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OBJECTIVE 
This document takes the form of a concise position paper as a response by the SARF Road Safety 
Working Group to the Working Document distributed by the IRF Working Group “Safer Roads”, for 
the meeting to be held on 15 September 2008 in Geneva. 
 
We believe that SARF has extensive experience in working under conditions that are prevalent in 
the developing country environment and would be an invaluable partner to the IRF and its Working 
Group “Safer Roads” in their quest to improve road safety in developing countries. Furthermore, 
SARF has already developed, tested and refined numerous products in South Africa to support a 
process of capacity building. These products can form the basis for an extension drive towards 
other developing countries. 
 
This submission of the SARF Road Safety Working Group to the Safer Roads Working Group 
consists of the following aspects: 
 

(a) Suggestions and proposals to the Working Document which was distributed to members 
of the Working Group.  

(b) SARF training programmes: Existing and future initiatives and the expansion into 
Southern Africa and farther afield. 

 
 
A SUGGESTIONS AND PROPOSALS TO THE WORKING DOCUMENT  
 
The topics discussed hereafter are in accordance with the topics introduced in the working 
document as being road safety issues in developing countries. 
 
1. Accident statistics (benchmarking) 
 
POSITION: 

We are in full agreement that accident statistics are paramount in assessing the extent and 
location of road safety concerns, whether on a small localised scale or on a countrywide basis. 
It is nevertheless, also well known that the quality of accident statistics very often leaves much 
to be desired, even in developed countries. This situation is often extremely challenging in the 
developing country environment where the accident statistics picture ranges from “accident 
statistics are kept in an informal, inconsistent, incomplete and often inaccessible manner.” up to 
“serious attempts are being made to capture accident statistics for all casualty accidents, centralise 
them in a readily available data base to meet information, assessment and research needs.”   
One of the primary issues is not whether the accident statistics are kept, but what is being 
done with them. Road safety can only be improved if “Good engineering” is done. Good 
engineering may be done in the developing country environment, even with restricted 
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information or information which would be considered as totally inadequate in an analysis-
driven approach to the improvement of road safety. 
 
In an environment where little or no information on accidents exist in a traditional way, 
alternative approaches need to be pursued on an interim basis, whilst systems are being put 
into place to collect information in the more conventional way. Such processes need to run in 
parallel to allow ‘good engineering’ to take place without having to wait for conventional 
information.  
 
Such a process using community participation  has been used very successfully in the City 
of Tshwane Metropolitan Municipality (CTMM) and is described underneath. 

 
MOTIVATION: 

Road safety master plans built on community participation 
 

Probably the most important challenge faced by traffic professionals in developing 
countries/economies is the identification of hazardous locations in particularly the 
disadvantaged areas1. Road safety risks in these areas are high, especially for pedestrians, 
but very limited accident statistics are available. Where such statistics are available, they are 
often neither reliable nor even usable, mainly because it is not possible to trace accidents to 
specific locations. Aerial maps might be available, but street names and street name signs are 
often not available for many of these areas.  
 
Due to the lack of accident statistics in developing areas, it is often not possible to quantify or 
identify safety risks in these areas on a scientific basis. Previously, this resulted in inadequate 
attention being given to traffic safety in such areas, resulting in these disadvantaged 
communities becoming very dissatisfied with the safety conditions. There are many reported 
cases where frustrated communities obstructed roads because people were killed or injured 
along some of these roads.  
 
The areas with the highest unemployment and poverty levels typically also have large 
numbers of pedestrians and non-motorized transport. In many areas, pedestrians have to 
cross or walk along major roads carrying high volumes of traffic, often travelling at high 
speeds. Children have to cross these roads to reach schools which are located near to these 
major routes, this while inadequate attention is given to road safety education. Poor people in 
low-income countries are believed to be particularly at risk from road collisions and 
pedestrians often account for the largest number of road deaths2. 
 
