy, because government 

thinks it’s the right thing to do.   

 I think there is a big danger here in giving the wrong support to the taxi 

industry.  What are some of the feasible ways of supporting the taxi industry?  15 

I think there is scope for an increased capital subsidy.  It does actually only 

represent less than 20% of the total value of the vehicle.  So in fact it 

doesn’t…. it’s more or less the same as VAT.  Government takes the money 

in VAT and gives it back in the form of recap allowance.  Its only about 18% 

now.  So it’s not very different.  So I think there is some scope for an 20 

increase in that taxi recap; you want to try and make sure that it happens in a 

way that it doesn’t all end up in the pockets of the vehicle manufacturer and 

stays rather… you know we don’t… as a result of an increase in the taxi 

capital subsidy, we could end up just seeing the price of taxis going up.  
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 So how do you ensure that that doesn’t happen?  But I think there is 

definitely scope there and I would link it to mechanisms that help provide 

government with better understanding of services, so if you get the subsidy, 

you need to track, put a tracker on your vehicle.  So government begins to 

learn how these taxis are operating.  And can then in fact support them 5 

better and manage them better and then perhaps mechanisms for greater 

compliance.  So I think there is something there.   

 I think there is a lot of scope in improvement in facilities, making 

shelters just improving the quality of the taxi ranks, taxi interchange facilities 

and so on and that is something that government can do.  Priority lanes and 10 

other measures in congested areas, I have shown the minibus taxi lane.  

Many of the taxis, I don’t know if there are taxi operators here, but when that 

BMT lane… it’s quite a long time ago now, but when that BMT lane was put 

in place, suddenly taxi operators were able to do three trips in the morning 

for Khayelitsha or Mitchell’s Plain into the CBD, instead of one, because they 15 

weren’t stuck in traffic anymore. 

 Maybe three trips is an exaggeration, but I mean they were able to do 

many more and you know it’s…  So those priority lanes you can do queue 

jump lanes at intersections.  The public transport, the taxis and the buses 

getting a lane of their own and when the lights change it first changes green 20 

for the buses and taxis, they go first and then the cars behind them.  So 

there are a lot of these priority mechanisms that could be done that would 

actually improve the operating conditions for taxis.  And then getting 

government transport plan is to plan for minibus taxis as a key part of the 
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public transport industry; that they are fully part of it, they are a crucial part of 

the industry and they must be planned for as such.  

 And the tradition of transport plan is that they somehow exclude the 

informal sector.  It’s just the tradition, it comes from all over the world 

etcetera.  I think there is a change happening in South Africa and certainly 5 

the cities that I have been working with, everyone is talking now about the 

hybrid model. The hybrid model, hybrid model, what do the mean here?   

They mean about actually seeing taxis as fully part of this transport system.  

It’s shouldn’t be a new thing, it is new thing, let’s just be grateful that it is 

beginning to happen, but let’s reinforce that.  And then obviously 10 

improvements in operating licence management, absolutely crucial for those 

of you who had to experience that. 

 And just finally, part of the reason why I am interested that we… that 

the minibus taxi industry be built, is because I actually see it in fact as the 

potential of a really new progressive, very modern form of public transport, 15 

because of it’s flexible demand responsive nature, places it in a very good 

position to capitalise on new mobile technologies.  The whole world is 

moving towards things being tailored, flexibility etcetera.  I mean we are 

seeing for example the replacement of these big national media programs 

with people getting their news online.   20 

 We just in so many myriad of ways we seeing our advertising targeted 

individuals, there is whole new…  The digitisation is a revolution and taxis 

flexibility places them actually in various ways and I could talk some more 

about this but in various ways to respond to that, in ways that the trains and 
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the buses which don’t have same flexibility and they are to going to be able 

to do.  So there is a whole new set of potentials there.  I think that there is 

scope for the taxi industry to move into the higher end markets, particularly 

we see these fuel price rises, people not able to run their cars. 

 If you could combine dedicated lanes and taxis have far more 5 

dedicated lanes and we are able… you know in many ways they would be 

able to beat the traffic easily.  And I think you would see a lot of middle class 

people saying, wow, I can take a taxi, it can be better tailored to my needs, 

more flexible perhaps come to near where I live;  Use the dedicated lanes 

which the ordinary cars won’t be able to use.  It will be cheaper and I think 10 

this is actually the potential.  I mean we are running out of road space for 

private vehicles in South Africa and we are not going to be able to build our 

way out of the problem. 

 So we have to get people more onto public transport and I see the taxi 

industry as perhaps being the industry that is most able to move into the 15 

space and be competitive as a public transport sector and move towards a 

premium taxi service as part of a much bigger service.  So okay, those are 

my thoughts.  There are many more things to say, I hope that has been 

useful and given you some insights and thank you for the opportunity. 

CHAIRPERSON:  Ja, thank you very much Mr van Ryneveld.  Colleagues 20 

it’s over to you now if you could also prioritise your questions.  Mr van 

Ryneveld has talked about priority lanes. I think let’s do the priority questions 

and the non-priority questions will do then if we still have time. 
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MR NGOBENI:  Thank you Chair I have two questions for Mr van Ryneveld.  

I think let’s start with your slides on supporting the minibus taxi industry and 

where you have dealt with the challenges in supporting the minibus taxi 

industry and have used the… I think you said you have used the National 

Taxi Alliance submissions in order to arrive at the calculations that you’ve 5 

done and then you then warn against the danger of government interfering in 

the ways that may ultimately undermine you know, the industry itself.   

 The question that I have there is, if one looks at some of your 

suggested solutions and then you talk about the scope to increase you know, 

your capital subsidy which is your TRP.  What I am not seeing from the 10 

feasible ways of supporting the industry is what you spoke about earlier 

which is the demand- side subsidy issues that you have raised in your earlier 

slides.  I do understand that you advocating for I think what you referred to 

there as, capital subsidy and the other things.   

 But what I am more interested in is… the first part of my question is to 15 

understand what your suggested solutions are, in order to try and implement, 

what you then referred to as your demand side type of subsidy, because 

through the submissions that we have received, from various stakeholders, 

that is what we being urged as the commission, to consider and to formulate 

appropriate recommendations around that issue. 20 

MR VAN RYNEVELD:  Question by question or your… okay.  I suppose 

there are two issues to the demand-side subsidy.  First of all how much are 

talking about in terms of money, so I did that rough calculation. I mean I think 

demand-side subsidies in principle are a great idea; the total spending on all 
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public transport in South Africa at the moment.  We are talking about the 

recapitalisation of rail, all the subsidies that are happening, all the capital 

work that’s been done etcetera.  So the total spending per year is about R30 

billion. 

 So to introduce a demand-side subsidy that is equivalent R5.00 a trip 5 

on the taxis at the moment, would cost the same amount of money.  So you 

are talking about… which is going to take our whole public transport budget 

and that’s where we going to put it;  And I don’t think that that’s…  So if 

government has the money that’s great.  I would point out on little statistic 

which when I learnt and read I found completely shocking and I think it is 10 

worth… anybody who is working in the transport space understanding this. 

 The amount of money that is raised each year in the fuel levy in order 

to pay for the Road Accident Fund, okay, what is the Road Accident Fund?  

The Road Accident Fund pays insurance out to people who are uninsured, 

mostly pedestrians who are knocked over by vehicles, injured in accidents.  15 

The amount of money raised each year in that fuel levy and paid out to the 

Road Accident Fund is R34 billion a year.  In other words more than the total 

amount of money that is spent on public transport.   

 That R34 billion a year actually not enough, the Road Accident Fund 

is very dire financial problems and they have an accumulated deficit of over 20 

R180 billion.  So in terms of, have we got the money, well we do spend 

R34 billion a year which we raise on the fuel levy and then spend in paying 

out compensation to victims of road accidents, mostly pedestrians.  And I 

think that is a figure that South Africans need to kind of focus on a bit and 
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ask ourselves how did we get there?  How come we kill so many people or 

how come we injure so many people with our vehicles each year? 

 I rest there, but I think it is just such an important figure to remind 

people of in any forum like this.  So there is question of money, in terms of 

the demand-side subsidy, I mean I do think that the only way to do it would 5 

be with an integrated fare system that everybody was part of and as I was 

sort of mention earlier, that the fair system begins to record or begins to work 

out who is poor.  So you could make some assumptions, you could build in 

all sorts of algorithms into the fare system.  So for example people who are 

travelling on a daily basis from an area of the city that is normally regarded 10 

as poor would be more likely than, you know would earn some points. 

People who are travelling from rich areas would not.   

 But then you would have to have all kinds of other algorithms in it, 

because it might be that the people travelling from rich areas are actually 

domestic workers who are not rich.  So how do they travel?  So you begin to 15 

learn.  So a system like this can learn over time and begin to understand who 

are the people who are likely to be more poor and more in need of the 

subsidy and you deliver that subsidy through that mechanism.  So that to me 

is the way a demand-side subsidy…. It’s the only way I can see a demand-

side, a good demand-side subsidy working is that if you have a fare system 20 

already in place and that operates. 

 Now getting to that fair system, I think is quite a few years still.  I heard 

the previous speaker mention the MyCiTi, my connect fare system.  That’s 

operating fairly well, unfortunately National Government put in place a bunch 
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of regulations which I don’t think were necessarily right, I mean they thought 

they would be right, everybody thinks they were right, they have made it a 

very, very complex system.  Essentially it has to have all this security 

features of a bank.  So it’s… there are costs involved.   

 I think building on that in the Cape Town case may over some years, a 5 

couple of years, two three years, possibly be able to get into a position where 

you could start thinking about doing some of these things.   

 But then you would need price… your price or fares would need to 

come onto that system and how long away are we from the devolution of 

PRASA to the cities.  I mean National Treasury would like to see it happen, 10 

the green paper on rail that was issued in June last year would like to see it 

happen, but there are many interests who don’t want to see it happen.  So 

how do you do that?  What do we do about the devolution of the bus service, 

which now the legislation is about to change to remove that provision for 

assignment of the bus service to the city. 15 

 So there are a lot of problems here in actually implementing this.  So 

my quick answer is two considerations, how much money are we going to 

deliver through that demand-side subsidy and how much money have we 

got, you know, to deliver.  And number two, what is the mechanism for 

delivery?  I think the mechanism for delivery, the only thing that I can think of 20 

that is realistic is a fare system, an electronic fare system which could allow 

delivery of the subsidy to the end user, who could then use that subsidy on 

whatever mode of transport they would want to use most, but it is dependent 

upon a lot of big institutional changes which I am hoping, with the current 
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government we will see some urgency and some progress on these things.   

But we haven’t had a lot of progress since 1996.  

MR NGOBENI:  Thank you and on the question of formalisation you’ve 

mentioned the Mitchell’s Plain example and you then advocate for 

formalisation to be industry driven instead of you know, it being driven from 5 

the government side.  The question that I have there is it appears to me that 

there has been confusion between the industry and government as to what 

constitutes formalisation of the industry and what worries me with the 

Mitchell’s Plain example, is the situation where they are now undertaking 

something which may not be considered as formulation from the government 10 

side.  Do you have comment on that? 

MR VAN RYNEVELD:  Okay well I might be confusing myself so I probably 

need to know, I mean the word formalisation is thrown around a lot, and for 

me it probably means a number of different things.  So it’s… one of the 

things that it means is adherence to all kinds of labour conditions, tax 15 

undertakings and so on.  I would have thought those are quite, you know you 

tend to introduce formal labour practices, formal taxation mechanisms.  

Essentially it usually… it’s usually going to be associated with the creation of 

a company that owns quite a number of vehicles.   

 So what you do is get a concentration of ownership amongst 20 

operators who are shareholders and it then… I mean, one of the advantages 

of that is that, for example, will allow you know the creation of a depot where 

the vehicles can be done.  So you have economies of scale beginning to 

emerge, you have the beginnings of a company that and bid for bigger 
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contracts.  So to me that is what formalisation means, if people are using the 

term differently then maybe you should share it with me then I can say 

whether I… because how is government, how else is it being used? 

MR NGOBENI:  I think maybe I don’t want to take Chair’s time, I think what 

we have heard yesterday is that you have mentioned issues around you 5 

know, SARS issues, tax compliance and all of those things.  The operators 

are saying they do comply with all of those things but yet government still 

considers them not be formalised.  That is the argument that was raised 

yesterday.   

