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1. Introduction 

South Africa is signatory to the SADC Treaty along with 14 other  Member 

States. The SADC Treaty establishes the Southern African Development 

Community which gave rights to various protocol instruments, one of which 

is the protocol on Transport, Communications and Meteorology with the view 

to implement the desires of the SADC Treaty.  

 

 

The SADC Protocol on Transport, Communications and Meteorology provides that 

member states must establish Transport, Communications and meteorology 

systems that provide efficient, cost-effective and fully integrated infrastructure and 

operations to promote economic and social development while being 

environmentally and economically sustainable. Southern African Customs Union 

Memorandum of Understanding 

 

The SACU MOU regulates the carriage of goods and the conveyance of 

passengers by road for reward to ultimately achieve an equal distribution of traffic 

among carriers of the Contracting Parties. It further regulates the achievement and 

maintenance of an equitable non-discriminatory infrastructure cost recovery system. 

 

 

On the international level South Africa is regularly singled out as one of the worst 

performing countries in the world as far as road safety is concerned, including the 

African continent. There is a lot to be done to improve not only our crash and fatality 

rates in terms road traffic deaths per population, or deaths per the number of 

registered vehicles or the distance travelled, but also in terms of real straight 
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figures.  The 2011 RSA rate of 27.58 compared to the 24.1 deaths per 100 000 

population of the African region, which is also the highest of all the world regions, 

leaves much to be desired and clearly indicates that a massive effort is needed to 

remedy the situation.  

 

The keycomponents imbedded in our society that decrease the protection of 

motorists and create a negative experiencefor all road users regarding the 

unacceptable road safety situation are the following: 

 

• Driver Behaviour 

 

The quality of driver skills & level of driver training offered is not sufficient to ensure 

that a licenced driver understands the responsibility, consequences and impact on 

other motorists and road users as a result of their poor driving behaviour and non-

compliance with the “rules of the road”, accompanied by a low level of enforcement. 

Educational content does not address actual driving experience before there is 

utilisation of our roads and there are no minimum standards on time “driving under 

supervision” or other mechanism to ensure sufficient exposure to what a driving 

responsibility entails. Furthermore we have no formal education of road users that 

do not drive but simply walk or use other modes of transport on the road.  

Drunken or Impaired Driving is one of the highest causes of fatalities and 

accidents on our roads. In accordance with information provided by the Medical 

Research Institute (MRI), no less than about 60% of drivers and pedestrians killed 

in road crashes exceed the legal alcohol limit. Underpinning this is the lack of 

effective law enforcement and visible policing in this regard. 

 

• State of our Vehicles 

 

Approximately 10% of our vehicles are not road worthy and the average age of our 

vehicles is 11 years old which also contributes to increased potential of crashes and 

fatalities.  It has been estimated that around 40% of vehicles on our roads are not 

insured, which presents a very serious and negative fiscal challenge. 

 

 

• State of our roads 

 

Road surfaces and the degree of potholes and poorly repaired and maintained 

roads are responsible for the lack of protection of vehicles and the potential to cost 

lives or cause disablement. The quality of road signage and especially markings is 

seen to contribute to the lawlessness and crash rates. The degree of congestion in 
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the cities has risen dramatically over the past decade and is expected to continue to 

rise in central urban areas. 

 

• Fraud and Corruption 

 

Fraud and corruption is rife throughout the industry, in driver and vehicle licensing, 

vehicle roadworthiness, enforcement and the public transport licensing industry.  

Until we put a stop to this, and break the culture of impunity, we will not make 

progress in road safety.   

 

• Lawlessness & Lack of Effective Law Enforcement 

 

The high level of lawlessness underpinned by a general lack of targeted and 

effective law enforcement is the highest cause of fatalities on our roads.  

 

There are many good practice measures and examples available which could be 

applied and the good road safety legislation in South Africa allows ample 

opportunity to apply these measures. Some of these were even developed locally 

but never received the attention they required. Complete dedication and 

commitment to improve the road safety situation in South Africais required from all 

role-players and stakeholders in the road traffic environment, including full political 

support to achieve the necessary reduction in the daily carnage on our roads. 

 

 The main strategic objectives to improve road safety should be aimed at : 

• Improved driver behaviour; 

• Minimising vehicle related risk factors; 

• Improved road conditions; 

• Reducing vehicle crime;  

• Introduce clear targets, monitoring and evaluation processes for traffic law 

enforcement; 

• Improved access to credible data that can better quantify risks and improve 

planning and introduction of cost effective measures;  

• Efficient adjudication, implementation of points demerit system and 

rehabilitation of offenders; and 

• Implementing measurable deliverables with stakeholders and role-players 

with regards to strategic intent and common goals. 

2. Overview of road traffic and safety in the RSA  

 

The first road crash in South Africa happened on October 1, 1903 in Maitland, Cape 

Town. Since that crash, about 451 960 people had been killed; 1 471 925 seriously 

injured and 3 908 600 slightly injured in a total of about 19,98 million crashes on 
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South African roads until 2007. Of these figures in the order of about 50% occurred 

during the past two and a half decades from 1990, emphasising the fact that the 

rate of road traffic casualties has reached unacceptably high levels. The percentage 

of road crashes and casualties per category are also shown in the graphs below. 

 

 

 

The above historic data further shows that : 

• For every 1 person killed in a road crash,an average of 3 others are seriously 

injured; and 

• For every 1 person killed, an average of 9 others are slightly injured. 

