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PART I 

- 1 -

TRl:.N Si'Oli:TATION ORGA!:lZATION AND 

c:::nT EHIA ]?OR A LONG-TEill!l 

TRANSPORTATION POLICY 

In this part of the study a descrintion is 

provided of t:be ob,i octives, limitations and 

method of ~ppro ~ch. The trans~ortation 

organizational structure required for the 

planning$ control and co- ordination of the 

Hhodecicm tr~ns portation industry_ is considered . 

The import ~nce ~nd the function of the cost 

of transportation in the determination of a 

long- term transportation policy are dealt with. 
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I H 'l: .1.L O D U C 1' I O N 

1 . 1 . 

The ne e d for ,::- nc1 the inpor t ,:n1cc vf .. m eff icient go ods 

tr:=,_nsport .;,,t i on s~. s t er:i in tt.e na,t i ,)n :::~ l 'J COilOLW of any 

count ry n eec;_ not be Glr. ,b or :c_,.ted o:;.1. . The bJ.s ic ob j ectiv e 

of t t is studv of ttc Tihotes i ~n tr~nsrort a tion s ituati on i s 

l i rected a t dev elo~ing ~ fr&m Gwo rk f or n l ong- tern pol icy 
which could l cL::..d to a.. :;maxi mum;: go ods tra n s1;ort 2tion 

industry in 2hod es i a . 

r·. :,m.-:x in1.,1r11: 1 tr ::,nsport 2,t i on inc~u s t:;,ny c an be 
defined ~s th~t tranaport~tion in(ust r y .. 
i n whi c h tho LE:.ximum crn.s. aos t 0conomi c a .l use 
i s □ale of t Le scarc e pro~uctive resources 
which ~re a va il~bls to the va rious c om­
Jet it or s in t he in~ustry ant which ar e us ed 
in produc ing tLe r equireC tr~ns port ation 
out ,ut ~o mee t t~c dGm~nd for that output . 

Th e fol lowing ~1rii1ar~- f:::;,c tors J:lU~,t necessaril;y be t aken 

into a ccow.1.t in a trcmsport t:1. ti on stuc'.y of this na,ture :-

a . t h e organizat i on a l s tructure of the transp ort a tion 

i n~ustry which i s c onsiderad nec essery t o co­
ordin.:1,t e a nd g1...;. id.e it tovvards a ;:maximum11 goods 

t r~nsport a tion industry 5 

b . the cost of g oods tr2-nsport at i on ; and 

c. interim measurGs in order to work towa rds the 
ultiDnte long-tcru trans port a tion policy . 
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The 0 rganizational 0. tructure ancl co-ordina tion 

of t he ~r ansport a tion indus try: 

The trans port ation of g oods s hould b e se en as an integrated 

system, a lthough many compet itors a re present, which has 
as it s basic objective the maximization of tr.1.e perform2,nce 

of t he transport ~tion i ndus tryt in rel a tion to the supply, 
d emand c,nd cost of transporta tion. 

In or der to s.cl~ieve the nbov e , it 2hould be obviov.s that a. 

proper Qnd c ent r a lised c o- ordinati on of the t r ~nsport a­
tion indus try is eesentia l. The t csk of co-ordinating t he 
transport a tion industry r ests on the shoulders of t he 

Government 1 who must a i m a t eliminating the wastef ul 

effects of unpl anned long-term c~pit s l inves tm ent and the 

uneconoL1i c use of other s c arce resources which are 

a ssocia.tec with th2:t investment. 

i: To the Government ,.:nd its o.gencies has 
f allen the t a sk of ~cting as arbiter in 
t he c ompetitive struggle in transport ation 
whic h is only self-reg~l atory in a few 
limited fielc1,s •..• :· C. Vcrburgh, South 
Afric G.n transpor t 2,tion policy, Bureau . for Economic 
Research~ University Stellenbos ch 1961, page J. 

The Government mu8t create :m :1dequ2te transport c-. tion 

organizati on which will b e responsible for co-ordinat ing 
the tr2nsport operations of t he various competitors. 

This co-ordinati on will be guided not only by the s upply 

of but a l s o by t he demand for tr=ns port a tion capacities 
o.nd t ho co s t of tr,:,ns port a t ion. 
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1 . 3. '.rho cost of goods tr;;msport&tion: 

In developing ,L lonr -t e:.1:·m transport z,tion policy ·:1hich 

r,ms t guide the tr ::,ns::rnrt ·:.tion in'.".ustry to its objective-:~ 
it is es s ent i 0.1 t L · t .3, stuc.y be ,!nde of tL.e cost of 

tr~nsport a ti o~, as see~ fr om t i~e J oints of view of both 
t he us ers 1s Nell ~s tL3 suppliurs of tr~nsport a tion. 

The cos t of truns ~ort ~tian become s one of tte guiding 

princi _'1 l es in co-ordin::,ti~1g the transport o.. tion capacities 
2.nc. s ervic e~· cffered b 7:- ::>.lt crnutivo coopetitors. It is 

through a stufy of the cost of tr1nsrort ~tion th~t 
insigtt i s , ~ined into the econouic use of tLe s carce 

resources re qui ref to produce t he ~iven transport ation 
output. 

Int eri m measures: 

As '.3- lone:-t errn tr:n1sport .,.t i cn1 !JOlicy c 2-nnot ::ie :;_Jut into 

effect overni .r·ht, cons idcr :::..tion i::ust be given to the 
int roduction of interim mea sures which will guide the 
industry to its ultim~te ob jective. 

1 . 5. Limit ~tions of t his stuty : 

This stuty is limit ed in its sco~e as only the internal 
tr ::::-ns?ortation of good.s within Ehodcsi ?.. ho.s b een cons idered, 

i. c . excluding imr ort s > exports : .nd tr:.1ffic whic:1 is in 
transit. 

The tr2.nsportation f 3,cilities subject to t tc study ara 
restricted to r 2il _nd r o~d mJtor tr~nsport only. Air 

tr2nsport a tion of goo~s ~nd ~assenger tr~nsportat ion 
by rail, 2ir a nd road h~ve be en excluded from t he study. 
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The statistic al informati~n use d in the stuty is b~sica lly 

for the c alond~r yea r 1965. Since post U.D.I. information 

was not oade available, a determination of future 

tr2nsport ation requirements could not be attempted. The 

structural change s experi enced in Rhodes i a after 1965 . 
will most cert a inly h2ve a s ignific ant effect on future 

transportation re quirement s . As a r esult of the inava ila­

bility of post U. D.I. information and the bre C:,k-up of the 

Rhodesia Railways , no att empt has be en m~de to compile a 

prognosis of transp ort ation supply and demand . 

The Roa d Motor Services op erated by the Rhodesia Railways 

have a l so been excluded from the studyh since t heir 
operation can be c ons idered to b e very closely linked with 

and burdened by· the public service obligations which h2,vc 

to be met by the Government . 

Despite the above limit ations t ho'Never, t he information 

used provided such an adequa t e picture of t Le order of 

magni tuo.e of the competition between t he various sup;_:,liers 

of trans port ..... that the formulation of a long-term 
transportation policy for Rhodesia was a ttempted. 

1.6 . ½e thod of ~pproach: 

This study is divided into fo ur parts: 

Part I: Tr ~;,,~ port 2stion orw:~niza tion and criteria for a 

long-t erm trans;port a~on policy: 

In this pc .. rt of the s t udy 2.tt erit ion is given to the 
pl anning, cont r ol and c o-ordina tion of the 
Rhoe es i ·:,.n tr2nsport at ion inc7.ustry. ( cha:pt e r 2) • 

The import ance ~nd tho function of the cost of 
tr<lnsportation , from t he points of vi ew of both 
users 2.nd suppliers, in the determin,1tion of a 

long-term transportation policy are dealt with 
in chapter J. 
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Sine e the im) l ern ;:;n t :it i Jrl of .",: l onc-t 01.'Ll tr -,,n.s p ort J ­

t ion pol icy i s te r,cndcnt on t he detc r min ,.1ti on of 

t r ::m s"Jort a ti on co s t f.: , ch ..l'Jtcr 4 c.c -=:. l s vi i t h a n 
J,.. • • •• 

a ppr o2,ch VY hic l1 coul cl. b e :a·.clo ;:i t ed b y t ho n b odes i a 

I>.1 i lvi,.::.y:2 t o d ot Gr mi n e t r cns p ort 2..tion co s t::, in 

r es ~ect of diffe~e n t c uoes or c c t egor i e s of go~ds . 

In ch2pt er 5 a n ~ppro ~ch is outlined wh ich 

coul d oo emj_) loyed to cs t a.bli. sh ro 2.d trc.ns j'I O::.:t o.­

tion costs in r es pe ct of var i ous c ~t egori es of 

c oods . This ch : pt e r a l s o provid es ~n outline of a 

tGchni ~u e wh ich c ould be ~s ed to eff ect ~ 
c om? aris on b et we en r a il and ro ad tr~ns p ort&tion 

co s t s , in respect of different goods~ or 

c ~tegoriea of goods. 

Ap~rt from a knowledg e of the costs r e l a tive to 

r a il :.:.:.nd to a c_ tr,.msport 2.tior it is ::1lso cs s sntis. l 

for the purp os e of plaj,ning> controll ing 2.n d co­

ordint.,ting t h e tr:.:,nsporta tion indu s try t ha t 

inform:1.tion be :.1vail~1ble !J. S r Gga r c.s the demand 

for ~nd s upplJ of tr~ns por t Lti on c a pncities. 

Cha pt er 6 g i ves en ~ppro ~ch which coul d b e 

c= .. do:pt ed i n builchng a :; trans port c.,t ion int 0lligenc e 

s ys t em. : i which woulc? yi el d t he r equ i red i nform.:1tion . 
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Part III: Interim ~ easures: 

P.ar.t IV: 

Considering that a long-term transportation 

policy cannot OE: })Ut into effect overnight J 

possible int e~!'.'im me a sures which in t he me 2..n­

··1hile could yield cert 2. in economic c.-nd other 

benefits a r e discussed in ch~pter 7. The basis 
for the formulu-tion of interim mea sures is 

again the c ost of transport a tion relative to 

t he alternative media of r a il end road in 
competition with on_ another. 

Certain interic mea sures considerod in 
chapter 7 result in a propos~d diversion of 
goods transport ation from rail to roadj and 

vice vers a . The possible cost e£fects of this 
diversion are considered in ch&pter 8. 

Sur..mary: -
A summary of the study is prov_ided in 

chapt er 9. 

( Refer ,\nn exure 1 , pages A2 to All for 
the views of the Association of the 
Rhoc.esie.n Inclustries on what should be 
included in a study of the transportation 
sit t.~ation in Hhodesia. Comments on this 
memorandum are provided in pages !1.l 7 and 
!-\.18 of ,.:~nnexure 1) • 
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CHAPTEH 2 

FOR 

J: '- E PLANI': I NG, COI .•J:IWL .;:.ND CO-OEDINAJ:ION OF 

r n~ I-mOD:C.31 ·'.N '.L'RAN ~}-'OilTATION I NDUSTRY 

2.1 . J-ntroduction: 

Th0 economic objective of any g overnm ent can only :Je to 

pursl-1.G a. policy ,vhich will reslAl t in thG maximum ut ili za- · 

t ion and dev elopmont of t he c ount::.~y ' 8 scare e r 0so·.1rces . 

rhe limitations impos ed on this utilization and dev elopment 

a re t~c ros dlt of the ext8nt of the market for the 

products of t ho economic activiti es. 

The cxtt;)nt of the marke t on the one hand and the appli ca­

ti on of sc arc e resources r equired to creat e or develop 

e conomic goods on tho other han(~ n ecessarily lead to the 

question of pr i ority determina tio11 . Thi s cu cstion has 

become on e of gr e~t er s i gnificance in Rhudesia since U.D.I. 

Sanctions have f orced. structura l c hange s on t he nat ional 

Gconomy and on the utilization of nhodesia ' s scarce 

r esources and the country has had onl y one alternative, 

namoly, to adap t or Glse cie-out. 

Rhodesia is h~ving to ada, t a t present and challGnge aft er 

chall engG is i::w t with incree.sing determination and vigour. 

This adaptation proc es s can only be ef fective if it is 

ba sed on sound lonf -t crm economic planning in which the 

question of priority determina tion plQys an important role. 

V3.rious recommendations have in the past been made in 

respect of creat ing organizationa l frameworks ~ithin the 

GovGrnment, which had as their basic aim the economic 

pl anning ant priority det erminat ion for t h e tot~l economy 

of the country . • 
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In Chc. pter V page 46 of z, re9ort by an 
advisory co1:rrnittec consisting of J. Phillips, 
J. J-fr::mmond 1 L.B. Samuels and R.J . I,~.Swynner -
·, The develo rnnent of t ;ie econor;iic r es ources of 
Southern Rhodesid wit h particular reference to 
the role of .\fric c~n agriculture ;: - (1962) j 

cert a in recomrnend c.. ti ons were mesile with respect 
to the :: org;.:nization, planning and a.c tion 1 

essentia l f or satisfacto ~y 1 social and 
economic development 1; . 

Similarly 1 in a very r ecent renort b7 J.L. Sad i e 1 

( t'PL~_nning for the GC onomic dcvelopm~nt of 
3.hodesi e.:· 1967 - Print Gd by the Governm ent 
Print cr 1 S~lisbury) recommendati ons were ma de in 
Chnpter III, page 36 1 ~s regards the 

. "f.;.dministrat ive t1a.chinery for ec onomic 
development . :: 

The advant a ges e.nd disadvantages of che organizational 

structures proposed in t~e ~bove □ent ioncd reports on 

centr,':, l economic ) lc.mnin6 v1ill not be discussed. since they 

do not fall within the bas ic fr&mework of this study. Of 

import ance, l:.o ,rn ver? i s the fact thz.,t t:te :~1.hod esi2.n 

Government must introduce CL cent r a l e conomic pl anning 

organizational structure to s t~dy economic priority problems . 

Because of it s trcm ndous i m:por t 2.,nc e in ·c:ie nat i on,3,l economy 

of t he country . the t r ansportat ion sector should be strongly 

re present ed on such an organizational s t ructure . In order 

to produce a significant c ontributi on to 2 central economic 

plc,1ming bo c7..y 'c h e tr a.ns port ,:~tion indust ry must pursue a 

policy which will le ::d. to an economic e,nc. effi cient tr2,nsport a­

tion s ystem. rhis will only be possible i f an organizational 

structure is cre ated ~ithin t he t r ansport 2tion inLustry 

which can c: ircct the industry on a pl anned, controll ed c.nd. co­
ordinr1t ed basis . 
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2 . 2 . Proposeod tr2nsTJOrtation organizational st_ructu~: 

In ore.er to a c J:"i j_evo an economic and officient tr,::..nsporta­

tion syster!1 it is e;ssontial for t ~.G purposo of plaiming and 

co- ordination in t ho trans port ation industry thct.t an 

organizational structure be crea ted t o assist the l! inist r y 

of Loads and Roac; .rraffic anc~ tho t'J'. inistry of J:ransport and 

Power in t he ir res pective t asks . (Thoso Ministri es arc 

served by a singl e fu inister) . An organizational structure 

which makes provision for t he fo llowin~ , is proposod :-

2 . 2 .1. ,~ Transport a tion Advisory Council: 

Tho propos ed detailed composition of the Transportation 

Advisory Council is indicated on chart 1 on t he next page . 

The Council would 2ct as an advisory body to the Minister 

on any matters conc erning transportation in llhoC.6sia . 

ThG composition of t Le Council should be such that all 

parties who have an i nterest in transportation arc re­

presented on the Council, such as, transportation suppliers, 

transport a tion users and government transport officials . 

The chairman of the Counc il should b e appointed by the 

Minister for a period of, say, thre e years, but should not 

be a government official . 

The Council would result in an eff ective medium for 

consultation with the various sect ors of the economy 

which use and s up 3J ly transportation on any matters 

affecting tho transport a tion industry . 
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CIIf..RT 1 

1 . Chairman. 

2. AE1sist<1nt Ch1:. irmr:,n. ( Tran.sport8.t i on :le search 
::conomist). 

3. Public Service H2uli l rs. 
4 . As socia tion of ~thodesLin Industry . 
5. CommE::rce. 
6 . Rhodesia Fa rmers National Union. 
7 . Ch3.mbcr of Mines. 
8. J1 r 2.v el/Touris t AgC:nts. 
9. Ministry Membors (various) . 
0 . ~(1:-iodesia h:J. ilways. 
1 . Rho des i a Airways . 
2 . Socretary . 

(~ef er also page 10 ) 

j/ 

MINISTER 

/! , ' 

CIIART 2 

TRi' NSJ:>ORT ;~TION TLt-NNING tND CO- ORDIN t TIO~T BO /\HD: 

1 . 
2. 
3. 
4. 
5. 
6 . 
7. 
8 . 

Minister 
Se c rotary 
Commissionur 
Chc:l irman 
Chairman 
Cha irman 
·rrans:port a tion 
Secret a ry . 

Cha irman . 
Ministry Transport. 
I-':inistry !toads. 
l:hodesi :1 ~milways. 
J hodesin Airways . 
~t oa d Scrvic es Board. 

Rcsc2rch ~conomist. 

(Re f er a lso page 12 ) 
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2.2 . 2 . Trans por t s,ti on Plan..'1.i_n£L..:...1nd Co-orc'.ina tion Bo.3.rd : 

The Tr ansport e2-tion Pl anninc and Co- ordin.-:iti on Board s hould. 

consist of t Le Government Officia l s , and memb er s of t h e 
Ra i l w~vs and Rhodesi~ i irways ~s indic 3t ee on chart 2 

on t he pr evious p~ge . 

This Boar d ' s basi c obj ective s hould be t he optimization 
of t ho p~rformance of the trensport ~tion indus t r~ in 
r el ation to tLe supp.ly of t r n.nsport .,tion cspaci t y, the 

dom..:ina f o:c th?:. t c -Jpaci ty , th E: cost of n.,nd the investment 
in t h e transport a tion indus t r y . This can only be ach ieved 
by c entralized planning and. control wh i ch , together with 

centrnlized co-ordina tion, rest on the shoulders of the 

Government. 

Efficient pla:n.i."1.ing ,"..11d co-ordination in the 
short-t Grm, a s well as on the long-term, 
should logically lead to the ~limination of 
t h e wnsteful E: ffccts of unplanned long- term 
c apital ~.nvestment and t he uneconomic use of 
other sca rce resourc es which are associa ted 
with th.1 t investment . 

In order to a chieve an effici ently pl -;nned and co-ordinatel: 
trans por t a tion indust ry it i s ess entia l t hat det a iled 
knowledge and informati on in r espect of the following 
aspects of t he tr2nsport ~tion industry b e built up:-

1. The cost of t r ansport ~t i Gn re l it ive to t he 
competitors vvh u s upply tr:mspor t ation f acilities. 

2. The supply of trans port 2tion capacities. 

3. The cl.em ~--nd for transportation capacities. 

4. The investment i n trans~ortation capacities. 
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The f uncti oh of col lecting and s tudying the a bove 

informati on s h oul d be tho pr i me responsibility of a 

tra nspo r t 2~ t i on research ec onomi s t, who should be 

a ppoint e d a s early ns p oss ible . In order to b e able 

to study t he var ious aspects of tra nsportation it 

is ess entia l that tte tran sport a ti on res earch 

economist' s f irs t t ask be to d e velop a nd organize a 

transport a ti on ,· e conomi c s int elligence system'1
• A 

system of thi s n a ture should logically involve both 

transportat i on u se r s and s uppliers . 

In cha pter 6 a b as ic a~proa ch is developed which 

could be adopted in building a t ransportation 

int ell igen ce system for the purpo s e of co-ordina ting 

the supply of tra nsportat ion c apaciti e s with the 

demand for t heoe caps cit i cs . 

The tra n s po r t a t ion research economist should be a 

member of t h e Tra nsport a tion Advisory Council and 

the Transp ort a tion Planning and Co-ordina tion ,Boa rd. 

The succ G3s of t he imple~ont a tion of a ny future policy 

will b e di rec tly c or re l a t ed with the successes 

achi e v ed by t he transpo r tati on r e sea rch economis t. 

The exist i ng Road Service ,Board a s r e ga rds its' 

c omp osition . should b A c han"Cd j n s u ch a way tha t the 

transport a ti on res ea r ch e c on omis t is ma de a full­

time memb e r of t he Board. The function of this 

Board is t o s it a t regul a r int erva ls to decid e on 

the granting of ro a d tra nsp ort a tion permits. 
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The guiding principles in tho gr anting of those 

parmits should be a s follows :-

1 . F~ctual information r el ative to transportation 

supply, demand and costs and the financial and 

organizational oper a ting ability of the 

applic ant should form the bas i c crit eria on which 
per mits a r c granted. It is f olt that l es s 

emphasis should bo laid on legal procedures and 

as uect s in th8 gr anting of permits than is 

exper i Gnc ed at present in the Hoac 32rvice Board . 

2. '.There possible new ro ad. transportation permits 

should only b e issued to l ~rgG firms of Public 

Service Hauliers. Tho objective of this move 

would basica lly be to consolidate road trans­

port at i on in the hands of a limit ed number of 

financiall y strong Public Service Hauliers . 

Liaison with and t he control of a limited number 

of hauliers would t he r eby be simplified. 

J . Applicants' right of appeal should be abolished, 

but t he Board could rul e that a frosh application 

would b e considered aft er a given perioo of time . 

4. Objections from exist ing &o~d Service Hauliers 

shoulQ still be he a r d, ~lthough the Board should 

devolo p t he approach of protecting existing 

hau l i er s who coule probably r ender services most 
economica lly . 

5 . Objbctor~ right of apnc~l should also be 
abolishe d . 

(Refer Annexure 2, for selected 
comments of Yublic Service Hauliers) • 

• ... ..L 
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In order to function efficiently each application 

should be subjected to res earch by tho Bo ~rd's 

resea rch te ;:;..m under tlH.) guidance of the transporta­

tion research Gconomist. Sufficient time should, 
therefore, be a llowed before ~pplications arc 

considered. Since a strong rela tionship would 

exist bctweGn this Bo ard and tho Transportation 

Planning anc. Co- ordination Bo.-:!.rc' , the opera tions of 

the fi oad Service Board should be guided by the 

policy decisions of the ll inister . 

( Cf. C. Ve r b~r [ h, Sout h ~f r ic an tr~nsJ ortation 
policy, Bureeu for Economic Research~ Univ.f 
Stellenbosch 1961, p i ges 31 to 39.) It is 
int er es t int to note t:ia t c.L single Hinistry of 
Transport exists in ~outh Africa. In &hodesia, 
howevers t wo ministries ~re in operation, viz.s 
the Ministry of :rransport :me ? ower t and the 
hl inistry of Roads and aoad Traffic. These two 
ministries a re h eaded by a s ingle minister c:nd 
co-ordine tion is, therefore, effecte~ through 
t h i.:J minister. It is recommended. t lJ..c,. t a study 
should be undertaken to establish whether these 
two ministries coul~ not successfully be 
combined into a single ministry . 

In accordance with t h ~ Tr ansport Act~ 1962 in 
England four independent hoards we re created to 
tak e over thG principal functions of the British 
Tr :-> ns port CorJJniss ion . The fio a rds were: 
the British Railw2.,y Boa :~e, th8 London Tr:::-..nsport 
Bo ar c. ~ t i.je British '. ·aterw2,?s Board :-nd the 
Br itish Tr ~ns ~o~t Tiocks Board. In accordance 
~ 1 i t h t :1e Trans port Act y 1962 Sect ion 55, a 
Nation~lized Tr~n sport &dvisory Council was 
c r ea t ed to co-ordinat e the policies between the 
var i otrn boards . In :thodes i a t h e pro :9 osed 
1 r ansport a tion Pl~iming an t Go- ordinat ion Doard 
coul t be considered as t he e~uiva l ent of this 
t,,_,,~y . (Cf. ! . • L., i'.iilne, Thr.: o.conomics .of i.nland 
transp9rt ~ . scc·ond 1.;q.i t i on by .J ,.,C . Laight , ~ 
Pitm~n i- Lond ~n 1963, pages 74 and 75) . 
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l1EE COST OF TR l)_N;J?O_:_ .TATI ON 

3.1. Introduction : 

In this chapter s brief outline is giv8n of the im~ort~1cc 
and t:tc function of t he cost of tr:::nsportation iri the 
d.etermin2tion of ;:,_ long-t orm transportation policy. Costs 
will bo ::1.nalysed from the point of viO vf of t Lc user as 
well as from tha t of tho supplier of transportation. The 
costs of tLe transportation supplier effect the user's 
costs and decisions. The ~s cris total costs arc, therefore, 
a funct ion of the supplier's costs and any wastages and 
inefficiencies incurree by the supplier could become a 

burdGn to the ~sG~ ~nd t ho nationa l economy as a whole. 

If t he tr3nsportation industry consisted of a singlG 
supplier and a single user unl J:· the solution to tho cost ... 
problem would be relatively simpl~; since a multitude of 

tools ar e available for the purpose of obtaining a better 
utilization of scarc e resources, thereby reducing costs. 

In pr actic 8, however, the situation is very much more 
compl ex, since various suppliers compote on common grounds 
to sa.tisfy tho requirem(;,nts of a l arge number of transporta­
tion users. 
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Alternative suppli er s use vari ous s c arce re sources in 

diff er ent combinations 2nd the ec onomic ef f ici ency of the 

us e of t hose rGsourcus is r8fl act ed in t he suppliar's 

r es?ective costs. As t he resourc es a r e used in different 

combina tions to produc e a reauirGf out put, it is -obvious 

tha t their cost will a l so differ. A trans,ortation policy 

whi ch is cost- ori Gntat ed shoulc, therefor e , be developed 
which would r es~lt in restricting tho op cr ~tions of 

suppliers to those fi elds in which thl;y could make the 

most economic uso of t ho s.vnilebl e: sc arce r esources. 

The supplier's cost of trensport2tion does not r epr e s ent 

t he full transport 2tion cost pictura , since the user ~lso 

incurs other costs in the transport ation process. 

3.2. User costs : 

One of the det ermining f actors in choosing a particular 

medium of transportation in preference to another is the 

cost of tha t transport a tion mGdium to the user. A once­

and- for- all answer rela tivo to tr~e user's cost of alterna­
tive means of transportation is not possible, sinc e thes e 

costs vary with t ho r iven circumst ~nccs and conditions 

pertaining to the particular ne ~a for that tr~nsport a tion. 

From t~e user 's point of vi ew this trans port a tion cost 

includes the frei ght r2ta ch~rged by the supplier of the 

transport a tion s ervice as woll a s other cost factors 

which could be any of the following:-
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a.. .rhc cost conso :: uenc e of h;:-,_ving ::in :ctss::>rtment of 

goods on route vlft~crc tlJ.e choic o lies bGtwe cn a 

cheape r slow transportation medium and 2. f Rster 

raoro oxpunsive one . 

b. Tha c os t c onsequenc e of having to choos e b etwe~n a 

door to door transport f a c ility or ~avin£ to employ 

one's own trRnsport to deliver and coll ect 

one 's goods to and from a tcrmin2l . 

c . r~c risk of breakages and their cost consc auences 

r el~tivo to a ltGrn2.tive moans of tre.nsportation. 

d . The c os t of packaging which in many instanc es 

d epends on t ne typo of t r ansport used . 

e . The risk/c ost c onsequences of losing customs rs 

as a r Gs ult of :1ny of th0 f actors mentioned ab ov0 . 

The user's t0t a l cost· which is c omposed of t he fr e ight 

r e t o Jlus his othGr costs .. c ~n b es t b ~ d~ternined by the 

part icul ar user in his g i ven circumstanc es . In order 

to be a.bl(; to make .:i.n optiraum decision the user must, 

t he~cforc, havo a fr eedom of choicu &s regards the va rious 

t r ansportation mC;diums avaiL1blo to him . 

lhe ~sor's choi6 e will be indicative of t hu inherent 

economic ac' vant agc of the riHjdium of transportation 

which he h.:1s sel ect ed for his gi v ,.m circumstances . 

(Cf . H.M. Schonfeld 1 Kost cnrechnung , (third 
impres s ion), Stuttfart 2oeschelj pages 93 to 96, 
and i.i. Beckmans C.B. McGuire and C.B . ''.' insten, 
Studies in the economics of tre.nsDortation, 
Ya le University Press, New Haven, - 1956> pages 
113 to 117, as regards ;1 t ransi t time a,nd 
invent ory costs :: to the user). 
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3. 3. -rho eff uct s of suppli0r c os t s on t Lc us er's 

t ot a l costs : 

In choosing bGtwecn 2.ltcrn:: ... tive tr2nsport ::1ti on mediums to 

h :->.v o his go of s transport eel, tlic user ha s t o consider :1nd 

c ompar e t he tot ~l trGnsport ~tion c os ts involv2d in each 

ins t 2.n c e in ord er to m2,k8 the best decision in his 

p""'rti cula r user circums t anc es . T:te total tr ·:1.nsport 9.tion 
c osts t o t he us ~r qr e c omposed of the sup~licr's tot a l 

cost, plus t to profit margin which t he suppliGr dllows 

hims el~ plus ~ny other us ~r costs which the user will 

incur if ::. particulnr t r ans_portati un mediwn is chos en. The 

suppl i er's tot a l cost plus his profit mar gin a r e equal to 

t he f r eight r a te which tho ~sor p~ys for the performanc e 

of the transport a ti on operation. 

Alt er native suppliors competing on cormnon 5rounds h2ve 

diff 8re~t to t ~l costs d~o to differ ences in the sc a rce 

r esour c es usec by t herr. · a.id it is, t hercf ore, ess ont ial 

t hat t ::e:y c omp e t e on f 2,ir gr ounds for the transpo r t a tion 

demand crea ted by t he us ers . 

ro illus tr2t e the ef fe cts of s uppl i er c ost s, supplier 

profit ma rgins and other us er c ost s , as well a s t ~c c onc ept 

of · compe tition on f a ir grounds · , the foll owing hypothet ica l 

transport 2.ti on c ·Js t si tua.tions f or a given tonnage and 

distanc e· a r o c Jns idcr ed :-
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3itu e. ti on A: 

'-
1 1 t ern?,t i v e Suppli er' s Fr e i ght ,Suppli er 's Ot he r Us er 's 

t ·r cns·port a- t ot .? l r a t e P r of it us er t'ot a l 
t ion tl. ed i ums c·ost m:1r gin c'o s t s C: os t 

Al £ 1 00 £1 40 £,40 £ 10 £15 0 

Bl £ 1 20 £1 3 5 £15 £ 8 £143 

Ba sed on the us or 's t ot a l cost, it is l ogic a l t o assume 
t he t the u ser ~ou l f m~k ~ us e ~f a lt erna t e Bl. 

Situe.ti on B: 

Al t e:rn?. ti v e .:.iuppl i 0r' s Fre i ttht SupjJli er' s Other User' s 
t -r r.nsport a- t ot a l r. a t o p rofit u s er f ot a l 
t ion med i ums c os t ma r g i ~ c osts c os t 

A2 £ 1 00 £ 100 Nil £10 £110 

B2 £120 £120 Ni l £ 8 £1 28 

Thi ~ s ituati on i s bRs ic ~lly t he s am8 a s s itua t ion A with 

t h e exc epti on th~t b ot h transpo r t ati on 8 Gd i ums A2 and B2 

ha v e only r ~c ov cr ed the Euppli or c os t s . The us er would 

th i s t im0 undoubt edl y ch oo s e med ium A2 for t he 

t r ~nspor t a ti on of h i s go ods. 
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'.:.i i tu,1ti on C: 

A.lt ern :1 tiv0 Sup1Jli er' s Fre i ,:: ht Supplier's Other User's 
t r a,nsport a- 'tot :ci.l r .::: t G Profit User tot a l 
tion b ediums cost !lJargin costs cos t 

A3 .,~ 100 £120 £20 £10 £130 

BJ £120 £140 £ 20 £ 8 £148 

' 
The onl y condition whi ch he s be en ch3,n g- ed in thi..:, situation 

is th~.t both s uppli ers have settl ed. for c;ho s ame profit 

margin, viz. , £ 20 . The us" r wou.ld aga in choos e 

transport a tion medi'WTI AJ. 

Situation D: 

Alternat ive Suppli er's Freight Suppli er 's Other User's 
transport a- "tot a l r 2te profit user tot a l 
t ion medium~ dos t margin costs cost ·' 

A4 £100 £120 £20 £ 30 £150 

B4 £120 £140 £20 £ 8 £148 

Situati on D differs from s itua ti on Conly ~s r eg~rds 

.. other user costs ' , since these c os ts f or A4 have be£n 

incre 2s cd from £10 to £30. In t his situation the user 

would choos e trans:;1o rt 2.ti on medium B4 . This situation 

has b e en included merely to illust r a t e the effect of 
;· o ther U:s er c os t s : in t be u s er ' s decision . 

( Cf . C. Verburgh, op. cit., page 42 I' a.b l e no . 1). 
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Conclusions whic h can be dr awn from t he above 
c ost situ:;t i on$ : 

£he us er's t ot e.l cos t t whi ch is 2. functio:..1. of tho frei ght 

r r::i,te .. nd user ' s other c os t s~ is tlrn dcte r minint=~ f s.ctor 2.s 

regards the user's choic e of transpor t at i cn. It should be 

kept in mind th~t the user' s other c osts includ e a cost 

w'1ich reflects t he i nhor en ~ ::tdv:::mtages or disadvantages of 

a lt e··n ,-itive tr::nsport ;,;, tion rJed.iums in Given circumstances. 

From a nat iona l oconomic point of viev the user made one 

wrong choice in t r .. e f irst three situ:_:. tions, nar.1ely in 

situat i on A, where transport ~tion medium Bl was chosen. 

Situat i ons A, B 2.nd C were bas ic a l ly the s ·:me and a 

consistent choic e should~ therefore, 

me c. ium Al, 1'. .. 2 anc. A3, r espective ly. 
inc onsi stent choice c an ba sice.lly be 

have be en made, viz., 

The reason for this 
a ttributed to the f act 

tha t in situation A· the freight r a tes do not r eflect the 

·supplier 's ~otal cost · of trans portatio~· but have been 

distorted ·by the c. ifference in the profit- ·1argins of the 

two a lterna tives. 

A further conclusion which can bE: drawn is th8.t the 

supplier's tot a l cost fo r t r ans1::> or ting a e:iven tonrn::i.ge over 

a given distance 2hould be tho deciding f a ctor in 

determining whether ::..1 t ornat i ve mediums of transport a.t ion 

a.re in f 2.ct c ompe:tinJ 'on f cdr _:;rounds as regards the 

na tional 6conomic l~up ply of t r -.nsport :,_,t i on capacity . J?re i ght 

r ~tes 2houl~, t heref ore, reflect t hese co sts 1 s ince the 

us er is a c qua int ed only with t h e rates end not the 
sup pli cr qs costs . 

(Cf. E . J. r ool , Costs - a too l for ruilro ~d 
mnnR.gement , Simmons - Boardmc.n Publishing 
Corp ., New York 196lj pages 74 and 75). 
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3. 5. ~e commendations : 

Bas ed on the theoretical a r gum ents above t h e following 

recommendations are mace: -

a . Fre ight r a t e s or t a riffs of alt ernative goods 

transportation mediums shou ld be made to 

refl e ct t he suppli er's total costs. r1ternative 

fr e igh t r a t e s should diff e r with a t l east the 

same amount from t he resp ective suppli er's 

tot a l costs. The :i: ~hodesi a n Government should , 

therefore, introduce frei ght rates which provide 

a just refl ection of the tra nsportation costs 

of alt e rna tive suppli ers. 

b. The transportation us e r should be g iven t h e 

right to choos e that transportation medium 

which ~ ill result in the lea st tot a l cost to 

him in his -particula r circumstances. 

c. The fre edom of choice of t h e u s e r implies that 

trensport a tion suppliers must be afforded e qual 

trea tment as regards their competition within 

t no impos e d freight r a tes. 

Thes e recornn cnda ti ons form t he p rinci pa l crit eri a on 

which Rh od es i 2 s houl~ b a s e its' long-term t r a n sporta tion 

p olicy. 

(Cf. Gene r a l tr&n sportat ion policy a n a user­
c a rri e r c om, etitio~ Intern~ti on 2 l ChRmber 
of Comme rc e , Pari s 1951, pa g e s 9 a nd 12) . 
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J . 6. ~ccepted ~riteria : 

The abova principal crit eria of freight rates which 

refl ect tra nsnort a tion cost s , user 1 s freedom of choice 

and e~ual tre2 t ment of suppliers are by no means new and 

h ~ve been a dvoc ~ted befor e as t he best way in which to 

build a fr amework for ::m economically sound long- terr.1 

transport a tion p olicy. 

\ .M. Eilne (The e conomics of inland 
tra nsportation Policy; ~se cond edition 
J.C . Leight ). p rovides an excellent 
trea tis e on the criteria involved in 
formulating a trans portat ion policy . 
bas ic criterion, ho wever, r emains the 
of transportation. 

by 

The 
cost 

" The cons t ant reiterci.tion of t he question -
:· At what cost? 1

: may prove annoying a nd, at 
times, frustra ting but it is the duty of the 
economi st to remembe r that a high st anda rd 
of living is not a heaven- sent g ift, but 
tho result of 2n efficient use of scarce 
resources of l a bour and capital and that the 
achieveraent of a n efficient use of the 
r esourc es requires a ttention to be paid to 
r a lative e conomic costs in t he sphere of 
tra nsport no l e ss than in other spheres of 
productive activity . ,; - A . r:I . Lilne • 
op . c it., p~ge 267, 
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3.7. The cha ll eng e impose d on Rh odesia in accepting 

the a bove thre e _principg,l cri te:ria as the 

found a tion stone of a sound long-term 

transport a tion policy: 

The ext ent of the cha llenge which would be imposed on the 

Rhod esian Government in accepting the bas ic principa l 

criteria of fr e i ght r a tes which reflect costs, the user's 

fre edom of choice ~nd equal tre a t ment of tra nsport a tion 

suppliers would mainly be a function of the a de quacy and 

the a vailability of tra nsportation costs in respect of the 

alternative transportation mGd iums which openi.t e in 

Rhod esia . 

Befor e a sound long-term transportation policy could b e 

introduc ed, it would be essentia l that the cost of 

tra nsport a tion be determined for tte v a rious goods or 

categories of g oods which can be trans p orted by the 

a ltern a tive tra ns portation suppliers. 

The existing t ar iffs of th e hhodesia n Ra ilways do not 

reflect tho transportation costs of the goods concerned a nd 

this situa tion would necess a rily have to be cha nged to me e t 

with the bas ic r equirements of the proposed long-term 

tr2nsport a tion policy. Road tra nsporters who are in direct 

comp etition with the Ra ilways on main line routes are 

bound b y ~greemc n t to cha rge at l e a st t he railway tariffs. 

In the n ext chapter a cost a n~ cost _pric o 
an2.lysis framework is devclope c' . • which could be 
used to determine t h o c ost of tra n sporting 
p~rticula r g oods or c a t egor ies of goods by the 
H2. ilwe.ys ?.nd ro si..d transportation s uppliers. 

Once t hose costs h ~ve be en determined tariffs 
could be introduc ed which would reflect tr~ns­
portation costs of t h e a lterna tive competitors. 
Just a s a cost break-even position in teras of 
dist a nce: would occur, a tariff brea k- even would 
a lso occur a t the s :..1.me distance. 



- 26 -

In t erms of tho co s ts of a lt e rnat ive sunpliers short 

distance traffic wou l d t end to b e forc e d to us e a certain 

transportation medium, whi lst long distanc e traffic would 

be forc e d to use othe r transportat ion me diums. 

Although the alt e r native suppli 8r tariffs would 
indicate a g iven break-even distanc e , the us er's 
other costs wou ld be th0 d etGrmining factor in 
choosing t he most e conomic transport a tion medium 
for his particula r circumstances. On the next 
pago a graph on hy p othe tical tariffs and 
trans port costs is provid ed to illustrate how 
the tariffs and supplier costs would both have 
t l: e s ame break- even distance. 

Sinc e the propos e d long-t e rm transportation policy 

could not b e introduc er. ove rnight, it is essential that 

a n int e rim tra ns portation p olicy be considered. 

M0 a s ures which could be adopt ed for an int erim policy 

arc considered in chapter 6. 

(Cf. K. Kafer, St a ndardkostenrechnung (2nd 
impression) Verlag des Schweizerischen 
Kaufmannischen Vereins, Zilrich 1964, page 263). 

/Graph 
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Hypoth etic €').--9ost an d t a.riff brea k-even 

sra ph fo r a given tonna ge of good~: 

Re l ev ant r a n g e 

Brea k- ev en di s t ance 

Ta riff 
medium A 

Tariff 
medium B 

Cost 
medium A 

Co s t 
medium B 

Dist a nce 

( Cf. s. · . Tucke r , The b r eak- ev en s ys t em­
·a t ool fo r pr ofit pl ~1ning, Pr en t ic e Hall, 
New York, page 77 t o 96 and 131 to 154). 
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l) ,''..- m 
• I ~.Li.. .J.. II OF L ONG-

In t h i s --art of tLe s t uc_y up:9roa c hL- s . ,r e d evelo ped f or 

t he te t er mina ti on of t r ~n~port 2ti on c os ts in re s pect 

of d i f fer ent ?.1.; ods ::md C8.te ~;o~i cs of goods b y r a il 

and r oad respectivel y . ~ t echni que f or t he comparison 

of r a il and ro~d tr~nsport ~ti0n costs i s ou t l ined. 
tn ~ppro ~c h for t he buil~i ng of ~ ·1transp ort a tion 

in t e l ligen c e sys t em': which would yiel1l informa tion on 

t he demand for dn~ s u p~l y of transport a ti on capaciti es 

is a lso givon. 
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CH ·' P'..2ER 4 

SYSTZL FOR THE HH0:CBS I A RAIL';:AYS 

4 .1. Introduction: 

In this ch~pt er cm)hasis is lai~ ~n developing an 

ippro a ch to transport ~tion costing wl: ich could be employed 

by the Railways for tl.e opera tions relative to the 

transport a t i on of go ods . 

Tl:c reas on for t~_is is that the succ es s of a long- term 

transportat ion polic y for Rho0.esi c;1 d epends to 3.n 8Xtremely 

l a. r gc extent on t !"-'e cost in6 sys t en employed by the 

Railways . 

In short, the present positi on in t he Railways is as 

f ollows: -

a . Railway t c,riffs wLic:L ,lre in force do not 

r efl ect transport ~ti on costs . TLis is 

avidont f~om the f 2ct tha t tLe R~ilways do 

not rnc:Jco provisi on for cost determirn~tion in 

res p~ct of v~rious t 2riff groups. 

b . rho profi t c-~bili ty of tLe :_lailwc=i.ys is~ in principle, 

a functi on of the follo 'Ning equation: -

~ 

P = ( L x1 Y1 + z 
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Profit or loss in tot a l . 

I,..verage transport 2.tion t a riff in 

respect of one t ~n-mile tr::>.ns port for 
t i-.e vari ous t ariff class es 1:1 .: to :i n :1

• 

The to t a l ton-mi le trans;iort 3,ti on in­

volvet in r es p ec t of ench of t h e 
t a riff classe: s ·: 1 to :: n n . 

fix ed co s t+ variable cost+ semi­
var i 2ble cost . 

It is of cours e diff icult t o det ermin e to what 

ext ent different t ypes 0f cr af f ic (tariff cla sses) 
contribut e to the pr of it ability, or otherwi s e, 
of tl:e Railways . 

c. One must a ssume tha t a subst ant ia l <1mount of 

cro s s-subsidis '.-3.ti on in fact is taking pla ce and 

t hat cert a in tr2cffic » na.lilely the high rated 

t ariff c oods, i s subsidising low t ariff goods. 

The pro :f i t or los s of the ~'.ailw2-;ys can i n effect onl y be 

ca lculated after the event h~s t aken pl 2c e . A post­

cos t calcul a ti on thus det er mines the prof it ability or 

otherwise of che r a ilway operations. 
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The introduction of ~ cost i ng sys ten whi ch m~kos 
,revision for tr~nsport at i ~n co s ts relat ive to particular 
goals or ca t egor i es of goofe ,forcs the b~sic requirement ... 
for 2. raiximum t r E,.nsport .1.·ci on ::--·ystem ba.sed on t l e 
princi ple of t8.r iff s reflect in&, tr~:ms :;::> ort a tivn cos ts. 

The Rhofesia ~ailw~vs i s by ~o me 2ns in a unicue s itu3tion 
in that t he ir costing ~ys t em does no t provi ta an 

indic ation of the transport a tion costs of particular goods 
or cs t ogories of f OOds. 

Of importanc e , however, is that a positive attempt should 
be mad e to work towards a costing syst em which could 
provic.e a rea s o112ble obj 1Jctive measure of tbe cost 
involved in the transport at ion of goods or categories 
of goods. A knowl edge of go ofs transport ation cos ts 
would en::..blc the ?..ailweys to est c:.blish 'Vh::.t t he L1:.gni tude 
is of t ~c contribution to nrofit (or loss) of 
part icular GJ Ods or ca tegories of go ods. 

A tendency Gxists in r e. il vv"'.Y orgc: nis a tions tr.roughout 
th~ world today to acc ept trans port a tion costs as one 
of the most imDort~:1t crit eri a f or determining tariffs. 

(Cf. C. G.·•; . 3chumsum s .1.1·,. Lar a i s and others, 
Versl eg van t i c komit ee insakc spo or-

1u egt 2.r i efbeleid en die n;ywerheids vcs tiging 
in Suid Afrik~, Joha:u1esburg 1964, 
page 58. } 
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This tendency is also recognised in Rhodesia. This was 

already evidenced in a report published in 1959 by the 
11 Commission of Inquiry into the rating structure of the 
Rhodesia Railways, 11 who found that 11 the level of ch2.r·ge 

tends to be governed by the value of t he service to the user 
rather than by the cost of the service to the provider. v: 

(Chapter II paragraph 27 page 5) ••• "The C01~imission 
recognises as correct procedure the study of costs as a guide 

in the :practice of rate-making ••.• 11 (Chapter II, page 9 

paragraph 57). 
(Cf. G. '". Wilson~ Essays on some unsettled 
cuestions in t he economics of trans,ortation, 
Indiana University 1962, page 31 . ) 

The Railways can pride themselves that they have already 
advanced with great strides towards a good costing system. 

As will be pointed out in paragraph 4.2., however, the costing 
system employed is not considered adequate in terms of the 

nature of their product ion pr-0cess, since they do not know 
what it costs to transport a given weight over ·a given distance 

in respect of particular goods or categories of goods. 

From a cost control point of view the 11 respo~sibili ty· 

accounting;, system which is enforced in the Railways can 

only be a step in the right direction. This system provides 

the essential cost control which is associated with the 
formal organizationa l .structure· of the Railways. 

11Responsibili ty accounting is an integral part 
of the delegation of authority referred to in the 
previous paragraphs for it involves staff down 
to supervisory level in the preparation of 
budgets ~nd the setting of working standards, and 
thereafter keeps them informed each month as to 
how actual performance compa res with the budgets 
and st andards agreed. ;; - ( 15th Annual Report 
for the year ended 30th June 1964 - Rhodesia 
Railways). . 
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The most import ant single step in t h~ direction of cost ing 

t he transport a tion of different t ypes of goods ov er given 

dist ances is a specia l cost exercise wi·, ich was c arried out 

by the Railways. Although costs provi~ed in this 

exerc ise were in respe ct of t he va rious intermediate 

out puts relative to the transport a tion operations, costs 

were still not r el a ted to specific goods . 

These i nt ermedidte out puts referred to above 
a re t he conventiona l units of output used by 
r a ilways, viz., engine mil ess wagon miles, truci 
journeyss etc. 

This cost exercise covered the yea r ended 30th June , 1965 

and res~lt ed in an internal Ra ilways cost publication 

entitled :-

"Reconci:i.iation of operating costs l:Xercise 

with the final a ccounts for the year ended 

30th June, 1965 . n 

Due to the confic:entia l na ture of t h is internal 
r eport details rels tive to a ctua l costs ca~1not 
b e given. From the det a ils provided in the 
report, ho, . .- every it was com1mr a tive '.I easy to 
c a lcula te the average variable cos t per ton- mile 
as well a.s the fixe d cost per ton for the 
transport a tion of the a verage ton of goods . 
(Refer t he average break-even calculat ion in 
Chapter 7 page 112) . 

A ba sic feature of this co st report is tha t all costs were 

average cos t s whic h ultimately coulf be rela ted to the 

ave r age · ton of goods carried over a g iven distance. The 

average cost per ton-mile was , therefore~ determinable. 

The disadvant ae_e of the report~ ho 1ever, is tha t the cost 

of trans? orting particular goods could not be determined. 

The question which still remains, therefore, is how the cost 

of t r ans portation can be determined f or different 
categories of goods. 

Before attempting to answer this question, however, it is 

nece s sary to consider -the purpose of cost and cost price 
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4.2 . The purpose of cost and cost price analysis : 

Cost determina tion anc'. cost price s.nalysis result in 

essentia l objective and basic informdtion which is r equ i red 

by them .nagement of any organisat ion in respect of sales 

price dete rminat ion~ efficiency control, policy formulation 

and policy decision. The effects of the lack of knowledge 

regarding costs ~nd the introduction of inafequate costing 

techniques and sys tems can h~ve serious conse quences for an 

organization. 

A.J . ~ . Sorgdr ager (Kosprysberekening e~ 
tegni ek ~ Potchefstroom 1967, Nasou Bep erk , 
page 49Jexpresses the following views in 
t his connection ;-

"Die gebrek a&n behoorlike kostekennis en die 
ins telling van ondoeltreffende en ondoel­
mati~e kosteberekeningstelsels wat nie by die 
aard va,n die proc.uksie-proses aan,g epas is nie, 
kan aanle iding tot foutiewe kospryse gee. Dit 
bring verkeerde beleidsbeslissings en 
v er keerde beleggingsbeleid teweeg. Daarteur 
kom 1 n ondoelmatige ondernemingspolitiek tot 
stand met 'n moontlike prysbederfs as gevolg 
van ' n verkeerde kalkul asie van c.ie koste. 1: 

If the cost approac h employed by t he Railways is subjected 

to Sorgdrager's reouirements of an adequdte costing 

system,. it i s notable tha t t he ~ownfall of their costing 
•:. r 

system is specifical ly as regards t h e po int mentioned in 

respect of the adaptation of the costing syste□ to the 

nature of the producti on process (11 
•••• nie by die aard 

van die produksie proses aan,£ epas is nie. ,'. ) 
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This situ~tion could be rectified by a dapting the costing 
sys ~em to the l1c'c ture of their i;production process. ·. Since 

t he :·:pro( uction process ;, provided by the Ra ilways is the 

transporting of different cat egorie s of e oods over various 

dist ances,it should be evi&ent tha t the costing system 

employed should be in t erms of t hese goods transported . 

In relat ion to the r ecu i r ements of t he pro posed transpor­

tation policy f or ntodesis~ t he purpose of co s t a nd cost 
price ana lysi~·can -b e d~finad ns follows :-

To determine a s a ccurat ely as possible t h e costs of trans-
tt 

por ting t ifferent g Jods , or ca tegories of goode over g iven 

dist ances in res11ect of a lterna tive means of transport 

in order to establish competitive tariffs which would ensure 

tha t f a ir competition exists between the alternative media. 

The determina tion of t he c osts described above would result 

in trans port a tion price determin2.tion and in ac.dition 

would serve as t te fundament a l bas is for efficient control, 

policy formul a tion and policy decisions . 

.3 ince the Railw2.ys s nd ro3.d transrort compe te on co;~;mon 

ground , both thes e r.1e c:i a shoul d be subj ected to c ontinuous 

cos t determinati on -c; nc. cost price an2,lys i s . The r eas on for 

t h i s is basically thqt timely action could then be t aken 

as regards tl~e adjustment of tari f fs to r eflect any basic 

chane es i n t he tr2nspo r t a tion cost structure. In add ition 

remedia l .::1.ction could 2, l s o be t aken in respect of any in­

efficiences in the operation2l ~s pec ts of the alternative 
transport at i on med ia. 

( An ap,roach to t he cost determination of 
roac. trans por tation is de alt wit h in chapter 5 . ) 
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Unit of out ~ut and cos t definitions: 

The os ta;Jlishr:.1cnt of .s.n Et c.e qua te transportation cost ::ffice 

analysis framework pres uppos es tha t the va rious cost categories 

used in t he analys i s hc.,ve been subjectec. to proper definitions . 

Cognisance s houl d. a l s o b e t ak en of t he '' unit of output 1. of the 

transport media and t he na ture of t he various costs involved. 

G. ··· . ·." 'ils on cor:1r,1ent s a.s follows in - Bssays on 
unsettled questions in the economics of 
trans~ort a tion - page 13 , Indiana University 
1962 :-

nThe implications of t h is a r e clea r ~ 

1. 

2. 

to preserve inherent advantages , freight 
r a tes for ea ch medium mus t reflect or 
equa l costs, and 

freedom of s hi,per choice is essentia l in 
view of the heterogeneity of shipper 
circums tances. There is cert a inly not h ing 
orig ina l about t h is. Indeed cos t - based 
pricing and r a te ma.king have long been 
advoc o,ted a s t h e only •ns.y to ach ieve optimum 
a lloc a tion. But it i s pr ecisely at this 
poin t t hat some of t he crucia l s nd a s yet 
unre so l v ecJ. c: if:ficul ties emerge. :First, since 
inherent advant ages refer to re l ative 
economi c costs vis-a-vis quality of· the 
out , ut of tran sport a tion facilities, we need 
s ome cl eur -cut concept of the unit of out put. 
Second , whil e it i s cl e~r t ha t a cost-bas ed 
r e.. t e st r ucture i s re qui:i:- ed j t t .ere is 2 s ubstan­
tial di sagreement over wh ether t he cos t 
involved s ~ould r efer to ma r gin2l or fully 
a lloc ated cos t. n 
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4. J .1. Unit of out -put : 

The ba sic function of .,ny goods transportation s ystem is to 

brictge the gap between producers a nc. c onsumers . Goods of a 

certain weight have to be moved over a cert a in f i s t ance. 

In terms of t h e function of trans port 2,tion the ton-mile as 

unit of out put se ems appropria te. From the demand po int of 

view it would seem logica l to auote the t ariffs charged in 

terms of ton-miles . 

Since it is the unit of output which i =-· u det ermint.::cl it is 

logics.l tha t whatever c osting system is GIDlJloyed it should 

rela ted to t he output unit . 

( Cf . G. ? . 'Nilson~ (o p . cit.; pages 14 to 20) 

4. 3.2. 

who comes to the conclus ion th2-t 91 the ton­
mile is the most a ppropri2te unit~ es pecirrlly 
wi tri reference to all forms of transport. 11 

•· 

Cost definitions : 

The cost of trans por t a tion forms t he basic crit er ion on 

which tariffs should be bas ed. ~ithout detailed costs the 

ultima te objective c annot be met. The question which arises 

is what a re costs? A cle ar-cut definition, therefore, has 

to be provi ded of t he costs which s hould be us ed for t ariff 

determination. 

··Yet, c1 es p i t e t Le overriding s i gnific ance of costs 
and t h e &mount of a ttent ion t hc7 hc.v e receivedt 
t here remains a considerabl e amount of confus ion 
and difference of op i n ion with respect to 
definiti ons of import an t c os t c a tegories 1 ... .. 

(G. ''' , Wilson. op . c it., p8.ge Jl.) 

b e 
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A distinction can be made between the following types 

of costs all of which a re present in the cost structure of 
the transport a tion opera tions of tte Railways :-

1 . Fixed costs : 

Fixed costs a re those c usts whi ch a re fixed for a 
period of tine anf which do not fluctua te in response 

to decre 2.ses or increa ses in t he volume of output 

within that period of time. 

Per unit of out put, fixed costs would decreas e if an 

increase were exr, erienced in the v vlume of output, 

and vice versa. 