MR VAN RYNEVELD:  No, well I think that’s actually, I mean there is a huge 10 

variety of… and I think that is also you know a valid point, I mean I think you 

will find that many different taxi operators do differently.  Certainly the big 

operators would tend to be much more formal in the way they approach 

things than somebody who owns one car or whatever.  I mean a cash 

industry so gives a lot of scope for not needing to necessarily report, but I am 15 

not saying that people don’t do that.  Maybe partly what I am talking about 

when I talk about formalisation is in fact concentration of ownership.  It’s the 

creation of companies. 

 I think a lot of the industry people and I think a lot people in the 

industry who would like to, in a sense grow and you know, so that you have a 20 

fleet owned by a company that is then able to… I mean then you can of 

course manage the competition between taxis much easier, you can capture 

economies of scale and so on.  So I think that that… I think that quite a few 

of the taxi operators when they talk about formalisation, what they are seeing 
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for themselves is being shareholders or owners of a company that owns a 

significant fleet, that they concentrate the taxi licences in that company and 

then they can begin to do all sorts of things, and they can begin to do all 

sorts of things. 

 I mean a fleet owner that has a good number of vehicles is able to 5 

show compliance with all kinds of things; that opens up new markets.  I mean 

I think there is a huge market in the tourist industry.  I have talked about the 

middle class market.  I think that as we move more and more towards 

internet based purchasing, you know this thing that has taken off in China 

and places and as that comes to South Africa, potential for getting into 10 

delivery in the off peak periods.  So once you are in a company that is bigger 

you perhaps have an opportunity to access those possibilities.  Ja. 

MR NGOBENI:  Thank you and just one question on the policy issues, I saw 

in one of your slides where you spoke about, we have done the regulatory 

framework and one of the issues that you raised there, it’s you know, the 15 

question that there has been various polices but there has not been any 

movement.  I think that has been you know for me, one of the most important 

things and I am struggling to understand why there hasn’t been any 

movement and one of the arguments that has been put forward to us is that if 

the industry for example, had been encouraged to adopt some of the 20 

policies, some of the things that you have highlighted there, and some of the 

things that you saying that there has not been any movement.  Some of the 

current issues that we currently seeing in the industry would have been 

mitigated, what is your view on that? 



                     20th JUNE SESSION 1 

Page 163 of 230 
  

MR VAN RYNEVELD:  Ja, look I think that this… I think that we’ve had this      

and it’s been a problem in the country in many different sectors where we 

have had good policies but failure to implement.  I regard myself as being 

very much part of government over the years, the 20 years that I have been 

working with governments.  I think it has a lot to do with vested interests.  5 

You know, ja, there are subsidies that move through these systems, there 

are governments that control these subsidies; there is a sense that we don’t 

want to lose control of them and devolution is about losing control of them. 

 We have had I mean maybe I don’t know whether, how relevant this 

is, but we have had political dynamics within the ruling the party, that have 10 

provincialised a lot of power and that is not, that has not been conducive to 

decentralisation.  That may begin to change now but I am not sure how that 

will move forward.  I think that there are issues there.  I think it is very, very 

difficult, I think that these things are much more difficult to implement.  We 

have had… I mean there is capacity issue but of course that is always a 15 

chicken and egg story, you know, an organisation only builds capacity if it’s 

going to take the thing over.   

 And if you say well you can’t take the thing over because you haven’t 

got capacity…  So we have to get this thing aligned.  I mean I saw an 

interesting argument in the green paper on rail and may I just say for 20 

example.  The green paper on rail comes out with a strong view on the need 

to decentralise a lot more of the responsibilities of rail to the bigger cities 

basically to Durban, Cape Town, and to the Gauteng.  The current draft white 

paper coming out 6 months later, reverses that.  Somebody has got in there 
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and said no, um-um, um-um (negative) we don’t like this and so now we 

have a different view on rail in the draft paper on… 

 The rest of the white paper on rail, draft white paper, continues the 

same story as the 1996 white paper, the need for decentralisation, the need 

for the consolidation of these things.  But suddenly rail has changed and 5 

nobody can explain why.  Why?  And you know the point about it is that in 

many of our debates, I think these issues are often quite difficult to get 

behind.  I think the capacity issue has been severe, I think that the problems 

of Gauteng have been a big issue in terms of the cities. 

 Because the reality in Gauteng is not as simple as it is in the rest of the 10 

country.  You can’t just devolve everything to Johannesburg or Tshwane or 

Ekurhuleni because of this intermodal movement.  You’ve got the Gautrain 

after all that crosses all those three municipalities, so how do you create a 

combined municipal system.  So somebody sitting in Gauteng looks at this 

and says what, decentralised… we can’t, it’s not going to work for us.  And 15 

so you get some very good arguments in Gauteng as why it should not be 

devolved.  But then those arguments get reproduced in other cities around 

the country.  So now because it can’t happen in Gauteng, so now it mustn’t 

happen in eThekwini either or it mustn’t happen in Cape Town.  

 And I just feel that there has not been enough… there has been clarity of 20 

policy actually but I don’t think… I think we have lost that clarity in fact over 

the last 10 years.  I am hoping that clarity will re-emerge.  Unfortunately I 

think that the current amendment to the Act that we have on the table is 



                     20th JUNE SESSION 1 

Page 165 of 230 
  

going to muddy quite a lot of those waters again.  And I think it was… I am 

hoping something can be done about that but I you know… it’s a process. 

MR NGOBENI:  Thank you Chair I have no further questions. 

CHAIRPERSON:  Panel members?   

MS NONTOMBANA:  Just a quick one on the issue you raised regarding 5 

capital subsidies.  One of the suggestions that came up in the presentations 

that we have heard was that this should be done on a rolling basis, in the 

sense that if it’s once off, a few years down the line there is a need to 

recapitalise, but then that funding is not made available.  So what your view 

on that? 10 

MR VAN RYNEVELD:  I think relatively speaking the capital subsidy is a 

good and efficient way of supporting the industry and I would definitely 

support that that part being enhanced.  And I can see, I think it could be done 

more regularly, I think it could be done on a rolling basis, I don’t think it 

should be once off thing.  I have also seen people argue that in fact instead 15 

of paying for it in a once off cash amount, it should be paid for on an annual 

amount and then that links to certain kind of compliance things. 

 Now that’s going to be quite difficult to implement but I have seen that 

view.  You know, I think that capital subsidy… I think that the capital subsidy 

is something that we could do fairly easily given the institutional capabilities 20 

that we have got at the moment.  I would like to see if we do increase that 

capital subsidy, I would like to see it leveraged to improve things.  I think the 

other kinds of things that we want do, the other kinds of assistance, more 

complex is going to be dependent upon the institution building that is 

required. 25 
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 This consolidation of responsibilities for example the fare system I 

talked about.  So some of those things are inevitably going to be more down 

the line, but the capital subsidy is something we could move in now, I think 

quite well and it’s already something in place.  So you are building on 

something where there have been lessons learnt.  Ja. 5 

MR LESOFE:  I think I just have one question now.  What is your perspective 

on the future of BRT given the challenges that of law usage, just your own 

perspective? 

MR VAN RYNEVELD:  Well look the BRT here in Cape Town by the way, 

carries 70 000 passengers per day.  Now that compares with 55 000 10 

passengers per day on the Gautrain.  So low usage, if we are going to say 

well, all the BRT’s are low usage then what are we saying about the Gautrain 

and that was a R25 billion project 1o years ago.  So in today’s terms we 

talking about a R35 or more billion project that carries 55 000 people per 

day.  I am not… I am in favour public transport, so I am not trying to down 15 

talk any… I am not trying to talk any public transport system down, but you 

know there we talk about, you know just to get a perspective on that.   

 So the Cape Town BRT … and I think it’s been quite successful.  If it’s 

a measure of success one of the demands of the Bo Kaap community, I saw 

last week was that they needed a route. A BRT route in… a MyCiTi route in 20 

Bo Kaap which they said wasn’t good enough.  So if people are beginning to 

protest and demand those routes, well then probably it’s doing something.  I 

think that many of the BRT’s around the country have been put in places that 

are not necessarily ideal for BRT. 
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 I mean the… part of the thing here was… I mean the rail via route was 

not really the best route as a first route for Joburg.  I think the route that they 

are moving now between the centre of Joburg up along Louis Botha Avenue 

past Alexandra to Sandton, is probably a better classic BRT route.  Why, 

because it has this provision for seat renewal all the way along the route 5 

which is what the…  The BRT is not really designed for the long distance, 

like the Soweto to Joburg central route.  But there was obviously a political 

need to put it in, there was of course the World Cup Stadiums and it was 

linked to the World Cup so that route could put in first. 

 The Tshwane route you know, the very, very, very low ridership 10 

and part of the problem with the Tshwane route is that it is just a small 

segment of the route in the middle of Tshwane but it doesn’t link up to 

actually the destinations.  So people have to go on a taxi, get off the taxi, 

get onto the Tshwane BRT and… no-one is going to do that… or not 

many people.  So it’s not very well… I would be interested to see what 15 

happens to the eThekwini route, what is interesting about eThekwini is 

that the BRT route goes from Bridge City - KwaMashu that area to the sort 

of up on the North West through to Pinetown.  So it’s going along in an 

alignment a road that didn’t exist before. 

 It’s a new provincial road that has been built there and that stops 20 

people from having to go from KwaMashu all the way into the city centre and 

then out again to Pinetown.  Now it’s direct.  So there is a route that is there.  

And as a result of that, I think that they may get a big ridership but again that 

route is not necessarily a BRT orientated route because there is not a lot of 

seat renewal along the way.  But it will be interesting to see what they are 25 



                     20th JUNE SESSION 1 

Page 168 of 230 
  

doing and they are doing some interesting work trying to work with the taxi 

industry in eThekwini in terms of the hybrid model. 

 Where do I foresee, I think that the BRT was useful in two scores;  

First of all you know people… it did result in quite a significant amount of 

money being given to municipalities.  So if you are going to build up your 5 

locus of responsibility at the city level, by having projects by placing projects 

there, I mean take Cape Town as an example, Cape Town had almost no 

responsibility for public transport.  This project came, National Government 

said BRT and now they have built up a big capacity, actually in the City of 

Cape Town and you will probably see from the kind of documentation, you 10 

ask them for documentation you get it back and so on. 

 There is quite a big capacity there that didn’t actually exist before that 

BRT project.  So it’s been a useful way and you have a project.  So it’s built 

up those things.  People are beginning to learn though about you know, what 

can this, what this technology should and shouldn’t do.  It’s created new 15 

standards by the way as well.  I think it has created standards about what… 

public transport, bus public transport, low entry, accessible to wheelchairs, 

various things.   

 But I think people are beginning to understand the advantages and the 

disadvantages and what I foresee as probably some kind of convergence 20 

between the sort of formal bus services and BRT services, where you have a  

technology that is much more flexible, where buses have the ability to stop.  

Sometimes at stations, sometimes it’s stops, I would see the idea of the 

dedicated lane being introduced more much to other forms of the transport 

industry, like conventional buses and minibus taxis. 25 
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 So I would see the future… I think we need to break down these like 

big BRT versus conventional bus and so on and I see a convergence 

beginning to happen in these technologies and some of the good things that 

have happened in… that have learnt about in BRT, being introduced into 

some of the other services and some of bad things or the things in BRT that 5 

have not worked, that were taken over from Bogatá or from some other part 

of the world and have not been appropriate to South African conditions, I see 

those being discarded.  So that’s where I see the future. 

CHAIRPERSON:  Ja, just a two last questions from my side.  The first one 

relates to the national resource allocation slide.  It seems to me that the 10 

allocation in terms of the size of subsidies to the different modes of transport 

reflects a bias, a policy bias towards rail because it seems to be taking a 

large share of the national resource allocation in terms of subsidies, then 

followed by commuter bus services, which seems to be taking a second 

place in terms of the hierarchy of allocation.  And then you have a smaller 15 

allocation to the minibus industry in the form of the taxi recapitalisation, 

assistance or subsidy.  So does this picture reflect some kind of, some kind 

of misalignment to the reality on the ground, in the sense that the National 

Household Consumer Survey reflects that the minibus, I mean commuters, 

tend to use the minibus taxi industry and the industry has about 70% 20 

nationally in terms of usage by commuters. 