Experience has shown that community involvement and stakeholder engagement is a crucial 
and important step in traffic safety studies in areas where traffic information is limited. To 
ensure the success of a project, it is essential that community acceptance of the project be 
obtained before it is implemented. A community must understand why certain measures are 
implemented as well as the safety benefits of these measures. The need to educate people 
and to make them aware of the potential dangers associated with traffic is also an essential 
part of such a campaign 
 
Traffic engineers have the choice of either waiting for an accident database to be developed 
(with all its associated problems) while people were being killed or injured on a regular basis 
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(while communities were becoming increasingly dissatisfied), or to follow a more pragmatic 
approach. An innovative approach was therefore developed that proved to be of great value to 
disadvantaged areas.. The basic approach is to develop safety master plans using the 
experience of the community that needs to be served by such a plan. Community inputs and 
participation play a major role, primarily through community representatives, ward councillors 
and area committees. The representatives, ward councillors and area committees assist in the 
identification of safety issues and hazardous locations.  
 
This approach to obtain accident information through community participation is shown in 
Figure 1 and described in the following paragraphs. 
  
 
 

Figure 1: The development of road safety master pla ns for disadvantaged areas 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
The process entails the following steps: 
 

·  Identify Hazardous Locations (Hazlocs) and other potentially dangerous road 
conditions, extensively utilising the practical experience of community 
representatives, ward councillors, area committees, schools, traffic engineers, 
Metropolitan Police and road safety representatives for that particular area;  

Identification of 
hazardous locations 
with involvement of: 
• Ward Councillors 
• Ward Committee  
• CTMM Engineering 
• Provincial Officers 
• Metro Police 

Assess identified 
hazlocs 

 (Road Safety 
Assessment) 

Prioritize and 
prepare cost 

estimates 

Register on 
IDP and 
compile 
budget 

Prepare 
Implementation, Law 

Enforcement and 
Awareness Plan 

Implement plan 

Monitor effectiveness 
of measures 



 4 

·  Analyse and evaluate these identified hazardous locations by means of road safety 
assessments in terms of the South African Road Safety Manual3 ; 

·  Prioritise hazardous locations that warrant the implementation of safety measures, 
identify improvement measures and prepare cost estimates for remedial measures 
like pedestrian bridges, traffic signals, raised pedestrian crossings, speed humps, 
walkways and other; 

·  Register these measures on the Integrated Development Plan (IDP) for the city and 
include them in the financial budget of the City; 

·  Prepare an implementation plan once the budget is approved. These plans also 
include law enforcement plans, educational programmes and awareness projects; 

·  Implement these plans with the involvement of the local community through local 
emerging contractors and utilisation of local labour. Poverty and unemployment 
levels in the disadvantaged areas are high, and job creation is crucial in these 
areas; 

·  Evaluate the effectiveness of the measures after implementation to ensure that 
appropriate measures were implemented. (Scorecards with Key Performance 
Indicators (KPIs) were identified to measure success); 

·  Update the implementation plans annually to establish a continuing process of 
“rolling” implementation. 

 
The implementation of safety measures does not necessarily imply that all problems have 
been solved. It is therefore important that follow-up studies must be undertaken to establish 
the effectiveness of the measures. The follow-up studies usually involve the collection of 
traffic flow information to establish whether the measures had a beneficial impact on traffic 
patterns. Community participation is also an important component of these follow-up studies 
to establish the perceptions of the people regarding the effectiveness of the measures. 

 
PROPOSAL 

 
It has clearly been shown that information readily available within communities can be 
utilised effectively to identify accident locations. If these problems can be verified by means 
of an engineering road safety assessment, remedial measures can be developed and 
implemented notwithstanding the fact that typical accident statistics might not be available in 
the design and analysis period. 
 
It is proposed that this methodology be included in the IRF action plan on capacity building 
for collection of statistical data in developing countries, recognising that programmes to 
obtain accident statistics must be done in parallel to the community participation process to 
assist with identification and evaluation of hazardous locations. 
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2. Road accident knowledge base 
 
POSITION 

Extensive research has been done worldwide on the identification of remedial measures for 
specific road safety problem areas. Even if a country has not done scientifically supported 
research, one could still find that such a country has some sort of documentation available 
which would pair identified problems with possible remedial measures. Very often such lists 
have been prepared by knowledgeable (but busy) officials. The value of such documentation 
depends to a very large extent on the quality of the background information used and how 
that information is made available to the reader, as well as the accessibility of such 
information.  
 
