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T
hank you once again and welcome to another information-packed edition of Traffic 

Focus. We have received a number of requests for more copies in provinces and we 

are looking at increasing our print run. 

The Road Traffic Management Corporation (RTMC) has launched its long anticipated website on 16 

April 2009. The website is rich with road traffic information ranging from core functions of RTMC to 

careers in road traffic management. Page ? will certainly give you more details on how well received 

the website is. The address of the website is www.rtmc.co.za.

Let me swiftly proclaim that RTMC will be hosting the first annual International Road Traffic Man-

agement Safety Conference from 24 to 28 August 2009. This conference, to take place in Cape Town, 

is aimed, amongst others, at sharing expertise and best practice models in order to improve the image 

and professionalism of the fraternity. Through this conference, we plan to draw together role players 

in road traffic management to strategise operations that will ensure safer roads in the country as well 

as neigbouring states. With fear of pre-empting the contents of the article on page ?, I urge you to be 

on the lookout for subsequent issues of Traffic Focus for update on the preparations of this prominent 

conference. 

The 2009 Easter Arrive Alive Campaign was a success in that we realized 39% and 33% decrease in 

road accidents and fatalities respectively. It is through co-operation and teamwork amongst traffic 

authorities that we can continue to work towards accomplishing the Millennium Development Goal of 

halving road fatalities by 2014. I urge all South Africans to intensify compliance for the betterment of 

road safety in our country. Achieving a more than 50% reduction in road fatalities is indeed a mission 

possible.  

In his State of Nation Address on 3 June, the President of the country Mr. Jacob Zuma expressed con-

cern on this unfortunate economic predicament that the world is faced with. It would be appropriate 

for motorists, at this poor economic era, to develop a habit of driving at low pace in order to save on 

fuel and lives. We are all mindful that speed kills.  

The RTMC would also like to welcome the appointment of the new Minister of Transport Mr. Sbusiso 

Ndebele. We wish him all the best during his term and hope that, like his predecessor Honourable 

Minister Jeff Radebe, he will leave a proud and lasting legacy.  

The National Traffic Call Centre number on which general public can report driver behavior, incidents 

and accidents is 0861 400-800.

Have a pleasant read and please remember that road safety begins with you.  

EDITORIAL

Editor-in-Chief, Mr Ranthoko Rakgoale 

CEO of the  Road Traffic Management 

Corporation (RTMC)  
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A

DRIVING AT NIGHTDRIVING AT NIGHTDRIVING AT NIGHT

Information from the Website www.arrivealive.co.za”

A
ccording to some research traffic death rates are three times greater at night 

than during the day. Yet many of us are unaware of night driving's special haz-

ards or don't know effective ways to deal with them.

Driving at night is more of a challenge than many peo-

ple think. It's also more dangerous. 

 

Why is night driving so dangerous? One obvious an-

swer is darkness. Ninety percent of a driver's reaction 

depends on vision, and vision is severely limited at 

night. Depth perception, color recognition, and periph-

eral vision are compromised after sundown. 

 

Older drivers have even greater difficulties seeing at 

night. A 50-year-old driver may need twice as much 

light to see as well as a 30-year old. Another factor 

adding danger to night driving is fatigue. Drowsiness 

makes driving more difficult by dulling concentration 

and slowing reaction time. Alcohol is a leading factor in 

fatal traffic crashes, playing a part in about half of all 

motor vehicle-related deaths. That makes weekend 

nights more dangerous. More fatal crashes take place 

on weekend nights than at any other time in the week. 

 

Fortunately, several effective measures can be taken to 

minimize these after-dark dangers by preparing your 

car and following special guidelines while you drive. 

 

The following steps are recommended: 

 ! Prepare your car for night driving. Clean head-

lights, taillights, signal lights and windows (inside and 

out) once a week, more often if necessary. 

 ! Have your headlights properly aimed. Misaimed 

headlights blind other drivers and reduce your ability to 

see the road. 

 ! Don't drink and drive. Not only does alcohol se-

verely impair your driving ability, it also acts as a de-

pressant. Just one drink can induce fatigue. 

 ! Avoid smoking when you drive. Smoke's nicotine 

and carbon monoxide hamper night vision. 

 ! If there is any doubt, turn your headlights on. 

Lights will not help you see better in early twilight, but 

they'll make it easier for other drivers to see you. Being 

seen is as important as seeing. 

 ! Reduce your speed and increase your following 

distances. It is more difficult to judge other vehicle's 

speeds and distances at night. 

 ! Don't overdrive your headlights. You should be 

able to stop inside the illuminated area. If you're not, 

you are creating a blind crash area in front of your vehi-

cle. 

 ! When following another vehicle, keep your head-

lights on low beams so you don't blind the driver ahead 

of you. 

 ! If an oncoming vehicle doesn't lower beams from 

high to low, avoid glare by watching the side of the 

road, then look quickly ahead to determine the other 

vehicle’s position. Keep doing this until you have 

passed the other vehicle. Even though the other driver 

does not dim his headlights, do not retaliate by turning 

on your high-beam headlights. 

 ! Do not strain yourself by driving continuously. 

Make frequent stops for light snacks and exercise. If 

you're too tired to drive, stop and get rest. 

 ! If you have car trouble, pull off the road as far as 

possible. Warn approaching traffic at once by setting up 

reflecting triangles near your vehicle and 300 feet be-

hind it. Turn on flashers and the dome light. Stay off 

the roadway and get passengers away from the area. 

 

Night Driving

Traffic Focus—April 2009 

Observe night driving safety as soon      

as the sun goes down. Twilight is one of 

the most difficult times to drive, because 

your eyes are constantly changing          

to adapt to the growing darkness.

5

Photograph by Junior Childs 
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By Dr Alida Herbst (Senior Lecturer) 

Subject Group Social Work 

North-West University – Potchefstroom 

Campus 

MODEL DRIVERS

THE ROLE OF PARENTS IN PROMOTING 

HEALTHY DRIVING BEHAVIOUR 

INTRODUCTION

Children are like sponges, absorbing as much information as they can at 

any given time.  How much they can take in and how they integrate that 

information, depends on their level of development or developmental stage.  

There are a number of theories aiming at describing human development 

through the life span.  One of these theories is the social learning theory, 

which is broadly based on the concept of modelling.  This theory will form 

the basis of this article on the driving behaviour modelled by parents.  The 

do’s and don’ts of modelling driving behaviour and the role of parents in 

teen driving will be explored and discussed in more detail. 

Driving Behaviour 

ABSTRACT

The old maxim, Actions speak louder than words, is particularly true 

when the social development of children is discussed.  Social develop-

ment is directly linked to the formation of perceptions and attitudes 

which will ultimately result in behavioural patterns.  Children will, 

from a social learning theory point of view, observe and copy their 

parents’ behaviour.  This process is called modelling.  This article ex-

plores the role of parents in modelling healthy driving behaviour. 
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BASIC PRINCIPLES OF THE SOCIAL

LEARNING THEORY 

The social learning theory is based on behaviourism (Berger, 

2005: 42).  According to behaviourism, there are mainly three 

types of learning: 

 ! Classical conditioning: “A type of learning where a stimu-

lus gain the power to cause a response because it predicts 

another stimulus that already produces the response” (Blair-

Broeker & Ernst, 2003:281). 

 ! Operant conditioning:  “A type of learning in which the 

frequency of a behaviour depends on the consequence that 

follows that behaviour” (Blair-Broeker & Ernst, 2003: 300). 

 ! Social learning: “A modeling process through which ob-

served behaviours become copied behaviours” (Berger, 

2005:42).

From the afore-mentioned, it can be concluded that many human 

behaviours are learned through observation and imitation of 

other people.  The social learning theory is based on the follow-

ing principles: 

 ! Behaviour will be observed and copied 

Parents are children’s first models 

 ! Modelling is most likely to occur when the observer is uncer-

tain or inexperienced  

Children are mostly influenced by someone nurturing, admirable 

and powerful like their parents.  From the afore-mentioned, it is 

clear that the behaviour of parents will be observed and copied 

by their children.  The application of this theory on driving be-

haviour is explained in Figure 1 below. 

MODELLING HEALTHY DRIVING BEHAVIOUR 

IN CHILDREN 

The Children’s Hospital of Philadelphia (CHOP, 2008) suggests 

the following do’s and don’ts for parents as good role models 

with regards to driving behaviour: 

 ! Don’t use your cell phone while driving 

 ! Don’t change CD’s or the radio or reach for a map while 

driving 

 ! Don’t allow distractions 

 ! Always wear a seat belt and insist that others do 

 ! Come to a complete stop at stop signs and signals 

 ! Keep a safe following and stopping distance 

 ! Obey the posted speed limit 

 ! Use your turn signal for changing lanes and when turning 

 ! Treat other drivers with courtesy 

 ! Avoid distractions that take your attention from the road 

PARENTS AND TEEN DRIVERS 

The parents of teenagers have a very important role to play with 

regards to driving behaviour.  During this developmental stage, 

parents often have to teach teenagers how to drive and become 

the supervisors of learner drivers.  The Safe Teen Driving initia-

tive of the state of Virginia (Safe Teen Driving, 2008) urges 

parents who assist learner drivers to: 

 ! Be patient 

 ! Teach proper driving techniques 

 ! Provide a safe and reliable car for the child to learn how to 

drive

 ! Make sure the child drives in accordance with the law 

 ! Teach the child to be a courteous driver 

 ! Forbid the child to drive when he/she is physically or men-

tally not able to drive safely 

The CHOP (2008) emphasizes the importance of discussing risks 

with teenage drivers.  This is particularly relevant as it was found 

that 16 to 19-year-olds have the highest incidence of motor vehi-

cle deaths among licensed drivers and motor vehicle crashes are 

the leading cause of death among 15 to 20-year-olds (Haggerty

et al, 2006: 257).  The risks that should be discussed with teen-

age drivers can be categorized according to risks due to age and 

inexperience; risks due to driving conditions or situations and 

risks due to driver behaviour (CHOP, 2008).  More detail of each 

category of risks is supplied in table 1. 

Driving Behaviour 

Dad swears and hoots every time a taxi is driving 

in front of him. 

Dad fastens his seatbelt every time he drives 

and tells his toddler that he is a big boy like 

daddy when he sits in his car seat. 

FIGURE 1: OBSERVING AND COPYING  DAD’S DRIVING BEHAVIOUR

His three year old son starts swearing whenever 

he sees a taxi and even repeats it when playing 

with his toy cars. 

Toddler likes to be called a big boy and does not 

complain about being fastened in a car seat. 

CLASSICAL CONDITIONING 

OPERANT CONDITIONING 

In both cases, 

dad’s driving 

behaviour is 

observed and 

copied. Both 

positive and  

negative

behaviour is 

learned.
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By Gerrie Botha 

DAYTIME RUNNING LIGHDAYTIME RUNNING LIGHTSTS

Does it Work and is it Legal? 

Vehicle Visibility 

RR
oad traffic safety practitioners and administra-

tors across the world have, for many years, voiced 

interest in the daytime running lights (DRL) 

strategy in an attempt to reduce carnage on the 

roads.  Many traffic crashes happen as a result of a failure by 

the driver of a vehicle to notice another vehicle, or a pedestrian 

to notice an oncoming vehicle in time.  Visual contrast is an 

essential safety characteristic, which enables drivers; as well as 

pedestrians, to detect vehicles more easily.  Vehicles with DRL 

also allow longer visibility distances, thus providing increased 

observation and reaction time for other road users. The main 

purpose of DRL is to increase vehicle visibility and driver and 

pedestrian awareness, thereby reducing road trauma.
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Vehicle Visibility 

The crash reduction potential of DRL lies in the driver's ability 

to capture attention, especially in the peripheral visual field, 

thereby enhancing detectability.  In overseas research it was 

found that increasing the visual contrast of a vehicle increases 

the ability of other drivers to detect and monitor the vehicle.  

Experience from daily driving has shown that low contrast be-

tween a vehicle and its background can be common during day-

light hours, even in warm climate coutries.  Contrast can also be 

reduced by rain, clouds, colour, shade and low levels of light that 

occur at dawn and dusk.  

Research indicated that daytime headlight use on motorcycles 

could be associated with crash reductions of between 7% to 18%. 

These results lead to the introduction of compulsory DRL for 

motorcycles in South Africa already some years ago.  A number 

of countries require the daytime use of headlights on all motor 

vehicles when it is raining or during periods of poor visibility to 

reduce crashes.  Scandinavian countries were the first to require 

by law daytime use of headlights for all motor vehicles.  The 

estimated reduction in road crashes in the these countries are : 

Denmark up to 37%, Finland 21% to 27%, Sweden 9% to 21% 

and Norway (15%).  

The University of Natal Interdisciplinary Accident Research 

Centre (UNIARC) under the leadership of Dr Mongezi Noah, 

was commissioned in 2002 to conduct a study on motorists' un-

derstanding of the use and benefits of DRL. The eTekwini, Pine-

town and Pietermaritzburg local municipal areas were chosen to 

conduct the study. A random sample of 1 050 motorists was 

interviewed, making use of questionnaires.  The study objectives 

were to establish motorists' recognition of the effects of DRL as 

a measure to reduce road crashes, its effect on specific types of 

crashes, its psychological validity; as well as savings and costs 

associated with it.  The study was further focussed on determin-

ing motorists' support and compliance to DRL use, if it was to 

made compulsory.  

The research established that the majority motorists recognise 

the safety effects of daytime running lights as a measure to re-

duce road crashes.  69% of motorists, who were interviewed, 

indicated their support and willingness to drive with their lights 

on during the day, if it was made law.  They also indicated that 

use of DRL would help to expose vehicles with faulty lights and 

would assist law enforcement in this regard.  Other findings 

indicated that the use of DRL would have positive effects on 

specific types of crashes that involve unprotected road users, 

such as pedestrians and cyclists; as well as head-on and crashes 

at  intersection. 

Regarding the psychological effects of DRL and its associated 

costs, the study established that motorists were of the opinion 

that the conspicuity of on coming vehicles would be vastly im-

proved, thus assisting to more easily identify vehicles on the 

edges of the driver’s vision, and making it easier for him  to 

identify an object as a vehicle if it has its lights on as well as 

assisting in estimating how far away an on-coming vehicle is.  

The study further found that the cost for the installation and addi-

tional fuel consumption would be negligible in comparison with 

its benefits. 

The UNIARC report recommended that DRL be made manda-

tory in South Africa, as it would assist to alleviate trauma on our 

roads.  A further recommendation that an appeal be made to fleet 

owners to encourage their employees to switch on their head-

lights during the day in the dipped position.  Private owner mo-

torists should also be encouraged to do so, since modern vehicles 

are equipped with buzzers to remind drivers of lights left on 

when parking.  In doing so they would be displaying their com-

mitment to, and improved awareness of road safety.  

There are many road users in South Africa, the motoring public; 

as well as police and traffic officers, that are seemingly unaware 

that the use of vehicle head-lights during the day is actually le-

gal, although not compulsory. 

