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1.1 Aims and objectives of the Provincial Rural Transport Plan  

   
The need for an Eastern Cape Rural Transport Plan emanates out of a growing 
concern within Provincial Government and among key stakeholders in business, 
organised labour, NGO‟s and government, that the absence of a balanced and 
equitable rural transport network in the province is a serious impediment to rural 
economic development and poverty eradication.  

 

Colonial and apartheid planning and social engineering has deeply scarred the Eastern 

Cape, leaving enduring structural problems and underdevelopment, particularly in the 

former homeland areas of the Transkei and Ciskei. This presents a set of deep-rooted 

structural challenges including:  

 

 Enduring socio-economic disparities between the western and eastern regions 

of the Province, 

 Extreme poverty and service backlogs in the former Transkei, 

 Gender and racial inequality, 

 Soaring unemployment and sub-optimal performance in key economic sectors, 

 HIV/AIDS, and  

 Human resource and institutional capacity constraints to service delivery.  

 
In order to address these challenges, the Provincial Government together with local 

government, organized business, labour and the NGO sector, has developed a Provincial 

Growth and Development Plan. The PGDP sets quantified growth and poverty reduction 

targets, and is currently in the process of packaging tangible programs for sequencing and 

implementation between the period 2004 –2014. The aim of the PGDP will be fundamental 

socio-economic transformation and spatial restructuring to address uneven development 

between the western and eastern regions of the Province. More specific aims and targets of 

the PGDP are:  

 

 Eradicating poverty and extending social protection to the poor and vulnerable, to 

reduce by 2014 the number of households living below the poverty line by between 

60%-80%; 

 Growing the economy by between 5%-8% to match growth in the population of 

working age and reduce unemployment backlogs; 

 Accelerating access to basic services to eradicate water backlogs by 2008 and 

sanitation backlogs by 2010;  

 Reducing the under-5 mortality rate by two-thirds and the maternal mortality rate by 

three quarters; and  

 Enhancing food self-sufficiency particularly in the former Bantustan areas of the 

Province.  

 

Clearly none of the above targets are possible without the simultaneous development of a 

transport strategy aimed at developing a balanced transport network for the Province. As the 

Premier, the Rev MA Stofile, noted in his 2003 State of the Province address (21/02/03), 

“Transport services and infrastructure form the foundation for sustainable development, as 

well as providing mobility and access to services for the rural population”.  
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The development of a balanced transport network is vital to shifting public and private sector 

investment towards underdeveloped rural areas in support of agricultural development and 

economic growth. In the absence of basic transport infrastructure and services, attempts to 

implement the social protection policies of Government in the deep rural areas where they are 

most needed remain futile.  

 

1.2 Aims and objectives of this Baseline Report  

 

This Baseline Report represents the first step in the development of a Rural Transport 

Strategy and set of costed programs for implementation. The specific objectives of the Report 

are as follows: 

 

 Assess current policy environment to discern policy objectives and gaps that a 

provincial rural transport system should respond  

 

 Review the existing condition of transport infrastructure and services, and where 

possible outline baseline indicators that can serve as a benchmark against which 

impact can be later evaluated  

 

 Assess the impact of the current transport network on economic and social 

development;  

 

 Review current institutional arrangements for transport planning, implementation, and 

monitoring; and    

 

 Provide input on what requires to be done in terms of short, medium and longer term 

interventions.  

 

1.3 Structure of the Baseline Report  

 

The report is structured into five sections. Following this introduction, section2 reviews the 

policy environment for rural transport. Section 3 considers transport infrastructure, 

particularly roads, and provides details on the backlog and maintenance requirements. Section 

4 looks at transport services, particularly with respect to rural public transport. Section 5 

reviews current institutional arrangements for transport planning and implementation, 

focusing on the respective roles of the Departments of Transport and Roads and Public 

Works. The Report ends with a set of strategic recommendations on what kinds of 

interventions are necessary in the short-to medium term to accelerate the development of an 

accessible and balanced rural transport network.    
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2. POLICY OVERVIEW  

 

  

2.1 Legislative and other mandates 

 

As envisaged in the Constitution of the Republic of South Africa Act [Act 108 of 
1996], the National Department of Transport is responsible for enhancing the 
contribution of transport to the economic and social development goals of society by 
providing fully integrated transport operations and infrastructure. 