We strongly believe that road safety information should be made available in a responsible 
but user friendly manner. We appreciate that the author of a document cannot be held liable 
if the information in the document would be used irresponsibly. We nevertheless, also 
believe that the author have the implicit responsibility to provide succinct advice if the 
information contained in such a document has restricted applicability, which might not be 
apparent to the casual reader or the typical non-expert user. For this particular reason, we 
are concerned that more and more articles are published on Internet under the guise of 
providing expert opinion, whilst the contents are utter hogwash. 
 

MOTIVATION 
In a previous project conducted for the World Bank, extensive discussions took place with 
road safety representatives of countries in Sub-Sahara Africa. It was noteworthy that one 
recurring request was raised throughout: “Please provide us access to credible information 
that would work in our circumstances. We are generally disappointed with the so-called 
advice which safety hardware salesmen are giving us, because we do not have the 
knowledge to appreciate the correctness of the information.”  With the increase in 
accessibility of internet, the electronic media provides the opportunity to collect information 
in a responsible way and to disseminate it to specific users that would have specific needs, 
without the need for the “author” to focus his attention on a particular target group that could 
provide him with the commercial incentive to market his work. 
 
The proposed problem-solution pairings showed in the working document for the 
forthcoming meeting of the WG, are a good indication of what can be done if that principle 
would be used. We do believe that they are an oversimplification of the problem and fall 
short in critical areas, namely that the user of that information does not have access to the 
theoretical background of such a condition or an indication what other issues should be 
considered simultaneously. A very good example of how these pairings can be used, can be 
found in the ‘old’ TRL reference “Towards Safer Roads in Developing Countries”  

 
PROPOSAL 

It is proposed that a Clearing House for Road Safety Countermeasures be established, that 
the data base of possible remedial measures be populated by the collection of such 
measures from existing research reports and publications and guideline documents 
prepared by different organisations or institutions. The same problem area could be 
remedied by a range of possible solutions, ranging from a very low tech (possibly labour 
based) solution, to a high tech solution that would not only require extensive knowledge for 
the implementation but might also introduce potential future specialised maintenance 
requirements.  
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These measures should be vetted from a scientific or experience background prior to being 
uploaded into the data base and should be presented in the data base in a format that would 
allow the user to assess the applicability of that measure against his understanding of the 
problem situation that he is faced with.  
 
It is essential that cognisance be taken that this clearing house is intended to provide not 
merely a catalogue of solutions, but that it would also provide a theoretical or researched 
basis supporting such a solution. This principle would allow the user to assess the 
applicability of such a solution to the problem at hand and would offer the opportunity to 
expand the knowledge and understanding of the user of the different safety features that are 
available for different problem areas. Proposed solutions need to be carefully scrutinised 
that unsafe practices would not be initiated through the use of careless selection of 
photographs to show possible solutions. 

 
 
3. Road safety guides (design/audit): Cooperation w ith other organisations and 

dissemination 
 
POSITION 

The SARF Road Safety Working Group takes cognisance of the work that is extensively being 
undertaken as advised in the working document. Unfortunately, we do not have any indication to 
what extent the preparation of these different guideline documents overlaps or to what extent 
they are focused on the specific needs within developing countries. We do not have a clear 
understanding of the extent to which the authoring teams in these guideline documents have 
been mandated or instructed to closely liaise with representatives from developing countries. 
We are concerned that the experience of the authoring teams might be slanting towards the 
developed country environment and that the applicability to the developing country environment 
would be restricted. 
 
It is also not clear to what extent information emanating from the developing country 
environment would find its way into the preparation process for these new guideline documents. 
We recognise the request from the Safer Roads WG that summaries be supplied of guidelines 
that are being used in other countries, but feel that such an overview would not achieve an 
objective of exposing the guidelines to ‘peer review’ and a greater degree of standardisation. 
 
We also believe that any such guidelines should be made readily accessible to a road safety 
practitioner in a developing country and in such a way that the practitioner would understand the 
limitations of particular guidelines in his/her specific applications. 
 