Regulation 161A of the National Road Traffic Act, 93 of 1996, 

on Daytime Running Lamps, states as follows: 

Any motor vehicle, except a trailer, may be fitted with daytime 

running lamps. 

Daytime running lamps shall be fitted 

 ! not less than 250 millimetres or more than one comma 

five metres above the ground level; and  

 ! towards the front of the motor vehicle in such a manner 

that the light emitted from such lamp does not cause 

discomfort to the driver, either directly or indirectly 

through any of the rear-view mirrors or any other reflect-

ing surfaces of such vehicle.  

(3)  Daytime running lamps shall be connected in such a 

 manner- 

 ! that the rear lamps are on at the same time as the daytime 

 running lamps; and 

 ! that they switch off automatically when the head lamps 

 are switched on, except when the headlamps are used to 

 give intermittent luminous warnings at short intervals.  

The recommendations contained in the UNIARC report were 

considered and debated at length at the time, the main discussion 

point being - should it be made compulsory or not. At the end it 

was decided against, primarily because of the average age of 

vehicles in South Africa, between 10 to 11 years. It was said that 

such a decision could contribute to the batteries of the older vehi-

cles to run flat more quickly and could cause a lot of stationary 

vehicles stranded along the road. This contributed to the recom-

mendation that ordinary head-lights may be used if daytime run-

ning lamps are not fitted to a motor vehicle. At occasions during 

peak holiday periods though, motorists were requested to switch 

their lights on for the sake of improved visibility and safety. 

Legislation therefore allows for a vehicle to be fitted with 

"Daytime Running Lamps", provided that it complies with the 

conditions as stipulated in the regulations. This does not exclude 

the daytime use of ordinary vehicle head-lights, provided that it 

is used in the dipped position. 

Be smart – be visible – switch on your lights. 
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Road Rage 

Introduction

A perennial topic in South Africa 

is that of road rage.  A recent na-

tional survey of road rage in this 

country was conducted by Syno-

vate, a summary of which was 

published in The Mercury, 27 

April 2009, p6.  The survey polled 

more than 2 000 drivers in Johan-

nesburg, Cape Town and Durban.

Road Rage in South Africa

Some Bad News and Then Some Good 

By Dr P Alcock      

THE BAD NEWS

The survey revealed a number of trends: 

 ! The most obvious form of road rage consisted of 

rude gestures and verbal insults.  Less common, 

although still worrying, was persistent hooting and 

the flashing of headlights.  A number of drivers 

insist on getting out of their vehicles to demon-

strate their frustration to the other driver.  More 

severe types of road rage such as physical assaults 

or shooting are fortunately rare; 

 ! Half of the drivers interviewed in the survey stated 

that they had been abused or threatened on the road 

in recent months.  Only 10% of the drivers admit-

ted to being a fast or reckless driver, with 40% of 

motorists maintaining that they were slow and cau-

tious drivers.  It is not surprising to learn that fast 

and reckless drivers acknowledged that they had 

experienced a high incidence of received road rage 

from other drivers; and 

  The type of vehicle also played a role in road rage 

 statistics.  The drivers of small and large bakkies as 

 in terms of road rage.  SUV (‘road tank’) drivers . 

SOME POSSIBLE PSYCHOLOGICAL AND OTHER 

IMPLICATIONS OF THE DATA

Small cars (probably driven by generally older drivers) do 

not appear to attract envy.  Small cars, secondly, do not 

have the engine capacity to enable drivers ‘to escape from 

trouble’ by flooring the accelerator.  Drivers of small cars, 

simply put, are forced to be more considerate in their driv-

ing habits.  Bakkie drivers are most likely to be driving a 

company vehicle (with time at a premium), and are not 

responsible for servicing and maintenance costs.  There is 

some evidence to suggest that 4x4 drivers may regard 

their vehicle as an extension of a desired personality trait 

(‘I’m big and successful, so get out of my way’).  The 

Photograph by Junior Childs 
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same reasoning probably applies to the drivers of high 

performance cars and sports cars, some of whom are 

clearly wealthy.  What these trends imply is that road traf-

fic law enforcement should concentrate on bakkies, taxis, 

4x4s and high performance vehicles, the drivers of which 

are evidently more likely to commit serious breaches of 

the traffic laws.  This can only be a general guide, of 

course, since not all the drivers of small cars are angels, 

and neither are all the drivers of commercial vehicles and 

4x4s unrepentant road hogs. 

It is clear that road rage is a psychological response to 

actual or alleged cases of poor or inconsiderate driving 

(‘Do unto others as you would have done unto you’), or 

driving which is likely to result in damage to property, 

injuries or death.  The dispassionate observer is forced to 

wonder why perpetuators of bad driving fail to understand 

that even a minor ‘fender-bender’ can have significant 

financial implications.  Perhaps one solution would in-

volve the automatic removal from the road of a vehicle 

driven by a suspected drunken or clearly dangerous driver?  

A minimum suspension period of say, one or two working 

days could be applied for a first offence.  Some arrange-

ments would have to be made for commercial vehicles 

transporting perishables or livestock.  Vehicles could be 

checked for roadworthiness in this period, with further 

sanctions applied where necessary.  Drivers of commercial 

vehicles would be forced to explain the reasons for the 

detention of the vehicle to their employers.  Detention in 

this instance would be the partial equivalent of a monetary 

fine (loss of income), but would also include punishment 

via inconvenience and probably embarrassment.  An unin-

tended by-product is that suspension would also punish the 

owner of the vehicle, and not only the driver thereof.  Not 

all owners, however, are entirely innocent, either by forc-

ing drivers to work long hours, or by failing to maintain 

the vehicle properly, or by knowingly employing an un-

safe driver (‘He gets the deliveries done on time’).   

The owners of private vehicles would be deprived of the 

use of their vehicles, and would have to make alternative 

arrangements to reach work, and for social visits.  A major 

problem in this scenario is the safe storage of the vehicles, 

and any claims for damages to the vehicles while in cus-

tody.  One way to avoid such difficulties would be to im-

pose a high release fee for the vehicle, which might be 

recovered by the owner, from the driver.  The owner of the 

vehicle thus acts as ‘a court’ and applies penalties to the 

Road Rage 

driver (a quicker and simpler arrangement), with few ad-

ministrative costs for the legal process.  Part of the release 

fee could be used to pay those who manage or work at the 

vehicle pound.  Just a thought! 

THE GOOD NEWS

Car manufacturers are currently using psychologists to 

help with the design of cars, in order to ensure a ‘feel 

good’ factor in the interior of the car (The Witness, 26 

January 2005, p. 8).  The psychologists, amongst other 

things, are investigating what smell and which lighting 

will prove most pleasing for the driver.  Manufacturers are 

all seeking a competitive edge, since technical differences 

between cars are becoming less pronounced.  Innovations 

such as air conditioning, stereo systems and power steer-

ing, once the hallmark of the luxury car market, are now 

usually standard in many new car models.  The changes 

are part of a design programme to make driving less 

stressful, even in heavy traffic.  Also important for this 

purpose are switches and control panels, which must be 

easy to reach and operate, especially in an emergency, and 

which must not introduce any unnecessary noise into the 

car interior.  Haphazard layout on the control panel is defi-

nitely a thing of the past.  Drivers can also customise their 

cars by means of advanced seating arrangements, which 

are designed to suit virtually all body shapes and sizes.  

These innovations, while clearly beneficial, do not address 

the primary cause of road rage, which is simply bad driv-

ing.  The more bad driving there is, the more road rage 

will manifest on our roads.  Ultimately, only strict law 

enforcement can prevent or contain the number of road 

rage incidents in South Africa. 

Photograph by Junior Childs 
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Rail Crossings 

Road Safety Road Safety andand

Bus Rapid Transit System 
Information from the Website www.arrivealive.co.za”

Introduction and Definition of Bus Rapid Transit System [BRT]

The Department of Transport has made it clear that the Bus Rapid Transit System [BRT] is crucial to 

the success of South Africa's transport system.  Without a good bus service that is accessible, affordable 

and attractive to a broad range of people across society, local transport simply cannot work.  Bus Rapid 

Transit (BRT) is a mass road-based public transport system that mimics rail systems.  A BRT system is 

a high quality, customer oriented transport system which will deliver fast, comfortable, and low cost ur-

ban mobility with a modern, efficient and comfortable service to public transport users.  Bus rapid tran-

sit (BRT) is a broad term given to a variety of transportation systems that, through improvements to 

infrastructure, vehicles and scheduling, attempt to use buses to provide a service that is of a higher qual-

ity than an ordinary bus line.  The BRT will play a leading role in transforming public transport within 

cities to a situation where it will become the preferred mode of travel for the majority of residents, and 

where it will make a major contribution towards the more efficient development of the city as a whole.  

Currently a high number of daily passenger trips first go to the central parts of cities, before arriving at 

the final destination. These commuters no longer will have to travel via the CBD to reach their final des-

tination. The public transport priority measures to be implemented will reduce travel times, having an 

enormous economic impact. Immediately after completion of the construction work, journey times for 

road users will reduce, having a positive impact on vehicle operating costs and savings on time in vehi-

cles. 

Photographs and illustrations supplied by Leanne Raymond of HWB Communications, Cape Town 
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The main features of the Bus Rapid Transit System are: 

 

 ! Dedicated bus lanes which operate separate from all other 

traffic modes. This allows buses to operate at a very high 

level of reliability since only professional drivers are allowed 

on the bus way.  

 ! A side benefit is lower construction costs since bus ways can 

be engineered to tighter standards and still remain safe com-

pared to a roadway open to non-professional drivers.  

 ! Location of the bus ways in the median of the roadway rather 

than in the kerb lane. 

 ! Existence of an integrated "network" of routes and corridors. 

 ! Separate stations that are convenient, comfortable, secure, 

and weather protected. 

 ! Stations provide level access between the platform and the 

vehicle floor. 

 ! Special stations and terminals to facilitate physical integra-

tion between trunk routes, feeder services, and other public 

transport systems. 

 ! Pre-boarding fare collection and fare verification. 

 ! Fare and physical integration between routes, corridors, and 

feeder services. 

 ! Entry to the system is restricted to prescribed operators under 

a reformed business and administrative structure 

 ! Low-emission vehicle technologies. 

 ! System management through a centralised control centre, 

utilising ITS applications such as automatic vehicle location. 

 ! Special physical provisions to ease access for people with 

disabilities, such as children, the elderly, and the disabled. 

 ! Clear route maps, signage, and / or real-time information 

displays that are visibly placed within stations and / or vehi-

cles. 

 ! A bus street or transit mall created in an urban centre by 

dedicating all lanes of a city street to the exclusive use of 

buses.  

 ! Low-cost infrastructure elements that can increase the speed 

and reliability of bus service include bus turnouts,  bus 

boarding islands, and curb realignments.  

 ! Comprehensive coverage: In addition to using dedicated bus 

ways, BRT's can also take advantage of existing  roadways 

in cities that already have a comprehensive  road net-

work for private automobiles.  

 ! Serves a diverse market with high-frequency all day service: 

A BRT network with comprehensive coverage can serve a 

diverse market (all income ranges) by moving people from 

their current location to their destination with high frequency 

and reliability while maintaining a high level of customer 

experience. 

 

Objectives and implementation for South Africa 

 

The South African public transport system consists predomi-

nantly of rail and bus services that are subsidised by the govern-

ment and the mini-bus taxi service which is unsubsidised. These 

do not work in an integrated fashion and actually compete with 

one another for commuters.  The principal project objective in 

Johannesburg is to upgrade the quality and performance level of 

the public transport system. A brief overview of the Rea Vaya 

System in Johannesburg provides more insight to the Bus Rapid 

Transit System: 

 ! The trunk routes in the Johannesburg system will make use of 

large buses travelling in dedicated median lanes on current 

roads, with smaller buses operating on BRT routes without 

dedicated lanes, feeding commuters into the trunk routes.  

 ! The system plans to level the playing field between existing 

taxi and bus operators, while drastically improving  operating 

efficiencies and costs.  

 ! According to the BRT business model, bus operators will be 

concessioned to operate the system. 

 ! Rea Vaya in JHB will offer three inter-connected levels of 

service. The largest buses with a capacity of up to 90 passen-

gers will be articulated and are referred to as the Trunk buses. 

These buses will only travel on the designated median lane 

trunk routes. Complementary buses which will be able to pick 

up passengers at stations on the trunk routes and will also be 

able to operate on the kerbside, will have a capacity of 60 

passengers. Finally the Feeder buses, which have a capacity 

of 32 passengers, will bring people from the outer areas which 

don’t have direct access to the trunk routes.  

 ! This will extend the network to areas far beyond the main 

trunk routes.  

 ! When complete, Rea Vaya will cover more than 300km’s of 

trunk routes across the city. In the Phase 1 network, buses will 

run in exclusive, dedicated lanes in the centre of existing 

roads and will operate from about 150 stations, positioned half 

a kilometre apart.  

Rail Crossings 
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 ! Operating companies will be paid by the kilometre, and not by 

commuter, meaning the emphasis is on a quick and efficient 

point-to-point service with no deviation.  

 ! The system is expected to transport 430 000 passengers daily. 

 ! High-floor buses will allow passengers to embark and disem-

bark at closed, raised stations, with level boarding.  

 ! Effective security, including closed-circuit television cameras, 

will be incorporated into the system. 

 ! Rea Vaya will incorporate a geographic information system-

based control centre to manage the flow of buses, which will 

operate at a peak-hour frequency of one to three minutes and 

ten minutes off-peak, running between 05:00 and midnight.  

 ! Bus propulsion systems will be eco-friendly.  

 ! Park-and-ride facilities will be established to encourage busi-

ness professionals to use the system. 

 ! The Johannesburg BTR system will be integrated with the 

Gautrain project linking Johannesburg and OR Tambo Inter-

national Airport with Tshwane and other existing systems. 

 

Bus Rapid Transit System and 2010 

 

The BRT System as a fast, comfortable and low cost urban trans-

port system will play a major role in making the venue for 2010 

World Cup accessible to spectators and projecting the image of 

our cities. The Integrated Transport Plan for host cities' Cape 

Town, Tshwane, Durban, and Bloemfontein among several oth-

ers will include a BRT transport system to promote the use of 

public transport ahead of the 2010 soccer spectacle. 

 

The Bus Rapid Transit System has the full support of the Minis-

try and Department of Transport and it is a flagship project for 

both the 2009 and 2010 FIFA soccer tournaments. There is an 

identified need for a high quality, customer oriented public trans-

port system which is fast, comfortable and offers low-cost mobil-

ity. This bus system will also have routes leading to the training 

and main stadiums. 

 

The BRT routes have been designed to link up with the inner-city 

distribution systems and various other development nodes and 

residential areas. Various public transport interchange facilities 

along the routes provide for connection to other road-based pub-

lic transport services servicing other areas of the city. 

 

The project will require the provision of new infrastructure as 

well as the upgrading of existing infrastructure to benefit South 

Africa far beyond 2010. 