Fixed costs per unit of out put can be pre s ented 

mathematical l y as follows :-

C = F 
N 

where C :a Fixec. cost per unit of output 

and 

F = Tot a l fixed cost 
N = The number of out ,mt units . 

(Refer Annexure 5 page A5 4 for a graphic 

i llustration of t~e behaviour of fixed 
costs with increase s in the volume of output) 

( Cf . H.J. van der Schro ef'f, Kosten .on K•)stprijs , 
Kosmos, ~ : terd8m 1965, pages 316 to 330; 

n. KUrpick, Die Lehre von den fixen 
Kosten , ·:.:estdeutscher Verlag. s Koln und 
Opladen 1965. ) 
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2 . Vari ~ble costs : 

Variable costs are t hose costs whi ch vary in a 'more 

or less' direct ratio to changes in JGl.e volume of 

output . :Per unit of out putt these costs can bG 
c onsidered to bo relatively fixed . 

The m~thematic al notation for variable costs is: 

'7here 

y = 
y = 

X = 
N = 

tot ~l variable cost 

aver~ce vari ~ble co s t ver unit of output 
number of out r.iut units produced 

( R0f or Annexur e 5 page h.5 5 for a graphic 
illustration of v~riablc cost b eh ~viour 
with incre3s0s in output ). 

It s hould b e noted th~t in the above &efinition 
emphasis w3,s .:Jl ::iced on the words ·1mor e or less' 
direct r atio . The reason f or this is t hat 
vBriable costs co ,_ ~l d r.:.2.ve a progres s ive or a 
digressive n ~ture depending on t he extent of the 
utiliza tion of given pro{uction f a cilities . For 
exampl 0 , if an imperf ect bal ance existed b etween 
t hG transport ation of goofs in b oth direc tions 
between t wo c entres, a certain i nherent and un­
:.:•,voidable 'empty ru.nnii18 1 of r e.il tru cks would be 
present. An incre ~s e of goods transportation in 
tho 1unlo .--..l.d cd direction: woulc. result in a o.ecreas e 
of the average varieble cost s , ~hilst an increas e 
in t he :1o~def directio~ or 2 decrease in t h e 
·u:nloa.dc c~ 6.L.~ection1 would result j_n an increas e 
in the r:;,v er agc va rL:ibl e transportat ion cost . 

( (Cf . H.J . van dor Schroeff - op . cit., pages 345 
to 355 ., 

A.J. E. Sorgdrager - o p . cit. 1 pages 232 to 234. ) 
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J. Semi-variable cost s: 

Semi-v~riable cost s can be defined ~s t hose costs 

whi ch vary in time inn di s continuous ratio to 

increases or decreases in volume. A cons t ant 
cost to output vo l ~~e r a tio does not exist, ~,, 
although the c ost tends to move in s teps in 
harmony with ~utput. Semi-variable costs can 
also be cons idered as del ayed variable costs . 

For example : An out ~ut of 11 to 20 units could 
result in a cost of £X j ~:hils t 21 to 30 units 
could r es~lt in c co s t of £( X + 1) and 31 - 40 
unit s could re sult in a cost of £ (X + 2). 

( Refer Annexure 5 p~ge A56 for a gr aphic 
i l lustration of semi-variable cost behaviour 
:ith increases i n out put). 

· ( Cf . A.J .Z . Sorgdrager ,op . cit., page 229 paragraph 3, 

Var ious met hods ca~ b e employed in separating costs 
into variable and fixeC:: co s t cat egories . A number 

of thes e met Lods a re descr ibed in piges 340 to 343 - in 
Cost accounting for management 1 by ','/ . . . Terrill 
and A. ·:1.: . Patrick , Publisher s : Holts ?. inehart and 

Winston Inc., New York 1965. 
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\ ha t constitutes costa? 

All costs s,re t he [)roc;-u.ct of t ·;✓ o w :riables ~ n .:.tmely > 

a sc2.r ce resources v ,,. l urn e on t he ·.:>ne h9.nd end. t 1ie v r:; lue 

per unit of these s c arc e r~ s ources on the other. 

Tiiathematically this c an simpl y be s t ated in the 

following e ~uation : 

.X = P. 7 

where X ;; Cost 

P ; Pverog e pr ice per unit of the scarce resource . 

and 
Q = The average quantity of scarce re s ources 

re quired for n g ivun output . 

Normally the t ot a l cost of any outnut i s the result 

of the combined us e of any number of scarce res ,,urces, 

ea ch with its own value per unit . 

Interest on c ap ital is not considered as an 
inde pen~ent cost , sinci a c ausal rela tionship 
exists be t ween it and other cost types . 

((Cf . A. J.~. Sorgdr age r , op. cit., page 54 to 57 . ) 
The c os t equa tion can, therefore 1 be formul ated as follows : -

X 

There X ; Tot a l co at of out put 

+ p 
n 

P ; ~verage price per unit of sc ~rce resources 
( 1 - n) 

Q = Avera ge volume of sca rce resourc e units 
(1 - n ) 
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The function of the price per ~nit of scarce 

resources in the cost e 0u ~tion : 

Wi t hout the price per u n it of scarce resources it would 

be impossible to obt a in a surveya ble insight into the 

combined economic effects of the use of the various 

scarce resources in obtaining a desired output. The 

pric e per unit, therefore, is essentia l for establishing 

an overal l measurement of the cost relative to the use 

of the various scarce resources and has a natural 

tendenc y t o remain rela tively fixed within a given 

period of time e . g . 

a . The wage r a te per hour/per day of the artisan 

is fixed by an a greement for a g iven period. 

b . 1he purchase price of a specific material is 

fix ed b y mutual a g reement or contract before 

the article is in fact purcha sed, etc. etc . 

If the price per unit of a g iven scarce resource is 

considered fixed, be it labour or material , etc., 

control can be achieved by controlling the volume of 

the scarce resource s used. A cost cont rol system 

should make provision for the effects of chan g es in the 

value per unit of v a riou s s carce resources. 

It should be noted tha t cta n g ing price levels as 
r efl e cted in t he unit costs of sca rce resources 
could h a ve a ma rked effect not only on the 
rela tive accura cy wit h which costs can be 
d e termined, but a lso a s rega rds comparisons between 
costs in differ ent periods . An index system~ 
however s could be employed vv here, irres i')ecti ve of 
the time periods which a re comp~rec, unit costs 
could be e qu a lised or fixed on base year price levels 

(Cf. H. S . 
ch2.nges : ­
Pergamon 

Gynthe r 1 Accounting for price-level 
theory a nd p·rocedures , Oxford 
1966) 
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4.4.2. The effects of the use of different volume s of 

sc a rce resources: 

In developing a sound costing system the b3sic a im should 

be to elimina te or s epa rate t ~ e e ffects of variations 

in the price per unit of the scarce resources required 

to achieve the desired output. The price per unit could 

then be considered a fi xed rate or a cons tant. 

Having achieved this cost control in effect becomes a 

:~ quantitative control 1: of the volume of scarce resources 

(at fixed prices) used to achieve a given out put . The 

more efficient the use of these scarce re sources the 

lower the resu lting cost will be . 

The use of t h e v olume of sc a rce resources defined as 

Q1 to Qn in the above cost e quation, however, c s,nnot be 

controlled in total, since the addition of Q1 to Q2 
to Q.3 etc. ,would resu lt in a meaningless volume. The 

use of fixed prices per unit provides a n excellent 

measure of the qua ntit a tive use of scarce resources. 

Effective individu&l quantit a tive contrul can be a c h ieved 

if a standa r d is crea t ed against which the u se of the 

scarc e resource vo lumes c a n be compared for i iven outputs . 

The crea tion of standards in respect of the use 

of sc a rce res ourc e volume s in the nai l ways: 

It is fully rea,li zed th1:st a multitu.d e of different 

s c arce resource s a re used in the o~crat ions of the 

Ra.ilways to pro duce a multitude of int ermedia..te outputs. 

Exampl es of these are:-



a . 

b. 

c. 

d. 

e. 

f. 
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the volume of co a l u s e d. by a locomotive in 

h ,rnlil1:2, a tra i n loe,o over diffe r en t dis­

t ances in a cco r d a n ce with s chedul ed time s ; 

t h e u se of 1. ,_-:1,n p owe r of d iff eren t t · rp e s e . g . 

conduc tors , d r ivers, fi r emen et c . , who a re 

direc t ly a s s ocia ted with t b e running of the tra in 

over diff e rent di s t a nces ~cco d i ng to sc h eduled 

times ; 

t h e s iz e of gangs of l a bou rers requ ired to 

maintain a r a il t r a ck of a g iven di s t a nce ; 

t h e numb er of termina l st aff re quired to h andle 

a g ive'n tonna ge du ring a s p ecifi ed time ; 

t h e c apacity of loa ding a nd off- loa ding 

e qui~ment re oui r ed to handl e a g iven tonna ge 

during a g iven time ; 

the number of he a d offic e staff needed to 

efficiently record a nd a n a lys e information 

required to control a nd co- ordinate operations; 

etc . 

In crea ting s tan d a rds in r e s pect of t h e us e of v a rious 

sc a rce r e sourc e v olumes i t s hould b e evident tha t t he s e 

st andards could only ~e e s t a b l ished effectively if 

s tudies were undert a ken on a micro-basis i n respect of 

e a ch of the d iversifi e d ope r a tions i n re l a ti on to g iven 

output s. Th es e s t a!lda r d s could be b e s e d on a verage 

performa nc e s oft 1e scarc e re s ourc es us ed in the pro­

duction of g iven out puts. Fr om a c ostin g p oint of view 

these avera ges could be cons idered a d eq u ate , but from a 

mana gement control point of vi ew a basic interest 

should be d ispla yed in the v a ri a tions which occur in the 

use of t h e scarce resources . 
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( Cf. H . J. van der Schroeff , op . cit.,p::1ges 
60 to 72 1 

·:· . t • 1' errill and _.A. ,._, . JJatrick, est~ a ccount ini 
f ) r m.:..n;igcrncnt, ·Hult,· Hinch,;rt .. nd ".1i·nst·on Inc . 
New Y0rk 1965,., pa ges 344 .to -147~ ~ · ) 

St andards in respect of nerformances should n ot be se en 

a s fixed. Technologic a l changes ~nd the introdu_ction of 

met ~ods which ~ould promote a more efficient use of 

scarce resources would result in a changing of standards . 

The setting of standa.rds o.ne. a ,1pro priate tolerance limits 

for these st andards within which the variabilit y of 

performance can be regarded .~s norma l., would a llow 

management to t ake corrective action should any waste 

occur in the use of the sc a rce r esources. This technique 

is commonly used in statistic .3.l quality control procedures. 

(Cf. G.B. Carson (editor), Production handbook, -
2nt edition . Ronala Press, ~ew York, 
..,ection 8. ) 

Princip :1-J. criterion on which the determina tion 

of vari eble costs of different categories of 

goods is based: 

_ ere the purpose is to est abl ish a princip ~l criteri on 

which could be used to determine t h e differences in 

variable transpor ta ti on c osts of ~~: rious go ods or 

categories of goods over given dist a::-.1ces in an ef:~ort 

to move away fr 0m t h e averaee variable cost of trans­

portation .per ton-mile .J.nd to work towards a more 
re presenta.·t i ve co s t of tr9ns porting different ca tegories 

of goods by r a il. 

'Vha t is basically sought is to est ablis h a cost r ange 

around the aver~ge cost . This cost range results from s n 

inherent heteroeeneity which is present in the various 

goods or categories of goods which a re transported . 
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This inherent he te r o _, enci ty c c:1n b as ic a lly b e 2scribed 

to the d.ifferent rel2.tion.ships which exist between 

weicht :-.nd. volume f i. Go the density of v a rious goods . 

The density of goods forms t h e p rinciyi ::1.l criter ion on ... 

wLich tl.:.c d ete rmin_, tion of v a riable costs of c.iffere:nt 

c ategories of g oods is based . 

4 . 5.1 . Densityt or tl1e rel~tions .ip between product 

weight u.n d v olum e i --~nd it s _use i n clct ,.rmining 

the va riab le tr ~nspo~tat~9n co s t range: 

The various products re 0. uirinG transport a tion differ in 

densiti es . In reL;.tion to the a vaila.bili ty of trans porta­

tion c apacit y t h e b a sic limitation is t he weig~t f a ctor 

-1vhict is im ;rnsed by tLe technologic a l ~bi l i ty of r c. il 

trucks and locomotion p o 1',e:c used. Due to sc:.fety and other 

f a ctors secondary limit a tions c an a lso be impo~cd on the 

volume of goods carried. 

The v a rious goods s h ould be subjected to t wo loa ding 

limit ations, viz. 1 a weight or tonn.:.;.r,e limitstion a nd a 

volume limi t e.tionf wLic hev e r is re '::1 ched firs t. Different 

goods, t herefore, cou ld yield diffe rent tonnages in t he 

same tra nsport ~t ion capa city if subj e cted to the weight 

and volume limit a tions. 

If it is 3,ss-:..1.med the t t L e vari a.bl e c 0s t of tr c::msporta­

tiot were es t ab l i shed i n res ~ect of t~e truck for g iven 

circumst a.:.:1ccs j tl: c only b as is on wh ich t:tese costs could 

be a lloc a t ed ,, ou ld be on thei r we i ght/volume re l a tionship . 

The co s t p e r ton must , t hereforc 9 v~r y invLrsely with 

the d ensity of coods tra n s,orted. 

C · (;f2::: t o t he _-_ :.~ -.:. -)hi e illu..:, tr ... 'ct :i. J :1 in ;,1m.Jxure 5. page A57 
f' ,i r the influence 0f the d sn::.: i ty 0f t h& ('<Vids tr:msport ed 
on tt;e co :Jt of t L ~n s ,'Jort ,·· ti on per ton of g oods ) . 
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3tudies relative to the d ensities of different goods 

would hnve to be undertaken by the Railways . 
'-

.I1he table in A.nnexure 10 page .A.96 provides a 
det a iled breakdown of goods tra nsported by the 
Railways for t h e year ended 1965. The only 
goods which would c ause ~1ny r ea l problem 
would. be the '' General Goods ?: c a tegory which 
represent 3,811 , 806 tons or about 30% of a 
tot a l of 12 1 950 1 479 tons transported on 
behalf of rail transport users. The densities 
of othe r goods carried such as cement, maize 
and maize meal, petrol, oil and lubricants, 
raw sugar , tobacco, coal, coke a nd all other 
minerals are readily determin ab le. 

The outcome of the s e d ensity studies would be to r a nk 

the v a rious categories of g oods into distinct density 

c ~tegories. ~ach of these catego r ie s would result in a 

di fferent truck tonnage c a pacity utilization, subject 

to the imposed v 0lume restriction. 

As an illustration the following hypothetic al dens ity 

categories expressed in terms of tLe weight c apacity 

p e rcentage utilization of rail trucks have be en 

es t ablished. 
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TABL3 INDICATITTG ~EIGHT CAPACITY PERC~NTAGE 
UTILI Z.~.:iro:r,r OF VAfl I OUS Gr)ODS DI;NS I '.I'Y CATEGORIES: 

Goods density r eight C& p ,:.i. c i ty Rat ing Remarks 
cat0gories % utilization 

Dl 0 - 10 10 Low 
density 

D2 11 - 20 20 

D3 21 - 30 30 
D4 31 - 40 40 

D5 41 - 50 50 
D6 51 - 60 60 

D7 61 - 70 70 

D8 71 - 80 80 

D9 81 - 90 90 
DlO 91 - 100 100 Hi gh 

density 

Onc e c.ensi ty c a tegories ha ve been es t abl i shed tL.e 

quest ion which a rises is ~ow these ca tegories could be 

used to de t ermine a ranf e e. round. :::m 3,verage var i able cost 

of t r ansportation. 

If it i s assumed tha t t he avera_se vari ab l e co s t of trans­

porting~ ful l r ail-truck of a given weight capacity over 

a given dis t ance is determined~ tlJ.e cost per ton of 
transporting goods in various density c a t egories could be 

ca lcul ated by using the following equation: -

/Y = 



y 

y 

= X ,, 
V 

X 
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100 
R 

= Co s t per ton for goods in any goods 
dens ity ca tegory 

X = Av erage variabl e cos t of transporting 
t he given rail- t ruc k over a given 
distanc e ( s ay 1 mil e). 

C = Capacit y of t he rail truck. 

R = The weight capacity utili zation f actor 
of the goods dens ity category. 

On page 50 a table is provided in respect of a hypothe­
tical ca se Y-elating to a cos t of £10 to transport a truck 

with a weight capacity of 20 tons over a given dist ance. 
This table indicates wha t the transport ation cost per ton 
would be in respect of each of t he goods density 
_categories. 

The table also provides an indication of the tonnage in 
respect of each of thi goods categories which could be 
loa ded so as not to exceed the volume limitations imposed 
on the goods. 

Full capacity loads ( we ight or volume ) would yield the 

s ame cost as r egards the tran~~o~t a~ i on of the t r uck, 
irrespective of which ca t egories of goods were transported. 
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of hy12o~_ti. c2l tre..nsportation 

cost s for ve.ri ,Jus . c :3-te_g_ori es of ::: oods ~ 

Tr ~nsportation cost per t ruck 
Capicity of truck 

Distance c overed 

-

= £10 . 
20 tons . 

= n miles . 

Goods :► r • _,_ -L : eignl, Cost ·.r ot J. l Laximum 
d ensity ut i li zat i on per truck truch: 
ca tegories f a.c t or t on c ost load in 

- ·---- _ _, ____ ---.- - ~-
Dl 10 £5 £ 10 2 

D2 20 £2 . 5 £10 4 

D3 30 £1.667 £10 6 

D4 40 £1. 25 £10 8 

D5 50 £ 1 . 00 £10 1 0 

D6 60 £0.833 £10 12 

D7 70 £0 . 714 £10 14 

D8 80 £0 . 625 £10 16 

D9 90 £0 . 555 £10 1 8 

Dl O 1 00 f.,O . 5 £10 20 

1) The max i mum truc k lo,0_d pe r goods density ca tegory 
i s c ~lculated by using the following fo rmula: 

V = Tot a l t ruck cos t 

Cost pe r ton 

(Cf , E.C. Poole, op . cit . ~ pages 96 and 97). 

I 

1) 

tons 
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A study of the hypothetic ~l trans portati on co s t exercise 

reveals that the r a tio between t he "weie,ht utilization 

f actor1
: of any t wo goods densi t ? categori es is directly 

inverse to the ratio between the respective cos ts per 

ton for the same two c a tegories. This is illustrat ed by 

the examples in the t 3,bl e below: 

Table indicating weight utilization and cost per ton 

ratios between different goods density c a tegories : 

Goods Weight utili zation Cost per 
density c ategories f actor r at io ratio 

Dl . D2 10 = 1 5.0 = . - 2 20 2.5 

Dl . D4 10 . = 1 _2.:.Q = 
40 4 1.25 

, 

D4 . D8 40 = 1 1.25 = . -
80 2 . 625 

Dl . Dl0 10 1 5.0 = . = -- -
100 10 0.5 

ton 

2 -
1 

4 
1 

2 -
1 

10 

1 
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This relationship bet ween densities ( and,therefore , 

trans portat ion costs ) could be used to establish a cost/ 

density index whi ch in turn could be usec for the 

determination of transportation costs of vari ous 

ca tegories of goods. The cost/censity index is 

illustrated in the following t ~ble: -

Tabl e indic :.:1. tine; co s t/censity inCex for va rious goods 

density c a tegories: 

i .-
Co s t/density Go ods ',-' eicht Ratio = 

density utilization i ndex 
category f actor 

Dl 10 100 = 10 
10 

D2 20 100 = 5 -
20 

, 

D3 30 100 = 3.33 

30 

D4 40 100 = 2.5 
40 

D5 50 100 = 2.0 

50 

D6 60 100 = 1 . 67 
60 

D7 70 100 = 1 . 43 
70 

DB 80 100 = 1 . 25 

80 

Table continued on next page . 
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Table continued : 

J 

Goods Weight Ratio = Cost/density 
density utilization 
c ate9ory f 2.ct or 

-
D9 90 100 = 

90 

DlO 100 (11aximum) 100 = --
100 

Ratio = m.aximum weight utilization factor 

relative weight utilization factor 

index 

1.11 

1.00 

In the same manner a cost index could be calcu l ated for 

all weight utilization factors between say 1 and 100. 

Given t he va riable trans port a tion co s t of say 1 ton of 

goods with a cost/density index of r; 1 1
; , the transport a- -

tion co s t of dny other goods could easily be determined 

if their wei ght utilization factor and , therefore, their 

cost/density index were known. 

I 
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The ca lculations involved coulf be done according to 

the following formula:-

y = 

where Y = 

X = 

I = 

Example: 

X = 

I = 

y = 

= 
= 

= 

4.5 . 3. 

X. I . 

Variable transportation cost of transporting 
1 ton of specific goods over a distance 
of 1 mile. 

Variable transport at ion co st of t r ansporting 
1 ton of goods with a cost/dens ity index of 
11 1 :· over a distance of 1 mile. 

The cost/~ensity index relative to the 
specific goods requiring transport . 

£1 . 10.0d . 

1 . 25 

X. I. 

£1 . 5 X 1.25 

£1. 87 5 

£1.17.6d. 

GrouEing of costL'.densiti inclex va lues: 

For the s eke of convenience it is proposed that in 

practice use be maoe of a limited number of cost/density 

index value groups, each represented by a s ingle index 

value. 

The following f actors should be considered before 

at tempting to group cost/dens ity incex values: -

1 . The/ 
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1. The practic a l weight utiliza tion factor range 

which will be present. Density studies might, 

for example, revea l tha t the sms,llest weight 

utilization factor involved could be, say, the 

factor JO. This f a ctor 30 would then serve as 

the practical cut-off point on the cost/density 

index value graph. (Refer Annexure 5 page h57) 

2 . The groupings should be b ased on cha nges in the 

cost/density index values and not on ch~nges in 

the weight utilization factors. The reason for 

this is that if the g roups were based on weight 

utilization factors it would result in 

increas ing group sizes a s regards cost/density 

index values . (Refer Annexure 5 page A58) . 

J . Th~ index value c h osen to represent the cost/ 

density index value group could be based on any 

of the following:-

a . The lowes t index value in the group. This 

value can easily be determined and is the 

most conservative value which could be taken. 

b. The index v a lue applicable to the a verage 

weight utilization factor of the tot a l 

tonnages of go ods subject to tra nsport 

within the relative weight utiliza tion group. 

This a~proac h woulc involve a considera ble 

amount of detailed c a lculations based on 

statistic a l information reldtive to the 

actual tonna ge trans :p ortation of goods in 

the different density categories. 

c. The middle value of each co s t density value 

group. This value can easily be determined . 
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For the purpose of illustrating tte u :::; e of a. single 
index value. the fol l owing t able is bas ea on micl --ae 
values of index groups. It should be noted tha t any of 
the other index values set out above could have been 
adopted as index values. 

Table indic ating cost/density groups, chosen index 
values and weight utilization factor ranges: 

Cost Cost/density Chosen cost/ "!eight utiliza-
density index value density group tion factor 
category group index value 

(Based 
range 

Dl 

D2 

DJ 

D4 

D5 

D6 

on 
mi c-1.dle values) 

1 to 1.4 1.2 + 29 to+ 33 - -
1.4 to 1.8 1.6 II 33 to Ii 38 

1.8 to 2.2 2.0 II 38 to 11 44 

2.2 to 2.6 2.4 11 44 to " 55 

2.6 to 3.0 2.8 If 55 to 11 72 

3.0 to 3. 4- J . 2 ., 72 to ~ ~ 100 

(For t he det erminr:1tion of the acos t/density 
index value groups 11 c:,,nd 11 weight utilization 
f actor ranges li refer to A.nnexure 5 page A58) 
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Applic a tion of the chosen cost/den8ity group 

index values to variable transportation costs: 

A warning should be given h ere as regRrds the use of the 

cost/densit y group index values when applied to vari c.ble 

transportation costs. The index value should be ~pplied 

only to a cost per ton-mile which is derived from the 

maximum potenti a l weight utilization of the n.verage or 

5 iven r a ilway truc k or trainload . The factor □ Lould not 

be applied to an average variable cost of transportation 

per ton- mile which disregards the utilization of truck 

capacities, since only h i gher than average cost would 

then result. 

Due consideration should a lso be given to vari able costs 

associated with the runn ing of empty trucks. '"'h ere 

possible t he va riable cost of empty running should be 

alloca ted to goods or categories of goods which a re 

responsible for having c aused the empty running. 

(Cf. G. 1
•· . Wilson , op. cit. page 76 to 78.) 

If the above a pproach were us ed, it would be possible to 

move away from 2.n a ver age variable cost of r ai l trans­

port a tion per ton-mil e . The use of cost/density index 

values ~ould res~l t in a r ange of va r iable co s ts around 

the average which woul& be more represent ative of the 

cost of transporting particul a r categories of goods. 
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The determin~tion of fixed termina l co s ts 

per ton based on differences bet ween 

products and between types of traffic: 

Factors influencing termina l costs: 

Different product categories or different types of 

traffic will result in different termi n a l costs for 

e a ch of the go od s categories. 

Fact ors w'._ich could h a ve a n influence on the terminal 

costs of goods tra ffic are -

a . The size of the consignment and the 

cha r ~cteristics of the goods subject 

to tra nsportation, and 

b . The destina tion of the goods 

consignments . 

4.6 .l.l. The size of good.s consignments: 

The size of go ods consignments could vary between full 

train loads through truck loads to an assortment of 

go ods in the same truck. Together with the charac­

teristics of goods subject to tra nsportation this 

could be responsible for a significant v a riation in the 

fixed termina l costs. 

Costs (on a per ton basis) relative to the documentation 

associated with the transportation of g oods would, for 

example, be higher for a large number of small consign­

ments which are transpor ted in a single rail truc k than 

those of a single consignment taking up a full truck load. 
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H~.ndling costs on tLe othGr h ~.nd could differ 

signific&ntly between :products a s s. r esv lt of the 

cha r a ct e r ist ic s of the proc:uct. Co Fils for exampl e t 

could be C:umr, ecl mect.Fnic a.l ly by the urod.ucer at his own 

cost in l a rge quantities into trucks, whe r eas other small 

consignments, for example)' might b :, v e to be sorted to 

destination 1 tempor~rily stored 2nd lo~ded and covered 

und er tar _n uliers by the Ra ilways . 

4.6.1.2. The destinDtion of consignments: 

In a ddition to s ize t ho destina tion of a consignment 

coulc. a lso play a n impor t ant role in the c~etermination 

of the level of the fixed terminJ l cost s per ton of 

goods trans ported . 

Pul l trai:::i. lo s,ds between t wo s t a t ions , for exam.:,le j 

would _;_' equire les s shunting op (. r ::-.. tions th2.11 a n 

a ssortment of truck lo 3d s which were destined for 

differen t s t at i ons. 

(Cf . l,1 . Beckmi nn, C.B. LcGuire E,nd 
C.B. "instcn op . cit .. p <'.~ges 127 to 163). 
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Different levals of t ermin~l costs: 

In order to est abli s h different levels of fixed costs 

for different cntegori es of goods t h e b s sic pre­

reouisite which would have to be met is tha t t h e 

cl.ifferent ty::- es of termin3, l costs v, ould h a ve to be 

subjected to a 'lfu.nct io~1s.l brea.k-do w;.1.. ·rhe Railwa ys, 

for exa.m:: le f _a t present use tte fol. J.ov.1ing break-down:-

i. Shunting and y 2.rd costs ~ 

ii. Traffic costs~ i. e . tho se costs 

iii. 

· rela t ed to the documont s tion 

associa ted with the transportation 

of go ods ) and 

Handling costs . 

Shunting and yard costs: 

It wou: d be necessary to confuct s pecia l studi es in 

res~ect of different types of tr2ffic to est ~b: ish the 

rela tive sha re of ea ch type of traffi c of tLe tot a l 

shunting a nd y :.1rd costs. Shunting and y2.rd costs could 

conveniently be cla ssified into t wo ~istinct c 2tegories, 

viz., train load s where shunting snd ya rd costs ~re a t a 

lower th:m o.ver;igc cost l8vel and truck-loads wh ore the 

cost level could be high or than the av er a ge cost. The 

basic rea son for r ecor.1liwnding only t vrn co s t l ev el s would 

be to effect a b~sic break-fown of r a ilway s hunting a nd 

ya rd cost s which would be compa r able with road termina l 
costs. 

Since the gr e&test c ompetitive th~e~t to the 
Eailv;ays from ro a. c'. h2.ul i ers is the result of 
t h e Ligh cost cf te::..~min,;;, l opc~r :;;.tions vvhich 
a re 3.ssocia ted with che shunting and yard 
costs of the Railways, it seems logica l t hat 
an a verag e cost shoult not be t aken as being 
re,rescntative of these railway operations~ 
but that s diff erentiated rate should be 
determined. 
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All thi t woul{ esscnt i ~lly be requi:ed in t Lese special 

studies woulr_ be to dete r mi:i:10 t Le s:~_u.ntin6 ,:m{ y -.rd 

costs L:ssoc iat ed with tra in load consigrur. :c nt s or with 

that t y, a of traff ic w~ich occurs least fre ~uently . 

l'hesc studies could be undert ;:.,l;:en on :?, Sc~mple basis . 

Costs such d::'.• sb.unt inf engine c osts, shunting services 

uadert nJ:.en by neighbouring railways ( C. :D1 . I.I . a.nd 

C. F . C.B.) and costs of y s.rdma.sters ,shunters c•.nd number­

t P.kers would ne ed to be det ermined. Those costs ? re 2.11 

functions of tin ef viz., engine hours or m~n-~ours. 

Use could~ therefore~ be m_:c.e of time- study techni :::·ues. 

(Cf. G. B. Carson (editor), ~roduction 
h::.ndbook. 2nc.: edi tiont H. on2.ld Press, 
New York 1959 Section 8.) 

It shou ld be noted t h ,.t.t t L.csc c os ts shoule. first ly be 

r e l a ted. to t he t ot 2.l m.un-·:- er of r -.1i l tru ck journeys 

involved~ irres;1ccti ve of c a~'.) a ci ty ut ili za t i on a c hieved. 

The questiont ho ., ev erf which still remains is how a cost 

:;_Je r ton of goo c: s c e.n be c 2,lculc.. ted. Possible approa. c l...cs 

a re illustra ted ~ith the 2 id of t Le follo wing h ypothetical 

example: -

-Sxample : Assur:i.e tha t a c a rrying c apa.ci ty of X tons :per 

full truck h : s been established for a particular 

type of traffic (train loads or truck loa ds) 

and thc;.t tLe tot a l cost s of a ll t l:.o trucks 

usec~ for this tra f f ic t .·.v e be en est a blished 

a t £Y. Tho c os t p er ton for l ull trucks 
would then be: 

£Y 

".'h Gre N = t Lc numbe r of truck journeys. 
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In pr ~ctice, ~owe vor s s ay only 60% 0f the 

2.va ilable c apacity woulc_ 1:.:.7.ve been 

utilizeds thus resulting in a cost per ton of 

£ y 

60 

100 

• r - . H .A. 

This c ost p ur ton waved would be grea ter than 

tl-:e cost per t:)11 b e.scd on t Lc full t r uck loa ds . ' 

The unfer- utili zation of r a il trucke could b e 

due to any of the follo wing cL~ses :-

a. The inhereat densitie s of the 

pc.rticul 2. r go ods involved. (Hefer c0 lso 

paragr o.ph 4. 5 .1 . of this cha,t er.) 

b. TLe imposed unc.er -utili ~ation of r a il 

trucks C:.ue to absolut e empt y running 

whic h could. be cu.used by ,:1 non- b 2-l ance 

in the trans portat ion of go ods between 

given cent res . 

c. Low ca pacity utilization -,,hich could 

have b een avoided, otc . 

In pr 2.ctice tot a l tormin.:ll c os t s plus o.11 running costs 

s hould te recove?·e: from t ot ~l re c e i pts. I n order to 

achieve t his it ~ould se em essent i a l th~t termina l cost 
determination i n r espect of shunt i ng an -. y a rd operati on s 

should t ake cognis a.nce of t lic inherent a.ens i t ics of 
t h e go ods sub j ect to transport .~ti on . As regards the 

imposed under-utilization of trucks 1 one of two approa ches 
c ould be adopted. Termina l costs relat ive to empty 

rurming c ould be distributed equally to all tonnages 

t r ansport ed, or else, should it be possible to establish 

whict part icul ~r goods could be held responsible for the 
empty runn i ng of trucks, then t l::.e co s ts involved coule. be 

l oaded on to these goods . 



- 63 -

( Cf . G. ~·.,. '?ils on, (op . cit ., :pag es 76 and 77) 
on t he ~u es tion of joint cos t s 
rel2,tive to ba l an c ed 1aoven ent s . 

: . J . E. Sorgdr agerf on . ci t . , pa g es 256 
to 260.) 

Where low c a p~cit y utili zation cou l t h av e b een a v oi ded, 

it i s f elt t La t t Le ···c os t :' wh i ch could b e associa t ed 

with t h ~t low uti l i za ti on s hould n ot form a part of 

the c a lcul~t ed co s t pG r t on, s inc e it shoul~ be r egarded 

a s an un pr oduc t ive c os t . T~i s unproduc t i ve cos t s hould 

not b e i ncluded in any co s t which is us ed for t a riff 

det ermina tion. 

(Cf. 11 . J. :':. Sorgdrager,(o p . cit., page 50 
to 52)for a discussion of productive 
an d unproductive c os ts and t he ir 
r e l a tion to profit and loss. 

H.J. van der Sc hro eff, op. cit., peges 
26 to 33.) 

Traffic costs : 

Traffic costs includ e a ll those cos ts w~ich could be 

r el a t ed to t he document a tion i~ssocia t ed with t he trans­

port a tion of go ods . The unit of output in r e s pect of 

traffic costs is t Le number of consignment an d advic e 

n ot es prepa r ed . These ~a t es are no t a function of t he 

we ight of goods tran s , ort ed . A cons i gnment of 100 lbs , 

for example~ c oul d r e Qu i r e t h e prepar a tion of t he s ame 

amount of doc ument a t i on a s c ons i gnments of 10 tons a nd 

30 t ons . A f i xed r a t e pe r ton of g oods } t he r efore , 

seems i l log ic a l. A f i x ed char g e pe r c ons i gnment s hould 
. . 

b e es t ablished wh ich wou l d n ot be i ncluded in the t a riffs s 

but wh ich c ould b e c ons i de r ed a s a n :1 a dded cha rge . " 
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Provision coult be n a t e in t Lis ch2rce for extra 

c. ocumc~1t a tion wLicL coulc. a :i.~i se a s . .:i. r esElt of single 

cons i gnments vvi:.1. ich exce ecl sin.'.f, lG r .::d.l truck lo ads. 

Handling costs : 

A clear-cl.'.t distinct ion shoulc:. be lil..3..C.e bet·.,:e cn t:_e 

different t ypes of goods traffic ~1hich re quire handling 

a t t erminEt ls. Initially o:nc Lc,ndling rat e could be 

cstablishedy viz ., a fixed li~nd:ing rate per ton of goods 

handled. T' Lis rate 1;vould be an .::,verage rate. Detailed 

studies ~hich could follow in tima would a llow a break­

down of this :ve r ag2 rate into va rious rate s for specific 

categorie s of goods requi r ing different handling 

facilities. 

There woul d of course b e no h2ndling r ote for goods not 

h~ndled by the Railways. These go ods could be all the 

bulky goods s uch as minera ls et c. which are handled 

by the produc ers of the goods. 

4.8 . Conclusions: 

By us ing the a~proa chcs outlinef in this chapter to 

cct ermine vari able a nd fixed costs in respec t of differen 
categories of goods it vv0uld be J.,ossible to determine 

the V3ri able costs of t r ansporting different categori es 

of gu oc'. s over c.iffcre.r1t distanc es . Ins tead of having 

to v'!Ork with a s ingl e :=- vera ge variable cost for the 

Railways as a wholes this approach would result in 

0.eviati ons from t r:..e a.vcrag c which . -~• ~ c ,;.U.;1,.;d by the 

inherent nature and characteristics of tr.:.e goods subject 

t o transportation. 
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Diff erent levels of t ermin J. l c os t s could c\lso be 

c1. e te r minod. The ch ::i,r c .. c teri s t i c s of t :-1.e go ods trans­
ported. ~ toge t her ,,•ith tt_e e i ze of the co ns i gnmlmt and 

t h e n :'! tu:re of t he t r a f f ic , :i:) l o,y c::, s i gnifi can t part in 

t h e vari ous levels of t crmi il~l cos t s wLich coul a be 

c1et ermine d . 

The a rlproa ch out linr::, d Nould :r'esult in a hi c;h er than 

aver age co s t f or low fens i t y goods in res r ect of both 

fix ed ~=-·nd. vari c,bl e cos t s . Small co::.'l::; i gnr.aent s of go ods 

s hoult a l s o show h i ghe r than av er age costs~ s pecifically 

a s re ga rds tr~ffic co s ts . The r evers e s itua tion , i. e . 
h i gh c.ens i t ~r go.eds c'.nd l arge cons i g:runcmt s, would rcsul t 

i n lower t han aver a ge costs . 

( Re f or Annexure 5 pa g e A59 for a gr aphic 
illustrati on of hypothetic a l fix ed and 
vari sbl e costs for different 
ca tegori es of goods .) 

Thi s cost diff erentia tion cou l d :res ult i n r e~lis tic 

t ariffs which would be ba s ed on '1nd which would r ef lect 
cos t s as r ega rds r ai l w::i. y t r '.';,n s;J or t 2,ti on oper ations . 
T~ese cos t s would ~l s o fe r n t ho bas i s on whi ch r a il 

tr~nspor t at i on co s ts c ou l d be c omp~red wi th t hos e of the 
r o~J t r ens por t a t i on of g oods . A com, 2r i s on of the c osts 
of a l t ernative Lle ans of t r ansport a t i on would b e 

i nd ica t ive of the economi c us e of t h e s c a r c e r esourc es 
wLi ch :::.1re -J.va ilable to t h e ;:,.lterna t i ve t r ans portation 
medi a . 
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H~ving es t ablished an ~pproa ch to co ~ting r a il 

trs,nsp ortst i on opor ,:;,t i o::1s on a g oods 0r c ategory of 

go o~s basis 1 i t i s n ecessa ry to de v elope a co s ting 

a ppro a ch which could be appli ed to t he rosd 

tra nsportation of goods. Cons ic1.er~,.tion mu s t a l so be 

given to cost c ..:mp s,risons of alt ernative tr,:1-ns:port a tion 

mGdi a in transporting s pecific good s or c a.t egori es of 

goods . 
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CHAPTER 5 

AN Al'PROACR TO HOAD TR'1NSl1 0ldATION 

COSTING AND c ,.,. sT cor~PAHISONS 

E:ST'"'E:SN RAIL AND ROAD 

5.1. Introduction: 

The obj ec t ive of this ch~pter is primarily to develop 

an approach whi ch could be used to determina the cos t of 

roae. transport a tion of go ods, or differe:::1t ca t egorioo of 
goods . Ro 8.d transport ation cost studi es shoulc es sentially 
be confined to those road tr&nspor t oper 3tors who a r e 

di re ctly in compet ition with the Il~ilways . A sec ondary 
ob ject ive i s to provido an outline of a t echnique which 
could be empl oye cl_ to comp ~,i, ro tho transportat ion co s ts 

r el a tive to specific go ods of the alt arnativc transportation 

medi a , viz.> r ail and road . 

5. 2. 

5. 2 .1. 

Roa d transport ation costs: 

Information reouirements and use: 

The function of processing c os t information rel ative to the 

road tranapor t ~tion industry . could be t ho respons ibility 
of the t .'ransporta tion r.esearch C;:.COnomi::; t, who's appoint­

ment was proposed in chepter 2 of this s tudy . 
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The appro a ch whic h i s outlined in this chs pter could be 

g,doptcd by t he t r anspo:i.~t a,tio:a r csc.e.rch ·ctconomis t -~ o obta in 

transp o~t~tion cost infor3a tion for t he v&rious ro ~d 

tr~nEporters in Rhofesia . The cost ing system could a lso be 

used by individual ro ~d transport c tion fi~ms : lthough the 

emph ~sis in thi □ study i s on t he use of the collective cost 

inforrL,tiol1 obt :d.n~d from t he road tr:::m.s!Jortation industry 
a s 9, whole. · 

I'he co 3t associated ',i·i th t Le collection of t~1i s infort.1ation 

shoul c. be c onsidered .:.oc_ it is proposed th2t cos t informa­

tion shoul t not b e coll ect ed from all r o~d tran6port 

oper a tors. It would s eem ad equat e if only a limited nw,1ber 

of efficient operators were sel ect ed t o provid e the r e­

quired cost te t a ils. These opcr2tors would generally be the 

l arger opere.tors h'h o in any event do control the hulk of 

t Lo road transport 2tion infus try's capacities. 

( 1?.9f er .A.:..vu1exurc 6 p&ge A 76 ) 

How ofte:1 ro s,d t r ansport c,tion costs arc coll ect ed would also 

influenc e the c ost of collecting the required information . 

It is pro9 osed th2t cost information be col lected on a six 

monthly basis only . The information could b e collected by 

the Centra l St ~tistica l Office, in Salisbury . The provis ion 

of the informa tion should be made c ompulsory. The costing 

records of the fi rms s uppl ying the information should be 

open to inspection and verification by e ither the Central 

St~ tistic a l Office or the t ransportation r esearch dconomi s t. 
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r Le basic use 0f ro ad trans~ort a tion cost informa tion would 

b e to promote t h e functions of })l .::,nning, control :::md co­

ordin.?.tion in tte transport ~.tion inr,ustry ( See chapter 2). 

A fe w other possible uses to wLich this inform~tion could be 

,~t, ere the followinc:-

i . Co s t comparisons could be effected between 

v2rious transport qtion competitors, e.g. 

long-dist ance Public Service Road H~ulicrs 

and t h e R3ilways, t h e Ruilw2 ys ro a d motor 

services s.nc. Public Service H:' Uliers, ?ublic 

Service Hauliers 8.nd o ther ro ad competitors 

including fartw r sync'_ic ates, co1;1n erce and 

industry, etc . 

ii . Costs coul~ be u sed to form the b esis for 

est -'.:~bli:shing uniform t e.riffs for t L.e ro ::-~d 

haul 2ge industry. 

(Refer chapter 3 page 22 ) 

iii. The public 8.tion of colloctive costs of the 

ro :.d tr::::.ns y:i or t a ·ci on indus try would en .-:l.ble 

indivi~ua l transport a ti un firms to judge the 

perf or r.u .nc c of tl~E:: ir pa r t icul2.r organization 

in r el a tion t o t h : t of the i ndustry . The 

publi s hed j_ nf orL1c.:. t ion could j the ref ore j act 

a s a stimulant f or increased efficiency 
within the Lndustry 1 etc. 

(Cf. G. ~, . Brig 0 s ., (Ho ,:,,d haul .1 ge rn2ona gcr.1ent, 
Secont edit ionj Butterworths, London 1965, 
p 21.gesl59 to 161). , ,vith p3,rticular reference 
to inf orn1.:1tion rcc,uirem0:nts s.nd the :i.eed 
for costing in individual road transporta­
tion firms.) 
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5. 2 . 2. Th e devel opment of d collect ive 0o s ting system 
for the ro .:: a. tr:;msport ,;;.tion industr,1: 

5.2.2.1. F8ctors rosponsible for cost vari~tions : 

In c.eveloping J, coll ective cos tinr sys t em it i s im:Jortant 
t hat cognisance bo t ;..-:k8n of ch e fol .:.. ouing f ac tors which 

, 

could bo responsible for possible vari&tions not only in 
t Lo costs of various ro s d tr~nsport ~tion opera tors but 
a l so in the cos t s of various vehicl es ( even in the s ame 
clas s) owned by ~ particular transportation firm:-

a. lhc char actGris tics ., f the rosd tr~nspor t at ion 

vehicl es which a r e 0mploycd. 

b. The influence of t ~o s t andards of t~e roads over 
which thes e vehicles :1,r2 used to tr.;,nsport goods. 

(Cf. R.S. Mill~rd an~ R. S. P . Bonney, The cost 
of oper2ting buses 1nd t r ucks on ro ads with 
different surfa c es in Afric ~ Laprinted 
from ~1 oo.d Int ernationa l No . 57, June. 1965. 
The purpose of t his paper published by 
Mi l. l a rd and Bonney was ;,to i l lustra te a us e 
for da t a on t ho effects of r oa d surf~c es on 
t Lc operating co s ts of vheicles.n) 

c. The basic nature of t he t r ansport oper ations~ e . g . 
wLether t he vehicl es arc used for r olutively 
short runs or for 1 011g dist&ncc transport5tion . 

d. The size of t Lo fi rms engaged in the transportat ion 

of goods , etc. 
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5. 2 . 2. 2. I)et c~iled cost reouireme_nt s: 

There aro two possible approa ches to the collection of 

~et~ilcd costs from the v~rious transportation firms . 
The one is the coll ection of actua l costs incurred 
wt.ich for any cost item is the prodt..ct of t LG ::i unntity 
of the scarce res ources used and the price peid per 
unit~ (se e ch~pter 4 par agr~ph 4.4.1. ) and the 
other, t he coll ection of quantit ative information 
relative to t he us e of sc arce resources . 

The collection of quantitative informa tion would have 
the advantage that costs could be ca lcula ted using a 
st andard pric e pe r unit which would be 8.pplic able to all 
transport oper~tors. Another advant age of t h i s s ystem 
would be tha t certain road transport oper ators would 
not be penalized or favour ed by h i gh or low price levels 

whict were impo sed on them. 

At present Rhodesi an farmers a re favoured 
by a 3d per gall on r ebate on fuel ~nd 
their wage struc ~ure bears no relation to 
that within the transport ation industry. 
By disregarding differences in unit prices, 
road transporters would be afford ed equal 
treat ment which would be basec on the 
perform2.nce and us e of ro ad vehicles . 

A further advant a2 e of collecting quantit ~tive informat ion 
is t hat changes which could occur in price-levels would 
b e elimina ted (see che.pt er 4 par &gra.:ph 4.4.1. ) • 
Costs could easily b e ca lculated for pre5ent conditions, 
mak i ng us e of current price-l evels . 
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~aintenance cos ts~ in particular~ coult 
provide a problem 2re3 specificaily as re­
g~rds the cost 0f spares used. Actual 
costs shoul~ be uset in this inst anc e . 
Pric e-level adjustments could be cade by 
employing ?:. pricc-inde~ (see chapter 4 
par agr eph 4.4.1 . ). 

Detailed inform~tion shoult be coll octet from selected 
ro ad trQnspor t oper~tors. The 1nforra6tion reouirod 
should not be supplied in respect of in~ividua l vehicles, 
but should be in a sur..11;;.,;:;1,rizecJ_ form in respect of various 

vehicle groups or cls,sses. The formati r)n of vehicle 

groups should be a function of f actors responsibl e for 
cost vari a tions such as t he type of fu s l use~, the type 
of roads on which the vehicles operate , the basic 
n~ture of t t e tr~nsport opera tions 2 nd the carrying 
capacities of the vehicles. 

A certRin group of vehicles, for exam~le, 
v•oulc. be those vel~icles wl1ich use petrol, 
operate on gravel ro ads over s hort 
a ist F;,11c es { \' i tr.. 3. carrying capacity of s a y 
bet·Neon 72 ant'l, 10 tons. Ft.;,rther groups 
would be form ed by varying the above f actors. 
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The f ollor1 ing is :.-: list of inform: t ion requL ed. from 

ro a d tr~ns port oper~tors : -

A. VeL.icle grom-:is: 

Information should be supplied in r espect of vehicle 

s roups whi ch resul t from combincitions of the 

following variable f actors: -

1. Fuel used : 

a . Petrol 

b. Diesel oil 

2. Tv c of ro ads : 

a . Bituminous surface 
b. Improved gravel surfac e 

c. Unimproved roads 

Type of traffic: 
a . Long dist ance haul age; 
b . Short dist ance haulage . , 

4 . C: a rryin8 C 2. p 8-C it y ; 
a . 1 to 2½ ton 

b. 21. 2 to 5 tons 

C • 5 to 7½ tons 

d. 7½ to 10 tons 

e . 10 to 15 tons 

f. 15 to 20 tons 

g. 20 tons a nd ove r 
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A class ific 2ti on which could poss ibly b e 
cons idered i s one which i s 2l s o based on 
t he axle configuration of vehicles. 
( "T . - ··, p ,.;i "\T -re "' t ._,_ . H • .:; . r . _.j Onney .:tllL: h . L .. . w evens, 
Re J ort on tLc inve3tiga tion into vehicle 
oper etinp costs in ~ast and Central Africa -
Pa rt 1 ZLuribia, Unymblished r e-port , Road 
Rese 2.rch Lc:,boratory ::;J. S. I, J • • 3ngland 1965, 
p .1go 12.) 

The nur:1ber of vehicles in es.ch vehicle group 
should be f iven. Froo this i nformation the 
c~lculation of ~n ~vcrage ca rrying c2pacity for 
each group would be possible ( se2 ;:;,lso A. 4 above.) 

C. Variable costs - :ru;ming and op cr a tinf cost 
information : 

Tot a l variable cost information should be provit ed in 

respect of e a ch vehicle group for tLe coot items given 
in the t able below. 

/T able 
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Table : Tot a l v a r i 3bl e costs: 

CoBt iter::1 ~uant i ty Price Cost 
cescr i ption used per 

i . 

ii. 

i i i. 

i v. 

v . 

vi . 

unit 

:irue l us.-:;.ge ( Pet r ol/ 
Di esel) 

gallons X 

Oil pints/ 
g~ llons X 

IIa i nten3.nc e~ - Lab our hours X 

l',;:at er i 2.l s / 
Spar es - -

1I'yrcs 2-,r.t 'tubes s et X 

Driver c os t s hours X 

Conductor s/Other 
a t t endant s costs hours X 

- · - -

As rege.r ds costs :!. el ·,. tee~ t o tyres .nd tubes, 
~n estim ~t e shou l d be pr ovifed i n r espec t of 
t h G life of these i tems . Cos t s f or this item 
could then be c ~l cul~ted on a mi leage basis. 

The above v~ri~bl c cost inform~tion would have to be 

converted. to costs pe r mile. ':rhe tot 2.l number of 

railes travelled, thereforcy ~ould be requir ed in 

or der -co est ab l i~h tt.0 avor o,gc opcr :::-1. ting and 
run!'ling cos t per mi le for t ::.e given groups of 

vehic les. 

X 

X 

X 

X 

X 

X 

X 
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2:-Jepr eci r1.tion costs: , 

The tepreciatio~ cost of a vehicle is & function of 
t l:1.e origin.:::,l purch2.se price of tho vehicle and a 

provision which is ma,c.e for an:t increase in the 
repl acement value of t t e vehicle. The depr eciation 
of a vehicle furthcrmo ~e depends on t Le age of the 
vehicle a s well a s on t he utilization which has been 
obta inet from t he veh icle . A fixed depreci~tion 
amount per period of t ime r, l~s a provision for increases 
in rcpl? cemont costs is norma lly regarded a s a fixed 
cost. Depreciation costs should be particularized 
on the b2sis of mil es tr~velled by the vehicles. 

( Cf . t.1..J. B . Sorgdr2.ger 1 op. cit., pages 174 

to 186). 

E. Fixed Costs: 

The following information should be obtained in 
respect of tte fixed costs associated with the 

opera tion of vehicles:-

i. tot ~l vehicle licence fees , 
ii. tot 2,l no -,d Service Board per1i1i t 

fe est 

iii. tot ~l vehicl es insurance fe es . 
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F. Ter mj_na l costs : 

An averag e te~mina l c ost pe r ton handled shou l d be 

provided by eacL firm of trans porters. 

Avera ge fix ed term~nal cos t pe r ton 

= Tot a l termina l cos t 

Tot a l t ons handl ed 

G. Overheads ~ 

Average overheads per ton handled s hould also be 

provided. 

Aver~ge ove rheads per ton= 

Use ·of co~t i nformation: 

'I'ot a l overheads 

Tot a l tons handl ed 

The above information could b e used to calculate t h e 

vari able cost per v ehicl e-mile , as well as t he fixed cost 

per ton · of goods h~ndled. 

The unit of out put of tLe :coad transportation vehicle 

which is ado pt ed is t he t011-mile and averag e variable cost 

should be r elat ed to this out put. 

(Cf. M.R. Bonav ia , The economic s of 
transport • Nisb et and Co . , Ltd. , 
London 1941~ page 94.) 

The co s t per t on-mil e could r eadily be ca lculated by 

dividing the a verage va riable co s t pe r mi le of each vehicle 
gr oup by t he ~verage c a rryi ng capacity of that group . 
·:rhis cost per t on-mile which r es u l t s from this ca lculation 

is based on a 100% capacity utiliza tion of t he vehicles. 

Since road mot or goods vehicles are a lso subject to empty 

running, it is propos ed tha t the cost per ton-mile should be 

i nflated t o refl ect the costs associated with the imposed 

empty running of t hese vehicles. (Refer a leo chapter 4 

paragr aph 4.5.4.) 
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The quest i on of ~ensit i es woult i l so h ~ve ~n influoncc on 

tl.~o V-"'.rL,ble cost pe~:' ton- mi le. ince the ;::;,pn roach outlined 

in ch2,ptor 4. in respect of the use \._, f '.~le rela tionshi:p 

be t we Bn product v1ei:_)1t a,ncl volwilo t o determine 1:1- vnr i able 

cost r an!te for di:ff orent p:roc.uct s equa lly applies to the 

road t r ansport a tionf a re-c ons i Cerat ion t he reof is not 

:n.ecezs.St.ry . 

As r egards t h e fixed c ost ~e r tun h ~ndledf it is proposed 

tha t use be mude of ~ sin~le s vsr~ge cost ~Gr ton. 

It should b e possible a l so to determine 
differe~t l evels of fixed cost per ton for the 
roat transport ation of goods. Studies could be 
undert a ken on 3. sam:)ling baf.:is in order to 
establish whether it would be beneficia l to 
move away fr om the average fixed cost per ton 
basis proposed 2.nd to introduce various levels 
of fixed costs. 

Having estnhlished a framew ork for trB.nsportation cost­

price determina tion for both r ail and road, an approach ha s 

to be developed for comparing the cos t of the alternative 

media. 

5.J. f~pproach to cost c oi:gp3-risons bet1t1een r c il u.nd 

road trans~zt 2..tion~ 

The use of t he co ~t b~cnk-even analysis techniauc is 

proposed for the ~urpose of c ompa ring the costs of one 

tre,nsp ort a tion medium with those of anothor 9 Etlld :-.. lso for 

est ablishing rates fo r ti_e a ltGrna tive media , which would 

refl ect their respect ive c os ts of transporting goods over 

g iven distances. 
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(Cf. S. L . rucker 1 (op. cit. ~ pages xiii to xv) 
for a clescription of a number of situations 

· to whi cL tLe b:cesk-evE::n systeE1 can be applied 
by management to assist in their decision 
making n,cti vi ties) • 

Since the trans:p ort c:-:. tion of goods involves t ile transport a tion 

of given tonnages over ~iven distRnces, the unit of measure 

to be adoptet in effecting comparisons of t he costs of the 

alter natives media is the ton-mil o. (See also chapter 4 page 37 

For the purpose of c omparing the costs of a lter native 

media in order to es t ablish tarif fs which will reflect 

t hese c os t s~ t he costs of t h e alternative transportation 

media shoul d be seen fr 0m a long-t erm point of viewj i.e. 

where all cos ts can be ~onsidere6 to be var i able . The 

operations of t:u.e transport 2,tion sup~•l iers can be grouped 

into tv/0 dist inct sets of functionsj viz. y those 

functions which can be associated with the actual physical 

movement of goods between t rLa supply and demand centres and 

those f unct i ons which can b e c.tssociatod with the t erminal 

operations which take pla ce before goods are actually moved. 