MOTIVATION 
We acknowledge that there are large numbers of guideline documents on road safety or on 
specific road safety features available in the literature. We are concerned that the applicability of 
these documents in the developing country environment would not be as successful as in those 
countries from where they originated, as a result of the point of departure. Developed countries 
might start from the implicit point of departure that the road user has been exposed to vehicular 
traffic from a very early age, that the road user has reasonable access to private transport and 
that public transport is of a high standard – both in terms of quality of equipment and in quality of 
service. With respect, this is rarely the case in the developing country environment that we have 
been exposed to. To therefore prepare a guideline document that starts from a non-compatible 
perspective and expect a successful transplant into a developing country environment by “panel 
beating” it to suit different base conditions would be wishful thinking. 
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TABLE 1: Typical framework for the preparation of a  pedestrian safety master plan 
 
 
 

FRAMEWORK FOR DEVELOP ING PEDESTRIAN SAFETY MASTER PL ANS  
 
1 INTRODUCTION  

1.1 Project Background  
1.1.1 Study Area  
1.2 Project Goals, Objectives and Deliverables  
1.2.1 Goals  
1.2.2 Objectives  
1.2.3 Project Deliverables  

2 PURPOSE OF OF PEDESTRIAN SAFETY MASTER PLAN  
2.1 Pedestrian Safety in Perspective  
2.1.1 Integrated Transport Plans  
2.1.2 National Strategies  

3 METHODS TO IMPROVE PEDESTRIAN SAFETY  
3.1 Street Design Improvements  
3.2 Street Connectivity Improvements  
3.3 Land Use Improvements  
3.4 Access Management Improvements  

4 STUDY METHODOLOGY  
4.1 Data collection, accident statistics  
4.2 Interaction with Stakeholders  
4.3 Highlighting the Problems in the Study Area  
4.4 Tour Around the Study Area  
4.5 Existing Infrastructure  
4.6 Preparation of Base Maps  
4.7 Developing Solutions  

5 TRAFFIC SAFETY STATUS QUO  
5.1 Overview of Area  
5.1.1 Population Demographics (identification of Vulnerable Groups)  

(a) Population (Youth and Elderly)  
(b) Disability  
(c) Mode to school or work  

5.2 Pedestrian Safety Problems  
5.3 Traffic Calming Measures  
5.3.1 Existing Traffic Calming Measures  
5.3.2 Proposed Traffic Calming Measures  

6 SELECTING SAFETY SOLUTIONS  
6.1 Proosed Traffic Safety Measures 
6.1 Technical Feasibility of Proposed Traffic Safety Measures  
6.1.1 Road Safety Assessment/Audit  

7 STAKEHOLDER INVOLVEMENT  
7.1 Meetings with Stakeholders  
7.2 Site Visit to the Area  

8 STRATEGY FOR THE MANAGEMENT OF ENGINEERING SOLUTION S AND LAW 
ENFORCEMENT ACTIONS ALONG PUBLIC TRANSPORT ROUTES  
8.1 Community Participation  
8.1.1 Planning stage  
8.1.2 Implementation stage  
8.1.3 Operational stage  
8.2 Law Enforcement Plan  
8.2.1 Awareness 
8.2.2 Education  
8.2.3 Road safety committees  
8.2.4 Law enforcement  
8.3 Management of Engineering Solutions  

9 IMPLEMENTATION PLAN AND COST ESTIMATION  
9.1 Cost Estimate  
9.1.1 Rates used to estimate costs  
9.1.2 Summary of estimated costs  
9.2 Implementation Plan  

10 CONCLUSION AND RECOMMENDATIONS  
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Table 1 above, shows a typical framework or table of contents that had been used in the 
formulation of a pedestrian safety master plan in an urban area. Including such frameworks in a 
guideline document for use in developing countries would be particularly helpful to the road 
safety practitioner that requires support. It would ensure that documentation prepared by such a 
practitioner covers all the necessary bases. It would also assist government officials that need to 
review such plans that had been prepared on contract or by developers as part of traffic impact 
analyses requirements, to assess the impact of the proposals, knowing that he ‘project’ has 
been analysed as widely as necessary.  
 
Whilst it is acknowledged that there are road safety guidelines available on a number of specific 
aspects, there is also a need for guidelines for developing countries/economies to be used in 
these countries as a practical guide to implement measures and monitor the success of 
measures and programmes which have been implemented. Such guidelines should either form 
part of a guideline document developed in a specific subject area or should be a stand-alone 
document addressing the process of implementation and monitoring. 
 