 

During 2007 a total of about 60 800 persons, translating to 167 per day, were 

seriously injured and required hospitalisation which consumed a large percentage 

of the available beds at hospitals and medical care centres.During the 2013-2014 

financial year, the Road Accident Fund (RAF) assisted 26 000 people with general 

damages, 13 000 for the loss of income, 127 000 people for medical care costs and 

contributed financially to 6 300 funerals stemming from road crashes. The RAF 

expenditure for the last two financial years amounted to around R55bn in post-

crash care and rehabilitation. 

 

Unfortunately, due to various reasons, comprehensive road crash data in the RSA 

covering all the crash categories (fatal,major, minor and damage only) is only 

available up to 2007 and fatal crash data up to 2011. In view of these limitations the 

road safety situation in the RSA can only be assessed to 2011.  It therefore calls on 

all stakeholders to jointly agree on the process for the urgent development of a 

credible road crash system, in order to have a scientifically sound base to inform 

the road safety strategy and enable its continuous assessment and performance 

evaluation. 
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Note should be taken that although currently great emphasis is placed on fatal 

crashes and fatalities, major crashes resulting in serious injuries and even minor 

crashes resulting in slight injuries, should also receive the necessary priority as any 

of these crash categories, under slightly different prevailing conditions could have 

resulted in a fatal crash and fatalities. 

 

Some basic summarised available country data is given below. 

 

Human Population 

 

 

 

The information in the table above shows : 

• An increase of 2.53% in the human population from 51.7 million in 2012 to 

about 53 million in 2013; and 

• A further increase of 1.93% to a total of 54 million in 2014. 

More information in this regard is provided in Annexure A(1). 

 

Driving Licences and Professional Driving Permits (PrDPs) 

 

 

 

The information in the table above shows : 

• A decrease of 4.71% in the number of learner licences from 1.31 million in 

2012 to 1.25 million in 2013; 

• An increase of 4.82% in the number of driving licences from 10.16 million in 

2012 to 10.65 million; and 

• An increase of 3.47% in the number of professional driving permits (PrDP’s) 

from 0.94 million in 2012 to 0.97 million in 2013. 

 

Number of Registered Vehicles 

 

Mid 2012 Mid 2013 % Change

Human Population 51 672 532 52 982 000 2.53%

Mid 2013 Mid 2014 % Change

Human Population 52 982 000   54 002 000 1.93%

Human Population

Licence category Dec 2012 Dec 2013 % Change

Learner licences 1 311 996 1 250 178 -4.71%

Driving licences 10 155 165 10 645 046 4.82%

Professional driving permits 939 506 972 145 3.47%

Number of Driving Licences and Permits
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The information in the table above shows : 

• An increase of 3.89% in the total number of registered motorised vehicles 

from 9.52 million at the end of 2012 to about 9.89 million in 2013; and 

• On a percentage basis the biggest increase was in the number of buses 

which increased by 5.43% from 51 686 at the end of 2012 to 54 494 at the 

end of 2013. 

 

The number of vehicles registered per fuel type (petrol and diesel) is given in the 

table below. 

 

 

 

The information in the table above shows : 

• An increase of 2.76% in the total number of registered petrol driven 

motorised vehicles from 7.71 million at the end of 2012 to about 7.93 million 

in 2013;  

• An increase of 8.70% in the total number of registered diesel driven 

motorised vehicles from 1.81 million at the end of 2012 to about 1.97 million 

in 2013; and 

• At the end of 2013 diesel driven vehicles was in the order of 19.86% of all 

motorised vehicles in comparison with 11.48% in 2000 (see Annexure A(2)). 

 

 

 

The average number of persons per vehicle from 2000 to 2013 is shown in the 

graph below. 

 

Vehicle Type Dec 2012 Dec 2013 % Change

Motorcars 6 110 660     6 376 733  4.35%

Minibuses 285 858        289 078     1.13%

Buses 51 686          54 494       5.43%

Motorcycles 355 632        367 244     3.27%

LDV's - Bakkies 2 152 779     2 228 559  3.52%

Trucks 342 131        350 503     2.45%

Other & Unknown 224 050        226 620     1.15%

Total 9 522 796     9 893 231  3.89%

Total Number of Motorised Vehicles

Fuel Type Dec 2012 Dec 2013 Change % Change

Petrol driven 7 714 924  7 928 021  213 097     2.76%

Diesel driven 1 807 872  1 965 210  157 338     8.70%

Total 9 522 796  9 893 231  370 435     3.89%

������������	��
�
�� 18.98% 19.86%

Number of Vehicles Registered per Fuel Type
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The information in the graph above shows a decline from 7.19 in 2000 to 5.36 

persons per vehicle in 2013, indicating an increase in the mobility of the human 

population as well as a general increase in the number of persons able to afford a 

vehicle. 

 

More information in this regard is provided in Annexure A(2). 

 

Total Fuel Sales 

 

Total fuel sales per fuel type in the RSA for 2012 and 2013 are shown in the table 

below. 

 

 

 

The information in the table above shows : 

• A decrease of 4.79% in petrol sales from 11 714 mega-litresin 2012 to 

11 153 mega-litres in 2013;  

• An increase of 5.58% in diesel sales from 11 262mega-litresin 2012 to 

11 890 mega-litres in 2013; and 

• In 2013 diesel saleswere51.60% of all fuel sales in comparison with 49.02% 

in 2012. 

 

More information in this regard is provided in Annexure A(3). 

