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A review of the South African road network and its impact on 
the bituminous product industry 
2018 

Introduction  

To assist members in formulating business plans based on road provision and maintenance programmes 

we have compiled a set of data on road lengths, condition, estimates of expenditure and projected 

effects on the bitumen market covering the period of the Medium Term Expenditure Framework (MTEF) 

up to the 2020/2021 fiscal year.   

The data related to estimates of expenditure are based on the 2018 Budget Review (national and 

provincial), 2018 municipal budget statements and information presented on the National Roads Agency 

web site. 

Global economic outlook  

The international Monetary Fund (IMF) in July 2018 estimates global growth to reach 3.9 percent in 2018 

and 2019, in line with the forecast of the April 2018 World Economic Outlook (WEO).  

As of early July 2018, the US dollar has strengthened by over 5 percent in real effective terms since 

February (the reference period for the April 2018 WEO), while the euro, Japanese yen, and British pound 

sterling are broadly unchanged. In contrast, some emerging market currencies have depreciated sharply. 

Weaker-than-anticipated macroeconomic data for South Africa contributed to the 7 percent depreciation 

of the South African rand, unwinding part of the sharp appreciation that had occurred in late 2017 and 

early 2018.  

The recovery in Sub-Saharan Africa is set to continue, supported by the rise in commodity prices. For the 

region, growth is expected to increase from 2.8 percent in 2017 to 3.4 percent this year, rising further to 

3.8 percent in 2019 (0.1 percentage point higher for 2019 than forecast in the April WEO). Despite the 

weaker-than-expected first quarter outturn in South Africa (in part due to temporary factors), the 

economy is expected to recover somewhat over the remainder of 2018 and into 2019 as confidence 

improvements associated with the new leadership are gradually reflected in strengthening private 

investment. 

While the IMF anticipates growth pickup in Sub-Saharan Africa, more subdued growth prospects in South 

Africa are expected, where growth is now expected to be 1.5% percent in 2018 and 1.7% in 2019 as it is 

expected that business confidence will “gradually firm up”. 

These growth prospects for South Africa are in sharp contrast with those presented in the budget speech 

where GDP was expected to grow at 1.5%, 1.8% and 2.1% during 2018, 2019 and 2020, respectively, 

which is far too low to reduce alarmingly high unemployment. 

An overview of World Economic Outlook Projections are shown in Table 1. 
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Table 1: Economic outlook projections 

 
Source: IMF  

 

National fiscal policy and expenditure on key sectors 

Key policy features of the 2018 budget are: 

Framework 

 The budget deficit is projected to narrow from 4.3 % of GDP in 2017/18 to 3.5 % in 2020/21. 

 Main budget non-interest expenditure is projected to remain stable at 26.6 % of GDP between 

2017/18 and 2020/21 

 Net debt is expected to stabilise at 53.2% of GDP in 2023/24 

 Proposed tax measures will raise an additional R36 billion in 2018/19 

 The fiscal framework reflects two major changes that followed the 2017 MTBPS:  

 medium-term expenditure cuts identified by a Cabinet subcommittee amounting to R85 

billion; and 

 an additional allocation of R57 billion for fee-free higher education and training 

 Contingency reserves have been revised upwards to R26 billion over the next three years 

 Real growth in non-interest expenditure will average 1.8 per cent over the next three years. Post-

school education and training is the fastest-growing category. 

Tax revenue 2018/19 

The distribution of the total projected tax revenue of R 1 345 billion (of the consolidated budget revenue 

of R 1 490.7 billion) is shown in Figure 1. 
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Figure 1: Distribution of tax revenue 2018/19 

Source: National Treasury 

Government expenditure by function 

Total government expenditure and estimates of expenditure by function for the period 2017/18 – 

2020/21 is shown in Table 2. 

Table 2: Government expenditure by function 2017/18 - 2020/21 

R billion 2017/18 2018/19 2019/20 2020/21 2017/18 –20/21 

Function Revised estimate 
Medium term Mean annual 

growth (%) 

Learning and culture 323.1 351.1 385.4 413.1 8.5 

Health 191.7 205.4 222.0 240.3 7.8 

Social Development 234.9 259.4 281.8 305.8 9.2 

Community development 183.5 196.3 210.5 227.1 7.4 

Economic development 183.5 200.1 211.9 227.1 7.4 

Peace and security 195.7 200.8 213.6 227.7 5.2 

General public services 62.1 64.0 65.9 70.5 4.3 

Payment for financial assets 20.4  6.0 6.2 6.6 - 

Total allocated expenditure 1 394.8 1 483.1 1 597.3 1 718.1 7.2 

Source: National Treasury 

The distribution of estimated government expenditure on Economic Development over the MTEF is 

shown in Table 3.  This table reflects that expenditure on road infrastructure makes up 28.7% of the total 

over the MTEF period with a modest average growth of 5.3%. 
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Table 3: Expenditure on Economic Development 

 
Source: National Treasury 

General sources of income of government entities responsible for 
road provision and upkeep 

In terms of the Division of Revenue Act (Act no.2 of 2013) local and provincial governments are entitled 

to an equitable share and may receive other allocations from national government revenue, either 

conditionally or unconditionally. 

Local and provincial government as well as other state owned entities can access various sources of 

financing, as follows: 

1. Equitable Share: Local and provincial government is entitled to an equitable share of the revenue 

raised nationally and distributed from National Treasury to the various Government 

departments, to provide basic services and perform the functions allocated to it in terms of the 

Constitution. 

2. Conditional grants (either direct or indirect): Direct grants, transferred directly into the bank 

account of the recipient, must be used for the intended purpose and reported on accordingly. In 

the case of indirect grants, a national department or public entity performs a function on behalf 

of a municipality or province and no funds are transferred. Any infrastructure so developed 

becomes the responsibility of the relevant tier of government. 

3. Own Revenue: Local, and in some cases, provincial governments generate their own revenue by 

way of rates and services charges.  Surpluses generated from these sources may be used to 

finance assets. Transport related income includes heavy vehicle permits, vehicle licencing and 

registration, parking fees and development impact levies, contributed to typically by land 

developers.   
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4. Public-Private Partnerships (PPP’s): These partnerships may facilitate rapid infrastructure 

development. Mechanisms involve models for risk sharing between e.g. a municipality and its 

partner who may be in a better position to raise money via debt and equity to finance projects.  

The development of PPP’s for economically justifiable projects eases the pressure on the 

municipality’s budget and allows for better allocation of funds towards addressing the social 

needs of the community. 

5. Other income sources: These include Development Bank Loans, bonds issued by the 

Infrastructure Finance Corporation, commercial bank loans and municipal bonds.  

The state finances road provision with funds from various sources of income e.g. personal income tax, 

company tax, and VAT.  For the financial year 2014/2015 these taxes contributed 35.9, 18.9 and 26.5% to 

the national budget, respectively.  Other taxes contributed the remaining 18.7% of which the fuel levy 

contributes roughly 5%.  

Revenue, national and local, which comes directly from the road user, includes the following: 

 VAT on vehicles and other transport inputs 

 customs duties, excise duties and import tax on goods associated with the transport process 

 levies included in the price of fuel 

 license fees 

 toll fees on certain roads 

 fines for traffic and other violations 

 levies on vehicle spare parts 

 tax on tyres 

 road transport permits 

 axle or wheel tax 

 parking and loading levies 

 levies on increased traffic generation 

 commercialisation (including income from assets) 

 local authority tax (including property tax), and  

 service levies.  

Table 4 provides an overview of all the income generated by the road sector in South Africa for the 

period 2010 - 2014.  Fuel taxes on each litre of fuel sold constitute the largest source of funding resulting 

from vehicle and road infrastructure use.  