The guideline should form part of a Road Safety Programme which should be promoted through 
Training Courses.  
 
 

PROPOSAL: 
It is proposed that guidelines on specific road safety aspects for developing 
countries/economies be developed with the close co-operation of practitioners within such 
areas. (Plan with us, rather than plan for us!) These guidelines should be in a format that would 
be readily available on the one hand and concise and practical on the other. The development of 
such guidelines as a series of focused documents all in the same basic format and bound in a 
loose leaf folder or available for download in such smaller portions, is strongly recommended. 
 
It is also proposed that a guideline document on pedestrian safety in developing countries be 
prepared. 
 
Furthermore, it is proposed that training materials be developed as part of the preparation of 
specific guidelines documents, and that such training materials form the basis of training 
courses to introduce and strengthen the use of such guidelines in developing countries.  
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4. Safe roads and driving simulator 
 
POSITION 

We believe that the use of a driving simulator in the developing country environment should be 
carefully considered prior to implementation. It is essential that the simulated experience would 
represent those conditions that the novice driver in the developing country would likely be 
confronted with. Local conditions need to be simulated, rather than a standardised set extracted 
from the developed country environment. There is a real risk that the potential benefit of using 
such a driving simulator could be significantly overestimated. 
 
We feel far more comfortable with the use of a driving simulator in the training of professional 
drivers tasked to drive special vehicles like fuel tankers and multi-unit heavy vehicles. Such 
training should specifically cover the driving and handling of such special vehicles under 
simulated hazardous conditions and should be seen as the responsibility of the relevant fleet 
owner. 
 
 
 

5. Sharing the roads 
 
POSITION 

The South African experience agrees with the typical picture that pedestrians are over-
represented in the accident experience in developing countries. In 2004 pedestrians, bicycle and 
animal related accidents accounted for some 37% of all accidents in South Africa.4 In this period 
pedestrians accounted for 41% of all fatalities. We therefore support the need to focus 
improvement programmes on the reduction of pedestrian related accidents. We also 
acknowledge that pedestrian accidents are complex problems in great risk of over-simplification.  
 
We believe that it is essential to recognise the fact that certain categories of road users would 
be more vulnerable and in greater risk in case of an accident. This stems not only from being 
‘softer’ during an accident, but also from relative incompatibilities. With the latter, we refer to the 
problem of vehicles with a mobility objective being confronted with an environment developed 
for improved accessibility, and vice versa. Such incompatibilities are often characterised by 
significant differential speeds resulting from the conflict between the underlying functions of the 
road users, whether pedestrian vs vehicle or even vehicle vs vehicle. The prime objective would 
be to adapt the environment in such a way that the relationship between the road and road user 
on one side and the function of the frontage activity and the frontage-user on the other, would be 
clarified and conflicts between them reduced.    
 

MOTIVATION 
With the increase in traffic volumes and changes in traffic patterns, a situation often develops 
where the traffic function of a road is being impeded by the activities along the frontage. 
Simultaneously the frontage-user also suffers because of the impediment created by the traffic. 
This kind of incompatibility is the primary reason for the development of traffic calming schemes.  
 
Examples of the different incompatibilities can be found in the increased difficulty experienced 
by vehicles to find simultaneous gaps in opposing streams of vehicular traffic and parallel 
pedestrian streams thus making right turning (left side driving) more difficult. It is also 
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experienced when vehicular traffic starts to avoid congestion on arterials and using rat-runs 
along residential streets. It is also found at the entrance to a town when the traffic entering the 
town needs to adjust from high speed/ low conflict rural driving conditions to a low speed/ high 
conflict potential environment represented by the commercial development along such a main 
street. From the pedestrian perspective, the walking trip to a school becomes increasingly 
hazardous, resulting in the development of “Safe Routes to Schools” programmes. 
 
There are a large number of web sites available that describe traffic calming and traffic calming 
measures, some more credible than others. Very few, however, primarily focus on conditions in 
developing countries. This means that the road safety practitioner in such a country needs to 
place himself in a situation which might be unfamiliar to him, guess how a particular measure or 
measures might work in a totally different environment and then hope that his guesswork will be 
borne out when such measures have been implemented. To our knowledge no effort has yet 
been taken to collate the experience of developing countries in the use (or misuse) of traffic 
calming measures. 
 