 

Fuel Sales for Road Use 

Fuel Type Dec 2012 Dec 2013 Change % Change

Petrol 11 714       11 153       -561           -4.79%

Diesel 11 262       11 890       628            5.58%

Total 22 976       23 043       67              0.29%

������������	��
�
�� 49.02% 51.60%

Total Fuel Sales  - Megalitres
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Estimated fuel sales per fuel type for road use in the RSA for 2012 and 2013 are 

shown in the table below (required to estimate annual travel by motorised vehicles). 

 

 

 

The information in the table above shows : 

• A decrease of 4.89% in estimated petrol sales for road use from 11 444 

mega-litres in 2012 to 10 885mega-litres in 2013;  

• An increase of 6.06% in diesel sales from 8 403 mega-litres in 2012 to 8 

912mega-litres in 2013; and 

• In 2013 diesel sales were 45.02% of all fuel sales for road use in comparison 

with 42.34% in 2012. 

 

More information in this regard is provided in Annexure A(3). 

 

Estimated annual distance travelled by motorised vehicles 

 

The total estimated annual distance travelled by motorised vehicles in the RSA, in 

terms of million vehicle kilometres (mvk) for 2012 and 2013 are shown in the table 

below. 

 

 

 

The information in the table above shows : 

• A decrease of 4.12% in the estimated total distance travelled by petrol driven 

vehicles from 109 476 mvk in 2012 to 104 961 in 2013;  

• An increase of 6.89% in the estimated total distance travelled by diesel 

driven vehicles from 39 220 mvk in 2012 to 41 924 in 2013; and 

• In 2013 the total distance travelled by diesel driven vehicles were 28.54% of 

all travel in comparison with 26.38% in 2012. 

 

Fuel Type Dec 2012 Dec 2013 Change % Change

Petrol 11 444       10 885       -559           -4.89%

Diesel 8 403         8 912         509            6.06%

Total 19 847       19 797       -50             -0.25%

������������	��
�
�� 42.34% 45.02%

Fuel Sales for Road Use - Megalitres

Fuel Type Dec 2012 Dec 2013 Change % Change

Petrol driven vehicles 109 476     104 961     -4 515        -4.12%

Diesel driven vehicles 39 220       41 924       2 704         6.89%

Total 148 696     146 885     -1 811        -1.22%

������������	��
�
�� 26.38% 28.54%

���������	�
������������������������������������������������
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More information in this regard is provided in Annexure A(4). 

 

Some road traffic safety data are given below 

 

Number of Fatal Crashes and Fatalities 

 

No data on road crashes and fatalities is available for the years 2012 and 2013. 

The latest available data is for 2010 and 2011 which is given in the table below. 

 

 

 

The information in the table above shows : 

• An increase of 391 (3.61%) in the number of fatal crashes from 10 837 in 

2010 to 11 228 in 2011; and 

• A decrease of 14 (0.10%) in the number of fatalities from 13 968 in 2010 to 

13 954 in 2011. 
 

More information in this regard is provided in AnnexuresB(1) and B(2). 

 

Severity Rate of Fatal Crashes 
 

The severity of fatal crashes, which is the average number of persons killed per 

fatal crash from 2000 to2011 is shown in the table below. 
 

 

The severity rates in the table above, amongst other shows : 

• An increase of 0.03 (2.78%) from a rate of 1.20 in 2005 to a rate of 1.24 in 

2006; and 

Year Fatal crashes Fatalities

2010 10 837 13 968

2011 11 228 13 954

Change 391 -14

% Change 3.61% -0.10%

Number of Fatal Crashes and Fatalties

Year Severity Change % Change

2000 1.27         

2001 1.27         0.00          0.07%

2002 1.22         -0.05         -3.89%

2003 1.21         -0.01         -0.96%

2004 1.20         -0.01         -0.60%

2005 1.20         0.00          0.02%

2006 1.24         0.03          2.78%

2007 1.24         0.00          0.35%

2008 1.28         0.04          3.36%

2009 1.27         -0.02         -1.23%

2010 1.29         0.02          1.64%

2011 1.24         -0.05         -3.58%

Severity of Fatal Crashes
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• A decrease of 0.05 (3.58%) from a rate of 1.29 in 2010 to a rate of 1.24 in 

2011. 
 

The severity rates of fatal crashes from 1990 to 2011 are also reflected in the graph 

below. 
 

 

 

The information in the graph above shows a relatively steady rate over the 22 year 

period, with the exception of 1999 when the rate was as high as 1.43 which is due 

to a large number of bus crashes during that year,resulting in a high number of 

fatalities per crash 

 

The severity of fatal crashes is mainly contributed to : 

• The speed at which a crash happens – the higher the speed the higher the 

rate; 

• The wearing rate of seatbelts, the higher the wearing rate the lower the 

severity; 

• The type of crash, for example the severity rate is higher for vehicles 

travelling in the opposite directions resulting in head-on crashes (which is 

contributed to by illegal and unsafe overtaking) and lower for vehicles 

travelling in the same direction (head-rear crashes), depending on the 

following distance and the speed differential between the vehicles; and 

• The number of high occupancy vehicles (buses and minibuses) involved in 

fatal crashes. 

 

The comparison of straight numbers of crashes and fatalities from year to year, or 

between regions or other countries, is not a realistic yardstick to measure 

achievements. For example, comparing a country with a human population of 

1 000 000 and 500 road fatalities per year with a country with a human population 

of 50 000 000 and say 10 000 road fatalities per year, may at a glance indicate that 

the first country is “safer” than the second country because of its lower number of 
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road fatalities. However, calculating the number of road fatalities per 100 000 

human population, shows a rate of 50.0 fatalities per 100 000 for the first country 

and a rate of only 20.0 per 100 000 for second country, indicating that the second 

country is “safer” than the first country. 