 So I just want to understand as to what is the source of this 

misalignment between these modes in terms of support as well as consumer 

use, or commuter usage?  What, what is really happening here? 
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MR VAN RYNEVELD:  Well I think this is the momentum of history actually.  

I mean I think this is the, what is the word I am looking for… you know it’s 

difficult to change things.  There is a… and it difficult to change for example if 

I take the PTOG subsidy, so the Provincial Bus Services, I mean those 

subsidies go back to the 1950’s.  The Alexandra bus strikes, 1952, 1956 all 5 

those protests, that’s actually when they were introduced in the 1950’s in 

relation to those political processes. 

 And that was an enormously important part of political development.  

And you know associated with then also the creation of townships far from 

the centre.  If you take the PTOG the average distance of the PTOG funded 10 

trips, it’s 38 kilometres.  A lot of people are travelling a huge amount of 

distance from out in the north of Tshwane in each day to Tshwane.  The taxis 

do carry 2/3 of the trips in terms of numbers, but they are not… they don’t 

tend to be those long trips, they tend to be shorter trips, they tend to be 

different kinds of trips.  So if you take that subsidy away and change the bus 15 

subsidy away, what’s going to… what’s going happen.   

 I mean I even remember… I mean I do remember Mr Mac Maharaj, 

the minister in Madiba’s cabinet talking about, it would cheaper for us to 

actually give the users of these buses from Tshwane, north of Tshwane 

coming in each day to try… just pay them to stay at home than to pay the 20 

subsidy.  But what do we do about it?  And so it’s you know, changing these 

things is difficult. So it reflects history, it’s reflects the difficulty of change, if I 

take the big allocation to PRASA I mean those are perhaps, I mean the 

figures are perhaps you know… reflects a current attempt to recapitalise 

PRASA. 25 
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 So the big number there which is the capital subsidy for the rail 

reflects the attempts to recapitalise PRASA.  Now what happened with Metro 

Rail, Metro Rail basically the old government stopped investing in Metro Rail 

at the beginning of the 80’s.  But the new government did really pick it up in 

terms of investment and so PRASA had no investment from basically from 5 

1980 until the big PRASA recapitalisation program that was designed, put in 

place I would say, about 7 years ago it started.   

 So I actually think that there good arguments to say PRASA was 

allowed over 23 years to complete failure, lack of investment from the old 

regime and then not picking it up by the new regime, to decline and we need 10 

to restore it and that given the way in which our cities function in South 

Africa, the rail is able to carry large numbers of people over long distances 

and people, you know, fast.  We have an infrastructure, we’ve got railways, 

we don’t necessarily need to build new lines, we can build a few here and 

there and new connections but let’s at least recapitalise what we have got, 15 

but that is very expensive.   

 So that big spending on PRASA you know could be seen as a kind of 

once off and if we page back to 2010, the big number that would jump out at 

us is my goodness why we spending so much money, would of course be 

Gautrain.  20 

 So what does this reflect, I mean this…  It reflects who has voice but it 

also reflects I think the difficulty in finding ways of subsidising the minibus 

taxi industry in ways that are going to work.  And the policy from National 

Government with its public transport strategy and action plan, was that 

actually the taxis were going to become the owners of the BRT and that is 25 
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what happened.  I mean the taxi, the BRT systems here in Cape Town are 

owned by former taxi operators. 

 So the idea was, no this is a more efficient system that taxi operators 

will be bought out, they will be compensated, they will own these new 

systems and the ones who have been bought out and own these new 5 

systems, I mean I am thinking of companies like PTI etcetera, they are 

making profits.  So they have done well and this was seen as the way of 

actually accommodating the taxi industry.  What people have realised though 

is that this kind of project, this kind of program, this kind of formalisation, this 

sort of BNRT type thing with its trunked feeders is not the silver bullet that is 10 

going to solve all the problems. 

 So now there is re-look at it but until I would say, National Government 

only really began, I think it was the cities who were implementing these BRT 

projects who began to say, um-um (negative) this is not going to work.  We 

can’t just do this in this formal way, going back to National Government 15 

saying, we need a much more nuanced approach here, a more integrated 

hybrid approach, it came from the cities, back to National Government.  And 

National Government were slow, now they are beginning to see it and now 

for example that PTNG grade is able to be used more flexibly and not just on 

BRT etcetera.  So it’s a step forward, a process.   20 

 What I am hoping for is that you know the industry becomes, the taxi 

industry which is clearly, I mean when you look at those numbers the 

R350 million spent on the taxi recap, is perhaps not entirely fair that’s the 

only national program, I mean you have got cities building all the 

interchanges and so on, and public transport interchanges for taxis, but it’s 25 
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not happening on a big scale.  So my call is to get the… my view is let’s start 

there with creating these facilities, bringing them into the planning in a much 

more central way, providing the kinds of facilities particularly capital 

facilities… I am anxious about us getting involved in taxi operations because 

we can so easily make some big errors and I think we can do a lot more 5 

cheaply and more affectively through some of these other mechanisms, the 

capital subsidy, notwithstanding.  I think that one can work.   But the 

operating subsidy you are playing with fire.   

CHAIRPERSON:  Ja, I mean this… we had this submission yesterday from 

Kitrogen(?) and they say that don’t own anything.    10 

MR VAN RYNEVELD:  (inaudible)… because unfortunately some of their 

shareholders… ja that’s a long story. There is another side to that story. 

CHAIRPERSON:  Ja, just I said my question was the last one but this is 

definitely the last one.  Just on the issue of formalisation of the taxi industry; 

one of the… I think the ideas that you mooted as part of formalisation could 15 

be the issue of concentration of ownership.  But we have found that in other 

sectors that we have dealt with, concentration in fact is associated with a 

myriad of problems and challenges that is concentration of industry, 

generally.  It goes with you know, all manner of problems and difficulties 

such as higher prices and the like.  The submission that we received 20 

yesterday from the minibus taxi industry was that if you look at the structure 

of the minibus taxi industry, you are essentially dealing with micro 

businesses effectively, and which are operating more along the lines of 

subsistence economies, rather than profit maximisation firms. 
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 So is there no tension between this proposal that you are mooting of 

concentration of ownership and how the minibus taxi industry is currently 

structured?   Also given I mean, these challenges associated with 

concentration.  

MR VAN RYNEVELD:  Ja, I think that is incredibly important question and I 5 

am not actually advocating concentration necessarily.  I don’t know what the 

answer is.  I suspect the answer is some people will want to concentrate and 

some people will not and some people it will suit concentration and some 

people will not.  I also think that new technologies are giving scope to the 

individual small micro enterprise to be part of something bigger in a way that 10 

didn’t exist before.   

 I have a lot sympathy for those micro enterprises because I am also a 

micro enterprise actually and I do my work by teaming up with all sorts of 

other people on particular projects, but I like my independence and it gives 

me a lot of…   It offers me a lot of scope for efficiencies and for doing things 15 

that I like to do.  I don’t have to go into an office in cold Cape Town.  In winter 

I can light my fire at home and sit in front my fire and work there.   

 So there are all sorts of advantages as being small, okay and I think 

that what is interesting is that they way I operate now, as an independent 

person, I have one business partner, who lives in Johannesburg.  And we 20 

operate you know through internet… that way of I operate was not possible 

20 years ago.  It’s now possible with all kinds of new technologies to be a 

much more independent player.  And I think in the transport industry we are 

seeing the same thing.  Now look at the way Uber operates.  Uber doesn’t 
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require concentration of capital.  What Uber does is it is a technology that 

allows an enormous amount of co-ordination amongst small players.   

 In fact Uber is very well orientated towards the single person who 

owns his vehicle and now a system enables this matching of supply and 

demand to happen through network technology, which the Uber driver can 5 

do and the Uber driver, individual operator, and I think the one owns his 

vehicle is in a much better position than the one who doesn’t.  But I mean the 

one who can earn some capital equipment like a vehicle can engage, 

operate and drive you know, as long as Uber doesn’t keep their… you know 

at least response to the fuel price increase, there is scope there to operate. 10 

 Now I think there may well be models in the minibus taxi industry that 

enable a continuation of the micro player in a much more collectively 

organised form and I think that is a very exciting opportunity and possibility 

which… and I would… one of the reasons I think it would be a great pity if 

National Government intervened in all kinds of ways, that in a sense 15 

shepherded this industry into this kind of concentration of firms.   Because 

there are a lot of efficiencies that come from that individual operation, 

lowering of overheads, people’s individual control and I really do believe, 

okay it sounds like… so some of the work that I have been doing for Cape 

Town put down the idea of what we call new generation services. 20 

   So this is the possibility of supply and demand finding one another 

through mobile phones.  If you think about it, the deal for the transport 

industry in the past has always been… we have a fixed route and a fixed 

timetable.  If I want to find the vehicle I know where to stand because it’s 

going to come along this route and I know what time to go.  So we have 25 
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these fixed routes, fixed timetables and so how does supply and demand find 

each other.  You find each other by being physically at the place where this 

vehicle is going to come past.  And that vehicle says we go past along that 

route, that’s the whole fixed route idea.   

 Now we have mobile phones and Uber has shown this, now we have 5 

mobile phones, now there is different way for supply and demand to find one 

another.  Now I am not saying that taxis will necessarily become like Uber 

vehicles, but they only taking 15 people have much more ability to respond to 

demand in a flexible way, than your conventional transport industries.  So 

this is one of the reasons why I see minibus taxi industry being at the 10 

forefront of modern transport systems, because of this ability to be flexible 

and this new revolution in how demand and supply find one another. 

 And in that mix, to me, I am sure exists the possibility of the micro 

enterprise surviving in way that has not been possible up till now and that is 

something that I would urge you as the competition commission to… lets 15 

think about what is possible in… lets plan for 2020, let’s not plan for the past.  

Ja.  

CHAIRPERSON:  Ja, thank you, thank you very much Mr van Ryneveld I 

finally get your surname right for a very illuminating and a very interesting, I 

must say, and insightful presentation.  I think there is definitely a lot to cover 20 

and we will definitely, if you are amenable to this request, a further 

engagement with you.   

MR VAN RYNEVELD:  Certainly I would be very happy to do that. 

CHAIRPERSON:  Thank you, thank you very much. 

MR VAN RYNEVELD:  Okay. 25 
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CHAIRPERSON:  Thank you very much for a very detailed presentation and 

for your time.  We will now take a 5 minute break and will be back at 5 

o’clock to receive the next presentation from the South African Bus 

Operators’ Council followed by Uncedo Taxi Alliance.  If we could just take a 

very short comfort break for 5 minutes, we will be back strictly at 5 o’clock. 5 

[END OF RECORDED MATERIAL] 
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Session 4 

CONFIDENTIAL 

 
CHAIRPERSON: We are now resuming the hearing the receive a 

submission from the South African National Small Bus Operator’s Bus 5 

Council based in the Western Cape. Welcome lady and gentlemen and 

thank you for coming and for your patience. If you could please just state 

your full names and surname for the record and switch on the mic as you 

do so. 

MR SWARTZ: My name is Johan Swartz, no 7 Green Point, Cape Town. 10 

MS CHILWAN: My name is Shaheema Chilwan.  

CHAIRPERSON: Can you please Ms Chilwan spell your surname? 

MS CHILWAN: C-H-I-L-W-A-N. 

CHAIRPERSON: Thank you.  

MR MAKALUZA: My name is Gordon Makaluza, I am the member of 15 

SANSBOC, thank you. 

MR ZIEGLER: My name is Peter Ziegler, I am a member of SANSBOC. 

CHAIRPERSON: Can you please just spell your surname just for 

transcript? 

MR ZIEGLER: Z-I-E-G-L-E-R. 20 



                     20th JUNE SESSION 1 

Page 179 of 230 
  

CHAIRPERSON: Thank you. Starting with Mr Swartz there should be a 

piece of paper in front of you, you may take the Oath or the affirmation. I 

beg your pardon, please switch on the mic. If you could start again 

because the transcript, it did not pick up what you is that initial. 

MR SWARTZ: My name is Johan Swartz, surname is Swartz. I swear 5 

that the evidence that I shall give shall be the truth and the whole truth 

and nothing but the truth, so help me God. 