We also believe that one of the projects done in the Tshwane Metropolitan Municipality is a 
prime example of the possible results that can be achieved if different levels of government work 
closely with the community to address the problem of vulnerable road users in an incompatible 
environment, as indicated hereafter. 
 
 Separating vulnerable road users from motorised tr affic/high speed corridors 

 
Communities are often divided by freeways or high speed roads. In the City of Tshwane 
the N1-Freeway divides a rural community located on both sides of a national freeway. 
Pedestrians previously crossed the freeway to collect water, attend schools and churches 
and for social interaction. This posed a serious safety problem for both pedestrians and 
motorists. A large number of pedestrians were fatally injured in collisions on the road. 
Some of these accidents were horrendous in nature due to the high speed of traffic. This 
resulted in a very high level of dissatisfaction in the community which led to protest 
actions. 
 
The problems on the N1 were created by a lack of integrated planning in the past which 
allowed settlement on both sides of a freeway with no consideration of the consequences 
of such settlement. This problem was further aggravated by the lack of general amenities 
such as shops, schools and healthcare facilities which added to the need to cross the 
freeway. A road safety audit of such planning could have identified the problem before it 
occurred, but such input would have been simply ignored in the past. 
 
A partnership project was established between National, Provincial, Metropolitan and 
District Municipality levels5. A comprehensive community participation process was 
followed during the planning and implementation phases of the project. A comprehensive 
perception survey was undertaken to identify focus areas for an awareness campaign. The 
measures that were implemented included the construction of brick walls on both sides of 
the freeway to prevent pedestrian access to the freeway, a pedestrian bridge and various 
walkways in the area. It also involved education and public awareness campaigns aimed 
at explaining the need for the measures to the community. 
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A crucial aspect of the project was the involvement of the community in the construction of 
some of the facilities (such as the brick walls and walkways). Members of the community 
were trained not only to undertake the construction activities, but also to become involved 
as local contractors and entrepreneurs. This involvement contributed significantly to the 
community taking ownership of the facilities. 
 
An interesting feature of the project was the construction of a pedestrian bridge with 
unusually attractive architectural features, to such an extent that it has become a landmark 
in the area. This has also contributed to the acceptance of the project by the community. 
 
 

 
 

Figure 2: N1 Freeway Pedestrian Bridge 
 

The project had a very high political profile and involved the National Minister of Transport 
and the Executive Mayor of the City. The project was officially launched and handed over 
to the community by the Minister of Transport and Executive Mayor to encourage the 
community to accept ownership of the project.  
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The project received a number of awards in the country, including: 
·  National Award from the Southern African Steel Association for technical 

excellence (for the spiral pedestrian bridge). 
·  Regional award from the South African Institution for Civil Engineers for technical 

excellence and for the best community based project. 
·  National Commendation for the most outstanding civil engineering achievement in 

the technical excellence category, 2003, awarded by the South African Institution of 
Civil Engineers. 

 
Findings: 
It is believed that the success of this project can be attributed to the combination of 
numerous aspects: 

·  The high political profile and active (read visible) role played by political leaders; 
·  The effort to establish community participation from a very early stage; 
·  The involvement of the community during the implementation phase through an 

awareness campaign and through job creation; 
·  The implementation of sound engineering measures  

 
Currently it is a highly successful project which has eliminated all pedestrian movements 
along or across the freeway. 

 
 

PROPOSAL 
We support the proposal that IRF develops a database of best practice for the sharing by 
vulnerable road users of the same roads used by vehicular traffic. Various layouts of safety 
measures at schools which could be included in the proposed database, will be presented for 
consideration at the meeting.  
 
It is furthermore proposed that the principles of “environmental adaptation”6 and context 
sensitive design be advocated as a means to reduce the conflict between traffic and frontage 
functions, with the primary objective of improving the safety and the quality of the movement 
experience for all road users. This should be done through the development of a guideline 
document with appropriate developing country examples to clearly promote these principles, 
combined with the development of a training module and relevant presentation materials. 
 
It is also proposed that a database of traffic calming best practice be developed focusing 
attention on the wide range of possible measures to support a self-enforcing road environment 
within the developing country scenario. This database should emphasise that traffic calming is 
more than merely speed humps and mini circles. Particular attention needs to be given to 
gateway treatments on entering communities of a lower order.  
 