 

For the purpose of annual or inter-regional or international comparisons, three basic 

indicators or rates have been developed. These are : 

• Fatalities per Human Population, which is the least accurate because it omits 

consideration of important factors in the traffic environment;  

• Fatalities per Vehicle Population; and 

• Fatalities per Distance Travelled, which is the most accurate because it takes 

into consideration the important factors in the traffic environment. 

 

Rates for the above indicators are given below. 

 

Fatalities per Human Population  

  

The number of road fatalities per 100 000 human population from 2000 to 2011 are 

shown in the table below. 

  

  

 

The rates in the table above, amongst other shows : 

• An increase of 2.73 (9.95%) from a rate of 27.42 in 2004 to a rate of 30.15 in 

2005; and 

• A decrease of 0.36 (1.28%) from a rate of 27.94 in 2010 to a rate of 27.58 in 

2011. 
 

The severity rates of fatal crashes from 1990 to 2011 are also reflected in the graph 

below. 
 

Year Fatalties Change % Change

2000 19.44       

2001 25.14       5.69          29.28%

2002 26.84       1.70          6.76%

2003 26.60       -0.23         -0.86%

2004 27.42       0.81          3.05%

2005 30.15       2.73          9.95%

2006 32.54       2.39          7.93%

2007 31.18       -1.36         -4.17%

2008 28.49       -2.69         -8.62%

2009 27.92       -0.58         -2.03%

2010 27.94       0.03          0.09%

2011 27.58       -0.36         -1.28%

Fatalities per 100 000 Human Population
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The information in the graph above shows : 

• A decrease in the rate from 36.46 in 1990 to a low of 19.44 in 2000; 

• An increase from 2000 to rate of 32.54 in 2006; and 

• A further decrease from 2006 to rate of 27.58 in 2011. 

 

In the 2013 World Health Organisation (WHO) “Global Status Report on Road 

Safety” comparative figures on the number of road deaths per 100 000 human 

population are also given for various countries. A number of countries were 

randomly selected from that report for comparison purposes as shown in the graph 

below.  

 

 

The rates in the graph above shows that the RSA recorded the highest rate, 27.9 in 

2009 in comparison with a rate of  22.0 for Botswana and a rate of 3.0 for Ethiopia. 

 

 

 

 

Fatalities per Motorised Vehicle Population  
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The number of road fatalities per 10 000 motorised vehicles from 2000 to 2011 are 

shown in the table below. 
 

 
 

The rates in the table above, amongst other shows : 

• An increase of 0.58 (3.64%) from a rate of 15.89 in 2004 to a rate of 16.46 in 

2005; and 

• A decrease of 0.02 (0.19%) from a rate of 12.32 in 2010 to a rate of 12.29 in 

2011. 

 

The number of fatal crashes and number of fatalities per 10 000 motorised vehicles 

from 1990 to 2011 are also reflected in the graph below. 
 

 
 

The information in the graph above shows : 

• A decrease in both rates from 1990 to lows of 11.00 crashes and 13.98 

fatalities per 10 000 vehicles in 2000 where-after increases followed; and 

• Further decreases in both rates from 2006 to lows of 12.29 crashes and 

15.28 fatalities per 10 000 vehicles in 2000. 

 

Fatalities per Distance Travelled  

  

Year Fatalties Change % Change

2000 11.00       

2001 14.29       3.29          29.96%

2002 15.97       1.68          11.75%

2003 15.89       -0.08         -0.50%

2004 15.89       -0.00         -0.03%

2005 16.46       0.58          3.64%

2006 16.28       -0.19         -1.14%

2007 14.77       -1.51         -9.27%

2008 12.93       -1.84         -12.45%

2009 12.65       -0.28         -2.16%

2010 12.32       -0.33         -2.64%

2011 12.29       -0.02         -0.19%

Fatalities per 10 000 Motorised Vehicles
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The number of road fatalities per 100 million vehicle kilometres (mvk) travelled from 

2000 to 2011 is shown in the table below. 
  

 
  

The rates in the table above, amongst other shows : 

• An increase of 0.62 (7.05%) from a rate of 8.73 in 2004 to a rate of 9.35 in 

2005; and 

• A decrease of 0.23 (2.96%) from a rate of 7.73 in 2010 to a rate of 7.50 in 

2011. 
 

The number of fatal crashes and number of fatalities per 100 mvk travelled from 

1990 to 2011 are also reflected in the graph below. 
  

 
  

The information in the graph above shows : 

• A decrease in both rates from 1990 to lows of 5.97 crashes and 7.60 

fatalities per 100 mvk in 2000, where-after increases followed to 2006; and 

• Further decreases in both rates from 2006 to lows of 7.50 crashes and 9.32 

fatalities per 100 mvk travelled in 2000. 

 

More information with regard to the above RSA and international rates are provided 

in Annexures B(4), B(5) and B(6). 