CHAIRPERSON: You may take the Oath or the affirmation and please 

switch on the mic. 

MS CHILWAN: I, Shaheema Chilwan, swear that the evidence that I shall 10 

give shall be the truth, the whole truth and nothing but the truth, so help 

me God. 

CHAIRPERSON: Mr Makaluza? 

MR MAKALUZA: I Gordon Makaluza swear that the evidence that I shall 

give shall be the truth, the whole truth and nothing but the truth, so help 15 

me God. 

CHAIRPERSON: Thank you, Mr Ziegler? 

MR ZIEGLER: I Peter Ziegler, swear that the evidence that I shall give 

shall be the truth, the whole truth and nothing but the truth, so help me 

God. 20 

CHAIRPERSON: Thank you very much. You now have an opportunity to 

take us through just the key aspects of the [indistinct] aspects of your 

presentation. 
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MR SWARTZ: Good evening Ladies and Gentlemen. I thank you 

everybody and the Chair for the opportunity which you gave us to come 

and put us on this chair that we can explain about our business and our 

company which is going and the council.  

I want to ask you also, I was in a hi-jack a few months ago, you will see 5 

my hand is jumping a bit around, that’s why they put everything mostly on 

paper, he will read it to you and because I was being hi-jacked and 

certain times when I get excited the hand is jumping, sometimes I dance, 

sometimes I laugh so accept me what is coming out. I am happy for the 

opportunity which you gave us so that we can explain to you exactly 10 

where we come from for many years. Maybe you did hear the Small Bus 

Operators Council, how did it form and that we are a national body. This 

time when the DJ, George Mahlalela, did form this group because we all 

had the similar problems in all different provinces. So he informed us 

together and he formed a council out of us so that in every province there 15 

is representatives. Two of each province represents the province and so 

but we are one body. I am the Chairperson in the Western Cape and also 

serve on the national body. 

I will ask my secretary who will read you exactly the background where 

we come from and as long as you allow us, we are trying to get through 20 

that as soon as possible because I know time is of the essence. Thank 

you Peter. 

MR ZIEGLER: I will give an oral presentation regarding our address. I will 

read an address given by George Makalela, the address was given at the 
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launch of the African National Bus Operators Council in Pretoria 

6/12/2012. It states the following: 

“It is my great pleasure and gratitude to be addressing this momentous 

conference which is bringing both the small bus operators' elective 

conference and the launch of the South African National Bus Operators 5 

council. 

It is my firm belief that the Small Bus services and operations to our 

communities will work effectively with today's green light launch of the SA 

National Small Bus Operators Council (SANSBOC). 

This launch is key to the establishment of a formal representative body in 10 

South Africa through a process that will represent the Small Bus 

Operators and will assist operators to interact with each other and other 

relevant stakeholders especially the government. 

We are all aware of the pivotal role of buses in the transportation of our 

people throughout the country and the crucial contribution that buses, 15 

taxis and trains play to the development of our public transport networks 

cannot be overemphasized. 

The Department of Transport acknowledges the role played by small bus 

operators over the years, in rendering unsubsidized transport to our poor 

communities and at some times under extremely difficult circumstances. 20 

This event presents us with a memorable development in the history of 

South Africa's public transport system. It is a privilege to have with us 
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today representatives from all Provincial government departments, 

business as well as small bus operators from all provinces. 

Small Bus Operators (SBOs) have been operating their businesses with 

a lot of challenges. The Department started to engage with them in 2009. 

In several meetings key issues that came out were, the exclusion and 5 

lack of recognition of the historically disadvantaged bus operators by the 

state and in particular in the roll-out of Integrated Public Transport 

Networks (IPTNs) spearheaded by Provinces and the cities. 

Secondly there was a lack of government intervention on behalf of SBOs 

similar to those presently afforded to the minibus taxi industry. They 10 

proposed that the Department should sincerely engage SBOs and bring 

them up to speed with new initiatives in the main stream of public 

transport environment. In view of the SBOs concern and their growing 

disillusionment, the Department of Transport (DOT) convened a SBOs 

National Summit in November 2009. 15 

The main objective of the summit held in November 2009 was to address 

the development of an Empowerment Strategy, development of 

partnerships with small bus operators and their stakeholders and lastly to 

look into other regulatory challenges facing the emerging bus operators 

in this county. During that summit two key resolutions were taken, that is, 20 

formalization of the SBOs and the empowerment of SBO's. Today the 

Department can confirm that with regard to formalization of SBOs, the 

Provincial and National data-base of SBO's data-base has been created. 
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The National Coordinating Committee (NCC) comprising of two SBOs 

representative from each province and two representatives from South 

African Bus Operators Association (SABOA) has been established as 

well. 

The Memorandum of Understanding between the Department and the 5 

NCC has been developed and signed by all parties and the National 

Constitution and the Code of Conduct of Small Bus Operators has also 

been concluded. 

Subsequent to the 2009 summit, on the 4th November 2011 the 

Department hosted Small Bus Operators Conference at Gallagher 10 

Convention Centre in Midrand. The Conference emanated from the 

resolutions adopted at the 2009 Summit. 

The Conference was more focused on the issues of formalization of 

Small Bus Operators as it was resolved at the 2009 Summit. At the said 

conference the National Coordinating Committee (NCC) was reaffirmed 15 

by the members of the Small Bus Operators. In this regard it was 

resolved that the NCC will represent SBOs as an interim structure until 

such time that the national structure is constituted. Hence we are here 

today. It was also resolved that, Provinces should start with the process 

of conducting their Provincial elective conferences by March 2012. 20 

The launch of South African National Small Bus Operators Council 

(SANSBOC) is aimed at establishing a formal representative body in 

South Africa through a democratic process that will represent the Small 

Bus Operators. This body will assist the Small Bus Operators to interact 
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with each other and other relevant stakeholders, particularly the 

government. 

All nine (9) Provinces undertook the responsibility to establish the 

Provincial structures through similar democratic processes and it was 

unfolded throughout the country and the Department would like to 5 

appreciate the role that the Provinces has played in this which indicate 

that working together we can do more. 

A further development to the transport sector, the Department launched 

an Integrated Broad Based Black Economic Empowerment Transport 

Charter in October 2008 which has since been gazetted for 10 

implementation. The fundamental objective of the Charter is to provide 

the Department with ample opportunity to intervene decisively in 

empowering the Historically Disadvantage Individuals (HDI's) particularly 

in this regard the emerging black bus operators. 

The Department has recently initiated a process of bringing this Charter 15 

into force by engaging Provinces, Agencies and other role players to 

ensure that the Charter is implemented in all procurement processes 

including the roll out of the Integrated Public Transport Networks 

(IPTN's). 

 It is important that, SMME's comprehend opportunities that are there 20 

across the entire value chain when IPTN's are rolled out. It is indeed an 

inspiring and positive experience and to some extent, one could be 

emotional about this important step to meet objectives of a Broad Base 

Economic Empowerment of our small bus operators. 
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However, we have been exposed during the previous transport months to 

various significant events of which the release and debate of the National 

Public Transport Strategy aimed at accelerating public transport 

implementation through a 'win-win' partnership between government, 

existing operators and labour was made. 5 

Nonetheless, in terms of the second resolution, that is the empowerment 

of SBOs, all role players had to ensure that a working relationship is 

created between the taxi industry, government and business community 

and lastly to develop a policy framework for SBOs. Today the 

Department together with all the Provincial Departments of Transport and 10 

Small Bus Operators can confirm that the SBO's strategy for 

formalization and empowerment has been developed.   

The Public Transport Strategy which is our pillar to the implementation of 

an effective public transport system calls for the following actions; 

 Implementation of priority infrastructure for public transport, 15 

 A sustainable public transport legacy from 2010 FIFA World Cup 

projects, 

 Maximization of opportunities to promote public transport through 

Municipal Infrastructure Grant and EPWP programmes. 

Government appreciates the route that the Small Bus Operators have 20 

chosen to realize the important role that, as previously disadvantaged 

emerging bus operators, must prepare themselves appropriately, that is 
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by forming organized groups and or associations to be able to take up 

those opportunities when they arise. 

The Department needs to address aspects of sincere concern that affect 

quality transport delivery by our dominant public passenger transport 

providers. 5 

I must say reliable public transport provision is still characterized by the 

following: 

 Level of harassment, intimidation and violence over lucrative routes, 

 General notion of suspicion and resent towards any form of 

regulation, 10 

 Narrow profit margins that force operators to look at alternative and 

additional means of income, 

 Reckless and negligent driving, also as a result of revenue targets by 

owners. 

I must state that government will not tolerate any form of violence in the 15 

transport industry and will continue to urge all public transport operators 

to work in a coordinated and peaceful manner. Government also wishes 

to learn from you as emerging operators. The transport strategy is an 

integrated strategy that does not stop at National boundaries neither at 

Provincial boundaries. 20 

To all who participated in this initiative, particularly the National 

Coordinating Committee led by the Public Transport Branch, the 
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Department wants to thank you for your support to make this conference 

a success. Without these strategic partnerships this process cannot 

grow. The Department calls on you to use this as a foundation for 

enhanced and speed implementation of high quality public transport 

services in this country. 5 

I thank you! “ 

CHAIRPERSON: Thank you very much Mr Ziegler. 

MR SWARTZ: There is another one we say Peter wants to read in his 

[indistinct]. 

CHAIRPERSON: Yes, just to allow an opportunity for questions, if that 10 

could be brief but you may go ahead. 

MR ZIEGLER: A second document is prepared by the South African 

National Small Bus Operators Council which the Chairperson Mr Johan 

Swartz which I will orally present to the commission. 

The South African Small Bus Operators Council (SANSBOC), Western 15 

Cape. An oral submission, competition commission enquiry into Land 

Based Public Passenger Transport Industry represented by the 

Chairperson, Mr Swartz. Mr Swartz will address these following issues. 

The first one is: 

A. Allocation of operational subsidies 20 

B. Transformation  

C. Long-term contracting between government and bus operators 
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D. Licencing, pricing setting mechanisms, which will be the last point. 

Firstly, to start with  

A.  Allocation of operational subsidies. 

1. The effectiveness of subsidised modes of public passenger 

transport on the provision of public passenger services to poor and 5 

majority of South Africans.  

 RESPONSE: The fiscal responsibility and accountability resides 

with the National Government. Operational subsidies have been 

structured and budgeted for in terms of the following categories: 

Rail, bus and of late the mini bus taxis re-capitalisation of fleet. As 10 

in the case of the water management crisis which could have been 

avoided with proper foresight and planning, similar land based 

public transport passenger modes is in a crisis and ineffective to 

address the needs for the land based public transport community. 

SANSBOC Western Cape is of the view that an in depth analysis is 15 

to be done on our rolling stock to determine it’s viability or 

obsolescence. In terms of the travel demand and service done, the 

National Government has failed the poor and working class 

community. PRASA, the rail agency yet have to come up with an 

effective and realistic plan to adequately respond to supply such 20 

travel demand patterns. Notably it is safe to draw observations and 

conclusions, we are not living in the 70’s, 80’s or 90’s. The 

travelling community reliant on subsidised modes of transport, in 
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this case, the rail, has grown by a whopping 40% over the years. 

Top the contrary, all levels of Government have failed to address 

this severe shortcomings of adequate rolling stock and associated 

infrastructure with a net result of poor service delivery impacting 

the quality of life, especially what life. 5 

2. It is safe to draw the conclusions that huge subsidies are being 

paid to land based public passenger transport services as in the 

case of rail and large bus operating companies. In the case of rail 

and as indicated earlier, our rolling stack and infrastructure is not 

on standard to render justifiable services to the poor and working 10 

class. Overcrowded trains, functional life of rolling stock in the case 

of trains are light years behind in terms of the technology, 

evolutionary changes, yet the government of the day continue to 

invest in transport agencies and large bus operator companies. As 

discussed later in the document, SANSBOC Western Cape and its 15 

members observe on a daily basis the poor transportation in the 

rural communities, the operational area of SANSBOC where there 

is little or no access to facilities. 