 

In terms of the Constitution, the National Department of Transport is not directly 
responsible for the delivery of local rural roads [which all now fall under the category 
of municipal roads], or the provision of rural transport services [see Table below]. The 
Department sees its main roles as developing policies, strategies and guidelines, and 
ensuring that the provisions of the White Paper on Provincial Transport Policy [1996], 
and other legislation [including National Land Transport Framework] are 
implemented. Depending on the provisions of the relevant legislation, it provides 
strategic direction, and where necessary, arranges for the transfer of funds or takes 
direct facilitating actions to address service delivery priorities, and develop the 
requisite planning and implementation capacity in relevant sphere of government. 

 

In accordance with Schedule 4 of the Constitution, the Eastern Cape Province has 
concurrent competence with Parliament to make laws that fall within inter alia the 
following functional areas that are particularly relevant to the Department of 
Transport: 

 Airports other than international and national 

 Public transport 

 Public works 

 Road traffic regulation 

 Vehicle licensing 

 
And the following local government matters: 

 Municipal airports 

 Municipal public transport 

 Municipal public works 

 Harbours excluding the regulation of international and national shipping. 

 
In accordance with Schedule 5 of the Constitution, the Eastern Cape Province has 
exclusive legislative competence in inter alia the following functional areas: 

 Provincial planning 

 Provincial roads and traffic 

 
And the following local government matters: 

 Municipal roads 
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 Traffic and parking. 

 
These constitutional provisions form the basis for the functions of the Department of 
Transport and Department of Roads and Public Works. 

 

The Eastern Cape Rural Transport Strategy document will seek to engage and 
interrogate relevant areas of responsibility of the Department of Transport and the 
Department of Roads and Public Works with a view to drawing a credible and 
implementable strategic action agenda.  

 

It is important to note that certain transport infrastructure and systems in the Eastern 
Cape are the responsibility of other spheres of government and institutions, including: 

 

 National Roads [National Department of Transport; South African National 

Roads Agency]  

 East London and Port Elizabeth Airports [Airports Company South Africa] 

 East London and Port Elizabeth Ports [Portnet] 

 Railway system and services [Spoornet and South African Rail Commuter 

Corporation] 

 Municipal roads, streets, public transport, airports and harbours [Local 

authorities]. 

 
The package of strategic actions that will be developed as part of the Eastern Cape 
Rural Transport Strategy will take cognisance of these elements. The ECDT also has 
a key role in terms of the Provincial Government‟s stated commitment to uplift the 
material conditions of rural communities, within the ambit of the Provincial Growth 
and Development Plan and Integrated Sustainable Rural Development Programme 
[ISRDP]. 

 

Table 1: Constitutional competencies in land transport and related functional areas1 

NATIONAL PROVINCIAL MUNICIPAL 

Regional Planning & Development Regional Planning & Development 
 

 

Urban & Rural Development Urban & Rural Development Municipal Planning 

Public Transport Public Transport Municipal Public Transport  

Road Traffic Regulation Road Traffic Regulation Municipal Traffic & Parking 

Vehicle Licensing Vehicle Licensing  

National Roads Provincial Roads & Traffic Municipal Roads 

Note: 

This classification of competencies does not deal explicitly with responsibilities for rural access roads, track, 

trails and other forms of “off-road” rural transport infrastructure. 
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2.2 Provincial Growth and Development Plan (PGDP) 

 

Our path to the future has been mapped in our Provincial Growth and Development 

Plan. Launched in June 2003, it is the Province’s 10 year plan to grow our economy 

and eradicate poverty, and lays down a clear action agenda to achieve our Provincial 

objectives – the systematic eradication of poverty, the transformation of the agrarian 

economy, developing and diversifying our manufacturing and tourism sectors, 

building our human resource capabilities, eradicating infrastructure backlogs, and 

public sector and institutional transformation in support of improved service delivery.  