These databases should display the same characteristics as advocated earlier, namely that they 
should provide the user of the database with additional information to be able to learn from the 
experience and become more confident as time goes by and success is experienced. The need 
to develop parallel training programmes strengthening the understanding and proper use of the 
information contained in the database cannot be over-emphasised.  
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6. Road safety management training courses 
 
POSITION 

The primary goal of SARF is to improve the knowledge base of everybody working in the roads 
environment and therefore emphasises the development and presentation of courses aimed at 
all levels of road practitioners, from supervisor level to policy makers. SARF road safety working 
group appreciates the availability of the IRF training course material covering such a wide 
spectrum of road safety components and will liaise with the SARF education and training sub-
committee to access these training modules and assess their applicability in the South African 
context.  
 
We believe that it would be impossible to improve road safety on a sustainable basis if the level 
of road safety knowledge and the practical application of such knowledge in the working 
environment would not be actively pursued. A process of improving awareness in conjunction 
with a process to improve knowledge and application would therefore be essential. 
 
We also recognise the advantages of using lecturers/ trainers with the necessary background, 
experience and skills to transfer such knowledge. The proposal of establishing a database of 
expert trainers would therefore be supported. Experience, however, has shown that to be able to 
use such experts in training, a level of funding is required which cannot be fully recovered from 
the attendance fees at a training course unless sponsored or subsidised. The mere 
establishment of a database of experts is necessary but would not be sufficient to encourage the 
use of such experts, unless a supporting funding mechanism for such use is also established. 
   

MOTIVATION 
We strongly support the extension of available training courses and would be prepared to make 
programme material that had been developed in the South African context available for wider 
utilisation. 
 
One such programme that has been implemented in South Africa is aimed at the promotion of 
road safety at schools in line with the World Health Organization (WHO) report “Youth and Road 
Safety”. The programme entailed an awareness campaign at schools where the following 
process was followed: 

·  Identify schools in various areas, where road safety complaints/high accident rates were 
reported/identified 

·  Visit identified schools by a team consisting of a community representative, a technical 
road safety practitioner and law enforcement officer where presentations are made 
regarding road safety. 

·  Present video material and distribute flyers and posters to create awareness.  
 

Exhibits 1 and 2 (overleaf) show copies of a poster and flyers distributed as part of this 
campaign. 
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EXHIBIT 1: Poster used as part of the schools aware ness campaign 
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Exhibit 2: Flyer distributed during a schools aware ness campaign 
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Exhibit 2A: Flyer distributed during a schools awar eness campaign (rear side)  
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PROPOSAL 
The proposal by the Safer Roads working group to establish a database of expert presenters is 
supported. Two South African road safety practitioners with experience in the developing 
country environment assisted in the IRF Executive Road Safety Seminars in the past, namely 
Hilton Vorster on urban road safety (hiltonv@tshwane.gov.za) and Siegfried Grosskopf on rural 
road safety and road safety auditing (siegfriedg@gmail.com). 
 
It is proposed that a funding mechanism to support the utilisation of experts from the expert 
presenter data base be established to improve the use of knowledgeable presenters and to 
improve cross-fertilisation of ideas and road safety measures between different developing 
countries. 
  
It is also proposed that the working group encourages the exchange of training and promotional 
material to be used in developing countries. The working group could also act in an advisory role 
to revise such programmes from being country specific (in the originating country) to a more 
generic training module, readily available and useable by other members. 
 
Please also refer to section B of this paper, where the existing training programme of SARF is 
discussed. 
 
 

 
7. Speed Control and ITS 

 
POSITION 

We recognise and acknowledge the contributing factor of speeding on the occurrence and the 
severity of accidents and the seriousness of the problem. In South Africa, it is estimated that 
more than 95% of all accidents happens as a result of a traffic offence with most accidents being 
attributed to two or more simultaneous offences7. We do not believe that South Africa (as a 
developing country) is unique in this respect. We therefore strongly support all actions to identify 
and contain these offences and the offenders and believe that using higher levels of technology 
would put the road or traffic authority in a stronger position to curtail such offences.  
 