3. The impact is severe on the operational ability of the small bus 

operator who has to date been conducted his own operations 20 

without any financial support from Government out of financial 

institution. The negative impact and influence is further extended to 

the sustainable of the small bus industry which is neither to build, 

replace and to do fleet extensions. In essence we are in an unfair 
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competition and cannot commit ourselves to comment on the 

impact of subsidies and the competition amongst other modes or 

enjoy operational subsidy. One of the larger operator into 

operational subsidy in the Western Cape boast a fleet of 1,200 

buses. It is worth mentioning that with regards with the rolling out 5 

of the My City contracts, the mini bus taxi operators effected on 

such routes were offered a total of R1.5 million per permit to exit 

the operations or become part of a 12 year contracting system. 

Taxi operators has the option to invest in the My City bus 

contracting system as a shareholder. The same cannot be said for 10 

the small bus operators who these routes belong to but was denied 

in apartheid years by the Land Transportation Boards who applied 

for it. 

4. The enforceability and applicability of the BBBEE bus charter were 

30% of the subsidy will be set aside for the small bus operator 15 

fraternity to be implemented which will be subjected to “a special 

interprovincial steering committee to be established to ensure the 

development of strategy and implementation plan or tangible 

timelines and deliverables to manage the allocation of 30% 

subsidy as set aside. Development of empowerment legislation or 20 

policy directives to ensure uniformity in the pricing mechanisms in 

the scholar transport domain to investigate and to make 

recommendations to change the current operational subsidy 

regime, conduct and order to determine it through impact of the 
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absence the operational subsidy has on small bus operated 

fraternity.” 

B. Transformation.  

1. SANSBOC Western Cape wishes to submit that it played a pivotal 

role in finalising the approval of the BBBEE transport charter and 5 

its associated generic codes according to which the contract 

system should be awarding bus contracts. This charter has been 

approved in 2014 and as many wonderful strategies and planned it 

lacks enforcement, applicability, compliance, regulation and 

monitoring.  10 

2. We have a situation where all three spheres of Government lack 

proper and intergovernmental co-ordination. No consideration for 

the application for transformation and is quite comfortable that the 

majority of land based public transport services for all are still 

carried out by the incumbent large bus operators meaning the 15 

contract system albeit long term or negotiated benefitting them 

only. We are fully aware that the large operators in the Western 

Cape is providing land based passenger transport on the basis of a 

negotiated contract which is renewed every two years. This 

contract system has been applied irrational without due 20 

cognisance of the small bus operators. SANSBOC Western Cape 

is in support of negotiating contracting system in view of the fact 

that it will be able to compete with its competitors. We have been 

receiving operational subsidies for years from the Government. In 
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essence SANSBOC Western Cape must be included in the 

negotiating contracting system. The three spheres of Government 

make no secret of their absentmindedness when transport plans 

have been finalised and implemented. Our strategic inputs to many 

of such documents over the years have gone without 5 

consideration. When questioning them on our exclusion, their 

response was that we are and have not been an effective party. 

Only the Lord knows what that means in terms of our input 

rendered and long-term contracts have been awarded. 

3. We, the only mode of land based passenger transport who have 10 

been awarded short-term contracts based on the tendering system 

of the Western Cape Education Department. These contracts are 

extended at the discretion of the Western Cape Education 

Department. This is a serious impediment to our business as we 

find it extremely difficult to access funding from financial services 15 

providers which are the banks. In most cases we have been turned 

away on the basis of high capital expenditure versus the contract 

period with the result many small bus operators resolve to 

refurbish their buses to sustain its physical economical life and 

keep up with tender requirements. This too has come to at a great 20 

expense. Over and above the aforementioned, the interest rates 

and other ancillary services continued to extinct small bus 

operators from their business in the absence of Government 

funding or operational funding which allude us to date.  
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4. There is no empowerment from Government’s side in terms of 

training, education and skills development. We put our staff which 

include mechanics through the training institutions at our own cost. 

We have staff that runs a business which needs to be paid and 

specialised services of an account that does not come cheap yet 5 

we are left in the wilderness. 

5. The government needs to deal with the impediments which 

excludes small bus operators from competitive bidding. An 

argument intervention and urgent intervention and the application 

of political law needs to be exercised. The small bus operators in 10 

South Africa is the majority but yet as a case in point in this new 

political dispensation we are faced with marginalisation, 

discrimination, unfair treatment and so forth. 

C. Long-term contracting between Government and bus operators. 

 With the development of the bus rapid transport system in the 15 

Western Cape managed by the city of Cape Town, the public 

participation process failed, processed for submissions by affected 

stakeholders. With the advent of the My City land based public 

transport services, 12 year contracts were signed with the Taxi 

Association, the Provincial Taxi Association, Blaauwberg Taxi 20 

Association and so forth. Upon challenging the decision-making, 

the small bus operators were simply told you are not an effective 

party and did not form part of the routes operated by the effective 

taxi associations. From a historical perspective these routes were 
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operated by small bus operators long before the registration and 

establishment of taxi associations and operators. We served the 

transportation needs of the community in these areas and rural 

based communities but the lorries and horse and cart long before 

the emergence of the so-called mini bus taxis. However, our 5 

applications for operating licences for such routes were appealed 

against by the so-called large operators and then the operating 

licence board saw our industry as one who must serve the scholar 

transport community. We never had the financial resources to 

appeal against the unfair discriminatory discretion of the powers 10 

that be and focus on scholar transport. How can the Western Cape 

Education Department be confronted with short term contracts as 

explained earlier on in the document financial institutions failed the 

applications for funding to buy to or to equip our buses. The 

contract period is only for a year and extended on the terms of 15 

conditions of the Western Cape Education Department. We have 

written so many submissions to have contracts awarded for 7 

years as it takes approximately five years to pay off any loans in 

this regard. We face many challenges with the [indistinct] scholar 

transport tendering system and have made many attempts to 20 

change the outlook of the contracting system but it is clearly a 

monopoly and we as a small bus operator still suffer pre- and post-

apartheid. The Western Cape Education Department expects us to 

deliver services against low tariffs per kilometre which will be 

expanded at their discretion with the same contract conditions 25 
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which is saturated with under pricing mechanisms. Any 

disagreement will result in the contract be awarded to a specific 

school or then in turn will lobby transport services providers as sub 

contractors. We are being bullied as principals whose first 

responsibility is to teach and manage the school has not been 5 

given an ad hoc responsibility to perform learner transportation 

duties at the peril of a business as a capital expenditure. However, 

it is our firm position that albeit the contract system which are 

benefitting large operators by means of the negotiating tender 

contracting system or the scholar transport system operated by the 10 

Education Departments in their respective provinces it remains the 

responsibility of the National Government to redress the 

imbalances of the past and to level the playing field for all. Many of 

us small bus operators can no longer financially sustain their 

businesses and we have situations where they have been bought 15 

out by larger operators. What happened to leaving a legacy or 

what kind of legacy are we building? Question is, how long are we 

going to sustain the current contracting regime or will Government 

be bold and exercise the political world to create a conducive land 

based public passenger transport system which will benefit all in 20 

the enabling environment. 

D. Licencing. 

The operating licencing system and regime throughout the years 

has limited the small bus operators to the so-called transportation 
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of organised parties and tourism. These permits will all 4 kilometre 

radius permits with one single point with B bonus points within a 

400 kilometre radius. The argument and the debate over the 

usefulness of the permit to transport scholars has been disallowed 

as the permit passenger description reads organised parties or 5 

groupings of people going to one specific common destination and 

not scholars. We beg the question, why operators with route 

permits are allowed to transport learners and the permit conditions 

and authority are different. Scholar transport is absent from 

municipal and provincial transport planning for reasons we cannot 10 

explain yet you are daily on a route to various schools. SANSBOC 

Western Cape comments are only limited to the land based public 

passenger transport services, in this instance, learner transport 

services. There is no uniformity amongst the price setting 

mechanisms in the country. Each provincial education department 15 

sets their own pricing in the contracting system. This is mainly 

attributed to a lack of a low empowerment legislation. SANSBOC 

Western Cape are currently in dispute with its education 

department after SANSBOC Western Cape received no feedback 

on the input on the draft learner transport tender document 20 

published and gazetted in September 2017. We are of the opinion 

that pricing mechanism should be regulated nationally and should 

consider rational price setting taking into consideration the 

industries operational costs which may include human resources, 

maintenance of vehicle fleet, fuel and so forth. The current tariff 25 
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per kilometre is irrational. Many small bus operators cannot 

operate any longer and to the contrary many larger operators take 

advantage of the vulnerability of this situation. The poor pricing 

setting mechanisms by the recent Cape Education Department 

effect the length of the vehicle life especially considering when to 5 

replace the existing fleet. Our analysis based on the viability or 

obsolence of our present fleet, such analysis often done in terms 

of the physical line years during which the vehicle operated with 

acceptable, physical reliability and maintenance procedures. 

Economic like the average computed in a calendar year and the 10 

functional life to keep up with the technological requirements to 

comply with the tender specifications and requirements. For 

example, one of the operators had been operating on gravel roads 

for the last ten years. On ad hoc basis the nature of the contract 

allowed for contract extensions and each time the Western Cape 15 

Education Department expected the operator to deliver the 

services without a fare increase, to this end the operator finally 

refused to comply as he wanted a price increase from 60c per 

kilometre per child to R1.20 per kilometre per child. Our members 

are severely compromised to perform such order due to lack of 20 

funding and tariffs being calculated at the discretion of the 

educational institution and as a result, loses critical tender awards 

or contract expansions. Most of their operations performed by the 

small bus operators is conducted in rural areas where the road 

infrastructure is poor and has a severe impact on the physical 25 
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economical life of buses. To the contrary, large operators receiving 

for years operational subsidy from Government, does not have to 

face the same physical challenges. On behalf of Mr Swartz 

24/5/2018. 

CHAIRPERSON: Thank you very much Mr Ziegler. I think you have left 5 

us with very limited time for questions but colleagues if you could again 

apply the law of prioritisation and only ask priority questions.  

MR LESOFE: Thank you Chair. Thank you for the presentation. Just to 

confirm if I understand your operations. Besides scholar transport 

services, your members also provide unsubsidised bus services, is that 10 

correct?   

MR SWARTZ: Yes, we do that but since the service become in operation 

we was being pushed back out of all those other contracts. We are being 

left only with the scholar transport because they say that we are not an 

effective party and that kept us completely out of the system. Firstly, as 15 

you know, in the bus industry there was a clause which is the right of first 

refusal and now the other swearing word is effected. That pushed us 

completely out of that business as the rural areas and we was been 

pushed out to those areas where there was nothing. Our small bus 

operators as we did explain that in the years before anybody was there, 20 

we did transport soccer teams, churches, take this people out of 

communities when we did enjoy still that other routes which City did take 

now away from us and we have left completely with only scholar 

transport. 
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MR LESOFE: Okay, so currently you don’t provide any unsubsidised 

commuter bus services? 

MR SWARTZ: Yes, we still do the party lines but not route transport. We 

only do party lines to take people out to Houtbaai or Sea Point or Ceres 

or any place like that but not from the municipality and the city. We get 5 

nothing from that. The province is subsidised, the Golden Arrow 

structures and all that but we never get any and there have never comes 

tenders out. If the tenders comes out you can say for the last 15 years 

there wasn’t a single tender out in the Western Cape for bus transport. 

Now how can we get into the game. We say if you don’t want to give us a 10 

negotiating contract let be the tenders come lose because every year it 

was a month to month basis, you were in an area month to month but 

now they say it is for 2 years so when we will ever come into the main 

stream. There is not a platform where we can see the light coming. We 

have been driven further out. They rather make the taxis, bus operators, 15 

the small bus operators stand quiet on one spot while the others is 

moving and that’s why we are trying to put that in front of you as the 

competition commission. Unfairness, very much because there is new 

developments set up every year. Townships go up, they need transport, 

for who do they give that transport? What do they do with that? It is been 20 

added to those which got and we are left in the cold. 

CHAIRPERSON: So it seems from your submission that historically you 

were servicing certain routes within the city but later on it looks like you 

say you experience challenges in terms of the renewal of operating 
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permits for those routes such that currently you find yourselves relegated 

to the niche market of providing scholar transportation. Is that what a 

summation of what has happened to you? 