 

 

 
 

 

Each of these objectives has clear implications for rural transport planning and 

provision, and require to direct and focus the development of the various transport 

programmes that comprise the Eastern Cape Rural Transport Plan, for example: 

 

 Enabling access, through improved road networks and affordable public 

transport services, to the comprehensive safety net (social grants and nutrition 

support) that is being developed for the poorest and most vulnerable 

households;   

  

Systematic poverty eradication and incremental
creation of fiscally sustainable social security system
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 Enhancing food security and the commercial development of the agricultural 

sector by improving the access of households and small-scale farmers to 

extension support and agricultural inputs (for example through rural access 

roads development) as well as innovative transport solutions to access 

markets;   

 

 Providing job and income earning opportunities to the poorest households and 

at the same time maintain the rural access road network through an expanded 

Vukuzakhe community based public works programme;  

 Unlocking potential in agro-forestry, agri-processing and tourism through the 

packaging and development of strategic transport corridors (eg. Kei Rail, Wild 

Coast Meander); 

 

 Improving access to public health services (particularly HIV/AIDs support) 

and education through an improved rural transport network and innovative 

transport services (such as subsidized scholar transport and HIV/AIDS 

speciality health centres)  

 

2.3 Integrated and Sustainable Rural Development Programme (ISRDP) 

 

Another key policy initiative that requires to frame the development of the Eastern 
Cape Rural Transport Strategy is the Integrated Sustainable Rural Development 
Strategy (2000). Within the Eastern Cape, the process to evolve such a strategy saw 
Provincial Government convening a multi-stakeholder Rural Development Summit in 
October 2000, where a number of key resolutions were adopted. These resolutions 
have formed the basis of Provincial Government‟s commitment to rural development, 
and continue to inform the framework for rural development interventions in the 
province. With respect to rural transport, the following resolution was adopted:  

 

RESOLUTION 2.4: CREATING AN INTEGRATED RURAL TRANSPORT NETWORK  

 

Noting: 

 

 Rural communities suffer high transport costs, and do not have access to 

reliable, safe and efficient transport;   

 The absence of an effective rural transport network is an impediment to 

rural economic development; 

 The absence of a provincial transport strategy which can inform multi-year 

planning towards developing an integrated rural transport network;     

 Road transportation is the most utilised form of transport in the freight 

business; that dangerous chemicals and substances are  transported by 

road; and that road transportation is resulting in excessive road 

maintenance costs; 

 Our Province has railway infrastructure that is underutilized, and that there 

exist many rural towns and villages which anchor their livelihood on such 

serviced railway lines; 

 

Believing that: 
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 An integrated rural transport network is vital to realizing the vision of the 

provincial rural development strategy, namely to improve the quality of rural 

lives, and to create a vibrant rural economy; 
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Hereby resolve that:  

  

 The provincial Department of Transport, within the short-term, develop an 

integrated rural transport strategy that builds upon the National Department of 

Transport’s Moving South Africa strategy and the national rural transport 

strategy (which is currently being formulated); 

 

 The provincial Department of Transport provide institutional support to under-

capacitated district councils to enable implementation of the recommendations 

of the province’s Rural Access Road Study; 

 

 The provincial Department of Transport packages projects which are in line 

with the vision and strategic thrust of the integrated rural development 

strategy, and which can be fed into the province’s multi-year budget planning 

cycle; 

 

 Effective co-ordination be facilitated between departments and tiers of 

government to ensure that transport planning does not happen in isolation from 

infrastructure and economic development planning;  

 

 The existing feasibility study into developing a railway line between Umtata 

and East London should be supported and resourced. 
 