Other income sources include traditional bond proceeds that are used when the government needs to 

repay bondholders from user revenues (including taxes), vehicle-related fees, and toll receipts. Road tolls 

can also be charged on higher-quality road segments, bridges and tunnels operated by government 

authorities or private concessionaires. 
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Table 4: Income generated by the road sector 

R -Thousand 2010 2011 2012 2013 2014 % Collected by 

Fuel levy R 34 417 577 R 36 602 263 R 40 410 389 R 43 300 000 R 47 516 564 29% 
National 

Government 

Road Accident 

Fund* 
R 14 474 058 R 16 989 071 R 17 380 217 R 20 352 981 R 22 457 948 13% SOC 

Fines / fees and 

permits 
R 9 011 537 R 10 988 624 R 12 933 722 R 10 853 033 R 10 678 864 6% 

Provincial 
Government 

License fees R 5 057 977 R 5 953 006 R 6 530 434 R 6 765 016 R 7 349 077 4% 
SOC and 

municipalities 

Toll fees: 

concessions** 
R 3 987 937 R 4 605 700 R 5 029 190 R 5 420 129 R 5 846 819 3% SOC 

Toll fees: SANRAL R 2 073 060 R 1 987 379 R 2 199 090 R 2 759 839 R 4 221 433 3% SOC 

CO2 emissions R 625 891 R 1 617 353 R 1 567 382 R 1 636 848 R 1 684 160 1% 
National 

Government 

DSML R 51 000 R 53 000 R 152 000 R 140 000 R 170 000 <1% 
National 

Government 

Pipeline levy R 31 000 R 32 000 R 33 000 R 35 000 R 37 000 <1% 
National 

Government 

IP Marker levy R 1 000 R 1 000 R 1 000 R 1 000 R 1 000 <1% 
National 

Government 

VAT on vehicle 

sales 
R 28 197 380 R 31 099 740 R 34 993 000 R 37 154 040 R 37 893 660 23% 

National 
Government 

Import duties: 

vehicle 
R 10 442 000 R 14 348 000 R 18 702 000 R 21 635 000 R 22 567 000 3% 

National 
Government 

VAT on vehicle 

parts  
R 3 909 640 R 4 126 080 R 4 496 380 R 4 788 700 R 5 009 760 14% 

National 
Government 

Custom and 

excise levy 
R 817 000 R 847 000 R 875 000 R 922 000 R 981 000 <1% 

National 
Government 

TOTAL REVENUE R113 097 057 R129 250 216 R145 302 804 R155 763 586 R166 414 285 100%  

 

Direct income R 69 731 037 R 78 829 396 R 86 236 424 R 91 263 846 R 99 962 865 60%  

Indirect Income R 43 366 020 R 50 420 820 R 59 066 380 R 64 499 740 R 66 451 420 40%  

* SARS also collects revenue on behalf of the Road Accident Fund (RAF) 

 ** This is an estimate based on AADT and tariff 

Source: Krygsman 

Vote 35 Department of Transport 

Expenditure analysis 

The National Development Plan calls for the development of economic infrastructure as the foundation 

of social and economic development. This call is given action by an efficient, competitive and responsive 

economic infrastructure network of government’s 2014-2019 medium-term strategic framework, which 

is directly aligned with the work of the Department of Transport.  

Over the medium term, the department plans to focus on improving mobility and access to social and 

economic activities by facilitating and creating an enabling environment for, among others, maintaining 

provincial and national road networks and integrating public transport. 

The department’s expenditure on roads over the MTEF period is driven mainly by transfers to the South 

African National Roads Agency, provinces and municipalities for the construction, operations and 

maintenance of transport services and infrastructure.  

Total expenditure is expected to increase at an average annual rate of 6.3 per cent over the medium 

term, from R57.9 billion in 2017/18 to R69.6 billion in 2020/21, with transfers accounting for 98 per cent 

thereof. 

Maintaining roads 

The work of upgrading, strengthening and maintaining non-toll national roads is undertaken by the South 

African National Roads Agency. Over the medium term, R29.1 billion is provided for capital-related 
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investment on non-toll roads, R4.3 billion for the upgrade of the R573 (Moloto Road), R1.7 billion to 

compensate for the reduced tariffs for the Gauteng freeway improvement programme, and R18.2 billion 

for general road strengthening and maintenance. In addition, R2.1 billion is provided in 2019/20 and 

2020/21 for the construction of the N2 Wild Coast highway.  

As key drivers of socio-economic linkages, the condition of provincial roads is under continuous pressure 

with significant maintenance backlogs. In this regard, the provincial roads maintenance grant, is funded 

through the road transport programme. 

Estimates of expenditure 

Table 5 indicates that expenditure in the Road Transport programme is expected to increase at an 

average annual rate of 6.7 per cent, from R27.1 billion in 2017/18 to R33 billion in 2020/21. 

Table 5: Estimates of expenditure by programme 

 

Source: National Treasury 

Integrated public transport networks 

The public transport network grant, which is funded through the Public Transport programme, funds the 

infrastructure and operations of integrated public transport networks in 13 cities across South Africa.  

Over the medium term, allocations to the grant are expected to increase from R6.2 billion in 2017/18 to 

R6.5 billion in 2020/21, to support planning and construction in the 13 cities; and fund the indirect 

operating costs of services in Johannesburg, Tshwane, Cape Town and George, which have begun 

operating rapid transit bus services on new routes. The below inflationary increase is due to Cabinet 

approved reductions of R2 billion over the medium term.  

The number of weekday passenger trips on the networks in these 4 cities is expected to increase from 

153 395 in 2017/18 to 260 240 in 2020/21. 

Road oversight subprogramme 

The Road Oversight subprogramme of the Department of Transport reviews and analyses the 

performance of road transport public entities and monitors their compliance with regulations and 

legislation. This subprogramme also transfers funds to the South National African Roads Agency, the 

Road Traffic Management Corporation, the Road Traffic Infringement Agency and the provincial roads 

maintenance grant to provinces. 
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Expenditure trends and estimates 

Table 6 shows the expenditure trends and estimates for the road transport programme by sub-

programme.  

Table 6: Road transport expenditure and estimates by subprogramme 

 

Source: National Treasury 

Road Transport  

Freight transport 

According to the 2016 South Africa Logistics Barometer
1
, published by Stellenbosch University, the cost of 

logistics – putting freight at the right place, at the right time – as a percentage of GDP, increased from 

11.1% in 2013 to 11.2% in 2014, a trend which is expected to continue, as shown, and which is higher 

than developed countries but competitive when compared to other developing regions.  

 

 

Figure 2 - Long term view of SA’s logistics costs (% of GDP) 

Source: Logistics Barometer 2016 

Of the total costs of logistics, transport cost is the main contributor – 57% in 2014, followed by inventory 

carrying costs (15.2%), warehousing (14.6%) and management and administration (13.5%).   

Road transport contributed 83% to the transport bill in 2014, while rail and pipeline tariffs contributed 

15% and 2% respectively.  

                                                           
1
 There has been no publication of the Logistics Barometer since 2016.  The information given here is the same as that published in the 2017 

Roads Review, but is repeated here in view of its value.  
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Freight volumes 

The 2016 Logistics Barometer estimates that demand for land freight transport reached 848 million tons 

in 2014, an increase of 8.4% from 2013. It is estimated that freight volumes increased to 865m tons in 

2015 and set to decrease to 856m tons by the end of 2016, mainly due to lower bulk mining exports. 

Of the total volume 76% was contributed by the primary economy (agriculture and mining) while only 

contributing 44% to the transportable GDP. In contrast, the secondary (manufacturing) sector made up 

the remaining 24% of volume, but added 56% value to the transportable economy.  

Transport of manufactured commodities is concentrated along the country’s two key general freight 

corridors, Gauteng−Cape Town and Gauteng−Durban. 