·rhe costs of the fir zt functions can be considered as 

average vari abl e costs in relati on to the ton-miles which are 

involved in the transportation. 'l'he cost of t he sec ond set 

of functions c an be c onsidered a v er age variable costs in 

terms of t he tonnages han dl ed . Irrespective of the length 

of t he transportation journey involved 1 however~ these 

l atter costs remain fi xed per ton of goods transpo rted. 

For ease of i dent ification these c os ts a re considered as a 
i: variable cost per t on-mil e .. . and a 1' fixed terminal cost· 

" per ton. 

In terms of the above class ification of transportation costs 

a cost brea k- even point calculation can be effected by the 

following formula:-

M = a - b 

X - y 

/where 



wh ere 

- 80 -

r:I -- The break-even point in terms of miles 

which the total cost ()f ~lt ernative 

transportat ion media would be equal. 

a = ·rhe fix ed t erminal cost per t on of 

transport a tion medium A. 

b = The fixod terminal cost per ton for the 

alt ernat i ve transportation medium B. 

X = 'I he variable c ost of moving 1 ton over 

distance of 1 mile by tr:;:.ns portation 

r:rnd ium B. 

y = The variable cost of moving 1 ton over 

distR.nce of 1 mile by transport a tion 

medium A. 

The ab ov e break-E:ven formula is derived by 
equating the c ost formulae of the 8.lternative 
transportation media nnc solving f or •:m11

, as 
follows: 

b + IVix = a + My 

il'IX I'/Iy = a b 

M(x y) = a b 

M = a b ----
X y 

at 

a 

a 
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Gr,~,phic a,lly the bre~tk-even :;i,no.lysis for tl~e transportat i on 

of 1 ton of go6ds can be presented as follows: 

Break- ev en ~T anh: -------~-:..:..... 

Cost 

0 M 

/ 
/ 

b + Mx 

/ 

a+ My 

a 

b 

Distance 

The tr 3,nsport a tion medium A with a total cost function 

e (fa equal to ( a + My) would be more economic a l than i:;hc 

medium B rd. th & cost function of (b + Mx) for di s t anc es 

gr eater than !.I miles 1 and vice versa. 

(Cf. A.J.Z. Sorgdrage r ,op . cit., page 238 to 256. 
D. T . l\ ahon;y, l)urchasing techniqu es :;;,nd 
invent ory control for the ~mall business , 
The Chart erec S ecret ary, page 330, vol. 14, 
no. 12 .; also 
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1. F. 5 i agi oni~ A comparative s tudy anc 
evalu::~ti on of t l:e a ccount ants' anc. economists' 
conc ept s under lying t he theory of ma rginal 
U!l._, lysis , Un published t l. e s is, I~issouri . 1964, 
p.3.ge 133 t o 190 f n ot e t he r e1i1s.rk : ,:Break-even 
a n8 l ysi s ::-., s 1:iros cn°ted. b y tho ac com1t a:nt ( vis 
cos t 2. cc ou nt 3,nt) is ,:m att emr t t o prov i de 
man ·;;..,z:emcnt with a prc:.c t i c 2~l to ol t hs.t c a n be 

f ~ . f t· n • t l ' t ' It us e ~~ in ·oroca s ing proxi a ~erna ives-
( page 133) .) 

In tlw :ibser..ce of a ct ua l t r ans port at i on c os ts in 
re s J cct of particu l ar i -ads Gr - c i t egor ies of 
goods f or both r 2 il EL:tlC. road , t h is bre ?,k-cvon 
t echn i que i s u s e d ~s ~he ba sis f or determining 
i::.1t er i m me o.sures which a r c based on the us e of 
the ::1.vorage tr?,ns port a ti on costs of 6 •J ods by 
r ~il ~n d r oa d. ( iief8r ch~pter 7) . 

l1h c ab ov e b reak- ev en ::-;.nD.lysis could be u s ed f or the pu rp os e 

of es t ab l i shin g t ari f f r a tes fo r dif feren t c a t eg ories of 
goats tr~:'.ls p~r ted b y e ither r ei l or r oa d . Thes e t arif fs 
s hould r eflec t the respective tra nsport a tion co s ts of the 

:-:..lt erna tive tr2ns :port 2,tio.:1 r.rndia g_n d, t L.ere f or e, should 

provic'.e a break-even po int a t exa ctly the s21ne diste.nce c'.S 

the c ost bre:.k- ev c:1. poin t. (Refer gr a ph on :;:1age 27) . 

It s hould b e :aoted t hat in deten:i.ini ng t a riffs provisL;n 

mus t be m.,.' d e fo r 3. o i n i muia r a te wh i ch would cove r t h e fixed 

t e r o ina l c os t whic h i s associa ted uith the tr2nspo~t ~tion 

of ~he g o ods c onc ern ed. 

(Cf . Commission of Inquiry into the r a ting 
structure of the Rhodesi~ Ilailwo.ys , W. Harra gin.~~-­
cha irrnan , Sul i sbury , pages 13 to 15). 
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CHAPTEE 6 

6 . 1. Introduction: 

In order to carry out effectively t he functions relative 
I 

to t he plaru1ing, control a~d co-ordin~tion of the operations 
of t he competitors in the transport a tion industry 1 it is 
es sential tt.a t f actua l transport 2.ti on information be 

available to the Government. It is proposed "that a 

t: transportation intelligence system;i be introduc_ed for 
this purpose .and that the transport tion research ~conomist 
be responsible for the maintenatlce of this s ystem. 

(Ref er chapter 2 paragraph 2. 2. 2. puge 13) 

The purpose of this ch~pter is to develop an approach which 

could be used in designing cJ.nd maintaining such an informa­

tion system. A basic framework for a n 1
' intelligence 

systemn will be provided which could. possibly effect an 

e~rly st art of the implementation of the syste0. as flell 
as of . any transpo1·tati on economic research a ctivities 
which are associated with an information s ~;r ster..1 of this 
nature. 
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6.2. Basic informati_on reguirements: 

The basic informRtion requirements of a transport ation 

inte.Lligence system a.re lair, down not only by t he function 

of tLe transporta tion industry but a lso by it s ' organizo.tiona. 

s tructure as well a s the economic structure of the country. 

The function of tt,.e transpo:r t a. t ion industry i s to bridge 

the gc-,p wlJ icr~ separ::.tes producers and consumers. It, 

therefore, assists t te producers in marketing the 

rela tive surplus es of their profuction processes in 

geographic areas where a demand exists for t~ose surpluses . 
'l'he magnitude of the function of the trEnsportation 
industry is clearly 2. function of t h e inter:1ction of t h e 

following variables - , viz 1 the relative surpluses 

produced or the supply of go ods•,- t he demand or extent 

of ~he market for those surpluses, and t he size of t he 

gap in terms of time and distance which separates the 

producer from the consumer . 

( ,., f 11 ~·; •·/'. 1 . t 11 t 17 G ~ ~ .& . ~ i ne , op. ci ., pages o , 
also H.S. Norton. I1odern trs.nsportation 
economics, Columbus, Ohio 1963, pages 3 to 8 
and A. E . .3cheurkogel, op. cit., pages 18 to 23). 

The function of tr~nsportation, tl1eref0Te 1 demands t hat 

the transportation inform8tion muzt make provision for the 

coll ection of factual i nforma tion r el a tive to the eupply 

of goods, ch e demru1d for t ~ose goods, as well a s the 
dist anc es over vvl,.ich t he goods must be transported. 
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The objective of;:\, government trmsportation polic;y is to 

ensure t h ~, t 2,n ae equate and ec onomic2.lly and financially 

sound tr:"1nsport a tion industry is maintained. The 

transport :i.tion should not onlJ' be physically ac.equate. i.e. 

that sufficient transportation capacity is ava il3ble to 

me et t }~e ton-oile c.em2.nc. f ~, r tr::msport a tion c a pacity, 
but th~ transportation should also be ,.,erformed at the 

least cost to the comr.1unity. 

(Cf. C. Verburgh,(op. cit., pages 2 to 4), 
on t he aims of a transportation policy.) 

The organizationa l structur e of t~e transportation industry 

demands t :tat t t.e transportation inte~i. ligence system 
should cater for factual information relative to the 

decand for competitive transportation capacities resulting 

from the supply of and demand for production surpluses, 

the supply of competitive transportati0n capacities and 

the cost of providing those capacities by alternative 

transporta tion suppl iers to meet the demand . 

The economic structure of the country makes it necessary 

for the tronsport ation intelligence system_ to differentiate 

between the tr~nspor tation supply and temand requirements 

of t he var ious sectors of economic activity . A broad 
clas sification of tte economic sectors which require 

tr'.lnsportation of go ods would be : 

A.griculture 
Mining 
Industry _ 
Commerce 

Government and Public Authorities,etc • . 
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The d,evelo_:ement _of _::: .. transportation _i ntell~Jse~ 
system : 

I n developing a trans port a ti on intel~igence syste~ ~ 

simple tr.:ins ;iort 8.tion model is provided which i l lus trates 

the ba sic informati on which would be requ ired by such a 

system. Th e information requi~ements of t l£ s ystera are 

conbidered and pr actica l diff iculties which coult be 

encoun tered are e.na l ysed. 

6.).1 . Illustrative transport ation model: 

For the purpose of illustr.-:-tting the use to which trans­

porta tion demand, transport ~tion c apacity supply and 

transport f,.tion cost information ca n be put, a simple 

transport -·ition model b a sed on hypothetical details 

will be constructed:-

a . Production and/or consumption centres= A, B, and C. 

b . Transportation distances between centres: 

A to B = 50 Mi les . 

B to C = 100 ~·h l es . 

C to A = 150 Miles. 

c . Products produced= 1, 2 and 3 respectively . 

d. Prod~ction surpluses requiring transport a tion 

from t he prod ~ction centres indi ca ted . (The 

produ ction c entres' own d emaLlds are not shown) . 

A.l = 400 tons . 

B2 = 600 tons. 

C3 = 1100 tons. 
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e. Demand for surpluses a t the consumption centres 

indic a ted: 

A2 = 200 tons. 

A3 = 600 tons. 

Bl = 100 tons. 

B3 = 500 tons. 
Cl = 300 tons. 
C2 = 400 tons. 

The following information t a.bles can be constructed from 

the dat a given above~ 

Table 1 Geographic distribution of producti£!1.~urpluses: 

Production centre Product Surplus ('l'ons) 

A 1 400 

B 2 600 

C 3 1100 
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Table 2 l'rs.nsport,:,, t ion or goods-flow t able ; _ ( tons 2. 

·-·-··· _ .., .. --• ·~- .__. .. - - --•- ·- · 
Tonnag e dema nd a t centres 

---... -... - ---· ··-
Production Product Surplus A B r, 

centre tons V 

·--
A 1 400 - 100 300 

B 2 600 200 - 400 

C 3 1100 600 500 -

'rotals 2100 800 600 700 

-

Table 3 Table of distances~ , (l!liles) 

-

~ A B C 
m 

A - 50 150 

B 50 - 100 

C 150 100 -
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Table 4 - Goods-flow table indic 8,t ing trc1nsi:,o::.~ t a:t ion 

d.cmc::.nd. in t on-mil es bet ween c entres ~ 

-
·:ron-mile e.emz.nd between 

cent:~es 
.--• Od.._, __ _. - ..- .. .... .. ·-·---•· 

Production Product Surplus A B c 
c entre t ons 

·- -·· 
A 1 400 - 5, 000 45,000 

- B 2 600 10~000 - 40 , 000 

C 3 1100 90,000 50,000 -
-- - -· --·-- ----- - - _,_ .. 

Totals 2100 100,000 55 , 0 00 85,000 

Tot a l 

50, 0C 

50,0G 

140,00 

240,00 

This t able :Jrovides 3.n inc,ication of the ton-mil e c,euand 

for transport a tion between production and consumption 

centres . 
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C&lculation of transportation capacity 

reoui:i:cments: 

In order to calculate the transportation requirements in 

terr.1s of a rnnnc e~ of transport cition vehicles of a c;i ven 

carrying capa city, it is necessary to consider both the 

time period in which the transpo~tation must take place 

and the speed at which tbe vehicles ca.n operate in 

transporting goods . 

The number of vehicles of o given c arrying ca pacity re­

quired to tr8.nsport a gi ve:.-i t onna.ge over a given distance 

in a c~iven tj_me can be calculated by using the following 

equation: -

N = 2. V.D. 
C.A. 

N = Number of vehicles of a given capacity. 

V = The volume of tr8ffic in the loaded 

direction bet ween centres. 

D = The distance over which g~ods have to 

b e tr2.nsported . 

C = The carryi~s capacity of the vehicles 

co:ncerned. 

A = The distance which the vehicle can cover 

in the g i ve:n time ullowec1• for t }rn trans­

portation of tho goods . 
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It should be no t ed t h~t only on 2 trans -0ort 2.tion medium 

was con s ide~cd in t ho ab ove illu s t r s tivc model. In 
pr ecticc the s itua tion would be f a r more complex as a 

result of tr .. e interaction of differ ent v1:,riables such a s : 

1 . t:t.o numb er of altcrn&tive tr;-::,nsport ation 

media avni l ~bl e and t he ir existing 

C9.p:.citiea; 

2. the c.i versifi ed natur e of t t~o goods v:i-hich 

have to be tr3nsported and tho influence 

of the •..v eight/volume r elationship of 

various categories of goods on the vari ::,,ble 

cost of transport a tion per ton-mile. (It ,: 

should be noted tha t different categories of 

· goods would result in different trsnsporta­

t ion cost bro ~-.k-even situa tions in terms of 

mileage); 

3 . the user's fr e edom of choice which would 

have a significant effect on t he allocation 

or plru1ning of ca pacities required for 

a lternative trsnsportation media . (This 
alloc a tion is 2. function of Jch c demand for a 

p·1rticular tr2,nsport a tion medium _ wh i ch 

could be est ablished in relation to historical 

information relative to that demand); 

4. seas on8l fluctuations i n transport ation 

demand r etc . 
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6.J . 2 . Infor;11stion regui::c ements of the trans:)ort :,;1.tion 

int e_lli0'.!:mc e ~~'st em and -possibl e 1Jr c:.,ct ics.l 

difficulties: 

l'he c',esign of 2.. t r anz~rn:rt ation i nte l l i g e11ce sys ter~ in 

pra c tice woulf f ollo~ t~e s ame ba sic approa ch a s the 

illustra tive transporta t i on mod el d et a iled above and 

should r.1ake p ro v i s ion for:--

1 . a ge oe;r .J,9l.1.ic ::-.1 s t r \;_cture,l analysi s of the 

out p~t of the various economic sec t ors 
,:h i e}:~ TH'O " l ·,C e goods 9 

2 . a st r uc tura l ana lys i~ in respect af the 

a va ilabl e trans port a ti on capacit i es 9 &nd 

J. t h e co s ts of a lt erno..tive meuns of trans porta­

tion (ref er cha~t ers 4 an~ 5 for details ). 

6.J . 2 . 1 . Geogr aph ic a l structur~l analysis and goods­

flov:1 t ables : 

The purpose of a ~e ographic a l structura l ana lysis of the 

economic a ctivities of v ari ous sectors would be to 

c3. c t Grmine tL G outvut volume of va rious ca tegories of 

goods whic: requi:e transpo r t ~ti on to demand ~rea s . In 

cff ect . this st ruc tur a l a n a lys i s c ov.lc lE:ad to :?.n economic 

input/ output goods - flo w t a,ble which would gi ve t lrn 

movement of goods b etween s up ply end dem~nd Lr eas. 

In the construc tion of goods-flo -v t 2.bl es cogn is anc e i :::1. 

particula :: s hould be taken of t he f ollowing pr3.ctica l 

problems: -
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1. The out I-:ut :,me: goods-flow informa tion 

obtainGd in r es pect of vari ous categories of 
g oodB shoult be g i vcn in t C! rir,s of tonnage Y 

since t his r...ie a su rc toc e-chcr 'N i th the miles 
s epa r a tin£ the s upply .:1,nd dem,,nd ::1.::.~ea s 

forms t ~e out ,ut cr i terion of t he 
tr:ms :.;wrt2,t ion syst G-IJ.. 

( l~efer ch:..1-p t c:r. 4 paro..gr arih 4.3~ir. 1:flor unit 
of output.) 

A r evision or ~dapt ation of existing 
st et ist ic 2vl inf orma.t ion in :i.ho (l esia, therefore, 

would b e necessary in order to comply with 

the requirements of the goods-flow information. 

(Cf. Agricultura l ·production in Rhod esia -
1964~ Centra l St ~tistic a l Office,Sa lisbury. 
The fallowing ·: uni ts of measure 71 arG used:-

i. B9,gs wei~;_ing 200, 150, 125, 65, 
180, 37½ and 28 pounds respectively. 

ii. Otber measures such a~: lbs, Le ~d of 
cattle~ etc. ·) 

As regards agricultural output . t ~e 
conversion would be relativelr simple 
since most 11 units of measure 11 a re ex­
pre s sed in terms of weight or a measure 
~hich cou l d re adily be converted to a 
tonn.a ge basis . 

St atistic s rela tive to the out put of the 
mining industry would a lso be simple 
sinc e out :mts a r e i n t e~cms of to2m a ges 
pro c:.uc ed. 'The determinat ion of an output 
in terms of tonnage_ for the conmercia l 
and indus tria l sectors of the economy could 
be mar~ difficult , s ince out put da t a are 
available only in monetary terms . and con­
V•Jrsion cs.11not £ilws..ys be reo.d:ily effected 
due to t h e diversified nature of t he 
products. (Cf. The cen$uc of production in 
1964. I'i!ining 9 manufacturing, constructiont 
electricity and ~ater supply, · Central 
sta tistica l Office, Sa lisbury). 
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2. The un ifor mit y of r eogr 2.)hic pr oduction 

- r eas and t ransport ~tion ~r cas would ha v e t o 

be c onside r ed , specif i ca l ly a s r egards the 

~gr icul tur al s ec to r. One of two appro a ches 

coulc b e t aken, vi z . j a r e-classifica t i on of 

ex i s ting i n t ens ive c onse rvati on aroes 

(I. C. A.' s ) to cor r es pond ·,vi th t~:e proposed 

controll ed t r s ns,ort a tion areas, or 

a lter na t ively , the a dapt ation of t h e ~re posed 

c ontrolled a rea s to tt e existin g I.C. A. ' s . 
I n ef fe ct a ll t hat would be requ i red is 

t hat I.C .A . ' s would hav e to be cro ss­

re f erenc ed t o indica t e in which transp orta­

tion area t hey are s ituated . 

Sinc e t Le Central S t a tistica l Of f ic e makes 

use of electronic c omputers, all t hat would 

b e re quired i s th .l t t h e I. C. A. co des which 

are used should a lso indic a t e the transporta­

tion areas . Out put stRti s tics coul d t hen b e 

prepa r ed on bot h I.C. l . . J nd t ransport a tion 

. :..1..rea bases . 

J. Th u d ~termination of the demanf areas fo r the 

vari 0us ca t cgori 6s of ~c od s produ c ed coul d 

l ead t o pro bl ems , specifically as r egards 

i n us tria l production. In t ~a c a se of 
a gricultura l production no probl em would 

a rise since a l a r ge portion of t he t ot a l out­

pu t of &griculture is h ~n d l e d by t h e various 

mar keting bo ards . All toba ccoj for exampl e , 

i s tr2.ns ~ort ed to the auc t ion f l oors in 

Salis bury . The transport a tion of minerals 

to consumption areas could ~lso be easily 

det erminE:d . 
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4. A f ~rths r problem could ba tho classif i cation 

of ; oods into distinct product c ategories . 

It is _?roposed that t :t e dee imc;,, l classifica­

tion s~rstem which is l ~sed for externa l 

tr2-,&e st ati s tic ~ be 0.do:ptt:d ;::i, s ::: uniform 

nation~l goods clas s ificnt i un system 

throughout Rhodesia . 

( Cf. J' .. nnual sta terrnnt of externs.l trade 
1965j compiled and issuud by t he Central 

: Statistic e,l Office , S:;,_,lisbu.ry). 

5. It must be remt:mbc:red that the output of 

one economic sector becomes the input of 

another . The system, thereforct should 

:'.?,;Uard against du_:?lic a tion. 

6.J . 2. 1.1 . The connilation of £Oods-flo' tables: 

Goods-flow tabl es c an be compiled either by recording 

the a ctual goods-flow which has t aken pl~c e, or els e a s a 
project ion of t l.1.e probable goods-flow in the future . 

Bot h t hese s.pproaches are recomrnendable. The h istorical 

good~-flow tables could f ulfil a useful purpoee as a 

basis for a pro gn , ... sis of lon[,:-t e~~r.1 transport at ion demand. 

The disadvar~t a ge of this methoc. is t he tremendous 

administre.tive effort which initially would be involved 

in a cquiring historical information from, say, 1960 

onwards . If a s tart were ma.d e ,;, i th the collection of ;."' ... Cw 

information . t l1e advai1.t 2.ces of this information could 

only be reaped in ye~rs to come . 
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It woul~ s eem logic &l to collect inforoa t i on rela tive to 

t h \:; E. X~1ected goods-fl ow of v::r i ous goods . 'IhE: 3,dvant2,,ge 

of this ca l l e e tion c.et h od. is th ~.t c i; ro5nosi s \.lould in 

f Ei ct b e effected b y .:. l c=t::'gc i1.ur11ber of 1::,rod:.;'.cers in res :9 ect 

of t h e veri ous g J ods c a tegori es which t hey produce . Each 

pr odu c er ·,youl( provi c!.e an inc.ependent est ir,mte of h i s 

own production. 

In order to illustra te ·c i12 :.:,,ppros.eh which is :Y'·ecor,,m:..ended 

for t hl c ~mpila tion of z oodE-flow t ~blea ~ tho agricultural 

sec t or will be 1:.sed a s an exr.:.m~)le. 

Go ods flow-t ab l es inc.icati;;1g t h e probable flow of g J ods 

could be c~mpilcd in respect of t~e various crops 

produced by f irmcrs . Qu estionnaires which mnke provis ion 

for both agricultural output and input i nformat ion 

coulf be distributed to a ll f araers in Rhodesia • 

. ;;: ( Refer J .. nnexure 7 page /178 for an exs.rnple of a 
possible questionnai~e which could be used for 
the purpose of estr,b lishing the transportation 
demand for the agricultural i ndustry. 

This ques tionnai:ca not onl~l makes provisi on for 
expec ted tot a l ci'ops but a l so for informa tion 
on the p ossibl e distribution of the c r ops over 
t h 2 inc'. ica te( months of the ye ;:;_r. Furthermore 
since f~rm ers usual ly know where the rna rkotB for 
the i r crop s a r e situated~ e . g . toba c c o in 
Sa lisburys ma ize a t t ~e nearest Gra in ~arketing 
Board depotf ctc. j t hey are asked t o indicate 
t he dist anc e which is involved in m2rkcting 
their c rops in respect of both ro3d and rail 
trans por tation~ own t_r ansport a tion by road 
b e i ng provided by a % indication. ) 
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.,.;_ cons olidc.tion 2.nc. e.n c::.n a lysi s of the inforr.18..tion obtained 

from the quest ionn.:-.ir es woul c:. ~1rovic1.e thG t· r 2.n s:ro:::·t :':.t i on 

r. es e .-'.rc h ~conomis t t: i th tr? .. nsport -:1ti oa ton-mil e demand 

ini ormation on thG b o.s e s of :::,rocluctz, tr:.: .. nsport c~tion 

,1re ::-;,s ,?,nd c2.lendar months. 1.r:his ton-mile d.cmc:.nd 

information could ½e u s ed fo r comp<l~~tive purposes &s 

rega rc':s t :!'.'uJ a va il.1.bili ty of tr~ns31ort ;:.t i on C2:.!)ac i t J in 

the v ;~\rious transport a ti on areaa . Obvious short ages 

and/or exc ess c c,.p::;citics could -~hon be c o.teI· ed for . 

It should be noted that oa thematic~l accura cy 
c·::i.rm:Jt be ox1}ected fr om these estimat es . 
J.'hey 1 ho,7ev er $ ·vould provide some indic c tion 
of t ho order of magnitud e of t1-:. c possible 
~emand for tra nsport a tion. Thu a ttitu~c which 
should be ado pted is tha t any informa tion is 
bett er tha n ncn e . Histori c ,-:-.1 inform::o.t ion on 
the producti nn of crops could be used to c he ck 
whether crop est imc tes were in f ::,.c t re,1.sonably 
reali s tic. 

\n approa c h which may well be worthwhile to Rr:,oc1 esia 

would be to make use of ranking in the coll0ction of 

crop estima t e inf .:>rr11?..tion. Sts-.tistic 2.l prod.uction in­

formatio:1 is currently a vaiL.ble a t the Ccntr~l Ste.tistical 

Office as J' ega rds both :::.gricu l tura l input zind ou~ !mt. 

It vrnuld. be a rcl E:t i ve l :r simpl e t ::::-.sk to r snk individual 

f a rmers in a cc ord"1.nco with th -ir combined input/output 

volwnes. Quest ionna ires coulc'. then be s ent to t hose 

farBers only whos o combined volumes wore r esponsib1.~ for 

the ma jor p~rt (say 80%) of the tot ~l agricultur~l 

in~_mt/output . An inf orra,:: ti un system b a sed on this 

r s.nking a=1pr0 a ch -1oul t h.2,ve the s.dvantage the.t only a 

small numb er of large- s cale f a r mers ,·rnuld need to be 

sub ject ed to the questionnaires o.nd conseo_uently the 

acministrative c osts involved in. processing the information 

would be less than that of~ 1000 coverage . 
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The s 2ne 3.p:;iro2..ch c ou lc1 be adopted in respect of minings 

co~•:E,J rc c : nc:'1. ind.us try. 

£n attempt was made to est ab l ish the demand 
for the interna l ·cr2.nspo :ct 2.tion of 
agricultur ~l ~cod s in Rhode si2? for tho 
ca lenda r yc~r 1965. ~lthough detailed 
goods-flow t a bles Ne~c cons tructe i , 
.\:::mexure 8 pages A.80 to A91 ? i ves only 
t!ie s ux;,rns.ri zed 3.nd fina l tr:insportat ion 
femand figures in r us,ect of t h e deraand 
fo1~ r a il 2.nd. rand tr?.ns :port a ti on. , 

6 . 3.2.1.2. Other uses of ~cods-flow information: 

Any statistic2.l informB.tion which is collected. c an 

n or ma ll;y be s 1,:bjected to a m,un'oer of uses. The con­

struction of froods-flow t r;.blcs is depsnd ent on tbe 

provision of information relative to: 

a. product 1 

b. production area 1 

c. consum~Yt ion areci. 1 

d. quantity requiring transportation; 
G . transportation medi~ 1 a nd 

f. relat ive dist ~nc e s between the production 

o.nd t Le consumption .J.reg,s . 

This informa tion coulf be ueed for t h e purpo s e of 

transport 2,tion pl 0,:.--mi:r1g , control and co-ordi112.tion, a s 

well a s for the ~r~,ar at ion of ac tual or expected 
production statistics. The add ition of inform2tion 

relative to the v 3,l ue of the goods and. to the industries 

or sectors which procucc and use the £:OOds woi.lld-·· mi:a:ke•·it 

possible to construct inter-industry flow-tables. This 

information ii:: considered vite.l for t n e national economic 

planning of Rhodesia and the question which arises 
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is how this basic st atistic~l inform~tion could best be 

usec. :for o iff ere: 1t pur1Joses. 

6 . J . 2.2. 

(Cf. A. Ghosh., Experiments with in··mt/ 
outymt models , Cm1bridgo University 
PrGss t Cc1.I:1bridgc 1964). 

St ruc tur Ql analysis 2f the ~vailable rond 

~r i nsporta~ion c~_pac itics: 

Having established a b2.sis for tL.e collection of 

informa,tion r0l,:> .. tive to the demand for transportation 

cap8.citics, i t is essonti2cl to formulate [',n approach for 

collecting info:nnation on the supply of transportation 
capacities ::.nd tho utili zation of these c apa cities in 

given arecs. 

All thr:...t woi ~ld be required in this instance is t h'-"t 
information _ S?Gcifically as regards t~e road motor 

transportation incluztry be coll cct ec. sinc e the Railways 

have a dequate information in respect of the avails.bility 

and utilizatio_n of rail trucks. A c onsiderati on of rail 

truck capacity requiren2nts, t hereforbs would not need to 

be undertaken, tut a close co- operation between the 

Railways and the trar.sportation t.e se2.rch ·economist would 

b e a nec os0ity. 

Two a,proach~s could be ado , ted in order to obtain the 

requi:-.~ec: inform::i.t i on . QucstionnairGe could be distributed 

to all re cd hauli ers 8n~ information could be obt a ined 
from speci2l fi eld s tudi es which would involve the 

actu2.l phys ic 2,l inspectior. of the g oods carried by ro2.d. 
vehicles over giv en routes or in given a reas . 

(Cf. c. Vcrbur gh,(Ro ad trans p0rt of goods in 
South Afric a , Stcllenbos chs 1959) .for details 
in respect of ~n approaoh which wes fo llowed 
t o determine the structure of, a nd the 
tonnages transported by t he ro '.;l.d transport a­
tion industry in South Africa ). 
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I n the c ollcct ion of r or.d. t r ansport;:-t ion inf orma.t ion it 

is i mport :,.,:at ,=i.lso to diffe r entL::L t e between the ve..rious 

s u ppliers of road tr.-·.nsport::,t i on in ord e r to be 2.bl e to 

as.sess t h e re l a tive mL1g:ni tua o of tLe competition which 

is i nvolved . (R·efer Annexuro 12 page Al59for inf orma tion 

r elat i ve t o ·: other roa d v ehiclcs 1
; and Annexure 6 

p ,::,ge L.71 for informat ion r e l at ive to Public Servic e 

Hauli er vehicles). 

1',. questionna ire was submitt ed b~r tho Centrr2l Stat istica l 11 

Off ice 1 Sa.lisbury 1 to :?ublic Service H?.uliers and u sef u l 

information h~s a lre ~dy been obt a i ned in respect of, inter 

alia , t he ava ilab le c apa cit ies, t he use of these c apa cities, 

the cost of transport,,..tion et c . 

( Hef er A:nnexure 6 p;:i.ges A61 to I.70 f or details 
cont a ined in this auestionno.. i re to I)ublic 
Service Hauliers c .... nd A;mexur c 6 pages L.71 to 
A76 for an a n alysis of s ome of t h e informat ion 
collect ed in respe c t of tho road transportation 
inc".ustry). 

i\' i th the a id of i nf orm,.1t i on in re s pect of t h e demand for 

a nd the s u pp ly of the tra nsport a t i on 61pncities of 

a lt e -:cnative trans Pormat ion mcd i u a nd the c os t of 

transporting var ious goods or cat egor ies of g oods by me 3.ns 

of t hese med i a , a s ound t r ansportation policy could b e 

a c .:.. icved. Since this informa tion is not y t: t ava ilablef it 

i s essentia l t h a t interim measures bG int roduced in 

working towards t he objec ·t i ves of t h e ult i mate long-term 

policy . 
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PART III 

Sinc e 2. long-t er m trr.ms port ation policy cannot be 
put into effect ov~rnight, pos sible i nterim 
measures which in t he meanwhil e could yield 
ec onomi c and other benefits are discussed . The 
possible cost effects of diverting certa in goods 
t r ansport ation from r a il to road, and vice versa 9 

are c onsidered . 
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CR.'\PTER 7 

PO ·: SIBL= r:TERH'i 1-:;ASlG E0 'JULS·:r ' O:ClKI NG 

·:r o ' A~:DS r r: I)~lOPOs:=:=i ULT I L". TE LOtTG -TKtL 

l' l i.l\TlSI)O::tT A.TI ON l)OLICY 

7 . 1 . Introduction : 

Any recommenda tions in r espect of interim meast,res to be 

adopted in ,vorking towards a long- term uaximum . goods 

transportation system pre- su ppos e that t Le basic principles 
on which the long- t erm transportation polic? is formul ated 

have b een a cc epted. 

Briefly t rie basic principles for a. long-term transportation 

policy for :c11odesia as s c. t out in Chapter 3, are: -

1 . t hat both rail and road tariffs r oflect the 

cost of rail haulage a~d road haulage re­

s ;cctivel y for various categories of goods , 

2. t ~at the user hav e f ree dom of choice a s 
rega rds t he trans port a tion medium used to 

r.wc t his tr-i nsportation r e:;uirements, and 

3. t ha t transport ation s uppli ers bo afforded equal 
trea tmont as regards competition possibilities . 
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'l'hcse princi ,::ilos c s..n '.:Je refo r mul;::.ted to form the basis 

of ~ny intGri@ me~sures. 

a . The _:1ven>,ge cost of r :::c.il ,..,_11 . ro .·.;.d t r '.".n s:::)Qrt a tion 

of goods s hould be us ed ~s ~ b 2sis for det ermining 

t h e r al a t i vo economic t r nsporta tion dom~in of 

the respective c ompetitors . 

b. Th e us er should a s f ~r as is economic ally 

justifi ~bl e h ~ve ~ f reodom of ch~ice ~s reg0rds 

tr ·,_ns port [",ti vn mediums avo.il ·.~ble . 

c . The tr:,ns port z-~t i ,:m suppliers s hould 2-s f 2,r ::1.s is 

economic ~lly justifiable be affordef equal 

tre~t ment a s reg~rds c om,etition pos sibilities . 

The reason for t h e introduction of interim raea surcs or an 

int _rim tr?ns port ~tion policy; is to obt ain economic 

and othE:r benefits from an early move in the direction 

of the ultima te policy . The , urpose of this chapter is 

to fo r mulate interim rccomr:1endr:~ tions reg :--.rding the 

trr:nsport ... tion of goods in Ilhodesi:', . 

Al though tho om] h~sis is pla ced on a comparison 
of t r1e tr~ms porta tiori costs of t h e ~-thod esia 
:lr:ilw~.:.ys :~nc. J.)u-blic Service H:<.ulicrs , considera­
tion is also given to :ceconiIIl end c-, tions in r ee L-:-ect 
of priva te goods v

1
chiclcs vJhic l'~ a rc ope:r::'. ted on 

the vari ~11,;_s owners ovvn ,.!.CCOt,nt . These • 
goods vehicles ~re not pLrmittcd t o opcr nte on 
a :;·hi:r 1:; or rew2,r c_ bas is :: . but a rc a llowed to 
tr:0..ns port the J fart ic L,.l:::~r Oir;ner' s eoods c.::1ywber0 
in hhodesia 2nd t hus provide competition to the 
Eailwa.ys .:md Public Service Hauli er s . 
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The use of known transportation costs as a 

basis for the formul ~tion of int erim 

recommendations regarding ~ail and Public 

SGrvic e Hauli er computition : 

In the absence of a ccurat ely det ermined trans portation 

costs in res pect of various &ooc's or categories of ; oods 

for both t he Llhodas ia ~ailways and tho Public Service 

Hauli ers . t he re wa s no other alterna tive but to accept 

average transportation costs as the basis on which interim 
recommendatior1s could bo for:mul9_t ed. 

A ?ubli.c ;:: arvice Eaulit:r can be defined as any 
road trans ~orter who has been issued with a 
perr.1i t in t crws of rhc Roac' s and __ oa C Traffic 
Act - Chapt er 289 of :·,:_odesia for tl:e purpose 
of using a motor vet.icl c or trailer in :l11odcsia 
for the haulage of goods for hire or roward on 
one or more occa: ions. 

In using average costs it must, ho ,, ev er, b e; kept in mind 

that a c ertain amount of deviation fro m t1:e average will 

always b e present. 'here possible tLis deviation should 

bo t aken into a ccount . For the ~urposc of illustration 

the following h1.,.pot l:i.e tical roac:l transportation cost 

information is considered: -
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Assume that three road hauli c:: rs provi ·.· s d the 
follo ~ing variable transportati on cost information 
for simila r conditions p~r ton-mil o of transport:-

Eaulicr No. 1 
Faulier ifo. 2 
Faulier No. 3 

3d por ton-mil G. 
3. 5d per ton- mil t; = ". verage cost. 
4d per ton'.""'mile~ . ·. 1 _ 

Hauli er No. 1 could . be· .considered ·: s .. the cost 
effici ent of the tLr oe hauli ers but ·would be 
penalized by a restriction on say t hu operating 
dist ance J llowed . resulting from a cost 
c 0muarison betweGn rail and roaf if a 3.5d ner 

~ . 
ton-rnilG road cost were used in the comparison. 
Eauli er No . 3 on t he oth£r hand would bo favour ed 
by tho use of tLe avc: rage cost of 3. 5c. per ton­
mile. This problem can b o minimis ed by 
introducing an extreme element of conservatism 
into t h e fi gures used in eff ecting a comparison 
between t h u alt crna tivo transportation mediums. 

7.3. ~nalysis of the trans ~ortation costs of the 

Rhodesia Railways and Public Service Hauliers: 

T~e purpose of an analysis of t he suppliGr's transportatior 

costs is to establish tho relative economic merits of the 
alternative mediums of transport ~tion. In principle this 
analysis is restricted to Public Service Hauli s rs in 

competition with the Rhodesia Ra ilways . 

It i$ interesting to note t l':.e vi ews of L • • ri. Lilne 
on tlle costs of al tornati ve medituns of trans port. 
• ..• i;Obviously it is impossible to state 
categorically that for this distance ~nd for this 
trafficy road will be Llora ec onomic tLan rail and 
for oth8r dis tanc es and other traffics rail will 
be more ec onomic than road . The answer in 
particular circumstanc es will dep end on these 
circums~~ne es . 11 

(Cf. a . M. Milne, op. cit., chapter V, page 113.) 
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The ~bovc statement ► however, ~ocs not i m~ly thRt a cost 

comp ·::t.rison of t r~e c os ts c f tr :J,:nsport ~: 'G i an of a lt crn,:ti v2 

suppliers i n res~cct of s ~ocific goods ov : r g iven r ou tes 

c 1-,.nnot :Je effoctecL :Cho em1:-haeis is on t ho ::J.1 .:::,rticuL-1r 

circurnst ·,:nc eE: :' which p1~ev 2.i l. Thes e particular c ircumst n.nc es 

a r e tl1e user ci r cumst :.1nces whi ch are t aken into a ccount b y 

the specific us er when makins ~ choice between a lterna tive 

tr:-=msport a t ion mediums . 

In thi s s tudy bro2.k- oven an 2,lyses between r a il 
8..nd ro .s .. d tr:.:!.nsport c:•.t ion were mCtde . f~ l though a n 
attempt Wl<..S not m2.de to c ~lcula te a brc '"' ... k- cven 
point for r a il :0Lnd ro ·.1d for p.1rticulc1r commodities 
over .J.rt ic1,1.. l ~-.r ro-i;:.t cs for }:)9.rt icuL.tr circumstances, 
the brc2 .. k-cven qnr~lyses ,.,._re indic a tive of n.:'.tional 
av er :-,.ges irresp ective of the product or rout c . 
The costs of r ~il a nd roar tr~nsport a tion a re 
discussed individually befo r e giving the break-
even a n 'J. l yses • 

. (Cf. E.C. Poolc>(op.cit., pages 90 to 94) 
· where a comparison is effe'cted between r a il 

and :;.~o a.d tr,msl)ort a t ion costs. These cost 
comp!.::_ri~ons also provic1_e an indic3.tion of 
freight rates based on the principle of what 
the tr!_=lffic c t,.11 bare, ~1.d their relation to 
co s t). 

7. 3 .1. Rhodesic~. Hailwr.;iy tra.nsport f'.. t ioi1 costs: 

At thi8 stage of t Lc devel opment of t h o cost ing s ystem 

employed by c· Jc :.cl.i.odes i ~'- :-::=dlvv :1 ys inform.·:, t i on on the costs 

of tran8 port i:c1g Sfl Cc ific goods or c D,tegorics of gJ ods. 

ovsr spoc ific r 2.il rou t es or cl. i st ,inc es , w?.s not ttv a il ;::,,b l e . 

The only c osts w .. icr . could b o c '."'..lcuL:.ted were: 

a . over a ll uv er agc Vc..,.,riablc costs of transporting 

one ton of ~oods over one milo, and 

b . the ::1ver .. "',g8 fixed t crmin.::l costs pe r ton handled~ 
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Iinnexuro 9 p;1p_:o A93 ... rovides an ans.lysis 
of the Lhodos i ,~ h e., i J.w::-.ys tr:1nsporta tion 
c ost s a s incur red euring the f in :ncia l 
ye ~r ending 30th June , 1965. Thes e costs 
we r e used in effecting ~ comp~rison 
b et ween r ,_.., il ;"'.,n r:. ro :,; d tr::1nsport a.tion. 

Tho fol l owing un it cos t s we r e ob t a i ned f rom Am.1.cxure 9 · 

page .'.93 t in r es pect of r ·::il tr '.7.n s port ;->,t i on oper ~~: tions: 

OpE. r a ting or r u~ming co s ts 

Admiaistra t ion and po l i cy cost s 

'l'o t :,1,l .-:-cvor ae, e VELri;:,bl c cos t p or 
ton-mil e 

s a y 

= 

= 

= 

0.8620d 

0.3441d 

1.2061d 

1.21d 

b. Avera ge fixed t e rmina l costs per ton: 

Shunting and ya.rd costs 
Traffic costs 

H0:ndline; costs 

Aver age tot a l f i xed termina l 
cos t :per ton 

= 55.92d 
= 29.56d 
= 169_. 25d 

= 254.73d 

= 255d 

Tnc :ib ovc uni t 'c of: t s f orm t he b2,s i s of t h o r Edl 
tr~n sport ~t i on cos t s used in t he av er age brc3k­
cv Gn ana l yses b et we en r a il ~nd roa d trans­
port ~t i on gi ven in pa r a gr ~ph 7.3.3 of this 
ch npt er . 
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7.3.2. Public :3orvice 3c,,uli er costs; 

The followin6 unit costs .,,re b ·:s e( on the info:"m:::.tion 

cont ,., i ned in ,-,__nnexure 6 pHg e A7 6 vvhich :provides an 

:in ";lysis of J.>ublic Servi c t:; H:~.uli cr ro c:.i.d t r s nsport .i:- t ion costs. 

fhe se costs a re b ~sed on a questionna ire which w~s s ent to 

the Public Service Hauliers: (Refer t\nnexure 6 page :_60 , 
:: ?ublic Servic e H-::'.Uli i) rs "Sn :iuiry :: ) • 

H. o::·.d tr?nsport -.tion unj._t costs~ 

(In Rhodesi ~n 2ence ) 

__ .. __ ··- - . 

Cost description 
5 

a. Tot ::.1 1 cost per ton-
Lli l e . 

b. Av er a 5.; e v ~triSt.ble cost s 
per ton-mile. 

c. Aver::.ge fixed cost 
per ton h ~:uled. 

La rgest 

4.98d 

2.88d 

139d. 

---
Firms 

Next 5 Next 5 

4.16d 2.95d 

3.15d 1.73d 

139d. 139d 
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7 .3. 3. Comparison of rail ~nd ro~d transportation costs : 

In order to com~are thE: costs of rail arni road. trans 1)orta­

tion us e is mada of tl. e technioue of cos t break- even 

analysis . The purpose of tLis techni ~u G in this instance 

is to determine over which av erage distance on□ fo r m of 

transport will b e □ore economi c a l than the other. It is, 

therefor0 , an obj ectiv0 tool for establis~ing a criterion 

which coulf b e us ed for t~c purpose of co-ort'ina ting 

trans~ortation moro efficicntlv. 

hathcrn8-tic ally the notation used for a mileage break­
oven point c a lculati on is as follo ws: 

M = !\. B 

X - y 

U = The break- even point in terms of miles, 

i. L., t hat distance for which the total 

cost for one ton of goods using road 

transport woul o equal the cost of rail 

transport. 

A = f v erage fix od t erminal aost per ton in : 

r espect of rail trans portation of goods . 

B = Av er a ge fix od cost per ton in respect of 

ro a d transport a tion of goods. 

X = Variable cost per ton-mil e by road. 

Y = Variable cost per ton- mil o by rail. 

If t he variable and fix ed costs per ton- mile a.nd per ton 1 

as d et ermine? in paragraphs 7 . J .1.1 . and 7 . J.2. fo r r a il and 
r u:.:.d tr -: .. nsportat ion of g u•;dz r (:j :-.: :ricct i v el y , are 3U°bst i tut Ld in . 

the above equation the following break-even point s are 
d erived; 



a . 

b. 
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For t :::. e fi v 2 l a rgest roac h auli or fi_~~l! 

comparison with the ~ailways : 

r.1 = 255 139 
2.88 - 1.21 

= 116 

1.67 

= 69.4 

Li = a pproxima t e ly 70 mil e s. 

Rail transportation of goods in this instance become s 

mor e econ omical than road transport after 70 miles , 

which is the brea k-even point in the above comparison. 

For t he n ext five l a rgest ro a d hauli 0r firms 

in compa ri s on wit~ the Railways : -

= 

= 

= 

255 139 
3.15 - 1.21 

116 

1.94 

59.8 1 

approximately 60 mil e s. 

In t'his c a se rail transportation of g oods becomes more 

economical after 60 miles, which is the break-oven 

Eoint in the above c ompa rison. 
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c. For the third fiv G largest road haulier firms in 
com~arison with the Railways: 

255 139 
1.73 - 1.21 

= 116 

.52 

= 223.08 

= approximately 223 miles. 

In this instance rail transportation of g,oods becomes 
more economical after 223 miles, which is the break­
even point in the above comparison. 

7. 3. 4 .: Average break-even posit ion for the above three 
[roups of road hauliers in comparison with the 
Rail Nays: :. 

In the above break-0ven analyses the calculated break-even 
points were 70, 60 and 223 miles respectively. 

An average break-even point can be calculated by a pt lying 
the number of road vehicles in each group of 5 firms as a 
frequency value in the following formula:-

I') --Xm = 2-- ,. :x;. 
1 1 

~ : I 

n 
or 

Xm 

n 

/where Xm 



whe r e 

Xm = 

x. = 
1 

n = 
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The a verag e brea k-even mileage in 

exc ess of wh ich rail transport a tion of 

g oods will be more economical than t he 

road trans port a tion of g oods. 

The number of v ehicl os in each of the 

g roups of the 5 ro ad transp ortation firms 

for which in~ividual comparisons with the 

Ra ilways were ma de. ( Frequ ency v a lues). 

The break-even distance for each group of 

five firms mentione d above. 

Total numb e r of road v ehicles (refer 

Annexure 6 page_ . A76 ) 

By substituting the relative values in the above formula t he 

fol l owing is obtained: -

X = ( G43x70) + ( 193x60) + ( 31x223) m 
1117 

= 592010 + 11580 + 181063 
1117 

= 882653 
1117 

= 79 .3 

Av or~ge bre~k- e v en distance= approximately 80 miles. 
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On a nationa l average basi s rail transport ation of goods 
becomes more economic a l than ro ad transport aft er 80 mil es. 

On the basis of this ana l ys is it is r ecommend ed t hat in 
principl o . a break- oven di s t ance of 80 mil es be us ed as the 
basis on which i nt er im measures a r e f ormula t ed in res pect 
of rail and road transportation competition. 

... :~. 

As r ega rds t he comparison wtich was made 
of t ho transportation cost s of the Railwa ys 
and Public Sorvic e Hauliers, it should be 
r em0mb ered that aver age costs wer e established 
for the calender year 1965 only as post - U. D.I. 
information was not £or .. publi:ba.'tlon . This 
aver age co~t analysis can, ther efore , only s erve 
as a guide for a possibl e interim policy until such 
time as more r ocont transpor t ation costs in 
r espoct of rail and ro a d b ecome available • 

7.J.5. Built-in conservatism in t he mil eage - break-even 
point calcula tions in r es pect of t h e rail versus 
ro ad transport at ion of goods : -· 

The ro ad transport a t i on industry i s favoured by th8 break­
even ca lcul~ti ons for t ~e follo wing r easons : -

/a 



a. Since information rel ative to the capacity 

utilization of ro ad transportation v ohicl es was not 

r o2.dily availabl e , t he variable costs par- ton-mil e 

of road transportation us ed in the calculations ~ 
w8re in t er ms of 100% capacity utilization. It can 

safely b e assur.iod tha t a capacity utilization of 80% 

would in fact b e reasonable as regards road motor 

trans portation of goods. If the break-even c a.lcula­

tions were bas ed on t h is uti lization factor t he 

following break-even points would b e derivod: -

Five l arges t firms 

Next five largest firms 
Next fiv e l s rgest firms 

Aver age br e&k- Gven mileage 
for 15 firms 

approximately 47 miles. 

approximat ely 43 miles. 
11 122 miles. 

approximately 52 miles. 

The above break-oven mileages are based on the 
vari~ble costs per ton-mile of each of the 
groups of five firms multiplied by the factor 100 • 

80 

b. Tho variabl e cost per ton-mile in respect of the 

R~ilways included an amount of £5,226,446 in respect 
of ·• empty running'· of goods rail trucks. This 

anountod to more than 251:i of the total running cost 

of the ~ailways for tho year ended 30th June, 1965. 

( ~~~ f er ~~nnexurc 9 

running" cost figures). 

page 1.93 for" ~mpty 
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c. Tho ~dministration ant Policy costs of £7,692,730 
(Refer ~nnexure J 9 pageA93) were fully allocated 
to the goods transportation function of the 
Railways. In actual f act, however, a certain part 
of these costs cotilC have beon allocated to the 
pass(mger transportation services performed by the 
RStilways. 

d. llrovision was not r.iade in res;iect of Public Service 
Haulier costs a s regards their share of the costs of 
providing and maintaining adequate road systems. 

In the publication - "Highway 3conomics ·with 
special :reference tu T.he Republic of South 
Africaf Part IV Chapter II, · page 267 - by 
~. E. SchGukogol,considera tion is giv~n to 
various t cchni r:;;uos which could be used. for the 
apportionment of highway costs to various 
classes of road us ers. (Unpublished thesis 1966 
Stellenbosch). 
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rhe use of the rail/road transportation break­

even dist a nce of 80 miles as the basis for 

formulatin~ inte rim measures:--

In t erms of the reformulated basic principles which form 

the basis of interim measures the straight forwa rd 

introduction of an 80 miles limit a tion on the operations 

of all Public Service Hauliers would not be feasible . 

The reas ons for this are that the transportation us€r 1 s 

fre ed om of choice would be impaired b y such a restriction 

and that transport a tion suppliers would not be afforded 

equal treatment as regards competition po8sibilities. 

Vested interests would, as far as possible, have to be 

t&k~n into account proviced the transpo~tation services 

off e r ed by these interests could be justified economically . 

measures which could be considered during 

trie int e rim pe:r:_iod :--· 

Var ious Eeasures which cou ld be introduce d are considered 

below· in respect of : -• 

Public Servic e Hauliers~ 

Own ac c ount transporta.tien sln-. r." J . !'!'!_.y . . ... 
Rho d es ia Railways 

7 . 5.1. Public Service H~uliers: 

/7.5.1.1 . 
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}'ub_lic Sc_!,__v..l.cc H,1.uli e:rs [.:.t pre~..9...nt in 

£O SSG§.S i on _ of r ;,d~ .:e_c rmi ts~ 

.'~ t present -1 numb e r of Public Scrvic G H8.uliors arc gr2i.nt ed 

tr~.ne port :c~ t i on r a diu s p or rn i t s whicL r estrict the ir trans­

port [).tion op -::; r :-,,tions to f:, ivon ::re ,,.s s ituoi tod ';l.round towns. 

'.r h ese r ~1dii i n cert ,.·in inst m1cos :~~re ,:\s gre -! t a s 120 miles 

from J i ven c untres . 

It is sugg ested tL.::1 .. t I:hoc:_osL .. , b e d ivic1ed into cont roll ed and 

uncontrolled ~ro ? s for tho purpos e of introt ucing tr~ns­

port n t io11 :.estrict i ons . Controll t::d '.J.re :.:ts I ' i t r~ a r adius of 

40 mil es wo~ld be situa t ed ~round r ~ilw~y lines and would 

h a ve a s eent r ,.l points towns si tua,ted on these r 3,ilvm.y lines 

·r11e obj ects of h ·.1ving controll ed trD,nspo r t a tion e.re r-.s would 

b e the following ~ 

i. ·r o ensure t h;~. t ndea u -'..1. t e ro8.d transportation 

CBpscity were a vailGbl c in a p3rticul3r a rea 

to me et t ho dem:csncl. in tLat a rea . Cut .. throat 

competition would be dliminut et ~ oinc e a f a ir 

b a l ::=mce between the s u -!ply of and t h e demand for 

tr~nsport 2tion c2pacity could be es t ablished . 

ii. To ~llow freG competition between r ail and 

iii. 

ro a d \•i i thin t he bound ..:Lr i c s of controll e d. a reos ·• 

To simpl ify the control of trans9ort 
opera tions within tho areas. 
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Dot r>.il cd cons ic?: or --- tion 'NOu.ld h ·iv8 to bu 6 iv;:;n to tho 

bound:;i.ri0s :., s NE'.:ll ~-'-s tht.: c iJntro points of t}:iase 

r:roa.s . All l arge J"owns on r 2. i l w,"'..y line s cou.lc. bo 

conside r ed for ccntrc l point s . fhis mi ght, Lowev0r, 

r esult in a n ov~rl pping of 2r0 ~~ ­

ad j a c ont s r o ~s could be consider~d . 

Alt 0r n2.tively 1 

Tho contra points 

of t l':.o so 2.re~~s could ·u c Bt·l:J.w._,yo , Gwe lo, Gatooma, 

S::::i.lisbur y , Lion's D,;n, Fort Viet ori :1 , Um t a li, 

Hc 2dlands and ~ ost Nichols on. 

All a ro ~s wh ich ~r o not cons i dered a s c ontroll ed 

would be cl ::\ssed ~1s unoontrollod a re ,2,s. These un­

controlled a reas a r c not served by r a ilwey linos . In 

creqting controllud ~nd uncontrolled a ro2s pos sible 

dise,dvo.nt a gos might a rise. All ex i st i ng pormi ts, for 

ox mnp l o , v,ould l1;:;i,v e to be :::-- ocons idered in order to 

effect a r o-classifie~tion a s reg ~rds r a dius restrictionE 

and &rcas. 

This could c Rusc =n a dministr~tiv0 problem a nd 

miftht possibly l e nd to int crim hardships as reg::::rds 

speQific v estc t interests. 

An a n :.tl ysis of existing Roa d S e: rvic e-':?;'e Bo a rd 
p0rmit E preso~t l y in fo r c a should b e mad e in 
order to es t ablish t b e oxact magnitud e of 
this r e-clas sifiQ~tion probl em . 

If oxisting por n it s coulc. , as LT 2.s is c conomic e.lly 

possiblo , be rot 0 in2a -~ tho chsru:pt i on whic r ... would bo 

c · ·us ed.\ would be lir.1 i tcd . Vest ed int ere s ts would s1. l s o b0 

protected fl S reg:":',rds S!K:cific op a r : tional c1..r e as . Tho 

dis o.dva ntagc of tl::o existint: r 2_a ius :;:,crmits is tha t 

b e c ~usc t l'_c ::ireos c ov orcd by those uGrn i ts ovcrl c..P one 

another tr cmL. nc3-ousl;r tho pl anning for r1nd co-

ordin~t i on of transport a t ion capaciti es to mo ot tho 

domo.nd a.r e th0r eby h ampered . 
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Recommendations in respect of existing 

radius verr:ii ts: 

It is recommended that t he creation of controll ed 

and. uncontroll ed areas be g iven serious considera­

tion. Public Service Hauliers who are in 

posscs : ion of existing radius permits should 

qualify for tte new proposed 40 mile r adius 

permits. l' hese n ew p€rrait s would in principle 
r estrict their com~etition with the Railways to 
within the boundaries of t he proposed controlled 

areas. 

Controll ed a rea permit holders should be all~ved 

to transport goods to and from any uncoatrollcd 
area to the controlled area for which their permits 
are valid. Their n ormal transportation operations 

should, however, be restricted to their newly 

allooa ted controlled areas. 