The process of actioning the objectives of the integrated sustainable rural 
development strategy was given further impetus in February 2001 with the 
announcement by President Mbeki of thirteen rural focus nodes across the country 
which are to be targets of co-ordinated programmes of rural development. Four of 
these nodes are located in the Eastern Cape - OR Tambo (DC 15), Ukhahlamba (DC 
14), Alfred Nzo (DC 44), and Chris Hani (DC 13). Key programs to be implemented in 
these nodes include those addressing issues such as :  

 

“housing, water, sanitation, health including HIV/AIDS, pension pay-outs, 
household food security and nutrition, poverty alleviation including the 
provision of certain amounts of free services, Home Affairs services, 
education and training, sports and culture,” [page 17]. 

 

Fundamental to the provision of each of the above-mentioned services is the issue of 
access. Without the provision of the appropriate transport infrastructure and services, 
the delivery of the ISRDS will be severely compromised. The ECDOT has a critical 
and fundamental support role to play to ensure that rural dwellers have access to the 
basic services and development projects for which they have been targeted. In so 
doing, and through utilizing the methodologies and approaches outlined in the EC-
RARS and ECDOT-BSP, the department can contribute to the overall goals of rural 
development through job creation, poverty reduction, facilitating accessibility to socio-
economic opportunities and stimulating the rural economy, and improving the internal 
accessibility of settlements.   

 

The thrust of the first phase of the program is the consolidation and integration of 
existing programmes and initiatives in specific nodes.  A special Inter-Departmental 
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Task Team [IDTT] has been established under the auspices of the DPLG to oversee 
the implementation of this program, which is currently focused on identifying high 
impact anchor projects in each of the priority rural development nodes. Each node 
must, through the integrated development planning process, identify a basket of 
services and programs to launch development. Key to the program is an attempt to 
create investment synergy around demand-driven, locally owned, rural development 
programs, while employing Integrated Development Plans [IDPs] as vehicles for 
integration.  Because the program is not predicated on making available additional 
government funds - although this may occur in some special cases - but rather on 
focusing government expenditure and increasing the efficiency of the application of 
public funds, sectoral line function departments are required to prioritise the identified 
nodes in their programmes and budgets. The Rural Transport Strategy will provide 
an important framework to guide the prioritisation process within relevant 
departments such as ECDT and ECDRPW with respect to:     

 

2.4 Integrated Development Planning (IDP) 

 
The principal coordinating mechanism for [local] rural infrastructure and service 
delivery is the Integrated Development Planning process. 

 

The institutionalisation of the IDP process is only one of a range of significant reforms 
that have been instituted in terms of Municipal Systems Act and other legislation that 
has sought to give proper effect to the constitutional powers and responsibilities of 
the local sphere of government. Other recent reforms and developments worth noting 
are:  

 

 Significant decentralisation of governance and service delivery responsibilities 

to the local sphere of government, coupled with direct fiscal transfers from the 

national treasury in terms of an “equitable share” formula 

 Establishment of a mandatory link between the development priorities 

specified in the IDP, and the allocation of a local authority’s capital 

investment budget 

 Introduction of special [transitional] grants for the training and appointment of 

local government officials  

 Initiatives to investigate the establishment of rural service centres that can be 

used as conduits and catalysts to stimulate growth-with-equity with a view to 

engendering balanced and focused development in rural areas by the 

Department of Development Planning and Local Government [DDPLG]. This 

argument could be extended to rural towns.   

 
The IDP has been designated as the nerve centre of coordinated service delivery 
and development processes at the local sphere. To date, the ECDT has not played 
as critical and decisive a role as its position, resources and experience demands. 
Transport components of the various IDP documents reflect these shortcomings. It is 
thus incumbent on the Department to give its fullest cooperation and support through 
participation in these processes. Such participation should provide important two-way 
communication - from the Province to municipalities and from municipalities to 
Province, assisting them to work together to align their respective development 
activities. ECDT could, for example: 
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 Provide input regarding existing infrastructure, service backlogs and available 
resources into the analysis phase of the IDP 

 Participate in district-level strategy workshops and provide specialised 
transport sector input as members of IDP Project Task Teams 

 Participate in IDP Representative Forum meetings of district and local 
municipalities wherever possible. 