Modal splits 

South Africa’s transport infrastructure comprises three distinct transport networks: 

 corridor; 

 metropolitan; and  

 rural 

In most cases when freight is transferred from one network to the next, it requires handling. The Logistics 

Barometer estimates that 781.7 million tonnes of freight transported via road, rail, pipeline, coastal 

shipping and conveyor belt in 2013 was handled an average of 1.92 times, totalling 1 500 million 

observed tonnes. It therefore suggests that when considering aspects such as market share, the quantum 

tonne-kilometres is preferred. The tonne-kilometre modal spilt is shown in Figure 3. 

 

Figure 3: Ton-km per mode (2014) with expected and forecasted values for 2015 and 2016, respectively 

Source: Logistics Barometer 2016 

If the dedicated transport volume of 107.5 billion tonne-km carried by rail export lines, pipelines and 

conveyer belts in 2014 is accounted for, the balance of 272 billion tonne-km is classified as general 

freight.  Of this volume 85% is carried by road (and 15% by rail). 

In terms of the three network systems mentioned above, the general freight category can further be 

delineated as shown in Figure 4.  The freight volumes are split as follows: 

 Corridor – 130.9 billion ton-km 

 Metropolitan – 77.8 billion ton-km 

 Rural – 63.2 billion ton-km. 
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Figure 4: Typological division of general freight transport (2014) 

Source: Logistics Barometer 2016 

Within this context it is worthwhile noting that the 10
th

 State of Logistics Survey™
2
 reported that, 

whereas in 2013 SANRAL’s network represented only 3.2% of the total proclaimed road network, it 

carried 30.3% of the annual estimated vehicle kilometres driven in South Africa. Furthermore, it was 

estimated that more than 70% of the long distance road freight in South Africa is transported on the 

SANRAL road network – an indication of the strategic importance of the national road network. 

Data gathered by the 9
th

 State of Logistics Survey™ from a broad range of stakeholders identifies the key 

challenges and cost drivers in the South African road freight sector.  Respondents felt that poor road 

conditions (64%), the cost of fuel (52%) and a lack of law enforcement and prevalent non-compliance 

(43%) are the top three challenges in the industry.  As far as cost-drivers are concerned, the condition of 

the country’s roads is regarded as a critical factor by 73% of the respondents, while congestion and its 

associated delays are listed by 52%. 

Passenger transport 

The National Household Transport Survey (NHTS), published by Statistics South Africa in 2013, is the most 

recent publication and is presented here again in view of the challenges embodied in it for the provision 

of public transport and associated infrastructure.  The survey notes that, of the 14.2 million households in 

SA, about 10 million households (77%) used public transport as their main mode of travel compared to 3 

million (21%) who used private transport. (See Table 7).  A further 306 000 relied on non-motorised 

transport, of which the majority, 264 000, walked all the way to their destinations. 

                                                           
2
 A joint venture of the CSIR, Imperial Logistics and the University of Stellenbosch 
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Table 7: Main mode of transport used by household income quintiles  

 

Source: Statistics South Africa  

Regarding travel to work, the survey states that the proportion of people using public transport to work 

(39%) was almost matched by the number who relied on private transport (38%).  These figures 

materialised despite the government’s call for people to make greater use of public transport and the 

introduction of new public transport initiatives, such as the Gautrain and various bus rapid-transit 

systems, to quote past Transport Minister Peters. 

Another aspect of concern is the number of learners that rely on non-motorised transport to reach their 

institutions of learning. According to the NHTS survey, approximately 8.7 million of the 12.7 million 

scholars walked all the way to their schools.  As far as pre-schoolers are concerned, 61.5% walked all the 

way to their destinations. 

Vehicle ownership 

According to the live vehicle population statistics published by eNaTIS, the total number of self-propelled 

vehicles increased from 8.4 million in 2009 to 11.18 million in July 2018; a 332% increase over a period of 

9 years.  The corresponding figures for motor cars and station wagons (which make up 65% of self-

propelled vehicles) show an upward shift from 5.3 million to 7.3 million; an increase of 38%.   

The self-proplelled  vehicle population as per eNaTIS on 31 July 2018 per vehicle class is shown in Table 8.  
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Table 8: Self-propelled vehicle population per vehicle class – 31 July 2018 

 
Source: eNaTIS 

Given the growth in car ownership, the sustained reliance on private transport and the high proportions 

of learners that walk all the way to educational institutions (and its concomitant adverse effect on the 

quality of learning), one can reasonably conjecture that there will be ever-increasing pressure on road 

capacity, particularly in urban terrains.  Notwithstanding the intention of government to promote public 

transport (where it is viable), increased wealth among large sections of the SA community will, no doubt, 

sustain a preference for use of private vehicles for a multiplicity of travel purposes. 

Urbanisation 

According to a January 2013 report of the SAIRR two-thirds of South Africa’s population lived in urban 

areas – an increase from 52% in 1990 to 62% in 2011.  

SAIRR identified the major causes of this migration: 

 post-apartheid freer movement of people  

 higher economic growth in urban areas, attracting people searching for employment. 

 population growth resulting from a combination of natural growth – higher fertility and life 

expectancy.  

It is expected that Africa’s rate of urbanisation will have overtaken Asia’s by 2030.  

Gauteng province, the country’s geographically smallest but economically busiest province, has both the 

biggest and the fastest growing population, with 12.2-million people counted in 2011 – a 33.7% increase 

over 2001, more than double the national average increase.  

National departments 

The National Department of Transport transfers funds to SANRAL, provinces and municipalities for 

infrastructure development. The department also supports provinces and municipalities in implementing 

road asset management systems and populating them with data on road conditions and traffic to ensure 

efficiency in the application of limited resources to: 

 maintain the road infrastructure; 

 reduce vehicle operating costs; and 

 lengthen the lifespan of roads. 

Provincial departments 

Responsibilities at this tier include mainly schools, health infrastructure, agricultural infrastructure, 

provincial roads and public works.  Provinces depend on transfers from national government for over 95 

per cent of their budgets and in the face of reductions during the period of review, will have to contend 

with substantial spending pressures to provide health, education and other services to growing 

populations. In this context, most of the reductions in transfers to provinces have been made on 

infrastructure grants. 
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The provincial equitable share, which accounts for over 80 per cent of transfers and funds operating 

expenditure, is reduced by R4.7 billion over the MTEF period. 

Provinces are expected to absorb the impact of these reductions by reducing spending on non-core items 

such as travel and consultants, and on non-priority programmes. Provincial conditional grants are 

reduced by R13.7 billion over the medium term. 

Although the division is based on the equitable shares as outlined in Table 9 below, provinces have a 

prerogative to allocate funds in line with their specific priorities.  

Provincial equitable share (PES) 

The total PES as well as the proportion thereof allocated to the provincial department responsible for 

(inter alia) roads is shown in Table 9.  From this data it is evident that departments responsible for road 

infrastructure provision and maintenance are allocated between 3% (Free State, Limpopo) and 8% 

(Western Cape) of the total PES. The unweighted mean value is 5% over the MTEF. 