Permits should also be issued to hauliers in un­

controlled areas. Uncontroll~d a rea permit holders 

should not be restricted by r adius permits and 

should be al l owed to carry goods between controlled 

and uncontrolled a reas. They s hould, l:.owever, be 

restricted from coll ectinf goots within controlled 
areas and delivering the s ame g-oods in the same 

or any other controll ed area. 

Provision s hould ~lso be made for s pecia l area.­
interlocking permit s which should be grante~ to a 
limi ted numb er of t he controllec area perr-1 it 
holders. rhe purpose of these area-int erloc l:ing 
-perr1 i ts .,,- ould b e to a llow the transportation of 

gooes between a d j a c ent contro ~led a reas. Since 
a r a ilwa y line bet \v ean t wo adj acent controlled areas 
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coule covor 3 fistance of at least 160 miles 

(i. e . four times the length of the radius of the 

controllet areas a round the railway line), it 

would be essent i al to plac ~ a restriction on the 

dist ance over which the road transportation of 

goods can be undertaken. 

This distance restriction could be effected by an 

enc. orscment on the pcrmi t which would specifically 

restrict the road transportation of goods betwe8n 

given c entres which are more than 80 miles apart. 

7 . 5.1 - 2 . Public Service Hauliers at present in possession 

of open permits and rout e ne rmits: 

Op en pcrrr1i ts which enable a haulier to carry goods anywhere 

in .:{hod esia wo re grant E: c. t o a numb er of Fublic Service 

Hauliers. Route permits cover the trans port a tion of goods 

over g iven routes b et ween specifi6d centres. 

Tr~ese permits, toget:t.er with r 3,dius peri,:its in excess of 

40 miles~ provi~e t he largest area of competition between 

r a il and ro a~ and tho problem of rail/road co-ordination 

must bo faced particularly in t l:is competitive area . 

Recommendations in rcsrect of existing :open,. 

pormits and rout e permits: 

In accordan c e wi t L tL.o reformulated basic 

pr incipl es in r espect of user fr ee dom of choice 

and e~ual tre a t ment of t ransportation s u ppliers, 

it is propose:d t ha t open permits and route 

permit s bo ret a in L- d by exis ting permit holders. 

It ~ould, howe v er, be necessary to impos o certain 

restrictions on t l':.E. SE: pormi t hold E.. rs to obvi ate 

unfair competition wit .:~ the Railwa ys on long 

distance haulage . . 
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In ord e r to ensure that transport users have a 

fr ee choic e of tra nsport a tion mediums . and that 

fair comp etiti on exists between long t istance 

road haulage a n c railway trans portation the 

introduction of 2n interim price mechanism should 

b e considere~. The purpose of this price mechanisn 

would be to work towa rds t he objective of tariffs 

which r efl e cts costs. 

Long d istan ce trans portation l evies which could 

b e paid to the Railways to compensate t hem for any 

lost traffic~ could b e impos ed on Public Service 

Hauli ers. Alt ernative l y 1 the l evies could be 

paid into a centralized Government fund which 

could b e us ed for the purpose of sub ~idizing 

uneconomic tra nsport 9. tion op erations imposed by 

th e n a tional interest. 

Long dis~ance levies should be c a lculated in 

respect of t he existing t a riff rates of the 

Rhodesia Ra ilways . These levies should be such 

tha t t h~y approximate the differences in cost 

betwe ~n tho alt ernative means of transport. 

Tho Public Servic e Hauliers at present c harge at 

l eas t thc_railway tariff over long distances. 

If a l evy is paid to t Le Rai lways it might b e 

found that t hese hauliers could in effect rais e 

thoir t a riffs to above tha t of the railway tariff. 

ThG ris e in the road tariffs would then off-set 

t he l evies. 
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, 
Tr a ns p ort a tion l evi es cou l d b e b a s e d on ; -

a. a fix e d perc entage of t he r a ilway 

tariff for the g oods trans ported 

ovGr a g iv8n di s t a nc e , or 

b. a fix ed l e vy per annum based on the 

capacit y of t he ro ad v ehicl e s employed 

ova r long di s t a nc e s . 

. ·· 7.5.1&3 ■ Gen eral conside r a tions for a ll c a t egori es of 

Public Se rvic e Hau l i e rs : 

a. Improved c d pa ci t y utili za t ion : 

At p r esent t he Hoad Servic E~; oa rd is s ues 

pe r wit s to Pub l ic Servic e Hauli ers. These 

p Gr mit s a r e based on op e r a ti ons r e lative to 

g iven a reas (ra dius a nd ot h e r wi s e ), rout e s and 

products. 

Ca pacity uti l i zati on of v ehi cl e s is oft en 

hamp er ed, s p ecific ally wit h r eg 2.rd to pu r r,1 its 

wh ic h r estrict Pub l ic Servic e Hauli er s to the 

tra n sport a ti on of g i ven p roducts. 

It is f Glt t hat c a p a cit y utili zati on of t te s e 

v Gh icl e s cou l d p oss ibly be increased if op en 

p6r□its we r e g iven to Public Servic e Ha u l i Ar s in 

a g iven a r ea or ove r a g iven rou t e . Th i s would 

al s o i n cr ea se c omp etit i on b c t ~ ccn th e hauli ers in 

t hese a r eas s o t hat i n e f fi c i ~nt haul i e r s would 
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Long_ d1is tanc e trans portation exceptions : 

Certain exceptions woul~ have to be made with 

regard to tLc r oad transportation of goods over 

long di s tances. rhese exceptions can be 
cl.ass±fiGd into two c.istinct c a t egories: 

1. Permanent exceptions: 

Per man ent exceptions should only b e granted 

to t .._os c products w}~ich for t echnologic.:t.l 

reasons cannot be transport ed by rail and may 

includ e awkward loads, fr esh farm prod.uce, etc. 

_ 2. Temporary oxccntions: 

rem~orary exceptions woult have to be ma de in 
cases where the Railways, for one reason or 
another, are unable to cope with the 
transportation ~emand. ~hese exce ptions could 
b e granted on a permit basis and could either 
b e trip-ori ent 2t cd or product-and period-

orientated .. In instances where the 
Railways could provide the s ervic e. but wh ere 

due to spacial user circumstances long 

distanc e road haulage must b~ used . c~ecial 
per mit fees and road transportation l 0vi es 

could b e introcuc ed. 

(Ref er Anncxure 2 pa ge A20 for the views 
of Public Service Hauliers on various 
aspe cts of the transportation industry 
in 1-tho clesia ). 
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7.5.2. Own a c c ount tn::ns uort c-tt i on suz:..lJs..E.£: 

TherE:: a r0 v ~~ri ,Jus groups of own ,1.cc ount t r:),n s;'.)ort .::: t i on 

su_; pli ors w1, o :3, t :' -r0s2nt r:~ o p cr rni t t u~:. to c--,r ~--y tho ir own 

Co~'1D or c o ~nd indus try, 

Agricultur o, ::..nd 

r.: i:ning . 

Own o.ccount tr-,, .. n sport :, tion suppliers ~~. r o not I)crm.itt ed to 

trans port ~oo t s on ~ hire or rewar d b a sis. 

1't osc own a ccount tr:·~ns port : •.tion sup_pliurs coulc. b ecome a 

s erious competitive t hrc Qt to both the TILodesia Railways 

:111.d Public Servic e H:'.uli ur s i f restricti ·ve mu:l.SU!'c s a rc 

n ot intro0.ucod to control t r ... u cxtoi1t of t ho ir opor-:., t ions. 

7.5.2 . 1. 

7.5.2 . 1 . 1. 

hGcamrncnda tions L'l r espect of own account v ehicl e 

Cor.amorc c ;;.n d: industr;y:_ 

Si n c e commerc e ':Lnd industry a re g_ene r a lly situe tod in town s 
' 

and j thcrofo .a , no Rr r a ilho~ds . a radius restricti on of 20 

milos would ;:.1,:t)pcar to be more t hP.n suffici ent to a llow the 

t r ~nsp ort ~ti 0n of ~cods from suppli ers to customers or to 

th ,J n oarE:st r F.. ilh:;:i,d . A spc_,i r-i, l pcrmi t nood n ot bu obt a i ned 

for t his tr~nsport ~ti on. Tl1is µre p os ed r es tricti on should 

on l ~ ~pply i n the controlle d a roa s. 

Com:wrci a l .. t.,: ;.d industria l t r '.:msport between tl10 2 0 'u1d 40 

mi l G r a.dius lhui ts woul6. p1~oba.bly be .:.1bsorbcd by :eub lic 

Soriic e H~uli ers a s ~ rGsult of their lower costs of 

tr2nsp o:t. "t,'.'ition over st.orter di:;st anct:s. 

(Hofer Annoxurc 12 page Al59 
for t Lo relative import ance of 
~ommercia l ~:md other v ehicles in 
Rhode s i a ). 
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Comm0rc c and i n dustry shoul0. b e :1,llowo d to '.:!. :p~:ily for 

s J f;Ci:' 1 ·· 0 r i:1i ts to c ::-,.rr y -c h oir own r ood s ov1..;r C:ist .-' n ccs 

c::rc ::,t or t h nn tr~os;.,; i m;1 os ot by t Le: 20 mile r ,., dius 

r est r iction. Long· d i s t ::mc o tr -·· .. Ls :9ort ctti on levies could 

b o introduc0d ~h 0ncvcr t ~osc s p cci~l permits are issu0d. 

Corn.~ c r cu A,nc_ inrlustry c oul:3. b u t·:llo,vcd to f orm tra nsport 

sy:nc7.i c ::' t Gs op c r .. ting on bC;:11,.: lf 1Jf their ID ..)mb ors within 

t h u impos0d r ~~ius r estrictions . 

7. 5 .2.1. 2 . 

:D\:tr me:c syndic n tcrn s h ou l d. ~Jo r r 2-11tcd s pcc i2.l p er,:i i ts to 

carr y a gricultlir,.~l ;1roc.ucts :C?.:::-1d r e qui:cG~h m t s only . 11\hcy 

sho .. ld.~ h owuvcrs be subj oct od. to t }1e s n1.w r a diu s 

::: ·c st r ic ti~ns a s :,.'ublic Servic e U::,uli crs . Synf: ic a tos 

should b o a llo,rnd to trr,n sport g oods for ·choir r.10rab c r s 

only . This tr2.ns port a ·cion could l:. o rcgc:srd ud ~s 

tr~ns port ing on t heir own a cco1mt . 

Cort a in exc eptions woule~ a s f ~r e s r a dius restrictions 

a r e conc e rned:~ have to be m2,dc f or f rosh f s rm products 

which h 3v o to ~ o trRnsport cd to mark ets . On t h use trips 

a gr ic1;,.l tura.l 2~0 :1uiremcnts could tG tr:ms port Ge. b ack to 

f 2.rms . 

( Ref or Ann r.; xu:co 4 p ag;;; s A45 to A4 9 for 
t he trcms:oor t --:;_tion ro ':! ui rcm ,,nts of 
acricu.l t u rc ..-::8 se t ou t i n a mcmor-J.n dum 
prc:rar Gd by '.; ho _ .. h od os i ,_., Na ti on a l 
Farru or s 1 Uni on) • 
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7 . 5. 2.1.3. 
s oci ut i Gs: 

Those soci ot i ,J s shoulc1. in princi _n l 0 b o sub j oct cd to thu 

20 mile r :c~i us re:st :.- i c ti cns im1)o sc c_ ,.n1 cof'.1, .. orc c 2,11d 

indu s t J.7 ,. ::-.s r Gg.~u:ds t h0: ir tr,_rn3 ·i:1 ort -:--, t i on :cc c_nir crnonts 

r0lc:-,tivu to pro ( uct s s,)ld -a1.c1. 'oou,:::)1t b y t l1u n. i\ s peci :~l 

p c:;.~r:1it could ;:i c c ons i ccrcc1 l o::.' ;~:,osv soci0ti 0s for the; ir 

20 mi l os . 

Th0so soci otics should ~ls o be ~11o~cd to a~ply for ~ul l 

Publ ic Servic e I-I , ..... u l i cr pcrr,1 i ts :.'.nd shou l d :::- o subj 0ct cd to 

t h o s::i.m ~- res trictions 1r.1t, contro l a s oth •::.; r J.'ubli c Servic e 

Enuli crs . 

7.5.2 .1.4 . Individua l f r.rml!rs: ----- - - ---
IndividuQl f c rmars s hould bo a ll o,! cd f ro~dom of □ovcmunt a s 

reg2. rds t heir own t r :· ns1,o:::'t . Thuy should , h ovvC:::v e:r , n rJ t bo 

p e r mitt ed to c a r r y goods for h i re or row~rd s s this could 

l c.:1,d t o r~ scri ,.lus disru ption of cLo trans J)ort a ti on indus try . 

I.1ining: 

fhc mini n g : ndustry shoul d be a llow0d to use their own 

transportation fre .:l y to t r .-111.s port 2.ny rc c; uirc:r.1-:.,nts or 

product s to t l;_C 11G1~~rost yrinc i :i;i].l town · · .. i n ins t c~:'lc Gs Hh c rc 

they ara n ot situ~tcd nea r r s ilh o~ds. Spac i a l pG rmits c 3n 

be c ons i deroc~ for l one; d i st c:m cc tr~, n s p ort :-c ti on . 

7.5 . 2.1.6. Other nriva to goods v ehicles : 

Othar privQt 0 g oods v 0h icl cs ~houl d be restricted to a 

20 mile radius in t ho controll ed a rcRs whGr c thay ma y 

only o;Ja r e.to on r:.i1. own swcount basio. 
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Implem entati on a n d c ontrols: 

ThL i r,1p l umcnt a ti :::m of 'the p ro p osed i n t er i m me a sur e s s:hould 

b e suc h t hat a ~mooth tr~ris ition fs eff e ct e d which will 
, ' 

c a us e t he l e a st possible ~isruption to t he tra n s por tation 

industry . Any controls which a r e introdu c e d should b e a s 

simp l e as p os s ibl e and c omp ens at i on cla ims whic h ma y arise 

a s a r e s u l t of t ho int erim measur e s s h ou l d be rostric tcc to 

a minimum . 

r h e implementation of t h & p ropos ed int Grim measures c ould 

b e done i n t he foll owing ~ fpur stages: -

1 . Tho ~ro , osed 20 ~il e radius r estriction on 

commerc e and indu s try s hould b c c on c t he f irs t 

int e rim meas u re to b u introdu c ~d. Th o eff e ct s 

of t h is r e st ricti on c annot b e , rcdc t arminc ~ ~nd 

it will b e n~ c ~ssar y to wait a n d s ee what happens . 

The r esult of t he r e strictionf howc v Gr f c an only 

b e a posit i v e on 2 a nd should l oad to an inc re a s ed 

d emand for ro a d servic e pe r mit s . In orde r t o 

ov e.lua t c t t. c tra n sport a tion dor.1a.nc. e ff e ct s of 

this 20 mil o r ost riction on t ~ c d iff or ont Pu blic 

Se r vi c e Havli c r c a p a ci t i cr ,:· it i s impu r a tivo t h&t 

s t a tistica l information b e a va ila bl e a s r egards 
11 b cfo ro and a ft ...:: r :· tonn a g e d ema nd. 

·r he a dditi ona l c. er,1and f or Public Servi ce Ib.uli c r 

pe r n i ts r e s u l t ing fr om t h e r ~s tricti on shou ld n ot 

b e d oalt ~ ith on a n a pplic a tion bas is. Pc r□its 

should b e a l l oc a t e d b y t ho ~ oa d Servic e Bo drd to 

tho so h auli e rs who a ro in p oss ~s s i on of r a dius 

pc r□its which c ov e r an a r ea in exc e ss of t hG 

proposed 40 mi l e r a dius . 
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The socond interim measure to be introduc e d 

should b e stov s taken to d ivert une conomic 

s hort distance goods tra ffic from rail to roa d. 

Onc o again t t.e eff e ct of this measure can only 

b e a positive one a s r egards tho demand for road 

trans portation c a~acities . ~n increased demand 

for road service permits could a gain be expected . 

The demand f or a ddition~l c a pacity could be used 

to comp~nsat o or off- s e t th0 probable drop in 

c a pacity re quirements wh ich could occur a s a 

r a sult of the impl ementation of tho other 

interim measures. 

The next:. me a sure t o b o introduc ed shoulc:1 b e 

the introduction of long cistance ro a d 

transportation l evi es . As a result of the 

introducti on of t~0se l evi es a probabl o decrease 

in long dist ance roa d trans port a tion c apaci t ies 

coul ~ b e expected. rhis decre a se would be off­

set by t hL increas ed dom~nd for c apacities dealt 

with above. 

As r e g a rd s t h0 issuing of n ow pe rmits to 

agri e u ltur~l synd ic 2tes qnd f a rmer's co-opera tive 

so ci et i es it i s rc coumand c d t hat those should 

on l y be grantod after thG cbove measures have 

b e: on introcuc ed. 
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In order to enforc e the various interim mGasures 

a dequat e l~~tLe introduction of the following controls -~ 
could b e considered: -

a. 

b. 

Vohic lE: identification a nd p crmi t ·oontrol : .L 

Compulsory vehicl e i dentification should be 

considered in re spoct of : 

i . . _; owne r , 

ii. p e rmit group , and 

iii. transport a tion authorization - e .g. 

a r ca/rou·te, etc.. 

All v ehicl es should b e ~a de to carry and 

dis p lay id entific a tion bo a rds. 

rrnnsportation pira cy control : ~ 

It is appar ent that a cons ide r ab l e amount of 

p iracy 1s 0xp~ri enc ed from privat e h a u l i e rs who 

do not possess public s e rvic e vehicl e p e r mits and 

who, the r e for~, are not a llowed to tra nsport 

g oods for h i re or r cw~rd. 

On.c Public .. Service Hnuli c r expres~ecLblh.s: opinion 
on pirncy,as follows : 

It is f elt theta priva t e haulier whe thor he b e 
engag ed in agr ic ultur e or ineustry, is a lways 
t .::mp t e d to use his v ehicl e other than whe:n it 
is fully occupi ed for tho carriage of go ods. 
Unde r tho proseat sys t oo no cont rols ex i s t which 
prohibit t ho pr iva t e hauli e r in any way 2nd it 
has b c on this company's cxp ~ri cnc e t hat there 
has b e0n a vas t increa se in t Lo amount of 
pira ting , not only by single vehicles, bu t by 
pe rso ns operating fleets of own purp os e .v ehic l es . 
Such p ira tin£ is obvi ous l y to the d e trim ent of 
a uthorized pe r o it ho ld e rs a nd in the long t e rm, 
not in t he n a tiona l int eres t ;: . ( Sourc e: ­
~u os ti onnaire answe red by a ?ublic Servic e 
Haulier) . 
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The above vi ew is fully s upport ee . Ov er and 

above tLc restric t ions whic h wor e proposed on 

como0rci ~l, industri a l and othar private 

v ehicL2:s it is furth err.iore r ocor;imt.:mc'.od t hat any 

pira ting should b e subj cct H: to s eve re punishment, -

such a s : 

1. Confi s ca tion of v ohiclos involved ; 

2. Confiscation of goods transport ed ; 

3. He avy fin os/imprisonr.10nt for pir2,te 
opora.tors; 

4. Heavy fines for us ers of p irate vehicLe.£: :• 

Better control could dlso b e ~chieved by 

inc reasing t he existing number of Road S8rvico 

Bo~rd inspec t ors . 

Control cou ld a lso b e a chieved through the 

transportation cconor.iics int elligence ~yst em 

discu~s ed in Chapt er 6 , 

All pormi t hold ers should. b o subj ect ed to 
v ohicl 2 inspections , v.:ch-io.le;1_,.;CliX.t:i,-f iQ.C1.tc~,:-- ,. 
;.)( r ~ ti.1 - ~., ,·: I , .. t i. 
of fitnes s , 0tc. 

(R ~f ur hnn oxurc A2 pac0s A2 0 to A31 for 
t L.o vi c:vs of s0lGcto( I'ub lic Jo rvico 
H~~l i crs on r egul at ions inc' c ont rols). 
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Possiblo effects of int e rim measures: 

Tr.c introduction of intGrim measur e s is of significant 

importanc e a s a mov e is a lready b e ing 0 3de in the 

dir e:cti on of t h ..::: long-term tra nsportation policy. 

During t~e int e rim p0riod the alterna tive tra nsportation 

mGdiums would be guide d into the tra nsportetion fi e lds in 

wL.ich t:r~ c. y coulc, make t ll e b os t us o of the available 

sc a rce productiv~ resourc e s. Thc s o b enefits c a n only be 

achi ~vcd for Rhodesi a if particular int e r e sts a re treated 
I 

as s e conda ry to the nationa l interes t of the country. The 

introduction of int e rim me a sures could he ve the following 

eff ects for the v ~rious cat egories of road tr~nsportation 

suppliere and t he Ra ilwa ys. 

a . Public Service Hauliers: 

1 . Positive effects: 

4. . Incre a s ed tonna ges s.nd protection as a result 

of tr.e g eneral 20 mil e radius r e striction 

propos od for commerce and industry. 

i± . Bett e r utilization of transportation c a pacity 

~s a r e s u lt of the lifting of the present 

r e strictions r elative to the transportation 

of sp e cific goo r s . 

iii . Increas Gd tonna g es as a r0sult of the 

propo~ et div~rsi on of short distance 

trRffic from r 8 il to ro s d . 
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iv . Increased tonnage s a s a resu lt of the 

tra n snortation of r oods from controlled to 

uncontrolled areas, a nd vice vers a . (In 

princ i ~le t h e p ropose t 40 mile radius 

restriction only limits Public Service 

Haulier oper6ti ons a long r a ilway lines). 

v~ ~q ual treatnent of tra ns portation s uppliers, 

since t ~e issue of all ro dd service permits 

would be subjected to t he s a□e conditions 

regarding veh icle ins pections, certifica tes 

of fitnes~ etc. 

2. 

i . 

Negative ~ffects : 

As a result of the lifting of the 

r es trictions relative to the tra nsport &tion of 

s,c cific g oods~ increased competition between 

hauli e rs could be expected. Cut-throat 

competition, ho wever, s t ould not be allowed as 

this would be harmful to the industry. The 

im, lementation of minimum freight rates b a sed 

on information supplied by Public Service 

Hauliers could be considered. 

ii . A limited number of Public Service Hauliers 

who a t p resent a re in possession of radius 

permits in excess of 40 miles could be 

severely affected. These permit holders 

should be g iven specia l consideration when a 

re- allocation of permits is considered. 

iii-. r ossible competition fro□ farmer syndicates. 
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iv . The introduction of lon~ distance transporta­

tion l evi e s 1 the purpose of whi ch i s to move in 

the ultimate dir e ction of t a riffs flh ich 

reflect the transp ortatioD co s t s of the 

a lt ernative s u ppliers, would result in a 

decrease of tonnages tra nsported by long 

dist ance Public Service Hauliers in 

possession of open and route permits. 

Conun e rce, industry and agric .ltural societies: 

1 . Positive effects ~ 

i .. As a resu lt of t h e proposed special p ermits 

as regards transport a tion of :i own c1ccou...-rit ·· 

g oods over dist ances in exc es s of a 20 mi le 

radiusy commerce, industry and agric~ltural 

societies?/ would be forced to adopt a more 

rational approach to their own transportati on 

costs and capacity utilization. This could 

l s ad to a recrease in investments in t rans­

p ort a tion capacities as well a s an increased 

utilization of t he reduc ed c apac ities. 

ii . S ince comneq,ia l and inf.ustrial s yndicat es 

would be allowed~ transportation capacity 

utilization could be increased. 

2. Negative affects : 

Sp ecial pc rrni ts would hcwe to be obtained in 

res p e ~t of t he :: on own account : transportation 

of good ~ in excess of a 20 mile radius. 
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~griculture - Farmer ~yndicates :. 

1. Positive affects: 

As specia l permits are proposed in 

r e s~ect of farm er syndic ates, increased 

c apacity utilization of g oods transportation 

v~hicl es could result. A decrease in total 

investment in vehicles could als o be 

expected. 

2. Negative ~ffects: 

The farme r s -.,ndicates would be subjected to 

tt.e same regulat ions as Public Service 

Hauliers as rega rds vebicle ins pections, 

certificates of ~· f:it.ness 1 etc . 

~hodesia Railways: 

1 .. Positive Effe~ts: 

Long distance h a ulage of g oods would be 

increased as a r esult of the introduction of 

long distance transport a tion levies on 

Public Se rvice Hauliers. 

ii. Short distance haulage of g oods would be 

diverted to ro a d transport a tion resulting 

in a loss in tonnag e tra nsport a tion. This 

loss in ton n a 6 e shouldt however~ l ead to a 

substantial reduction in t h e high 

trans portat ion costs associated Mith short 

dist anc e rail transportation of g oods. 
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In r espect of the proposed l evy restrictions on 
t Lo long di s tance haul age of g oods by road, it is 
interesting to not e that ·· . Earragin a nd others, 
in :;Report of t },_e cowmission of enq uiry into the 
r a ting structure of the Rhodesia Ra ilways, 
32.lisbury 1959, came to the conclusion as regards 
rail and road competitior~• that the road haulier 
should b e limited to t l::.ose transportation 
op erations wLcre h is costs a r e lowe r than those 
ot th e Railways . · In p r a ctic e this wou ld me nn 
tLa t ro c.1d hauliGrs would b e confined to the shorter 
dista::.1ce hauls b ec ause it is there that the ir 
costs are lowe r tha n that of the railways •.... • • ;, 

(C- F»erburgh )o~. cit. Cha pter VIII pages 92 to 97. 
Verburgh d e scribes the poss ibl e interim ~e a sures 
whi ch could be introduced in South Afric ~ in 
wo rking towa rds a long-term economic transporta­
ti on po licy. The tra nsportation situa tion in 
South Africa is somewh a t different to t hat in 
Rhodes i a a nd Verburgh's int er im pro p osals are 
directed at lifting the severe restrictions 
which are imposed on t he South African ro ad 
haulage industry.) 

In the noxt chapt e r the re lative importance of r ai l 

and ro a d transport a tion is d i s cussed with special 

r e f e rence to the possible cost cons equences which would 

have occurr e d had short dist a nce rail tra nsportation of 

goods b een diverted from r a il to roa d, and vic e vers a , 

during 1965 . 
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CH4.Pl'ER 8 

POSSIBLE EFFECT S OF DIVERT I NG GOODS 

RO~D AND VICE V~RSA 

8 .1. I ntro0uc t ion: 

In this ch ,Jp t er ,-m anlys is is mac1 e of ·t;h-0 goods 

tr~nsport ed in Rhod esia in order to establish t he 

ro l a t i ve im nortGnce of r :::,il _:;,nJ ·Public Se rvic e E::.ul i e r 

road t r m1.s11 o!·t a t i on. 1rl'.10 pur ::, ose of this ;,m ._1.,lys i s is t o 

a ssess tl_e po~sible effect s of d i verting tra f f ic from 

rai l to road f or dist ances u ;.1 to 1 00 miles :.:md long 

dis t anc e tra,f f ic from ro c.,,d to r a i l for d ist anc e s over 

100 mil es . The ana l ysis was made for tho y ea r 1965. 

Tho Fel~t i vc c import oilc~:\of i,nternnl good£ . 
t :t>cir'.i$J? op t F1-,ti o11,,:.t o tho ~_aj];._wa ~~ : 

In orde r to d e termine t he c ompet i tive a rea s of Ehodesia's 

inte; :cns l goods transpor t 2.. t i or it vn.s ess enti r(l to 

est ablish tbe rel::-,. tivo v olum,_,s transp ort 0d by the 

Tiailwc:ys :J.nd tiw Public Service 1:1::-rnl icrs . (S ee Anrwxures 11 

and 6 , pacesA96 andA74 respective l y ). 

Of ;:=:;, tot ,:;1 1 of 14, 7 57y000 tons l)tr ·:~:nsported by the 

L2-ilw::1ys i n r0sre c t of rev enue e ._,,rnin..:-:r tr:~~L ~ic during 1965 f 

onl :r 2 9 82 5, 281 to:i.1.s 2 ) ~ or 19.2~{ of t l::.e tot ::il toni.vicJ,g e , 

w::... s in rG s oGct of l{h oc1.cs i 2, 1 s int crnc,., l r ~2 il tran sport J) 

:8xpres sed in terms of t 0:1 mi lc a.ge ~ t l"~is ar,1ount ed to 

approxims t cly 724 □ill i on ton miles 4) . The tot a l net 

ton- mil es f or :J.11 r ::: ilwc:y tri~.n sr:ort ?. tion (i. e . 14- f7 57)000 

tons ) vms 5,388 lililli on t on- mil~s 5) 
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The Tiailway 1 s intern~l goo ds tri n sport 9 therefore~ 

represent oc'.. only ,:,.1)proxim:x t oly 13% of t he tot a l ton- miles . 

The following source s were usod in respect 
of ----the figures mLnt ioncd in 1 - 5 a bove:-

1. Trenc. - rn.odesL.: Il'.ailw:-1.ys - Digest of 
:rerf orE1c:,-,:1cc , Ll :J.rchs 196 6 (R::d l way 1 s 
i n t ernn l public~tion). 

2 . Info rnv.tion ob t a i ned from a r:rnu c-,l rc-
3rr2ngament of suuci~l noin t - to- point 
~nd prod~c t t ~bula ti ons for 1965 , 
profucod by the Rhofes i q Railways 
Comnutor Divisi on . ( Sec E< .. l ;.;; o Annexuro 10) : 

3 . The b 2 l anc e of tLe t ot a l tonnage was me.de 

up es fol l ows~ 

4. 

5. 

Hhoc' es i n to Z-':'JTibia = 9 . s~,;;; of tot a l transport . 

Zar.1bia / Eots11V£ma int erna l r:nd to Rhodesia 

= 21 . 6~ of tot a l tronsport . 

Import s 1 0xports a nd in t r ans it 

= 49 . 4% of tot a l tra nsport . 

Based on informGtion c ont ~ined i n computer 
t a bu l a ti ons menti oned in ( 2) a b ovG, ton­
wile c 2lculations were po rforracd in respect 
of a ll intern? ! tr&nsport a tion of go ods in 
RLodesi Ei. Tho fi gure of 724 million ton­
miles r e:;:ires ents t l:..e total t on-mil es 
i nvo lved. ( Sec 2l so ;i:·:_iexurc 10 page~ Al5,5 & Al5 

Trend - lihodes i 2 Railwavs - Di ges t of 
:perforr.1a nce , IL rcli 1966·~ 

The c or,ipc t it i ve t onr:.dGC .-_ rea of t.te int crnal r a il tn,,ns­

port a t ion of goods 9 wh i cl1 exclufed the tr2nsJortation of 

co g,l a n d coke from .:l.f2nki c~ ,,._mounted to 1 9 920 1 751 to ns or 

13 . 02% of t he tot 2 l r a il to;,mr-.ges tra n sported . 
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The tot a l interni l r ail trans port a tion of goods 
2mount ed to 2 1 825, 281 tons 1 whi l st tl:;e overall 
to t a l w~~s 14 ,757,000 tons . Coa l :~nd coke 
tr "' ns port -3,ti on by r ,-::. il frOi::. !1.?,nk ie: amounted to 
904y530 tons. 

( 2,825~281 - 904,530)tons = 1,920,751 tons 

1> 920~ 751 X 100 = 13.02% 

14, 757$000 

The compet itive ton.L',ge of 1,920,751 tons ~1,mounted to :.:m 

out put of a:nproximc, tely 351 million ton-miles f or 

5. 94-f{ of t he t ot a l ton-rui l es trans;iortcc by r a il. 

The tot a,l intcrn-::i,l rail trs.nspo:rt a tion out11ut 
W8.s 72 4 million ton-miles, whilst t h e int crna l 
transport ntion of coa l 2-nc:. c ok e from 77a:nkie 
represent e d an out9ut of approxima t e ly 
373 million ton-miles ( Sec A2~noxure 10 pagef,.143) 

F::ror:i. the ab ove analysis it w2s foun e. t hn t che int ,:;: rna l 

tr:_'tn s :;:>or·t ,1,tion o;f &_ oor.1s repres ent ed a. sig:nific >:'in t pa r t 

( 13. 02;~ ) of ·G : , 10 t ot cll goods t onn::-'..ge tr&nsport ed by r r:. il, 

whilst in terms of tot a l ton- miles it wa s less signific ant, 

viz ., only 5.94~t 

8 .3 . Ana l ysis of short distance i:1ov em ,:mts by t he 

He.ilwa~: 

An ana lys is wa s m.:ide of the intern:.:.l transp or t ,3.tion of 

goocs ov e; r ::;r_o:r t dist a nces by the R8, i lways for 1965. 

Of t l:~e tot r,.l i.ntcrn~;.l tonn ,:,,.gc of goods tra nsported 

62 7 j 819 tons or 28. 257~ of t he tot.a l int o~nul t O!E'lF.ges 

were c nrri s d ovur distances of less than 100 miles . The 

t ot .J,l n e t ton-mil es resulting from tl:i.e trs.n sport a tion of 

go ods ovGr di s t ;-Lnces of less th:3.:::1 1 00 miles C8.mc to 

351397,929 ton- miles, or 4 . 89% of t h e tot a l int ernal ton­

miles ( 724 Million) . (Refer A.nncxurc 11 page 1~15~). 
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viz 9 14,757,000 tons .i nd 5>888 million ton-milesy the 

int crnal tr ·.=:.nspo r t ;:• t i oi1 o:f gooc~s 1.1 ver dist :.:.nc e s of 

less tl1a11 l C!C: rnilcs seon1s r·el :·J.t i vely ins i gnificant, 

viz, t on:..1::tE2 2.,nc1 t on-r.'.lil e pe:cc entagcs of 4. 2 5 a nd 

0 . 6 re sp ectively. 

( li'r·oll1 the d::3,t::-, i n i:i.,11:1oxure 10 JF.,gcs A97 to Al54 
::tll to1'1.l"Qgcs ,:nd .t on-mil es rcl c:.ti vs to 
co oc.s trv.ns ported over d i st ·:.nces of less 
t ha. .. 1 100 miles 1r-rn;:-e ext r a ct cc'. a..nd. s ULJI.mri zed 
in A.::1nexure 11 .. page 1\.158) • 

In chapter 7 the bre i~ -even c a lclilation ~ct ~c en r ~il a nd 

ro .:: ci. tr<1ns:9o r t 2:t ion inf ic .'.:!. t ed t hu,t the a v 8r::-tge c ost of 

t r ansport ~tion for road wcs l ess than t hat f or r a il 

below eis t ~nccs of 80 mil es ~ or s ay even below 1 00 miles, 

which is considered to ~e t Le u pper limit of t ~ e bre~k­

eve,1 cri t ic c.~ l nmc;e . •. 

Based on t his c alcul~tio1·· it would seem only logicRl to 

2.ttempt to divert future :,sho:ct dist Emce 11 transport a tion 

from r a il to road, even more oo since it wa s pointed ~ut 
tl.,_c:tt tl:.e :; sl'wrt dist 2.nc e· trans ;rn 1~t 2·t ion of f.,O Od. s by 

r a il in any event represented a r elatively insiD1ificant 

pa rt of t ~e t otal goods tr~nsported b y the Hai l ways. 

For this re3son t~e d ivqrs i o~ of short dis t anc e tr~n s ­

::::,ort ::-.. tion ·;voulc~ no t Lce1.,v e :~ significant effect on tlle 

tot e.l ~-, rofi tab i li t y of the H~:i l w,-:ys y tl".:.e Doro so as tLo 

co s t s of s 1,0rt d i st 2::.1c e trans Jort .1.t i oi1 .:..re r el~t i vely 

hi gher t han t he co s ts 0ver long dist ~nces. lhe d ivers ion 

of s1iort clistm1ce tr:-ms port r.:t i on vv ould a lso l ead to a 

reduct ion in tho alre~dy h i gh termina l costs ~ssocia tcd 
with r c ilway op er s ti ons. 
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This d ivers i on wou l C b e 0f s i gn i f ic ~n t a dva nt a g e to t h e 

u s e r s of t r a n spor t a t ion c a pa cities, s i nco a f oor- t o-do or 

tel ivcry would b ecome poss i ble and t r ~nsp or t a ti on time 

would ~l so b e r educ ed . 

Pu b l ic Ser v i c e E2.ul i crs should "benefi t subst ~~ntinl l y fr om 

t h e d i vcr ;:; i on .. n ot 0112.y c:~s ,J. l 'Gs ul t of ci~o i r 101, or t hen 

r c:;. i l c os ts ov e r si'Lort d i s t an c es bu t a,lso as 2. result of 

t L.e s i g:nific c::ncc of t:,o tormagc s inv c lvc c. i n r GL .:.ti on to 

t h oi r ex i s ting t r un s Jior t n.ti un tonnages. 

}'l:e r e lc;.. tive i rnpor t 2-n c e of i_nt_ezn .:>. l eo ods 

tr -:,",11S:) Ort :1t ion to Public Service Hauli e r s : _ .... ~---
As i n t~c c ~se of t h e lia ~l w~ys an a tt em 0t ~as raa d e to 

es t a b l i s h re l .tt i vc v ol umes trr:tnsportec. by t;rn Pub l.L c 

Serv i c e E~ul i ers . 

Tho h oad Servic e Boa r d in S~lisbu r y provi ded a s ch edu l e of 

]Jub lic Servi c e v ehicles in 031ur .1.ti 0n ::J.s u.t the 

14th D
0

e c ember, 1966 . It w:.s, h ovvev c r 1 ~,ot possible to 

de t e r mine the n1;; tt c a rrying C2}Jn. c i ty of t }1es e v ehi cle s 

sin c e t Lo s ame v eh icles were i n c ert Gi n i a st anc es pernit t ed 

to oper~t e on differ en t r outes or i ~ diffe r en t nre ~s . 

The f ollov:ine:: ef :l:'ort t o es t 2.b l i sh t li e :·~o t t pe rrui t c apa city 

of Publ ic Servic e }L,u Li er v c L.iclcs w:::1ich were in di rect 

com:: loti t i on ··d th t he Ho. i.Lvmy s s h ou J.c ) rov ide SI. f a ir b ::ts i s 

for det erraininc t h e ma gni tud e of t Le i r com; ct ition . 

The t ot .J,l p ermit c r,p2..c it ~; f or l'ub l ic Servic e Haul i er 

v eh icles :::mount ed t o 31 1 04 5 tons a.s a t 14th Dec ember , 1 96 6 . 

( Figures f or 1 96 5 d id n ot d i ffe r significantly from 

t :'.." ... ose f or 1966 ) • 
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rhe ::?~ oad Service Board a.lso reported tho following numbe r 

of Public Service HP.u~ier·· ve1:.:.icles Nhich could carry 
goods; •. 

Goods vet icles = 1354 

Independent tra ilers = 296 

Art iculat ec~ tra ilers = 632 

r otal goods vehicles = 2282 

Ba s ed on a conservative 8.5 tons per vehic le tl10 total 

carryin[~ c :1..pacity :;: or 2282 vct .iclE.s can be estim;-\. t ed a t 

app r ox ima tely 19j400 tons. 

rhc n ett ca~acit y t ons cxprc□ s od as a perc entage of permit 

capacity t ons equals 62.5~. 

(19~ 400 X 100 = 62.5%) 

3ls045 

This perc entage was used as a basis f or determining the 

estimated nett carryin[ capacity of Public Service 

Hauli er veh icles in compet ition with the Railways . 

The li s t of .,Jermi ts •) ro vided bv the :5lo t:'cc1 Servic e Bo .1.rd was • ,J 

analysed and it w2s f ound that 6 ,132 peroit-tons were in 

competition with the Railways. 

·rhese permit s :.r e l a ted to t toso -ir anted f,.,r t he 
c ~rrying of genera l goods throughout RLofcsia , 
plus route p er□it s whe r e t h e ~a ilways provite a 
r a il trans ;:ort a.tion service. B.a.d i us pcnni ts 
werE: i gnored ~ 2"1 though 50 mi le and h ighe r 
r ad ius perri1its c oulc_ result in competition Viith 
the :'.1ai l w2.ys for straight lirlG d. ist 2,nccs up to 
1 00 miles. 
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Applying t~c ; crcent~{_e of 62.6} calculc ted 9bove to t he 

6,132 ter.·it - tons , a ne tt c a r r :ring capacit y of 3 ,82 5 tons 
was ~erivod, aay 5 3 1 800 tons. 

As a re a~lt of ti .e lac:~ 0f ex~ct infor mation as rsgards t he 

c..ctw:.l c GE1 p et it ion of tLe :Pub l ic Sei·vi c e Haulie;::.~s with t Lc 

Lai hvc-:~rs v j_t was nec essary to rely on a n esth.2,:.:. tE::; of the 

t on~-iages c s.rried ,?nd o:: ti .. c :reh.tivo ton-miles inv olved 

in t ~is tr~nsport Btion. It s~ould b e clearly noted t h1t 

t L.o :9ur~;;ose of this estima t e --;us on l y to establish tl'.-.e order 

of m~gnitud e of tho com~etition ~nd to de termi ne whether 
I 

com,et iti on ~aa in f act of sicnif ic ~nca . 

Br~scd on the a ssum:-,ti ..,n tl-:~t ::':. net t pc:Lylo ·:. c~ of Joc;; ws_s 

a c h iev ed, it was roughly estioat cd t h3t 3040 tons 

( 80% of 3, 800 ) o~ goods co~l& h&ve be en uoved in a single 

day . Bo..sed on 5-~- working d ::ws :wr· vrn c~-;: , g iving 206 dctys 

per yeer f t Le tot 2.l t 0).111 .. ::.::: e t r r1 ns port ea. would :~2.vc :-:~mount ed 

to 869 1 440 t o:1s per ,::,:..'lnllin. 

It was es t abl i shed t hc:t ·cl:. e 2.vcr :'),ge mi lG .J.ge of Public 

Haul ier vehicles in 1965 was aoproxiuat ely 80 miles per 

day . Thi s means t h2t up to 50? of t Le above tonnage 
transp oi~ t e. tion could ".;:;,vo be en ._) v er distanc es grea t er th3,n 

80 Diles. A~:;sumine; t h2,t ,1 c onservative· 2.5%' of· the. ·above 

tonnage wr.s i n f act tr2.nsported. ove1~ distanc es gr cc:, .. ter than 

80 mil esj nn estimat ed c om,etitive -. nnual to11nage of 

~17j 000 t ons was derived . 
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t::e l::mr; l~_is t ~.:'. lCG intG:t·L,~l r::.il-r1r.y go oc_s tr2,ns~;:io :c- t :J.tion 

figuye of 1 . 3 n illioi1 i) tons ( excluding r 1il -i;r ,:;,::1s)ort2.tion 
, ' ~ . t \ . t . OVE.I' e ..:- C,r1i C. lS ::.,n c es,; l l S 

d i s t 2nce hnul~ge com)et iti ~n from ro a d ~as signiii c ~nt. 

i) (l ,920t7 51 - 627, 319)= ± 1.3 million t ons 
Ref er ::-! , r ~: gr ::..;")l:s 8 .2 ? :.:10. 8 .3 ~-.Jove . 

In rel .1tion to d 2,ta whi-:;h ·"' e1-·e :::i'ot? .. ined frorJ 
37 Public Scrvico I::uliers on tot ::.l ton:tt :.ges 
tr c.-.ns ;:,ort od by ~Lm,1 durL.1g 1965 Es~c:t 1966, ti::e 
c ot1pet it i ve a :t"::·m 2, l t onn·:-.ge est i;'_,c::, t ed above 
seCEiS ro,.:ison2.bl o . Thes e hau :!. i ers roJorted 
tr.:::..ns port L1g 1~950 ~121 t o~1s of go oc'cs duri:::1g 
196 5 1n~ 2 >137, 90 3 tans during 1966 . (Ref er 
A ~-: ,;; x u~-e 6 -~i::-.ge A 7 4) • 

ConriJet i tioy_~ be tv\e em r~ttJ: ... :~:nc. lo:1c; d :h_s~~ 

ro ::.c. tr;0 ns"0 ort 2tion ~ ---------------
It wz-:_s ess tnt i . -1 t:i.: t an 2:t tempt be c .'.d.e to cs t :,:,,b ~.i s i1 th2 

;1ag:..1 i t uc.e 0f tho ::;om:., ct i t ion c~~perL ·nc ec:. by the TiaiJ.1<:i.Js, 

s1Je c i f ic2.1ly f ron Publ. ic S crvic 8 H,1.u1 i ors tr2nS}"! Olnt ing 

~oo d~ ova r lent dis t a nce s . 

An c.>..[r cc:r:ie;nt exists b0t,•; oon t }:G R.J. i lwa.ys ::: .. net i:;. ernb er s of 

t he Long Jis t 2~cc li o -, d Trs ns port 01 e r Rtor' s Associa ti on 

wLic h covors _;~:,. e long c: ist&nc o h 2.~l .. :6 e of c ort ;:;t i n Li r h 

t2riff g oods ~ver defined r outes. 

Asso cia tion uncert c.ke .~ 

i. t o limit t~e ir lic cnsef c apQcit y on 

the s c ~ed~led rou t es; 

ii. n ot to ch~r ze l ess than t he corresponding 

r a il r a tes prov a ili~g fro□ time t o time 

on tl".e schec.t~lGd r out es in r es : 1ect of 

sch ed~ led traff ic ; 
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n ot to enc oursgc interc e~ti on of e oo ds 

f ron outsi~e the t erritori es ; 

iv. t o 2c.visc tl: c R::1,ilw,,.>·s :·~t tLG tir.10 of 

t he a~mu 2,l cens us ( Octob er) on t Le: t otal 

t onnage □ovad dur ing t he , r e c oding yea r. 

The mdi n r ur~ose of t Le ~gresmc~t i s t o c ontr~l t ~e competi­

tion ·;i, h ic h i s ex per i e:.:1c e cl b y the lbi. l ';,·::.3,:rs f rom t h es e 

long dis t ?,.::.1c o ro:,c. h ::.ulicrs . It t ius t be ::;, ssumDd t.i::1.::.:.t 

g iven t Lo tonnage s ::.n c: vo l:icle cr.:;:~~ci tics a lloY.-cd in 

2cc ord :::.!1ce :!,·it h t::is ag::cecrJ.G~-;.t > t:~e .:~gro(.:.Jrlcmt u u s t 'o e 

succ essful i n t e r Lls of its : cno r Al ~ims. 

As r ea~ r ds t ariff s t ~e ~greement st ~t e s t ~2 t no t less 

t te r a ihrw t ::;.ri f f 'a ill be c llJ.:2gcd ~)Y t:cc.sc hau ·. i crs. 

It coul c''. b e .::.:.s smned t:~2. t t h5y, i:1. c:ffuct f clB.rge t h o 

i-c1i.:..w_7.y t e.riff s. 

I' h e bre .:i.k- even c a lcula tions betwe en r :::..il .::-~n c. ro 21.cl trn,ns­

port ~ tion indic ~ted tha t the a v er ~gc co s t of tr ~ s portation 

for r octd ws-,s :tigh01~ t L ~1.n t t. r..,t for r ::'.il for di s t ances 

gr eat e r t h&n 80 mil es . 

Si::.1c (' il'1 terr:1s of tJ.10 above-□ anti c.1e d ,16 r ccm 211t ·-.,ro c d 

t :l r i ffs ,?.r e n ot lLi chei · tiLan r 2.il t r,.r i f fs , it mus t b e con­

cluded tJ:~2.t unfa ir c oi:1;ieti t i on i..ms t oxist i n t er ms -J f t he 

suppli ar 1 s tra n s~ort a tion co s t s . 

( Rufer ch~~t e r 3 for a d i s cuss ion of t h e 
eff ect s of t ~riffs wt ich d o ~ ot r efl ect 
t l'~e: tr :::-.n s;Jort ;,tion c ost s of a lt erno,tive 
~ = -,-~ ~ 1)ort ·· ti· a~ 1ner'l i· ,., ) I.J..L ,: ., J. J.b j: ,;_, l .l -~ ~ .:.. ii • 
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The quest i on which srises is whet ter the ~greenent 

c an be ju8t ifiecl .• 

In terr:.1 z of t:::.o b ;:;,s ic rcq1.,~iro□ents for z~ sounC. lon,I-term 

}1vlicy t :ne ;::.croc:r.1e:1t i s n ot justifh:.b l e . The rer,scn fo r 

this is t hat becau~c ., f t~c agree□ont tLo tariffs 

charged by :--o -:::d. haul i ers co not reflec t tl:cir respective 
trans /JOrt a tio;.1 costs. Furt::i.e ri:10r e 1 tL.e llSGr;s f:..~eedoc of 

choice is ira,~ircd by the ro 2d t r anspor t a ti o~ c s7aci ty 

w~ich is i m,osed on t~e l o~g di s t 2nce haul i ers by the 
s;.gr E e r.. en t . 

It i s , ossibie t~8t if t a riffs were i n t roduced 
wh ich refl e c t t:~e supplie r ~ s costs an even 
gre2t er ro s d tr~nsror t ati on c Rpecit y could 
r es-c.l t from tho \.1.ssr 1 s f reedom of c :. oic e z,nd 
f ro1,1 t l10 effec t s of ·· ot :;.or u s er cos t s•: 
(Ref eT chapt er 3). 

From the po i nt of vi ew of t~e cost s of t h o transpor t a tion 

suppl i er- r 2i l transport ation has t ~e adv~utage over road 
t r ansport a tion ovGr distances greeter t han 80 mile s . 

It is essentinl 9 t tere fo re 1 t ha t ~n estima te be m~de of 

the rnagni tt:i.d e of tl·,.c total lone di s t c.;.1.c e t omit~ge which 

could b e divcrt e~ fro□ ro 2d to rail ant 21s0 of the 

possibl e S?.ving wr. i ch would be i nvolved if t r s..ffic were 

d. i verted. 

8. 6 . l'he -;J ossibl e m-=i.g11i t·~:. (G of lonp: dis t ance tonn::~ge 
whic h could be diverted fro□ ro~d to r~il: 

The fo l lowing l ong distanc e tonnages of i oods were trans­

lJOrt ed. b:,r tLc ?.ail1.'r;..,;:s ,::,nd. ?ub :L ic Scrvic e H.s,ulicrs during 

Oc tober 19 55 over tLe ind ic r-! tcd. routes L1. the t2.blc 

gi ven belor,· . 

I t shoul t be aoted ~h~t intern~di2te traff ic on 
t:r.i.e se r o1,,~t es w2.s not included in t l:.e t 2,ble. Int er­
I,.1edi2.t e trs.ffic refers to t / e tr :.ns:)ort ~· tiun of 
~oods whi ch do not initi~te ~nd t ermi ndt e ~t tLo 
~entros a t tLo extreme e~ds of the routes c onc erned. 
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.r .;i,b l e : [' v Oc.s '.)Ver :s pe e ified _r..9..ut ~ 

--
::ioute Indic ,~t ed r _out e s Tonn~ges · transported :_ 

n o ,, Ocit o:hcr ~--·--- _, ... ..... -----
From 'r o nail 

l ·' r- Umt a li S..::.lisbury 388 
lB Uli1t 2,li l:ul awg,yo 258 
2A Sa lisbury Umt ali 966 
2B S:cilisbury Bulawayo 829 
3 .~. :Bul ,--::vv .:1, ·ro Gmt 2li 118 
3B Bul ::-:.wayo Ss- li sbury 574 

------· I'---'"--- .- •- -·- ---
Totr:,l : 3133 

( dourc e - 1:oad/±~z,lil Ar:r,rnracnt - Annu 3. l Cc:isus 

of October 1 965 - RJ.oC:.esL=~ :\., i l:1 a ys int 8r , ~a l 

document ). 

1965 
Road: , 

1339 
232 

1418 
240 5 

194 
2503 

8091 

··-
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CJ:>,lcula t ed s.~mual tons :J,nd ton- mil es~ 

' . 
:::oute C3,lculated :·c::.. il c ,;...lcul:-?c. t ec1 ton- miles 

n 8 . annuE, l tons 
l.Li:i ll Ro0,d Lliles Rc1il r: oad 

lA 4656 16068 170 791520 273156C 
l B 3096 2784 472 1461312 131404E 
2A 11592 17016 170, l :,1 70640 289272C 
2B ~948 28860 302 300429 6 871572C 
3A 1416 2328 472 6683 52 1098816 
3B 6888 30036 302 2030176 9070872 

-
Tote.l: 3759 6 9709 2 9976296 25823736 

= = -
... 100 ,000 10 1 000 , 000 · 26 000 000 f j 

ap:prox . a 11:1rox . approx . 
-· 

The we i ghted :,_ ve r ~1go di stcnce of these routes is 

259 mi l es pe r ton . 

The 2.b ovo d 6.t c::. repros en t only t }': s Rhoe.es i 3, int eriL::. l 

trFnsportRti on ~ort i 0~ of ~Le ~creement . 

By divertin 6 the above lon6 dist -;,:1ce r o::.:.d li:.~uL,.gc to:'u :..ge 

to r ~il tr~nsport ~t i on the Rail02y2 wo~ld h~ve procured 

up to approxi□2 tcl y 100 1 000 toLs of l ong aistance 
trPnsportat i o~ of qoods dur i ~g 1965 s repr osent i ng a lmost 

26 million t on- Qiles of long dis t ance hauluge . 
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It is int er esting to note th .:t tL.e :;:,,,bove 100 ,000 tons which 

w2..s the !:tctu.2.l trans :;:1 ort a tion of goo ds Dver the indic2ted 

routes represGnts 46~ of tl1e estima ted tot a l long dist ance 

tonnage (217,000 tons) c=.lcula tec in pare.graph 8.4 above . 

In ten:1 s of both tom1a. ::_::::; s trs.ns :o orted 2.ncl ton- mil es the 

tot a l ro ?d tr~nspor t a tion of zo ods exceeded the tot a l r a il 

transport a tion over the indic a t ed r outes . (97092 tons as 
+ opposed to 37,597 tons~ and 26 million as opposed to 

~ 10 million ton-miles ) . 

In pa r u.gr .:-.ph 8 . 3 it wa s establishQd t h&t of 'tt.e tot c1. l 

int ern:~.l t Oill1::tf e of gooc'.s tr.:::!.n s:port ed by tr.e Railw2.0rs .i 

627 , 819 tons were c c1rri e:d over d. i :::, t :-rnces of l ess t h9.n 

100 miles end , t herefore , could have b een diverted fr om r ~il 

to ro .s.d . The aver?~ge r a il dist )nce over which t Lese go ods 

were carri ed was 56. 38 miles (Ref er 1-i!,nnexure 11 page Al 58) . • 

Bt1sed on t he c: ver ate r o.i l co s t information provided in 

cha pter 7, viz. , a fixed t ern~in 2.l co s t -pe r ton of 254. 73d 

and a vari able co s t per ton-r.:1ile of 1. 2061d, tot a l rail costs 

were determined by us i ng t l.e following c os t ecua tions: -

7here : 

X = F.Q. + v. ; .E • • •• (Equation A.) 

X = Tot s l r a il cos t in rGs pect of sLort 

F = 

Q = 
V = 
M = 

di s t 3nc e t onn~' ges . 

Fixed ~ver 2g o termin~l cost per ton. 

Tot ~l to~s trsnsported ove r short ~ist 2nces . 

Averqge v ::.ri ::.ble cos t pe r ton-mile . 

Average transpo r t ~tion mileage for 1 ton 
of good.s . 
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Sub st itut ing tlrn reL ti ve v :i.lu 1..; s c. bove in tL,; e ,:; uc.1,t i on t l:e 

tot ~l r ~il cost ~f t~.e tra f f ic diversi on ~hich could have 

be8n ~void ed coces to ; 

X = 

= 

(254.73d x 627, Jl9)+(1.206ld X 627,819 x 56 . 38) 
£666, 351 + £177,882 

= £844 ,233 

This co s t could be re gr, r c:1.ec. ";. S tl-::.c poss- ible s ;,-,vi11g in 

co~ t wLicl~ tLe R::;, ilvv-~-:rs c oulc: L_.ve m,:;;,de i f short 

dist ance traffic h¼d been diverted to ro ad tr~nsport a tion . 