 

International Implementation 

 

It is important to understand that the Bus Rapid Transit System is 

a well known transport system implemented internationally. BRT 

is gaining popularity around the world with no fewer than 40 

BRT systems now operating in Latin America, Northern Amer-

ica, Europe, Australasia and Asia. More than 80 systems are in 

the planning stage, including those in London and New York 

City. Most of the systems are part of a new international trend in 

city development and re-development called transport-orientated 

development (TOD). This is based on successful projects in 

South America that started in Brazil in the 1970s. 

 

The system emerged as a necessary option for Beijing to reduce 

emissions from traffic, and particularly the soaring number of 

private vehicles. It offered a cost-effective solution to city traffic, 

supplementing the rail network at one tenth of the cost of a rail 

system to construct. 

Successful BRT systems in Bogota and Brazil have improved 

commuter travelling times in these cities, reduced the number of 

accidents and contributed to improved air quality. The essential 

difference between a bus system and BRT is that BRT operates 

longer buses on dedicated bus lanes. Passengers get a regular, 

faster and congestion-free ride. 

 

The Johannesburg Rea Vaya operator business plan has been 

modelled on successful BRT systems in Latin America, where 

they have almost identical situations to those in South Africa, 

with large numbers of minibus taxis and buses vying for passen-

gers, and where both incumbent taxi and bus operators have 

become the new BRT operators. Rea Vaya operators will be 

compensated on the basis of vehicle kilometres run, rather than 

the number of passengers carried, and consultation has been 

taking place with industry representatives – particularly the mini-

bus taxi industry. 

 

Benefits of Bus Rapid Transit System 

 

Nearly two years since the first line of Beijing's bus rapid transit 

(BRT) system began operation, the rapid passenger transport 

system is contributing to the reduction of the city's severely con-

gested roads and associated air pollution for which the city is 

infamous.

 

The implementation of the BRT is seen as an economic develop-

ment project with short, medium and long-term impacts and 

benefits. The main focus in South Africa is on Johannesburg's 

ambitious plans which will form the backbone of, if not the 

framework for, a new-look city dominated by wide boulevards 

lined with landscaped pavements, multi-storey affordable flats, 

offices, shops and entertainment venues. The system and the 

accessibility it brings will go a long way towards physically and 

mentally integrating the city and improving the quality of life of 

inhabitants. Reliable public transport will also “result in more 

flexible employment and transport arrangements”, which are 

currently often constrained by the existing bus and taxi systems. 

 

Short Term Benefits of BRT 

 

 ! Efficient, reliable and frequent public transport services  

Affordable fares. 

 ! A safe and secure public transport system. 

 ! Accessible public transport for people with disabilities and 

mothers with children. 

 ! A decrease in traffic congestion, energy consumption and 

vehicle emissions. 

 ! An enhanced urban environment. 

 ! Recapitalisation of the public transport fleet. 

 ! Medium Term Benefits of BRT. 

 ! Containing urban sprawl (spread of settlements) and promot-

ing densification. 

 ! Promoting social inclusion instead of isolation. 

 ! Job creation. 

 ! Long Term Benefits of BRT. 

 ! Better economic development at and around the nodes as well 

as along the mobility spines. 

 ! Land use change along the route as well as the nodes, which 

will result in densification. 

 ! Sustainable and frequent peak and off-peak public transporta-

tion system. 

 ! Improved journey times for all public transport users. 

 ! Reduction in pollution. 
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 ! A world class public transport system which the City can be 

proud of. 

 

Environmental Benefits of Bus Rapid Transit Systems 

Considering that traffic volumes are escalating by 7% per year in 

the economically active corridor between Johannesburg and 

Tshwane, carbon dioxide emissions from private cars will in-

creasingly contribute to global warming. The use of BRT sys-

tems will therefore contribute to cleaner cities with reduced car-

bon monoxide emissions. 

 

The Rea Vaya Bus Rapid Transit (BRT) System is the largest 

ever climate change project the City of Johannesburg has under-

taken and represents a major turning point in how the City deals 

with congestion, pollution and greenhouse gases emitted due to 

transportation in Johannesburg.  An extensive study has been 

done in order to better understand the implications that a project 

of this nature will have with regard to greenhouse gas emissions 

and the environment of Johannesburg.  

 

Environmental impact studies revealed an expected savings of 

382,940 tonnes of CO2 equivalent emissions as a result of the 

implementation of the Rea Vaya system by 2010.  Operation of a 

Rea Vaya system through 2020 was estimated to save1, 6 million 

tons of CO2 equivalent emissions.  

 

It will dramatically improve the air quality of the city of Johan-

nesburg by taking thousands of poor quality buses running on 

poor quality fuel off the streets and replacing them with hun-

dreds of buses running on cleaner fuel with the most up-to-date 

pollution reduction equipment.  This will reduce dangerous ve-

hicular emission to human health.  The environmental authorities 

have been fully supportive of BRT. 

 

Risks & Challenges to the Rapid Transit System 

 

There are unfortunately risks to the timely implementation of the 

Bus Rapid Transit System: 

 

 ! Lack of support by the public transport industry where some 

of the public transport operators don’t want to support the 

project or don’t want to change to the new operations. 

 ! Developing a robust business and financial model by obtain-

ing buy-in from existing operators and financiers. 

 ! Taxi Associations have blamed government for going ahead 

and implementing the BRT without thoroughly explaining to 

them how it will work. 

 ! Taxi owners say they cannot compete with BRT because the 

system will have dedicated lanes. 

 ! One of the challenges faced in the construction of local BRT 

systems is the time factor. 

 ! Environmental impact assessment process and outcomes with 

concerns about increased noise levels and objections to expro-

priation of existing houses. 

 ! Budgetary constraints may cause delays and implementation 

over a longer period.  

 ! The biggest concern to get buy-in from a consumer point of 

view is personal safety. Most South Africans are scared of 

getting mugged on public transport systems. [Johannesburg is 

to implement video monitoring, as well as an increased police 

presence, to allay public fears] . 

 ! Other concerns are around the negative perception of buses 

when compared to private vehicles (and rail services) in terms 

of journey comfort and trip time.  

 ! Another concern highlights the need for high urban densities 

along the BRT corridors in order to ensure that the system is 

feasible to run the service it is designed for, particularly when 

it is still competing with the other modes in South African 

cities. 

 ! Training owners and operators in skills needed for successful 

Bus Rapid Transit operations.Educating users and potential 

users. 

Conclusion

Global best practice has shown that conflict is minimised when 

existing operators are drawn into BRT systems. Johannesburg is 

working towards negotiated contracts with the existing taxi and 

bus operators on routes, so that they effectively become the new 

joint operators of the BRT system. Tshwane taxi operators have 

also indicated they will buy into the BRT system if they become 

partners in the main system and not just the feeder system. 

 

These BRT systems are not seen as the final solution to public 

transport in South Africa, but will form part of an integrated 

system of different modes and linked to cycle ways and walk-

ways as part of the non-motorised transport system that should 

also be developed. 

 

The success of these systems can only be judged once they are 

operational, but it is hoped that they will assist in meeting the 

needs of public transport users.
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DEFINITIONS

Emergency

An emergency refers to an unexpected and dangerous situation that must 

be dealt with immediately (Longman Dictionary of Contemporary Eng-

lish, 1995:449).  

Peace officer

A peace officer refers to a peace officer as contemplated in section 334 

of the Criminal Procedure Act, 51 of 1977  

Traffic officer

A traffic officer means a traffic officer appointed under section 3 of the 

Road Traffic Act 29 of 1989 and any member of the force or service as 

defined in section 1 of the South African Police Service Act 68 of 1995. 

Ambulance

An ambulance is defined by section 1 (i) of the National Road Traffic 

Act 93 of 1996 as a motor vehicle especially constructed or adapted for 

the conveyance of sick or injured persons to or from a place for medical 

treatment and which is registered as an ambulance. 

Driver

According to section 1 (xv) of the National Road Traffic Act 93 of 1996, 

driver means any person who drives or attempts to drive any vehicle or 

who rides or attempts to ride any pedal cycle or who leads any draught, 

pack or saddle animal or herd or flock of animals, and “drive” or any like 

word has a corresponding meaning.  

Fire-fighting vehicle

Section 1 (xxi) of the National Road Traffic Act 93 of 1996, defines fire-

fighting vehicle is a motor vehicle designed or adapted solely or mainly 

for fighting fires and which is registered as a fire-fighting vehicle.  

TYPES OF VEHICLES THAT USE EMERGENCY LIGHTS IN 

SOUTH AFRICA

In terms of section 58.of the National Road Traffic Act 93 of 1996, the 

following vehicles are identified and permitted to use a blue emergency 

light: 

* South African Police Service (SAPS) 

* Traffic officers 

* The South African National Defence Force (SANDF) 

Although the Act makes this distinction, there are other agencies that use 

blue emergency lights even though the law does not apply to them. These 

include the Custom Service of the South African Revenue Services, the 

Immigration Branch of the Department of Home Affairs as well as the 

Directorate of Special Operations (DSO), better known as the Scorpions

(With reference to the Scorpions, this argument is related to prior 1 

March 2009, before the Scorpions were formally incorporated into the 

SAPS).  In addition, Regulation 176(3) of the National Road Traffic Act 

93 of 1996, the following vehicles are classified as emergency vehicles: 

* Ambulance 

* Fire-fighter or fire brigade 

However, in essence there are other vehicles that use emergency lights 

but they are not specified neither in the Act nor in the Regulation. This 

category includes the following vehicles: security companies, Automo-

bile Association (AA), roadside assistance vehicles such as BMW on 

Call and Volkswagen, Department of Correctional Services (DCS), dis-

aster management, tow trucks, road construction contractors, municipal 

waste removal, municipal electricity unit, municipal parks, etc…  

CHALLENGES

Reckless and negligent driving 

In terms of section 63 of the National Road Traffic Act 93 of 1996, no 

person may drive a vehicle recklessly or negligently on a public road. 

Section 60 of the Act, stipulates that “certain drivers may exceed the 

general speed limit, e.g. a rescue vehicle or a police vehicle but only in 

the performance of their duties, provided that the vehicle is driven with 

due regard to the safety of other traffic”. These guidelines are also in line 

with section 15 of the National Road Traffic Amendment Act 64 of 

2008.  

Recently there has been public outcry about the reckless and negligent 

driving by the members of the SAPS VIP Protection Unit. The allega-

tions include shooting of motorists who were accused of driving too 

close to the president’s motorcade as well driving on the emergency lane 

even when the members are off duty. This is very strange because mem-

bers of the SAPS are expected to adhere to the provisions of the Act as 

well as the Special Force Order 3A/87/12 of 1999 which deal with the 

“Duties of Drivers”.  Besides the VIP’s reckless behaviour, the behaviour 

of tow truck drivers needs a lot to be desired. They behave like 

“vultures” and they have no respect for other road users. In most cases 

unnecessary accidents have been caused by tow truck drivers whilst 

rushing to another scene of accident. This is a serious concern. The au-

thor is of the opinion that tow truck drivers and SAPS’s VIP drivers are 

treated with “velvet gloves”.  

Lack of uniform regulation and classification of emergency lights 

It is common knowledge that the SAPS, Traffic officers, ambulance 

services, fire brigades/services as well as SANDF vehicles are classified 

as emergency vehicles. This is in line with section 58.of the National 

Road Traffic Act 93 of 1996 and Regulation 176(3) of the National Road 

Traffic Act 93 of 1996. What is worrying is that there are other catego-

ries of emergency vehicles that are not explicitly categorised by the Act. 

Such a loophole in our law creates uncertainty and a leeway for any 

agency to use an emergency light. For example, the Immigration Branch 

of the Department of Home Affairs and the Customs Service of the South 

African Revenue Services use blue emergency lights even though they 

are not classified by the Act. Legislation is silent as to which agency is 

allowed to use which emergency light and the colour thereof. 

Criminality 

Criminal activities committed by people using emergency lights range 

from culpable homicide to armed robberies. However, the author would 

like to highlight one particular case that took place in Pretoria and Carl-

tonville, “The blue light gang”. The gang became known as the “Blue 

ABSTRACT

On the 28 September 2004, the Pretoria High Court 

sentenced two former military police officials and five 

other members of the so called “Blue light gang” to 

long terms of imprisonment. This happened after the 

gang terrorised people around Pretoria and Carlton-

ville, by pretending to be police officials on duty. Most 

of the crimes were committed by using blue light police 

emergency lights to stop the victims before robbing 

them. In addition to this incident, members of the 

South African Police Service’s Protection and Security 

Services have been criticised in the media by driving 

recklessly and causing accidents whilst using emer-

gency blue lights. Therefore it is clear that there is a 

problem with the regulation of emergency lights in 

South Africa. This article seeks to unravel the chal-

lenges facing the use of emergency lights as well as 

coming up with proposed solutions.  

CONFUSION SURROUNDING THE USE OF  

EMERGENCY LIGHTS
IN SOUTH AFRICA

By Dr Moses Montesh 

School of Criminal Justice, University of South Africa 

T
he purpose of this article is to look at the challenges facing South Africa 

with regards to the use of emergency lights. Although the use of emer-

gency lights in South Africa is governed by the Road Traffic Act 29 of 

1989 as well as the National Road Traffic Act 93 of 1996, questions 

have been asked as to what extent can emergency vehicles use such lights as well as 

to who and when an emergency light can be used. Another concern is the question 

of the classification and colouring of emergency lights. In the wake of these chal-

lenges, it is proper for academics to outline the deficiencies that exist so that au-

thorities can be able to correct the situation.
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light gang” because they used bullet-proof jackets and a (delete) blue 

emergency lights to stop their victims whilst pretending to be police 

officials. Once the victim has stopped, the criminals would point guns at 

and rob the occupants.The gang consisted of a former military police 

sergeant, a former air force policeman, a former security guard and five 

accomplices.  

During the gang’s reign of terror, five cars were hijacked, one person 

was killed, numerous firearms were stolen and more than R300 000  was 

stolen (http://www.news24.co/News). The gang’s reign of terror came to 

an end on the 28th September 2004, when the Pretoria High Court finally 

convicted them and sentenced them to a total of 170 years imprisonment. 

However, this should be a lesson to South Africa that if laws are not 

properly crafted, criminals will take advantage. In addition, it is also 

clear that if emergency lights are not properly regulated, criminals will 

take advantage.

RECOMMENDATIONS

Classification of emergency lights 

From the above discussion, it is clear that the current classification and 

regulation of emergency lights as outlined in section 58, 60, 63, 89 (1) of 

the National Road Traffic Act 93 of 1996 and section 15 of the National 

Road Traffic Amendment Act 64 of 2008 as well as Regulation 173 and 

Regulation 185 of the by the National Road Traffic Act is insufficient. 

The author proposes the following classification: 

In addition to this classification, the National Road Traffic Act, the South 

African Police Service Act, the Defence Act 42 of 2002, Civil Protection 

Act 67 of 1977 as well as the Criminal Procedure Act 51 of 1977 to 

make provision for the classification and regulation thereof. 