MR SWARTZ: Yes, we transport nearly everyday 2 – 300,000 children to 

the schools. If we deliver that with our buses without accidents, that you 5 

will see very often you will even see a scholar transport which have an 

accident. We have got a very clean name in that way, that accidents 

happen. We try to do it the best as we can but as you know, a scholar 

transport have one trip in the morning, one trip in the afternoon. They are 

standing during the day nearly for four hours idling. Then you just pick up 10 

one trip in the morning, one trip in the afternoon. How much we pay our 

workers? How much we get, where, how will we get money to pay and 

when we don’t pay them later is not so nice. And we are sitting in that 

real fix which I believe only the Government which it bring the 

Government of the past, it bring us in this situation. Our Government 15 

which has got to be able to take us out. I don’t think even the provincial 

departments they play the same game in the Western Cape. In the other 

provinces it could be different but the Western Cape is really a challenge. 

You never get even an input, you can't make decisions to sit in the 

meetings, they don’t invite you. As such presentations we send to them 20 

and say please make us part to make decisions, call us in, nothing at all.  

CHAIRPERSON: If you could just give us a sense collectively, at least in 

this province, how many buses do you have that is collectively as a small 
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bus operators and if you will also give us a sense in terms of employment 

roughly how many people do you employ? 

MR SWARTZ: Yes, in the Western Cape as you know, they be the 

problem on our father’s side and all this, the business is carrying over to 

the younger generation which we facing now very much difficulty and I 5 

would say there is about 2,000 to 1,000 operators in the Western Cape 

and the buses which they have to that is about 5,000 buses. I would put 

it, ja that is not companies, that is how many buses because the small 

bus operators, why we call our small operators, sometimes people want 

to know what is a small bus operator. A definition of a small bus operator 10 

is from one bus to 30 buses, that you call a small bus. It’s 60 seaters, 40 

seaters, but from one bus to 30 buses that fall under the small bus 

operation and that is how our council is being build on with the DG which 

we had in 2011 and four months into that side show we are still looking 

forward when because there is tenders which is going to come out very 15 

soon onto the My City buses for 12 years contracts and if we are not in 

this lot, we can’t, who can wait for 12 years, which we already wait for 12 

years. It’s 24 years which we don’t get any joy of there. 

CHAIRPERSON: So are your members then the small bus operators, 

dependent on this contracts for scholar transportation. Is that the main 20 

source of business? 

MR SWARTZ: That is the main source of business and even if they do it 

the right way but they telling you off hand we taking the lowest bid and 

we can give the tenders to who we wants to so we got sitting with that, 
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you will get graveyards of buses parking in the rural areas which don’t 

have anymore work, which can't afford to even run their bus till he can't 

run it anymore because there is no money to buy a new one. And the 

way the tenders comes out it is ad hoc work, one year, is it going on for 

the last ten years. You get a one year contract, you can’t go into a bank, 5 

nobody will give you money on a contract which is one year. If you say 

seven to five years then they will look at you and that is the way how the 

big companies try to drive us out of the whole system of the transport and 

while we did build all this years on our fathers legacy and we feel bad, we 

destroy it in this way, that’s why we call on you. 10 

CHAIRPERSON: And on average, which is the age of your fleet? Just 

roughly. 

MR SWARTZ: As you understand, the bus, you can have a twenty-year 

old bus but you will refurbish that bus and that bus comes out as a five-

year old bus. It’s not like a car which you will say you must throw it away. 15 

Once the body is we put a new body on, we put new seats on and bring 

up that bus to a five-year old bus so that is more or less what’s 

happening, 15 years to buses which is that and refurbish, that is how we 

work as a small bus operators council. 

CHAIRPERSON: So what is it that you would like to see happening going 20 

forward in order to ensure sustainability of this businesses. 

MR SWARTZ: What we are looking forward to, take us the same way as 

they take the taxis. They make them part of the mainstream, not because 

they want to do it but these are the reasons why they do it. To bring us a 
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percentage, let we also take a percentage into My City or rather Rubins 

which is there. Let we work together or we have a company on our own 

which all small bus operators joining in and they working as a 

shareholder and Government then they negotiating tender which they be 

promise so long that there is 30% subsidised transport which got to be 5 

giving to the small bus operator. It’s in all charters, it comes up in all 

charters, IB, they did their presentation last time was the white paper and 

the gentleman told me which was handling the whole conference, Mr 

Swartz I can show you now in my book there it is standing there, the 

small bus operators 30% of all subsidised transport must go to us but in 10 

the last ten years, nothing comes out. 

CHAIRPERSON: Thank you very much for your submission and for also 

enlightening us about the challenges facing small bus operators. I think 

this is an important segment of the market that we will certainly take on 

board and we will canvass the issues that we have raised with the key 15 

stakeholders as well as the planning authorities but thank you very much 

for your submission and for your time. 

MR SWARTZ: Thank you very much Sir, we appreciate that and we 

thank the whole table and the panel for really giving an eye and an ear to 

what we were saying. My nerves are finished now, I am really, my hand 20 

is incorrect.  

CHAIRPERSON: Sorry about the hand shaking. 

MR SWARTZ: But that is always there, when I am getting excited it’s 

getting more but now with the last words, you did cool me off. Thank you. 
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MR MAKALUZA: Sorry Mr Chair, I wanted to add something there. On 

your question that what you want us to be done to us. As my colleague 

was saying that we were the first people who were operating bus people 

before there were taxis. The first thing that was done by the Government 

is to change our permits which we had before to organise bakkies and 5 

after that they changed them to a charter. By that, they were chasing us 

away to have the legal rights to operate to the same routes which we are 

operating. And now when it came this, you were talking about the 

Bogota, we heard you talking about Bogota here. We were the part of the 

Bogota people who went to Bogota, the same time the City they wanted 10 

to go to Bogota they knew that we are the operators. They had to consult 

with the buses, small bus operators and consult to the taxis and to 

Golden Arrow as well. We went together to Bogota and Brazil, all those 

places to see how is this operation of BRT happening. We were promised 

by the City that if that operation the City bought it and then we will be all 15 

together operating and we will be having the same companies, taxis and 

small bus and Golden Arrow. As you were talking here you were talking 

about Kidrogen and Peninsula Bus Operators. Those people are the taxis 

and we were kicked out from 2008 and 2009 we had letters dealing with 

the City. The City was kicking us out telling us that we are not affected. I 20 

don’t know how we are not affecting because they called us, they knew 

that we are the operators, first operators, and then then they took us to 

Bogota and we came back and then now when we wanted to make a 

joint venture with them and then they said, they kicked us out and they 

had the joint venture with, they formed up Kidrogen and another joint 25 
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venture that formed up Peninsula. Those people, the taxis, they became 

bus operators. What are we? What is the difference now between those 

bus operators and us? This is now what adding on that we need to be 

added to the main stream of these contract that are happening now. 

Thank you Mr Chair. 5 

CHAIRPERSON: Thank you very much. Perhaps if I could just ask one 

last question because currently I think the main contract for commuter 

bus services is with Golden Arrow. As far as you are aware is there 

anything that is a stumbling block to your membership providing the 

same commuter bus service as is provided by Golden Arrow on a 10 

subsidised contractual basis? 

MR SWARTZ: If I hear the question all right I don’t know. You mean how 

do we find it to be a joint venture with the Golden Arrow? 

CHAIRPERSON: No-no, I am not talking about the joint venture. I am 

saying that currently, Golden Arrow is the main operator for commuter 15 

bus services in the city contracted by the province so what I want to find 

out is as far as you know, are there any obstacles to your members 

providing the same service that is provided by Golden Arrow on a 

contractual subsidy basis. I am not saying you must be in a JV with 

Golden Arrow, no-no, I mean just in terms of providing the same service. 20 

MS CHILWAN: Currently our members have the ability to be able to do 

such transport but they would be held back by the permits, they would be 

told that they do not have permits that allow them to be transporting on 

such routes and even if you did have those permits, they would find fault 
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with it and they will tell you that Golden Arrow is already doing that routes 

and you are not allowed to drive on certain routes. So that would be the 

big problem. Secondly, there would be no subsidy so you cannot 

compete price wise and passengers won't want to travel with you 

because you won't be able to deliver at a lower price so it would affect if 5 

we are not subsidised and we are not allowed because of permits or 

because it is a Golden Arrow route only Golden Arrow can drive. So that 

would be the issues that would hold us back. Ability wise, I think all our 

members have the ability to do such transport. 

MR SWARTZ: Ja, also the competition is there on the long distance 10 

buses. As you know PRASA get subsidy for trains and automatically they 

get subsidy for the buses. It is very difficult for our long distance 

operators to compete against them because they are supposed to be not 

running buses, they are there for trains and why don’t they leave that 

market open for the small bus operators because it is unfair competition. 15 

They get subsidy for PRASA buses and you got to compete against that 

now which makes it very difficult. The price is completely different. 

CHAIRPERSON: Ja thank you, thank you very much Mr Swartz. Mr 

Makaluza, Mr Ziegler and Ms Chilwan for your presentation. We will 

certainly take up the issue that you have raised with the Provincial as well 20 

as the National Government and the city as well. Thank you very much 

for your time and for your presentation.  

END OF HEARING 
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CHAIRPERSON: We will now take a submission from Uncedo Taxi 

Association. Initially I said you are in alliance but I was corrected to say 

it’s actually a taxi association, not an alliance. Welcome gentlemen to the 10 

enquiry and thank you for coming and also thank you for your patience as 

well because as you could see there are a couple of matters that we also 

had to cover with the other stakeholders. But we would like to thank you 

very much for bearing with us and for your patience. If we could start by 

just the formalities. If you could just please state your full names and 15 

surname for the record before we start and if you could please switch on 

the mic as you do so. 

MR MNCITLI: My name is Mr Luvulo Mncitli from Southern Cape. I am 

representing Uncedo Taxi Association. 

MR ZONGU: Thank you Chairperson, my name is Vukile Zongu. I am the 20 

member of Uncedo Taxi Association. 
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MR MBUDEDE: Thank you Chairperson. My name is Willy Mbudede 

from Uncedo Taxi Association in George. 

MR SEONA: Chairperson, I am Nyanselo Seona from Uncedo Taxi 

Association..  

CHAIRPERSON: There is a piece of paper in front of you. If you could 5 

please take the Oath or the affirmation and if you could please switch on 

the mic as you do so.  

MR SEONA: Thank you Chairperson, I just want to make some 

corrections, the name of the Association is Uncedo  Service Taxi 

Association. 10 

MR MNCITLI: My name is Luvuyo Mncitli. I swear that the evidence that I 

shall give shall be the truth, the whole truth and nothing but the truth so 

help me God. 

CHAIRPERSON: Mr Zongu. 

MR ZONGU: I, Douglas Ukuzukile Zongu, swear that the evidence that I 15 

shall give shall be the truth, the whole truth and nothing but the truth so  

help me God. 

CHAIRPERSON: Mr Mbudede. 

MR MBUDEDE: My name Willy Mbudede, I swear that the evidence that 

I shall give shall be the truth, the whole truth and nothing but the truth, so 20 

help me God. 

CHAIRPERSON: Thank you Mr Seona. 
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MR SEONA: My name is Nyanselo Seona, I swear that the evidence that 

I shall give shall be the truth, the whole truth and nothing but the truth so  

help me God. 

CHAIRPERSON: Thank you very much. If you could start by just 

introducing Uncedo Service Taxi Association in terms of explaining what 5 

it is, what it does and broadly how many members do you have and then 

you can then talk to your submission. 

MR ZONGU: In George area our members is plus minus 164.  

CHAIRPERSON: And if you could just give us a sense of roughly how 

many vehicles do you have? 10 

MR ZONGU: Maybe 200 and something Chairperson. 

CHAIRPERSON: Over 200 vehicles? 

MR ZONGU: 230, I don’t know. 

CHAIRPERSON: Only in George? Thembalethu, all right. And we have 

received a submission from you, please feel free then to outline the key 15 

issues that you would like to raise to the enquiry so I will hand over to 

you. 

MR ZONGU: Thank you Chairperson. We would like to express our 

sincere apology due to the fact that we have submitted our submission 

within a very short space of time at a very late time. We are going to 20 

speak on 6 issues, we will try and press only on those ones. I will 

elaborate more on the problems that we have experienced as a result of 

the BRT intervention that caused predicaments and the industry to be 
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worse off. We had lengthy discussions and engagement with the 

Government about the issue of the BRT more or less 7 years.  