It iE int eresting to note th~t the fix0d t ercinJ l cost 

per ton repres ents t ~ e l argest ps rt of the £844,233 wLich 

could h~va been avoided. 

Assuming tha t this short d.ist :1.nc 8 r ?. il t OY1n3,ge (i.e. 

627 y 819 tons) vris tr3,ns1-:iorted by ?ublic Service Hauli ers 

who :-10 rm .3,lly oper :=o .. te ov0r long cU s t ances, t :.e tot ::1.l 

tr2nsport 1t ion costs c an b e c2lculated b~ using the unit 

cost informa tion provided in chnpt er 7 pa rsgr&ph 7 . J . 2 . 
In respect of t ~o 5 l ~r 0 est h~ulier firms the 2verage fixed 

c os t :par ton w~s 139d 2.n d tL .. u 1ver::gc v ·).ri 2,ble .cost per 

ton- mile 2.38a . 
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The foL: .. owint formula can be used to determine the tot s.l 

ro ad tr2nsport ~tion cost:-

.Vhere 

y = 

y = 

F = 

Q = 

Pl ('\ V Q l ,. • '(• + 0 • - ~J. o • • e • e ♦ ♦ (:;:;qua tion B) . 

Tot ~l road tr~nsport ~tion cost had the 

c:.ivertcd tonn'lge been trans ported by roa d. 

Aver&ge fixed cost per ton. 

Tot :11 tons which could h,?.VC been 

tr~ns ported by ro ad. 
V = .\ vcre .. g e va ri ::.1ble cost per ton-mile. 

fil = Aver age trunsport ~tion mileage fo r 1 ton 

of goods . 

Substituting the rel2.tive vs lues in this e(.ua tion . tLe tot al 

roa c. tr 0 nsport ::tion cost, hc,d tlle tonn,..:.ge be en c~iverted 

to road, comes to :-

y ~ (139d X 627,819) + (2.88d X 627,819 X 56.38) 
= £363,612 + £424,757 
= £788,369 

The difference betwe en th8 total r ~il transport s tion cost 

and tot a l ro gd transport a tion cost of tr:1nsporting the 

627,819 tons of goods is h55,864. Ead these goods been 

diverted from r a il to ro ~d a s aving of R55,864 could h ave 

been effected. 
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Ro~d to r a il div ersion: - -
Two c-.:i lcuL::.t ions were m:.,d e to dete:rr;_1ine t :te pO$sible s ::tving 

i n c ost if l ong c.ist ·",n c e tr2.ffic l': .. E,d b0cn Li vert ed from ro ad 

to r ~il , viz ., in r e spect of: -

i. t he 1 00 ,000 t oris per .1nnum ·Nhich 

could hsve been d ivert ed if the long 

dist a n c e agreement Lu d n ot b een in 

eff ~ct, (R•efer p:::!, r ,.'..g r 3.1)h D.6) • .. 

ii. t he b 2.. l-:1.nce of the es timn,te d. a,~mu2l tonn:..1-6 c 

of 217,000 tons i. o . 117 ,000 tons, 

(&ef e r par agr Gph 6 .4.) . 

i. Long dist ance ag:..."'Gement tor.1...t.'1.ag e : 

Us i ng equ.-t tion A e.bov(:_; 3,s a basis for long 

d.ist 2nc e traffic diversion z?,n d s ub s tituting 

the rel i tive v a lues in t ~ i s e iuation, it was 

p ossib l e to c a lcuL1.t e the tot a. l r a il tre.n sporta­

t ion cos t h -::-~d tl: c e.i vcrt cd t o:.c:i.na ge been 

transported by rail. 

X 

where F 
(\ 
'G 

V 

n 

X 

= 

= 

= 

= 

-

= 

F. C; . + V. Q. li . 

254.73d 

100,0CJ tor..s 

l.20old 

259 0i l e s (R• efer p2.r 2-g r c1- ph 8 .i above ). 

d (25 4 .73 X 1 00 ,000) + 

(1. 2061d X 1 0 0 , 000 X 259 ) 

= £106 ,1 38 + £130,158 

= £236, 296 
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By usinc; e :~ 1,;..?..tion B .J,bove :.:n0_ substitutin6 t:;:: e re:1 2,tive 

v ::-. lue s i n t Lis ·e ol t,:1.tion t Le tot ::il ro ::iC.. transr,ort o.tion c ost 

wr.:.icr_ cou1rl. ;~.-.l ve b a .::a a.voidec. L::.,d tl. s tor.n,:.g os bc ,.::n 

trans portcc. by r ~il, w,.s c -.:.:-.lcFl2.ted . 

where 

y = F.Q. + V. Q.h . 

F - 139d 

Q = 100,000 tons 

V = 2. 88d 
I"i .. = 259 miles 

Y = (139d X 1 00,000 ) + (2. 88d X 1 00 1 000 X 259) 

= £57 ,916 + £310,800 

= £3681716 

rhe ~i ff crence in costa r epres enting~ tr··ns~ort a tion cost 

s ~ving for the tr2ns port a tion of tLe d iverted 100 ,000 tons 

comLs to £132,429 (i. e . £368,716 - £2 36,296). 

ii. Ba l 2.nce of to :..~nage: i. e . est i mated 117,000 tons . 

Y-Jy using equ:i.tion 1~ above a.ncl substituting 

th~ following v alues, tot a l r ail costs were 
c.s;,lcule.t ed ; -

li' = 
-. 
'Y, = 
V = 

ri.: = 
y = ~ .. 
X = 

254.73d 
117 1 000 tons 

1.2061d 

125 mil es (conserv~tivc cstimi te only) 

(254 . 73d X 117 1 000 ) + 

(1.2061d X 117,000 X 125) 
£124;181 

£197,678 
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By using equation .8 2-bove 2-nd substituting 
the fallowing values , t he t ot 2,l ro .?:.d trans port B­

t ion cost w2s c ~lcula ted :-

F 
"\ 

~ 

l\i 

V 

y 

y 

= 

:::: 

:::: 

= 

= 

::;: 

139d 

117 1 000 tons 

125 mil es 
2. 88d 

P. Q. + V. Q.L. 

£67,762 

= £243~262 

+ £175,500 

The diffsrence in c os t s repre ~enting a 

tr :,_n s port ~.tion cost S8,Ving for t Le tr2,ns port a­

ti on of the diverted 117,0CO tons c omes to 

£45,584 (i. e . £243 1 262 £197,678). 
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Sumnv.ry <2_f co s t s ?.v in:~s whic L coul r~ h :::.v e been effect ed 

h~J traf f ic be en divert ed : ·- -... --,--

1:he fo llowing t c:1_,bl e provi des c1 s urru:1.:1.ry of cos t savings which 

coul t h~v e be en eff ect ee h ~d traffic been divert ed from r 2il 

to recd for dist ~nc8s up to l OC miles ~nd fr om ro ad to r a il 

for dis t ances over 100 mil es . 

·-------- -
Diversion from Tonnage To t al ·.ro t a l Saving 

.r:-J. il aost ro 1.::.d. cost 

Rail to r-oad ( Actua l) 627,819 £844~233 £788f369 £ 55,864 

Hoe.d to r a il ( .6,ctua l) lOOjOOO £236)296 £368,716 £132, 420 

Ro a c t o rl. g,il 
(Bal3,nc e c's t ima t e) 117,000 £1971678 £243,262 £ 45s584 

Estimated t ot ql S8.Ving tn transportation co s t = £233, 868 

Conclusions: 

The es timated tot i l s aving of £233,868 in transport ~tion 

costs which could hs v e been effected during 1965 if short 

dist ~nce goo~s traffic had been diverted from r ai l to ro~d and 

long dist aace goods tr~ffic fr om ro ad to r a il should only be 

r ega r ~ed as an indica tion of the poss ibl e magnitude of the 

savings which coule. re s.ult from the d. i vers ion of traffic. 

The es tima t e is cons ideted to be a conservative on e 8nd 

should b e seen '.:'tS an incU c ation of the uneconomic utili zation 

oo of s ca rc e r es ourc es which result s from a tran~po~tation 

policy which a llows t a riffs which ( o not ref l ect the costs 

of alterns.tive trn.ns porta tj,.on med i a . 
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SDTTiARY 

\ 

A sunm1ary of the purpose f method 

of approach and r ecom.mcnda tions 
is given. 
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CH1~:9TEH 9 

9. 1. 

The basic obj ective of t t.is s tudy ws s directed a t 

fevelopin~ n '.· pro2ch for a lon§-t erm tr2nsrort 3tion 

pol ic? which coulc le a.c. to ;::,. m:=iximuin goods tr~1n s portation 

industry in ,~hodesi si, in wl:..i ch th- V:-irious tr2.nsport ~-,--c;ion 

suppliers ma k e c~e most economic ~l use of ~he sc a rce 

resources a t their disposill. 

The pr i w~ry f 2ctors cons i {ered ~re the organiza tionnl 

str1-.ctu::e re q ~.i red. for t r ... c, ·p l.:::.nning 1 control and co­

ordin~tion of t h e crJnspor t ~tioL indus try 1 tte cost of 

tr -,_nsport J.t ion a nd its si~nific :1nc o in t Le clevelo tm1e:..1t of 

a long-term po .. icy nd interim me ~s~res which could be 

ad.opted whil s t workin6 t ow:.:::,rds the long-t erm tr~msport a­

t ion 'rn l icy . 

The three pr inc i Jx :1,l cri t eri ·-:, f or .::. lo:ne-:- t .. rm tr r.ns:port ?.~­

tion pol ic y .? r e t .:i.:::-i:ffs v,hich r Gflect both r s.il 2nd raced 

t r nns port '.:. tiJn cost s 1 the tn~nsport 2.tion user's freedom of 

c ho ic e nd e0u2l c ompetitivo opportunities for the 

tr~nsport at ion suppliers . 
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Since the introduction of the lon2.-t 0r m tr2.nspo1 t at ion 

p ::i licy i s a.e n ern3 cnt on tL.e dete rmin ·- tion of tr,'msporta­

t ion costs end tl:te present co s ting s ~.rs t eEi of tLe EhoC.esia, 

Railways does not make provision for cos ting on a goods 

tr~nsport a ti on baG is, ~n 3pproach i s t □veloped whi cL could 

be u __,e d by t ~;.G . ~a ilw::iys to c.eterminc ~r.:_nspo::.~tation cost s 

i :n ~esp ect of diffe~ent goods or ca t egori es of goods . In 

principle t h i s ~ pro~ch which i s b2set on the density of 

t r..e gooc1.s subject to transport 2. tion r esult s in the det er­

mine,t ion of v,1rious levels of vuri ::i.ble tr:::~nsport c:: t ion 

costs per ton-mil e and various levels of fixed terminG.l 

cos ts , pei· ton. 

A\ simila r ::-i.p:pr oach for t :1e determin:-: tion of the cost of 

road t r ansport a tion of g oods is also developed . Those 

approaches would l ead to cvmparative costs for t he r a il 

3,nd ro a.d t r .:1nsport ,:::"sti on of go ods. The use of t l:e tecLnioue 

of cost break- even ~na lysis for t he purpo s e of effecting 

c omparisons b etween the c os t s of alt ernative tr8nsportati on 

med ia is illustr~ted. The bre2k-cven t echniouG could a lso 

form a usef u l tool for est ablishing t ~riffs which reflect 

the costs of t Le a l t crn~tive t r ansportation media. 

I n order to c arry out effectively the f unctions relative 

to the _p l a:ming, contro l a.nd co-ordin:::ition of t Le tra.nsport a­

tion indus t r y f it is esscnt i 1l that factu~l inform~tion be 

a.v::,iL-,.ble to the GovcrnmGnt . \ "t r :ms-port a tion int elligenc e 

system1
: is developed which could b e used t o collect f a ctua l 
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informa t ion ? c l a tive to the f ema nd f or ~nd s u pJl y of 

trc1-nsport 2-,tion c ?.,p?.ci t ies. A simpl e tr!Cms _p ort a:tion mof~el 

bas ed on hyp othetic ~l det~il s is constru ct e d to illus t r ~te 

the b ~sic inform~tion wt ich would be re qui ret ~y such a 

system . Pr a ctic a l eifficulties which cou ld e rise &r e nlso 

d e ~lt with . Tte s ys t em ma kes provision for both t h e 

collection of historic a l inform~tion a nd the use of 

estim;:,ites in r e l ~i ti on to t he future dcHu.n d for tr .~.ns porta­

ti on. r he use of g oo ds-flow t 2bles which r ive t Le 1.1 ov ement 

of 2, oods b etween s u _p:Jl y 3-nd domPsn d :1ree,s is .,:: l s o illu£tn:;ted . 

Since t he long-t erm t r ansp or t 0 t ion policy c 2.n ::..1ot b e .ut 

i nt o effect overni ght , in te::..~ i11 measures 'Nhich i n t he me ~m­

whil e would yield e conomic and othe r b en efits whilst 

vJOrk i ng tow?,rds t Le lonr;- te rm p olicy s hou ld b e introdu ced . 

In principle t h e i nterim rne ·1sur e 2: whic b. 'J.r e r e commGn 6 ed 

a r e t h i t r a il ant r oa d tr~n sport 2 tion b e temp orarily r e­

stricted to t1~o s0 di s t c:nc c s ov8r ·.ivLich ~he y c :.tn oper -::.t e 

mos t economicall y . Si n ce t he co s ts of tr~n s portinc s p ecific 

goods or c a teg or ies of eo od s h :. v c ~s y ot n ot b een d e termLn e d 

for ui trie r r a il or ro :.:id tr .-~ns port si tion 9 .:w c r c.g e tra uspo r t c:1tion 

co s t s &re u sed to comp 0,r e the co s t s of t J: 1.e :.lt orn.:..tive 

med iurns . Ba,sea. on -w e r "". gc cos ts . b:ce~'!-k-even 

a n a l y s e s b e t ween r .::,il ,:n d Publi c S:::. rvice IL.ulier ro :1d 

tr :::.,nspo r t a tion indic a t e t h ,··, t on a m ~t i on -:: 1 .:.wer .~ge b as is 

r ai l t r a n sport 2 t ion of g oods b e comes mo r e c conomi c s l than 

ro 3,d t r ans nort 2ft e.r· 30 mil es, rmd v ic e v ersa . 'I1h i s bre ::i k­

even d i s t ~n c s of 30 mil e s i s u sed -s the b ~s is on ~hich 

int er im meas ures s:.r e formula t e d in rcs ;i e ct of r :::il :i_nd r oa c. 

trZ:msport '.l t i on c 0mp e t it i on. Interim me :, s ur c s :;,r e r ecommen­

d.ed in re s :)ect of tLe Ila ilw':' ys 9 r ublic Sorvic e E::-i.ulii:.: rs and 

own account trrms port oper :,'.'.. tors . 
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An at tempt is made to as s ess the pos sibl e ef f ects of 

diverting goods tr::1..ns por t s.ti on from ro ad to rq ily ::m d vice 

ver s,:_i, . B.::.s ec: on fi gures for 1965 an cst im::.ted tot a l s aving 

of £2JJ~ 865 c ould h~v e been eff ect ed durin[ 1965 if short 

dist Rnce go ods t r a f fic bE d been diverted from r a il to r oa d 

and long d i s t ance go od s trGf fic fr om r oad t o r a il. 

9.2. Re commendations : 

9.2.1 . Organiza tiC?E_:~l structure : 

It is recommended tha t :m org;.1.niza t iona l f.; tructu!'e vvh ich 

mak es provi s i on for q Tr ans po r t qtion Advisory Council and a 

Trans port ation ~l ann i ng and Co-ordination Bo a rd b e created 

to ass i s t t h e minist ri es conce r n ed wi th trans portat ion i n 

t he ir res pective t asks. The rransportQtion Advisory 

Council should act ':.S s.n advi so ry body to the I.l i n ist er on 

any ma tter::: conc erning tra.nsport .s.ti on in D.Lodesia . l' he 

b~sic objective of the ~r ~nsp or t ation Pl a11n i ng and Co­

ordination Bo ard s hould b e to ~s s i s t t he Minister with 

transportation polic y decisions which are motiva ted b y t h e 

optimization of t l:e perfo rmance of t he tr,1ns :port r1.tion 

indus try i n r el e .. tion to tLe s upp l y of ;..1nd d emand fo r 

trans portation capacit y , t he cos t of d~d t he inves t ment in 

t he t r 3ns port a tion industry . The appointment of a 

tra·nsport :i.tion r esearch e'conora h ,t who would b e a memb er of 

the i·~dvisory Council, t1:.. e Pl a~liling ane Co-ordination 

Bo ard and t he existing Roa d Service Board i s a lso re­

commended. 
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9 . 2.2. Long-t crm transpo:r·t -~,t ion ,ro+J..2.X ~ 

It is recommended. th2~t Jihod esL1 should work tow <1rds a 

long-term tr:=~nsport ·•,tion policy in whic h t c-~riffs of 

alt ern~tive goods transport ~tian medi 1 should be m~de to 
r eflect the s upplier's tot a l costs~ the tr~nsport a tion us er 

is given '.:.:. f re edom of choic o of t r nns-port 2t i on media and 

tr :.msp or t ;:;. t i on suppli ers '.:.re c:.fforde c. equa l treatment as 

regards c ompetition. 

9 . 2.J . Int er im mec s ures : 

I n principl e it is recornnended tha t s hort d ist~nce goods 

traffic be divert ed from r ai l to ro ad 2..11d. long dist ance 

goods traffic from road to r ail. 

9.2.J.l. Public Service Hauliers: 

It is suggested t hat Rhod esia be divided into contro l led 

and uncontrolled o.reas for t he purpose of introducing 

transport r~tion restrictions . Controlled ar.eas with a· rn.di.us 
of 40 mil es should be situ~ted around r a ilway lines and 

should have a s centra l points towns situated on these 

r a ilway lines . Public Service Hauliers who are in 

possession of existing r adius ,Jermi t s s hould qualify for 

t he new proposed 40 mile r adius permits 1 which in principle 
would restrict t he ir competiti on wit h the Rei l wsys to 

within the boundaries of tl-~e controlled. areas. Public 

5ervice Hauli ors in pos s ess ion of exi s ting open and route 
permits should be a l lowed t o re t a in these permits. Long 
dist ance transport qtion l evies s hould b e impos ed to 

compens a t e the Ra ilw:.1.ys f or any lost treffic. Cert a in 
exceptions would have to be m,1.de wit il regard to the tr.:;.ns­

port ~ti on of goods over long di s t ances. 
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9.2.J.2. Own Gccount t r ans,2.ort~tion SU£~lier~: 

Own e,ccount tr;:;.nsport ~,t ion s uppliers ·, 7.:- e n ot permitted to 

tra.:asport r oods on a 1-kire or rew2.rcJ_ b ~,,sis. It is recommended 

th~t 2 r adius restricti on of 20 mil es be ~l .. c ed on 

corn1,1e r c i :-tl c',ncl industri!:l,l t r ::insport "'.,t ion veLicles in 

controlled areRs. SpeciPl permits could be gr ~nted for 

cRrryin3 guo ds over ~i s t ~nc ~s greut er than t hose impos ed 

by the 20 mil e r ~dius restriction. Long dist ance l evi es 

could be i ntro~uc ed whe n ever t l_e se s pecial ~c r□its aro 

issued. 

i :::. r mur r:: yndic g,te s should b e subj ect ed to the s ru~ie radius 

restri ctions as Public Servic e H~uli8rs qnd should be 

gr ,'c:t1 t cd spec i::il pc r 1,1 i ts t o carry agric ul turgl products and 

re qu i rement ;;:; only. Cert a i n oxcepti0ns 1,;ould have to b e 

m2-d e f or fres h f -=t rm product s . F 1r mcrs 1 co- oper ative 

societies s ho ul d in princi pl e be sub j ect ed to t te 20 mile 

r ndius restrictions i mposed on commerc e ·J.nd industry . 

Individua l f ~r mers should be allovcd freedom of mo vement a s 

reg2rds their own transport . 

The minin& industry should b e allowed to use their own 

trs.nsport ation f ree l ~r to trans port any requirements or 

products to the neur cs t princi,a l t owns, in inst ances where 

they ~r e not s itu~t ed near r ~ilheads. Ot her priva t e goods 

vehicl es should b e restricted to a 20 mi l e r ~diu s in 

t he controlled ·:re : s wh er e t hey m'J.y onl y oper a.te on .::m own 

a cc ount basis. 

The im~l ement ~tion of the pro pos ed interim mea sures should be 

done in fo~r s t a ges . In order to enforce t he va rious int erim 

measures c1d ecn,nt ely v t=1,rious forms of control should be in­

troduced such ~s vehicl e identific ati on ~nd J ermit contro l , 

pir ~cy control , etc . 
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9. J . Conclus ion : 

The introdLc·ti on of a long- te rm tr~ns port J tion p ol icy f or 

:i:-n1od asia wx: ic h i s b :"ls e d on t h e :p r i nci? l es of t ariffs whic h 

r eflect the c os t 0f t he tr -:>..nsport ,·: tion of v ~o_,rious e;oods or 

ca tegori es of g oods t r ansported by ~lt ern~tivo me ans of 

t r ~n s por t f user ' s fr e ed om of choic e anf e qua l t r ea t ment of 

suppl i ers sho 1:cl d yi el u_ a nnximum ~oods transport a tion 

indus tr:r i n whi ch m,J.ximum uti l iz,ition would b e m~-:d e of t h e 

sc a re e r esourc es ava ilnbl e to t b0 v.,_rious cornpeti tors 

in the trRnsport ati on industry. By introd~cing interim 

mea sures whil s t working tow~rds t his ultim2t e tra nsport a tion 

policy Rhod es i a woul d. in the me ,:mwh1.le b e able t o reap 

c ert a in economic and ot h0 r benefit s . 

----- oOo -----
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Di e do0l v ~n h ierdie studie wa s om 'n raam~1erk te ont­

wikkel vir 1 n l :"?cngterr11yn- ve:cvo8rbeleid ·da.t ac:,nleiding 

ka n gee tot 'n maksimalc goedere-vervoerinf uetrie in 

Rhodesie~ wac:.rin d. ie mededingende v ervoerleweransiers die 

mee s ekonomiese b onutting van beskikbare skaars 

proctuksi e- f aktore maak. 

Die pr ime:::.~e f o.ktore wat in Lierdie studie i~ ag geneem is, if 

a. d i e organisatori ese s trukt 1;_ur wat noc.i g geag 

vord om die vervoerindustrie te ko5rdineer en 

te l e i ~ia 'n ;:r.laksimale ;- indus trie; 

b. die koste van 5oedere-vervoer s oos ge s ien van die 

kant van d.ie betrokl: e u1ededingende vervocr-

media , :i.'la dmlik t p B. d en spoorvervoe:r· i 2sook van 

die kant van die verbruiker van cie vervoer- medi a ; 

c. e!1ige tus sentyds e r:ia atreels wat geneem moet 1.,ord 

ten einde vordering te ma ak in die rigting van 

di e l angtermyn~b eleid . 

Daar word aanbeveel dat 1 n Vervoer- Aaviesra~d en 'n 

Vervoer -KoBrdina s ie- en Beplanningsraa d in die lewe 
geroep word om die betrokke minister van advies te 

bedien en horn behulpsaam te \ ees met die opstel en 

uitvoering van d. ie langtermyn-beleid . 

l)ie ba.si2se begins el s w;-::_t neorgele word vir 'n l2ng­

terrnyn-vervoerbeleid is:-

i/ 
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i. v er vo2r-t ?.:.ri e 1Ne w.::1t die kos t e vco n a.lt er natiewe 

vervo ermifdels rofl ekte er ten opsigte van 

verske i e g oedere, of kategorie~ van goederc; 

ii. di e handha'Nins; van c;_ie ve:.:'bruiker v a:..1 v ervoer­

Qiens te se vryheid v2n kcuse ten e ind e horn in 

staa:t te s tel om 9 11 optimale keuse in terme van 

k oste tus s e:n die a lt er na tio~es te roaak , en 

iii. ge ly}:e kornpetisie-k3,ns e vir die vervoer­

l s w0 r :msier$ . 

Aanges i en i:nligt ing ten orsicte van die vervo srkoste van 

spes ifieke goed.ere of k 3. tegoriee v an goedere vir r!og spoor­

nog padve r voer in Rhodesi~ beskikbaar is~ is 'n met ode 

ont v1ik: :el w2,t a e,ng e·ne:1d b:t~1 ·.-wrd um 1s el vervoerkost c op 

' n goed ere-basis te kan bereken . Aandag word ook geskenk 

a ,:..n 'n in1 i c t ings -s te1sol vv 2:t benut k :::m word om kwantitatie,'n 

inlir,t i ng te vorsamG1 1 ten ops i gte van di o aanvraag na 

a ltern . .:1ti cv•1e ve r voe:r:t1iddels en d i e aanbod van beskikbare 

vervo erkapasit eit e . Hierdie inligting kan benut word vir 

d.oe leindcs van vervoer-be-;?lanning 1 -b ehe er-en-koordin<.1s ie. 

Di e tus sentyc3.se maa.treels vmt a.:::i,nbeveel wordj kom daarop 

nee r dat Ci e spoor- en padve ~voer tydelik beperk word tot 

daardie afstande waar hulle op basis van gemiddelde koste 

op f ie mees ekonomi ese wyse kan funksioneer ~ naamlik 

spoorvcrvo er tot afstaade bo 80 myl en pa dve:r-voer tot 

afstande korter a s 80 myl . Die vorbruikcr se keuse wo rd 
nie r;. i e:r·deur omver gewGrp nie, aanges ien aanb eveel word 

dat padvervoor nogtano oor afstande van meer as 80 myl kan 

pl a usvind,onderhewi g aan die betaling van 'n langafstands­

padvervocr-hcffing . 
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The objective of this study is direct ed 3t developing an 

&ppro~ch for 3 long-t erm tr~nsport a tion policy which 

could lea d to ·J. max imum goods tr :-=:.ns port ~:.tion industry in 

hhod esia in whi c~ t h8 c ompetitive bUpt liers of tri ns­

port ~tion ma ke t~e most economica l use of t ~e sc ~rce 

resources at their disposal. 

The prima r y f a ctors cons idered a r e : 

a . the organiza tional structu~e 1·eo u i r ed to 

c o-ordin::tt e .t t.s tr :1.nsport a t ion inc.us try and 

guide it t ow :1rds a max imum incl us try; 

b . the cost of g oods transport a tion a s seen from 

the point s of view of both t he competitive 

tr,:--ins port attion r,,1edL.1j viz., ro ::.d ;::,nd rail 

trnnsport a tionj as well as from tha t of t he 

user of t he trans port ~tion med i a • .. , 

c. int erim me~sures which s hould j e introduc ed in 

order to work t owa rds the lonf_-term policy . 

It is recommended th2.t r:~ 1rn:nsport ·,ti on Advisory Counci l 

and ,1, 'I1 r c_,_n sport Fl.ti on Plan1~ing ·1nd Co-ordinati on Bo :1r d be 

crec.ted to ·.1.dvi se the minister conc erned ,..,nd a ss i st; him 

i n pl ::mr:.. ing and ca r ry ing out the long-t orm policy . 

- The ba sic principles which are l a id down for ~ long­
term t r ans por t :1t ion policy a rc ~-

i/ 
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i . tr :m s po r t ·, ,ti on t :Lri f f s wr,ich refl ect t :i.e 

co s ts of .1 l t e r n 1t ivc tr 0 nsport ~tion 

media in res pect of ~ .r iou s g oodc or 

c ~teror ios of po ets ; 

ii. tho upholding of t Le u ser ' s fr e edom of 

choic o in ord e r t h .:-tt ~~ 8 L1,:~y m?,kc 3,n 

optim2.l docisi ou in terms of the costs 

of t tc s lt c rn~tiv o tra n sport ~tion mediq; 

and 

iii. e qual compet i tive opportunities for tue 

tr3ns port ~~ion suppliers . 

Sinc e inform~tion r ol ntive to c~e trans port a ti on co s ts of 

s pecific goods or c -::.i.tegori Gs of goods is not '.:lVail :_..bla for 

either r a il or r o~ d tr~nsport a ti on in Rhodesia , a method 

is dcve l o_;.)ed whtch cou.16. be Uf.--' Od to determin e tr'msporta­

tion costs on a goods b:=i::iis . . ~tt enti •,:,n is :J.lso g iven to an 

inform9.tion system which could be ll;::, ed for t.he collection 

of quant i t :'. t i v e inform:-:1.t i on rel ·~; t i ve to the demand for 

1-lt erna.tive tr,· .. n SJ)Ort a tion medi a ;.-nd tbe suppl;y of 

a vail :1ble tr:-ins port ;:-tion c :1.p:~citics . This inform:-'..t ion 

could be u s ed for t he · ,urpose of tr-~n s port .J.tion pl anning, 

control a nd co- ordin~tion. 

'rho i nterim measures which 'lr c ~:- ocorru,1enc;ed nre b a sically 

th~t r ~il a nd roa d tr ~ns port ? tion b e temoorarily re­

stricted to t:~e: sc di 2t m1ces over dLich tbt:) y c a n oper ::·te 

mo s t economi c a lly on the b a sis of ·~v c~ r -_g e costs , viz. 1 

r a il tr :::tns port "'lt ion to dist .g,:ic es great e r thar. 80 miles 2.nd 

roa c. tr,ms port a ti on to a i s t ;-:..;1ces lo ss than 30 mil es. The 

user's fr e edom of choic e is not ~ff ectcd by this sinc e 

it is recor:1mena.ed th, .t ro :::1.cl tr :.;.ns port r.:.tion Gt ill be 

:-~ llowed f or dist:1nc e s g rc ;:J. te:r than 80 miles subject to 

the PP~ymont of a long dist ::.ncG roa d tr 3.nsportation levy . 



- 176 -

ZUSAMMENF ASS UNG 

Zweck dieser Untersuchung war die Entwicklung der Grundlagen 

einer langfristigen Transportpolitik zur F5rderung einer 

optimalisierten Guterverkehrsindustr ie in Rhodesien, darnit 

die konkur r ierenden Transportdienste die wirtschaftl~ · ste 

Nutzung der vorhandenei·.i ·'lhlappen Produktionsfakt oren ermoglichen. 

In der vorliegenen Untersuchung wur den die folgenden grund­

s§tzlichen Faktor~n berilcksichtigt: 

a . Der Verwa ltungsapparat der zur Koordination der Guter-

verkehrsindustrie und zur Optimalisierung der Industrie fur 

erforderlich gehalten wird; 

b. die Kosten des Guterverkehrs aus der Warte der betref-

fenden konkur rierenden TraLsportmittel 1 d .h. Strassen-und 

Eisenbahnverkehr als auch aus der Warte des Benutzers der 

Verkehrsmi ttel. 

c . Etwaige UberganGsmassnahmen,die zur Entwicklung auf 

eine langfristige Politik hin fur notwendig erachtet werden. 

Es wird die Grundung e ines beratenden Transportgremiums und 

e ines Gremiums zur Transportkoordination und Planung zwe.cks 

Beratung und Unterstiltzung des ver antwortlichen Ministers 

im Rahmen der Formulierung und Durchfuhrung der langfristigen 

Polit i k vorgeschlagen. 

Die folgenden Vors chlage sollen als Grur,dlage einer lang­

fristigen Transportpol it i k dienen: 

i . Guterver kehrsgebuhrenordnungen, die im Verh§lt­

nis zu den Kosten der Transportmittelalternativen 

f'u.r die ver schiedensten Gli.ter und Gilterkl assen 



ii . es soll dem Verbraucher der Transportdienste 

vollige Entscheidungsfreiheit uberlassen 

werden 1 damit er selbst nach Berucksichtigung 

samtlicher Kos ter::f aktoren, die fur ihn guns tig 

ste Wahl zwischen den Alternativen treffen kan 

und 

iii. ausgeglichene Konkurrenzmoglichkeiten zwischen 

den verschiedenen Transportdiensten; 

Da es in Rhodesien an Einzelheiten bezuglich der Transport­

unkosten der verschiedensten Gut er bzw . Giiterklassen sowohl 

im Eisenbahn- als auch im Strassenverkehr f ehlt, wurde ein 

Verfahren entwickelt, wonach die Berechnung der Transport­

kosten auf Grundlage der Guter moglich ist . Es wird auch 

ein Informationssystem zur Sammlung quantitativer Daten, 

hinsichtlich Nachfrage nach den einzelnen Verkehrsmitteili­

arten und Angebot verfugbarer Tran portkapa zitaten in Be­

tracht gezogen. Diese Daten konnen dann zur Planung, Kontrolle 

und Koordina tion des Ver kehrssystems nutzbar gen1acht werden. 

Die vorgeschlagenen Ubergangsmas s nahmen bestehen im wesentliche.r. 

darin, dass die Wahlfreihe it zwischen Eisenbahn- und Strassen­

transport vorlaufig in entfernungsabhangiger Weise eingeschrankt 

wird und zwar so, dass im Durchschnitt der wirtschaftlichste 

Bet1~ieb gewahrleistet wird, v-iobei der Eisenbahnverkehr fur 

Entfernungen von mehr als 80 Meilen und der Strassenverkehr 

fur Entfernungen von weniger a ls 80 Meilen di enen soll. Die 

Entscheidungsfreiheit des Benutzers soll jedoch insofern 

erhalten bleiben, a ls vorschlags ge mass der Strassentransport 

auch uber grossere Entfernungen als 80 Meilen sta ttfinden darf, 

wobe i jedoch eine Sondergebilllr fur Fernver!cehrsstrassentransport 

erhoben werden soll . 
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l':emorandum by tl1e Associa tion of Rhodesian Industries: 

II' :TRCDlJCTI ON: 

1 . The Association of Rhodesian Industries has studied 
the ter□ s of reference for a survey 'of Rhodesian 
transport agreed upon between the Linister of 
Transport and ~:es srs. Associated Industrial Consultants 
(~ty) Ltd. 1 as set out in a letter from the 
Co~1issioner of ~cads and Road Traffic to the 
::. ecretary of A.Rn.I. 1 dated 14th April, 1967, and 
'.-'ishes to suk.:i t t:1e follo wing co:~~::ent s . 

2. The Association wishes first of all to record that it 
would have preferred to have had rather more time than 
has been made avail~ble to it to allow for a proper 
and full considerati oL of thi s very important subject 
and t'..1e fallowing memorandum must therefore be 
rega rded more in the nature of provisional comment, 
r a ther than a comprehens ive and final report of 
A.Rn.I. 1 s views on thi s mat ter. 

f UR~OSZ hND ~COPE OF 1'i1E ;:u:cvzy ~ 
. - . 

3. A.Rn.I. finds considerable difficultys on the basis 
of t he letter referred to aboves i n determining precisely 
what the scope and nature of the proposed transport 
survey re ally is. It appears from the initi&l proposa l 
subLlitted to the Consultants by the Llinistry that the 
prime r·urpose of the survey was to examine in full the 
preseut structure of roa d motor transport in Rhodesia and 
to mai:~e re cor;1mE:mda tior_s on ways in which road motor 
transport a tion could be employed to the gr eate st publi~ 
a dvant age . Fros the Con cultants' terLls of reference, 
howevery 1t!h ic:1 ·"e re subs e c uently accepted by the 
Linistry, it appears t hat other forms of transport, 
notably r a il transport, are now also to b e included in 
tho survey. It is tho view of A. fin.I. that all forms of 
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·i.; re .. 1...sport, includ.i li:?; rood , ruil 2.L r:~ c.ir transport, and 
~ ~1 typ es of traffic, i nclu ~in5 pEsscnger , need to be 
' 0·~" red by tho survo;y- i f c...~ proper examination of 

rlho t csian transportat ion as a whol e i s to be mad e . It 
is the co~s i dared view of A. Rn.I. that it i s 
irri~)ossibl e t o mal::e rccoi .. mGndat i ons on a future transport 
pol i cy , e i the r i D Tihole or i n part ~~i ch, it is noted, 
is on.c of the proposa ls rut forward by the Consultants , 
unless a l l for□s of transportC1tion a r e included . 

4. ~ .Rn.I. note s with soo c con cern t he emphasis in the 
k inistry's proposed terms of reference on the 
regulet i on, control , f unctionin~ and co-ordina tion of 
road motor t r ansport . In the Associat ion's view such 
proposals will not necessarily result in the 
gr eatest public advuntage if they restrict the operation 
of real t~2nsport vis- a-vis tho Rai l ways further than 
exists a t the present time. Indeed, it is the 
Association's view that even the pr esent system of 
r egulations 2nd controls on t he operation of road 
transport are no t conducive to the gr eatest publi c 
advantage as thi s would be defined by A. Rn .I. 

5. In thu sawu way as A. Rn .I. wo~ld vi ew ~ith con cern any 
at t empt to restrict t he operation in toto of road 
transport services b e cause of the effe ct that thoy wer e 
hav ing on t he oper a tion of t~e Rai lways system, s o too 
would A.Rn . I. be opposed t o any furt h er unfair 
r e strictions being :•l n cod ci th c: r upon the op er at ion of 
priva t e roa d hauliers, or upon t~c legitimat e use of 
othe r priva t e motor transpor t 1 -~~ the benefit of the 
Road 1'1otor Servi ces op er a t ed by the Railways. It f oll c··,.,, 
fro m this that A. Rn .I. would not te i n f avour of any 
at t empt to nat ionali s 0 privately 0ncra t ed road transport 
on t :1e ,;r cund.s of al l c:5"--lly ..;, (.,;_L ,._ '-- v .1.J.1g uetter regulation, 
control, functionin6 arnl co-ordina tion . A.Rn .I. can 
see no no coGsi t;y, on the evidence provid ud 9 fo r attempt ing 
to define by regula tion su c.::1 question s as 11 t .:1e spheres 
of opera t i on for variou s cl a f, =m s of motor tr2.nsport 11 

anu considers that such sphcros of op eration should 
ari se na tura l l y a s a r e sult of such considerat ions 
2 s tho co s t of mov ement and tha type and effici ency 
c,f service pr ovi ded . 
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G. In A. Tin . I. 's vievv the proper sta rting point for any 
surve y of this Lature would 1e t h e r rinciples on 
'.thi c h t l10 country' s tr c:.nst ort syster.1 should be based 
and this would ne cessitctc 1 for example, u rc­
ex~mi n~t ion of tho terms of t no Hhodesiu R~i lwnys Act 
o..Ld of t ·.1e rel uti ve posi ti o.1:1s of ro a d and r ai l traffic 
and of the :CUlS vi s - 2.-vi s pri V 8. t Gl y op or a t od trt.:nsport. 

7. _l. . Tin. I . t:1crof ore subiili t s for con sidera tion the 
fo llo·winc; mernort.l11J.um i n corpor~,ting the above points 
a nd setting ou t t ho gorcrul princiyles which A.Rn.I. 
cor1s idors must 1:>c to.ko.r: into a ccount if m1y worthwhile 
i nvcsti ~{ation of t ,1e c0 Lu:1tr;y 1 s trunsport system io to 
bo und ertaken . 

- • It i s a pprcciu t ed vy the Association t~a t what is 
bcinJ proposed i s c. much broader survey of transport 
within tho country than appears to bo contompl a t~d, 
certainly i n tho origina l terms of roferc1. c e submitted 
to tnc Consultants, but : s hns been stressed above, it 
is A.Rn.I.'s view that it is impo ssible to consider 
one aspect of tne transport syste,".'1 in isoL.1.t ion. This 
f a ct appears to !rnve been acknowled;:;'ed in the terms of 
refere11ce proposed by the Consultants. But even here, 
A. Rn.I. considers that the terrns of reference 
1nay not be sufficiently broad to i n clude an examination 
of the sort of c

4
uestions which 11eed to be examined if 

this very vital sector of the countryvs economy is to 
be employed to the 5rea test public a dvantage as proposed 
in t}1e l'.: inistry' s terr.1s of reference. 
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9. A.Rn.I. considers that it i s in the i n terests of both 
t h e count r y a s a whole and t h e industri&l sector in 
particul ~r, tha t capital investmen t in t he tran sport 
sector should, i n gener~l, be made where it will yield 
t -1e maximum re turn, tha t is, where it will give t l1e 
best possible service with t he r.1 inimuu of expenditure. 
The only exceptions to this rule being , i n A. Rn.I.'s 
view, wher e transport f a cilities are provided by t he 
Sta te either as an uneconomic service on social grounds 
or as an a id t o t :1e development of resources which 
would otherwise remai n un exploited, or where the 
transport systeLl provided b y pr i va te en terprise is 
considered to be opera ted contrary to the na tiona l 
interes t. A. Rn.I. considers t h e compara tive roles of 
the Stote and private enterpr ise in the f ield of t rans­
port a s essentially complementary with the Sta te pro­
viding only t J1ese services vvhich, for vari ous reasons , 
private enterprise i s un~ble, or un~illing , to provide. 
Any departure from this policy would need to be 
justified on the grounds of overall national i n terest. 
The costs of such a de parture would al so have to be taken 
into a ccount and should, l i ke the overall cost of 
State transport 1 be borne by t ~e taxpayer and not just 
by the direct users of transport. 

10. It follows from this principle tha t it is tha t form of 
transport providing the re Guired s ervice a t t h e lowest 
possible cost which, in t he Associa tion 1 s view, should 
be a llowed to develop to t he maximum possible extent. 
Any regula tion or administra tive a rrangements which 
prevent t ~1e develo pment of the most competitive form of 
tran sport are not, in the Associ a tion 's vi ew, in the 
best long term economic intere s t s of the · 
country. In any conflict of criteria , minimum cost 
must Le the decidi~g factor. 
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11. It is A.Rn.I.'s view t bu t, although in the past, 
capital investment in the transport system of 
Rhodesia has been predominantly in the Railwa ys, this 
is not necessarily a valid reason for continued 
investment in the Railways in future. It is the view 
of the Associ a tion that further investmen.t in the 
Railways system needs, subject to the .~ualification 
mentioned in pa ragr aph S above, to be Justified on 
economic grounds alone. That is, that it re cuires to 
be shown that investment in the Railways will produce a 
service for industry and the country at large at a cost 
which will either not othervvi se be provided or which 
cnhnot be matched by any other form of transport. 

12. It is recognised that the acceptance of a principle such 
as this implies a radical departure from past policy and 
that were such a principle to be accepted by 
Government, changes in the structure of the existing 
transport system would need to be introduced gradually 
and with safeg-uards to prevent unr:i.ecessary duplication 
of investment, substantia l unemployment and a reduction, 
either in ~uality or ! Uantity, in the services presently 
available. nevertheless, if the economy of the country 
is to develop and diversify to t he fullest possible 
extent, it is of the utmost importance that transport 
costs be kept to an absolute minimum and t~is can be 
acl1ieved only if the country is permitted to develop the 
most efficient (i.e. the cheapest) form of transport 
available to it. It is, in the view of A.Rn.I., also 
of considerable importaEce to avoid the investment of 
public funds in those sectors of the economy where 
private enterprise is willing and able to provide the 
necessar y ca. pital, on the grounds of making the optimum 
use of the scarce capita l resources available for 
investment. 

13. It should be stressed tha t what is proposed a s a general 
principle does not imply, per s e , t~e closure of the 
Railwa y syste1a of the coun try and its replacement by 
some oth8r form or forms of transporta tion. Indeed, as 
has already been indicated, A.Rn.I. recognises that 
there is a ne ed for tne State to establish and operate 
transport services in the national interest, that is, 
where no other services are, or will be, made available 
by private enterprise, or where future economic 
development is to be promoted, or where the service 
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proviJ ed by private en~ erprise is regarded as 
i n2de •uate. ~~at it doe s imply , howevert i s that the 
Railw&ys s yste~ is re1uired to demonstrate tha t priva te 
enteri::rise co.Lnot provide t:1e re , u ired service or, where 
priva tely oper~tetl transport is, or could be, made 
avail~ble, that the Railways are the most effi cient form 
of transportution availc,ble to the country and the one 
tl1erefore in which future c[,pi t a.l inve :::i tment can be 
ma de to the best na tional advantage . 

14. One further and more minor point on the terms . of 
reference which A.Rn.I. feel:::; n eeds to be made . is that 
they should e1;1br&ce a ir transport and the carriage of 
passengers (e. ~ . the movement of factory ~orkers to 
and from their places of employment). The view of 
fa • • Rn.I. is that all aspects of transport must be 
included in the survey before ar.Ly worthwl1ile formulation 
of policy can be made eit~er overall or in relation to 
any specific aspect or sector of the country's transport 
system. 

TH:'.: :S:X:'LCliT 'l'O ,._'HICH n ,; L.Rn. I. ? s VIEW '.I'::IE EXI STING I>!/ i.'TERN 
. . • - - • - -- ·- -- ..t - - . . .. - . - .. . -· - ' .•. ·- · . . . . .. ... . - • 

OF TRArJ S:PORTA'rIOH IF FUODESIL C('l':"FOR-.15 TO 'FIE G:81':EP.A.L ------------ ... -- --.... . - -- - . . ..... -- ... . - .. - .. 

15. I r~ the view of A.Rn.I. t ~ie present transport system in 
Rhodesi u and the ex i stin; statutory and administrative 
controls which support it, militate against the optimum 
use of cap i t o.l in the co"untry 0 s transport .industry. 
The present structure of the country's transport aystem 
does not permit of capital investment where it will 

•yield tje best results, either from the national or from 
t h e sectiona l point of vi ew of inJustry. There is no 
doubt whatever t h~ t 0xisting investment in the Railways 
syster.'l is prot ect ed aga i ns t investment in other forms 
of transport 1 p2rticularly road transportj notwith­
standing the f a ct that t hese othe r forms of transport 
coul J , and do , provid e a cheaper , bett er~ ~uicker and 
more r el i abl e or ruore spe cialised service than can be 
provided by the Ila ilw~ys f or certain types of ~ood~. 
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16. In rnnkin .;., t'1ese coLuents, }10 \l':ever, t~1e Association 
poin t s out that lnck of most of the necessarv back­
ground data hardly facilitates an oLjective ;ppraisal 
of tne situation. For example, while t ~'le Railways 
do not make avo.ila'..J le fi __;ures showing t :'l e actual cost 
per ton mile of the various classes of traffic carried 
by them on a nation&l, let alone re 1ional basis, an 
assessment of t~eir economi cs of opera tion, either in 
whole or in part, is virtually impossibl e as is a l s o 
any meanit~ful comrarison of their performance vi s -a-vis 
otner forms of transport. ~ven on the basis of the 
avo. ila ble information, hm·iever, certain fe a tures of 
Railways operLtion such a s the relatively high level of 
wages vis-a-vis Industry re cuire exami na tion. 

1 7. In adcii tion to the cost advantages whic~1 are known to 
apply to t h e use of road transport, certainly in the 
case of that traffic vvhich at present bears the higher 
rates in t h e Railways Tariff r ook, t he service 
provided by the Railways is considered to fall short 
of t~at provided by road transport in the following 
specific instances : 

a. Road transport in general provides 
better handling facilities which 
result in less damage to goods in 
transit. · 

b . It is held that claims for damages 
are more promptly dealt with by 
the Ti oad Hauliers than by the 
Railways. 

18. It is reco gnised, however, that these sort of complaints 
against t h e services provided by the Rai l ways could be 
rectified by improved efficiency and by the g eneral 
introduction of more modern methods of ~andling such 
us coritainerisation. l':t evertheless, the basic co11tention 
t ~a t more effi ci ent forms of transporta tion than the 
Railways are available a t r resen t or could be made 
available almost imr.1ecli 2 tcly for certa. in types of 
t r affi c, if restrictiots were not placed in their way, 
will persist until or unless ci proper cost 2.nalys is 
can demonstra t e ot~erwise. 
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lS. On t :10 ~ uestion of whet:1er or not the Rhodesian 
transpor t system provides, or can provide, ade : uate 
carryinJ capa city to meet present ~r future demands 
likely to be made upon it, either at a national or 
regiona l level, A.tln.I. ha s no precise information. 
In genera l terms, ho~ever, it is felt t~at with the 
present red.uction in export traffic brouJ;ht about by 
SQnctions and t l1e impending break-up of the unitary 
rail system e.n d. the conse uent transfer of Railways' 
personnel from Za111b ia to Rhodesia, there i s likely 
to be a de cuat c capa city on the Railways system within 
Rhodesia to meet the overall demand for transport now and 
in the near future . It is noted that the Consultants' 
report is to include a 1·goods flow table n and t '.:1is, 
pre sumably, will show whether A. .Rn.I.'s assumption here 
is correct or not. 

20·. The only qualification which it is felt n eeds to be 
made to this view is that while, as thing s stand at 
the moment, only a grauual increase , at best, above the 
existing level of traffic can be foreseen, any rapid or 
overnight change in the present pattern of Rhodesia's 
external trading relations could invalidate this 
assessment . 

21. A. Rn .I. does not consider it a pri ctical proposition to 
attempt to provide full anJ detailed information for 
Industry as a whole , or for certain sectors of it, on 
such ~uestions a s the proportion of traffic carried by 
tho various me ans of transport and the influence of 
transport costs on the costs of production, cl istribution 
or sale of goods within the country or for export. Nor , 
apart possibly from the first of th c sej Jo e s the 
Consultants' report appea r likel y to provide the 
answers to such c,uest ions. 
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22. I!loreovGr y A.Hn.I. considers th<1 t it is nccessury to add 
that the structural ana l ysis w~i ch the Consultants 
propose to undertake appearsj at least from the record of 
Llgrecment on t ~1e firm 's assignment, to run the possible 
riak of overlookinz t no8e ba sic economic considera tions 
to which t l1i s w::morundum has referred above in its 
comments on the proposed terri1s of referen ce for t ~1c 
survey and without ;1 full examina tion of whi ch much of 
t ho pro po sod s tudy would be :::up er f luous . Jro r exam1)l e , 
while an apprai s2l of t 11e der.mnd f or nnd supply of, 
transport capucity both present and future, ~ill n o 
doubt be of valu e , as will also be the Consultants 9 

recommendati on s on de a lin0 with future transport 
re ( uirements, this is in no way a substitute f or a 
proper economic eva luation of the development of the 
country' s transport system in the national int er est . 
\'!hile t he proposed survey may well demon:::.;trntc th3t there 
is overall, either e t t~e na ti ona l or a t any particular 
reg ional level, a r)urplus of transport capa city , it 
docs not necessarily follo w that further investment in 
the transport industry at that particular level would be 
undesirable. Dopendin3 u pon tho rcs·v:.l ts of the analysis 
which the Associ a tion will propo se of tho rel a tive 
com~etitivcne ss of the various forms of transportation, 
road transport, for example, could be inade <,uate to meet 
all the demands made upon it v.:h ilc a t the same time the 
Rai lways mi eht be in tho position of having unutilized 
capacity. This could lend to t he conclusion that any 
additional demand for transport should be met by tho 
Railways until such surplus capacity was fully utilized. 
In the vi ew of A.Tin .I. such a Hsolution" would not 
ne cessarily be in t he best interest s either of 
Industry or of t he country a s a whole. 

23. Even the existence of sur pl us capa ci t y in all types of 
availabl e transport a t one and the same t i me is not 
ne ce ssarily indica tive of the ability of the country ' s 
transport ~ystcm to meet the countr y's re ( u irements to 
t he best advant age . Tho unimpeded development of the 
most e conomic , i.e. tho cheape s t, forms of transportat ion 
to the disa dvantage: of l ess effici ent means , could 
l ead to oven lo~e r costs and an over a l l increase i n 
t he demand for transport a bove existing l evels. 
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24. Basically, A. Un.I. considers th2t the present structure 
of the transport industry is leading to a misallocation 
of cafit~l investment ~nd conso ( uont l y to a misdirection 
of t hu country 's scarce r e sources . Unless investment is 
freely permitted in t he ruos t efficient form of 
transportation available, any a ttempt to ca lcula te the 
l evel of demand for transport must bo inhibit ed to some 
extent . Demand cannot 1e considered simply in its 
relation to supply without, at t he same time, taking 
into a ccount the price factor, i.e. the cost of 
t r ansport . If t he cost of transport availabl e is kept 
hi3her than mi J ht otherwise be the case , as a result of 
restrictions on compe titi ~n fr om forms of transport 
whi ch mi.::;ht be more offici8nt, any attempt to assess 
tot ~1l de iu&nd for the transport r e sources of t !1e country 
mu c t Le somewhat arbitrary. 

R:.~COi _1.:iZim ;:~T IOHS FOR t . l\:i::;·,:1 ·rR:'.HSI'OT:'.l.1 STRUCTURE J-l.ND '"•OLICY : 
. - - - 1 . - · . . ·· · · - ---- . . . 

25 . In tho light of t :1a comments which have been set out 
above, A.Rn.I. puts forward the following proposals 
for consideration, not only in the ligh t of the terms of 
reference already agre ed u pon with As socia ted 
Industri&l Consultants (Pty.) Ltd . , but in the ligh t of 
any new transportation structure and policy v1hich may 
be f urmul ~ted J S Q result of the Consultants' r eport. 

A. A.Rn.I . considers 2s a first principle, 
tha t the rela tive roles of tho St a te and 
private enterprise in the fi eld of 
transport should gener ally be compl ement ary, 
not competitive, to each other . That is, 
that St ntc int 2rvcnt ion should usually be 
confined to those services which, for various 
rea sons , private enterprise is unable or 
un-Nillin€, to provide. This would not pr eclude 
tho State compe ting with private unt cr prise 
und er certain circumstan ces , but such 
compe tition would need to bo justified 
convincin3ly ns being in the ovorull na tional 
int er ust . In each ca se the cost of St n t c 
intervention should be cl uar~y determined and 
should be borne by the t axpny0 r and not jus t 
by oth~r transport users. 
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B. To ~ivo effect t o a nDt i on~l transport policy 
such as thi s , .: ... J1.n . I. reco;mn1.mds thnt tllu 
Rhodasi ~ R~il~ ~ys Act b ~ r e-examined with a view 
to r on1oving t ~1e r(.; strict ion or1 th e Rnilways 
rc t.,uirin-.:, t hc11 to opcr2. te accord in:; to businu ss 
principlu s . D~ defini tion, A.Rn.I. 0 s proposed 
rol e for tl1e r:ailwoys v-:ould in goucrc:.l limit 
their dctiviti as to thos e a spa cts of transport 
into which priv2 tG cnt8rprisc w~s unabl e or 
unv!illing to enter, i.e. tho oe whi ch were 
basically unprofit able. Evon if the principles 
er.abodi ed in r oco1!lm0nd2t tion ( A) abov-.:: a.re not 
a cc eptable y it ~q'pears to A. Hn. I. tlrn. t the 
re ~uiromonts in the Rhodesia R&ilways Act oro 
somewha t inconsisteht in this regard in that 
op orntin 5 on business principles and providing 
cb.eap and efficient transport arc not L•lways aims 
compc tiblo with the Leeds of the public and the 
u.evcloprnent of agriculture, conm1Grce and industry. 
Basic policy needs to ue clarified. 

C. In any future investment in the country's 
transport industry, such investment should be 
m&do only in those forms of transport w~1ich will 
provide t l1c ne cc ssury service with tho maximum 
efficiency. In tho Association's view this means , 
in essence, that investment should in tho future 
be made in those forms of transport .:-;. tion which 
can provido the nucossa ry service at the lowest 
cost. 

D. The f a ct tha t the 3uidin.'.S princi ple runs counter 
to pa st investment policy in the country 9 s 
transport inaustryf is not considered an ade ~uate 
rc&son for its rej e ction. If investment in the 
country 's transport industry has not in the pa st 
been in the country 9 s ba st interests - and 
A. Rn.I. is of the opinion tha t this is in f a ct 
the caec - a chang e of policy is long overdue . 
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E. It is appre cia ted that aLy sudden dc ~s rturG 
f r om existing policy would ro ("uirc certa in 
tra11ci tiono. l a rrangemont ::i t o cushion the 

·- cff oct s of such a d opa rtura . The Asso ci ~tion 
full y supports the necessity for the 
introduction of r eraod i : 1 r.wasur cs during the 
process of change to cushion its aff ccts 1 
provided only tna t the se do not run counter to 
t ~10 ,;cn er c:'. l principles ,:,s s e t out undor C~), 
(B) and (C) above . 