Regulate the manufacturers and dealers 

There are a number of manufacturers and dealers in South Africa. Cur-

rently there are no clear guidelines on how to regulate manufacturers and 

dealers. Such a lack of procedures and regulations creates an opportunity 

for criminals to take advantage of the situation where anyone can pur-

chase an emergency light without reason. The author would like to make 

the following suggestions: Amend the laws to make provision for manu-

facturers and dealers to record all the particulars of buyers to (delete) 

who purchase these lights; ensure that each buyer submits a certificate to 

the dealer whenever a purchase is made to prove the authenticity and 

category of the agency; build mechanisms where dealers will be required 

by law to produce evidence of how many emergency lights have been 

sold and to whom; build procedures where the SAPS will be able to 

conduct planned or unplanned inspections to the dealer and manufacturer 

premises to ensure that such dealers and manufacturers comply with the 

law. This means that every dealer or manufacturer must be accredited by 

the SAPS. Such an accreditation shall include the category of emergency 

lights produced or sold by such a provider or dealer. 

Uniform standards for all drivers of emergency vehicles 

In addition to the above-mentioned recommendations, the author is of the 

opinion that the SAPS, Road Traffic Management Corporation (RTMC), 

Department of Transport, representatives from Municipal/Metro police, 

ambulance services, fire brigade, SANDF and Correctional Services need 

to come up with a task team which will draft a set of competencies that 

they will consider to be the minimum requirements for any driver to be 

skilled in before driving an emergency vehicle.  

Such competencies can be classified into three elements, namely, the 

ability to assess the need for an emergency response, the ability to drive 

the vehicle safely to emergencies and the ability to demonstrate the cor-

CATEGORY AGENCY

(ORGANISATION)

COLOUR

“A” SAPS, Traffic officers, Metro 

Municipal Police Service,  SANDF 

& Correctional Service 

Blue 

“B” Ambulance Services, Fire brigade, 

Home Affairs Immigration Branch 

& Customs Service of SARS 

Blue & maroon 

“C” Disaster management agencies Green 

“D” Building and road construction 

vehicles, security companies, AA, 

BWN BMW & VW on call as well 

as the rest 

Orange

rect attitude when responding to emergencies. The following recommen-

dations are based on the British Driving Standards Agency (DSA), an 

agency of the British Department of Transport which can be equated to 

the RTMC. 

Element 1: The ability to assess the need for an emergency response

In terms of element one, the driver of an emergency vehicle shall be 

expected to do the following: 

*  Ensure that the vehicle is suitable and ready for emergency response 

* Be able to assess the need to respond using emergency audible and 

visual warning devices 

* Be able to display awareness of responsibility and legal requirements 

when deciding upon the need for an emergency response 

* Be able to assess the need for continued response 

* Be able to comply with the organisation’s instructions 

Element 2: The ability to drive the vehicle safely to emergencies

In terms of element two, the author recommends that the driver of an 

emergency vehicle should be expected to do the following:

* Be able to warn other road users, where appropriate through effective 

display and use of audible and visual emergency warning devices

* Be able to continually assess and adjust driving speed to that appropri-

ate to road and traffic conditions, and the urgency of the response neces-

sary, to ensure safety

* Be able to position the vehicle for advantage in respect to the position 

and movement of other road users 

* Be able to show awareness and assess the likely unplanned actions of 

the other road users 

* Be able to show awareness and assess the impact of the use of emer-

gency audible and visual warning devices on others 

* Be able to drive within the vehicle limitations 

* Be able to use correct legal exemptions where justified 

Element 3: Ability to demonstrate the correct attitude when responding 

to emergencies

As for element three, the author suggests that the driver of an emergency 

vehicle must be able to display the following essential attitudes: 

* Display awareness and understanding of how attitude affects behaviour 

and performance when driving in emergency response situations 

* Recognise and respond appropriately to fatigue and stress levels, which 

may affect judgement and performance 

* Recognise and show awareness of the need to place safety above all  

* Recognise how negative attitude and emotions can affect decision 

making process 

* Recognise that physiological changes can impair judgement  

* Demonstrate a calm, considered and professional manner when driving 

* Recognise that safety is paramount at all times. 

CONCLUSION

Since the controversy about the use of blue emergency lights by the 

SAPS VIP members has emerged, political parties such as the Democ-

ratic Alliance and the United Democratic Movement have capitalised on 

the situation to score political points. It is not wrong to score political 

points, but the author is of the opinion that the problem is not only the 

use of blue emergency lights, but the usage of emergency lights in total-

ity. Therefore, South Africa needs to revamp the process including other 

agencies such as the fire brigade, ambulances and tow truck drivers 

among others. Furthermore, the state has a moral and legal duty to ensure 

that manufacturers and dealers are properly regulated. To single one 

agency cannot help eradicate the situation. The author is of the opinion 

that “prevention is better than cure”.
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Education & Communication into one, five-day 

event. Day 1 and 2 will include a general plenary 

with generic papers that would be of interest to all 

parties. Day 3 and 4 will see the various disciplines 

break away into the respective commissions and 

the last day will end with the resolutions and a 

dynamic motivational speaker. 

TF: This year, the Institute of Traffic and Mu-

nicipal Police Officers of SA (ITMPO-SA) has 

decided to join hands with the RTMC. That’s 

very interesting…? 

AI:  Last year saw two national traffic conferences, 

one by the RTMC, and the other, in September 

hosted by the ITMPOSA. Because the target audi-

ences of these two conferences were overlapping, 

the institute decided this year to join hands with the 

RTMC and host one combined, major conference. 

This will enhance the partnership between the two 

TIME IS RUNNING OUT…! 

 Have you registered…? 

Conference

TF: The title of the conference is quite a 

mouthful…? 

AI: Yes, it denotes the enormity of this year’s 

event. It incorporates a four-in-one conference, an 

Awards’ Function, a Grand Opening & Closing 

Ceremony as well as a live crash scene simulation. 

All this to ensure that the main objective of en-

hancing professionalism within the road traffic 

fraternity is fully realized. With the World Cup at 

our doorstep, the CEO of the RTMC, Mr. Ran-

thoko Rakgoale wants road traffic practitioners to 

be the best ambassadors of road safety for our 

country. 

TF: So which four disciplines have come 

together for the conference? 

AI: This year we’ve decided to incorporate Traffic 

Law Enforcement, Traffic Training, Accident In-

vestigation & Reconstruction and Road Safety 

T
HE RTMC INTERNATIONAL ROAD TRAFFIC MAN-

AGEMENT SAFETY CONFERENCE AND AWARDS’ 

FUNCTION, IN CONJUNCTION WITH ITMPO-SA, IS 

MOVING AT FULL STEAM.  TRAFFIC FOCUS SPOKE TO MR 

ASHREF ISMAIL, CO-PROJECT LEADER, ABOUT THE DIF-

FERENCES IN THIS YEAR’S EVENT THAT PROMISES TO BE 

THE HIGHLIGHT OF THE YEAR.

A message from Ashref Ishmael of the RTMC
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institutions and will also save money for delegates 

and sponsors of the conference. 

TF: What can delegates expect from this 

year’s conference? 

AI: You will see that the title includes the word: 

“International”, so not only will we be having dy-

namic, thought-provoking papers presented by 

local experts, but international best practice models 

will also be featured in the broad field of road traf-

fic management. The conference will have a mix of 

academic and practical papers based on training, 

institutional arrangements, legislation, operations 

and, in the case of enforcement, high tech equip-

ment. The exhibitors, too, have promised to make 

their stands highly interactive with lots of demon-

strations and samples. 

TF: Where will the conference take place, 

what are the costs and is there still time to 

register? 

AI: Yes, given the fact that more one thousand 

delegates are expected comprising of managers, 

supervisors and junior officers, not to mention 

representatives from various transport, traffic and 

road safety role-player and stakeholder groups, the 

deadline for registration has been removed. But 

people will be advised to act swiftly because the 

seats are filling very fast! Walala, wasala! The 

cost is R 1250,00 per delegate for the five days 

including the Awards’ Function. (R1000,00 for 

ITMPO members). The cost for transport, accom-

modation and dinner will be for the delegate’s 

account. The event will take place in the stunning 

Cape Town Convention Centre near the Water-

front. A tour of the city and Robben Island will 

also be available after the conference hours for 

those who may be interested! 

TF: What role is the Western Cape playing 

in this event? 

AI: The Western Cape Provincial Department, 

together with Cape Metro Police, Cape Traffic 

Services, City of Cape Town, SAPS, Disaster 

Management and others have established a 

shadow committee and is playing a major role 

in the preparation of the Grand Opening and 

Closing Ceremonies. We know that they’re 

planning a really WOW Event! We look for-

ward to an event that will capture the hearts 

and minds of the delegates, and from the posi-

tive media report we’re expecting, from the 

road users as well. 

TF: Who can we contact for more de-

tails on the Awards’ Procedure? 

AI: Please contact Ms Anisha Panday on An-

ishap@rtmc.co.za  or 012 – 809 5200 or visit 

our RTMC website on www.RTMC.co.za for 

further information. 

TF: Can we get contact details for any 

additional information that delegates, 

sponsors, exhibitors or the general pub-

lic may want? 

AI: The following persons can be contacted: 

Ashref Ismail – Traffic Enforcement: 

Ashrefi@rtmc.co.za or 071 680 3448 or 012 – 

809 5251 

Ntau Letebele – Road Safety Education & 

Communication: Ntaul@rtmc.co.za or 083 923 

9194

Cielie Karow – Accident Investigation & Re-

construction: CielieK@rtmc.co.za or 083 326 

1992

Thandi Moya – Corporate Communications: 

Thandim@rtmc.co.za or 071 680 3445 

Kid Boikanyo – ITMPO Liaison: Kboi-

kanyo@mafikeng.gov.za or 084 602 8370 

Conference

Registration form on page  22
(If you don’t want to remove the page from your magazine you can 

make a photostat copy of the form). 
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The objectives of the monitoring exercise were to:

1. Verify operations as the operations schedule supplied 

 by the respective authorities; 

2. Check for knowledge of and compliance with the Roll

 ing Enforcement Plan; 

3. Measure impact of enforcement operations; 

4. Engage with traffic officers to identify threats and 

 challenges; 

5. Boost morale and build confidence; 

6. Market the RTMC by explaining the role, function and 

 objectives of the corporation; 

7. Provide and solicit innovative recommendations for 

 uture assimilation; 

8. Monitor innovative, pilot projects; 

This is a summary of his findings:

* On the days when I visited the various provinces, the follow-

ing provinces demonstrated a high level of visible, traffic 

enforcement operations: Limpopo, Mpumalanga, Gauteng, 

North West, Eastern Cape and Western Cape. (In no particu-

lar  order) 

* Eastern Cape, Western Cape and KZN continue to lead in 

TT
he past Festive Season has been hailed for a massive reduction of fatalities in a long 

time. Lots of debates have been held attempting to attribute the reasons for the apparent 

success of this season’s campaign.  The Senior Manager: Enforcement Co-ordination, 

Ashref Ismail, together with other senior officials from the RTMC embarked on a major monitor-

ing exercise, visiting traffic operations, chatting to officers, conducting roadside workshops and 

sharing views on challenges and opportunities within the enforcement fraternity.  Here he shares 

highlights of some of his observations and possible recommendations based largely on inputs re-

ceived from the foot soldiers on the ground. The question is: do you agree with him? Feel free to e

-mail him on ashrefi@rtmc.co.za

respect of alcohol enforcement. 

* Night time traffic operations are normally conducted by met-

ropolitan police departments with concentration on alcohol 

enforcement. There is little or no traffic enforcement presence 

on rural roads after 18h00. 

* Local Traffic Authorities concentrate mainly on speed en-

forcement and mostly during the day. 

* Local traffic Authorities, except in KZN, Western Cape, 

Gauteng and Eastern Cape are not aligned to provincial/

RTMC road safety prerogatives. There is little co-ordination, 

communication and co-operation between the two implemen-

tation tiers of government. 

* Most provincial authorities were complying with their respec-

tive Festive Season Enforcement Plans as per the National 

Rolling Enforcement Plans. However, many traffic officers 

on the ground (provincial) as well as Local Traffic Officers 

are not familiar with the National Rolling Enforcement Plan. 

* The execution of some traffic operations, particularly speed 

timing on roads that do not warrant it, leaves lots of doubt in 

terms of rationale and impact of the operation and the subse-

quent erosion of public support. 

*  The Eastern Cape province proved conclusively that the ac-

ceptance by the courts of the Dragar evidential was not a 

prerequisite for effective alcohol enforcement. Drawing of 

blood, although cumbersome was equally effective. 

* Some of the most incredible ideas on smart policing tactics 

A Report on the Findings of the  

ENFORCEMENT MONITORIENFORCEMENT MONITORINGNG

EXERCISEEXERCISE by Ashref Ishmael  (RTMC)
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were obtained from officers on the ground. Similarly, I wit-

nessed numerous pockets of examples where committed 

officers were doing their very best against some trying cir-

cumstances. 

*  The shortage of material resources remain a major challenge 

across the board, be it in the form of basics such as torches, 

reflective jackets, traffic cones or more sophisticated equip-

ment such as screeners, evidentials, number plate recognition 

systems or patrol cars. Not surprisingly, no one complained 

about the lack of speed timing equipment! 

* Officers of all ranks truly appreciated the mini motivational 

workshops. “It is really great to see that the RTMC cares 

about the single most important resource: the officer in uni-

form,” said a Senior Manager in his vote of thanks to me. It 

helped to boost their morale and build confidence in their 

professional and personal lives. 

*    There is no coherent enforcement strategy on pedestrians. 

* There is a great deal of confusion regarding Public Transport 

Enforcement iro of mini-bus taxis (documentations, impound-

ments, suspensions, arrests, vehicle dimensions.) 

*     Seatbelt enforcement is still seen as a soft issue. 

*     Obtaining statistics remains one of the single biggest chal-    

     lenges. 

* Apart from major launch K78 Roadblocks, Road Safety Pro-

motion Officers were conspicuously absent at other big opera-

tions. 

* The media was, similarly, not invited to major operations 

where large scale successes could be demonstrated. 

* A lot more work needs to be done in respect of supervision. 

The greatest successes are recorded at operations where Su-

pervisors/Managers are dressed in uniform and working with 

officers, as it is motivating and empowering.  

*    Many, particularly local authorities, do not conduct     

    time before there’s a tragedy. 

THE WAY FORWARD (ASPECTS THAT DEFINITELY CAN BE 

ADDRESSED IN 2009) 

* The National Rolling Enforcement Plan (NREP) must be 

strengthened, expanded and extended to all local traffic au-

thorities and officers on the ground must be sensitized on its 

contents. Road Safety Officers/Media Liaison Officers at all 

three spheres must be informed about the NREP and should 

be involved in organizing regional media events in support of 

the thematic approaches. Road safety literature for these focal 

areas should also be produced in good time. Emphasis must 

be made to concentrate enforcement operations during haz-

ardous times and locations with interpersonal stopping and 

screening of a minimum of agreed number of vehicles. 