Table 9: Provincial equitable share, 2018/19 – 2020/21 

(R million) 

Province Department 

Total Provincial Equitable Share (R million) 

(Departmental share %) 

2018/19 2019/20 2020/21 

Eastern Cape  Transport 
65,500 

(5%) 

66,167 

(4%) 

74,411 

(4%) 

Free State Police, Roads and Transport 
26,178 

(3%) 

28,071 

(3%) 

30,108 

(3%) 

Gauteng  Roads and Transport  
93,384 

(5%) 

100,923 

(5%) 

109,092 

(4%) 

KwaZulu-Natal  Transport  

99,264 

(7%) 
106,364 

(7%) 

113,998 

(7%) 

Limpopo  Public Works, Roads and Infrastructure 
55,179 

(4%) 

59,188 

(3%) 

63,503 

(3%) 

Mpumalanga Public Works, Roads and Transport 
38,468 

(7%) 

41,395 

(6%) 
44,555 

(6%) 

Northern Cape Roads and Public Works 
12,457 

(5%) 

13,404 

(5%) 

14,405 

(5%) 

Northwest Public Works and Roads 
32,392 

(6%) 

34,789 

(6%) 

37,372 

(6%) 

Western Cape Transport and Public Works 
47,447 

(8%) 

51,080 

(7%) 

55,003 

(7%) 

Source: National Treasury 

Provincial Roads Maintenance Grant (PRMG) 

The PRMG provides roads maintenance funding to provinces based on road conditions, weather patterns 

and traffic volumes. To address significant backlogs in roads maintenance, the grant is expected to 

increase from R10.3 billion in 2017/18 to R12.1 billion in 2020/21. This below inflationary increase is due 

to a Cabinet approved reduction of R1.9 billion to the grant over the medium term. Included in the 

grant’s allocation is an amount of R1 billion over 2018/19 and 2019/20 for the rehabilitation and 

maintenance of coal haulage roads in Mpumalanga. Total funding to the grant over the medium term is 

expected to provide for 5 085 kilometres of rehabilitated surfaced roads and 13 935 lane kilometres 

resealed between 2018/19 and 2020/21. 
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The grant consists of three components.  The largest component enables provinces to expand their 

maintenance activities to preserve their roads assets. The other components allow provinces to repair 

roads damaged by floods and rehabilitate roads that are heavily used in support of electricity production.  

The grant requires provinces to follow best practices in respect of road asset managing systems and 

allocations will be based on a rationale which includes indicators such as vehicle operating costs and 

remaining asset lifespan. 

The total PRMG allocation for the MTEF is R32 billion, of which about 96% is earmarked for road 

maintenance. 

Local government 

At this tier of government responsibilities typically comprise housing, municipal roads and storm water 

reticulation, water supply and distribution, wastewater collection and treatment, electricity distribution, 

street lighting, bus and taxi ranks, community halls and land fill sites.   

Budgets from own revenues are supplemented by allocations from National Treasury.  Allocations to the 

local government equitable share will continue to grow over the next three years, alongside a significant 

reduction in conditional grants. As a result, total direct allocations to local government grow at an annual 

average rate of 7.5 per cent over the MTEF period. 

The new local government equitable share formula, which is now fully in operation after being phased in 

over five years, is significantly more redistributive towards poorer and rural municipalities. Several 

municipalities received higher transfers as a result of the new formula. 

Transfers and conditional grants to municipalities vote for the MTEF are given in Table 10. 

Table 10 Transfers to local government 

 
Source: National Treasury 
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The South African Road Network 

SA’s estimated road network comprises about 618 081 km of proclaimed roads and abut 131 919 km of 

unproclaimed roads. These unproclaimed roads, situated predominantly in rural areas, have not been 

formally recorded in road inventories and, hence, no tier of government is officially responsible for the 

maintenance and upkeep.  The total proclaimed network comprises 3.5% national, 36% provincial, 10.7% 

metropolitan and 49.7% municipal roads.  A large proportion of this network – 73.6% - consists of 

unsurfaced (gravel) roads.  The unproclaimed network comprises mainly “dirt” roads, i.e. roads largely 

not engineered.  
3
 

The national and provincial ownership profiles presented in Table 11 were based on self-reported figures 

by SANRAL and the provinces. The metropolitan profile is based on SANRAL’s statistics and the district 

municipality profile was derived from the National Treasury and rural road asset management systems 

(RRAMS) datasets as at September 2017. 

Table 11 The South African road network (km) 

Authority Paved Gravel Total 

Provincial (9) 48,945 173,732 222,677 

National 22,197  22,197 

Metro (8) 51,682 14,461 66,143 

Municipalities 40,648 266,416 307,064 

Total Proclaimed 163,472 454,609 618,081 

    

Unproclaimed roads
4
    131,919 131,919 

Total 163,472 586,528 750,000 

Source: Ross 

National roads 

National roads are managed by the South African National Roads Agency (SANRAL) on behalf of the 

National Department of Transport and provide mobility of national and strategic importance and support 

and improve economic growth through both industrial development and export stimulation. 

SANRAL’s business consists of two separate operations: toll roads and non-toll roads. The Sanral and 

National Roads Act (7/1998) stipulates a distinct separation in the funding and accounting of these 

operations. 

Non-toll roads are funded by government allocations and funds for these roads may not be borrowed or 

cross-subsidised from toll road income and vice versa. Of the 22,197 km of roads being managed by 

SANRAL, 13% of the network or 2952 km are toll roads. Of these, SANRAL manages 1 582 km, with the 

remaining 1 370 km concessioned to three private investors.  

The three 30 year concessioned routes are as follows: 

                                                           
3
 These figures have to be regarded as approximate, as there are some inconsistencies between various reporting bodies. 

4
 Unproclaimed roads: Public roads not formally gazetted by any authority (estimated length) 
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 Bakwena Platinum Corridor Concessionaire (Pty) Ltd is responsible for the design, finance, 

construction, operation and maintenance of 385 km of toll road on the N1 between Pretoria 

and Bela-Bela and on the N4 between Pretoria and the Botswana border; 

 N3 Toll Concession (Pty) Ltd operates 415 km of the N3 (between Heidelberg in Gauteng and 

Cedara in KwaZulu-Natal); and  

 Trans African Concessions (Pty) Ltd manages 570 km of the N4 East, which links Gauteng with 

the Port of Maputo in Mozambique.  

Provincial roads 

These roads are managed by the respective provincial authorities and primarily provide access and 

mobility within a region.  They normally form links between towns that are not situated on the national 

strategic road network and support a range of economic and social functions.  A single road agency 

operates in one province – Limpopo. 

The proclaimed road network per province is shown in Table 12. 

Table 12 Proclaimed provincial network (km) 

Province 
Paved 

 

Gravel 

 

Total 

 

Eastern Cape 3,781 37,468 41,249 

Free State 6,371 39,149 45,520 

Gauteng Province 3,685 1,359 5,044 

KwaZulu-Natal 8,128 24,505 32,633 

Limpopo Province 5,974 14,286 20,260 

Mpumalanga 5,459 8,396 13,855 

Northern Cape 3,602 23,747 27,349 

Northwest Province 5,125 14,660 19,785 

Western Cape 6,820 10,132 16,952 

Total Provincial  48,945 173,702 222,647 

   

The distribution of national and provincial surfaced roads by province is shown in Figure 5. 
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Figure 5 Distribution of national and provincial paved roads by province 

The length of gravel roads (km) per Province is shown in Figure 6. 

 

Figure 6 Distribution of gravel roads per Province 

Municipal roads 

The South African Constitution provides for three categories of municipalities: 

 Category A - metropolitan municipalities; 

 Category B - local municipalities; and  

 Category C - district municipalities. 

The Act also determines that category-A municipalities can only be established in metropolitan areas. 

South Africa has eight metropolitan municipalities, namely: 

 Buffalo City (East London); 

 City of Cape Town; 

 Ekurhuleni Metropolitan Municipality (East Rand); 

 City of eThekwini (Durban); 

 City of Johannesburg; 

 Mangaung Municipality (Bloemfontein); 

 Nelson Mandela Metropolitan Municipality (Port Elizabeth); and 

 City of Tshwane (Pretoria).  
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The road networks of the eight metropolitan municipalities are shown in Table 13. 

Table 13 Metropolitan municipality road networks 

Metro Paved Gravel Total 

Buffalo city 1,500 611 2,111 

City of Cape Town 9,315 203 9,518 

Ekurhuleni  6,641 1,154 7,795 

eThekwini  7,682 6,498 14,180 

Johannesburg 9,140 2,012 11,152 

Mangaung 4,883 1,195 6,078 

Nelson Mandela City 2,690 550 3,240 

Tshwane  5,053 2,208 7,261 
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Road Condition 

Since 1991, there has been a steady decline in the condition of the SA road network – especially at 

provincial and municipal level – for a number of reasons, ranging from curtailed allocations to roads in 

the past and ongoing shrinking capacity in the public sector resulting in inefficiencies in delivery.   