F . In order to ascerta i n with a ccura cy the 
compar a tive costs of the vari ous f orms of 
transportation available a t prcsc~t, it is 
considered tha t the Rhodesia Railwa ys should 
be re ~uircd to at l east a ttempt to provide 
figures showing the a ctua l costs of carryin& 
the various classes of traffic transported by 
them on a cost per ton mile basis over the 
variou s routes. The 11 Gcncro.l Goods" 
classification would also Ee ed to be further 
sub-divided to produce any me 2ningful analysis 
of movement costs. 

G. All forms of transport (i.e. including air) 
and all ty~es of tra ffic (i.e . including 
passengers) should be included in the survey. 

H. As n first step towards r at ionalising the 
country ' s transport system 1 the ~a ilways should 
be ro c,uircd( onco the ne cessary costing r ef erred 
to under (FJ above has be en compl e ted, to 
co~mwnce t he a liinment of their existing r a tes 
with tho a ctunl co s t of carriage as determined 
by tho cost ana lysis . Such an alignment in 
r a te s would not necessarily be made by the 
Railways 1 hovmv or, where they provided the only 
means of trnnsport und an a ltcrn&t ive service 
was unlikely to be provid ed b y private enterprise 
or, whore it was cons id er ed tha t the service 
provi d& d by priva t e enterprise was defici ent in 
one or mo r e respe cts. 
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Until sucl1 t i ii18 ns t l10 -:.; xarnins tion of thu 
compnr at i vo ca s t s of the var ious f orms of 
tran sport has b een compl e t ed, n o f urthe r 
signi f iccmt inves t ment shoul d be 1J1r.ido i n t he 
count ry 's trans; ort s ~s t cm. The only ex ception 
to this r ul e bGi ng tilic r c priva t e cnt cr r ri sc wu s 
unlikely to r rovi do a s0rvico ~ 1ich it was 
consider ed w2 s ne ces sary t o meat a s pe cific 
soci2l 11ocd, or where it vm s f ol t t ,1a t the 
provi s i on of a s ervice wns t he ne c e s sary pr o­
r o1. ui sit e -co stimula t 0 e con omic dc vclopmont , or 

. w:1er c t ~10 sGrvic c pr ovided by :pr i va t o ent erpri s e 
wa s cons idered inc:.d e (,ua t o . 

111l1ero it w2.. s considered t hat the na tionul 
interest ro l.u i rcd the transport of n certa i n 
type of traffic w~1.ich wa s not bcins carri e; d by 
the existing transport s ervices , or the e stabli sh­
ment of a n ow transport s ervice wl1er e none 
previously exist ed , ~t a t c i n tervention should 
be financed dire ctly by tho taxpa yer and not 
jus t by other transport users. 

Evorv effort should bo m□ dc to im~rovG the 
cffi;iGncy of oper a ti ons of the R~ilwa ys s yst em 
provided, however, that any such improvements 
made nrc not a dvnnced a s justifica tion for 
further substantia l capita l expenditure, if the 
costing r eferred to und er (F) above doe s no t 
sh ow tha t such investment would be in the 
nntion~l intorest. 

It i s considered tha t tho Roa d Hotor Servic e s 
currently oper a t ed by t he Ile ilwuys should be 
withdrawn to a llow such services to b e oper ;:;, t ed 
by priva t e ent erpri se , unl e ss on t ho ba si s of 
cost ana l ysi s , sue~ s ervices can be sh own to b e 
more offici unt t han t h e s ervices ~r ovidcd by 
privat e ent er pri se . However ~ wh er e t ho e conomics 
of opera ti ons nr c such t ~ut priva t e ent er pri se i s 
unable or un~illint t o pr ovide t ~c n ec e ssary 
service , t h o RCS wou l d cont inue to opcr e:-:. t e on 
t he bn s i s of f uncls provided directly by t he 
t axpa yer a l ong t h e line s indica t ed under (J) 
above . 
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M. No unfair restrictions or prohibitions 
should be plo.ced in tho way of i;usors" 
providing und operating their own transport. 

T:Si-1:J'OfiARY l!Il 'DIPICA~I ONS TO 'l':~E .:.BOVE ff,ECCliINEhDATIONS 

CON5I:p_E}lED n~c:s~_SAHY IN TH:3 LI CHT OF HHODJ.::SIA v S r :rc~s~~l:T 
EC ONfL J C POSITION: 

2G. 1' ·1ith rcgcrd to the recomrnendations set out under 
pnrngrnph 25 above , it is recognised tha t certain 
tomporary modifications would need to be made to them 
in the li~ht of Rhodesia's current economic position. 
A.Rn.I. considers th~t its recommendations would 
probably re ~uiro t emporary modification a long the 
following lines : -

i. With regard to t llc recom.mcndu tions 
under (H) above , t J10 :::dignment of 
existin~ rat es with the a ctu~l cost of 
movement a s determined by cost 2nalysis 
should not result either directly or 
indirectly in an overall reduction 
in tho va lue of the countryvs export 
earning s . It is felt that several 
factors will need to be t aken into 
a ccount in any eva luation of the 
effect of i n creased export cos ts 
arising froLl n revision of Ra ilwa y 
r a tes. For ex~mplcf increa sed export 
co s ts por s o will not necessarily 
r e sult in a redu ction in export 
eurnin8s , indeed, they could increa se 
them, de :;_)end i.ng upon the el a sticity of 
d emand for t ho ~ r od.uc t concerned in the 
for eign m,,. rkot which, in turn, would. 
d opond upon t he Rhodesian product s ' 
compet i ti veness in terms of price, 
~uality 2nd delivery da t e s. In addition, 
it wi ll be ne cessary to t a ke t he 
overnll adjus t ment in Ra ilwa y r ntos into 
nccount before making any hard and 
fast decision on their effects on an 
individual export, oince the incre1 scd 
costf for example, of agricultura l 
exports EU!.d their a.nticipetted or real 
reduction ns 2 result, might be more 
than compensa t ed by i ncreased earnings on 
industria l exports, where an ad justment of 
r a tes had resulted in tho latter 
becoming more competitive . 
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1:l i t l1 r cgc:.: rd t o t :1.c r c commcnclat i on s 
under (I) nbov e , f urthor inves t ment in 
l ess , r a ther t han more , compe titive 
f or ms of trnnsport r:12y h ~'..v e t o b e 
~llo~ed if such inves tment i s likely 
t o r esult i n c si :gni f icc.n t s,.;.vinG of 
f or e i gn curren cy over und a bov e 
invos tmcnt i n a mar s compe titive f orm 
of tran sport. For cxompl o , if the 
r esults of t ~e co s t i nvestigRti on we re 
to demon s trat e tha t t ho R~ilwGys were 
l ess effici ent t h 2n r o2d tr~n sport in 
the ca rriage of n particu l a r cor.~ odity, 
it mi Ght n ev erthol os s b e n e ce ssa ry, 
under pr e s or t circumst anc e s, to 
por Jit furthe r i nve s t ment i n tho 
purchase of 110w l ocomot ives , where the 
tota l i mport cost wa s l e s s t han thGt 
which would b e ne cessa ry f or the 
purch ~. s e of mo t or v ehicl e s t o pr ovide 
t he s nme mov ement cupQcity . In 
a dditi on, the further d emunds impo sed 
upon the coun try ' s f orc i 5n currency 
r esources b y fu ol ~nd s pnr os wou l d 
a l s o riced to be t ak en into a ccount. 

Concerning tho r c co~menda ti ons set out 
under (1) a bove , t he a bolishment of 
certa in :CS s ervices 2nd their r e­
pl a cement by v ehicl es ope r a t ed by 
~riva t o ent erpri se , could l ead to the 
creati on of Qn i mport demand for new 
v ehicl es with t he consec.u ent dra in on 
for e i gn currency r esourc es . Aga in, 
such consider a ti ons would n eed to b e t ak en 
int o :: cc ount as jus tif;r ing a possibl e 
t ~nporary dep2rture fr om tho over all 
pol icy r e c ommend ed t owards t he : 
ill\;5 , a lthough ::.--.. poss ibl e soluti on 
t o t he probl em mi iht b o provided by 
t i1e s u.l c of Rl'IS v ehi cl o s t o t he 
priva t e e:nt cq:irisc concer ns v1hich 
woul c b e providing the r epla cement 
s ervice . 

. ·.s s oc i c-, ti on of TI.h c1d0s i 21..11 Industri e s : 
. ·. :1 L1·l. ly, 1967 . 
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C OJ:J.1EN TS ON T~IE M~QRJ~_DUM SUBMITTED BY 
THE TRANS]'OR':1;1 COMMITTEE OF THE 

ASSOCIATION OF mIODESIAN INDUSTRY (A.Rn.l.). . . ' ~ .. ·~· .... ... 

~n commenting on this memorandum reference will be 
made to specific paragraphs in the memorandum although 
the contents of these paragraphs will not be quoted since 

the memorandum itself appears in full on pages A2 

to Al6. 

Paragraph 3: .... 

The question of passenger transportation was discussed 
with officials of the Ministry in the initial stages of 
this study. It was decided that it would be excluded 

from the study as the cuestion of passenger transporta­

tion ties in very closely with suburban development 

programmes being considered at the moment by the 

Government. Although it was agreed that a passenger 
transportation study should be conducted it was felt 
that one could safely proceed with a transportation 

policy directive as was done in this survey. 

As regards the air transportation of goods it can be, 

safely assumed that at presen t t h is medium is responsible 
for only a very small portion of the total goods 
trs.nsportation. 

The time factor involved in s t udyin6 these other 

tr2nsporta tion mediums would have cnused a basic 
d ela y in the formul a tion of a directive for the 
t ransporta tion policy of Rhode s i a . For this reason 
they were omitted from this survey. 
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:?ar2graph 10 ~ 

The A.Rn .l's cor,1rnent on the development of a tr2.ns­

portation service a t the lowest possible cost could be 

described as the mo st irn-i::: ortar. t basic principle ir;hich 

wa s adopted in this study . The whole approa ch of t he 

study was cJ. irect ed at diverting traff ic from the less 

econouic ucdiums of tran sportation to medium □ whi ch 
would be ~ore e conomi cal. The Ra ilways, for example, 

cnn ope r a t e mor e economically than road transport on · 

1 on6 di stance haulage, vrherea s road transport opera tes 

more economically over short d i stances than transport 

by r ail . Tae principal. recom;:nendati ons made in this 

survey are, t h erefore, i n accordc:mce with /i. . Rn. I's 

views. The outcome of the study m~y, however, come as 

a complete surprise to them. 

Paragraphs 16 and 17: 

The ba s ic problem as r egards competition be t we en rail 
and road is in fact the lack of informa tion on the cost 

of transporting particular good s by both rail and road­

and the fact that r ai l way 2.nd road tariffs do not 
reflect their costs. One of the principal r e commenda­

tions made in t h i s study is that t ariff s ba sed on costs 

be enforced for b oth rail and road transportation. 

'.'Ti th regards to t he s t a tement tha t Public Service 

Haulier s provide a better servi c e than t~e se rvice by 

r ail on h i gh tariff good B, it could theoretically be 

assumed tha t these h i 3h t ariffs r eflect the railway costs 

although they do not refl ect t he highe r road haulage 

costs. Tl1e question arises whether industry would. st ill 

prefer long di s tance road haulage if a h i gher road tariff 

were involved . I n f a ct by supporting r .oad h aulage over 

long distances ( arid commerce hnv e n o alternative s ince 

their tot a l user co s ts hfil st be lower for specific goods) , 

_ Railwa ys are losing revenue which coul u hove been used 

i n cross subsidising low t a riff goods which are transport cc.~ 

on behalf of coru1e rce, indus try~ mining and agriculture. 
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!i.NNEXUitE 2 

Sel ected c omment s r ec ei ved from unidentified 
Public Service F~uli ers in response to 
a questionnaire forwarded to themibY the 
Central Sta ti st ic.al ~Office • . .. 
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SZLECT:SD cm:.~ .. :Et?I'S TISC3IVED FROM UI::IDEI";TIFIED 
_r.ur,L IC SERVICE !-IJ: .. ULI EHS IN 1rns:1or-rs:s TO A 

( UESTIONl'iAIRE FO:R;"!kRDED TO THET.l BY THE 

CENTRAL STLTI~llC~L OFFICE 

C. UESTION g: 

Do you consider the present s ystem of "Public Service 
Haul age" regulations and controls o.s ade c,uate? What 
improvements would you suggest? 

Comment 1 . 

Comment 2. 

11 The present regula tions are considered 
to be cumberso1:ne und a tendency has 

arisen for the operation of the Road 
Service Board to become too much 

ident i fied with the proceeding s of a 

court of law . It is considered that 

the Road Service Board should be 

replaced by a full-time Road Traffic 
Commissioner assisted by a permanent 
Secretariat. Furthermore, the respective 

function s of the Einistries of Transport 
and of Roads anJ Road Traffic should be 

rationalised so as to ensure that all 

Transport policy matters are the 

responsibility of a singl e Liinistry" . 

"As in most legislation and rog ... _lations, 
we are copying the older countries 
wholly . This is wror:.g because we are a 
now developing country and only tho bare 
essentials of t~e older countries' laws 

should be imposed . It is tne same as 
demandinJ that a 16 year old should 
beheve in every way like a 60 year old. 
Nothing on the safety side should be 

r educed, but there are a lot of other 
regulations thnt can be; insisted on and 

tl1c Ins}:c ctors ".lave a difficult enough 



Comment 3. 
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job a s i t is 1 as well as forms to be 

fill ed in. The syst em of licensing 

is the most unfair ever d evi sed . 

To impo se t~e sa~6 t ax on c heavy 2 

tanner ac t~c largest v ehicl e PSV is 

r eall y unfair ancl tho G- overnrncnt is 

lo sin6 money . Ti1e one carr ... s from 4 to 

6 times ns mu ch as tho other. If the 

ono can afford to fay £144 per annum tho 

other can pay £600, or r educe the tax 

on t ne li t?;l:1ter vehi clo s . 11 

11 \?e feel that sorJe inve s tigation shou ld be 

mad e into the Cons titution of the Road 

Service Bo&rd with a view to implemen-

t i ng a policy of continuity of employment 

within the Department . It would app ear 

to us that on the p r esent structure , 

whereby tho majority of tho members 

are employed on a par t-t ime basis it 

could well bo stated that there is no 

continuity of exp eri en ce and knowledge 

of overa ll transport probl ems , t o enabl e 

t he Board to re a c~ i~~ed i c t e and r a tional 

decisions . Moreover, tac Public Se rvants, 

particula rl y in t he hi~her grad e s will g ive 

advic e and information to tnc Board to 

rea ch t hese decisions a r o not assured of 

promotion in t h is Department and ma y be 

moved to some othe r a r ea of Gove rnment 

Employment - the exper i enc e thus being 

lost to t ~c Tra nsport Indu s try . ~c feel 

that it would be useful to the Industry 



Cormaent 4 . 

Comment 5. 

Comment 6 . 
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if senior macbcrs of t~c Bo8rd wcro 

drawn from t ~rn vnrious s2ctions of the 

Transport and Allied In~ustri cs , i. e . 
Agricul tu.r e , R2 i1,,,: ,ys e tc. 1 ;_:,nd t l1.a t if 

promotion is ~ivan to t ho Secretary to 

th u Board h o should 1 in view of ~is past 

oxpcriencc , become a Permanent hcwber 

of tJc Bo2r d in ardor that this 

exp orienc 'J may not b8 lost." 

"lh ~id tiruG limit s on Road. Servic e Board 
hearings - cut ting out of lo11g t :1.y 

di a tribe s by cotrnt lcss "1..h tnesses " . 

More 0mphasis on tr2nsport re ~uirements 

and common s cnso and lass on lega l 

;i_~ irJmicks 11
1 as in the case of 

........ ond eavourin ; to use D.oad 
Service P\Clrwit s to sell . . . . . . . . . . . 
e • 411 If • e • nctivitioB . Road Service Permits 

snould be restrict ed to thoso who 

operate Transport Businesses . " ( •.. =censored) 

"A road transport authority would be 

preferable to ascerta in tile needs of the 

industry, and it would not be necessary 

for applicants to employ legal personnel 

to ar0ue cases, which are often argued 

on l egal grounds only and the facts 

are obscured." 
11 1

,
1e are of the or inion t:10.t a ll vehicles and 

tra iler s Ni t ~ a carryinB capacity of over 

three tons must :1.ave a ye arly Certificate 

of Fitness . Ve would also like to suggest 

that t h e Road Service Board becomes a full­
time occupation for 211 members concerned, 
or t hat a tra.ffic cor,1mis s ioner be a ppointed 

with assistants and tha t no les s than 
three members sitting at hea rings . " 
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l DEST I ON 10 : 

Should st r icter ~ont rol s be instituted on "private 

hauliers" and w~1y? 

Comment 1 . 

Comment 2 . 

u:-,'hile acce i:: ting the basic ri ,5h t of 

anybody to ca rry h is own goods i n h is 

own vehicle t ;1ere is a t presen t no 

effe ctive control of t h e a ctivitie s of 

~rivate hauliers some of w~om indulge 

i n 9 pirating 1 operations . As a first 

s t ep it is considered that all goods 

vehicle s of over, s uyj 1 ton carrying 

capc. ci ty should. re· uire a lice1:.ce or 

re rmit limitinJ thei r use not only to 

the carriage of ~ood s whi ch are the 

property of t he operator of t h e vehicle 

but a l s o as to the s cofe of opera tions of 

t he vehicle . The law in regsrd to the 

oper~ti on of t ransport by s o-ca lled 
9 co-opor2tives 1 as well as by any form 

of partnership and associated c ompanies 

should a l so be clarified." 

"Priva te Hauli ers s110uld oper a te unde r a 
11 C11 Lic en ce and should be subject to 

t he sa me l egi s l ~tion and regula tions 

r egarding Certificate s of Fitness and 

.Pe r rni t s as Co11L~e rcia l Tr ansport Opera tors, 

and tl1e saue r egul a tions as regards 

employment of Drivers and allied 

employees." 



C orru:1en t 3. 

Comment 4. 
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"Ye s. Because in 1~1o s t instances these 

people ct re merel ;y subsid i z i n~ their 

product s by sub- e conomic transport, 

but a r e no t cs llod upon t o pay the 

overheads of t~e le3iti~ate transport 
0 1-era.tor. 11 

"Our answer to tl1i s Se ction i s 'Yes' . 
Stric t er control should be kept on 

privnte :1auliers . \ife say t :1.a t any 

priva t e vehicl e over s even tons 

carrying capa city which i ntend s to 

opera te outside a 50 mile radiu s of base , 

mus t have the aut.nori ty of tl1 e n oad 

Servic e Boe.rd . The Governmen t i3 
lo sing a cons idera ble amount of revenue 

due to t ~e f uct that private hauliers 

a r e paying considera bly le ss roai tax 

for tho use of road s as against the same 

vehicl es oper 2tine und er ~. 3 .V . pe r mit s . 

~e therefore, SUJ~est lic ence fees for 

all cor.r .erci 2. l vehicles should be the same . 

In many cases t he buyin6 of dead pe r mi ts 

has taken plu ce and we consider this 

prGcti ce to be wron0 . In our opinion 

if a pe r□it has not got a Certificate of 

Fitness r el ating to a specific vehicle 

ye a rly, t :1cn that per ini t r:1Ust be 

ourrendered to the au thority concerned . 

All vehicles of over three tons carrying 

ca pa city shell displ a y the own8r's name , 
address and ba se of operation. The base 

shall be the pl a ce of production or 
business and not a nomina ted office . " 
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11 Not, a s yet, in the ca se of the vehicles 

just u sed fo r loca l deliveries, but 

per1ai t s should be obtained fro ri1 the 

Road Servide Board for t~e l a rger 

vehicle s which are a t pre sent allowed to 

and d o tra vel nll over Rhod e sia, to the 

detriment of P . S .V . op er a tor s and the 

Railways . be cau se ~ . S .V. operators have 

to abide by 1'r ansport Operating Regula­

tions, ~overning conditi ons of employment 

etc ., hav e to pay higher licen ce s , have 
to i&ve a Certificate of Fitness for 

ea ch vehicle etc., they cannot hope to 

compete in their own field - especially 

with their restric t ed permits . It is 
particul:J.rly difficult to understand 

why vehicles without P . S .V. Licences do 

not re ( uire a C. O. P .li 

Any other rernnr :;:s on competition in transportation? 

Comment 1 . a . "Railways : It should be accepted that 

, the proper functions of the Railways 

should be t o provide for: -

i. Bul k loa d s , especially ra! nerals, 

timber , fuel s , agricultural produce, 

ca ttle, ma chinery and building and 

constru cti onal e ~uipment . 

ii. Bulk Import s and Exports. 

iii . Limited Internationa l Expre ss 

~assenger Service s 2nd that the 

i nternal movement of passenger s 
and dist ribution of g ood s i s most 

eff iciently and economically the 

provin ce of road tran sport . 
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This policy would ensure the provision 

of a n etwork of f irst cla ss roads which 

is t f the greates t imnort ance for the 

dev elopment of the country a s a whole. 

Private capit a l would be encouraged to 

provide ade quate road trensport services 

thus on the ono hand conserving public 

fund s a nd on the other producing in­

creased public r evenu e from licences, 

permits, fu el tax and income ta~. 

b. Railw ~y Road Llotor Services - should be 

tr eat ed in ex actly tho s ame manner as 

private road transport operators and 

r ec eiv e no special privileges whatever. 

C • 

d. 

e • 

f. 

Commerci ~l Vehicles (own account) 

Fa rm Vehicles (own account if 
used on public roads) 

F2rra Vehicles ( s yndicates) 

Other ?ublic Servic e Hauliers. 

Attention should be drawn to the 

)should in 
)gener a.l be 
) subject to 
) licence & 
) permit 
)control as 
)indicated 
)in Soction 
)10 above. 

indi sput able f act that t he world wide 

trend is from Rail to iload exc ept for the 

traffic mentioned above. Tho Government 

should in practic ~, a s well ~sin theory, 

r egar d tLo Rai l ways a s an industria l entity 

which must b e viab le without subsidy. Any 

subsidies should be to the go ods ca rri ed and 

not to Rail, 2nd c ert a inly not hidd en behind 

a dvant a ges peculia r to t he R~ilways. The 

bas ic policy for t he Railw~ys should b e 

r evi ewed in this light . ·· 
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Comment 3. 

Comment 4. 
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"Although we a re in competition wit h 

"A; B & F" 2nd fi&ht them all along the 

road for work, we have had co-operat ion 

from thcr.n when necessary, a lthough a few 

in the l as t co. te i ory v1ill not und er any 

circumstances . There i s a pr a cti se 

growin_s whe r e when one company owns 
trucks on black number pl a t es for their 

own work now work for other companies 

which they say arc sub~idiaries or in 

which they have an interest, if this 
practise is allowed to grow t hen you can 

write off the P . S .V.'s as one could buy 

a share in ••• . • •. • .•..• and then perform 

all their transport on black number 

plates, where ever they are in Rhod esia . " 

"(b) Road I'.To tor Services are u sually 

wasting a lot of salaries, fuel, tyres 

etc., because they only u s e very big 

v ehi cles f or many times very small loads . 
Other :!:ublic Service Hauliers can use the 

right v ehi cl e for t he right loads . " 

"a . Railwa ys : 

Comp e tition by tho ~ailwayc, as 

experien ced by this Company, is 

limited in extent and consists mainly 

of their s t eadfast objection to 
additional pe r mits t o opcr a ta service s 
in competition with those ope r ated by 

the Railways . I n particula r, this 

Company 1 s application to offe r a daily 
service f rom Sali sbury to Sinoia where 

no such servic e apart from the Railways, 



b. 
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exist s was r cfu God on tho grounds 

that there was a Rai l way s ervice ~ 

Very littl e notice was taken of 

th~ f a ct t hat ?ar s ons trading in 
Sinoia ;__: nu su:ppl i cr s in Sali sbury 

f 8lt the r e was ne ed for a Road 

Tr ansport Service, and competition 

with th&t servicG wa s not a llowed 

t o materialise . Surely tho ccneral 

public should have the right to 

choose how they wi sh their goods to 

be transported e specially in a case 

whor e only a Railway service is 

provided. 

Road Llotor Services : 

Compe tition of a different nature 
has been experienced from thi s 

brGnch of the ilailways . The Road 
Motor SerYices take considerable 

time and trouble producing a tariff 

book. This comprchunsive document 

t overs tht movement of all g ood s i 

the r a tin$ structure which , if 
followed, can provid e a reasonable 

livelihood for any haulier. 

However, it has been our experienc ,! 

that the RoaJ Motor s ~rvice s do , 

on sev er a l occAsions whun f a c ed vi 1 

compe ti tioh from priva t e l1s.ulicr s 
such as tni s Companyy di srega rd th i~ 

t ariff book , i n some cases it would 

appear with little or no knowledge 

of transport costing . 
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d. 
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Commercial Vehicles (own account) 

No comment. 

Farm Vehicles (own account) 
The rer,iark s in answer to (,,uestion 

10 apJ ear to cover this. 

Farm Vehicle s ( Syndicates) 

The competition from this form of 

pirating has been experienc ed by 
this Company for a period of seven 

years and appears to be unfair in 
that such Syndicates are not faced 

with the additional expenses of the 

Public Service Vehicle Haulier in 

that they do not appear to re r.uire: 

i . A Road Service Permit; 

ii . The annual Certificate of 
Fitness ; 

iii . na yment of N.I.C. labour rates ; 

iv . Public Service Vehicle rate 
of vehicle taxation; 

They are, therefore, able to 

operate, if they do not wish to 

show D profit, a t a rate lower than 

that of the licen ced haulier. 

However, they a re not in a position 

to cope with seasonal demands for 

the movement of agricultura l 
produce and members of these 

Syndicates call on public hauliers 
to cope with these demands . 
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f. Other Dublic ~ervice Hauliers: 

Competition from thi c source is 
usual on a price basi s . It 

ap1ears to thi s Company to be 
completely unne cessary. If all 

permits were endorsed "No rate to 
be cha r g ed le s s than the Road 
Motor Services tariff 11 competition 
would exist on the basis of 

service only. This Company feels 
that t~e service afforded to 

members of t 1.1 G Public i s not what 
it could be with r t tes being kept 

at a low level but there is little 
or no room for good public relations 

to be maintained. Many verbal 
contracts are entered into and are 

subse cuently revoked as hauliers 
find more l u crative traffic on 

offer and generally the industry 
is regarded as being composed of 
nhighwaymen" and il footpad s " . Owing 

to t h e existing s ystem of permits, 
authorised hau l iers have built up 
areas which they consider to be 

t he ir own areas of operation. They 
afford se rvic es in these a reas , 
because of the demands made upon 

them, which a r e extrenely adec~uate. 
However, other hauliers with similar 
per mits e2ch in such territories on 

a price basis only during seasonal 
rushes with little or n o r egard 
to the hauli er v1ho is prepared to 

~ive an out of season service. 
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T:tis Com "0 3.ny f e el s t h i s un,.vie c essar y 

f orn of competition could b e 

cont r·oll cd b y ~c.e J, U3.t c pric o 
structuro s whic h wou l d a ga in in the 

l ong t er c be in t he Na t i ona l and 

t h~ hauli 8r I s inte r es t . '' 
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liicmora.nc_uin submi tt cd by the Associated 

Chambers of Commerc e of Rhodesia . 
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A COL .I~RCIAL VI :S1.J C·F TRAT; S!?ORT: 

' 
I NTRODUCTI :) t: z 

1.1. 

1 . 2 . 

An exm:1i rn.~t i on of t :1e existinc tr;:?.nSforta tion 
st r uc t ure in Rhode; sia wa s cun,::.u ct e<l at t :1e 
re~uest of a fi r m of industri a l consultants 
\':'ci.i ch h ad becri corrJI,1i ssi onod by Government . 
The basi c terms l) f refer e~Jce were 11 directed 
to the purp ::is0 of · optimising'1 capital 
investments by pl ann ing and controlling 
transport capacity, availability and 
utilisation (including railways) in 
re l a tion to the trQnsport re cuircments, as 
dictated b y the _.T8 sent o.n d expe ct ed 
ecorwmic activities of tho country". 
ACCOR a cknowledges that it is essential at 
all times , and rarticularly in times of 
econ0mi c difficul t i c s y to use ell res0ur ces 
as economi cally and efficiently as possible. 

This memor andum rec ords t~o opinions of the 
study group formed by ACCOR to examine the 
transport sys t em. A certa in amount of 
ev idence has be an t aken fr om representatives 
of vari ~us cor~er cia l interests 1 but it 
has not been possi ble 1 in t h e tiwe 
avai l c'. ble, t o i nves ti ia t e t '·lG problem in 
der th c.ncl to t ::ik c tne wider range of vi ews 
w.'.1i ch a r.1atte r of this comr loxi ty re ' uires . 
For tnis rea s on ACCCR wi sh es to r eserve the 
ri0 '.1t to s tudy c:nd cora; 1ent o.n any r.L cw 
propos::i ls wh ich j :Jn. y be f or mu:!.. u t ed c, S a 
resJl t of t h e ov s r Al l investigation. 
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I t l10.s a l w~ y8 be :.:.r1 ACCCH 1 s firm c onvi cti on 
t~ut t~u principl es of 1riv~te enterpri se 
inust be u pheld :..;1id t; ;'le ri::;:1 ts of the 
inai vi dual 10'rc serv ed . It 1;1u.st be n c know­
ledzed , hov:ev er , th:.1 t SOiiW Eteasu r c of s t a t e 
su:.-:-1 e rvi si on a.i'.ld 6u i daL c e is nc ccssnry t o 
pr otect nat i on&l interest s, and the 
transro r t systo;.; i s no ex c er,t i on . liiev er­
t ~1ol e ss, it ifru.st c l vv,,<yc. oe b ori:i. c in mind 
t .r1c1t Rhodesi a is ; __ t n rel r .... t i vel;y early 
s t age of dev elopment an d t~e sophisti ca t e d 
tr2nsport cyctemb opera ting i~ some o t he r 
countri e s would be inappropr i a t e he r e . 
Reeular haul i e r s must be ~ i ven ev ery 
encour agement arnl oppor tunity t o c onduct a 
v iable en te r pr ise , but a t the same time , a 
gre;.1t deal of t olcrm .ce is re t_ Li r cd in t he 
trs.n :::; port sys t err:» c1 11d for thi o rea son cont rol 
s~ou l d not be completely restric t ive . 

. ,~econ ?::; o.irn :;.n exar.1inin_; the pr o-ulem2 
surroundin3 t~is t ucstion hus b e en t~ut a 
bs. l c. r::. c c shoul J. b e st r u ck whereby 1:;ri v a t e 
enterprise ~~s t~o freedom to oper ~te so 
l ong ~~ s it is cf:i. i c icmt i n ten :s of its 
ut i lisuti :-m of it s tr<-1 nsport j_11v c s t r1e~ .t t , but 
t.:.1:1 t cl. d0grec of s t ate (~Ui dm1 c e i s 
ne c essary t o a chiev e this . It is c onside r Gd 
m0st undesirable t h ~ t s t a t e interferencG 
sh ov.ld b e uny ~re .. ~te r thc,n is 1~ecessa r y t o 
:i chiev e t hese obj e c t i ves . ,i~ccm~ stron:;ly 
u p~o l ds t he ~rincipl es tha t a n indivi dua l 
must st a ll tiJ ,188 11c~v e t :.1c ri c.;:1t t o 
t r c::msrJo r t his r:c rs :Jrn]l p ro :per t y .:::i.nywhcre 
and t:1 ;::, t ::1e r,1ust .:1 ct V8 t .:.1e frecc1urn to choose 
t :.1e mode of transport 11 e ·.v i shes t o t~se t o 
fueet his r e ~uirements. 
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The ~resent s itu~t i on i n Rhodesia is that 
,;oods te11c1. tc bo carr i ed by v1l1oevcr is 
pr-e1~ared to carry t 11orn , ,,vhcth2r that rnigh t 
be the merchant vilio sells t~e ~oods, the 
regular ro :~d trunsport op er e. tor or t :1e 
r ai l ways . Za ch of t~ese aas adva11t ages and 
disudvantugcs pe culiur t o t he type of 
oper2ti ons nor mally carr i ed out, and it is 
considered t h ~t it will be was t prof itabl e 
to attempt to exploit t ~e ; referentiRl 
circums t ances enjoyed by ea ch type of 
tr i:1n s port er . ACCOH believes tha t any 
moves 2 imed a t r &tionalizing transport 
a c t iviti es should be toward s reducing t ho 
a r eas of ove; rlap , and guiding oper a ti ons 
i n th8 vari ous sp~eres of transror t towa rds 
those ) rganis□ t i ons most capable of fulfilling 
t he re r uircmcnts, It i s ~c ces s a r y t he r efo r e, 
t o consi de r t he oper at i ons uf e2 ch of t ne 
main spher es of transport a ctivity . 

It is 2 c ommon und established f a cet of 
business a ctivity thc:t the L1c rchant i s 
frec.Luently re c uest ed t -) deliv er ; oods to 
a purchaser, and in the i n t e rests of 3 00d 
business r elati ons , he will avoid r efusing 
if possibl e . fuo st of t hi s type of 
a ctivity take s pl ~ce within the urban 
areas, w}1or e t :10 s i z o of tlie dem.:ind 
usually makes such operations economic. 
The pr ofitability of making regular 
deliveri es i s i irectl y linked to the 
popula tion dens ity of the area concerned. 

I n some circUi:1S t anc e s 1:md under compe ti ti ve 
pr essur es ~ ne rc ... 1ants under t alrn deliv eri es 
further a field . However, the demand and 
t .. 1e number of d el iveries which can be 
combined d i mini ~1es shar ply as t he urban 
boundary i s pasaed. 
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3.1. T~c r egul &r publ ic service vchjcl e transport 
opero.to r carries othe r peoplc 1 s goods for 
pr ofi t :::ni.J. t ~.w ref ore has no mo.. r g i n from the 
sul o of ~oods to absorb h i s co s t s . For 
t ~1 i c reason~ t he cconouio s of opcro.t ion 
occur :·: t c diffe r e:n.t 1ov2l fn)111 tn.at 
a:; .. pli co.:.i l e to ;i.,e rc:w.nt ope r a tors '; . Thl3 
Dain factors affacti ng t he pr ofitability of 
0:::-;e r ::1 ti o.as ar c : 

a . t ·;ie propor t i on wrncn ·:m i ting a nd 
harl'Uin.:3; time b e,1r s to runr:d.ng time~ 

b . t ~e dis t an ce travell ed; 

c. t i G s iz e of the load ; und 

d. w~e t ~e r a return load i s carried ; 

With regard to (a ), handliL! t :.rae is a lmost 
akin t o vvast8cl time to a trm1sport ore r e. tor, 
for durins- t:ii s rcriod t}1e chief i.1:1vestment 
item, t ~o V8~iclc 1 i 8 lyins i dl e 1 with its 
:)lHff & tjvc s on,;agcd on less proclucti ve ta sks ; 
(b) is prob~bl y self GXpl anatory ; t h e 
g ret1 ter --c11e ,li s t ari ce run , wit h re s erva ti ons, 
t ~e s re a tcr the economy ~ (c) is ~lso 
importa.r:t si11ce profi tr,bili t y varies with 
t ~e size of t ~e loud; (d ) is a factor 
1::n rtic1..1.. larl;y r el8VLlut to long distar...ces 
and op~r ator s arc ~ble t o offer subst anti a l 
r educt i ons in tariff s \Vherc return l oads 
are i u s r ant ecd . 

It is ::senc r ull s une con -) r,iic for n regular 
hculier to orerata wi t hin an urban area 
a t a t uriff a cca~t ~Lle to the consum0r. 
1he ide2l operatlor... f or n hauiicr ~ould 
con ~ist of u lon.:'.: t ri11 , suy 2"00 •· 300 mil es , 
vvi th 2 loa,i in e:: ch direc t i on wi tn no 
i ntE.::riJecli . . t e DTops . 'E1c reg1;_l&r liaulier is 
an ~xpcr t in tho transport fi eld 2nd it i s , 
t;wref0re , lo;;ic ,-}.1 t hat he ;:;houJ.d lJe rform 
t hose oper ut ions in whi ch he excels. 
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The factors a f f ecting the profitability of 
a road haulier' s operations simila rly affect 
t he operations of a r a ilway , but on a 
!1i0;1er ;,.·l ane. Di s t ances re t,u.ired to make 

. ~1aul s economi c are :'srea ter than t :1ose 
applicable to road trar: s ;.)ort and because 
of the f a r gre a ter i nve si went of cupitRl 
involved , t ~e effect on profit8bility of 
t irne sr e.at on handlinc or wai ting is more 
severe. Railways d o not re~ard hauls of 
under 25 0 mil es as being profitable. Never­
theless, the type of nrticle ca rried 
fre ~uently d ictate s aga inst economi c ideals. 

Loads huvirJ.g high bulk and weight factors 
a re a l no st t he exclusive J.omE;in of railways, 
sin ce in many ins t ances no other means of 
transport would me et t ).1e re c,uirements. 
However, t h e f a ctor s of we i ght and bulk 
fre ' uently represent unprofitability, s ince 
t :1e r r i nciple of cha r 2; ing 11 what t :1e traffic 
'11ill bearH mus t be appl ied. Unfortunately, 
t :1i s is a f a cet wl1 ich cannot be avoided, 
but must be regarded as a service performed 
b y t~e r a ilways f or the benefi t of both the 
producer and consumer, and therefore of 
nati oDal intere ct. 

Ther e a re certain circc~mst an ce s :::-.nd. tyr es of 
merchandi s e which do no t readily f all into 
t he ca te,~; ory of trans;:ortation to which they 
should l ogi calli bel or.g, and must t herefore 
be t ~e subje c t of s ome consi de r a ti on . 

In s oi.le sectors of com:ie rce it is necessary 
f or a service to bo pe r formed a t the t ime 
of deliverin~ Good s sold·. This applies 
parti cula r ly to t ~e in ~t allnt i on and 
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demonstra tion of electrical or mechanical 
e ,_ ui;:ment. It would be ludicrous to sug6est 
t :'la t tne g oods should be transported. by a 
regula r operL; tor Y to b e f oLJ. owed in o. 
sepc,r a tc vehicle b;r a i.e c \1ni cal expert. 
For thi s reason, ACCOR bel i 8ves that there 
shoul~ be no goverr~enta l control of the 
deli very of 6 oodo v,here r-;.n additional 
service is an e ssenti c.i. l yiart of t he co1.1 tract. 

5. 3. Tlrnre a re certa i n types of ri1erc!1.andi se which 
recuire s~ecialis t transportation ; such 
i terns include gl ass, lh;uids in bulk, such 
as fuel, Africa n beer, mil~: etc.y furniture, 
fragile s ood s 9 perishables a11d 6ooa.s 
re r uiring refrigeration. It is cons idered 
t ::1at u.nless regul~J. r tra nsport oper t~ tors 
c a ~ offer a competitive service, such 
transp orta tion should be left to -the 
sup _lier. a oHcv ,?-r, it is felt thnt in 
t ~ e ictere s ts of the mos t efficient use 
of capita l assets, transport operators 
should be encour~ged to provide such 
services. 

5. 4 . There c.:re also occasi •.)11S wl1en n merchant 
may be ca lled upon to supply an item a t 
siort notice, to meet a particular 
emergency which b.as u. rise:n. This G,ppli es 
fret:uen tly in the C8 se of dairy feed where ' 
a f a ilure i n t~ie continuity of supp1.y may 
have dra stic effects on yields. Simila r 
s itua tions occur t h rough mechanical 
breo.kdo,•ms. It is cons idered thu t in 
t ~ase circums t ances, the ov erall system 
mufst lie sufficiently flexible to r, er1.11 i t 
mer c~ants to □eet eraer3encies. 
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A minor probl era 2l so ur is8s frow the districts 
W.'.l i cl1 immec1. i 2, tel ;y surround t n e urban areas . 
Tnese Qistrict s , by virtue of their proximity 
to t i1e tov'rns , .iav e been a ccustomed to 
fairly good delivery service s . Nevertheless, 
since t he boundari es of t.:.1e urban urea s tend 
to demarcate the end of the high demand 
areaG, it is felt t ha t t hese a reas might 
best be served by a spe cia l li cenc e . It 
i s not inteLded to encourage del iveries 
beyond the urban area s since at t h is 
point the e conomi c s of such transportation 
fall r ~p i dly . However, w~ere a merchant 
conducts a large amount of busines s within 
t h is brack et, the choice of whether or not 
to ob t ain t he necessa r y licen ce would 
probably be dicta ted to h im by circumstances, 
aGd 1:1e would be able to determine whether 
thi s extension of del ivery services was 
ec c~ nomic. 

A problem arises for t~e ~erchaDt determining 
t he l~iethod by whi ch he ,,,-: il l h e,,v e l'lis goods 
transporte::.;. , from the c3uest ion of the amount 
of .:::a cking rec,uired to r,1eet the demands of 
t :.1e transporter, and in s ome instances, it 
is this f a ctor which prompts tne merc:i.nnt 
to use his own transport . However, if 
transporters can be encouraged t o make 
grea ter use of conteine r services, this 
problem may b e gre a tl y a ll ev ia t ed. 3uch 
s ervices a re wide l y used i n s ome advan ced 
countries c:HJ. d. Rhodes i a i11igllt well b enefit 
fro□ a clo se look a t the advan t ages flowing 
fr ora such systems. I n the s~ort t er m, this 
c_;_uest ion Hu s t be left to be resolved by the 
competit i ve infl uen ce s on the parti e s involved. 



6 .1. Saving ex~m~n ed the t ypes of transport 
a vdilabl e , together with t h s t y~es of 
merc ~andisc to b e carri ed and the probl ems 
arising therefrom, it will b e use f u l to 
outl ili8 the c·im, ~l s seer:. by ACC OR, of 

7.1. 

an;y future i:•oli ci es di:::·c ct ed e:. t ~;uic1ing 
tranaporta ti on . 2i n ce rcgul 2r trans~ort 
oper a t ors , both r a il s nJ roa d, s r e exfcrts 
in t ~ese fie ld s und h2v e all t he specia lised 
knowledg e available t o effect t~e grea test 
ec on0mies, it is l ogic~l that the bulk of 
t :.1e country 1 s transport re cuirements should 
be ~uided into thei r hand s. Nev ertheless, 
t :nerc must, a t tlie same time, b e sufficient 
fr eedom to a llow nercnants to oper a t e in 
t hose a rea s where mo:st of t :1eir business is 
conducted. and whe re it is e conomi ca lly 
jus tified, subje ct to sufficient l a titude to 
me e t sp ecific circumstances . The system 
mus t be suffici ently f l exible to allow 
mer ch.ants to provide t ho se services which 
regula r hauli er s c;. r e unnbl c to provide for 
one reason or ano ther. It i s hoped t ha t 
t he pr opos2. ls which follow will have the 
effect of encour aging efficient use of 
transport i nv e stment r a ther than imposing 
choking controls. 

I n broad prin cirl e ACC0R b cli uv os t hat all 
v el1icles ca rryi ng good c , othGr than bona 
fi de ;er sonal eff ec t s f or privat e use, or 
5o od s no t intended for r e-sa l e , sh ould be 
t .:1e subje ct of a liceLco . :ublic 3crvice 
Vehicl e s a r e a l ready sub ject to a sre cial 
licc~ce an~ it i 2 f 3lt that t his pr inciple 
shoul d be ex tendcd 1 subje ct to c~ual ifica tion. 
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It i s propo sed that .~1 s; ,oci e: l l i c ence b e 
e r e~ t ed. ru:J it is envi s:,q~:, c d t:1a t t ;:w f ollowin.:::; 
conditiuns wou l d arply to t ~a li cen ces , 
vmic'.1, fo r tho S[).:.;:c of .. imijlici t J y will b e 
r ef crr od to as 'S 9 licctc es -

1 . They would only apply to ve~icl o s 
of ov e r 5 ,000 lbs we i Ght; v eh icles 
b elow this f i ~ur c woul d be axorart. 

2 . T.::1c li c c11 ce '.'voul cl n ot be r ecui r ed 
f c, r o~er ,1 ti on s \i i th i n a 15 r.1i l e 
r a diu s of t01."rns . 

' 3 . Tile fe e f or t J'.10 1 S 0 lice1. c e ·.,ou ld be 
i n t he r eg i on of £120 . p . 2 . 

4. I-Iold e r s of the 1 S 1 ~li co,;:.'. C8 ~i ould only 
1:J c r;c r mi tt od t o d. uliv er or coll l:l c t 
J, oods s old or t o be so l d t h rough 
t he ir own bu s i nesses . 

5 . i .o rcstri ct ion woul d be imposed on 
t~10 f i e l d of oper a t i ons of G.n 1 S 1 

1 i c ence .l1o l d er . 

It would be r.u c e s sc1 r y t o _p e n.i.i t c.. number of 
ex empti on s y lioth _;eno r t: l ~tnd. speci :i: i c , 
r ol 8.tins t o 1:-- a.rticu l s r c o .mod i ti cs ca r ried , 
or t o t ~e a r o2s of op0r~t i on , or to a 
c □hl~ ina ti on of both . Thaso exempti ons 
would be de t ermin ed on t~c bas i s o f 
,ft_,_::ic t :1.e r or n :::i t a rer.:;t'..l a r luruliur c ou l d 
pr ovide t'.1r:l service . 1 n1ere zm exemption 
llnd been :?;r c'..tited m id s. hauli e r was sub-
s e , ucntJ.y able to demonst r ate tllut he ws.s 
cap~bl e of p r ovid ir~3 t ho se rvic e , then the 
excm1Jti on .o"Ll.l cl be sub j uct t o r 1;wi c 'N. It 
~ppcur s essential tha t na chine r y s~oul d b e 
pr ovi~c~ t o oLabl c pa rtie s t o m~ke 
r cpr escEt .:1ti ons on tl1.0 ex emptions ~_:_ l l o1 1c d 
or no t nllo~ed . I t i s 0nvi saged th~t the 
exemptions v;oul d be published :- s a 
Government no t ice 1;Grr.ii tting _)er sons 
oper ~ting in t~o speci f i ed field to t e 
ex e mp t f rom t ~o re (uiremcnt to uppl y f or 
t ~ie ' S 9 1 i c cm c e • 
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It is anticipa ted that ex emp t cor•1uodi ties 
would includ e s gl ass , tulk li~uids, 
building ma t orial s , 111c ch ;:-,nica l e ,.~uipment, 
etc., und t hat t~e ex empt a r eas would, in 
t '.rn main, consist of the rowote ruro.l a reas 
not servGd by regula r hauliers. It would 
also be ne cessary to provide exemptions 
fo r s itua tions such as the followin~, which 
could not be met by t:1c ret..orular l1auliers : -

l. Deliveries re~uiring a s ervice as an 
essenti2l part of t he contract ; and 

2. Vehicles carrying goods to 11 exemr: t 11 

are .:t s from anon-exempt" areas. 

It i s conEiidered t.ha t any member of cor.-lli1erce 
carryinG goods in the course of hi s. business 
should be permitted to make a delivery 
charge . This would e l iminate the present 
anomaly whercby 1 if a mer chant who docs 
not llo l d a r.8 .V. li c e1, cc , reflect s a 
delivery char30 on an invoice , ho contravenes 
the Roads 2.nd Hoa d Traffi c Act, wlwreas if 
he adjus ts t he selling price of his g oods 
to meet this over h ead, he co~~its n o offence. 

ACC0R consider s that the professional road 
hauliers a..::id the rail1t1a:' s should be per­
mit ted and encour aged to compete without 
artifi cial udvan t agcs being g iven to one or 
t he other , exc ep t wher e mcasu21 es ~ .. re 
uccessary to subsid i se c:n :.:'. Cti vi ty of 
na ti ,JnLl bcnefi t whi ch coul d no t b0 
perforLled on a profit abl e bas i s . Subsidi es > 
however~ shoul~ only be provided af ter v ery 
careful con s ider ati on s ince t h oy m~y have 
t he ef f ect of destroying t he ba l onc e of 
the system . 
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All these propos~l s hav e aimod a t n be tter 
use of tne a vai l a ble investi::ents in the 
_µ re s ent circumst&:nc ,_; s . :aowever, in our 
stage of dev elopment~ we must not r es trict 
'"'ur s el v c s to ex::-:. uining t .~10 cx i st i.ng 
facili ti cs «.wJ. methods of trunsporta tion, 
but 1iiust be a li vo to t 1ie 1ilodorn developments 
in t his f i eld. Conside r 2t i on mi ght 
profitably be g iven to the developments in 
t~e use of p ipelines establi shed in 
America and CunadJ , wi1ere a variety of 
produ cts other t han fuel o:i.ls are n ow being 
tra:nsuitted by t h i s Me thod with startling 
e conc;mio s . It i s appreciated that such a 
method i nvolves vast capita l investment 
~ 1ich might well be unwarranted at this 
particular stage of nati nal development. 
Neverthele ss, proiress is i nextri cably 
linked with a pr ogre ssive outlook and such 
developm0nts must no t be d i s counted without 
serious considera tion. 

conCLUSI CN~ 

8 .1 . ACCOR b eli ev es t ha t a ll responsible authorities 
in Rhodesia must be a liv0 to t '1e problems 
involved in the field of transportation and 
should kee p a brec st of now dev elopments 
a imed at better u ~e of the vast investment 
in vol vod in tra1::. s po r t organ1 s8. tions . The r e 
is alre ady an extensive rail system in 
Rhod esic:t , and G. large se ction of Rhodesia 
is sorvGd b y f i rst class roads ; developments 
in this direc tion can be viewed with pride. 
Nevertheless, it is e s s enti a l for the 
continued expansi on of R:1odr;:s i col that 
t hese services be progressively extended, 
until all aree.s of J.hodGsia en joy the 
benefits flowing from a compr ehensive 
tran sportn tion networ k in w:1i ch tne t otal 
capital i nvoGt ncnt i s utili sed to t he 
gr eatest national benefit. 
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LNNEXu:i. E 4 

i, Evidenc e submitt ed by the Rhod esia 
Nationa l Fa rmers ' Union (page A45) . 

i i . Comments (page A50). 
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I' O ·r e:~ 
OF LOADS 

CON:.u:,·r ANT s 
l'..I'i:O IW t: t · 

A?P O Il'G:SD 
TRP FFI C: 

Tho :: . N. li' . U. r ecommends that t r.,e ~-:oo.ds a nc1 Road Tr a f f ic 
Act b e amended t o per mit f a rmersJ lic ensed unde r the 
F ar□ors ' Lic ens ing Act, ( Chapt er 210), t o ca r ry f a rm 
r e :;uisites r.ind pr oduc e , for h ire or rewa rd. 

:'.:::urope e.n f o.r r.1 inc one ha s b e en declining s inc e 1961 and for 
t h is rea s on t he f ~r raer has b ec ome v er y cos t c onscious. The 
f ~r mer has not overlooked trans port in hi s ef f orts to reduc e 
costs a nd t ho :t . N. F. U. has b een und er consider ~bl e pressure 
fr om its memb er s t o discover a means of r educ iab trans port 
costs. 

ROAD SYND IC AT~S : 

In tr., e l as t t vvo ye .rs a. numb er of s o-callGd. r oaa. syndic a t es 
ha ve cornG i nto ~xistenc e . The fi r st syndic a t ~) c a ll ed t he 
Cr.,art er ~~ oad Synd ic a t e , W8. S es t abl ished in ab out April, 1965 
b et ween four f a r mers in t he Bea tric e Er ea . It op er a t ed 
on t he principl e t h~t t tc f r r mer s clubb ed together to buy a 
truck which w2s jointly owned by them for t ho purpos e of 
transporting their own milk into the Sa li s bury Da i ry 
Marketing Bo a rd fep ot. Expans es we r e sha r ed . 

Tr~nspor t char ge s by tre transport oper a tors in t he a r e~ 
wcr ~ t oo high and a ll but swa l low ed t he ir pr ofi t ma rgin. 
E? ch individua l f a r rna r c ould not a f f ord to run h i s own 
t r uck and the idea of c l ubbing t oge t her to buy a truck 
j oi ntly wa s b orn to over come t ~ .. e ins ecurit y rind h i gh c os t 
of public transpo rt i n t he a r ea . 
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Th e cost s of opcr a tin5 t he truck wo r e sha r ed 
prop or t i ona t ely to t ho usu mndo of it, e .g. one 
s end ing in 100 gallons da ily would cont ribut e t wice 
as much to runn ine; expenses as orw s cndin.; 50 
gall ons per da y. I n thi s way t he a ctua l transport 
cos t wa s r edu ced fr om about 4½d pe r gall on to 
approxi1aa t c ly 3d per gallon. 

A compl a i n t was lodged i n Novemb er, 1S65, by a public 
ope r a t or, all egi ng a contrav cmti on by t he '._;yndicat e 
of Se c t i on 124 of t ho Road s and Ro a d Tr a f f ic Act. 
'I'he 5ynd ica t c ' s l awyer ma i n t a ined that a !ublic 
S(;? rvicc Ve .:.1icl0 is de scribed in t he Act ao 11a mo t or 
v ohicl e .. . u sed f or the ca rri age or haulage of 
pa sseng er s or g oods or both fo r hir e or r ewar d on 
on e or mor e occas i o.ns 11

• The ir case rest ed on t h e 
f a ct t ha t und er t h is j oint owner ship s cheme t he re 
was no r eward. 

On the 5t h Sept m,,ber, 1966, tho Chart er II.cad Syndicate 
was t a ken to t~10 r.1a cs istrat c ·s Cour t in a t es t case . 
When t ho judgement wa s t ivon on the 30th Sept ember , 1966 , 
t he C~1art er Road Syndica t e wa s a c q_ui tt od . On t he 
16th Noverubory 1966 , the C~artor Road Synd icat e was 
info rmed by tho Att or ne y Gsnor a l tha t h e was go ing 
t o t ake t ~c case on r evi ew t o t he Appea l Court. 

The Judg es, on r evi ew , f ound tha t t~c Salisbury 
Eae i s tra t c wa s wrong i n accuitting the farm Syndi cat e , 
r uling that the t r u ck was u sed f or tl10 carriage of 
goods for r eward and t hat, i n l aw , t ho s e four 1.10n 
should not have b oon a c0uitt cd. 

T~e r e a r o now i n 2xi s t enc e a t l eas t f our other 
syndi ca t c s and t .l18 IL H. F . U. ha s been und er considerable 
pr e ssure to ge t t :1c l aw amend ed t o pcr mi t f a r mo rs to 
us e t r ansport i n t h is way. 

Bef ore maki n,g; i tB rc co1t1mcndati on s , t h e R. N.P .U . 
cl osoly oxarni n ed tran sport r;olicic s i n other countri e s, with 
parti cul a r empha si s on the ir polici es in r el a ti on to 
a ~ricultura l pr oduc e . In t h i s conne ction, ux t ensive 
u so was m~•.dc of t he f indi n.z s of the Uni t cd Kingdom 
h ini s try of Tran s port 9 s R~ port of t h0 Co~aitt c0 on 
Carri ors 1 Lic en s ing , popul ar ly t er med the 
Gedd e s Ti oport. 1'h 1.) Con:mi tt0c O s t er ms of re f er enc e we r e~ 
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=
1In t he liJht of pr esent ds.y condi ti onsp to examine 

t ho opera ti on nnd eff e cts of ~he system of ca rri ers' 
licen ces first in t r odu ced by the Road and Rail 
Traffic Act 1933) and as subso,_u cntl y modified by 
statute ; and to r:ia.ko rocommcndations 11

• 

Their conclus i on as to the µr esent system of licensing 
was: 

"no i thcr the present systGin of licensing no r any 
variant of it based on cont r ol of the number of 
lorrios ::mC::. r estricti on of wl1a t lorri es may carry 
offers a useful waJ, to nchi ov o wh.~t we think might 
be t lle main aims of government poli c~r in r egul G. ting 
carriage of good s by road . 
In three re spects such licensing QCts adversoly. 