* The NREP should make a concerted effort to address the 

following three major road safety issues for 2009: Alcohol 

Enforcement, Pedestrian Safety and Seatbelt Usage. 

* The “Alcohol Package” which comprises a Roadblock  

Trailer, Evidential & five screeners will be accompanied by a   

training workshop and Service Level Agreement to ensure  

that there is compliance in respect of minimum performance. 

*     The procurement of future enforcement 

equipment and its       a l l o c a t i o n /

distribution must be totally revamped. As we are      

doing with the “Alcohol Enforcement Packages”, other 

such      packages must be developed in respect of 

“Moving Viola-         tions”, “Pedestrian Enforce-

ment” and “Loads Management”.      Authorities must 

be consulted regarding a needs analyses for      t h e s e 

“packages” and items procured through the tender proc

     ess. 

* Authorities must be invited to submit a business 

plan motivating the need for a “package”. A committee 

must evaluate each submission and allocation made 

accordingly on a first-come, first served basis. 

* Each package must be accompanied by a train-

ing workshop and an SLA to ensure that there are conse-

quences for non compliance, poor performance or any 

deviation. 

* The CEO’s plan to re-structure the planning and 

co-ordination organigram will certainly ensure that plans 

are cascaded to all authorities and that stats and informa-

tion required are correctly channelled back to the 

RTMC.

* The mini motivational presentation will be 

extended and incorporated at various empowerment 

workshops. 

* A collection of some of the best smart policing tactics and 

best practise models will be compiled in the form of a user-

friendly booklet. 

*     Lessons learnt during this season will be incorporated in the 

     forthcoming Easter 2009 campaign. 

*     Innovative ideas obtained from the road will be incorporated 

     into this year’s Awards Function at the Traffic Conference in 

     October 2009. 

* In preparation for 2010, we would like to request that the 

CEO send a team of dynamic operational members from the 

nine provinces to Germany to learn how they dealt with host-

ing a major sporting event. On their return, it would be ex-

pected that they share their knowledge with their respective 

teams.  

* Capacity building should be an on-going prerogative of all the 

authorities from in-house, in service, formal, informal and 

non-formal training to ensure a dynamic, pro-active team of 

professional traffic officials. 

* The National Traffic Law Enforcement Code (NRTLEC) 

should be fast tracked. 

* Special 2010 World Cup specific enforcement training should 

be facilitated as soon as possible. 

QUANTITIVE SUMMARY:

I wish to  thank my counterparts in the various authorities for 

their co-operation for the valuable educational experiences 

gained in my visits to their operations. Needless to say, lots of 

works needs to be done, but with the co-operation of all par-

ties, these challenges can be overcome. And I salute our dedi-

cated officers on the road who tried and continue trying under 

some very difficult conditions, often away from their loved 

ones during these special times to ensure that other loved ones 

reach their destinations safely. 

God Bless and Good Luck! May the 

Force be with you.

.

Number of days on the road: 18 in total

Number of provinces covered: All nine

Number of kilometres covered: +- 6000

Number of operations noted: 106

Number of operations visited and worked at: 28

Number of motivational workshops held: 12

Number of officers exposed to motivational work-

shops:

146

Number of PR visits conducted: 2

Number of accidents en route: 6

Traffic Law Enforcement
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International Road Traffic Safety Management Conference and 
Awards Function in Conjunction with the Institute of Traffic and 

Municipal Police Officer’s (ITMPO) (24-28 August 2009)

Please complete and return on or before 30 June 2009 to Onica Ramadi on 
Onicar@rtmc.co.za or Mandy Grimsell on MandyG@rtmc.co.za  or fax on 086 609 4588 or
register on www.rtmc.co.za. By returning this form you are indicating your interest in attending 
the five-day conference at the cost of R 1250,00 (Inclusive of VAT) per person excluding transport 
and accommodation costs. Please email or fax receipt as proof of payment. There will be no part 
costs or refunds for attending only a part of the conference.  

Surname:……………………………………………………………………………………………………………………………….. 

Initials:…………………………………………………………………………………………………………………………………… 

Position:…………………………………………………………………………………………………………………………………. 

Organization/Department/Authority:…………………………………………………………………………………………. 

Postal Address:…………………………………………………………………………...........................................

……………………………………………Postal Code:……………………………………………………………………………… 

Telephone:……………………………………………………………………………………………………………………………. 

Fax:………………………………………………………………………………………………………………………………………. 

Cellphone:……………………………………………………………………………………………………………………………… 

E-mail:…………………………………………………………………………………………………………………………………… 

Payment:  Cash [      ]        Cheque [      ]        Electronic Transfer [     ]        Other [      ] 

If other please explain:………………………………………………………………….......................................

RTMC Banking details:  Bank:  Standard Bank: Account Holder:  Road Traffic Management 
Corporation: Account number: 41 029 398 9 Branch code, 012645, Branch: Centurion 

Signature:………………………………………………………………………………………………………………………………. 

REGISTRATION FORM 
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April2009—Volume 2/1 Compiled by 
Brig Dirk Lambrechts (B Juris) 

Traffic LawTraffic Law

FocusFocus

UNDERSTANDING OUR CONSTITUTION—Part 2 

Limitations explained 

In the light of the preceding, it is best to explain (only) some of 

the rights referred to in the Bill of Rights at the hand of a ques-

tion, together with a specimen answer to the question.  Imagine 

that this is an examination question counting 10(ten) marks.  By 

the way. If you know the answer to this question, then you know 

the workings of the Bill of Rights.  If you don’t, then people are 

going to bluff you.  Here follows the question.

“The Bill of Rights contained in Chapter 2 (stretching from sec-

tions 7 to 39) of our Constitution, provides for certain rights, 

inter alia a right to equality (section 9 of our Constitution) – yet 

affirmative action which discriminate on the ground of race is 

allowed, while a member of the SAPS may only call on a male

inhabitant (but not on a female inhabitant) between the ages of 

16 and 60 years to assist such member in making an arrest; a 

right to life (section 11) – yet virtually every day armed bank 

robbers are shot dead; a right to freedom (section 12(1)) – yet 

everyday people are arrested by peace officers (like members of 

the SAPS, municipal police officials and traffic officers) without 

warrants of arrest and then locked up; a right not to be treated in 

a cruel, inhuman or degrading way (section 12(1)(e)) – yet 

virtually every day some or other law enforcement officer takes 

the finger-prints of people, throw tear-gas at people, set police or 

security dogs on people, shoot people with rubber bullets and, on 

a Sunday morning, a pastor who is conveying some of his church 

members in his motor vehicle to Sunday school and church, is 

stopped by a traffic officer and compelled to undergo a breatha-

lyser test in front of such church members (degrading treatment 

[Afrikaans: “vernederende behandeling”]); a right to privacy

which includes the right not to have one’s person or property 

searched, not to have one’s possessions seized or not to have 

the privacy of one’s communications infringed (section 14) – 

yet virtually every day some or other law enforcement officer 

search people and their property without search warrants and 

without the consent of such people, and virtually every day traf-

fic officers seize and remove the motor vehicles of people and 

then impound them whereupon the people concerned (owners of 

vehicles) must pay for such removal and impoundment and for 

the return of their own property (!), and, regarding the infringe-

ment of communications, virtually everyday the SAPS, South 

African National Defence Force, Intelligence Services, Scorpi-

ons, Asset Forfeiture Unit and the Independent Complaints Di-

rectorate (ICD), tap the telephones of people and bug the houses 

and offices of people; a right to assemble, to demonstrate, to 

picket (Afrikaans: “betooglinie vorm”) and to present petitions 

(section 17) – yet some people who engage in these activities are 

dispersed (sometimes forcefully!) by law enforcement officers;  

a right to strike (section 23 (2)(c)) – yet members of the SAPS 

are not allowed to strike; and a right of an accused person to 

have adequate time and facilities to prepare a defence at crimi-

nal proceedings and for such accused person, to choose his/her 

own legal practitioner at such proceedings (section 35(3) (b) 

and (f)) – yet mobile courts are set up along our roadsides where 

speeding offenders are arrested and brought straight before such 

mobile court where he/she is summarily required to plead and 

to be tried (so-called instant trials [Afrikaans: “kitsverhore”]). 

Explain in your own words how these above, apparent contra-

South Africa has a Constitution of which most of us are 

proud of.  However, do we, especially law enforcement 

officers, understand our Constitution?  One sometimes 

gets the impression that some of us don’t understand it and 

then we hear and read remarks such as “that due to our 

Constitution, the criminals have more rights than law en-

forcement officers” and, “the Constitution is to be blamed 

for the unacceptable crime situation in South Africa”.  

Accordingly this discussion will attempt to make our Con-

stitution understandable, as far as it is relevant to readers 

of this magazine.

Continued from March 2009 edition 
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Traffic Law  

dicting statements, are reconcilable”.  

Specimen answer to the this question supra

Note that the numbering of the different paragraphs infra, repre-

sent the allocation of marks “as if in an examination”.  

1. In terms of section 7 (3) of our Constitution, the rights 

contained in the Bill of Rights are subject to the limitations 

(Afrikaans: “beperkings”) contained or referred to in section 36 

of our Constitution or elsewhere in the Bill of Rights (stretching 

from sections 7 to 39 of our Constitution). 

2. An example of how the Bill of Rights limits itself, is 

section 35 (1) and (2) - rights of an arrested and a detained

person while everyone has a right to freedom (section 12 of our 

Constitution).  Another example of this is section 37 (6) of our 

Constitution which allows for detention without trial during a 

state of emergency, while everyone has the right not to be de-

tained without trial (section 12 (1) (b) of our Constitution). 

3. According to the said section 36 of our Constitution 

supra, all the rights contained in the Bill of Rights may be lim-

ited only in terms of law of general application (Afrikaans: 

“algemeen geldende regsvoorskrif”) to the extent that such limi-

tation is reasonable and justifiable (Afrikaans: “redelik en reg-

verdigbaar”) in an open and democratic society. 

4. Examples of law of general application referred to 

above which limit the rights to the facts contained in the given 

question, are the following: 

Regarding a right to equality there is subsection (2) of section 9 

of our Constitution that allows for affirmative action where it 

states that “legislative and 

other measures designed to protect or advance persons, or cate-

gories of persons, disadvantaged by unfair discrimination may be 

taken”.  The “legislative  

measures” referred to here are, inter alia, the Employment Eq-

uity Act 55 of 1998.  This is another classical example of how 

the Bill of Rights limits itself. Then there is of course section 47 

of the Criminal Procedure Act 51 of 1977 which 

provide that a member of the SAPS (not a municipal police 

official and not a traffic officer) may call upon a private male

person between sixteen and sixty years of age to assist in making 

an arrest when called upon. 

5. Regarding a right to life there are section 49 of the 

Criminal Procedure Act 51 of 1977 which allows for the use of 

deadly force under certain prescribed circumstances when ef-

fecting an arrest, as well as the use of deadly force in common

law private defence (Afrikaans: “noodweer”). 

Regarding a right to freedom, the required law of general appli-

cation that limits this right is to be found in (just to mention a 

few) section 40 (arrest without a warrant by a peace officer) and 

section 42 (arrest without a warrant by a private person) of the 

Criminal Procedure Act 51 of 1977. 

6. Regarding a right not to be treated in a cruel, inhuman 

or degrading way, section 37(1) (a) of the Criminal Procedure 

Act 51 of 1977 allows for the taking of finger-prints; the throw 

of tear-gas, setting of dogs on people and the shooting of rubber 

bullets are all allowed where a law provides for the lawful use of 

force, like for instance sections 48 and 49 of the Criminal Proce-

dure Act 51 of 1977, as well as in common law private defence; 

the pastor (with his clerical collar and all!) cannot, according to 

section 65(9), read together with section 89(1) of the National 

Road Traffic Act 93 of 1996, refuse that a specimen of breath be 

taken of him;  search provisions by certain prescribed persons/ 

officials with or without a warrant and with or without the con-

sent of the person whose rights are affected, are countless in 

South African law, for example sections 20, 21, 22 and 24 of the 

Criminal Procedure Act 51 of 1977;  the seizure, removal and 

impoundment of motor vehicles are legally allowed by virtue of 

the provisions of regulation 305 (6) of the National Road Traffic 

Regulations, 2000 (as amended); while telephone tapping and 

the bugging of houses and offices are legally allowed by the six 

(6) instances referred to supra in terms of the Regulation of 

Interception of Communications and Provision of Communica-

tion-related  Information Act 70 of 2002. 

7 To assemble and to demonstrate are regulated by law 

of general application found in the Regulation of Gatherings Act 

205 of 1993 and in terms of which one must have the prescribed 

permission to do it. 

Strike by members of the SAPS is prohibited in terms of sec-

tion 65(1)(d), read together with section 71 of the Labour Rela-

tions Act 66 of 1995 (being an essential service), as well as in 

terms of section 41 of the South African Police Service Act 68 of 

1995.

8. However, regarding mobile courts along our roadsides, 

sanity prevailed by way of  S v Van Heerden and Other Cases 

2002 (1) SACR 409 (TPD) where the court held that it is uncon-

stitutional.  Phrased differently:  There is no limitation on sec-

tion 35(3)(b) and (f)of our Constitution! 

9. Who decides ultimately or finally whether a certain 

limitation is reasonable and justifiable in an open and democratic 

society?  The answer is the Constitutional Court. 

10. Accordingly the people of South Africa are (so to speak), 

governed by the judicial authority (the courts).  This is why we 

are now called a constitutional or legal state, in contrast to a 

police state. 

CONCLUSION 

In the light of the preceding it appears that if it were not for 

“limitations”, the Bill of Rights would have made our country 

(to use a well-known South African cliché) ungovernable. 
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Agreement, are entitled to enter a specific designated area. 

According to section 6 of Act 11 of 2006 (under the head-

ing “Access control measures” [Afrikaans: 

“toegangsbeheermaatreëls”]) a peace officer is to enforce 

such access control measures.  In terms of section 1 of Act 

11 of 2006 a “peace officer” (for purposes of this Act 11 

of 2006) is defined as meaning “a peace officer as defined 

in section 1 of the Criminal Procedure Act, 1977 (Act No. 

51 of 1977), and includes a member of a municipal police 

service as defined in section 1 of the South African Police 

Service Act, 1995 (Act No. 68 of 1995)”. 

(Emphasis added) 

Then there are sections 7 and 8 of Act 11 of 2006 which 

provide as follow: 

 “Traffic-free zones 

7.(1)(a) No person may drive a vehicle into or in a traffic-

free zone or park such vehicle in that zone unless a pre-

scribed notice authorizing the presence of the vehicle in 

that zone is displayed on the vehicle in the prescribed 

manner. 