The pavement condition of roads is assessed, at minimum, by means of a visual inspection performed in 

accordance with nationally accepted guidelines.  For higher order roads these assessments are 

automated and further supplemented by performance related criteria that are periodically evaluated.  

National roads 

The condition of roads under the jurisdiction of SANRAL, based on VCI in 2016 is listed below in Table 14. 

At the time 1,225 km (5.7%) of these roads are in a poor condition or worse, which are considered to be 

within the international norm defining a well maintained network – 10%  

Table 14 SANRAL Pavement condition 

Condition Very good Good Fair Poor Very poor 

Length (km) 3,695 8,940 7,629 1,139 86 

% Network 17.2 41.6 35.5 5.3 0.4 

Source: COTO 

Provincial roads 

The condition of paved provincial roads, recorded in 2013, based on VCI is shown in Table 15. 

Table 15: Paved provincial roads condition 2013 

 

 

 

 
 

Source: COTO 

The condition of provincial roads in 2017 is shown in Table 16. 

Table 16: Paved provincial roads condition 2017 

 

 

 

 
 

Source: Ross 

From the above it is evident that, while the proportion of roads in very good condition has increased, so 

has the proportion of roads in poor, or worse, condition.  In 2017 this proportion was nearly a third of the 

total network, substantially higher than the international norm of 10%. 

The distribution of road condition per province is shown in Figure 7. 

 

 Very good Good Fair Poor Very Poor 

Length (km) 8,104 18,016 25,064 13,946 4,355 

% of Network 11.7 25.9 36.1 20.1 6.3 

 Very good Good Fair Poor Very Poor 

Length (km) 8,272 10,914 13,995 10,132 5,629 

% of Network 16.9 22.3 28.6 20.7 11.5 
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Figure 7: Paved road condition per province 

Source: Ross 

The condition of the provincial gravel road network in 2017 is shown in Table 17.  Although the 

deterioration since 2009 is mixed, one can conclude that, on the whole, about half of the country’s gravel 

road network is in poor or worse condition.  It is evident that the upkeep of the provincial gravel road 

network poses challenges to the road authorities, particularly in North West Province, Mpumalanga, 

Limpopo and the Eastern Cape, as illustrated in Figure 8. 

 

Table 17: Summary of provincial gravel road condition 2017 

 

 

 

 

 

 

Source: Ross 

 

 Very good Good Fair Poor Very Poor 

Length (km) 1,886 9,3311 34,993 56,737 37,394 

% of Network 5.2 9.9 29.3 34.5 21.1 
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Figure 8: Gravel road condition per Province 

Road Safety 

According to the World Health Organisation global report on road safety more 1.2 million people die each 

year on the world’s roads, making road traffic injuries a leading cause of death globally (see Figure 9) for 

the population age group of 15 – 29 years). Most of these deaths are in low- and middle-income 

countries where rapid economic growth has been accompanied by increased motorisation and road 

traffic injuries. 

 

Figure 9: Top ten causes of death among people aged 15 – 29 years (2012) 

Source: WHO 

As well as being a public health problem, road traffic injuries are a development issue: low- and middle 

income countries lose approximately 3% of GDP as a result of road traffic crashes. 

This report shows that the number of road traffic deaths – 1.25 million in 2013 – has remained fairly 

constant since 2007, despite the increase in global motorisation and population, and the predicted rise in 

deaths. This suggests that interventions to improve global road safety are preventing increases. The 

report highlights that the situation is worst in low-income countries, where rates are more than double 
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those in high-income countries and there are a disproportionate number of deaths relative to the (lower) 

level of motorisation.  

The African Region continues to have the highest road traffic death rates, while the lowest rates are in 

the European Region, notably among its high income countries, many of which have been very successful 

at achieving and sustaining reductions in death rates despite increasing motorisation.  

 

Figure 10 Road traffic fatalities per 100 000 population, by region 

Source: WHO 

A comparison of road traffic death rates of some southern African and European countries are shown in 

Figure 11. 

 

 

Figure 11: Estimated road traffic deaths rates for selected countries in southern Africa and Europe 

Source: WHO 
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The report further highlights the important role of safe infrastructure and safe vehicles in reducing road 

traffic injuries. It notes that road infrastructure is mainly constructed with the needs of motorists in mind, 

although the report indicates that 49% of all road traffic deaths occur among pedestrians, cyclists and 

motorcyclists. Real and sustained successes at reducing global road traffic deaths will only occur if road 

design takes into consideration the needs of all road users.  

In South Africa, the number of road traffic crashes and the outcomes in terms of societal loss were 

published by the Road Traffic Management Corporation in a report: Cost of Crashes in South Africa in 

2016.  Since no further information has come to hand the content of the previous issue of this Road 

Review is repeated here. 

The ‘total cost of road traffic crashes’ (RTCs) metric is a widely used indicator of road safety indicator to 

gauge the extent and magnitude of the road safety problem in a country. Reported as a percentage of 

GDP, it gives an indication of the consequences RTCs have on the economy and social welfare of a 

country.  

RTC estimation comprises three main cost categories – human casualty costs, vehicle repair costs and 

incident costs. Understanding the cost elements of these categories promotes informed decision-making 

for proactive measures to improve road safety. 

In 2015 the RTMC recorded a total of 12 944 fatalities in 10 613 fatal RTCs. Currently, only fatal RTCs and 

fatalities are recorded annually and therefore the other RTCs and road traffic injuries (RTIs) were 

estimated from historical data.. 

To account for under-reporting the number of deaths and fatal RTCs were increased by 5 %. The 

estimates of the number of RTCs and RTIs in terms of severity ranging from fatal to damage only and 

death to no injury are given in Table 18. 

Table 18: Number of RTCs and RTIs per category 

 
Fatal Major Minor 

Damage 
only 

Total 

Number of RTCs 11 144 40 117 132 609 648 560 832 431 

 Death Serious Slight No injury Total 

Number of RTIs 
13 591 62 520 202 509 1 429 794 1 708 414 

Source: Road Traffic Management Corporation, 2016 

The breakdown of the total cost of RTCs by cost element and by severity is provided in Table 19, from 

which it is evident that the total cost of RTCs on South Africa’s road network for 2015 amounted to an 

estimated R142.95 billion - equating 3.4 per cent of GDP. 

Table 19: Breakdown of total RTC costs 

Cost Category 

Total cost of RTCs (R million) 

Fatal Major Minor 
Damage 

only 
Total % 

Human casualty  58 332 24 794 14 546 1 358 99 030 69.3 

Vehicle repair  218 809 2 902 17 395 21 326 14.9 

Incident  2 018 5 113 2 740 12 723 22 595 15.8 

Total cost 60 569 30 716 20 189 31 477 142 951  

Source: Road Traffic Management Corporation 

The average cost of RTCs in comparable low- and middle-income countries is 2.2 per cent of their GDP 

while the average for high-income countries is 2.6 per cent of their GDP – clearly an indicator that SA has 

poor performance in this respect. 
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The Cost of Crashes 2016 results provide an improved picture of the road safety burden carried by each 

stakeholder and should be used to delineate road safety roles and responsibilities across sectors as 

stakeholders can constitutionally now be held accountable for road safety actions within their domain. 

Stakeholders can measure progress towards reducing the impact that crashes have on specific sectors. 

Understanding this cost according to different sectors and domains assist in coordinating different 

stakeholders and to establish partnerships according to which resources can be allocated appropriately 

for maximum effectiveness. The acceptance of this monetisation of RTC costs as a measure of the real 

burden on the socio-economic development of the country should go hand-in-hand with accepting 

accountabilities and responsibilities for taking actions with an emphasis on the need to focus on the 

achievement of road safety results through effective implementation of the ‘Safe System’ underpinned 

by the RTSMS framework. 