The first issue is permits or operating licence. Since the inception of our 

discussions the local Government in George has placed a moratorium in 

terms of renewing operating licences. Other people have marginalised, 5 

they did not have permits, they could not operate due to the fact that they 

are off the moratorium. When we started negotiations where the problem 

with regard to the concept, where we were offered or given an advisor 

from the Government side. We have categorically refused that and we 

said that we want our own advisor. Then we get locked and then the 10 

Government imposed their own advisor.  

On the second issue is the ownership as I have alluded on the permit 

earlier on. The ownership of the project. As that taxi operators in George 

we do not have the entire ownership, we have got 30% in the ownership. 

For instance, the buses are owned by the council or the municipality for 15 

about five years. Then they will be our own buses after a useful life. Just 

to clarify is that after the useful life of the vehicle which is as we 

understand it could be twenty years, maybe twelve years because the 

contract is twelve years. It could be twelve years because we have 

signed a twelve year contract. Coming on the compensation model, the 20 

concept of the compensation model it has actually aggravated the 

situation instead of betering it. The Government came with their offer of 

R300,000 of a permit then we had our own counter proposal. After we did 

not agree on the R300,000 permit we deadlock until a stage where we 
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had to engage into mediation. Even then in mediation we were not happy 

with the chairperson of the mediation was not a neutral person, was the 

same chairperson. The outcomes of the mediation with that the 

Government came to a conclusion that it is going to be R350,000 

whether they accept or they don’t accept it, they will continue. Then we 5 

had to accept the offer and our chairperson was under duress here to 

sign the offer because there was no other alternative. The Government 

has used a sliding scale because these are four different permits, the 

R300,000 operating permit. The operating permit should be the same, we 

were actually wounded by the fact that the first permit was R350,000 and 10 

the second one was R200,000, the third one was R150,000 and the 

fourth one was R100,000 so that actually wounded us.  

There are two options, one option there is a buy out of R350,000 and the 

second one is a buy in where there is maintenance of any car. In the buy 

in per month you will get R5,000 for your first payment. I would get an 15 

income of R5,000 whereas I have to pay my mini bus taxi R15,000 

instalment of which my mini bus taxi would be making more money than 

that R5,000. So the second payment is R2,000 and the third payment is 

R1,500 and the fourth payment is R1,000. In the permits there are many 

routes but the Government has paid only route, that is from Thembalethu 20 

to town but other routes the Government did not pay them because they 

said they are not efficient. Then the Government did not pay these other 

routes when we complained that he must pay these routes, he refused to 

pay. That also troubled us because we want to utilise those routes 
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because they are not compensated. We would like the Government to 

pay those routs. 

CHAIRPERSON: Mr interpreter, I think he also mentioned that if 

Government is unable to compensate for those other routes they should 

revert to the operators and that has not happened. If you could, I think we 5 

also need to place that on record but I have already done it, so you don’t 

have to. 

MR ZONGU: I am going to move to the value chain of the project. The 

reason is that the operators were supposed to get in this business, they 

are not getting them. The diesel that is supposed to be our debt to us as 10 

operators is not our debt to us, it is our debt to white people so the tender 

is been given to them and the cleaning in the depot is also our debt to 

other companies, not to the taxi operators. In the value chain there is 

ticket systems where we are supposed to be benefitting the most and of 

which we are not benefitting the most and security companies that are 15 

given to other companies. Another predicament that has confronted us 

was a situation whereby we had to retrench our drivers so that was 

actually a very bad situation. As I have alluded earlier on that we have 

200 vehicles that means that there will be 200 taxi drivers that will be 

driving the taxis, it’s 50 buses that means there will be 50 drivers that will 20 

be employed meaning that the rest will be unemployed that’s why we had 

to retrench. It was of the view when they are retrenched there is drivers 

they have to get retrenchment packages of which they did not get them, 

that leads them to be dependent on welfare grants that makes their life 
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worse off of which that’s what is actually troubling us. As I have alluded, 

we have made numerous attempts and knocked at the doors of the 

municipalities proposing that we should go back to negotiations and have 

dialogue. We even went to the extent of marching, we tried our level best 

to convince the municipality to come back to negotiations however, all of 5 

that was in vain. The role out happened in three areas in the township 

and in the white area, however in our own area in Thembalethu the 

system was never rolled out there. As we have attempted and then we 

failed we decided to escalate the matter to the Department of Transport 

to Minister Dipua Peterson. Then the Minister has delegated powers to 10 

mediators who came and it was the taxi operators, the municipality and 

the industry and the Provincial Government was partaking in the 

mediation. We have made a proposal that they should do a forensic 

investigation in the current project because there are things that we are 

not happy with. Unfortunately to our surprise was the fact that the 15 

outcome of the mediation was not favourable to us due to the fact that 

the Minister apparently was happy about the compensation of R350,000 

that means that he didn’t see anything wrong with that. That’s the reason 

why earlier on I have alluded that the implementation of BRT in George 

has actually made us worse off. Subsequent with that there was an 20 

incident where 5 buses on the 19th that were burnt. We are not happy 

with that and we do not encourage that or lawlessness where people will 

burn buses, we want to have a dialogue with the Provincial Government.  

In conclusion we would like to emphasise the fact that we wanted the 

Government to take cognisance of the fact that there are families that are 25 
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unemployed so we wanted to engage the Government to make them 

understand that these people will be suffering and ours is just to create a 

climate conducive to dialogue where we will endeavour open discussions 

and raise our concerns. In conclusion you would imagine that in our 

negotiations it took us 7 years as compared to negotiations in Gauteng 5 

and negotiations that took place in the Western Cape they took 2 years 

so that would clearly indicate to you that there were many points of 

contentions where we did not agree with the Government that’s why 

maybe that prolonged the process. This project started in Bogota and 

Atibaia. Officially now if you look at the situation there in Bogota where it 10 

was implemented, people are actually worse on, they are on the street so 

it did not work in Bogota, however we do not have a problem with BRT 

per se if it will work to our advantage, not to cause all these impediments. 

CHAIRPERSON: Thank you very much gentlemen, I think at this point I 

will hand over to the evidence leaders to pose questions to you. Mr 15 

Lesofe? Oh, Mr Nzongu, you wish to add, you may do so. 

MR ZONGU: I don’t know whether it is because we are here in the 

Western Cape and I would like to tell you that I am not a politician. Even 

if I am not a politician but things that are happening to us makes me think 

otherwise. The negotiations which were happening in George, we were 20 

not in one spirit. Although we wanted them to be made on one spirit but 

the Government disappointed us. The thing that is displeasing is that they 

said even if you are not there we will continue with the project. But the 

questions is, they said the project is for ours, it’s us that were being 
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developed. This means that even the Government don’t want this project. 

If they were not going to give it to us, who will they give it to? I want to 

speak to more about what Mr Humnaya have said. When they were 

building infrastructure in Thembalethu now they are building roads 

instead. We think we should also benefit from the road. The problem is 5 

now, only white people are benefitting from the infrastructure building. 

For us to benefit we have to work as labourers there but the people that 

are benefitting are white people.  

Let us talk about the sliding scale. This is the spear that has killed us. For 

example if you want to apply for a permit, whether you have five permits 10 

you pay one amount on each application. If the Government says the 

price of each permit is R350,000 I think because of that the price of that 

should be one, should be R350,000. Although it’s little money but I am 

thinking it is supposed to be like that. The second thing which I am 

thinking is, it’s time the Government to return our possessions. The truth 15 

is that we are supposed to be benefitting on the value chain. As my 

partner have said, all those things now are under white minority. They 

have never had taxis before but they are benefitting. It’s time now that all 

our possessions to come back. The problem that we have now, there is 

an Act called NLTA Act no 5 of 2009. They are killing us with that Act. 20 

Because of the moratorium other people are left behind, it can't work. 

The Government is impounding cars every day. We have to pay R7,500 

per bus and there is no reason for impounding the car. The one car can 

be impounded three times. That doesn’t mean it is not going to be 

impounded again. If you take R7,500 from the taxi and because of this 25 
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and also if you look at the situation where there is no profit, the R7,500 is 

the annual profit for the taxi owner and now we are killing him in doing so. 

We will be happy if was that we are asking or requiring can happen. We 

don’t want to say it’s because of our race being the bigger race, things 

are happening. The sliding scale process has destroyed our industry. We 5 

are being marginalised in every project that we get and they exploit us 

and they harass us. If you drive them with your car, even if it’s 

overloaded, were you supposed to be given a ticket, instead your car will 

be impounded. I will say BRT is the good thing to happen to people if it 

was done by people who have same goal as ours. The unfortunate part is 10 

that it is been done by the people who don’t even care for us. I will 

conclude in this because I think my colleague has said a lot. Thank you. 

CHAIRPERSON: Ja, Nkosi Mr Zongu. Mr Lesofe? 

MR LESOFE: Thank you Chair and thank you for the presentation. Today 

in the morning we heard from the Provincial Government and the 15 

impression that we got was that unlike VOC partners who are part of the 

My City BRT, VOC partners in George are happy but your evidence 

seems to suggest that you are actually unhappy.  

MR ZONGU: We are not happy in George about the implementation of 

BRT because it actually did not help us but it worsened our situation. The 20 

report that says that we are happy is not true. We are not happy, it is just 

certain individuals who are perhaps benefitting the crumbs that are falling 

in the master’s table of which they are not getting a better share in the 

business so we are not happy, that is not true on our side.  
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MR LESOFE: The Provincial Government actually emphasise that more 

than 90% of the operators actually agreed to be part of the BRT system 

and I assume that was actually meant to demonstrate that the level of co-

operation from the operators but from your evidence I seem to gather that 

you were actually forced by the circumstances to be part of the system. 5 

MR ZONGU: It is a blatant lie that taxi operators are happy with the 

implementation of the BRT. We categorically refuse that and we want to 

put it to you that that is a lie. The issue there is that there is certain 

people that did buy in, the issue in our view is that they are getting the 

crumbs, the dividends that they are getting, officially we don’t believe that 10 

that is sufficient, money that they are supposed to get so we are not 

happy at all and the Government has managed to divide us so that others 

could agree and others disagreed because they were putting our counter 

arguments of which the Government did not want to accept that. 

MR LESOFE: And one of the points that the Government made was that 15 

you are actually profitable and I would like us to use the example that you 

have given. So you said currently if you have four permits, for the first 

permit you get R5,000, for the second permit you get R2,000, the third 

payment you get R1,500, the fourth permit you get R1,000. How much 

would you make from the four permits if you were not part of the BRT? 20 

So before the implementation of the BRT, how much were you able to 

make because I can see, the total amount based on what you are 

currently getting is about R9,500. 
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UNCEDO: As I have greeted you first time, I am greeting you again. Let 

me first try to answer that question that would have been asked. Let us 

talk first. The car that you own you pay R15,000 per month. I am trying to 

answer that which you say how much is it and you go to the groceries for 

the family and then you take children to school and while we are sitting 5 

here we have taken children to school there was nobody supporting us. 

We taught our children using the same business. I am trying to show you 

the difference between the R9,000 and the monies that we used to make 

before. If you look at the money in the money because you are taking 

children to school, you are paying cars, it’s more than R9,000. It’s clear, 10 

even if I didn’t mention the figures. I just want to add on that if you say 

90% is enough. It’s not true even if you can go pick people from George. 

It’s like we are being forced if you are not joining in or buying in you are 

not getting permits. People were not pleased from the onset. Even if the 

Government can go to George you can see it from George. Even if you 15 

go to the passengers now you will find them they are also not pleased. I 

am trying to say to you the money you are making before, it’s more than 

this R9,000. I think the way I have accounted it is clear. Thank you. 

MR ZONGU: Sorry Commissioner, can I add on there something please? 

I think we need to take cognisance of the fact that not every taxi operator 20 

they have got those permits. The other one would have one permit or that 

R350,000. So it cannot be the same, it cannot be treated in the same 

way. All taxi operators that they were having, same permits. 



                     20th JUNE SESSION 1 

Page 219 of 230 
  

MR LESOFE: Okay thanks. And then you mentioned that your 

negotiations with Government took about 7 years. Government’s vision or 

what they told us in the morning is that their negotiations actually took 3 

years. 