(b) For the purposes of paragraph (a), a traffic-free zone is 

any public road or area that 

is – 

(i) identified by the National Commissioner of the South 

African Police Service, after consultation with all other 

stakeholders, as a traffic-free zone; and 

(ii) clearly marked in the prescribed manner as a traffic-

free zone. 

(2) A peace officer must refuse a person permission to 

drive a vehicle into a traffic-free zone unless a notice con-

templated in subsection (1)(a) is displayed on such vehi-

cle.

(3) A peace officer who finds a vehicle parked or being 

Traffic Law  

The object of Act 11 of 2006 is to give effect to the Or-

ganising Association Agreement between the Fédération 

Internationale de Football Association (FIFA) and the 

South African Football Association (SAFA) and to the 

guarantees issued by the South African Government to 

FIFA for the hosting and staging of the 2010 FIFA World 

Cup South Africa*, as well as to provide for matters con-

nected therewith. 

Of importance to readers of this magazine is section 2 of 

Act 11 of 2006 in terms of which the Minister of Sport 

and Recreation must by notice in the Government Gazette, 

declare a stadium or venue (Afrikaans: “stadion of wed-

strydplek”) as a stadium or venue recognized for the pur-

poses of Act 11 of 2006. 

According to section 5 of Act 11 of 2006, the 2010 FIFA 

World Cup Organising Committee South Africa (the 

LOC) may, after consultation with the National Commis-

sioner of the South African Police Service and all other 

stakeholders (Afrikaans: “belanghebbendes”), designate 

any site or any area in a site (Afrikaans: “enige terrein of 

enige gebied op ‘n terrein”) as a designated area

(Afrikaans: “aangewese gebied”) that may only be entered 

by a person in possession of an accreditation card.  Such 

accreditation cards will be issued by the LOC to persons 

who, in accordance with the Organising Association 

2010 FIFA WORLD CUP 

SOUTH AFRICA 
By Brig Dirk Lambrechts (B Juris)

Legally Speaking...

T
he 2010 FIFA World Cup South Africa Spe-

cial Measures Act 11 of 2006 (hereinafter 

referred to as Act 11 of 2006) appears in 

Government Gazette No. 29198 dated 7 September 

2006.
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driven in a traffic-free zone without displaying a notice 

contemplated in subsection (1)(a) must- 

(a) direct the person who is driving the vehicle to leave 

that zone immediately; 

(b) if the owner or person who parked the vehicle is read-

ily available, order such owner or person to remove the 

vehicle from that zone; or 

(c) if the owner or person who parked the vehicle is not 

readily available, remove the vehicle from that zone and 

impound the vehicle. 

(4) For the purposes of subsection (3)(c), regulation 305

(6) of the National Road Traffic Regulations, 2000,

applies with the necessary changes. 

(5) Any person who – 

(a) contravenes or fails to comply with this section; or 

(b) obstructs or hinders any peace officer in the exercise 

of his or her powers under this section, 

is guilty of an offence and liable on conviction to a fine or 

to imprisonment for a period not exceeding six months or 

to both a fine and such imprisonment. 

Search and seizure 

8. (1) A peace officer may search any person intending to 

enter a designated area or found inside such area and 

may search any vehicle or container in the possession or 

under the control of such person or any vehicle being 

driven into or found in a traffic-free zone for any pre-

scribed object and may seize such an object found on such 

person, in or on such vehicle or in or on such container 

and deal with the seized object in the prescribed manner. 

(2) A peace officer who may lawfully search a person, 

vehicle or container referred to in subsection (1) may use 

such force as may be reasonably necessary in and propor-

tional to all the circumstances to overcome any resistance 

to the search or seizure, including breaking open the vehi-

cle or container”. 

(Emphasis added) 

Note the reference to regulation 305(6) of the National 

Road Traffic Regulations, 2000 in section 7(4) of Act 11 

of 2006 supra which provides as follows: 

“(6) Whenever a vehicle has been parked in contravention 

of any provision of the Act or any by-law made under the 

Act, or in contravention of or in disregard of the directions 

of any road traffic sign or notice board as prescribed in 

these regulations, such vehicle may be removed or caused 

to be removed and impounded by a traffic officer, and 

unless the vehicle has been so parked in the course of a 

theft thereof, the owner shall bear the costs of such re-

moval and impoundment”. 

Lastly, as far as Act 11 of 2006 is concerned, there is sec-

tion 9 which empowers the Minister of Sport and Recrea-

tion, as well as the Minister for Safety and Security to 

make regulations regarding any ancillary or incidental 

administrative or procedural matter (Afrikaans: 

“aanvullende of toevallige adminstratiewe of prosedurele 

aangeleentheid”) that is necessary to prescribe for the 

proper implementation or administration of Act 11 of 

2006. 

Naturally, at the time of going to print, no stadiums, ven-

ues, designated areas or traffic-free zones have as yet been 

declared as such.  Likewise have no relevant regulations 

as yet been made by the respective Ministers. 

Also relevant to the matter under discussion, is the school 

calendar for public schools for 2010 which appears in 

Government Gazette No. 31590 dated 10 November 2008.  

According to this calendar, the June/July 2010 school 

holiday stretches from 9 June to 13 July 2010 – apparently 

to coincide with the 2010 Soccer World Cup Tournament 

which takes place from Friday 11 June to Sunday 11 July 

2010. 

Let’s hope that Bafana Bafana don’t disappoint us – espe-

cially the school children who are granted (so to speak) an 

“extended” school holiday to go and support them! 

*Note that according to the word definition of 2010 FIFA 

World Cup South Africa in 

section 1 of Act 11 of 2006, it includes  the 2009 FIFA 

Confederations Cup to be staged in South Africa in 2009. 

Traffic Law  



27Traffic Focus—April 2009 

Ashref is a freelance motoring journalist and produces and presents a weekly, two-hour motoring show, every 

Saturday night called “Bumper 2 Bumper” on Channel Islam International that boasts a local listenership of 35 

000. The show is also broadcast via satellite to sixty countries around the world and he often receives calls 

from listeners from North Africa, the Gulf States, UK and Canada.  

His talk show comprises of road safety, driving impressions on new cars, industry news, motorsport and motor-

ing trivia in an educational, entertaining and informative format. Because of his work at the RTMC he spends a 

substantial amount of air-time on road safety, enforcement and legislation issues interviewing various guests 

from the fraternity. 

In making the award, the adjudicators of the Guild said: “…for the most comprehensive radio motoring lifestyle 

show, it is difficult to find a more educational and informative show packaged in such a highly entertaining 

fashion…”   

At the same event Egmond Sippel from the Beeld newspaper was declared the Overall Journalist of the Year 

and Inga Hendricks the Motoring Photographer of the Year. Egmond won a trip to the Abu Dhabi Formula One 

Race later this year. 

Ashref is passionate about motoring and became the youngest and only member of colour of the SA Guild of 

Motoring Journalists back in 1986. He covered motoring news for a number of print and electronic media in-

cluding “The Mail”, “Bunny Girl”, “Road Rage” as well as Radio Lotus, Radio Bop and Radio 1584 without get-

ting paid for it. “It’s an extension of my hobby; at least I get to driving fancy cars without having to own them”, 

he added. 

As a self confessed petrol -head, he admits he cares very little about cricket and soccer, but is crazy about 

motor racing (he was involved in two serious accidents at Kyalami in 1986 and 1996) and travelling off road. “I 

bought my dream car, a Discovery, so that I could venture off the beaten track and explore the majestic, breath

-taking beauty our country has to offer!” In his spare time (what’s left of it) he’s busy restoring a vintage sports 

car: a 1960 Karmann Ghia.  

This award is a crowning glory to what his listeners have always said: “Ashref is a motor-mouth. This award is 

gonna raise his revs and blow his gasket!” 

MOTORMOTOR--MOUTHMOUTH

WINS MOTORING JOURNALIST OF THE YEAR AWARD 

By Mr Ashref Ismail (RTMC) 

Motoring Journalism 

Ashref Ismail from the RTMC 

has won the prestigious 2008 

Motoring Journalists’ of the Year 

Award for the category: National 

Radio at a lavish function held at 

The Johannesburg Country Club 

on Saturday, 30 June 2009.
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Summary of the 1 April 2008 to 31 March 2009  

Road Traffic Report

Number of Number Number % % of

Registered Vehicles registered registered Change Change Total

per Province March 2008 March 2009 March 2009

Gauteng 3,531,181 3,609,740 78,559 2.22 38.43

KwaZulu-Natal 1,269,715 1,288,345 18,630 1.47 13.71

Western Cape 1,531,928 1,557,952 26,024 1.70 16.58

Eastern Cape 629,573 643,790 14,217 2.26 6.85

Free State 518,545 529,193 10,648 2.05 5.63

Mpumalanga 552,846 580,403 27,557 4.98 6.18

North West 519,401 530,650 11,249 2.17 5.65

Limpopo 426,618 445,053 18,435 4.32 4.74

Northern Cape 202,870 208,793 5,923 2.92 2.22

RSA 9,182,677 9,393,919 211,242 2.30 100

Road Traffic Report 

Number of Number Number % % of % of

Registered Vehicles registered registered Change Change Group Total

Motorised Vehicles March 2008 March 2009 March 2009 March

2009

Motorcars 5,224,652 5,316,921 92,269 1.77 63.02 56.60

Minibuses 280,632 282,057 1,425 0.51 3.34 3.00

Buses 40,760 43,456 2,696 6.61 0.52 0.46

Motorcycles 315,643 335,005 19,362 6.13 3.97 3.57

LDV's - Bakkies 1,856,440 1,913,901 57,461 3.10 22.69 20.37

Trucks 307,828 319,800 11,972 3.89 3.79 3.40

Other & Unknown 219,634 225,333 5,700 2.60 2.67 2.40

Total Motorised 8,245,589 8,436,473 190,885 2.31 100.00 89.81

Towed Vehicles

Caravans 106,468 104,226 -2,242 -2.11 10.89 1.11

Heavy Trailers 136,595 145,240 8,645 6.33 15.17 1.55

Light Trailers 677,516 691,510 13,994 2.07 72.22 7.36

Other & Unknown 16,510 16,470 -40 -0.24 1.72 0.18

Total Towed 937,089 957,446 20,358 2.17 100.00 10.19

All Vehicles 9,182,677 9,393,919 211,242 2.30 100.00

T
he following information provides a brief overview of the road traffic situation and includes changes 

in the vehicle and driver populations, un-roadworthy and un-licenced vehicles, fatal road traffic 

crashes and fatalities; as well as the status of the level of lawlessness on the roads.  

Vehicle Population 

The number of registered vehicles increased by 211,242 (2,30%) from 9,182,677 on 31 March 2008 to 9,393,919 vehicles on 31 March 2009. 

On a percentage basis the biggest change was for buses which increased by 6,61% to 43,456; followed by heavy trailers which increased by 6,33% to 

145,240 and motorcycles which increased by 6,13% to 335,005. The growth rate for minibuses changed from 4,46% in March 2008 to a rate of 0,51% in 

March 2009.  

The total number of vehicles that are either un-roadworthy, un-licenced or both, decreased by 136,192 (14,77%) from 922,200 vehicles at the end of 

March 2008 to 786,008 vehicles at the end of March 2009. 

The number of vehicles per province at the end of March 2008 and March 2009 is shown in the table below. 
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Road Traffic Report 
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The number of fatal crashes per month is shown in the graph below. 

Driver Population

 ! The number of learner driving licences issued increased by 127,775 (11,30%) from 1,130,663 at the end of  

March 2008 to 1,258,438 at the end of March 2009. 

 ! The number of driving licences issued increased by 333,497 (4,06%) from 8,205,987 at the end of  

March 2008 to 8,539,484 at the end of March 2009. 

 ! The number of Professional Driving Permits (PrDP’s) issued increased by 51,171 (7,22%) from 708,253 at the end of  

March 2008 to 759,424 at the end of March 2009. 

Fatal Road Crashes and Fatalities

Over the 12-month period from 1 April 2008 to 31 March 2009 the number of fatal crashes decreased by 1,013 (8,68%) from 11,674 crashes over the 

same period the previous year to 10,661. 

Number of Fatal Crashes per Province over 12 Month Period

Year GA KZ WC EC FS MP NW LI NC RSA

2007-08 2,784 1,948 1,340 1,297 777 1,239 961 1,040 288 11,674

2008-09 2,228 2,153 1,259 1,021 678 1,186 833 1,081 222 10,661

change -556 205 -81 -276 -99 -53 -128 41 -66 -1,013

% change -19.97 10.52 -6.04 -21.28 -12.74 -4.28 -13.32 3.94 -22.92 -8.68

Number of Fatalities per Province over 12 Month Period

Year GA KZ WC EC FS MP NW LI NC RSA

2007-08 3,137 2,439 1,622 1,652 1,095 1,742 1,214 1,398 414 14,713

2008-09 2,507 2,772 1,483 1,464 865 1,830 1,132 1,338 315 13,707

change -630 333 -139 -187 -231 88 -81 -60 -99 -1,006

% change -20.08 13.67 -8.58 -11.33 -21.06 5.06 -6.71 -4.30 -23.88 -6.84

From 1 April 2008 to 31 March 2009 the number of fatalities decreased by 1,006 (6,84%) from 14,713 fatalities over the same period the previous year 

to 13,707. 
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Driver fatalities decreased by 397 (9,19%) to 3,923; passenger fatalities increased by 117 (2,31%) to 4,950 and pedestrian fatalities decreased by 492 

(9,23%) to 4,833 over the 12-month period from 1 April 2008 to 31 March 2009. 
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Results of the 2008 Road Traffic Offence Survey

On a national basis, the overall traffic offence index increased by 27,84% from an index of 5,28 in 2007 to an index of 6,75 in 2008. 

Summary of 2007-2008 Offence Indices

Offence Type Description 2007 2008 Change % Change

Speed offences Urban areas all vehicle types 4.40 6.70 2.30 52.27

Rural areas all vehicle types 5.00 5.80 0.80 16.00

Alcohol offences Day-time all vehicle types 0.55 2.40 1.85 336.36

Night-time all vehicle types 4.36 3.57 -0.79 -18.12

Seatbelt offences Drivers 0.60 4.20 3.60 600.00

Passengers front seat 4.40 4.70 0.30 6.82

Traffic signal Day-time all vehicles 18.40 29.80 11.40 61.96

offences Night-time all vehicles 15.20 33.00 17.80 117.11

No driving licence All vehicles 2.50 3.90 1.40 56.00

No PrPD Minibus taxis, buses, trucks 7.50 3.80 -3.70 -49.33

Tyre offences Worn & damaged tyres 6.10 6.90 0.80 13.11

Light offences Head-lights 1.40 3.20 1.80 128.57

Tail-lights 1.58 1.70 0.12 7.59

Brake-lights 4.40 5.30 0.90 20.45

Number plate No plate & disc correlation 0.9 0.7 -0.20 -22.22

Combined Index 5.28 6.75 1.47 27.84

The number of fatalities per 10,000 registered motorised vehicles decreased by 1,83 (10,03%) from 18,28 during 2007-2008 to 16,44 during 2008-2009. 
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The number of fatal crashes and fatalities per 10,000 motorised vehicles over the past 3 years, from 1 April 2006 to 31 March 2009 are shown in the 

graph below, showing a steady and positive decrease.  