According to the Country Progress Report issued by the National Department of Transport to the United 

Nations Decade of Action for Road Safety 2011 – 2020 road surfaces and the degree of potholes and 

poorly repaired and maintained roads in South Africa 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. 

Based on SAPS reports it is assessed by the Department of Transport that road and environmental 

conditions are a contributory factor in about 8% of fatal crashes. (See Figure 12) Within this category 

road conditions and road works contribute jointly about 23%.   

 

Figure 12 Contributory factors to fatal crashes. 

The death by road user reported by the WHO is shown in Figure 13. 

 

Figure 13: Deaths by road user category 
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It would seem that The National Treasury is aware of this state of affairs and considers that a 

continuation of this situation will raise the cost of transportation and create high future reconstruction 

obligations on the part of government. Clearly, therefore, South Africa’s road network requires significant 

continuing investment to ensure that trade and commuter arteries continue to support a growing 

economy and efficient movement of goods and people.  

This situation, which has been ongoing for about a decade, no doubt prompted government to institute 

the PRMG to ensure proper road maintenance of proclaimed provincial roads which had experienced a 

steady decline in quality.   

As a result road maintenance will be prioritised to an even greater extent, as expenditure for enhancing 

facilities and acquiring new ones is effectively being redirected to maintenance. This is to ensure 

consistently improved road quality while gradually increasing the kilometres of roads resurfaced and 

strengthened.  Data on PRMG to the respective provinces and their actual and estimates of expenditure 

on maintenance are presented in Expenditure and Estimates below.  

  



 

 26 | P a g e  

 

Expenditure and Estimates  

National and Provincial Roads 

Upgrading, strengthening and maintaining non-toll national roads is the responsibility of the South 

African National Roads Agency, which is funded by transfers from the department. Over the medium 

term, R29.1 billion in the Road Transport programme is provided for capital-related investment on non-

toll roads, R4.3 billion for the upgrade of the R573 (Moloto Road), R1.7 billion to compensate for the 

reduced tariffs for the Gauteng freeway improvement programme, and R18.2 billion for general road 

strengthening and maintenance. In addition, R2.1 billion is provided in 2019/20 and 2020/21 for the 

construction of the N2 Wild Coast highway. Expenditure in the Road Transport programme is expected to 

increase at an average annual rate of 6.7 per cent, from R27.1 billion in 2017/18 to R33 billion in 

2020/21. 

The condition of provincial roads is under continuous pressure with significant maintenance backlogs. 

Allocations to the provincial roads maintenance grant are expected to increase over the MTEF period, 

from R10.8 billion in 2017/18 to R12.1 billion in 2020/21. This below inflationary increase is due to a 

Cabinet approved reduction of R1.9 billion to the grant over the medium term. Included in the grant’s 

allocation is an amount of R1 billion over 2018/19 and 2019/20 for the rehabilitation and maintenance of 

coal haulage roads in Mpumalanga. Total funding to the grant over the medium term will provide for 

5 085 kilometres of rehabilitated surfaced roads and 13 935 lane kilometres resealed surfaces between 

2018/19 and 2020/21. 

Table 20 (and Figure 14) indicate that expenditure on Provincial roads is likely to remain nearly static over 

the MTEF and allocations to SANRAL after an increase from a low point in the year ending 2019 are 

showing a marginal decrease in 2021.  All in all, in real terms estimates are set to be in a declining 

situation. 

Table 20  National and Provincial Roads Expenditure and Estimates (R million) 

 
Source: National Treasury 

Year ending 09 10 11 12 13 14 15 16 17 18 19 20 21

North West 729 1,063 1,043 1,092 1,314 1,477 1,287 1,429 1,462 1,708 1,707 1,704 1,824

Northern Cape 432 422 424 626 668 854 827 1,072 1,127 1,284 1,352 1,304 1,376

Eastern Cape 1,174 1,734 1,658 1,823 1,946 1,881 1,771 2,092 2,092 2,482 2,279 2,149 2,293

KwaZulu Natal 4,142 3,529 4,252 4,948 5,767 5,976 6,828 6,986 7,016 7,405 7,460 7,669 8,121

Limpopo Province 1,426 1,308 1,514 1,573 1,831 1,253 857 2,318 2,356 2,149 1,883 1,920 2,051

Western Cape 1,468 2,014 1,791 1,934 1,994 2,081 2,570 3,115 3,256 3,405 3,588 3,494 3,665

Gauteng 1,398 1,419 1,381 1,151 1,797 1,849 2,172 2,201 2,058 2,113 2,520 2,806 2,155

Mpumalanga 1,131 1,073 1,215 1,771 1,627 2,047 2,475 2,318 2,405 2,423 2,495 2,406 1,980

Free State 966 980 981 1,109 1,210 1,307 1,576 1,509 1,653 1,688 1,704 1,655 1,726

Total Provincial 12,866 13,542 14,259 16,027 18,154 18,726 20,363 23,040 23,426 24,657 24,989 25,107 25,190

Growth rates y/y 21.2% 5.2% 5.3% 12.4% 13.3% 3.2% 8.7% 13.1% 1.7% 5.3% 1.3% 0.5% 0.3%

SANRAL 10,779 14,529 15,095 15,360 15,792 15,044 16,106 18,218 19,716 14,861 22,065 24,832 23,987

Growth rates y/y 130.1% 34.8% 3.9% 1.8% 2.8% -4.7% 7.1% 13.1% 8.2% -24.6% 48.5% 12.5% -3.4%

Total Provincial and National (Rm nominal) 23,645 28,071 29,354 31,387 33,946 33,770 36,469 41,258 43,142 39,517 47,053 49,939 49,178

Yr/yr change (%) 54.5% 18.7% 4.6% 6.9% 8.2% -0.5% 8.0% 13.1% 4.6% -8.4% 19.1% 6.1% -1.5%

Total (Rm 2016) 34,875 39,704 39,561 40,034 40,948 38,375 39,641 42,186 41,886 34,611 39,074 39,309 36,691

CPI projections as per StatsSA

Expenditure and estimates MTEF
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Figure 14 Provincial expenditure and estimates up to MTEF 

Road Maintenance 

Included in the above estimates for the MTEF are the PRMG to the provinces, shown in Table 21 which 

reflects an ongoing commitment on the part of government to preserve this important network of roads. 

Since these grants are earmarked predominantly for preventive maintenance of provincial road networks 

and, as resealing of roads is a prominent component of road preventive maintenance, these programmes 

are bound to impact on the bituminous product industry, in terms of volume demands.   

Figure 15 below shows the relationship between road maintenance expenditure and estimates reported 

by the provincial departments responsible for roads and the total PRMG for the period 2013 – 2021.  The 

data demonstrate a contextual relationship with actual and projected maintenance expenditure having 

increased by 49% in relation to a PRMG increase of 16% over the period all in monetary terms. With a 

static position of PRMG grants referred to above, maintenance expenditure by provinces may well flatten 

up to 2021.  

Table 21 Provincial Roads Maintenance Grant (R million) 

Province 17/18 
MTEF 

18/19 19/20 20/21 

North West  987 966 904 954 

Northern Cape 1,084 1,112 1,051 1,108 

Eastern Cape 1,449 1,439 1,391 1,467 

KwaZulu Natal 1,829 1,827 1,773 1,870 

Limpopo Province 1,011 994 965 1,166 

Western Cape 940 1,007 911 961 

Gauteng 656 743 636 671 

Mpumalanga 1,461 1,524 1,416 939 

Free State 1,275 1,300 1,236 1,303 

Total PRMG 10,692 10,911 10,284 10,440 

Source: National Treasury 
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Figure 15: Relationship between PRMG and expenditure on provincial road maintenance  

The PRMG allocations per province are shown graphically in Figure 16, which highlights a virtually static 

position in grants to individual provinces during the 18/19 and 19/20 periods, referred to above. 