Year Fatalties Change % Change

2000 5.97         

2001 7.83         1.86          31.08%

2002 9.01         1.18          15.04%

2003 8.79         -0.22         -2.44%

2004 8.73         -0.05         -0.62%

2005 9.35         0.62          7.05%

2006 9.63         0.28          2.95%

2007 8.72         -0.91         -9.42%

2008 7.99         -0.73         -8.40%

2009 8.02         0.03          0.43%

2010 7.73         -0.29         -3.61%

2011 7.50         -0.23         -2.96%

Fatalities per 100 MilVehKms
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Contributory Factors to Crashes and the Level of Lawlessness on RSA Roads 

  

Local research showed that In the order of 95% of road traffic crashes happen as a 

district result of one or more traffic offences. Some of the main contributory factors 

to fatal road crashes, as submitted over a number of years by the SAPS to the 

RTMC on fatal accident report forms and categorised as human, vehicle and road 

environment are as follows :  

 

 

 

 

 

 

 

The information in the table above indicates as follows under the main categories of 

factors : 

 

Human factors : 

• Excessive speed and ignoring of speed limits : 35.40% of the human factors 

group and 30.15% of all factors; 

Human Factors in Fatal Crashes % of Group

Speed too high for circumstances 36.40%

Pedestrian: Jay walking 31.74%

Overtook when unlawful / unsafe 7.33%

Turn in front of oncoming traffic 3.23%

Disregard: red traffic light / stop sign / yield sign 3.12%

Vehicle Factors in Fatal Crashes % of Group

Tyres: Burst prior to crash 36.30%

Brakes: Faulty 25.04%

Steering: Faulty 24.15%

Vehicle Lights: Faulty, not switched on, blinding, etc 2.07%

Road & Environment Factors in Fatal Crashes % of Group

Sharp bend 27.99%

Poor condition of road surface 20.40%

Poor visibility (Rain, mist, dust, smoke, dawn, 15.01%

Some main contributory factors to fatal road crashes
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• Pedestrians jay-walking, not using pedestrian facilities or ignoring traffic 

signals and signs : 31.74% of the human factors group and 26.29% of all 

factors; and 

• Unsafe and unlawful overtaking across barrier lines leading to high impact 

crashes and fatalities : 7.33% of the human factors group and 6.07% of all 

factors. 

 

Vehicle factors : 

• Tyre bust prior too crash relating to damaged tyres or debris on the road : 

36.30% of the vehicle factors group and 3.32% of all factors; 

• Faulty brakes contributing to head-rear crashes resulting in fatalities : 

25.04% of the vehicle factors group and 2.29% of all factors; 

• Faulty steering due to poor maintenance and leading to un-controllable 

vehicles and crashes : 24.15% of the vehicle factors group and 2.21% of all 

factors; and 

• Faulty lights (head-lights, rear-lights, brake-lights) : 2.07% of the vehicle 

factors group and 0.19% of all factors. 

 

Road and environment factors : 

• Sharp bend in the road relating to speed too high for circumstances or poor 

or inadequate signs indicating such bends : 27.99% of the road and 

environment  factors group and 0.19% of all factors; 

• Poor condition of the road surface relating to potholes and bumpy driving 

conditions : 20.40% of the road and environment  factors group and 1.64% of 

all factors; and 

• Poor visibility relating to driving too fast under adverse conditions and/or 

inadequate advance warning of such conditions : 15.01% of the road and 

environment  factors group and 1.20% of all factors. 

 

More information in this regard is provided under Annexure C. 

 

  

 

 

Road Traffic Offence Surveys 

 

Various Road Traffic Offence Surveys were conducted in South Africa dating back 

to 1975. The latest published traffic offence survey was conducted in 2010. In 2011, 

the need was established to review the terms of reference of traffic offence surveys 

to be conducted in South Africa.  
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In 2012 and 2013 in-house traffic offence surveys were conducted on the new 

terms of reference that was established but were however not published due to 

discrepancies found in output contradictions to unique South African conditions. A 

decision was taken to align the terms of reference with international best practice 

modals in line with South African conditions. To this extent, the Stellenbosch 

University of South Africa was appointed in 2014 to conduct a detailed review of the 

TOS methodology and document an appropriate, cost-effective and high quality 

methodology for conducting TOS going forward. The new terms of reference was 

published in 2014. 

 

A traffic offence survey will be conducted in 2015 in line with the newly published 

terms of reference. In addition to the latter, the Road Traffic Management 

Corporation has embarked on a process of establishing a national database into 

which all traffic infringements will be documented by metro’s, provincial and local 

governments and national traffic police. It is envisaged that this database will be 

concluded in the 2015/16 financial year. The outputs of this system will compliment 

outsourced traffic offence surveys as well as to provide an incessant traffic offence 

survey on normal traffic policing activities. 

 

. 

 

 

 

The latest published traffic offence survey tabled combined offence indexes from 

2002 to 2010 which are tabulated and reflected in the graph below 

 

 

 

 

���� 2000 2001 2002 2003 2004 2005 2006 2007 2008 2009 2010 2011

�������� ��! - - 16.70 11.40 9.90 8.40 7.70 5.30 6.80 5.60 4.20 -

Offence Indexes per year from 2000 to 2011
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Detailed offence indexes for specific traffic offences for the year 2010 in 

comparison with 2009 are given in Annexure D.  

 

 

The information provided in Annexure D, amongst others indicate the following: 

• In 2010 28.00% of drivers in urban areas exceeded the speed limit in 

comparison with 31.50% in 2009. The offence index in this regard decreased 

from 6.30 in 2009 to an index of 5.60 in 2010; 

• Drivers of vehicles not wearing seatbelts increased from 58.50% in 2009 to 

67.50% in 2010 (offence index increased from 3.90 to 4.50);  

• Drivers making use of cellular phones while driving increased from 11.53% in 

2009 to 22.75% in 2010 (offence index increased from 11.53 to 22.75 in 

2010); and 

• Vehicles with faulty brake lights increased 2.30% to 4.20% in 2010 (offence 

index increased from 2.30 to 4.20). 