 ! Exceeding the speed limit in urban areas by all vehicle types increased by 52,57% from 4,40 in 2007 to 6,70. 

 ! Driving under the influence of alcohol during day-time, for all categories of vehicles increased by 336,36% from an index of 0,55 in 2007 to an 

index of 2,40 in 2008. 
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RTMC Exhibitions Road Shows 
By Zodwa Mtsweni (RTMC) 

The Road Traffic Management Corporation participated in a string of Road Shows held 

between April and May 2009 through exhibitions. Among the shows was the Joburg 

Easter Festival which took place on 03-13 April (Gauteng), The Bloem Show on 30 April to 

09 May 2009 (Bloemfontein) and the Kwa-Zulu Natal Royal Show on 21-31 May in Pieter-

maritzburg. The aim of the exhibitions was to share information with the public and other 

stakeholders on the day to day functioning of the Corporation, Road Safety, Administrative 

Adjudication of Road Traffic Offences (AARTO) and other related issues. Exhibitions were 

targeted at Adults and young people who both showed interest and asked questions on the 

new AARTO Legislation which is already implemented in the Gauteng Province.  

 ! Some of the questions which were raised are as follows:  

 ! What is the difference between RTMC and Traffic Departments in Provinces and Munici-

palities and what are the functions of each 

 ! What is AARTO and how does it work 

 ! Why is AARTO not active in other 8 Provinces 

 ! How and when will the demerit system be effected 

 ! Does Municipalities keep records of paid tickets 

 ! How effective is the RTMC call centre number and can it 

be trusted 

 ! How can a school be included on the Scholar Patrol Pro-

ject, what is the procedure 

In the next editions of the Traffic Focus, RTMC will run a series 

of articles to cover the above mentioned questions in order for 

the public and stakeholders’ to be clear and well  

Informed on Road Safety and Law Enforcement topics. 

RTMC Exhibitions 
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Alzheimer’s and

Road Safety

Risks of Alzheimer’s to Safe Driving

Driving is a complex activity that requires good judgement, quick think-

ing and fast reactions, as well as good perceptual abilities. For a person 

with Alzheimer’s, driving inevitably becomes difficult, and he or she 

may become unsafe on the roads. With dementia, an individual's capacity 

to assess his or her driving abilities may also diminish. People with Alz-

heimer’s are especially likely to minimize the complexity of driving and 

overestimate their abilities. 

There are a number of research studies that illustrate the dangers of driv-

ing and Alzheimer’s disease. For example, a Swedish study by Johansson 

and others found between 47-53 per cent of drivers over 65 years who 

died in accidents showed either early signs or actually had Alzheimer’s 

disease.

Poor driving performance increases with increased dementia severity. 

However, not all people with Alzheimer’s are unsafe drivers at a given 

point in time and Alzheimer’s should not be the sole justification for 

suspending driving privileges. Instead, an on-the-road driving test, or 

other functional test, is the best way to assess driving skills in dementia. 

A decline in visuospatial skills, which help drivers judge distances and 

predict upcoming traffic problems, plays a large role in making people 

with Alzheimer's unsafe drivers. Small occurrences in their vision such 

as a dog jumping behind a fence may distract them, so they fail to notice 

important cues, such as brake lights or traffic signs. 

Alzheimer’s should not be compared to other changes in later life that 

affect driving, such as eyesight problems and slow reaction times. Many 

older adults who don't have dementia can assess their driving without 

family intervention and make gradual changes to the way they drive. 

The progression of this disease is usually gradual and somewhat unpre-

dictable. Everyone with Alzheimer's disease or other irreversible causes 

of dementia will eventually lose the ability to drive safely, due to prob-

lems with: 

 ! judgment  judgement 

 ! multi-tasking  

 ! slowed reaction times  

 ! impaired spatial skills  

other cognitive deficits. 

Scientists and researchers have found that people with Alzheimer’s 

gradually scale back their driving. They have found that those with mild 

Alzheimer’s tend to: 

 ! drive shorter distances 

A
lzheimer's disease, the most common form of dementia, is 

described as an incurable, degenerative, and terminal dis-

ease diagnosed in people over 65 years of age. Less preva-

lent early-onset Alzheimer's can occur much earlier. An 

estimated 26.6 million people worldwide had Alzheimer's in 2006 – A 

number that may quadruple by 2050.  Although each sufferer experi-

ences Alzheimer's in a unique way, there are many common symptoms 

including memory loss. As the disease advances, symptoms include con-

fusion, irritability and aggression, mood swings, language breakdown, 

long-term memory loss, and the general withdrawal of the sufferer as his or her senses decline.  It is estimated that people with 

Alzheimer’s disease drive, on average, 2.5 years following diagnosis. It does not mean that everyone with Alzheimer’s 

should not drive - as it affects people in different ways and some more quickly than others. People with early stage, very mild

Alzheimer’s disease, can and do drive safely, however when the disease progresses to the moderate or severe stages, then driv-

ing must stop.  This poses a social dilemma for most as driving is seen as a fundamental right. It represents freedom, independ-

ence, self-worth, inclusion and access. Where the country lacks effective public transportation quitting too soon restricts inde-

pendence for someone who otherwise may function well for several years. When Alzheimer’s disease is diagnosed driving is one 

of many issues that has to be evaluated and the future thereof considered. 

 ! stick to familiar routes 

 ! don't drive at night 

 ! don't drive in bad weather 

 ! don't travel on busy roads 

 ! avoid driving on weekdays or in peak traffic flow 

always try to use the same vehicle. 

These scientists are now creating tests to show when it is time for people 

with early Alzheimer’s disease to stop driving. In recent studies research-

ers recruited 40 people with early-stage Alzheimer’s who still had their 

driver’s licenses to take the road test, and compared how 115 older driv-

ers without dementia handled the same trip. 

The results, reported in the journal Neurology, are striking. On average, 

the Alzheimer’s drivers committed 42 safety mistakes, compared with 33 

for the other drivers. Lane violations, such as swerving or hugging the 

centre line as another car approaches, were the biggest problem for the 

Alzheimer’s drivers. 

Measures to stop the Alzheimer’s Patient from Driving

Families struggle with the decision to limit or stop the family member 

from driving and the sense of dependence may prevent people with de-

mentia from giving up the car keys. Unfortunately, no examination or 

single indicator exists to determine when a person with dementia poses a 

danger to himself or others. Families must determine when a person's 

attention span, distance perception or ability to process information 

makes it difficult for him or her to respond safely in driving situations. 

What are the warning signs? 

Everyone with irreversible dementia will eventually become unsafe to 

drive because of the degenerative, progressive nature of the brain dis-

ease. The question will always be: - at what point is someone unable to 

continue to drive safely?  Most specialists feel it's important to help the 

person with dementia to stop driving as soon as possible. A rule of thumb 

is to ask yourself whether you feel safe riding in a car or having your 

family members, including children, riding in a car that the person with 

dementia is driving. 

This is not an easy question for a family and as Alzheimer’s is increas-

ingly diagnosed in its earliest stages, it can be hard to tell when a loved 

one is becoming a danger. 

The person with Alzheimer’s will often make excuses to the family such 

as:

 ! "I've driven for years without an accident." 

Dimentia
Information from the Website www.arrivealive.co.za”
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 ! "Just because I got lost doesn't mean I can't drive."  

 ! "I make sure I look where I'm going." 

It is important for the family to observe and keep a written record of 

observations to share with the person, family members and health care 

professionals. Observations that might indicate the need to stop driving 

are: 

 ! Forgetting how to locate familiar places  

 ! Failing to observe traffic signals  

 ! Incorrect signalling  

 ! Making slow or poor decisions  

 ! Driving at inappropriate speeds  

 ! Becoming angry and confused while driving  

 ! Hitting curbs

 ! Poor lane control  

 ! Confusing the brake and gas pedals  

 ! Returning from a routine drive later than usual. The person may be   

wandering and getting lost in the car. 

 ! Decrease in confidence while driving  

 ! Difficulty turning to see when backing up  

 ! Riding the brake  

 ! Easily distracted while driving  

 ! Difficulty parking within a defined space  

 ! Failure to notice activity on the side of the road  

 ! Not anticipating potential dangerous situations  

 ! Near misses  

 ! Delayed response to unexpected situations  

 ! Confusion at exits 

 ! Stopping in traffic for no apparent reason 

In hindsight, many family members and caregivers regret permitting a 

loved one to drive longer than it was safe. The result is always prolonged 

anxiety for caregivers and placing others at risk. It is best to get support 

when making and implementing decisions about driving. The more peo-

ple who are asked to help, the less any one person has to do and the 

greater the likelihood that the person with dementia will get the best 

support. 

How do we stop the person with Alzheimer’s from driving?

It is important to consider the person’s feelings and perceived loss of 

independence when explaining why he or she can no longer drive. Help-

ing the person with dementia make the decision to stop driving — before 

you have to force the person to stop — can help maintain a positive sense 

of self-esteem. 

The most effective approach to limit or stop driving involves progressive 

steps and a combination of strategies that fit the family's circumstances, 

resources and relationships. For people in the early stages of dementia, 

driving is best reduced over time rather than all at once. 

You can ask your doctor to advise the person with dementia not to drive. 

Involving your doctor in a family discussion on driving is probably more 

effective than trying by yourself to persuade the person not to drive. Ask 

the doctor to write a letter stating that the person with Alzheimer’s must 

not drive or a prescription that says, “No driving.” 

Explain your concerns about his or her unsafe driving with the person, 

giving specific examples, and ask the person to voluntarily stop driving. 

The following steps might assist in explaining the need to stop driving: 

 ! Assure the person that a ride will be available if he or she needs to 

go somewhere.  

 ! Ease the transition. Arrange for alternative transportation or you 

may even be able to establish a payment account with a taxi service 

so that your loved one won't have to handle money. 

 ! This option may work for people with mild dementia living in 

urban areas and already accustomed to using these methods where 

available.

 ! Reduce the need to drive - Have prescription medicines, groceries 

or meals delivered and have hairdressers make home visits. 

 ! Friends, neighbours, relatives or caregivers can offer to drive the 

person with dementia to appointments or other social events.  

 ! Arrange for family and friends to visit regularly and to take your 

loved one out to run errands.  

 ! When you're together, focus on activities your loved one can still 

do and enjoy.  

 ! With some foresight, family members can create natural, non-

confrontational ways to make driving less appealing or necessary - 

Relocation may encourage the individual with dementia to limit or 

stop driving. 

 ! Family members can use financial issues to initiate a change, such as 

building a case for selling the car by itemizing the many costs of 

operating a car. 

Role of Caretakers and Family

Because Alzheimer’s cannot be cured and is degenerative, management 

of patients is essential. Alzheimer's disease is known for placing a great 

burden on caregivers/family; the pressures can be wide-ranging, involv-

ing social, psychological, physical, and economic elements of the care-

giver's life. 

No two families dealing with dementia will resolve transportation issues 

in exactly the same way. Roles and relationships within families can 

affect decisions about when and how a person should stop driving. 

Caregivers can reduce stress and increase their chances of success by 

relying on others for emotional support, transportation assistance, finan-

cial assistance or to meet other needs. Caregivers need to remember that 

family members tend to follow long-established patterns for making 

decisions. It is unrealistic to think that patterns will change when han-

dling a difficult issue like driving safety. 

Disagreements in families are often the result when individuals do not 

have the same opportunities to assess driving abilities. Having factual 

information about driving behaviour does not guarantee families will 

reach consensus on when to limit driving. However, frequent, open com-

munication about specific, observed behaviours and concerns may help 

to lessen differences. 

Everyone involved in caring for the person with dementia can help by 

focusing on the key issues - the self-respect of the person with dementia 

and the safety of everyone on the road. 

What if the person won’t stop driving?

If the person insists on driving it might require more drastic measures: 

 ! More desperate measures will include control of access to the car 

and keys and disabling the car as a last resort.  

 ! Designate one person who will do all the driving and give that 

individual exclusive access to the car keys. 

 ! Consider selling the car. By selling the car, you may be able to save 

enough in insurance premiums, fuel and oil, and maintenance costs 

to pay for public transportation, including taxi rides.  

 ! It might even be best advice to alert the local traffic authorities. 

Write a letter directly to the authorities and express your concerns, 

or request that the person’s license be revoked. The letter should 

state that “(the person’s full name) is a hazard on the road,” and 

offer the reason (Alzheimer’s disease).  

 ! To the family member in the early stages of the disease, such ac-

tions seem extreme, disrespectful and punitive. People with mild 

dementia may ignore, undo or manoeuvre around those strategies 

by driving without a license, enabling the disabled car or buying a 

new car to replace one that was sold.   

Although this may seem extreme, the consequences of having someone 

on the road with severe Alzheimer’s can be devastating. 

Conclusion

It is suggested that a person with dementia should make the transition 

from driver to passenger over a period of time. Open, early and continual 

communication can help the person with Alzheimer’s and the family to 

agree on a course of action before a crisis occurs. Once that decision is 

taken it should however be a firm and final decision. It is important that 

the safety of the person with Alzheimer’s and that of other road users be 

protected at all times! 

Dimentia
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T
he Road Traffic Management Corporation has launched its long anticipated 

website (www.rtmc.co.za) on 16 April 2009. The launch, which was graced by the 

attendance of the then Minister of Transport Mr. Jeff Radebe, brought about 

relief as the website will serve as a central point where country’s valuable road 

traffic information can be sourced. “The website aims at providing road traffic information 

that will assist individuals in the whole country as well as members of the international com-

munity,” says the CEO of RTMC Mr. Ranthoko Rakgoale during an exclusive interview 

with Traffic Focus.  

As if the verity that RTMC website has  finally arrived was not enough, another evenly gratifying 

factor is that the objective thereof is being realised as the site has been visited by a mammoth 

number of surfers from within the boundaries of our country as well as internationally. During its 

two month existence, the site has provided valuable information to more than 3000 net surfers 

with a total pageviews of 16 821. This is according to the analysis conducted by Google Ana-

lytics and the data was updated for the period until the 8th of June.  

The website dashboard shows that the RTMC website attracts public from countries as far as 

Sweden, United Kingdom, India and Canada.  

The attention that the website is receiving can be attributed to the veracity that international tour-

ists would like to know the status of road safety in our country as the host state of the 2010 FIFA 

World Cup. “This is a motivating factor considering the short lifespan of this site and we make 

an undertaking that we will keep it updated with fresh and relevant information’, says Mr. Ham-

let Basheng, Chief Information Officer at RTMC.  

RTMC website was launched at the Head Office of the National Department of Transport in Pre-

toria during a Press Conference during which the former Minister of Transport issued a post-

Easter media statement.  