 

Figure 16: PRMG per province 

Table 22 below shows the proportional estimates of expenditure by provinces and SANRAL, expressed as 

a percentage of the total estimates for rural roads over the MTEF period.  It is evident that expenditure 

by SANRAL accounts for nearly half of the total expenditure over the MTEF period.  North West and 

Northern Cape provinces each account for less than 4% of the total allocations, while KwaZulu Natal is 

the most prominent in this respect, with expenditure being about 18% of total estimates over the MTEF 

period. 

The proportional expenditure/estimates of total rural roads expenditure since 2009 and covering the 

MTEF period are depicted graphically in Figure 17, which illustrates the current prominence of SANRAL 

and KwaZulu-Natal and, to some extent, the Western Cape in terms of road budget allocations. 
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Table 22: Estimated expenditure as a percentage of total estimates of national and provincial 

expenditure 

Year ending 18 19 20 21 

  MTEF 

North West  4.3 3.6 3.4 3.7 

Northern Cape 3.2 2.9 2.6 2.8 

Eastern Cape 6.3 4.8 4.3 4.7 

KwaZulu Natal 18.7 15.9 15.4 16.5 

Limpopo Province 5.4 4.0 3.8 4.2 

Western Cape 8.6 7.6 7.0 7.5 

Gauteng 5.3 5.4 5.6 4.4 

Mpumalanga 6.1 5.3 4.8 4.0 

Free State 4.3 3.6 3.3 3.5 

Total Provincial 62.4 53.1 50.3 51.2 

SANRAL 37.6 46.9 49.7 48.8 

 

 

Figure 17 Proportional expenditure and estimates on provincial and national roads 
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Municipal Roads 

The expenditure and estimates of the eight metro municipalities are given in Table 23 and depicted 

graphically in Figure 18 below.  The figures reflect expenditure on road infrastructure only.  Two 

categories are presented – operating expenditure which covers costs of routine maintenance & repairs, 

and capital expenditure broken down into new construction, renewal and upgrading.   

Estimated expenditure in all metros is quite static during the first two years of the MTEF with some 

growth (8.4%) expected during the last period. 

Table 23 Expenditure/estimates by Metropolitan Municipalities (R million) 

 
 
Source: Municipal budget statements 

19 20 21

Buffalo City

   - Opertating 123 135 148

   - Captial 411 631 1,031

      new 245 372 534

      renewal 63 113 207

      upgrading 103 146 291

   - Total 534 766 1,179

Cape Town

   - Opertating 671 701 746

   - Captial 1,166 1,130 1,212

      new 643 705 717

      renewal 220 214 255

      upgrading 303 211 240

   - Total 1,837 1,830 1,958

Erkuhuleni

   - Opertating 651 692 736

   - Captial 1,062 1,015 1,157

      new 297 250 317

      renewal 472 420 490

      upgrading 293 345 350

   - Total 1,713 1,707 1,893

eThekwini

   - Opertating 564 595 627

   - Captial 1,888 2,108 2,155

      new 1,016 995 1,159

      renewal 191 288 144

      upgrading 681 825 853

   - Total 2,452 2,702 2,782

Johannesburg

   - Opertating 683 737 796

   - Captial 1,851 2,553 2,570

      new 971 1,195 1,570

      renewal 880 1,357 1,000

      upgrading 0 0 0

   - Total 2,534 3,290 3,366

Mangaung

   - Opertating 135 167 179

   - Captial 868 828 602

      new 845 824 575

      renewal 23 4 27

      upgrading 0 0 0

   - Total 1,003 995 781

NMBM

   - Opertating 45 47 51

   - Captial 517 573 482

      new 246 232 261

      renewal 70 53 53

      upgrading 202 288 168

   - Total 562 620 533

Tshwane

   - Opertating 184 196 204

   - Captial 617 625 1,287

      new 332 346 807

      renewal 285 279 480

      upgrading 0 0 0

   - Total 801 820 1,491

Total Metro

   - Opertating 3,055 3,269 3,489

   - Captial 8,380 9,461 10,494

      new 4,594 4,920 5,940

      renewal 2,204 2,727 2,654

      upgrading 1,582 1,814 1,900

   - Total 11,434 12,729 13,982

MTEF Estimates
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Figure 18 Metro expenditure/estimates by category 
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Performance of Provincial Roads Authorities 

Current reporting mechanisms by rural road authorities make it possible to break down road expenditure 

and estimates into: 

 programme support; 

 road planning; 

 design; 

 construction; and 

 maintenance. 

According to their descriptions “programme support” and “road planning” are clearly overhead expenses 

and are construed as such in this report.  It should be noted that these overhead costs pertain to the 

roads programme only; departmental overheads covering e.g. MEC expenses and overall administration 

are not included.  

It is not clear whether the various provinces differentiate between the two categories of “construction” 

and “maintenance” in a consistent manner.  In general, it can be stated that “construction” entails new 

roads, improvements and strengthening to increase the capital worth of the facilities.  “Maintenance” 

generally covers routine, periodic and special operations to maintain the status quo and to stem 

deterioration of the road and associated furniture. 

The classification adopted by SANRAL is more explicit.  Operating expenditure include general items such 

as salaries, administrative and technical support and all road maintenance operations.  Capital 

expenditure comprises mainly strengthening of and improvements to existing roads as well as new 

facilities and land acquisition. 

Table 24 shows the estimated expenditure on overheads, design, construction and maintenance by the 

various provinces over the MTEF period. 

Considering the provinces as a whole, expenditure on maintenance operations during the MTEF period is 

expected to amount to approximately 50% of total estimated expenditure, which is significantly higher 

than during the period preceding the implementation of the PRMG in the financial year ending 2012.  

This projected growth in expenditure on road maintenance – of which reseal programs form a significant 

component – is likely to have a positive effect on the bituminous product industry. 
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Table 24 Estimated provincial expenditure per category (R million) 

 
 

Source: Provincial budget statements 

19 20 21

North West Public Works and Roads

   -Overheads 68 69 90

   -Design 12 13 14

 - Construction 1247 1213 1258

 - Maintenance 380 410 462

TOTAL 1,707 1,704 1,824

PRMG 966 904 954

Northern Cape Roads and Public Works

   -Overheads 55 56 59

   -Design 4 5 5

 - Construction 73 73 77

 - Maintenance 1,220 1,171 1,235

TOTAL 1,352 1,304 1,376

PRMG 1,112 1,051 1,108

Eastern Cape Department of Transport

   -Overheads 208 212 234

   -Design 16 23 24

 - Construction 968 889 955

 - Maintenance 1,087 1,025 1,081

TOTAL 2,279 2,149 2,293

PRMG 1,439 1,391 1,467

KwaZulu Natal Department of Transport

   -Overheads 308 328 349

   -Design 44 47 51

 - Construction 3,437 3,505 3,754

 - Maintenance/rehab 3,672 3,789 3,968

TOTAL 7,460 7,669 8,121

PRMG 1,827 1,773 1,870

Limpopo Province RAL

   -Overheads 183 193 204

   -Design

 - Construction 806 845 834

 - Maintenance 894 882 1,013

TOTAL 1,883 1,920 2,051

PRMG 994 965 1,166

Western Cape Transport and Public Works

   -Overheads 124 131 140

   -Design 233 252 271

 - Construction 1,525 1,575 1,781

 - Maintenance 1,706 1,537 1,473

TOTAL 3,588 3,494 3,665

PRMG 1,007 911 961

Gauteng

   -Overheads 95 80 76

   -Design 110 47 45

 - Construction 947 1,453 851

 - Maintenance 1,368 1,226 1,183

TOTAL 2,520 2,806 2,155

PRMG 743 636 671

Mpumalanga Public Works, Roads and Transport

   -Overheads 65 69 72

   -Design 93 98 104

 - Construction 1,117 990 490

 - Maintenance 1,220 1,249 1,314

TOTAL 2,495 2,406 1,980

PRMG 1,524 1,416 939

Free State

   -Overheads 51 45 45

   -Design 3 5 5

 - Construction 5 6 6

 - Maintenance 1,645 1,600 1,671

TOTAL 1,704 1,655 1,726

PRMG 1,300 1,236 1,303

Total Provincial

   -Overheads 1,157 1,181 1,268

   -Design 516 490 518

  - Construction 10,125 10,548 10,005

  - Maintenance 13,191 12,887 13,399

TOTAL PROVINCIAL 24,989 25,107 25,190

MTEF
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Bituminous product industry performance 

The movement of the RSA bitumen market potential in relation to actual and estimated
5
 real (R- 2016) 

expenditure on national and provincial roads for the period 2003 – 2021 (financial year ends) is depicted 

in Figure 19 below, which shows a degree of correspondence of estimated bitumen market potential with 

expenditure on roads in real terms.  