We strongly support the establishment of a database of best practice, not only for speed control, 
but also of other offences contributing to the deterioration of road safety.  
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MOTIVATION 
The experience of the City of Tshwane on the application of camera law enforcement is discussed 
hereafter to motivate the principle of using advanced technology where appropriate. 
 
 

Freeways/Main roads entering residential areas 8 
A common problem where freeways or major routes enter residential areas is the reduction 
of speed in the residential area – the so-called ‘gateway effect’. The N4 freeway directly 
enters the street system of the City of Tshwane leading to significant speed differential 
between freeway travel and street travel. The point of entry into the City is also a site with 
commercial activities like a popular take-away restaurant, small supermarket, pub and 
filling station on one side of the road and a limited services hotel on the other. The 
incompatibility of the slow city traffic and pedestrian activity across a wide street section 
immediately beyond a freeway led to numerous accidents.  
 
Various typical gateway features like increased level of planting, changing the forward 
visibility next to the road and the introduction of externally lit flag posts were found at this 
site. The accident problem, nevertheless, remained. The situation was remedied by the 
installation of a speed camera, signs and road markings.  The innovative nature of the 
installation, however, is that no attempt was made to hide the camera as at many camera 
installations in the country. The camera itself is fully visible, while road signs warning 
drivers of the camera have also been installed. Transverse road markings (COSBI line 
markings) have also been painted immediately before the camera with the purpose of 
focusing the attention of drivers on the camera.  
 

 
 
Figure 3: Entrance from N4 into City of Tshwane 
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Findings: 
Since the introduction of the camera, road signs and road markings, no report of a severe 
accident was received at the location. 
 
The gateway problem can therefore effectively be addressed by the installation of a speed 
camera at the location where the freeway enters the urban area. This camera does not 
have to be continuously operated, but it remains highly effective in reducing speeds. It is 
interesting that once drivers have reduced their speeds, they continue travelling at the 
reduced speeds on the road. Speeds have been significantly reduced on the road. 
 
 
This project is an example that illustrates the benefits of and need for visible law 
enforcement at hazardous locations. The intention of law enforcement is not always to 
prosecute, but rather to make drivers aware of a safety issue. 
 
 

PROPOSAL: 
 
The proposal of providing best practice examples on successful speed reducing strategies for 
inclusion in the IRF knowledge base on safety is supported. It is proposed that the knowledge base 
should specifically provide for the introduction of more advanced levels of technology use as a 
means to curb speeding. 
 
It is also proposed that the problem of speeding be recognised as only one of a large number of 
traffic offences that all lead to the deterioration of road safety. The principle of identifying and 
countering offences and offenders should be emphasised and possible measures to curb 
lawlessness by road users be included in the knowledge base. 
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B EXISTING AND FUTURE SARF TRAINING PROGRAMMES 
 
 The SARF presents a large number of training courses in the wider road context. A number of 

these courses include aspects related to the improvement of road safety. These courses are the 
following: 

·  SADC9 Road Traffic Signs Manual Course 
·  Road Markings Course 
·  Traffic Calming Measures Course 
·  Geometric Design Course 
·  Traffic Signals Design Course 

 
The following course is under development: 
 

·  Road Safety Audit Course 
This course will be based on the road safety audit guidelines contained in the South 
African Road Safety Manual and will be recognised by the RTMC10 as the official course 
for the accreditation of road safety auditors in South Africa. Certain changes are 
envisaged in the Road Safety Manual which could influence the finalisation of the 
course. 
 
The possibility of structuring a more encompassing SARF road safety course with a 
number of separate modules similar to the current courses and extending the offering to 
address road safety over a wider front and to a wider target audience has been mooted 
and will be considered further after the IRF Safer Roads Working Group meeting.  

 
 

 
C CONCLUSIONS AND RECOMMENDATIONS 
 

From the above it can be seen that the SARF can play a major role in the development of road 
safety programmes in developing countries/economies. The SARF could be used as the 
implementing organisation of the IRF in promoting road safety in Africa and also other 
developing economies. 
 
Recommended: 
 

·  That the proposals made in this document be utilised in the development of a Road 
Safety Strategy and Implementation Plan for Developing Countries 

·  That the IRF partner with the SARF in the development and Implementation of Road 
Safety Course for Developing Countries 
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