 

Based on the percentage (%) offences given in Annexure D and applied to the 

number of registered holders of driving licences and PrDPs at the time, the 

estimated number of drivers on the road not carrying or having a valid driving 

licence or PrDP were calculated and shown in the table below. 

 

 

 

The information in the table above shows : 

• Although a decrease of 43.96% was recorded, in 2010 a possible total of 73 

592 drivers were on the road without a valid driving licence (assuming that if 

they had a licence they would carry it with them); and 

• Even after a decrease of 58.56% from 2009, in 2010 there were still an 

estimated 7 003 “professional” drivers on the road driving buses loaded with 

passengers or heavy trucks carrying goods without a valid PrDP. 

 

Similarly, considering vehicle related offences, the estimated number of vehicles 

with the identified defects were calculated and shown in the table below. 

 

Driver Offence Types 2009 2010 Change
% 

Change

Drivers - not carrying/having driving licences ����������� �������������� -57 737 -43.96%

Drivers - not carrying/having PrDPs ��������������� ��������������� -9 896 -58.56%

Estimated number of drivers on the road not carrying or having a valid driving 

licence or PrDP : 2009 and 2010



 
Page 21 of 130 

 

 

Amongst others, the information in the table above shows : 

• Although a decrease of 16.79% was recorded, in 2010 a total of 492 773 

vehicles with worn tyres, contributing to tyre bursts and fatal crashes, still 

roamed the roads and streets on daily basis in 2010, of which about 250 000 

(50%) could have been in Gauteng; 

• The number of vehicles with faulty brake lights, leading to head-rear crashes 

and fatalities, increased by a massive 172 167 (87.21%) from 197 413 to 

369 580 in 2010; and 

• The number of vehicles with fraudulent licence discs and plates increased by 

26 399 (53.78%) from 17 166 to 26 399 in 2010. With the introduction of the 

e-toll system on national roads in Gauteng it is expected that the number of 

vehicles with fraudulent plates increased even further. 

 

An indication of the relation between the annual fatal crash and fatality rates and 

the road traffic offence survey indexes is given in Annexure E. 

 

Quality of Law Enforcement on RSA Roads 

 

In the 2013 WHO “Global Status Report on Road Safety” comparative figures on 

the level or quality of traffic law enforcement are also given for various countries. A 

total of 100 countries were randomly selected from this report for comparison with 

regard to law enforcement. A table in this regard is included under Annexure B(2) 

with a selected number of countries shown in the graph below. 
 

 

Vehicle Offence Types 2009 2010 Change
% 

Change

Vehicles with worn tyres ������������ ������������ -99 466 -16.79%

Vehicles with faulty headlights ��������������� ��������������� -6 420 -6.80%

Vehicles with faulty tail lights ��������������� �������������� -7 501 -14.57%

Vehicles with faulty brake lights ������������ ������������ 172 167 87.21%

Vehicles - no correlation between licence disc & plate ��������������� �������������� 9 232 53.78%

Estimated number of vehicles in use on the road not complying with certain roadworthy 

requirements : 2009 and 2010
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The data provided in that report clearly shows South Africa, together with India, as 

the two countries with the second lowest enforcement quality rating amongst the 

selected countries, with a rating of only 2.6 out of a maximum of 10. (The rating of 

only Uganda with a rating of 1.8 is lower than that of the RSA).  
 

The relation between fatality rates and the level or quality in law enforcement is 

reflected in the graph below. 
 

 

 

 

Based on the WHO Global Status Report, the data in the graph above indicates a 

strong correlation between the quality of enforcement rating and the fatality rate - 

the lower the quality of enforcement the higher the fatality rate, thus emphasising 

the need for a drastic improved level and quality of traffic law enforcement in the 

RSA, indicated by the red “dot” in the lower right corner. 

 

Performance of traffic officers in the AARTO area in Gauteng 

 

The performance of traffic officers in the AARTO area in Gauteng with regard to the 

issuing of AARTO 01 handwritten notices for a variety of traffic offences at the road 

side from April 2013 to the end of March 2014 is shown in the graph below. 

 



 
Page 23 of 130 

 

 

 

Considering in the order of about 22 work days per month, the above information 

shows as follows : 

• During July 2013 an average of about 1.4 notices were issued per day per 

officer; 

• During December 2013 an average of only 0.6 (less than one) notices were 

issued per officer per day; and 

• During the full year an average of only one (1) notice was issued per officer 

per day. 

 

Considering the high number of driver and vehicle contributory factors to road 

crashes and the high level of offences recorded during the offence surveys 

described above, this level of detecting and issuing of notices by traffic officers is 

unacceptably low, and confirms the low quality and level of enforcement rating as 

contained in the 2013 WHO report discussed above. 

 

Following on the above, the percentage of officers issuing notices within the 

“number of notices groups” per month, is shown in the table below. 

 

 

Notices Group

0 - 10 36.49% 2.67%

11 - 20 21.05% 71.18% 4.00% 13.33%

21 - 30 13.63% 6.67%

31 - 40 9.00% 12.00%

41 - 50 5.86% 16.00%

51 - 60 4.06% 23.75% 17.33% 73.33%

61 - 70 2.89% 16.00%

71 - 80 1.93% 12.00%

81 - 90 1.40% 6.67%

91 - 100 0.99% 5.08% 4.00% 13.33%

> 100 2.69% 2.67%

% of Officers recording notices within "Number of 

Notices Group" per month

Minimum DesiredCurrent Status



 
Page 24 of 130 

 

 

The table above with regard to the “current status”shows the following : 

• More than one third (36.49%) of all traffic officers issued 10 or less AARTO 

01 handwritten notices per month; 

• 21.05% issued between 11 and 20 notices per month (less than one per 

day);  

• An overall 23.75% issued between 21 and 80 notices per month; and 

• Only 5.08% of the officers issued from 81 to more than 100 notices per 

month. 