 

Figure 19 Bitumen market potential and provincial and national expenditure  

 

A regression analysis of this relationship for the period 2000 – 2018 financial year end is shown in Figure 

20 below.  While a useful utility function is evident – a linear one with a coefficient of determination, R
2
 = 

0.9463 – one cannot postulate a rigorous relationship between the variables shown, given that the 

relationship is purely empirical and bitumen is not used exclusively for provincial and national road 

construction and maintenance.  Also, from time to time, there may be disparities between bitumen price 

movements and general inflation.  Nevertheless, the relationship is considered expedient, provided one 

uses it cautiously for projection purposes.   

 

                                                           
5
  The estimated expenditure in real (R 2016) terms is based on a forward projection, from 2018, at rates estimated by StatsSA. 

Note: The bitumen figures depicted are those for a calendar year.  The 

corresponding road expenditure relates to the fiscal year ending in March the 

following year.  

Note: The regression model used in the projections of the bitumen market potential 

is essentially a “demand-led” one and outcomes based on it would assume that 

when local demand for bituminous binders converges with net supply capacity (i.e. 

refinery capacity less exports) any periodic shortfalls would be met by imports.  

Market potential estimates would therefore incorporate imported volumes. 
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Figure 20 National and Provincial expenditure and bitumen market potential 

When making projections of the SA bitumen market potential one is mindful of current issues that may 

have a bearing on the future market.  The influences of the challenges facing SANRAL on procurement of 

engineering services on its non-toll road portfolio, toll shortfalls, opposition to proposed toll schemes and 

depleted human resources in the provincial and municipal spheres all need to be considered.   

In view of these factors and uncertainties related to the resolution thereof, it would seem to be 

appropriate to make forward projections, based on the regression analysis given above, on the lower 80
th

 

percentile values, or the median (50
th

 percentile values) at best.  The projected values, based on a 2017 

calendar year volume of 383,257 tons, are shown in Table 25 and presented graphically in Figure 21.   

Table 25 Market potential projections 

Calendar year 

Forward bitumen market potential projections (tons) 

Base: Prov. and Nat. Road Expenditure (R 2016) 

Median Lower 80
th

 %tile Upper 80
th

 %tile 

2018 410 201 386 718 433 685 

2019 411 616 388 132 435 099 

2020 395 820 372 337 419 304 

 

Taking into account a number of factors, such as the flattening of estimates of provincial road 

expenditure as well as the decline in the PRMG during the MTEF and the subdued growth prospects for 

SA by the IMF, it may be expedient for industry to consider a very flat, if not declining, bitumen market 

over the next 3 years.   

Recorded locally produced and import volumes for the first quarter of 2018 (89,470 tons) is inclined to 

support a forward projection of well below 400,000 tons for 2018. 
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Figure 21 Projected bitumen market potential 

Bitumen supply 

The realistic estimated bitumen production capacity of SA’s four petroleum refineries is 520 – 560 000 

ton per annum to meet a local demand which can rise to 420 000 tons.  This translates into a fairly tight 

balance between supply and demand, with little room to manoeuvre, especially during planned or 

unscheduled refinery shut-downs.  Additionally peak demand for bitumen occurs during the warmer 

months which often correspond with planned refinery shut-downs and the annual construction industry 

holiday period. 

Restrictions on the application of bituminous binder during the winter months have traditionally lead to 

demand tail off which was accommodated by exports to neighbouring African countries and the Indian 

Ocean islands, e.g. Mauritius, Reunion, Madagascar and Seychelles.  However, the recent initiatives led 

by SANRAL on the selective use and application of bituminous products during winter months may have a 

moderating effect on peaks and dips in demand. 

A 20 tonne per hour multistage bitumen converter commissioned last year in Cape Town will alter the 

bitumen supply spectrum in the Western Cape where only 70/100 penetration grade is produced at the 

Chevron Refinery.  The converter can produce 50/70 or even 10/20, penetration grades, the latter of 

which is required for EME asphalt for high traffic volume applications.  The converter can also produce 

multi-grade bitumen with performance characteristics spanning several penetration grades.  

The scheduled 2017 date to produce fuels to Euro IV clean fuel specifications has now been deferred to a 

date yet to be announced.  Plans have now been formulated to move from the current Euro II to Euro V 

standards, mooted for around 2020.  To meet these requirements, local refineries will require an 

investment in excess of R40 billion to produce fuel to these specifications and would seek firm policy 

affecting cost recovery. Focussed as they are on the production of fuel, the impact that these proposed 

upgrades as well as the IMO’s move to reduce sulphur levels  from the current 4,5% to 0,50% by 2020, 

may have on the overall production capacity of bitumen is unclear at this stage.  The proposed new 

refinery at Coega does not have bitumen on its refinery slate. 

SA imports of bitumen grew somewhat over the period 2011 – 2013 as shown in Figure 22.  Following 

that period volumes have been somewhat directionless.  There are currently no indications that import 

volumes will reach the 2013 peak; it is more likely to stabilise in the region of 5,000 – 20,000 tonnes.   
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It should also be noted that hurdles on handling imports have been addressed to some extent in Cape 

Town harbour with the construction of bulk storage tanks with 5 000 ton capacity. 

South Africa remains a net exporter of bitumen as reflected in Figure 22. 

 

Figure 22: South African imports and exports of bitumen 

  

 

 

Date of compilation August 2018 

  



 

 38 | P a g e  

 

References: 

2018 Budget Review  

National Treasury website http://www.treasury.gov.za/ 

Imperial Logistics, CSIR and Stellenbosch University 9
th

 State of Logistics Survey™2011, 10
th

 Annual State 

of Logistics™ Survey for South Africa 2012 

SA National Roads Agency website: http://www.nra.co.za/ 

Metropolitan Municipality websites 

www.ekurhuleni.gov.za 

www.durban.gov.za 

www.capetown.gov.za 

www.mangaung.com 

www.nelsonmandelabay.gov.za 

www.tshwane.gov.za 

www.joburg.org.za 

www.buffalocity.gov.za 

Department of Trade and Industry website http://www.dti.gov.za/  

Department of Transport: United Nations Decade of Action for Road Safety 2011 – 2020; Country Progress 

Report (Final Draft) 

Ross et al: The road maintenance backlog in South Africa, Paper submitted for the SARF-IRFR Conference, 

Durban 2018 

Logistics Barometer 2016, Stellenbosch University 

Electronic national administration traffic information system - eNaTIS 

Statistics South Africa: National Household Travel Survey 2013 

COTO – South African Road Network Condition and Budget needs 2014 

Centre for Transport Economic Research (C-TER): University of Stellenbosch, Department of Logistics, 

Stellenbosch: Funding for Roads in South Africa: Implications for Road User Charging 

International Monetary Fund World Economic Outlook January 2018  

Word Health Organisation – Global Status Report on Road Safety 2015 

Road Traffic Management Corporation – Cost of Crashes in South Africa, August 2016 