UNCEDO: It is clear that we really don’t agree with the Government but 5 

our association with Uncedo was not pleased and then we took some 

time off from the negotiations. The 7 years that we are talking about here 

it is the truth. That is why they said even if we are pleased, we are not 

pleased, if we are not buying in it is not their problem, there is transport 

that is going around. Even if you can look at the minutes we had in 10 

George and Oudtshoorn, it shows that we are talking the truth and the 

Government is lying. It is clear, he didn’t come to develop but to destroy 

us and we are more than 3 years and that is what I am are saying. 

MR ZONGU: Sorry, to add more. We have started in 2007 and it was 

implemented 2013, the documents are saying so. I don’t know what the 15 

Government is talking about. As I said before, it’s 3 years they took from 

Cape Town and Johannesburg but us, we took a long time, that is why I 

am saying, there was an incident of the buses being burnt that is why I 

am saying it took so long. 

CHAIRPERSON: Thank you Mr Lesofe, Mr Ngobeni? 20 

MR NGOBENI: I think just on the ownership of the project you mentioned 

that the industry, the taxi operators were now part of this George link 

system. They only own 30%. Please explain to the panel what does that 

30% consist of. What is it that they actually own with that 30%? 
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UNCEDO: When we speak to ownership we refer to co-ownership in 

totality so that we can say that you owning at 100%. In simply terms, 

when I say it’s 30% I actually mean that we do not have ownership at all. 

As my colleague has alluded that there is infrastructure that is taking 

place there. In our view we do not even participate fully in that 5 

infrastructure, in our own view we wanted to be key role or participant 

there to be getting maximum participation in terms of finances so that we 

can be co-partners in the project of which the industry is not even owning 

that, it is the Government that is owning the project. Even the ownership 

of the buses are not us, they are owned by the Government who will only 10 

be able to own them after some time, perhaps after five years or more. In 

that moment that they will be needing refurbishment and maybe 

specification we cannot meet them because they will be in a bad state. 

That’s exactly what we mean we do not have ownership. Just to add 

more, it is crystal clear that we do not have ownership there in that 15 

project because even now you can pose questions to me I will not be 

able to answer you fully because I don’t have full information of what is 

taking place there unlike in my business as a taxi operator if you can ask 

me questions, I will be able to answer you fully. Perhaps you might be at 

a better position to even know the project better than me maybe because 20 

you have engaged in other levels or you might have read it in the news or 

whatever, etc., etc. I don’t even to mention or speak about 30%. If maybe 

we are owning something there we could have been far by now. Even 

those that are called to be directors there do not know anything about 

that project, they are just window dressing. If it was our own project we 25 
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would not have been going to courts every now and then and we are 

having bills to pay because we are now having bills to pay because of 

this. By the time I was still a taxi operator, it wouldn’t happen on Friday to 

make less than R1,500 a day, I would make more. Thank you very much. 

MR NGOBENI: I think you know, the reason why I was asking the 5 

question, I am trying to understand what the directors and what you are 

doing there other than operating the buses. Is there anything else that 

you are doing you know because I am trying to understand because they 

today, the Government was talking about the fact that you have been 

empowered and you know the industry has been transformed. It is along 10 

those lines that I am trying to understand what they are actually talking 

about.  

UNCEDO: I would like to say in my opinion I think what the Government 

has said here is not true. In our views that we are being put from the hot 

pan to hot coals so if that is what they mean by development to take 15 

somebody from a better position and to put them into a worse off 

situation then that is their development and I would like to pose a 

question also as to whether did they read the oath, those presenters from 

the Government. Chairperson, this is the situation that is confronting us 

here in the Western Cape. The officials they will say this thing and mean 20 

something else or they will say this and do something else, so at least 

you have got also a privilege now of seeing how they behave these 

officials. Lastly, I would say it’s contrary, I think we are the one that are 

actually developing the project. If I knew I would have brought the 
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amount that I have paid due to the fact that my buses were impounded. 

In the routes that the Government did not return them to us, I have got 

too many buses there. Always when they see my car in that route they 

will impound it though they did not actually give me my permit. They 

know that I am not permitted to operate in that route so they take 5 

advantage of that. We were deceived, the Government tried to persuade 

us and misled us that they are coming to develop us whereas they were 

actually trying to under develop us. Even if  you can take time and go and 

see in the place where they are impounding you will see my mini buses 

there, how many times my mini bus taxis were impounded and how much 10 

I had to pay. It is crystal clear that if we can get support from the 

Government, we can do wonders because on the other side I am 

supporting my children and I am supporting many people, even taxi 

drivers.  

UNCEDO: Our hearts are sore, we viewed this as a deliberate intent from 15 

the side of the Government to bury us alive because you can imagine 

how can you survive from R350,000 or how many years can you live with 

R350,000. I think it was a lump sum that was given to us that would last 

more or less five years. These four payments, if you add them up you 

can't even add up them to a million so how can you survive in such a 20 

very little money. We were making more money than R5,000. We would 

make R10,000 but now we are making R5,000. So we view this that is a 

way of under developing the industry and burying the industry alive.  
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MS NONTOMBANA: I want to follow up on the compensation and what 

we understood from other submissions was that one of the 

considerations for the amounts that will be given as compensation, would 

be the amount that you would have earned when you are running your 

own taxis in that route. So it’s not like Government will just come and say 5 

this is the amount but they would their own determination depending on 

how much we would have made because it’s compensating you for 

removing you from the route and so it should be in line with what you 

would have earned so I am not getting that then how was it determined 

and also a related question that I had was that you referred to four 10 

permits, so I wanted to also find out whether all the taxi operators in that 

Thembalethu route had four permits and those that did not have four 

permits, what was the arrangement, would they then just get the 

R350,000 and if you had more permits then what happens if you have 

more than four. How is the sliding scale determined, that’s my first 15 

question. So I will let you answer that and then I have another different 

question. 

UNCEDO: You will see that we are talking about big liars. R350,000 for 

all your life? It’s not on. We don’t make R350,000 for life but the 

Government look at us and say these people are worth R350,000. If you 20 

can look and see that we are not worth the R350,000, the value of the 

Quantum  today currently, the Quantum  is R468,000. Take R350,000 

from R468,000, the difference or the amount shows that Government is 

killing us. The price or the value of the Quantum  we will pay it in 5-year 

term and the cabby becomes yours. Sir, you must look at it. After five 25 
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years the car is worse, it is yours. It is an insult that they pay us 

R350,000 and they say it’s the value of your life. Even now our wives 

would have left us. It’s true, our wives, if we were worth that money they 

should have long gone west. Look at themselves, they insult us. It is not 

the truth, that means that we are not paid fairly, other people don’t have 5 

one Quantum, other one is three Quantums or four, count that amount, 

it’s over R1 million. What kind of Government who is looking low at us or 

is humiliating us. I would like other one to just answer your second 

question. 

UNCEDO: The Government say they will pay four permits only. If you 10 

have got more than four, five, they will not pay it. When the Government 

has decided to pay us, they made a survey, their survey came up to a 

total of R500 per month, we have disagreed and then they said our 

routes are not lucrative. We said a day when we are making R500, a 

week R700. When we have disagreed where he said we are not making 15 

on our routes and we said we are making money because we are paying 

our Quantums. The survey was not the total reflection of the material 

conditions on the ground. The Government has just dictated the terms. 

The lump sum that the Government has given us it is a result of the 

survey that they have done of which is not the true reflection of the 20 

material conditions and we have disagreed with it, they have just 

imposed it upon us. That has caused a havoc because other people out 

of work now, they have taken the money then they took early retirement, 

they are still young others and others are unemployed, the drivers, as I 

have alluded earlier on. 25 
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MS NONTOMBANA: Just to follow up on the permits. So if you have 

more than four, you don’t get paid, but are you then removed from the 

route for the additional payments that you are not paid for. How is that 

done? 

UNCEDO: Let me answer. It is done in this way. You are paying four 5 

permits, the fifth one they don’t pay it but you still have the fifth permit 

then continue using it and it ends, when it ends and you try to revive it, it 

is not revived. That means they have taken it for freely. 

MS NONTOMBANA: Then the last question I had was that in the 

presentation that we had before, there was a mention of a strike, the bus 10 

strike that took place a couple of months ago and we were told that the 

effect in George was such that commuters were left stranded because 

then the taxis are not supposed to operate on the BRT roads. So I 

wanted to know, what happens then, how is that gap filled in situations 

like that if for example the route were taxis are not supposed to operate, 15 

who then fills the gap if buses are not operating? 

UNCEDO: The commuters were not stranded during the bus strike. We 

have met the local authorities, we have pleaded that they should assist 

people or the commuters in those areas. After the strike ended we asked 

the mini buses to come back and operate. We have even tried to go to a 20 

stage whereby we would ask the local authorities to issue us with 

temporary permits so that when they strike so that we can be able to 

operate in those routes. 
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MR LESOFE: Okay, I just have one question. So when you in the 

compensation, when you handed over your permits to Government, so 

what happened with the taxis, where are those taxis, are you operating 

them or are you have seized to operate all those taxis? 

UNCEDO: If you have given up you permit that mini bus taxi they will be 5 

stationery, they will not operate. Those taxis are stationery, however in 

Thembalethu were we are operating, others are operating there but the 

situation is that those who said that they do not buy into this BRT, if their 

permits have expired, they might not renewed. 

MR LESOFE: Just a follow up, I think I am mostly talking about the one’s 10 

that bought into the system. I want to know what happens to the taxis and 

I also want to know because I think you have been talking about taxis 

being impounded. So I want to know, you know, are those not the taxis 

that are possibly operating and Government is impounding them. I just 

want clarity on that? 15 

UNCEDO: As I have said that there are others who have handed over 

their permits, 88 per route. When they came back those permits it was 

clear that they did not take that 88, they took other routes. If you are 

travelling in that route then your taxi will be impounded. It is also long 

distance permit, maybe in the permit you will give one route but you will 20 

lose three routes. Then if they see you are operating in that route, your 

taxi would be impounded though it is their fault in fact. I just want to 

highlight something. In our discussion there was something that was 

mentioned that if you can own some cars, they will pay the debt off. That 
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debt was never paid off. Other mini bus taxis were repossessed, that is 

the situation between us and the Government.  

MR LESOFE: Just one more clarity question. So is it possible for one taxi 

to have more than one route that they are operating because I think that 

the explanation that you have just given, it assumes as if one taxi can 5 

operate a long distance route or it can operate more than one route, is 

that the correct position? 

UNCEDO: Yes, one taxi can have many different routes, one permit. In 

one permit has different routes, can be three or more. This is why the 

Government has stolen our routes because in one permit, yes it is so. It 10 

is like you are going to sit until tomorrow.  

CHAIRPERSON: In your assessment, comparing your performance as 

the mini bus taxi industry in servicing the BRT routes, how will you 

compare the performance of the mini bus taxi industry and the BRT bus 

services to commuters in those BRT routes. Is the BRT model providing 15 

an improved or a better service to commuters than the mini bus taxi 

industry which was servicing the same routes before the introduction of 

the BRT model? 

UNCEDO: Let me answer you Chair. If you can go there and you have a 

speaker there a loudspeaker, and you go to those places and you ask 20 

them how are they being transported, there will not be a head because 

the taxi does not have a time to finish. Those buses have scheduled 

times, they too are short. If it was big, when there was strike on for the 

bus strike it was like that they should not come back again. Only taxis 
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can service the people. This is why we are saying to the Government, to 

service people and empower us, the buses must be there, the taxis also 

must be there so that there is nothing the people will say it’s not 

available. There are big problems if they say the buses are commuting 

the people there. People will use their jobs. We are asking the 5 

Government, the taxis should proceed working and the buses also 

proceed servicing people. Thank you. 

CHAIRPERSON: Thank you very much Mr Mbudede. I thank all of you. 

Mr Zongu, Mr Mbudede and Mr Seona. Thank you very much for coming 

and for your time and for being patient with us even for making your 10 

presentation after hours. We really appreciate that and we would like to 

thank you for that. We will certainly take up this important issues that you 

have raised and we will certainly raise these issues with the relevant 

stakeholders including the George municipality, the Provincial 

Government of the Western Cape as well as the National Government. I 15 

thank you very much. We will now adjourn and we will resume the 

hearing tomorrow at 8:00 in the morning to receive the first submission.  

HEARING ADJOURNED   
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