 

It should be envisaged to set the “minimum desired” requirements as shown in the 

last 2 columns of the table above as a starting point to improve service delivery 

within the enforcement fraternity to curb the high level of lawlessness on our roads 

and increase visible and  interactive policing with road users. 

Should this approach be implemented, the outcome will be as follows : 

• Only 2.67% of all traffic officers will issue 10 or less AARTO 01 notices per 

month; 

• In the order of 4.00% will issue between 11 and 20 notices per month (less 

than one per day);  

• An overall of 73.33% will issue between 21 and 80 notices per month; and 

• 13.33% of the officers will issue from 81 to more than 100 notices per month. 

Such a step will more than double the number of hand-written notices per month. 

For example an issuing authority with say 50 traffic officers will increase their 

number of notices by 122.7%  from 1 235 notices to 2 750 notices per month which 

translates to an average of 55 notices per officer per month or in the order of 2.5 

notices per officer per day. 

 

The data contained in the table above is also reflected in the graph below. 
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Infringement Notices Issued per infringement category 

 

The percentage (%) of notices issued per infringement category during 2013 in the 

AARTO area is shown in the table below. 

 

Amongst others, the information in the table below shows : 

• 1.89% of all infringements were for vehicle registration and licencing 

infringements; 

• 1.74% was for not wearing of seatbelts; 

• 3.93% for ignoring road signs, signals and markings;  

• 3.07% for ignoring the rules of the road and driving signals; and 

• A massive 84.51% for exceeding speed limits. 

 

 
 

Because speed plays a major role in the occurrence and severity of road crashes, 

and further considering that speed enforcement is mainly undertaken by means of 

cameras, the high % or actual number of notices in this regard cannot be disputed. 

However, considering : 

• In order of 70 000 drivers without driving licences; 

• Almost 500 000 vehicles with worn tyres; 

• About 390 000 vehicles with faulty brake lights, as discussed under road 

traffic offence surveys above;  

• As well as the various contributory factors to crashes; 

every effort should be made to increase the level of enforcement on these issues.  
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The data contained in the table above is also reflected in the graph below. 
 

 

3. Road Safety Strategies over the past two Decades 

 

Due to the unacceptable high annual number of road crashes and casualties, road 

safety management has seen a number of documents and strategies being 

developed since the early 1990’s in an attempt to address road safety within the 

country. Some of the later strategic documents were developed in line with the 

Southern African Development Community (SADC) protocol with regard to road 

transportation and road safety. 
 

These historic documents were the following : 

• 1991 Road Safety Strategy; 

• 1996 Road Traffic Management Strategy; 

• The Road to Safety 2001-2005; and 

• National Road Safety Strategy – 2006 Onwards. 
 

In 1996 the Government White Paper on National Transport Policy stated: “The 

safety, security, and quality of service of some modes of transport are currently 

unacceptable. The government is committed to a concentrated and integrated effort 

to bring them into line with international best practice. Particular attention will be 

paid to road safety.”   
 

According to the White Paper the strategic objective for road traffic was to promote 

and implement efficient, integrated and coordinated road traffic management 

systems in the country, involving role-players in all functional areas of road traffic 

management with aim to : 

• improve road traffic safety; 

• enhance road traffic discipline; 
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• protect the expensive capital investment in the road system; and 

• enhance administrative and economic order in the field of road traffic and 

transport 
 

Specific objectives were set for each of the above aims. Performance indicators 

were established and the achievements of these objectives were monitored by the 

relevant co-ordinating bodies. 
  

Despite all theabove efforts to curb the daily carnage on our roads, South Africa still 

today remains the country with the highest crash and fatality rates in the world, 

which could possibly be attributed to the fact that the RSA is also the country with 

the basically one of the lowest level and quality of traffic law enforcement in the 

world. 

 

 

4. The October 2013National Road Safety Summit 

 

Following a call by the Minister of Transport, in collaboration with other Department 

of Transport Roads agencies, the RTIA took the lead and undertook most of the 

planning, arrangements and hosting of the first ever annual National Road Safety 

Summit. The Summit which was held from 04 to 05 October 2013, during the 

October Transport Month under the theme “Together Championing Road Safety 

365 days”, was hailed as a resounding success. 

 

The Summit was attended about 3 500 delegates from all the nine provinces, 

including MECs responsible for Roads and Transport; and Community Safety and 

Liaison, CEOs of Transport state owned companies, Chiefs of provincial Traffic Law 

Enforcement and Management, independent Road Safety experts and councils, 

transport operators, municipalities, institutions of higher learning and commuter 

organisations, among others.  

 

The two-day Imbizo was an inclusive call for all role players to identify tangible and 

measurable solutions to make both South Africa’s roads and its road users safer. All 

road users and stakeholders were required to make meaningful contributions that 

will assist in the reduction of road fatalities, a decrease in crashes, and a change in 

road user behaviour, encouraging voluntary compliance to road traffic rules, 

speeding up the implementation of good road practice and making road safety part 

of everyday life.  
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The Summit also looked at legislative amendments aimed at improving road safety 

– amongst others through adopting the traffic law enforcement code, addressing 

road infrastructure and encouraging conduct that promotes road safety.   