It r educes efficinccy. It tends to co~f o~os~tions 

of privil ege . And it t ends to add to congesti on on the 

roa ds." 

Broadly, the Committee r c commcnd ud the aboliti on of 
a ll restricti ons on a capacity of the road haulage 
industry nnd on the work for which a lorry mr.ty be used. 
I n examining the likely conse ruonccs thi s would hav o 
on tho road haulage industry, the CorillTii tte e investigated 
road policy i~ differen t countries and found tha t in 
the few cases whore thoro was little restriction on 
road transport, t h is seemed to have brought benefits 
wi thout a ny dir e consc cuonc cs . 

UNI TED KHrGDOM: 

I n t~e United KingdoLl t he l ~w provi ~os th2 t if a 
farra Gr t akes out a n c n l ic ence f or his vehi cl e, he 
m8.y u se it, not rrnly to carry his own 6oods p but 
he m~y a l so carry, for 1iro 0r reward, t~e ~oods of 
ot:-ior f a r rao r s in t h e samu locality. 'l'he Nati onal 
F: rmors v Uni on in the U. :: . s trongly sup:i_;orts the 
cont inuet ti on of this r r a ctico bocuucc of ito great 
value t o f a r r .. :wr s in rcr,, .• tu a r eas . 



Cert c.: i n cl ,;_ sse 3 ,J f a6 ricul tv.r ::1. l :~oods a re exem;lt from 
cor.. trol ir. t:1e U. ::: .. 1 .. .Arq ca rrier~ wl'1ether li censed 
or unlicensed, is ent i t leQ t o carry these goods and 
ra2y ch~rge ~i~terar rate ne ~l ease s. In effect 
t ~1i s :e:;;.11 s t 1w t t:--ie r o2.d t ro..ns:r;:ort opera tior.s in the 
agri cul tur al s ect or a r e con~letel y free of any 
G-overnment ree;ula tion beyon '. saf ety recuirements. 
This concession is ilig:11~, :;_)rized by· farmers in the 
U.S. ~ . because t ~ey believe that tne concession 
allows them to obtain a better t r ansport service at 
lower co st . 

Th e Farra I~nagement Depurtwent of the R.N.F.U. has 
estirnuted thc:. t f a rmers could transport their .::;cods at 
about a third in reduction on R. l'.1. S. rates. 1.',11lile 
this might n ot be significaLt in t ~-1.e case of farmers 
close to line of rail 1 it can ma}:e n.s mu. ch as l/6d 
per bag difference to a farmer's costs of producing 
maize in some of the outlyin~ a reas. 

The R.~.F.li. believes tha t al l the evidence it can 
produce sul ports the fact that certain farmers could 
oaterially reduce the i r costs if they were permitted 
to form J roups and pool transport. The evidence in 
other countries docs not support the fact that 
hauliers wil l be adversely a ffected to any large 
extent and the resulting savin2;s by the farme r will 
i11crease his profit and tnereby encourage larger 
production for export, to the benefit of the country 
as a whole. 

In examining the problem, it ha s become appar er.. t to 
the n . t · .F.U . t hat there are a number of ways in 
which the recommenda tion could be put into pra.ctice. 
The R. l': . F . U . doe s fr,.)t 1,,isl1 t o sul>1..1it detailed 
evidence on thi s os;ect 1 but wishe s to draw the 
Consultants' a ttention to two suggestions whi ch have 
been put to us . 
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The fir s t is that farmers licensed under the 
Farmers' Licensing Act (Chapter 210), be permitted to 
purchase a special licence which would allow them 
to carry farm goods and produce for hire or reward •. 
The second sugges tion is that Transport Co- operative 
Societies , registered under the Co-dperativ~ 
Societies Act (Chapter 225), be permitted to purchase 
a speeial licence which would allow them to transport 
the goods of their members . 

AAR/ SS 
26th July, 1967. 

No . 4737 . 
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cm.1:rnN·rs ON 1..CHE ·rRANS1'0Ii.Tf. l'ION f-:iEMORANDUM 

SUBNITT:SD BY ·rHE RHOI ,E3IA ~H.TIONi~L 

F.:\..HUER t S UNION 

In principle the ::thodesia National }! .. a rmer' s Union (R .H .F.U.) 

requires the fol .towing transport o.tion opporti:nities for 

its members:-

.••• " tb. 2,t farme r s licensed under the Fnrmor' s Licensing 

Act (Chapter 210), be periJitted to -pur~hase a special 
licence which would a llow them to carry farm goods for hire 
or rew~rd:1 and, 

••• •• 
11 t hat 1rransport Co-operative Societies~ registered 

under .the Co-o:pera.tive Societies Act ( Chapter 225) be 

permitted t o purchas e a special licence which would allow 
them to transport the goods of their members. i : 

The above requirements can be motivated on economic grounds. 
The farmers' vehicles are reqr.ired for che transportation of 

bulk go ods on farms and as such a re subjected to seasonal 

fluctuations in the use of loading capacities. What the 
farmers require _ is the opportunity to utilize their 
vehicles more economically. Pooling of interests would 
promote lower costs of t ransporty l ess investment in 
transport capacities and a more economical use of these 
capacities . 
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Cer t a in other f a ct ors shouldj howeverr be c onsidered in 

r el ,::i t i on t o the above R.H.J:!' .U. requirements . 

Far mer syndicates : 

1 . I n principle farmers s hould only be 

a llowed to carry agricult~r a l 

pro ducts a nd re quirements. 

2 . ~es trictions should be introduced simila r 

to those rec ommended fo r ?ublic Service 

Haulier8 as regards f a rmers who c an make 

us e of the hail 1ays u p to r a il dist ances 

not exceeding 80 mil es from the nearest 

r ailhead . 

3. No restric ti ons should be J l a ced on the 

delivery to markets of listed aericultu r a l 

product s ·which are subj ected to deterioration 

in qual ity 9 s uc h as veget e.bles, fruits and 

da iry pro duc ts. 

4. Where fres h f arm products a re transported to 

centres outsic e the im_posed limit s thes e 

vehicl es s houl d be permit ted to transport 

other agricultural requirements . Th is would 

promo·t e a more economical uti l ization of 

these vehicles. TLe running of empty 

vehicl es to centres outside the imposed 

limits ff i th t he purpose of bringing back 

full l oa as 9 s houl& ce severely punished . 

Exc epti ons should b e made fo r small 

trucks , of s a y l ½ ton capac ity 9 which could 

be used for pe r sona l transport. 
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5. The regul a tions imposed on ?ublic Service 

Hauliers rec;a rd i nG vehicle ins-pections , 

etc .> should a l so a~ply to f armers . 

6. Synticates should be allmted to a -pply f or 

sriecia.l ne rr::i i t s . These p err.,1i ts ~ hovre very 

shoulcl not ::1,llow the syndica tes to t r ::!.nsport 

goods f or f arraers who are not members of the 
syno.icate . 'rrc:,.nsport on beb.alf of s~r:ndicate 

members shoulr1 be considered as on own 

a cc ount transport . 

B. Farmers ' co-on~rative societies : 

These societies should be gr ant ed permits to 

ca r r y agricultur 2l pro0ucts and re quirements on 

behalf of the ir nomb ers. The c onditi ons 1 

restrictions and Pppl icati un pro c edures imposed 

on l-1ublic Ser vice H2.uliers should a lso be 

imposed on these soci e~i es . 
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1J:JNEXUHE 5 

GHAJ:>H.3 

i . Behaviour of fixed. cost vd th increases in 

out 5-Yu. t v olume ( page A54 ). 

ii . Bohavi our of Vi, r i abl e cost v.· i th i ncreas es 

i n out ~:,,-u.t volume ( page fi.55 ) • 

i ii . Behaviour of semi-variabl e cost with in­

creases in output volume (page A56) . 

iv. Inf l uenc o of _dens ity of goods on the cost 

of tr8..nsportation (page \ 57) . 

v . Equal - s ized cost/fens it y index gr oups re­

sulting in une ~ual-sized we i ght utilization 

f 2ct or ranges (page A58) . 

vi. Various levels of fixed terminal costs per 

ton for diff erent goods ( pa ge A59) . 

vii . Variable cost of moving one ton of 

different categories of goods (page A59) . 



Cost 
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Graphic illustra tion of the behavi~ur of fixed 

cost with increases in output volumet 

! 
I \- - -----~---------- - -

! Fixed cost 

l 
I 
i 
I 

Output volume 

Critica l expansion 
c onsidera tion 

(Cf. A.J. E. Sorgdrager, op. cit. 1 page 230). 
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Graphic illustra ti on of t Le beh~viour of 

varia ble co Gt with increa ses in·-output ,.nvolume: 

/ 
/ " , 

/ 
/ 

' ' 

Pro 6ressive nature 

/ 

Variabl e 
cost 

/ Direct 
/ ratio 

/ // 

I 
/ 

I ,,,,-

,,..,. Digressive 
.,,- nature 

~'---- - -------- ----- ·------- -- ---

Output volume 
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Graphic illustrs tion of t h o b ahaviour of semi-

variabl e cos t s with i nc reas es in out nut volum e : 

Cost 

_] semi-variable 

Out put volume 

(Cf. A.J. E . Sorgdrager y op . cit., 
pages 229 to 230). 

<;ost 
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The influence of d ensity of goods on the cost 

of tra nsport ~tion : 

I 
l 
I 
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I 
i 
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\ \ 

I \_ 
! ' i . 
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"· , , 

Practic a l range -------> I ., 

I 
\ -- .... ------......... 

------------------- i 
·--··i 

-- - - - l ___ .. ·--· ------- ---------- ---•-- --___ \ 
Low Density High 



cost / 
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Graph i n t ic a t i ng equa l sized cost/dcn s itl index 

r;:roups resulting in unec;ug,l sized we ight 

utilizati on f a c t or ranees: ---------~-----'-

l 
\ 
I 

\ 
I 

\ 
\ 
\ 
\ 
1. 

,: we i ght ut ili zat ion 
f actor r ange" 

~ei ght utiliza tion f a ctor 

(only f a c tor ranges 29 to 33 and 72 to 100 
a r c ~; hown) • 
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vi. Graph illus trating various l cvGls of t erminal 
costs per ton for different goods: 

vii. 

Cost I 
I 
I ,---------- ------ ---
! 

1-··---------- --------
1----
I 

Distance 

Average all goods 

Grauh illustrating variabl e cost of moving 
1 ton of categories of goods: 

Cost 

I 
I 

I 
I 
l 
! 

I 

I 

Average 

DistEmce 

(It should be noted that t1.:.e relative positions of 
tho aver2.g0 fixed cost por ton und the average 
variable cost as indicated in the respective 
graphs above . are functions of total cost Qivided 
by the unit of output (total tons or ton-miles) . 
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PUBLIC SJ:i'.1i VICE H!..ULI I:H El';~UIRY 

i. Questionn2,irc l) ( page A61) . 

ii. Statistic a l informat i on (page· A71) 

Fo otnote 1) This que s t ionna ire wa s drsfted by me 2nd 

di s tributed by the Director of Census and 

St 2tistic s of Rhodesiay who und ertook 

the proc ess i n g of t h e quantit a ti-J' e in­

forma tion obt a ine~ fro~ the Public Service 

Hauliers in terms of the Census a nd 

St s t i st ics Act of 1955. 



Dear Sir, 
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c ~:::HTRAL STATISTICAL OFFIC l1: -1 
:n. 0 . r o:~ d063, CLUSE\'!AY, ,, 

SA1I SBURY , R l<.D.E f.>IA. 

19th April, 1967. 

f'UD LIC SERVICE i:iAU1I ~RS Jl':( UIRY: 

A detailed transportation study is being undertaken 
by the Ninistry of Roads and Road Traffic. 
Unfortuna tely very little informa tion is available 
on road transport and the Central Statistical Office 
has agreed to conduct an en~uiry on their behalf. 

You are e ::i. rne s tl y re cuestetl to complete the following 
½uestionnaire and return it as soon as possible, 
but in any event by the 31st Lay , 1967. Information 
is sought mainly for t he calendar years 1965 and 1966 
but if this is not available, fi eures relating to your 
financial years ending 1965 and 1966 will be 
acceptable. Where possible, actual fi 3ures should 
be provided. If actual fi gures are not availa ble, then 
I would l>e gr ateful if you would make the best estimates 
possible , inclicating whi~h figures are estimates by 
sh owing the letter E after them. 

This information is being collected in terms of the 
Census and Statist ic s Act of 1955, as wodified and 
adapted, and t he deta ils in respe ct of individual 
returns are strictly confidential and wil~ not be 
r evealed to anyone outside the Central St a tistical 
Office without a spe cific instruction from the 
respondent concerned. Howev er, a s the replies to 
t_ uestions J , 9 1 1 0 and 11 will be i n narrat ive form and 
therefore will not be capable of ~eing sum□arioe d 
sta tistically, providing you do not r a ise any obj ection 
I propose detachinG thi s shee t from the rc□ainder of 
the L,u .estionnairc and handin:s it over to the r:linistry of 
Roc,ds and Head Traffic f or their, and -~heir consul tan ts', 
perusal . You will note t~e name of your f irm need 
n ot be ~J'.'.10wn any1:vh erc on this paee. 

Yours faithfully, 

for DnmC'l'OR OF CEl'iSUS AND . 

STI.'.I.'I STI CS: 



1. Ple2cse ind icate the numu cr of v0 l1iclus owned and t ot<1l 
~et carrying capacity on the followi11g dates : -

- ·- ·" -~ 
,~R'l'I CUlJA TJm ~;nT l c·,j~/~ 'I1~~D p~-ry _,r,nl/ff(i'IJ'.[ 

,.. , ..JJ.:.J.1 • .1..J • .,..:.i GOODS TOTi~L 
DATE Tractors Tra ilers Trailers i\Tehiclos Vch icl , -........ - ··--"-.-·- ~---- ... ----~ ---- '-·-•--·-

No. Fo, 'l'ons No. to:ns . No . tons No . toi 
31st De c . 

2. 

. 

1S63 ---· - ------,_ _____ ----- ... -- i,,.....- .---~-· 

1964 - ·· ----- --- ~---
1965 .. 

1966 

:?lca s '::l provide do t a iled information in respect of eu ch 
vehicl e owni..::d a s r.t 31st :J~ ccmber, 1965 and 
31st Decembe r, 1966 r~spuctively, f or t he fo llowi ng 
cutogori 0s~-

(a) 

( C) 

Arti cu~nted Tr a ctors 

Independent Trailers 

(b ) Articulated Trail ~~s 

(d) Goods Vehi cles 

(If insufficient s.i:::ace is providod ple.as0 us e 
separ ate schedules ). 

-



Registration Ye 2r 
Numb or ~2 ou6h t 

Articula ted 
Tractors:-· 

x.;~xx 
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YE1~R ~HDING_)l st DecembG f-1_ ,.1_$ 65. 

Ori;g i nal l~il os Net ca rry·ing 
Purc.:1ase _,:rice 11r 2vGlled Cr.i pa ci ty 

In Yea r (LB .) 

Peri;1i t 
Number 

------.-..f"""---..---.-••--"'--- ' _____ _ ..... , ___ ....... ------~- ........ - .,. ..,, --~--... ______ ,. ___ --

!l.rticuluted 
Trailers: 

TO'rAL ; 

Independent 
'l'r2 ilcrs : - -

TOTJ:..L : 

Goods 
Ve ~1icles: 

---------1-- -~----1,-.....-- --- --- .. --... ------- ---·------------ - --
TOTAL: xxxx 
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--- --------. ..-.--~ ... ---· -· . ......_ .. .... -. ~--------- ~ - ----.. --~·-- ·--- · ___ .. ,. ...... ___ 
:2egistration Year Orig inal Hiles ~{et carrying :!?err:ti 

Nurtlber Bou0!1t T'urch::.tse !:rice 'I'r Gvelled Capacity Numbe 
In Year ( LD.) 

!Ar ti cula ted 
Tr a c tors: -

--------- ·----. 
..__ ..__ .. ____ ~ --____ .._ ____ ,. ........ ..,,_ - _____ .. ________ 

-- ----
- - - ----- ........ _ .. _ ,. ____ - .... _ -

T01I'/i L: xxxx - - --
Art i culated 
Tro. i l ers : 

......__ 

...... - - - --
-- - ·----

~- ~--· .. ·-
trOT.A.1: xxxx 

- -
tr ndeuendent 
Tra ilers: 

-- ... --- -- ·- · ----·- .__ -
---

--· - --· - --
-

TOTAL~ xxxx - ··-"'~--- - .. _ .... _ .. 
Goods 
iiefi1cl es: 

·- ____,- .. ~-- - -- -- i--- - ------·- --- ---______ .,..,..._ ... __ 
···-----.- ---- . __ ____ ____ .. ____ .... ----

------ ______ ,.,._ _____ _. ---.... - .. . ..... ____ , _., .. .. , .... ... ... ~···- ----· --
....... ____ .._ ___ 

.... 1,..,,._..._ __ , - - - -·--------- 1------ . -.-_ .. , _ ,._. _ __ __ -- ,-..----- -· --- ---- -- ....... ------
TOT.Aii~ xxxx - ----------
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3. Tonn£.~ of Goods Carr ied : If exa ct fi ~;ures are not 
available, plea se e s timate. 

Ye ar End 
31.12 .1965. 

Tons 

Yea r End 
31.12.19 66 . 

Tons 

a. r.Taize and maize produ cts 

Tobacco 
..----....... .,.. .. __ .-...... _ .. --- __ _.__ .... __ _. .... ___ ....... . ~ .. 

Raw sugar 
Livestock 

Coal/Coke 

Asbestos 

Chroine 

Limestone 
Other Llinerals : (Specify) 

..,_ ___________________ ___ - ----- ----+-------

j. Petrol, Oil and Lubricants 

F18rtili ser 

C_; • 

Sand, stone and gr2vel 

Cement 
Ot her Building mn teriQls 

Ma c::iinery 
Household remov a ls 

Ge:ner2.l Goods: ( S-p ecify where 
possible) 
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4 . Do you undertake any of the f ollowing s ervi ce s 
i n add i t i on to t ransportation? ( J:lease 
mar k with a n X i n the s pa ce provid ed, if 
applicable) . 

1. St ora ge of Goods 

2 . Repair of own Vehicles 

3. Ot ~e r Se rvic es (Spe cify ) : 

i. 

ii. 

iii . 
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- --·-- ---· 
_______ ,.... _____ 

•·- -- . -· -···~ ..... ··-·• .. --- ~ .. -- - ..... ... -
Yea r ~tnding Yec..1r End ing 

IT:P.L 31.12. 65. 31.12.66. 
·--·· ,-----·- ·- ------- .~ ------.~----- --· ---· 

Direct Tr 3.ns-r:;ort Co st s: ---:.!.:'..:------
T'etrol and Oil , 

Tyre s ancl Tubes T -
Uainten~m ce & Repa irs . 

liicences ------
Insur~inCe 

Salari e s/1.Vage s 
{ , :!m ;1 ·1 oyees on Vehicles) ' ..t.· - (. .. ·- ~~----

Ot her ( s::i ecify) ·-----· ...... _,._..__ ... ·----

·CtoTltL DIRJC'J1 COf.)T '.:J ~ --- ·----· 
Over:1ead Costs: ---- ---1,j 
Depreciation on ve:1icles ·---
bt:ier overheads (e.g. de-

precia tion other ··-·· -· on 
e c.i_uiprnent, buildings' , ·--· ·---
improvement s, other 
sala ries and wages , etc. 
Taxes and dividends 
sllould not be incl uded) . -~ ..__ .,_ 

T0Tl~1 OVER:ISLD COSTS~ 

TCTAL COSTS ~ 

-· 
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6 . 1·otal miles don l.:. cmcl unit cost b y ty1;e of 
vehicle: Yenr end i nJ 31.12.1SG6 • 

-
TY:11~~ 

Articulu t ed Tractors 

Articula ter:L 1I'r c-l..ilers 

Independ ent Trail ers 

Goods Vehicles 

.. ..... ..,_,_ .. --- .--.-~ 

l.~'11~~=;~ :-:ior:c JI:. "l:SCT CCST 
-311 Ltl1E -,-,1 

.,. -------
f-.· 

.... ~...-. ·- . 

-·--· 

TOTAL CC'ST 
-r:1Eit i·.'111E 

Note : Any detailed cost breakdovm "by vehi cle type 
(e. g . 5 tons, 10 tons, etc.) would be mos t 
welcome. Please supply separ a tely . 

'I·ariff s: How do you a r rive a t your tariffs? 
( Please murk with an ~{ in the 
appropriate box ). 

1. Based on Cost Cal cula tions Q 
2. Based on Railway Tari ffs (compulsory) Q 
3. Based on RailwD.y Tariffs (not comrulsory) Q 
4. Other ( s rJecify) : 

Date ..••••..•••••••.••• Signature . . . . . . . . . . . . . . . . . . . . . . . . 

S/167/ 20. 

March, 1967. 
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TransEort RouteLA.rea: Do you consider the 
-trr:nsJ0rtati0n route or area c. l locuted to you as ~ , 
su f f icient for the econor;,ic utilization of your 
vehicles? (Plense mar k with an X) . 

If ilff o 11 , how shou l d it be changed and why? 

---·- -....---------

9. Do you cons ider the prese .i: .1.t system of 11 Publi c 
Service Haula ge 11 regulnti ons und con trols as 
adec.uate? What i r£;.provements would you suggest? 

--------
--·--··-__________ .... .,. _ .... _ ... ___ .... _., ___ , ____ .. ____ . _ ,, ... _....._ _____ _ 
-------~-------------·---··------- ~--

_____ . __ , ___________ _ 
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10 . Should stricter control s be instituted on 
11 private hauliers 11 an<l why? 

11 . Any other remarks on competition in 
transportation from : -

a . Railways 
b . Road ~otor Services 
~. Comi-.1ercia l vehi cles ( own a ccount) 
d. Farm vehi cles (ovm account) 
e. Far_.; veh i cles ( ;~yndi cates) 
f. Other "Public Service Hauliers . 

S/ 168/20. 
mar ch , 1S67. 
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I'ULLIC SERVIC:.3 ~Ii-.. ULI D?J, -:(~xcl\lU il~t;: l1oad. i.iotor S~rvice s ) 

Stati st ica l Informatiot: 
A c,uestionnc.ire v1as dn'iwn up 2nd sent to 110 Public 
Service daulier organizati ons in Rhodesia for completion 1) 

Tl1e response out a i n ed frOi ;", ':ubl ic :J ervice Hauliers was 
most satisfa ctory . ~lthough only a 50fo response was 
obtained i n ter,1S of t 11e number of ryestionnaire s the 
respo1~se in terms of the number of vehicles varied 
betwe en 41.7fo and S0.6fo for different types of vehicles. 
The .Iublic Service Hauliers who did not respond to the 
c.J.uestionnaire ent_uiry ure mainly those who opera te 
relatively sm2.ll transportation businesses in rural 
areas. 

The tables on pages A72 to A76 reflect the st itist ical 
information obtained from the 55 questionnaires. It 
should be noted that the information in the tables 
does not reflect the total picture for the 55 hauliers 
concerned, since some of these hauliers did not 
respond to all the ~uestions put forward. 

--------------------------------
Footnote : 

1 ) The Central Statistical Office 
undertoo~ to collect and proc es s 
t ~ie informo.tion re c,uired in the 
questionnaires in t erms of the 
Census and St at istic s Act of 1S55, 
as modif i ed and adapted . 
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It is significant to note that although there was only 
a 2.8% increase in the number of tot al carrying vehicles 
from 1963 to 19 65, the net carrying capa city increase 
for t h e same period was 22.43%. This increase in 
carrying capacity is significant as regards increased 
competition with the Rhodesia Railways . 

FR~Q~_EN9Y DI STRIBUTI ON SH01 'I _f:iG NU_r.IB_~R_~ OF 
PUBLIC SERVICE VEHICLES BY NET CARRYING . . . . . .. -

CAP1~CITY ~96? : 

Net Carrying Articulated Independent 
Ca:eacit;y lbs. Trailers Trailers 

0 - 5,000 - -
5001 - 10,000 11 26 

10,001 - 15,000 179 108 

15,001 - 20,000 234 91 

20,001 - 25,900 42 12 

25,001 - 30,000 8 2 

30,001 - 35,000 7 2 

35,001 - 40,000 59 1 

Over 40,000 _u --
TOTAL : 553 242 

- -

-
Goods 

Vehicles 

44 

107 

153 

97 
100 

34 

15 

-
8 -

558 
--



]AG:UIER FI RI'.S : 

GOOD0 
J :2:s c ~-( L ':' 1]:I OH 

Year ending 

31 - 12 - 65 

Maize & hlaize Products 
Tobacco 
Haw 3u6 ar 
Live stock 
Coal/Coke 
!Asbestos 
Chrome 
Limestone 
Other Li neral s 
Petrol,Oil ~ Lubricant s 
Fertilizer 
Sand , Stone & Gravel 
Cement 
Other Building Ma t erials 
r,lachinery 
~ousehold Removals 

General Goods - Total 
(Cotton 

Ton s 

141,330 
116,08 7 

Nil 
17,576 
48 ,127 
261'515 
55,311 
25,140 

107,867 
lCG,956 
126,251 
211,120 
45,177 

134,147 
4,519 

17,231 

704,767 
( 1,606) 
( 7,55 0) 
( 79 ) 

r:1ilk 
Fruit/Vegetabl e s 
Beer / >'i ne/ r.i ineral 
Acid 
Firewood 
raper & Paper ?ulp 
Insecticides 

\'faters( 71,200) · 
( 7,335) 
( 178) 
( 6 ,000) 

Game Leat 
Othe r General Good s ) 

( 500) 
( - ) 
( Gl0,319) 

Fir ms 

32 
20 

11 
26 

3 
4 
s 

11 
13 
27 
25 
24 
25 
l S 
13 

2 
4 
2 
1 
1 
1 
1 
1 

33 

Year ending 

31 -- 12 - 66 
'I' ons 

212tS69 
94,155 

Nil 
25,266 
69 ,256 
29,913 
45,202 
25, 805 

234,207 
154,474 
137,237 
234,629 

56, 957 
1 58 ,618 

4,413 
17 ,7 20 

637,082 

( 3,343) 
( 9,0JO) 
( 385) 
( 75,579) 
( 13,415) 
( 1S4) 
( G,000 ) 
( 300) 
( 133) 
(52u , 653 ) 

Ii'irms 

32 
19 

14 
25 

3 
4 
9 

11 
14 
28 
26 
24 
25 
18 
14 

3 
4 
2 
1 
2 
1 
1 
1 
1 

33 

---------------------+--------t--- ·-
Tota l All Goods : 37 2,137 , SOJ 37 
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PUBLIC s ·~:::VIC~.:; .L\ULI::JRS: Expendi tur_e A_nalysi s_: 

Of the 55 cuestionnaire s re turned the total 
expenditure reported w3s a s follows : 

Expenditure Ye a r Bnding I'io. of Year Ending No. ( 

31-12-65 Firms 31-12-66 Firm: 

£ £ 
Total Direct 

( 1) ( 1) 

Transport Cost 2,003, 96S 47 2,129 ,640 

Total Overl1ead Costs 1,189,527 43 1,255,049 

It should be noted tha t tot a l overhead costs for 1965 and 

1966 reported by 43 and 45 firms respectively were mo~e 
·' 

than 50% of the total direct transport costs reported by 

47 and 50 firms respectively. 

Direct tran sport costs included the 
followin~ items :-

Tyres and tubes, maintenance, repairs,fuel, 
licences, insurance, salaries and wages 
of employees on vehicles) etc. 

Overhead costs included :-

Depreciation on vehicles and other overheads 
such as depreciation on other e cuipment, 
building improvement s , other salaries and 
wage s .etc. -(taxes and dividends excluded.) 

(1) Rhodesian currency has be en used. 

f' 

50 

45 
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Agricultur~l crop estima t es . 
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.tNNEXUit:8 8 

The demand for the int erna l transport a tion 
of goods in Rhodesia. 
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l'HE D:SL' ND FOH THE INTEBN ~L 

TTI .OJfSl)O}ff .Vi: ION OF GOO D3 IN h HODESIA: 

In order to establish t he product quantities that could be 

□oved by rail instead of by road over distances exceeding 

80 miles, which is t he average break-even point between ro ar1 

and r ail (refer chapter 7) , an attempt was made to establish 

t~e potential demand for rail and road transportation of 

va rious c a tegories of goods s y:, ecifically in the agricultural 

sector of the economy for the calendar year 1965. 

This information on demend for rail and road transportation 

also serves as a practical demonstration of the information 

whi ch can be collect ed for the transport a tion intelligenc e 

system proposed (refer chapter 6). 

1 . Tonnage produced/consumed and despatched/received: 

2. 

It is essential that statistica l information be 

available as regards the output/input of the 

a gricultura l s ector . Al l output/input statistics h 0 · ­

to be converted to a common measure to f a c i litate a 

transport demand 8n a lysis. In this study exclusive 

use is made of t he short-ton as the common measure . 

Dist ances between production and Consumption centres: 

For purposes of determining transportation capacity 

r eouiremonts it is a l so essentia l that the dist anc es 

b e d e t ermined over whic h the goods hav e to be trans­

port ce to bridge the gap between the produc ers and the 

consumer s . A knowl edg e of producer and consumer 

loc a ti ons isf therefor e, essential. 

? ith the above informa tion a t hand goods flow tables 

c an be drawn up in respect of g iven products. 
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Based on information which was provi f ed by the ~inistry of 

Agric ulture in :~hoc.esia in respect of m.ai ze , t:obacco g,nd . 

b,e ef movements from producing area$ to cons umption areas, 

I have established the rela tive distances from the 

producing are as , viz.,the intensive conservation ~re3s 

(I.C.A. 's) to the consumption areas. 

fhe principle follo wed in establishing tLe relative 

distances was first of all to loc ate the ~earest possible 

railhea d co ihe producing area. The dist ance fr om the r a il­

he a d to the consumpti on a rcB- wa s then est2.blisLed from the 

Rhodesia Railways - Official rariff Bookt whilst the averag e 

distance by road from the producing area to railhea d was 

determined from official maps of conserva tion areas. 

Absolute accuracy cannot be cla imed as regards road dist ances 

since the distances arc indicative of t:Le dista:"~ces from the 

approximate centres of the conservation areas concerned. 

From this information on tonnages and d_;__stances ton-mile 

ca lculations followed. 

Goods-flow tables were preparec in respect of ma ize, toba cco 

and cattle, but due to the bulkiness of t ::ie se tables only 

sumr:iaries of the relative information a re provided. 

These t ables are based on actual tonnages produced but 

rail and road tonnages have been estimated and are, t here­

for e , only indic ~tive of the potentia l demand for these 

respective mediums of transport. rhese potential demands 

c an be compared with actual movements by rail or road in 

order to es t ablish whether t he transport at ion mGdiur:is in 

f ~ct obtained their share of the possible d emand. As r egard s 

c~ttle movencnts it should b e observed tha t a specia l 

allowance was made for t he f act t hat catt l e could oft en walk 

to tr ... G nearest abatt oir; whe re the a ver a ge road dist .:inc c was 

35 miles or less, no nllowance wr. s EJ. E,de for transport ation 

dGm~nd. (T his figure of 35 miles was rega rded as a con­

serv2~tivc one ind the ton-mile effect on the tot a l ca ttle 

trGnsp ort 2tion should b e r el a tively insignificant). 
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The above mentioned products are dealt wit t separately in 

the following para&raphs : -

'rransportation of maize in short tons : 

Table I : 

Description of ~ovement Total nail ::~oad 
Demand Transport Transport 

Between Depots and 
Consumption areas 236,700 236,700 -

ICA's to Depots 
(European) 312 1 110 - 312,110 

ICA' s to Depots 
(African) 52,500 - 52,500 

Rail Transport (other) 27,119 27,119 -
'rot al: 628,429 263,819 364,610 

A study of Table I · reveals that all maize produced can 

be moved by road. The road demand for maize transport, 

therefore, must be equal to the output of maize . It has 

been assumed that all between-depot-movements should be 

transported by rail since depots are situated at railheads• 

and distances are generally over 80 miles. 
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lon-mile transportation ~emand: 

rhe fallowing table provides a sumrn-~ry of maize 

. movements fr om grain market ine_ Oo -~,rd depots to 

, consumption .a.rea s :-

Table II : 

·-~ ---.. •- ..--.. --•------------••-••--r..., ___ 
:F'rom Goi- i oB• Depots Demand Hail f_verage 

To r ons 'r on- Liles Per 
I/fi les Ton 

1\sp ind.{..::i.le 107,100 7,1::31,900 67 
Bulawayo 81,000 24,638,200 304 
Gwelo 2ls400 3,866 , 800 181 
ii\. E . Victoria 20,200 6~924,800 343 
Umtali 7 ~000 920,000 131 

- --
.i: otal : 236,700 43,541,700 184 
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Moved from I.c. r. 1 s Demand Hoad Averag e 
to G. fvi. B. de pot at ·r ans 'l' on- Liles l'ii iles Pe r 

•r an Eoad 
Trans port 

Norton 7y600 114,000 15 
Hartley 35 , 370 773,330 22 

Gatooma 19 ,930 578,550 29 
Que Que 3,175 79j725 21 

Gwelo 7,140 221,905 21 
Ft. Vic t oria 2y495 116,245 47 
Umtali 4,030 209 ,200 52 
Husape 11,140 333,850 30 
Marandellas 4,660 88,510 19 
Aspindale 5,220 285,550 55 
Cleveland Darn 27,510 811,900 26 
Bulawayo 1, 040 65,720 63 
Banket 23,720 531,500 24 
Aspindale 8,770 562 , 990 64 
Sinoia 8, 900 178,000 20 

Lions Den 40,850 1)45 5,000 36 
Selby 6, 920 138 ,400 20 

Passaford 4, 000 80,000 20 

Concession 28, 920 561, 800 19 
Whitecliffe 3,000 60,000 20 

Glenda le 10, 000 150 , 000 15 
Simeona 6y000 108, 000 18 

Bindura 23 ,5 20 942, 650 40 
Shamva 18, 200 273,000 15 

I'ot a l : 312,110 8 ,709,125 

Average Miles Pe r Ton = 28 miles. 
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For all practic&l purposes Table III above could be 

regarded as indicative of the demand for novement by road, 

since the Rai l ways can only be used in isolated instances 

and then only over relatively short average hauls . For 

total demand purposes 312,110 tons and 8,709,125 ton-miles 

will, therefore, be used as representing road transport . 

A Afric an maize deliver i es to grain tl!arketing board d,epots we: 
52,500 tons. Assuming an a verag e road haulage distance 

of 28 miles (based on an averag e distance per ton rQr 

European maize deliveries) a demand of 1,470,000 torr.-

miles can be calculated. 

Table IV : 

SUMi\;ARI ZED DEMAND FOR ALL MAIZE - MOVEM:SNT S : 

Rail Road 

DESCHI1'TION 
Tons1) Ton/miles Tons 

Table II . 236,700 43,541,700 
Rail (Other) 2) 

l Balance ) 27,119 2,711,900 
rable III. 312,110 
Paragraph above 52,500 

Total Miles Per 
ton 263,819 46,253,600 364,610 

1) The Railways a ctua lly moved 263,819 tons of 

maize and it i s assumed that thi s represents 

Ton/mile 

8,709,12 
1)470 , 00 

10 ,179,12 

the total demand for the transportation of maize . 

2) Estimated at a conservative 100 rail-miles per ton. 
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Toba c c o t rans porta tion : (Short r oris ) 

Tabl-lJ V: 

De s cript ion Tot a l Ra il Trans port Hoad 
Demand •:' Demand' ' Transpo 

I.C.A . ' s to 
Salis bur y 118 , 092 - 118 , 09 

I. C. A.' s ( via 
Rail) 100,5 26 100,52 6 -

Tota l s: 218 , 618 100, 526 118,09 

Toba cco produced and moved t o Sa lis bury auction floors 
amounted to 118 ,092 tons . Th i s out put could have been 
moved direct fr om I.C.A.' s to Salisb~ry or to the 
nearest railhea d by road . Of this out put (118,092 · 
tons) 100,52 6 tons could have been moved by rail. 
The tota l , d emcmd f o.r raiJ: --transport is, therefore , tt.kknn 
as 100,526 t ons. 

Ton - mile transportation d-emand : 

Table VI: 

Rail Demand Road Demand 
DESCRIPTI ON 

Tons Ton-Miles Tons Ton-Mil 

I. C.A. to 
Sali sbury - - 118,092 3,404 ,9 

I. C. A. (vi a 
r a il) 100 ,526 8, 002,666 

Total : 100, 526 8 , 002 , 666 118 ,092 3,404 ,9 

Averag e mile s per ton Hail ~ 80 Road :::: 29 
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Beef transportation: 

SUl\U:IAfi I ZED Dil:AHD FOE nnERN AL BEEF 

TRAHS:POil'r ATI OL IN RHODESIA iOR 

TH:S CAL~NDAR YEAR 1965: 

Rail Demand Hoad Demand 

Tons Ton-Miles Tons Ton-Miles 

837 136,091 13,620 1,336,395 
23,483 3,047,059 15,790 692,662 
24,364 3,557,550 16,242 811 ,342 

67 9,058 3,054 304,368 
1,243 164,869 1,513 106,815 
8,957 850,424 9,794 899 ,750 

81 5,670 13,544 985,150 
130 8,060 1,790 195,896 

9 ,576 1,693,489 1,878 244,140 

68,738 9,472,270 77,225 5,576,518 
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Table VIII: 

SUMLARI ZED Kli!O :.,:N PO'rENTif.L DEM.AND . FOR 

IN:rE'-tf~ AL DENiAJ,rn Ji'Or, rFS /1.GRICULI'URAL 

SEC'i'OR C P.LENDA.H YEAR 1965.: 

Average Rail Hoad 
PfiODUCr Miles Per 

Tons Ton-~.Ii les Tons ':r on-I-hles Ton 
Itail 

Maize 263,819 46,253,600 364,610 10,179,125 175 
Tobacco 100,526 8,002,666 118 ,092 3,404,940 80 

Beef 68,738 9,472,270 77,225 5,576,518 138 

·rotal 433,083 63,728,536 559,927 19,160,583 147 

% Total ':tons 44% 56% 

% Total .ton-miles 76% 24% 

From t Le above table it is clear that as regards the 

summarized potential demand the Railways could transport 

44% of the total demand for the above products which is 

76% of the total ton-miles demand. 

Estimate of the unknown .demand for other 

agricultural :sector products : 

According to information which was not 

publi s hed but was released specifically 

for this study by the Central Stat i s tical 

Office,the total output of the agricul tural 

sec t or was as follows: -

Road 

28 

29 

72 

34 
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Table I X: 

AGEICULIU~fl 1 P:. ~ODuCI'IO:N F0:1 l'PE QALE"":· nAR_ l"EAR 1965: 
(Short:... t'ons) : 

Product Tonnage Production Shortfall 

Description Produced ronnage Used Not Covered 
for Trans- in 11 Demand 1

: 

port Demand 
... 

Cattle 221,759 145,473 f - 76,286 
Pigs 5,789 - - 5,789 
Other Animals 1,537 - - 1,537 
I•hlk 87,148 - - 87,148 
Cream 159 - - 159 
Butterfat 442 - - 442 
v.: ood 23,085 - - 2.3,085 
Fruit 30,047 - - 30y047 
Te>bacco 121,662 118,092 - 3,570 
Maize .344,514 364,610 + 20,096 
Other Grains 9,145 - - 9,145 
Cotton 17,909 - - 17,909 
Sugar Cane 168,154 - - 168,157 
Groundnuts 1,896 - - 1,896 
Other Industrial 

Produce 2 ,103 - - 2,103 
Pot a toe s 8 ,710 - - 8,710 

( Summer) 
Potatoes 

( .,V int er) 
16 ,068 - - 16, 068 

Other Ve~etables 169440 - - 169440 
Totals: 1,076,'567 628,175 - 448,392 

1) Of this s hortfall : i.e. 76,286 tons of cattle)+ 39,500 r e­
p presents cattl e slaughtered a t centre s other-than 

Salisbury, Bulawayo, Umtali, and Fort Victoria . The 
total cattle slaughtered in Rr,odesia came to 
369,900 head, say, 184, 950 tona- ~gricultural 
Census 1965>Table 4. 
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Based on the tot a l production tonnages for cattle, 
tobacco and ing, ize provided in Table .. IX ab'ove, viz . , 
628,175, it w:.ls found . th .~t the totc.l potential dums.nd for 

these products came to 993,010 tons. 1) 

A transportation tonnage ratio can, therefore, be 

calculated a s follows:-

Ratio : 

= Potential demand 

Production 

= 99J,010 
628,175 

= 1.58 
The potential demand for the tot a l shortfall of 

448,392 tons (products not covered in . t he above demand 

analysis) indicated in Ta,ble IX, if multiplied by 

the ratio of l.58)yields a potential demand of 708,459 tons. 

A conservative estimate would be 500,000 tons demand. 

This demand has to be allocated to rail and road 

respectively. Using the 7~ 9 s calculated in Table .VIII . 

1) Tabl e VIII indic at ed a r a il-tons 
:1-emand of 433 y08 3 t ons and a r oa d-t ons 
d emand of 559 , 927 t ons, giving a tot a l 
known demand of 993 , 010 tons . 
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viz . , 44]~ be int; r ail transport and 56% be ing r oad t r ansport, 

we arrive at a total estiruatee demand of 220,000 rail -

tons and 280s000 road-tons. 

Using the average miles per ton fieures calculated in 

Table VIII~ ,- .vi7, .· , 14 7 miles per ton for rail transport 

and 34 miles per ton for ro ad transport, the calculated 

ton- miles woulc. be as follows:-

Rail - ton miles 

Road .;. ton miles 
Final Summary: : 

= 

= 

32,340,000 
9,520,000 

The total internal transportation demand for ·· ,,;,., 

agricultura l production for the calendar year 1965 was:-

Rail Road 
SOURCE 

Tons Ton- f{I iles Tons Ton- Miles 

Table No . 433,083 63,728,536 559,927 19,160,583 
Estimate 

Totals: 

Hounded 

above 220,000 32,340,000 280,000 9,520,000 

653,083 96,068,536 839,927 28,680,583 

- off 650,000 96,000, 000 840, 000 29,000, 0001 

·"-~ The above analys is provides an indication 
of the approach which could be adopted to 
establish the demand for various types of 
transport . The above figures are based 
on goods-flow tables in respect of maize, 
tobacco and beef . 
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Ji.NJ'.'J~XURE 9 

Over all cost uf goods traffic transport2d 

by the Rhodesia Rai lways for the year 
und ad 30th Junu , 1965. 





i. 

ii. 

iii . 

iv. 

v. 
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fo r the c a,lcnder ;yea :r_.13-65: 

TO!lnages t r n 1Sported of va rious 
ca tegor i es of goods (page A96) . 

Control s t ation c ode and name list (pa ge A97). 

Tonnages of goods forw ,~_rded and 
r ec e i ved by control stat ions (page A99) . 

Tonn:::, ge s ~ mil ea ges .-..,:nd ton- mil e 
t r ans port ~t i on between c ontrol 
sta t i ~ns (page AlOO). 

Tot al tonnages ~nd ton- mi le 
t r ansp ort ntion from c ontrol 
s t a t i ons (page Al55 ). 
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RhodesL~ )lsilwa y int ernc. l goods tr,0 nsportation 

for the c a lep.der__Y.ea r 1965 : 

ThG control st .J.tion code rmd n ::me l i sts on p2 .. ge s 97 anc. 98 
provide a compl e t e list of contro l ste:t i on c odes and n e:J.mes 

a nd s hould be u oed for ic.entifyi ng control st ;:c,t i ons 

in all the following t 2.bles. Tr 'lnsport a t i on from a sing l e 

cont r ol sta t ion could in f iwt represent tro.nsport 2,tion from a 

few sma ll s t at i ons/ sidings in t~c vicinit y , since invoic es 

are prepa red ~t contro l s t a ti ons whi ch a r e r egar~ed a s t he 

despat ch points . Rela tive mileages b etwe en all control 

st a tions ::1 re , t h erefore ~ not absolutel y a ccura t e . 

The t e.bl es on pages AlOO to Al54 provide det a ils reL:.tive 

to t onnages , mi l eages and ton-mile t r ~nsport a tion in respect 

of a ll interna l g oods tra n s port a tion between ~11 t he cont r ol 

stat ions in Rhod es i ~ . Tha de t ~iled c e lcul~tions re l utive to 

tonnages ·_md •~ on-milo t r ~msport a tion were ne c essary in order 

to es t ablish the imp ort ance of i nt ern 3,l go ods tr·.1.n sport ,3,tion 

to t he ~ailways. (Re f er a l so chapter 7). 

'The bas ic informa tion of s t a t i on coc es and tonna ges used in 

the t ables was obtuinec from ~i s p ecia l computer t abule,t ion 

of approxihlo.t cly 400 pe,gos pre p2,red by the l ~ailwc.ys . 

~ ileages between c ont rol st a tions were obt a ined and 

ca l cula t ed from t l:e OfficL.l Tn1~iff Book. 'l'on-mil e 

c a lc -..,,1 l a ti ons ~ve re done manually. 
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CONTROL ST,'\TI ON CODE AND NAME LIS'.r 

CONTHv L STA11I ON 
CODE 

048 
052 

056 

058 
061 

063 
066 

070 
071 

075 

084 
093 
097 
100 
101 

106 

108 

113 

117 
127 

134 
137 
140 

141 

145 
149 

156 
161 
165 

169 
171 
173 
176 

CONTROL STATI ON NAME 

Umtali 

0dzi 
Inyazura 
Husapi 
Headlands 

Macheke 
IVIarandellas 

Msasa 
Salisbury 
Salisbury R.M.S. 
I\lt. Hampden 
Darwendale 
Banket 
Sinoia 

Lion's Den 
Concession 
Glendale 

Bind.ura 
Shamva 

Norton 
Hartley 
Gatooma 

Umniati 
Que Que 
Hunters Road 

Gw elo 
Selukwe 
Lala:pansi 
Umvuma 
Chatsworth 
Fort Victoria 
Somabula 
Shangani 



CONTROL STA'TI Ol'f 
CODE 

181 
185 
190 
192 

194 
195 
199 
206 

209 

217 
223 
232 

407 
411 
475 
506 
508 

514 
520 

522 

533 
536 
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CONTROL STATION NAUE 

Heavy Junction 

Bala Bala 
Gwe_nda 

Colleen Bawn 

' '
1est t-Ticl:ols-on 

Cement 
Bulawayo 

Nyamandhlovu 

Sawmills 
Dett 
:.; ankie 

Victoria Falls 
Narula 
Plwntree 
Unknown 

Bar.i.nockburn 

Shabani 
Ingezi 

Rutenga 

Hbizi 

Triangle 
Chiredzi 
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RHODESI A RAIL1.VAYS INTERNAL TRAFFIC ONLY 
. ·- ·- · ·, .... .... ·-- --···-··---·--··---•· ··-··------. -•.- . __ .. •·· ·.· .. .. .. . ·- - ··-·-.. 

. T.O!f_t_~~g-~~-- 9l .. ,, ___ g_Q_Q~S .. xc;rn.::~~~lP.~P..~_h~.P.._.~.~g~P·Z~:P. 
BY CONTROL STATI ON S ... .. . ... ·· - ... .. --. . . .. ... 

Control Tonnage Tonnage Total Tons 
Station Forwarded Received Handled 

048 
, 

307841 76460 384!0~ 052 123 9960 11 g 
056 22314 14274 36~ 
058 14323 22525 ' 36 48 
061 3~13 ~071 12~8$ 
06~ ~ 09 999 12 0 
OS 

11 i~l 21024 36t1~e 070 12510 
071 297221 537844 835065 
075 77 328 405 
084 29048 11076 40124 
093 18305 15144 33449 
097 22602 42663 65265 
100 23040 94370 117410 
101 39716 27089 66805 
106 35101 32471 67572 
108 92432 7976 100408 
113 30305 16409 46714 
117 16857 10442 27299 
127 12232 14144 26376 
134 37175 35944 73119 
137 31195 55397 86592 
140 72 6207 6279 
141 91499 454004 545503 
145 2494 2269 4763 
149 71160 206697 277857 
156 22123 8227 30350 
161 7336 1016 8352 
165 1875 4428 6303 
169 1628 10506 12134 
171 9491 75229 84720 
173 783 873 1656 
176 187 5790 5977 
181 1441 2767 4208 
185 265 6110 6375 
190 5873 26834 32707 
192 120069 25640 145709 
1S4 2488 19445 21933 
195 22784 83255 106039 
199 180619 364936 545555 
206 144 4502 4646 
209 2169 1091 3260 
217 16481 13904 30385 
223 945769 199 45 965714 
232 285 23141 23426 
407 99 5004 5103 
411 465 11824 12289 
475 101 '876 977 
506 189 1748 1937 
508 6829 73490 80319 
514 4333 ~060 11393 
520 77 61g 86~0 
522 7~2 572 64 O 
533 385 3 9z262 135845 
536 43339 5 145 101484 
TOTAL: 2825281 2825281 5650562 



.. .:Jrr<)o .. -

From : Umtali ( Code 048) : 

To Cont r ol rans L.iles r on- th les i 

St a tions 

046 7375 10 7~750 052 44 D 20 ';3 60 
056 1570 48 75360 
058 465 3 62 28G4G6 
061 147 83 12201 
063 89 104 S256 
066 222 125 27750 
070 2144 166 355904 
071 161139 170 273 '3 3630 
0~5 14~~ 

lA0 2G~O 0 4 106 2650 0 
. 093 87 215 18705 

097 8350 241 2012350 
100 11778 257 3026946 
101 327 274 89598 
106 68 214 14552 
108 10 223 2230 
113 214 243 52002 
117 8 25~ 2072 
127 104 19 20 592 
134 3969 249 988231 
137 1087 ' 269 292403 
140 1 297 297 
141 1838 31~ 582646 
t~i 22622 j~J. 80986~6 111 422 1 
161 2 386 ~72 165 2 412 24 
169 48 450 21600 
171 5094 451 2450214 

i~~ 60 f~i 22z~~ 2 
lul 2 51 902 
105 42 436 20412 
l ~O ig ~~~ 25200 
l · 2 24390 
l..'4 314 554 173~66 139 56H32 472 26517 4 
206 1 505 505 
217 1272 6~7 310264 
22~ 43i3 6 2 2998754 
23 765 32130 
411 25 l~~ 13~75 506 2 56 
~08 7~1 l1§ ~~j~~g 14 4 7 
520 162 535 86670 
522 3465 555 1923075 
533 5568 595 3312960 
536 3 611 . ... ... _1833 

Tota l ~ 307}843 82 ,769 ,858 
--~ - - -' ' 



.:.. A-101 ·-

From: Odzi: (Code 052): 

I'o Control Tons Miles Ton-Miles Stations 

048 753 20 15,060 
056 123 28 3,444 
058 4 42 168 
063 1 84 84 
070 9 146 1,314 
071 154 150 23,100 
101 6 254 1,524 
137 170 249 42,330 
171 1 461 461 
199 12 452 5,424 

Total : 1,233 92,909 



- ·· Al02 -

From: Inyazura: (Code 056 )· 

To Control I'ons T✓l il es 1'on- l\1 iles Stati ons , 

048 1 , 874 48 89,9 52 
052 78 28 2,184 
058 13 14 182 
061 14 35 490 
Ob 3 14 56 784 
066 2 77 154 
070 18 , 866 118 2,2 .:.: 6,188 
071 1,228 12 ,::: 14 9,316 
097 3 1J 3 579 
1()1 3 226 678 
106 4 166 664 
127 1 150 150 
13~ 1 201 201 
137 29 221 6,409 
156 1 333 333 
171 36 433 15,588 
181 1 403 403 
192 71 494 35, 074 
199 70 424 29 , 680 
223 1 634 634 
506 I 1 380 380 
508 1 394 394 
536 2 563 1,126 

Total : 22, 314 2,562,043 



From: H1.,:sapi: 

ro Control 
Stations 

048 
052 
056 
058 
061 
063 
066 
070 
071 
075 
084 
093 
097 
100 
101 
106 
108 
113 
117 
127 
134 
137 
141 
149 
171 
192 
194 
199 
508 
533 

--
Total: 

-

- Al03 -

(Code 058): 

Tons 

2068 
224 
231 
12 

308 
74 
36 
, 3 

6569 
1 

700 
14 

1 
415 

1053 
3 

20 
4 
1 

53 
11 

1422 
99 
95 

3 
113 
100 
550 
130 

10 

14,323 

Miles Ton-Hiles 

62 128,216 
42 9,408 
14 3,234 

5 60 
21 6,468 
42 3,108 
63 2,268 

104 312 
108 709,452 
108 108 
124 86,800 
153 2,142 
179 179 
195 80 , 925 
212 223,236 
152 456 
161 3,220 
181 724 
197 197 
136 7,208 
187 2,057 
207 294,354 
255 25,245 
296 28,120 
419 1,257 
480 54 ,240 
492 L~9 , 200 
410 225,500 
380 49,400 
533 5,330 

2, 002, 424 



- Al04 -

From : Headlands ( Code 061) : 

To Con crol Tons Eil es 'ron-r.~i les Stations 

· 048 1988 83 165,004 
052 3 63 189 
056 15 35 52 5 
058 40 21 340 
063 3 21 63 
066 18 42 756 
070 13 83 1, 079 
071 1170 87 101,790 
093 2 132 264 
100 6 174 1,044 
101 41 191 7, J 31 
134 140 166 23,240 
137 50 186 9, 300 
199 24 389 9,33 6 

Total: 3,513 321,261 



- Al05 -

From: r,~a cheke · (Co de 0632: 

To Control 'I1ons Uiles ron-I.Iiles St a ti ons 
-

048 2161 104 224,744 
056 16 56 896 
058 I 18 42 756 
061 96 21 2,016 
066 6 21 126 
070 8 62 496 
071 1201 66 79,266 
093 1 111 111 
097 1 137 137 
101 18 170 3,060 
134 22 145 3,190 
137 7 165 1,155 
141 1 213 213 
199 25 2 368 92 ,7 36 
52 0 1 431 431 

To tal: 3,809 409 ,333 
- ·-



- Al 0 6 -

From : Earand ella s (Co de 06 6) : 

To Control r ons Station s 

048 1374 
052 4 

I 056 48 
058 1166 
061 121 
063 314 
070 79 
071 34 28 
075 6 
084 23 2 
093 60 
097 79 
100 706 
101 35 
106 44 
108 I 77 
113 270 
127 25 
134 66 
137 13 
141 27 
145 1 
149 7 
156 1 
161 1 
169 1 
171 4 
173 1 
176 1 
190 15 
199 67 
217 1 
223 4 
232 4 
407 2 
411 129 
506 ., l 
508 5 
533 2 
536 41 

Total: 8 , 514 

Mil e s Ton-Liles 

125 171,750 
105 420 

77 3, 696 
63 73,458 
42 5,082 
21 6,594 
41 3,239 
45 154 ,260 
45 270 
61 14,152 
90 5, 400 

116 9,164 
132 93,192 
149 12, 665 

89 3, ~n 6 
98 7,546 

118 31, 860 
153 3, 825 
204 13 ,464 
224 2 , 912 
27 2 7 , 344 
289 289 
313 2,191 
336 336 
341 341 
405 405 
436 1,74< 
334 334 
356 356 
430 7 , 200 
417 27, 939 
582 582 
627 2,508 
710 2 , 840 
459 918 
430 61 , 920 
383 383 
317 1 , 585 
550 1,100 
566 23 , 206 

760 , 386 



- Al07 -

Fron: risasa ( Cod e 070) : 

·r o Control Tons r.~ il cs Ton-Miles Stations 

04b 1003e 166 l,bbb,30t) 
052 1439 146 210,094 
056 2023 118 238,714 
058 3047 104 316,888 
061 1384 83 114,872 
063 1669 62 103,478 
066 2g~j 41 s2,16s 070 10 8,63 
071 70495 4 281,980 
075 13 4 52 
093 5~2 49 29,008 
097 35o3 75 268,725 
100 8807 91 801,437 
101 4070 108 ·. 39) ~60 
106 4235 48 203,280 
108 955 57 54,435 
113 4777 77 367, 829 
117 3264 93 303,552 
127 1240 32 39,680 
134 3959 83 328 ,59~ 
137 4976 103 512,52 
140 280 130 36,400 
141 2680 151 404,680 
145 315 168 52,920 
149 3241 192 62 2,272 
156 426 215 91,590 
161 29 220 6,380 
165 398 2i6 97,908 
169 702 2 4 199,368 
171 4188 315 1,319,220 
173 39 213 8 ,307 
1~6 34 2g5 7,~90 1 1 66 2 5 13 , 10 
185 564 320 180 , 480 
190 29 359 10, 411 
192 381 376 143, 256 
194 701 388 271,988 
199 7193 306 2,201,058 
206 

76 li1 
3~:~rZ 217 

50~ 223 73 ~7, 084 232 480 591 2 3, 680 
407 18 348 6 ,264 
411 1229 369 453,501 
506 75 262 19,650 
508 1206 276 332, 856 
514 245 312 76,440 
520 1311 j§~ 51~,6~8 522 2 , 9 3 
§j~ 5203 420 2,185,260 

11850 445 5,273,250 
Tot a l : 176,624 21,291,162 

-· 



- Al08 -

From Sal isbury (Cod e 071J : 

I'o Control I' ons Eil cs Ton-Miles Stations 

048 27594 170 4,690,980 
052 4779 150 716,850 
056 4002 12 2 488,244 
058 7726 108 834,408 
061 4327 87 376,449 
063 3934 66 259,644 
066 64 47 45 290,115 
070 23715 4 94,860 
084 707 16 11,312 
093 3473 45 156,285 
097 12650 ~~ 885,500 
100 27101 2,357,787 
101 13896 104 1,445,184 
106 14453 44 635,932 
108 3336 53 176,808 
113 7711 ~i 562,903 
117 3908 347,812 
127 1562 43,7g6 
134 16272 79 1,285, 4 8 
137 20370 99 2,016,630 
140 373 126 46,998 
141 12167 147 1,788,549 
145 1033 164 169 ,412 
149 22949 188 4,31~,412 
1~6 J§~ ~!~ 1~ :gj~ 1 1 
165 1052 242 254,584 
191 GB~g 3~2 l,~~±:§~g 
173 238 209 49,742 
1~6 556 2~1 128 ,436 
1 1 858 2 1 241,098 
185 823 316 260 , 068 
190 332 355 117,860 
192 635 3~2 236,220 
194 1070 3 4 410,880 
195 15 288 · 4,320 
199 23907 302 7,219,914 
206 605 327 19~,835 
209 23 357 ,211 
217 209 459 95,931 
223 556 504 280,2 24 
232 565 587 331,655 
407 403 34~ 138,6~2 
411 92 365 33 5 O 
i6~ 612 unSd entifi ed statiog 

131 25 33,79 
508 1698 272 461,856 
514 234 308 72,072 
520 154 365 56,210 
52 2 65 385 25,025 
533 3628 416 1,509,248 
536 -·; . 5372 441 . ~ .• . 3§.9.,.Q'.52 
Total : 297 , 221 41,131,569 



- Al09 -

From: Salisbury R. ~ .S . (Code 075 ) : 

To Control :rans St &tions 

048 1 
070 9 
093 31 
097 6 
137 1 
156 21 
171 1 
190 ·l 
199 6 

·rotal : 77 

·-
L:i iles I1 on-r,:11 cs 

170 170 
4 36 

45 1,395 
70 420 
99 99 

211 4 , 431 
311 311 
355 355 
302 1,812 

9,029 



From : Mt. Hamnden: 

To Control 
Stations 

048 
052 
056 
058 
061 
063 
066 
071 
093 
097 
100 -
101 
106 
108 
113 
117 
127 
134 
137 
141 
149 
156 
165 
169 
171 
173 
176 
181 
192 
194 
195 
199 
407 
411 
508 I 

514 
520 
533 
536 

- All0 -

(Code 084 ) : 

·.r ens 

419 
42 

1574 
699 

59 
324 

1090 
5806 

84 
663 
530 
134 
101 

23 
452 
851 

5 
755 

4037 
247 
230 
10 
15 
54 

1845 
1 

15 
18 

330 
168 

24 
7898 

3 
84 
52 
42 
60 
84 

220 

Tot al: 29 , 048 

~iles Ton-ri il es 

186 77,934 
166 6,972 
138 217,212 
124 86,676 
103 6,077 

82 26,568 
61 60,490 
16 92,89 6 
29 2,436 
55 36,465 
71 37,630 
88 11,792 
28 2,828 
37 851 
57 25,764 
73 62 ,123 
44 220 
95 71,725 

115 464, 255 
163 40,261 
204 46,920 
227 2,270 
258 3,870 
296 15,984 
327 603,315 
22 5 225 
247 3,705 
297 5,346 
388 128,040 
400 67,200 
304 7,296 
318 2,511,564 
360 1 ,080 
381 32,004 
288 14,976 
324 13,608 
381 22, 860 
432 36,288 
457 100 ,540 

4 ,954 ,266 



- Alll -

From: Darwendale: (Cod e 093): 

To Control I'ons Miles I'on-Liles Stations 

048 2 215 430 
058 3 153 459 
070 26 49 1,274 
071 2768 45 124 ,560 
075 1 45 45 
097 5 26 130 
10(' 5 42 210 
101 1 59 59 
137 39 144 5,616 
141 3 192 576 
149 14916 233 3, 475,428 
171 514 356 182,984 
199 3 337 1 1 011 
217 19 502 9,538 

I'otal: 18,305 3,802,320 



- All2 -

Fr om ~ B2.nk et ~ ( 9_ocl_Q_ 0971_ : 

~-~ -··- - ··--·-~---... - - --· -·-----· .-- ... __ ,_ ,,- - ---~--·-
To Control 

'.l1 011.8 Miles Ton-Mi les St r1; t i orrn 

-·- ·- .... -.... ., ""'"_ . .,. .. , ... ---- ... ·----··---~ ----·--,;•- - .. -- .- • ---• •• •- ·•- - ·- ·u-o-_.,._ 

048 51 241 12:291 
061 40 158 61320 
06 6 2 117 234 
070 64 75 i, , 800 
071 7575 71 537,825 
084 4 55 220 
09 3 638 26 16~588 
1 00 134 16 21 144 
101 11 33 363 
108 1 92 Q? 