RTMC Launches Website 
By Tshinondiiwe Mavhusha (RTMC) 

The CEO of the RTMC, Mr Ranthoko Rakgoale, and the  

former Min of Transport, Mr Jeff Radebe, at the launch of  

the RTMC Website 

RTMC Website 
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A
s part of the RTMC’s Corporate Social Responsibility Programme, the head office at Silver-

Lakes in Pretoria East was packed with female learners from various schools during the 2009 

Take a Girl Child to Work Campaign. RTMC hosted 36 learners on Friday, 28 May with the 

main objective of motivating girl children to follow careers in road traffic management. “We need to 

inspire our girl children today to take road traffic management as a career option to display commit-

ment in order to win a war against road carnages in future,” says the CEO of RTMC Mr. Ranthoko 

Rakgoale.  

Learners were allocated to various functional units wherein officials job shadowed them during this day long exer-

cise. It was in actuality heartwarming to see the excitement on learners’ faces when helping officials with their daily 

tasks thereby learning how RTMC works and contributes to the betterment of service delivery in the country. “It was 

really a very fun exercise and it did not feel like the whole day. I wish we could do this more often so that our girl 

children can be kept motivated,” says Ms. Tebogo Moela, one of RTMC officials who job shadowed the learners.  

The peak of the day was when few kids were granted an opportunity to sit at the Board Meeting. “I now understand 

that being a member of a decision-making body in an organisation is indeed a fun but challenging job. I could feel 

the importance of the meeting from the moment I walked into the boardroom,” says Ms. Josiane Louise Verhaeghe, a 

Grade 12 learner at Hillview High School. 

Part of RTMC’s core functions is the element of law enforcement and the day would not be complete if the kids were 

not taken to a road. Learners were randomly selected and taken to the road in order for them to complement their 

theoretical knowledge gained earlier in the day. Ms. Nxumalo, a teacher at Hillview High School, formed part of a 

small group which was taken on a road trip and could not suppress her excitement on realising how delighted and 

inspired her learners were.  

The Take a Girl Child to work is an initiative by Cell-C and the campaign is endorsed by the Department of Educa-

tion and targets girl children in Grade 10, 11 and 12. This year, the campaign was celebrated under a theme: Change

your world and the sub theme for RTMC was: Show her what she could be.

RTMC took part in 2009 

Take a Girl Child to Work 
Project

Girl Child Project 

By Tshinondiiwe Mavhusha (RTMC)
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A Rural Road Maintenance 

Solution

Unless you have experienced total destitution, it is difficult to 

imagine how it damages the psyche, distorts one’s perceptions 

and freezes the soul. There is no room for ego when your chil-

dren go hungry. Many mothers who knew this pain and despair 

are now happy to have found a solution, some independence and 

the ability to provide for their families. 

The Zibambele Programme 

The KZN Zibambele Road Maintenance Programme offers sus-

tainable work to destitute, mainly (95%) woman-headed house-

holds who do cost-effective, labour-intensive, routine mainte-

nance on KZN’s provincial, gravel road network. The pro-

gramme depends on intensive, local community collaboration, to 

ensure that ‘lengthman’ contracts are awarded to desperately 

poor households to break the ongoing cycle of poverty existing 

in rural areas. 

The programme, began in 2000, is run and financed by the 

KwaZulu-Natal (KZN) Department of Transport (DoT). Tradi-

tionally patriarchal communities were consulted to allow women 

access (and subsequent career progression) to a previously male-

dominated industry. Women often carry the responsibility of 

caring for their families in very difficult circumstances. 

A network of administration, supervision and management has 

been established by the programme, which creates various op-

portunities for the educated but unemployed. Technical training 

on road-construction aspects, project management, social devel-

opment and useful life skills are provided to all contractors and 

the people of the larger network. 

DoT hopes to employ 40 000 contractors over roughly 17 000 

kilometres of road by 2009, to stabilise poverty among about 500 

000 destitute people in rural KZN. To achieve this, cost effi-

ciency and local-community empowerment remain essential 

goals.

Zibambele contractors clear drains, culverts and pipes; fix pot-

holes and other effects of soil erosion. They keep road signs and 

road verges clear of litter, debris and noxious weeds, which are 

removed to designated sites. Basic implements, a safety vest and 

plastic cones, are supplied to each contractor. If these need re-

placing, their cost is deducted from their wages. As a non-

construction activity, the programme is not covered by Depart-

ment of Labour regulations. 

Initial 12-month contracts are renewed annually, providing those 

particular roads are still necessary to the community, still need 

maintenance and the contractor household’s monthly income still 

remains below R1 050. Because households, rather than indi-

viduals are appointed, reliance on individuals for the continuity 

of contracts is not necessary.  

Thus, in theory, a child-headed household should not automati-

cally lose the contract. Contracts are for 60 hours’ work monthly, 

allowing spare time for other income-generating, schooling or 

household activities. Each contractor presently earns R370 a 

month and maintains 500-800m of road. Work continued during 

the agricultural off-season strengthens the safety nets of rural 

households. Since contractors are paid electronically, they must 

open banking accounts.  

Rural Road Transport Forums

Democratically elected forums representing all sectors of the 

community identify, with DoT, those roads that require ongoing 

maintenance and the local households to whom contracts are 

most necessary. Forum representatives also receive ongoing 

training. This, KZN DoT staff training, the contractors and effec-

tive monitoring are all crucial to Zibambele’s success. 

Departmental officials meet with each contractor at least once a 

month and submit individual, monthly assessments; recommend-

ing the release of the following month’s payment, the issue of a 

written warning due to poor performance or termination of the 

contract (should contractors not have performed their obligations 

to agreed standards; this has seldom occurred). 

The forums also coordinate community support and gov-
ernment accountability. Community needs, necessary in-
terventions, access and buy-in to and from relevant com-
munity bodies are identified, and dialogue/feedback com-
munication channels remain their concern.  

By Mo Haarhoff  

Photographs: KwaZulu-Natal 

Department of Transport 

AA
ll over the country, children are 

sent off to school with no break-

fast and have no lunch to take 

with  them.  Single-mother  and  child-

headed households are particularly vul-

nerable. Occasional food parcels and the 

kindness of neighbours can only stretch 

so far...

Rural Road Maintenance 
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Savings clubs 

Social and technical consultants to KZN DoT helped to concep-

tualise and implement the initial programme and supply consid-

erable support as it evolves. Guidelines are continually revised, 

checked and controlled, and ongoing skills training, at every 

level, is developed and implemented. 

With their help, family credit unions and other productive activi-

ties have been set up. Savings Clubs (SCs) of up to 50 members 

have been formed and developing partnerships to enhance the 

functionality of the SCs is now a priority. Financial resources 

and entrepreneurial skills 

for sustainable businesses are necessary to meaningful economic 

empowerment.

Helping contractors increase their savings through Women Em-

powerment Investment Portfolios or in small enterprise develop-

ments, offers the potential to progress through to a Staged Ad-

vancement Emerging Contractor Programme. By March 2006, 

eight hundred and eighty-nine SCs had been established in the 

province and had already saved R6.2 million. 

    

Joint ventures in income-generating projects are already common 

and partnerships with other provincial government departments 

and private-sector partnerships are part of the vision. A constitu-

tion is in place and training includes ongoing good governance, 

financial literacy and financial management; life skills and wel-

fare programme information. Some Zibambele contractors have 

already moved beyond the stage of being employed to becoming 

employers. 

The SCs have already proven their potential to assist economic 

empowerment in rural communities. The Departments of Home 

Affairs and Social Development help Zibambele contractors 

obtain ID documents and social grants and it is hoped that the 

Department of Agriculture will involve itself on issues of food 

security, water supply and irrigation systems.  

This network could facilitate the rollout of antiretroviral and TB 

treatment and train home-based carers. The possible permuta-

tions are endless. Preliminary discussions with the SA Co-

operatives Movement and commercial banks are exploring part-

nership potential and appropriate SC savings’ investment. DoT 

hopes to find partners to develop the structure further: partner-

ships between industries and businesses to develop more income

-generating undertakings. 

Evaluation

No benchmark indicators were established before the pro-

gramme’s introduction, but more than 35 000 households pres-

ently benefit from it, bearing testimony to its efficiency and the 

pressing need among the rural poor for paid employment. 

Cape Town University’s Southern African Labour and Develop-

ment Research Unit (SALDRU) conducted a cost-effectiveness 

and impact analysis, which reported Zibambele as a highly cost-

effective means to create employment and transfer resources to 

its contractors. 95% of the total R76 million budgeted went di-

rectly to contractors’ wages during the 2004/5 financial year, 

comparing favourably with other local and international poverty-

alleviation programmes, as well as with conventional capital-

intensive road maintenance methods. 

However, its long-term ability to alleviate poverty must still be 

determined. Independent research indicates that, expanded na-

tionally to maintain 38% of the provincial road network already 

in poor condition, about 134 500 jobs (at one worker per kilome-

tre) could be created at a cost of R691 million annually and ap-

plied within the framework of the expanded public works pro-

gramme.  

Zibambele won the prestigious Impumelelo award in 2002 and 

was highlighted as ‘the best-practice public works programme’ 

in 2003. It went on to be recognised by the Minister of Public 

Works as ‘the best-practice Expanded Public Works Programme 

(EPWP)’ model in December 2006. 

Social impact 

A social impact study revealed considerable satisfaction: house-

hold heads can now meet the pressing basic needs of nutrition, 

health care, and schooling. 99% of the contractors voted the 

selection process fair or very fair; 94% were proud to work for 

Zibambele and 81% said that the project has improved their 

quality of life.  

     

Women have achieved skills, self-respect and dignity and have 

found optimism for the future. Public-sector programmes to 

make a difference, at local and national levels although the need 

for them to be big enough to make a meaningful impact and 

effective partnerships, across sectors, is critical to their effi-

ciency and success. 

     

Effective management is essential and was made easier in KZN, 

where road works are consolidated under the DoT instead of 

under various different departments. Human and financial re-

sources are vital to such programmes. Only strong and commit-

ted political will can sustain them and provide necessary support 

at the highest levels of government. Zibambele is also an excel-

lent vehicle to display poverty-alleviation service delivery, with 

crucial external partnerships for success. 

Zibambele is considered replicable across a range of public ser-

vice and even private sector contexts. Schools, clinics, and 

streets could become sites of job creation and poverty relief. 

Although pioneered in KZN, the programme is now being repli-

cated in the Eastern Cape and in Mpumalanga. 

Surveys to benchmark initial conditions, internal and external 

monitoring and evaluation are essential to future planning. 

Tracking all factors of the programme is important. Measuring 

its impact accurately, in the absence of initial benchmark indica-

tors, has not been easy but external, subsequent evaluations have 

provided valuable feedback on progress. Regular, ongoing moni-

toring boosts overall planning and management.

Vision

Vision remains important to community renewal and poverty 

alleviation; as well as dedicated, ongoing commitment. Willing-

ness to engage with communities and converge political and civil 

society concerns is also necessary. Eliminating middleman entre-

preneurs (who historically exploited workers for profit) has still 

has a long road to travel.  

Developing viable exit strategies has now become important to 

KZN DoT strategy, so that more households can enter the pro-

gramme. B. Cele, KZN MEC for Transport since 2004, supports 

this programme. 

Other, new ones to introduce contractors to the concept of co-

operatives and co-operative banks, are being planned. KZN DoT 

is currently piloting a Financial Services Co-operative and a 

Services and Credit Co-operative (SACCO) to investigate the 

best possible approach to co-operatives. Each addresses different 

social and economic priorities.  

Although rural women still have a long way to travel, Zibambele 

has helped to put many on the road to success. They find dignity 

in their ability to provide for their children and invest in their 

future by sending them back to school. 

Rural Road Maintenance 
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The priority given to road safety by the RTMC reflects the high value which the community places on the preservation of human life and on 
the prevention of serious injury.  The community in turn has an essential role in the development of positive approaches to safe road use, a 
role that requires widespread community support and participation. 

During the 2015 Strategy Workshops held throughout the country in all provinces towards the end of 2008 there was a unanimous call for 
enhanced skills and knowledge of road safety officers in the form of a registered qualification.  Improving road safety and enhancing the 
skills and knowledge of all road safety officers is one of the key issues within the strategic plans of the Functional Unit: Training of Traffic 
Officials and has been established as an important element of these plans.  It was to this end that the first workshop was held at the RTMC 
building on the 23 -24 February 2009 during which the DACUM was held in order to identify the skills and core competencies of the target 
audience.  This workshop was well  attended by road safety officials from all nine provinces as well as some specialists in the field of Road 
Safety who have a tremendous amount of knowledge and passion for road safety. 

The DACUM process is a process used by various countries and was used in Canada as far back as 1960’s to identify core skills generic
to a number of occupants.  In the 1990’s the Canadian Vocation Association (through an outreach programme between 2 Canadian and 3 
South African Institutions of higher education) workshopped  the process in South Africa.   This process is commonly used in curriculum 
development.

The word DACUM is an acronym for developing a curriculum and it is a method of 
occupational (or task) analysis led by a trained facilitator.   Expert practitioners in 
an occupation come together in a two-day workshop to provide inputs on the com-
petence areas, specific tasks, knowledge, and skills required to perform their job.  

The competence areas will be either practical, foundational or reflexive and the 
outcomes from these competency areas would then be regarded as applied com-
petence. 

According to Bloom’s taxonomy theory, outcomes can be classified into three 
broad domains. 

The domain of the outcome has an influence on the type of method you will use to 
present the topic, the media you will use during the presentation, the activities you 
will plan and the way you will assess if learning has taken place.  However, no 
human activity involves one domain.  In general , the three domains are addressed 
to different extents.   The domains are cognitive, psychomotor and affective. 

During the workshop, the expert workers developed a DACUM chart as a graphical 
representation of their input. The DACUM chart can then be used by educators, 
curriculum developers, or human resource professionals to: 

 ! Identify instructional needs. 

 ! Plan an instructional program. 

 ! Design and develop  curriculum. 

 ! Design and develop instructional materials. 

 ! Create and revise job descriptions and performance standards 

 ! Recruit employees. 

 ! Ensure ISO and internal QA standard performance. 

 ! Provide career guidance. 

 

DACUM Chart Example  

Following the workshop the RTMC has been actively busy with the development of  
new unit standards, harvesting unit standards that are linked to other qualification 
which are relevant and the compiled the draft qualification framework.  Inputs have 
been received from various experts in the field of road safety. 

With these in mind the RTMC is in the process of arranging another workshop with 

the Working group to discuss and finalise the draft unit standards and proposed 

qualification framework for Road Safety Officers.  

On the Way to the First  

ROADS SAFETY QUALIFICATION…. 

A DACUM PROCESS……   What is this……  To find out more , read further…

Qualification 

T
he origin of traffic problems in South Africa can be taken back to 1897 when Hess imported the first 

usable vehicle – a Benz – to South Africa.  Since the first collision in Cape Town way back in 1890’s road 

traffic collisions and road casualties should not be accepted as inevitable. 



39Traffic Focus—April 2009 



40 Traffic Focus—April 2009 