 

At the conclusion of the Summit, resolutions were adopted by the various 

commissions which identified interventions required to effect a positive change in 

the road safety environment and the achievement of the targets of the United 

Nations Decade of Action for Road Safety that the country committed to.  

 

 

5. International Prerogative 

 

 

5.1 RSA Participation in international conferences on road safety 

 

South Africa attended the African Road Safety Conference held from 5 – 7 February 

2007 in Accra, Ghana. It was co-organized by the United Nations Economic 

Commission for Africa (UNECA) and the World Health Organization (WHO), with 

support from a number of agencies, notably the Swedish International Development 

Agency (SIDA), the FIA Foundation for the Automobile and Society, the Sub-

Saharan African Transport Policy Program (SSATP), the World Bank, the United 

Kingdom’s Department for International Development (DFID), and the Global Road 

Safety Partnership (GRSP).  

 

The objectives of the Conference were to: 

• Review progress made by African countries in improving road safety; 

• Plan for the implementation of the recommendations of the World report on 

road traffic injury prevention and the African Road Safety Initiative; 

• Continue preparations for the First UN Global Road Safety week; 

• Advance the development of national action plans for road safety for countries 

in the region; and 

• Identify ways of mobilizing resources to rapidly improve road safety. 

 

As a follow-up to the 2007 Accra conference, a high level conference on “Africa 

Make Roads Safe” was held in July 2009 back-to-back with a seminar organised by 

the UN-ECA from 9 to 10 July 2009 in Dar Es Salaam, Tanzania. The purpose of 

the seminar was to: 

• Review progress made with implementation of the 2007 Accra Conference 

resolutions; 
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• Assist countries and institutions in developing regional and national targets 

and indicators; 

• Provide countries with best practices in setting-up and monitoring such 

targets; and 

• Discuss the Africa preparation and participation in the Global Ministerial 

Conference that was scheduled to take place in Moscow, Russia in November 

2009.  

 

Due to the international concerns regarding road safety matters, the Ministers of 

Transport around the world convened for the first Road Safety Conference in 

Moscow, Russia during 2009. The South African Government became a signatory 

to the Moscow Declaration. The United Nations adopted the Declaration for a call to 

implement the Decade of Action for Road Safety 2011- 2020, with a goal of 

stabilizing and then reducing the level of global road fatalities. As a result of this call 

the United Nations Road Safety Collaboration was established to guide and support 

the activities of implementing the Decade of Action 2011 – 2020, based on the 

proposed global plan. 

 

South Africa is one of the countries that signed up in Moscow to support the UN 

Decade of Action and in doing so undertook to apply measures that will support the 

five pillars of the decade of Action for Road Safety. 

 

The Global Decade Action Plan developed and adopted to address road safety 

comprise of the following five pillars inherent in road traffic : 

 

Pillar 1: Road safety management:Adhere to and/or fully implement UN legal 

instruments and encourage the creation of regional road safety instruments. 

Encourage the creation of multi-sectoral partnerships and designation of lead 

agencies with the capacity to develop and lead the delivery of national road safety 

strategies, plans and targets, underpinned by the data collection and evidential 

research to assess countermeasure design and monitor implementation and 

effectiveness. 

 

Pillar 2: Safer roads and mobility :Raise the inherent safety and protective quality 

of road networks for the benefit of all road users, especially the most vulnerable 

(e.g. pedestrians, bicyclists and motorcyclists). This will be achieved through the 

implementation of various road infrastructure agreements under the UN framework, 

road infrastructure assessment and improved safety-conscious planning, design, 

construction and operation of roads. 
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Pillar 3: Safer vehicles :Encourage universal deployment of improved vehicle 

safety technologies for both passive and active safety through a combination of 

harmonization of relevant global standards, consumer information schemes and 

incentives to accelerate the uptake of new technologies. 

 

Pillar 4: Safer road users :Develop comprehensive programmes to improve road 

user behaviour. Sustained or increased enforcement of laws and standards, 

combined with public awareness/education to increase seat-belt and helmet 

wearing rates, and to reduce drink-driving, speed and other risk factors. 

 

Pillar 5: Post crash response :Increase responsiveness to post-crash 

emergencies and improve the ability of health and other systems to provide 

appropriate emergency treatment and longer term rehabilitation for crash victims. 

 

The Plan further provides a list of indicators according to which achievement of the 

set objectives for improved safety will be measured. 

 

 

5.2 Goals and Specific Objectives 

 

In support of the UN Global Plan, the overall goal of the Strategy is to : 

• Stabilise the rate of fatalities and crashes by 50% by the year 2020; then 

• Start reducing the rate of crashes and fatalities beyond 2020 and achieve a 

50% reduction by 2030.   

 

This will be attained through: 

• adhering to and fully implementing the major United Nations road safety 

related agreements and conventions; 

• developing and implementing sustainable nationalroad safety strategies and 

programmes; 

• setting an ambitious yet feasible target for reduction of road fatalities by 2020 

by building on the existing frameworks of regional casualty targets; 

• strengthening the management infrastructure and capacity for technical 

implementation of road safety activities at the local, provincial, national, 

regional and global levels; 

• improving the quality of data collection at the local, provincial, national, 

regional and global levels; 

• monitoring progress and performance on a number of predefined indicators 

at the local, provincial, national, regional and global levels; 
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• encouraging increased funding to road safety and better use of existing 

resources, including through ensuring a road safety component within all 

road infrastructure projects; and 

• building capacities at local, provincial, national, regional and international 

level to aggressively address road safety. 

 