~ .... 
113 4 112 448 
127 l 99 99 
134 7 150 1 , 050 
137 1156 170 196,520 
140 4 198 792 
141 10 218 . 21180 
14'.:l 1749 259 4 i:;? . o91 

- - y .,I 

156 1 232 282 
165 1 313 313 
171 4466 382 117069012 
176 15 302 4,530 
190 1 426 426 
192 168 443 74 , 424 
194 169 455 76,895 
199 4438 373 1,655, 374 
411 125 436 54, 500 
508 842 343 288,806 
514 127 378 48,006 
520 84 436 36, 624 
533 420 487 204, 5L1-0 
53 6 294 512 150 1528 

-- ·--- -- ·- ----
rrot a l : 229602 5,436~217 

··- - . -· - ·•· 



- All3 -

From: Sinoia ( G0d c 100) : 

I'o Cont r ol r ons r:~iles J: on-L~ ilcs '.3 tations 

048 368 257 94,576 
052 17g 237 41,001 
056 12 209 26 752 
058 i~j 115 1oz: 05~ 061 1 4 3 , 10 
063 2 153 ~06 066 961 132 126, 52 
070 616 ~~ 56,056 
071 6309 548 , 883 
075 37 87 3,219 
084 904 71 64, 184 
093 1547 42 64,974 
097 769 16 12,304 
100 197 5 985 
101 416 17 7, 072 
106 143 99 14,652 
108 1 108 108 
113 302 128 38,656 
117 45 14t: 6,400 
127 514 115 59,110 
134 238 166 3'3,508 
137 1:38 186 36, 828 
141 124 234 29 , 016 
149 2747 275 755, 42 5 
156 7 298 2,086 
161 1 303 303 
165 1 329 329 
169 38 36~ 13, ~ft 6 
171 1622 39 645,556 
173 2 296 592 
176 18 318 ' 5,724 
l ul 1 368 368 
185 1 403 403 
190 85 442 37,570 
192 169 459 I 77,571 
193 2381 339 926,209 
217 1 554 554 
407 1 431 431 
500 5 345 1,725 
508 489 359 175,551 
514 4 395 1,580 
520 36 452 16, 272 
533 337 503 169 ,511 
536 375 528 198 , 000 

Total: 23,040 4,438,385 
. 



- /\.134 -

From : Lion' s ~en; (Cod e 101) : 

To Control Tons r.I iles Ton-r.:ilcs Stations 

048 6 274 1,644 
058 12 212 2,544 
061 10 191 1,910 
063 1 170 170 
066 844 149 125,756 
070 33 108 3,564 
071 12007 104 1,248,728 
084 30 88 2,640 
093 36 59 2,124 
097 84 33 2,772 
100 280 17 4,760 
101 41 5 205 
113 92 145 13,340 
127 343 132 45,276 
134 6 183 1,098 
137 1059 203 214 ,977 
141 236 251 59,236 
149 1285 292 375,220 
·165 15 346 5,190 
169 131 384 50,304 
171 9312 415 3 , 86!~ , 480 
176 48 335 16, 080 
131 18 385 6, 930 
190 1 459 459 
192 250 476 119,000 
194 Li 22 488 205,936 
199 8549 406 3, 470, 094 
232 20 699 13,980 
411 518 469 242, 942 
506 i 134 352 47,168 
508 351 366 128 , 466 
514 127 402 58 ,293 
520 49 5 459 227,205 
533 1343 510 684 ,930 
536 1577 535 Si:; 3,695 

Tot a l: 39,716 12,091, 916 



From : Conces s ion (Code 106) : 

·ro Control Tons ~~iles Ton-~:iles Stations 

048 219 214 46,866 
052 96 194 18,624 
056 35 166 5,810 
058 3 152 456 
061 40 131 5,240 
063 230 110 25,300 
066 458 39 40,762 
070 243 48 1 

11,664 
071 7335 44 t 322,740 I 

084 608 28 I 17,024 
093 67 57 1 3,819 I 

097 6 83 I 498 
100 44 -99 : 4 ,356 
106 1 5 5 
108 3 9 27 
113 162 29 1 4,698 

t 

117 689 45 31, 00 5 
127 21 72 1,512 
134 32 123 

' 
3, 936 

137 753 143 107, 679 
149 8897 232 ' 2,064 ,104 
156 1 255 255 ! 
171 2807 355 99 6, 485 i 

1 

I ; 

176 2 275 I 550 I 
I 

181 36 325 11,700 
185 2 360 720 ' 
190 155 399 61, 845 I 

192 216 416 89,856 
19!1 383 428 163,924 
199 10939 346 3,784 , 894 
206 20 379 7,580 
411 342 409 139 , 878 
508 1 316 316 
514 129 352 45, 408 
520 85 409 34 ,765 
533 2 460 920 
536 39 485 18 ,915 

Total : 35,101 8,07 Lt ,136 



- /.116 -

From : Gl endale (Cod e 108) : 

To Control I'ons 1'.I ilos Ton- I.a l e Stations 

048 136 223 30,32 
070 53508 57 3, 049,95 
071 \ 8500 53 450,50 
075 1 53 5 
084 8 37 29 
097 1 92 9 
100 12632 108 1,364,25 
106 4 9 3 
113 3 20 6 
117 11 36 39 
127 10 81 81 
137 1679 152 255,20 
145 1 217 21 
149 1820 241 438 ,62 1 

156 19 264 5,01 
171 128 

' 
364 46, 59 , 

185 43 369 15, 36' 
190 1 408 40, 
194 85 437 37,14 
199 12927 355 4 ,5G9 , 08 1 

411 168 418 70, 22, 
506 18 311 5,591 
508 553 325 179,72 1 

514 110 361 39, 71( 
533 44 469 20, 631 
536 22 494 10, 86~ 

Total : 92,432 10, 611, 70~ 
: ·:::;..--.--.... ...... : -



- All? -

From: Bindura ( Cod e 113) : 

:r o Control Tons Nil es Ton-1\Iiles Stations 

048 8 243 1,944 
056 3 195 585 
058 2 131 363 
066 20 118 2 , 360 
070 103 77 7,931 
071 11137 73 313,001 
075 1 75 73 
084 7 57 399 
093 5 86 430 
l0C 4 128 512 
101 .' 135 530 '+ 
106 18 29 52 2 
108 14 20 280 
113 28 5 140 
117 85 16 1,360 
127 2 1n1 202 
134 10 152 1,520 
137 2237 172 384 ,764 
140 107 200 21,400 
141 160 220 35,200 
149 501 261 130,761 
156 7 284 1,988 
169 2 353 706 
171 24 83 384 953, 472 
176 18 304 5,472 
131 1 354 354 
190 37 428 15,836 
192 170 4Lf 5 75,650 
194 171 457 78,147 
199 12584 375 4 ,719,000 
232 l 668 668 
411 122 438 53, 436 
506 20 331 6,620 
508 17 345 5,865 
514 70 381 26,670 
520 61 438 26,718 
533 8L;. 489 41, 076 

Total : 30,305 7, 415,954 



- All8 -

From : Shamva (Code 117) : 

:ro Control Tons t{iles Ton- tlil es Stations 

058 1 197 197 
066 865 234 205, 412 
070 218 93 20,274 
071 9762 89 868 , 818 

. 075 4 89 356 
084 78 73 5,694 
093 8 102 816 
097 25 128 3,200 
100 9 14 1,296 
106 54 45 2, 430 
108 10 36 360 
113 28 16 448 
117 1 5 5 
127 58 117 6,786 
134 1 168 168 
137 1743 188 327,684 
149 192 208 39 , 936 
156 3 300 900 
165 2 331 661 
169 1 369 369 
171 745 400 298,000 
185 7 384 2,688 
192 5 461 2,305 
199 2854 391 1,115,914 
411 139 452 62,828 
508 1 361 361 
514 1 397 397 
536 42 530 22,260 

\ 

Total : 16,857 2,990,563 



From: Norton 

To Control 
Stations 

048 
052 
056 
058 
061 
063 
066 
070 
071 
075 
093 
097 
100 
101 
106 
108 
113 
117 
134 
137 
141 
149 
156 
165 
169 
171 
176 
181 
190 
192 
194 
199 
217 
223 
411 
506 
508 
51 Li 
520 
533 
536 

J:otal : 

- All9 -

(Code 127) : 

Tons 

159 
7 
3 

22 
1 
1 
2 
7 

194 
2 
3 

410 
33 
10 

1226 
18 
68 
20 

5 
42 
48 

6354 
1 
1 

182 
882 
16 

2 
109 
298 

8 
1043 

1 
4 
1 
1 

768 
46 

127 
40 
62 

12,232 

l\ii iles ·ron-Mile 

198 31, 48 
178 1,24 
150 45 
136 2,99 
115 11 

94 9 
73 14 
32 22 
28 5, 43 
28 5 
73 21 
99 ' 40,59 

115 3,79 
132 1,32 

72 88,27 
81 1, 45 

101 6,86 
116 2,32 

51 25 
70 2' 941 

118 5, 66, 
159 1,010,281 
182 18: 
213 21. 
251 4 5, 68: 
283 249,601 
203 3,241 
253 50! 
327 35, 64: 
344 102, 51~ 
356 2, 84t 
274 285, 78~ 
439 43~ 
484 1, 93€ 
337 3J'i 
230 23( 
24ti 187,39, 
280 12, 88( 
337 42,79~ 
388 15, 5 2( 
413 25,60E 

2, 219,585 



- Al20 -

From : Bartley : (Code 134): 

'I'o Control Tons ·Miles Ton- Mil St a tions 

048 387 249 96,J 
052 7 229 1,6 
058 1 187 l 
066 14 124 . 1,7 
070 696 83 57,7 
071 1286 79 101,5 
075 187 79 14,7 
093 1 124 1 
097 198 150 29,7 
100 4 166 6 
106 328 123 40,3 
113 5 152 7 
117 9 168 1,5 
127 1128 51 57,5 
137 764 20 15, 2, 
140 45 48 2,1 
141 166 68 11, 2, 
145 2 85 l ' 
149 849 109 92, 5, 
156 52 132 6' 81 
161 3 137 4: 
165 2 163 3: 
169 56 201 11, 2'. 
171 7454 232 1,729, 3~ 
173 1 130 1~ 
181 17 202 3, 4~ 
185 4 237 9L 
190 221 276 60, 9S 
192 377 293 110r4E 
194 630 305 ' 192,1: 
199 16632 223 3,708,9~ 
206 131 256 33, 53 
22 3 1 - 433 43 
411 32 286 9,15 
506 7 179 1, 25 
508 959 193 135,08 
514 123 229 28,16 
520 193 286 55,19 
522 6 306 1,83 
533 2257 337 760,60 
536 1940 362 702, 28 

To t al: 37,175 8 ,128 , 90, 



- _'\121 -

From: Gatoor.ia ·· {Coc3.g_l37): 

l'o Control 
Stations 

048 
052 
g~~ 
061 
063 
066 
070 
071 
075 
084 

8~1 
100 
101 
106 
108 
113 
117 
127 
134 
137 
140 
141 
145 
149 
156 
165 
169 
171 
173 
176 
181 
185 
190 
194 
195 
199 
206 
217 
223 
232 
407 
411 
475 
506 
508 
514 
520 
522 
533 
536 

Total: -et, · 

I'ons 

51 
15 
2J 

205 

1i 
74 
90 

9430 
14 
63 

114 
l~b 

72 

1i6 
111 
~zg 

1 
277 

1968 
30 

674 
38 

174 
314 
500 
17 

177 
130 

~~3 
165 
834 

11132 
208 

2 
3 
2 
4 

202 
235 

22 
1211 

150 
257 

95 
24 
84 

31,195 

T :il us 

269 
249 
221 
207 
136 
165 
144 
103 

99 
99 

115 

i1~ 
186 
203 
143 
li2 1 2 
1 8 

36 
5 

28 
48 
65 
89 

112 
143 
181 
212 
110 
132 
H32 
217 
256 
285 
189 
203 
236 
368 
413 
496 
245 

Ton-Li.ile 

13,71 
3,73 
6 40 

42:43 
8,74 
3,13 

10,65 
9,27 

933y57 
1 , 38 

34 
1~:j~ 
25,42 
17,45 
10,29 

6 3e 
27:52 
2n,8E 
26,21 
12,1€: 

7,7: 
94,4E 
1,9: 

59,9c 
4, 2: 

24, Sc 
56, 8~ 

106, 0( 
1, 8, 

23, 3E 
23, 6E 
38 4( 
74: 7~ 
4 7, 0~ 

157, 6~ 
2,269,9L 

49, 0( 
7~ 

1 2'. 
i -

266 
Unidentified 
159 

9~ 
9< 

53, 7~ 
Static 

~ 4c 
20f: 5( 

3 , 3'. 
63, 3t 
27, 1~ 

173 
209 
266 · 
286 
317 
342 

7, 6( 
28, 7; 

4 , 684,9; 



- Al22 -

From: Umniati (Cod e 140) : 

To Control Tons r.~il es Ton- Mile Stations 

048 1 297 29 
071 13 127 1, 65 
137 2 28 5 
l Lr l 3 20 6 
149 45 61 2,74 
199 6 175 1, 0 5 
508 2 145 29 

·rot al: 72 6,14 



- /i.123 -

From : ;uo Que (Cod0 141): 

l'o Control Tons Milos Ton- I.~ il o Stations 

048 420 317 133,14 
056 36 269 9,68 
058 153 255 39,01 
061 1 234 23 
063 3 213 63 
066 231 192 53, 95 
070 4446 151 671,34 
071 19880 147 2,922,36 
084 ,16 163 2,60 
093 9 192 1,72 
097 23 218 5,01 
100 27 4 23 4 64 ,11 
101 118 251 29,61 
106 149 191 23 , 45 
113 73 220 16,06 
117 2 236 47 
127 312 119 37,12 
134 147 68 9,99 
137 1854 48 88,99 
140 8b 20 1,72 
1i1 1 5 263~i 5 

17 
131,97 

44 
149 6238 41 255,75 
156 130 64 3 ,32 
161 57 69 3, 93 
165 95 95 9 , 02 
169 9 133 1,19 
171 317 164 51,98 
ll6 55 84 4,62 
1 1 20 134 2,68 
185 5 169 84 
190 265 208 55,12 
192 69 225 15,52 
194 GO 237 18 ,96 
195 8568 141 1,208 , 08 
199 18257 155 2,829,83 
217 51 320 16,32 
22~ 23 30~ 36~ 44 

110,5~ 4, C" __ 
411 147 218 32, 04 
475 12 Unid cntif1. .3 d static 
506 21 111 

76 :~i 508 567 125 
514 64 l~l 8,3 
520 220 1 8 41,36 
522 132 208 27,45 
533 348 239 83,17 
536 757 264 199, 84 

·rotal: 91,499 9,309,00 
.. 



' 

- f.,_124 -

From : Hunters ~: oad {_g_od e 1-4- 52 : 

To Control Tons Stations 

048 1 
071 77 
127 ' 6 
137 24 
141 47 
1 Li 9 271 
156 5 
165 1 
169 3 
171 , 4 
190 11 
199 2032 
217 2 
533 3 
536 7 

Total : 2, 494 

Iiil es Ton-1.Iil e s 

334 334 
164 12,628 
136 816 

65 1,560 
17 799 
24 6,504 
47 235 
78 78 

106 318 
137 548 
191 2,101 
138 280,416 
303 606 
252 756 
277 1,939 

309,638 



- I.125 -

From Gwe lo (Co de 149) : 

To Control Tons Miles 'l' on-fi'Ii l Stati on 

048 1461 358 523 , C 
052 459 338 , 155,l 
056 32 310 9,S 
058 760 296 224,S 
061 36 5 275 100,~ 
063 391 254 99, ~ 
066 1555 233 362 -: , -
070 142 1~2 27 , ~ 
071 9715 1 8 1, 826,~ 
03 5 1 188 l 
0 4 23 204 4 , t 
093 123 233 28 ,E 
097 34 2 259 88,: 
100 417 275 114,E 
101 6 292 l,'i 
106 225 232 52,~ 
108 292 241 70: , -
113 515 261 134, ~ 
117 200 278 55,E 
127 361 160 57,1 
134 453 109 49, ~ 
137 853 89 7 5, S 
140 88 61 5, ~ 
141 6318 41 259 , C 
145 236 24 5, E 
149 4 5 
156 3294 ~~ 75, 1 
161 342 9,: 
165 314 54 43 , S 
169 3828 92 352,J 
171 10227 123 1 ,257, S 
173 59 21 1, ~ 
176 472 43 20, ~ 
181 499 l~ ~ 46, L 
185 287 3~' ~ l~O f~ 1R7 
1 2 l u4 2 , C 

' -194 21 196 4 , J 
1~5 10 100 1 ( 
1 9 8751 114 997: E 
206 215 147 31, E 
209 177 
217 43 279 11 , ~ 
223 71 324 23, C 

2~2 26 407 10 c 

4 1 13 177 2 , ' 
' -

~6 ~ Unid ent ifi ed Station 
210 70 14 r 

508 1558 84 802 ; ~ 
514 170 120 140 , L 
520 1099 177 194 ,'. 
522 3l4 , 19l 7 3, E 
533 13 5 22 315, ~ 
536 . '' 2-9 8) : 253 754J) 
Total : 71,160 9 , 567, ~ 

·- -~ --.. .. . . . ·····-- ~· -· . . -



Fr om: Sel ukwe 

To Control 
.S tat i ons 

048 
066 
071 
093 
101 
113 
127 
134 
137 
141 
149 
161 
165 
169 
171 
176 
1 :)4 
199 
508 
514 
533 

Total: 

- Al26 -

{Q_o d.e 1562 : 

Tons 

1 
3 

182 
2 
4 
1 
3 
5 

3[, 
77 42 

13358 
13 

3 
32 

3 
1 
5 

523 
20 
l Li-

174 

22,123 

r.Iil es Ton- Miles 

381 381 
256 768 
211 38 , 402 
256 512 
315 1, 26( 
284 284 
183 54S 
132 66( 
112 3,soc 

64 495,48t 
23 307,23~ 
51 66~ 

, 77 23] 
115 3 f 68( 
146 43c 

66 6E 
219 l ,09~ 
137 71,65] 
107 2, 14( 
143 2, 00~ 
251 43 i 67 L 

974,981 



- Al27 -

From: La l auansi (Code 1 61) : 

·ro Cont r ol Tons tt iles T on-IVIilE St a tions 

066 I 6 261 1, 5E 
071 10 216 2,lE 
093 1 250 2~ 
137 12 117 1,4( 
141 49 69 3,3E 
149 7196 28 201,4E 
156 13 51 6E 
165 2 26 i: 

~ 

169 1 64 E 
171 25 95 2,37 
199 21 142 2,9E 

Tot al: 7,336 216,13 



- :\.128 -

From: Umvuma (Code 165) : 

To Control Tons 1':Iiles Ton- t:ii l 1 Stations 

048 8 412 3, 2( 
063 5 287 1, 4. 
070 44 242 10, 6, 
071 38 242 9, l ! 
093 72 313 22, 5: 
097 195 329 64 , l' 
100 45 346 15, 5' 
108 1 315 3: 
117 15 214 3, 2: 
134 115 143 16, 41 
140 89 95 8 , 4'. 
145 81 54 4, 3' 
149 2 77 

I 

l'. 
156 15 26 y 
165 16 38 6( 
169 378 69 26, 0~ 
173 2 97 1~ 
181 1 182 H 
195 639 168 107,3~ 
206 1 231 2~ 
506 41 138 5, 6~ 
508 1 174 1~ 
514 - 3 231 6~ 
520 14 251 3, 5] 

Tot al: 1,876 304,8E 



- ,':.129 -

From : Chatsworth (C_()d_e 1692 : 

To Control Tons Miles Ton- Mile Stations 

066 1 325 32 
071 745 280 208 ,60 
093 1 325 32 
100 1 367 36 
101 17 384 6,52 
106 1 324 32 
113 2 353 70 
127 2 252 50 
134 3 201 60 
137 3 181 54 
141 1 133 13 
149 22 92 2,02 
161 1 64 6 
165 48 38 1,82 
171 403 31 12,49 
199 133 206 27,39 
508 223 176 39,24 
520 4 269 1,07 
533 17 320 5,44 

Tot a l : 1,628 308,52 



- i:i.130 -

From: Fort Victoria (Code 171): 

To Control Tons r:Iiles Ton- Mil St c.tions 

048 35 481 16, 8 
056 1 433 4 
058 1 419 4 
061 1 398 3 
066 6 356 2, 1 
070 3 315 9 
071 4199 311 1 , 305,8 
100 22 398 8 ,7 
101 1 415 4 
106 1 35 5 3 
113 3 384 1,1 
127 3 283 8, 
134 4 232 9: 
137 143 212 JO, 3: 
141 297 164 48, 7( 
145 1 147 11 
149 2042 123 251, 1( 
156 2 146 2~ 
165 147 69 10, ll 
169 457 31 14, lE 
185 141 251 3 5, 3~ 
190 2 290 5t 
194 322 319 102,7] 
199 1537 237 364,2E 
217 3 402 1,2( 
223 5 447 2 21 , -
411 1 300 JC 
508 18 207 3,72 
514 1 243 24 

1520 12 300 3,60 
522 74 320 23,68 
533 6 351 2,10 

Total: 9 , 491 2,234 , 50 



- !-.131 -

From: Somabula .(Qode 17}2 : 

' To Control Tons Stations 

071 12 
101 3 
145 6 
149 76 
165 7 
176 1 
185 13 
194 1 
199 587 
506 59 
508 4 
514 4 
520 1 
533 1 
536 8 

Total: 783 

Miles Ton- Mi: 

209 2 I , 
313 ( 

45 C 

21 1 I , . 
55 
22 

107 1 . , . 
175 -

91 53,' 
49 2, I 
63 , . 
99 

156 -
-

207 , 
' 232 1, ~ 

66, L 



From: Sha ngani (Code 17 6) ~ 

To Control Tons Mil e s Ton-Mil St a tions 

0 61 5 318 1 15 
071 20 231 4 16 
10 6 1 275 2 
1 27 2 203 4 
137 5 132 6 
141 2 84 1 
149 1 2 43 5 
171 1 166 1 
199 134 71 9 15 
508 2 8 5 1 
533 3 22 9 6 

Tot a l: 187 18 17 
. - '" 



- Ll33 -
<lU:tH~- ~ -~ 

From ~ He~vy Junction (Co de 181) : 
f 

To Control Tons Stations 

048 120 
066 17 
070 1083 
137 50 
149 96 
165 2 
171 31 
176 2 
185 3 
190 3 
194 1 
199 30 
223 1 
522 1 

Total : 1,441 

Miles Ton- l\hl1 

451 54 , 1~ 
326 5, 5L 
285 30G,6~ 
182 9, 1( 

93 8,9~ 
147 2S 
216 6, 6S 

50 1( 
35 1 ( 
74 2c 

103 lC 
21 6J 

231 23 
248 24 

394,97 

/ 



- ;:,.134 -

From : Bala Bal a (Code 185) : 

To Control Tons r,Iiles 'l'on-Wiil St a tions 

066 54 361 19,4 
071 4 316 1,2 
127 1 288 2, 
134 1 237 2 
137 29 217 6,2 
141 40 169 6, 7, 
149 51 128 6, 5: 
165 1 182 l i 
181 4 35 1, 
190 2 39 ' 

194 42 68 2 8 1 , 
199 16 56 8! 
206 3 89 21 
217 5 221 l, l( 
232 8 349 2 t 7~ 
411 3 119 y 
533 1 314 3: 

Total: 265 49, 8 '. 



- !.135 -

From : Gv~~1nd 2., ( C od_e 19_Q_l_: 

To Control Tons J'~il e s Ton- I'.~ 
St .;;1.tions 

i 

---
048 l 525 
058 1 463 
066 l 400 
071 21 355 7 
100 2 442 
113 1 428 
127 1 327 
137 2 256 
141 577 208 120 
149 6 167 1 
165 1 221 
171 3 290 
176 ' 3 124 
185 27 39 1 
190 90 5 
192 4987 17 G4 
1J4 35 29 1 
195 1 81 
199 104 95 9 
217 1 260 
232 5 388 1 
520 2 272 
533 1 323 

-
1'otal : 5, 373 233 

- -----· - -··-----· -



- Al36 -

From ~ Col leen B:3-wn ._j_Coc,_e 192L : 

- · ---·- ·-----·-· ..,. _ ·· ····---•.·-- ... -----•·-... ---.----
cr:·o Contro l Toas I'Iiles Stations 

-
048 992 542 
056 199 494 
058 403 480 
061 53 41 (' -::J 061 19 393 
07 24183 372 
0')3 66 417 
(JC)? 24 443 
100 ~82 459 
101 76 476 
106 275 416 
113 237 445 
117 431 461 
127 34 34~ 
134 713 293 
137 2451 273 
140 148 245 
141 1480 225 
145 98 208 
149 3981 184 
156 959 207 
165 14 238 
169 940 276 
171 27 03 307 -66 264 141 ±. 1 264 91 
185 89 56 
190 1514 17 
194 1161 12 
195 40708 93 
199 991 112 
206 137 145 
209 30 175 
217 1259 277 
223 2432 322 
232 2269 405 
407 39 154 
411 759 175 
506 104 212 
508 11573 22 6 
514 96 262 
520 507 319 
522 52 339 
533 4-837 370 
536 9318 395 

Total ; 120s069 

--- .. . ·- -- ---·-

--· ____ .,_ .. 

Ton- Miles 

--- ~ --··-•--- -
53J , 664 
9o,306 

195vS40 
22~207 
7 .562 

8,996:076 
27~ 522 
101632 

175,338 
416,976 
114,400 
105~465 
198,691 

11, 69 6 
208,909 
66~,123 

36,260 
333,000 

20,384 
732,5 04 
198 ,513 

3,332 
259,440 
829~821 

37~224 
24,024 
4 .1 984 

25,738 
13, 9~2 

3,939 ,3 4 
110,992 

19,365 
~ 250 

340:743 
783 , 104 
918,945 

6 ,006 
132 , 825 

22 ,048 
2 , 615,498 

25, 152 
161, 73~ 
17,62 

1,789, 690 
3)1630, 610 

28,937,786 
-------.. ------- - ·- - ·--



- .\137 -

From: " est Nic i.wl s on ( Code 194) : 

----- -
.ro Cont r ol Tons 1-.~il es Ton-Ei Stnt i ons 

048 45 554 24, 
058 2 492 
06 6 5 429 2, 
070 22 388 8s 
071 461 384 177, 
10.-) 5 4- 55 2, 
113 3 457 1, 
134 1 305 
137 2 285 
141 99 237 23y 
149 4 196 
165 2 250 
171 8 319 2, 
181 18 103 1, 
135 6 68 
190 47 29 1 : 
1~2 31 12 
199 1722 124 213, 
223 4 334 1, 
411 1 187 

Tot a l : 2 ,488 464, 
-- ·------



- 11.138 -

From: Cement (Qod c 195}: 

To Control Tons MiL:; s Ton-Lii 
Stations 

048 266 458 121, 
056 189 410 77, 
058 546 396 216, 
061 39 375 14, 
063 58 354 20, 
066 28 ~~~ 9 , 
071 11799 3,398, 
097 76 359 27, 
100 207 375 77, 
101 393 392 154, 
113 59 361 21, 
117 203 371 75, 
134 87 209 18 , 
137 65 189 12, 
140 68 161 10, 
141 1047 141 147, 
149 768 100 76, 
156 441 123 54, 
165 627 154 96, 
169 125 192 24, 
171 1§28 223 340, 
176 39 57 30, 
185 213 42 8, 
190 64 31 5, 
192 119 98 11, 

l~% z~ 110 8, 
5 

199 620 14 8, 
217 426 179 76, 
22~ 23 ~1i 224 

307 2l~: 
411 75 77 5, 
508 104 142 14, 
514 30 178 5' 520 

4~l 
2~5 12, 

533 2 6 141, 
536 306 301 92, 

Total: 22,784 ' · .. 5,709, 
_, .... ' ~ ---~· ... -· ... 

' 
! 



- Al39 -

From: Bulawayo (Cod e 199) : 

To Control rans St at i ons 

048 3222 
052 35 
056 111 
058 188 
061 7 
063 39 
066 158 
070 285 

- 071 13124 
Ol5 5 
0 4 20 
093 404 
097 68 
100 875 
101 2411 
106 211 
108 33 
113 207 
117 93 
127 843 
134 205 
137 1924 
140 66 
141 13783 
14~ 456 
14 303~3 156 9 2 
161 52 
165 313 
169 1222 
171 8190 
173 314 
176 345l 181 67 
185 2092 
190 16949 
192 3462 
194 10442 
195 76 
199 37 
206 3026 
209 716 
217 99 58 
223 11~24 
232 4 69 
407 4485 
%6~ 7~~4 
508 69 00 
51~ 52 ~6~ 
522 938 
~j~ 4628 

. . .7.0.3.9 
Tot a l : 180 ,619 

'" . . .. - .. 
-

l\:iL:s I'on- 1.:ilG 

472 1,520, 78. 
452 15,821 
424 4 7, 06, 
410 77 08( 
38~ 2: 72 . 
36 14, d5: 
347 54, '2( 
306 87, 21( 
302 3,963,44f 
302 1, 51C 
313 6 f 36( 
347 140, lGt 
373 25,361'.l 
389 340,~7: 
406 978, 6E 
346 73,00E 
355 11,715 
375 77,625 
391 36,363 
274 230,982 
223 45,715 
203 390 ,572 
175 11,550 
155 2, 136,365 
118 62,~28 
1 4 3,457, 62 
1~7 1 2 

134,534 
9,464 

168 136 , 584 
206 251 , 732 
237 1,941,030 
93 29,202 
71 245 , 447 
21 14,238 
56 117 , 152 
95 1,610,155 

112 387, 744 
124 1,294, 808 

14 1,064 
10 a70 
~j 9.J 5~ 

4$:10 
165 1,643,070 
210 2,378,04 0 
293 1,426, 617 

42 188 ,370 
l~~ 4~~:~§~ 
156 1,076, 400 
192 

l~B: J~~ 249 
269 25 2,3 22 
] 00 l,~~8 ,400 25 .. 2 .. ! . .4 . ..1 7. 5..9 

' 31,539,627 
-· -·· · .... . . ~. ~ -



- Al40 -

Fr om~ Nyamandhlovu ( Co6.c 206 ) ; 

I'o Control 
:

1 0::18 I.:. il es l1 on-T,:il St a tions 

071 17 335 5$6 
137 16 236 3y7 
185 1 89 
199 88 33 2 ,9 
209 9 30 2 
217 11 132 1 94 
22 3 1 177 1 
232 1 260 2 

To t c1. l : 144 1496 

--



- Al41 -

From: Sawmills (Code 2091: 

To Control Tons Iiiles Ton-r1~iles Stations 

171 7 JOO 2,100 
190 2 1 58 316 
199 2142 63 1341946 
206 1 30 30 
217 14 102 11,428 
223 2 147 .294 
508 1 219 219 

·~ .... 

Total: 2tl69 139,333 



- Al42 -

From : Dett (Code 217): 

To Control Tons Miles Ton-Miles 
Stations 

056 3 589 1,767 
071 249 467 116y283 
093 3 512 1,536 
100 28 554 15,512 
101 1 571 571 
134 6 388 2,328 
137 12 368 4,416 
141 141 320 45) 120 
149 1 279 279 
171 1 402 402 
195 14381 179 2,574,199 
199 1053 165 173,745 
206 1 132 132 
209 10 102 1,020 
223 376 45 16,920 
232 - 146 128 18,688 
407 1 207 207 
508 1 321 321 
522 50 434 21,700 
536 17 490 8,330 

Total : 16,481 3,003 , 476 

\ 



- Al43 -

From: '.'.lanki e ( Cgde_ 2232: 

To Control Tons Eiles Ton- Lile::: Stations 

048 12611 682 8,600,702 
052 2151 662 1,423,962 
056 3903 634 2,474,502 
058 2174 620 1,347 , 880 
061 1833 59~ 1,097 ,967 
063 1814 57 1 , 048 , 492 
066 5797 557 3,228,929 
070 1~739 516 9,153,324 
071 8 716 512 45,422,592 
084 5769 526 3,034,494 
093 7739 555 4,295,145 
097 14890 581 8,651, 090 
100 - 29128 597 17,~89,416 
101 3012 614 1, 049,368 
106 10787 554 5,975,998 
108 3121 563 1,757 ,123 
113 1007 583 587 , 081 
117 510 599 305,490 
127 6988 484 3 , 382,192 
134 8217 433 3,557,961 
137 5537 413 2,286,l81 
140 4662 385 1,794, 70 
141 375724 365 137,139,260 
149 47266 324 15,314,184 
156 845 347 293,215 
161 16 352 5, 632 
165 66 318 2i 648 169 351 4 6 14 : 16 
171 2704 447 1,208 ,688 
176 33 303 9,999 
131 41 25~ 10 , 373 
185 146; ' 28 ~22,4~6 190 642 327 2, 99 , 9 4 
192 13637 344 4,691,128 
194 2760 356 982,560 
195 18596 224 4 , 165,504 
199 107600 210 22,596,000 
206 2 177 354 
209 302 147 44,394 
217 548 45 24,660 
223 85 5 425 
232 13810 83 1,146,230 
407 2 212 98 , ~~i 411 362 - 2 3 
506 40 352 18 , 080 
508 35016 366 12,815 , 856 
514 2894 402 1,163,388 
520 91 459 41 , 769 
533 61987 510 31,613,~70 
536 ___ 1499.6 535 8 022, 60 ..•. ·• ... t . . .. .. . 

Total : 945,768 372,766,072 
. . .. .... • . ••,0-0, ... ,w .. ,,,.., •N ••• .. . . . . . ··- . ... _,. , -

I 
i 

. ...... ... __ . ,. ·- -· 



- Al44 -

From ~ Victoria Falls (Code 232)_ : 

-----
To Control Tons Kiles Ton-th Stations 

-
066 1 640 
071 5 595 2j 
1.37 11 496 5, 
165 1 461 
199 160 293 46j 
209 1 230 
217 1 128 
223 105 83 8, 

Total ~ 285 65, 



- Al4 5 -

From : ~arula ( Code 407) : 

To Control Tons Lil es Ton-Mile Stations 

071 29 344 9 , 97 
199 67 42 2 581 
232 2 335 67 
411 1 21 2 

'I' ot a l : 99 13, 48 

·-



- Al46 -

From ~ Pl ur,1tr ee ~ Cod e 41 1 ) : 

·- ·--..---- -
0r o Control Tons Mi l es 1ron- i\ii l 1 St a t i ons _____ ,,.._ .~ --- --

071 35 36 5 12,7' 
1 41 1 218 2: 
149 2 177 31 
171 1 JOO 3, 
1 81 21 84 1 t 71 
19 4 1 1 87 l i 
19 ') 372 63 23 1 4. 
407 ,-

0 21 1 : 
533 25 363 9 j 0' 
536 1 388 Jl 

Tot a l ~ 465 46, 6 ; 

--



- Al47 -

From : Unknown st a tion (Cod e 475): 
-- -- . -- --- . .,.---.-

'i'o Cont t,ol Tons L.ilGS ·r on-Lil cs 3t~.tions 
-

070 1 . 

071 40 
093 9 
137 1 not not 
141 32 kn own known 
149 2 
171 1 
185 1 
190 12 
411 2 

- ---· - -- -~ ·- --- . 

'I' ot -:~l: 101 

- - - _______ .. ____ .... ___ .__ .,..__._ 

--- ---••--A--•._, -- •_;.--.- ... .... -··-----··· .. ---

Remark: 

Fortun;,1-t e ly this sm·,·,11 ton:n2gc would not influence 

t he rn·::.gt1itucle of t he tot=1l ton-mile p icture . 

- . 

_,_ 



- l'i.148 ~ 

From: Bannockburn (Code 506): 

To Control Tons I'Iiles Ton-r.-Iil Stations 
' 

066 4 303 1,2 
149 20 70 1,4 
173 53 49 2s5 
199 32 142 4, 5 
508 2 14 
514 52 50 2,6 
520 6 107 6 
522 8 127 1. 0 
533 12 158 1,8 

Total: 189 15,9 
--



- i\.149 -

From ~ Shabani ( Codq__208 t : 

To Control Tons :S t a t ions 

043 1 
058 1 
070 13 
071 387 
097 1 
100 2 
106 31 
137 11 
140 2 
141 260 
149 849 
156 46 
165 84 
169 43 
171 49 
173 3 
105 37 
190 5 
199 1736 
217 1 
223 3 
506 10 
508 3 
5l lt 308 
520 2684 
52 2 156 
533 84 
536 19 

Tot a l ~ 6, 829 
-- ··-

-
Lil E:.s I'on-fil iJ 

44 2 L 

380 . 
-

276 3): 
272 105,::: 
343 -, 

~ 

359 7 
316 9, 7 
173 ·1 9 ..L , 

145 2 
125 32)5 

G4 71 ~3 
107 4 , 9 
138 11,5 
176 7~5 
207 10 )1 

63 1 
170 6~ 2 
209 1, 0 
156 270, 8 
321 3 
366 1 1 0 

l ,4 1 
5 

64 19 ,T 
121 324) 71 
141 21, 91 

17 2 14, 4, 
197 3 s 7, 

925,Jt 
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From ~ Inr e z i ( Code 514) : 

·- - · -
r o Control ·:rons Files :ron- h i lei St 2 t i ons __ ,.. ____ -·-~ ... -----

071 32 308 '.:;i p 851 
100 1 396 391 
145 5 144 72( 
149 29 120 

' 
3 s 48( 

199 122 182 22 s 20L 
506 8 50 40( 
508 ~ 64 12f 
520 23 57 1, 31] 
522 1 77 T1 
533 ~109 108 44 3 p77~ 
536 1 133 13~ -- · ·- -· _ ........_. __ __.._ ..... 

Tot a l : 4 p333 482 ~ 47' 
,,. - .,,. _ ____ ~- ·-• -



- 11.151 -

... --w•K•- ... . ,.,.. __ ___ ,...., .,,..,,,_., .-••·--•- •---•-.__....._1_•~--.,.-•_ ... __._. _ ______ , __ 
·.r o Concrol Tons NilnD Ton-IE St a t i ons 

-- -----
058 2 473 
071 13 365 4, 
127 1 337 
137 5 266 1, 
141 1 218 
149 2 177 
15 6 9 200 1 1 I 

171 2 300 I 

190 1 263 ' 
199 12 249 2 ( ' . 514 9 57 I 

522 12 20 ' 
' 

533 6 51 
536 2 76 

. 

. 

Tot a l : 77 14/ 
-- ., . -· 
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From : Lbizi (Code 522): 

To Control Tons Miles Ton-~.~ j Stations 

071 43 385 16, 
141 1 238 
149 4 197 
173 8 156 1, 
185 ~ 263 
190 2 302 
199 366 269 981 
506 1 127 
514 4 77 
520 2 20 
522 17 5 
533 53 31 1 
536 250 56 14 

..... -... 
Tot a l : 752 134 

... ·•·-· ., --
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To Control ·I' o:'1s 1,:iles ·ron-liiJ Stat ions 

048 24-2 587 142,C 
058 113 525 59 > ~ 
066 33 461 17, :: 
070 57 420 23,S 
071 14907 416 6,201 >~ 
084 542 432 234,1 
093 69 461 31, e 
100 9 503 4,S 
106 31 460 14,2 
113 20 489 9,7 
127 135 388 52 sJ 
137 295 317 93,5 
141 94 269 25,2 
149 3287 228 7,/J f l l 

156 49 251 12,2 
161 32 256 8,1 
165 37 282 10,4 
169 266 320 85,1 
171 523 351 183~5 
173 17 207 3,5 
176 14 229 3 , 2 
181 59 279 16, 4 
-....85 63 314 19,7 
190 63 353 22,2 
192 91 370 33,6 
194 112 382 42 ,7 
199 15709 300 4, 712 , 7 
206 144 333 47, 9 
217 6 465 2, 7' 
223 1 510 5 
232 71 593 42,1 
407 26 342 8, 81 

411 30 363 10,3' 
506 213 158 33 ,6 
508 418 172 71 , 81 

514 58 108 6, 21 
520 180 51 9 , l < 
522 204 31 6, 3: 
533 12 5 f 
536 346 25 8 61 ' . 

·rot a l : 3D>5 83 13~062, 4< 
.. . , , ... ·- . ·-·- - ·- -...... , _ - .. ' ·-·· . , .- ~-- ... 
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From : Chircd z i (Code 536t: 

- ·-·-- ... . - -...... ._. ____ ,. ..... _ _.., _ .. 
To Control Ton s I:iiles Ton-Hil 

Sta tions 

048 1 61 2 6 
071 21389 441 9,432,5 
097 219 512 112 ~1 
108 2 0 494 9,8 
137 108 342 36 , 9 
141 8 294 2,3 
145 59 277 16,3 
149 1523 253 385,3 
156 2 276 5 
169 1 355 3 
171 16 376 6 , 0 
173 60 232 13,9 
176 45 254 11 ,4 
181 13 304 3, 9 
199 1·9644 325 6 ,384,3 
407 13 367 4,7 
514 ') 

c... 133 2 
520 2 76 1 
522 1 56 
533 30 , 25 7 
536 183 5 9 

Tot a l : 43,339 16,423,5 
I -

-
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r s.ble showing tot dl tormt~G':=!S c nii ton- mile .9:oods tr =: .. nsnort :: 

from infic a ted control st a tions: 

( Sumnary of t ables on pag es Al00 to Al54) • 

- - -
From Control Tons Ton-l'ti lE Stat i on Code 

--- ·· --·-- -----
048 307 ,843 32,769,85t 
052 11233 92,90S 
056 22,314 2?562,04] 
058 149323 2,0029424 
061 3,513 321,261 
063 3,809 4099333 
066 8 , 514 760,386 
070 176,624 21~291,162 
071 297,221 41,131 ,569 
075 77 9 , 029 
084 29,048 4,954,266 
093 18,305 3 ,802 ,320 
097 22,602 5,436,217 
100 23,040 4, 438,385 
101 39,716 12, 091,916 
106 35,181 8 ,074,136 
lOG 92 ,432 10 ,611,702 
113 3.0,305 7,415,954 
117 16 , 357 2,990,563 
127 12,232 2,219,585 
134 37, 175 8,128,904 
137 31,195 4, 6,94, 927 
140 72 6,149 
141 91,499 9,309,006 
145 2,494 309,638 
149 71,160 9,567,252 
156 22,123 974,9 86 
161 7, 336 216,135 
165 1,875 304,867 
169 1,628 308 ,525 
171 9,491 2,234,503 
173 783 66 , 461 
176 187 18,772 
181 1,441 394,974 
185 265 49,851 
190 5,873 233,800 
192 120,069 28,937,786 
194 2,488 464,487 

Table continued on n ext p Stge : 
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'I'able continued from :previ ous :)age : -

--- __ , _______ ,_ .. - ... --..-.. ~.-
From Control i'ons Ton- l.Vi i : St ::.t ion Co de 

. ,_ ....,, -
19 5 22 ,784 5,709 ,0 1 

199 180,619 31, 539, 6: 
206 144 14, 6: 
209 2,169 13° 3 :/ ' . 
217 16,481 3,003 , 4' 
223 945,769 372,766,0' 
232 28 5 65, 4l 
407 99 13, 41 
411 46 5 48, 6: 
475 101 -
506 189 15, 9. 
508 6,829 925,3, 
514 4 , 333 482, 4' 
520 77 14, 81 

522 752 134, 4: 
533 38,583 13,062,4. 
536 43,339 16,423,5 1 

··~-····- ·· 

Tot a l: . 2,82 5,281 723 , 954,8 1 

-
Average miles ~er ton= 256 . 2 
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I:..nccxurrn 11 

Short dis t anco movements by r o.il. 
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RPOD:SSI " H\ IL . /I YS I NTERN.t- 1 GOOtJ 
~ . .. 

- - . -
Control =.rons !/1 oved Less Ton-1.Y!ile: 
J t c1,tion Than 100 Miles 

Cofl.e 
. 

0 48 . 14,193 458,757 
0 52 881 18,756 
056 1,995 93,746 
058 2,953 152,762 
061 3,250 230,246 
063 1,345 · 3,556 
066 5,575 266,151 
070 1.07, 840 2,987,719 
071 149,966 9 ,501,261 
oi5 4~ 1,9~0 0 4 10,81 437,7 8 
093 2, 805 126, 278 
097 8,428 562,131 
100 10,943 772, 329 
101 471 12,501 
106 9,637 i 38 ,110 108 62,04§ 4, 66,455 
113 11,39 824 ,136 
117 10,155 878,111 
127 1,958 139,686 
lj4 4 27~ 260,~71 1 7 13;31 1,137, 4 
140 50 2,861 
141 35,086 488,878 
145 g48 9,176 
149 16, 07 895,419 
156 21,117 003, 682 : 161 7 ,286 204,642 
165 583 40,257 
169 474 16, 405 
171 604 24,310 
173 744 59,22i 176 151 10,36 
181 134 9,985 
185 67 4,23~ 190 5,244 . 9~,25 192 43,7~~ 4,050,062 
194 2,143 
195 1,672 71,180 
199 38 ,9~3 2,302,485 206 3,263 209 2,143 134,976 217 376 16,920 
223 14 , 44 3 1,171,315 
232 105 8,ll5 407 68 2, · 35 
411 399 25,326 
506 127 6,625 
508 1,173 91,372 
514 34 1,916 
520 35 1,311 522 326 16,136 
533 742 24 , 214 
536 216 1 2 873 

627,819 35 , 397,929 

Average distance ner ton= 56.38 miles . 
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Vehicl E:!s other than :Public 

Sorvice Vehicl es . 



• 

- .. \160 -

Vehicle populat ion: 
An analysis was also mnde of reg istered vehicles othe r 

Public service v ehicles 1vhich could be engaged in 0 ood~ 

transportation . . 1 )These vehicles are li s ted below: -

Vehicle D_e~ c.r:- i pti on Conservative No. of Total 
-Estima te o·{ \re,1icles 'carryir 
t,.v_er~e. 5Ja.paci_i 
_C ar:_)a_ci ty_: 

[Light Commercial 1 ton 20,109 20 , 10~ 

aeavy Commercial 
Petrol 5 tons 2,317 11, 58' 

~eavy Commercial 
Diesel 5 tons 3,732 1[3' 661 

Total No. of goods vehicles : 26,158 50,35 

(~: The estima ted carrying capa ci ty of 2,230 publi 

s service vehicle s is only 20,007 tons). 

These vehicle s are permitted to travel anywhere in 

Rhodesia as long a s they only carry goods on own accou 

1) An a lysis of registered motor vehicles in 
cl~s sos in loc a l and ro ad council areas -
1965 - Compiled by Treasury. (This analysis 
does not include farm/mining vehicles which 
a r c used on the pro~erti cs of their owners . 



After the rossibili tie s of a c_uestionna ire to com:·.1erce 

and industry and a sample survey of traffic on main 
' 

road s were discussed with the Director of the Central 

St at i st ical Office) it was decided that no attempt 

would be made of tryin s to establ i s11 to wha t extent 

tflese vehicle s in fact carried goods over long di s t ance 

Both these possibilitie s were disregarded as their cost 

would have been too hi~h and it was seriously doubted 

whether satisfnctory results Dould be obta i n ed. 

The basic assump tion that t h ese vehicles could be used 

for long distan ce transportation, however, seeus 

jus tified. The only ~u esti on which rema ins is whether 

re s triction on their long distance transportation could 

b e justified in terms of transportation costs. 

Tr ansportation co s t s: 

Since no a ttempt was ma de of establishing the transport 

tion co sts of these vehicles, these co s ts will nave to 

be considered in terms of logical a r Guments. 

It seems reasonable to assume that the transportation 

costs of the se vehicle s would be higher than those of 

public service vehicles for t he follo winz reasons: -

/a. 



- l',.162 , -

~. Gince the transportation of goods is not the 

primary objective of the ov.rners of these 

vehicles· but subsidia r y to their main 

bus ines s be it production, mining or trade, 

it can be s afel y assumed that the utiliza­

tion of the carrying capa citie s of the 

vehicles v,ould be very much lower than that 

of ;-=>ublic Service Ha1,~liers. Cost 1::: er ton­

mile chould, therefore> be _grenter than that 

of Public Service Hauliers • 

. ·b. The bulk of these vehicles are classified as 

1ignt commercia l vehicles and haven smaller 

ca rryinG cap&city than p~blic service v ehicl 

Thi s should al s o result in h i gher transporta 

tion co s ts per ton-mile. 

I n costing the s e veh icles the direct cost of transport 

tion is t enerally included in the overhea d costs and n 

attemp t is usually made to recover the transportation 

costs. It could be assumed that direct co s ts of 

transportc:tion are in fact recovered,.. and that the owfl 

opere te on marginal costing principles only. No 

provision has to be made for capita l recovery except 

with regards t o the contribution f rom the main directi 

( selling etc. ) of t ~1.e owners. 

Public Service Hauliers ~uite rightly cla im tha t they 

cannot compete with pri vate hauliers on a 11 co s t basis . 
The reason f or thi s i s not that transportation co sts c 

the priva te hauliers a re a ctually lower but rather tt 

the co s tins method s and ideGs employed by these haulie 
do not ~enera l l y reflect true co s t s of thei r transpori 

operations . 