 

2.5 White Paper on Spatial Planning and Land Use Management  
 

The management of spatial development and land use in the rural areas of the 
Eastern Cape Province vests with all three spheres of government, and is defined by 
an evolving framework of policies and laws. The period post-2000 is characterized by 
a significant convergence in laws and systems that bring stability and clarity 
regarding the responsibilities of the different spheres of government, and linkages 
between different planning instruments.  At the national sphere, the policy provisions 
of the White Paper on Spatial Planning and Land Use Management and the 
envisaged Land Use Management Act are the key instruments framing and shaping 
current spatial planning and development in rural Eastern Cape. These mechanisms 
intend to introduce a new unitary planning system applicable in both urban and rural 
areas across South Africa, repeal the Development Facilitation Act [DFA] [No 67 of 
1995], replace the principles of the DFA, define the content of spatial planning and 
land use management for the purposes of the Municipal Systems Act, and introduce 
a national spatial development framework. The provisions of these policies and laws 
apply to all laws promulgated by provincial and local spheres of government. 
Legislation pertaining to the environment, transport, land reform, water, and minerals 
has spatial and land use management implications of its own. Its application forms an 
integral part of the land use management system. The Province of the Eastern Cape 
Spatial Development Plan conforms to the provisions of the national white paper. 

 

2.6 Transport policies  

 

2.6.1 White paper on National Transport Policy [1996] 
 

Seen from a rural transport perspective, the White Paper on National Transport 
Policy [1996] sets out a number of relevant policy principles. The most important of 
these are the need to promote the use of public transport over private transport, and 
to ensure that public transport services address user needs, including those of 
commuters, scholars, tourists and persons with disabilities. 

 

2.6.2 Moving South Africa [1997]  
 

The Moving South Africa initiative launched by the National Department of Transport 
in 1997 to “find long term solutions to major structural problems in the country” 
through the development of a strategic framework for the transport sector around the 
following goals (all of which reveal close synergy with the strategic goals of our 
Provincial Growth and Development Plan): 
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 Provision of basic needs to all citizens; 

 Economic participation of the historically disadvantaged; 

 Skills development and capacity building; 

 Job creation; 

 Spatial re-organization.  
 

The Moving South Africa initiative maps out Government‟s vision for rural transport 
development: 

 

“By 2020, transport infrastructure and services in rural areas will provide the basic 
means of access and mobility to support the integration of sustainable rural 
communities into the social and economic life of South Africa. Through transport, 
rural South Africans will be enabled to affordably and conveniently access markets, 
employment, economic activity, health care, welfare services, communication 
systems, retail services, and social activity”.  

 

The first significant outcome in this Moving South Africa initiative for the province has 
been the completion of an Eastern Cape Rural Access Roads Study (EC-RARS), 
which documents rural access road needs within a broader rural development 
perspective and provides a participatory and labour-intensive methodology for rural 
access road construction and maintenance in the province. One of the critical 
missing links impeding the implementation of an Eastern Cape Rural Access Roads 
Program is the unavailability of the necessary data for planning and budgeting.  The 
Eastern Cape Rural Transport Strategy development process will constitute an 
important step in closing this gap, and in proposing steps to fast-track and scale up a 
rural access roads program.  

  

2.6.3 Eastern Cape Rural Transport Development Background and Strategy 
Paper (2000) 

  

Another major step taken by the ECDT towards  developing an Eastern Cape Rural 
Transport Strategy has been the Eastern Cape Department of Transport‟s Rural 
Transport Development Background and Strategy Paper (May 2000). The ECDT-
BSP (2000) takes forward the vision of Moving South Africa and considers a number 
of programmatic, budgetary and institutional issues related to the Eastern Cape 
Department of Transport‟s core mandate of providing transport for rural development.  

 

2.6.4 A National Rural Transport and Development Strategy for South Africa 
[2002] 

 

The National Rural Transport and Development Strategy for South Africa proposed a 
two-pronged strategic thrust, namely, strengthening nodes and linkages in 
conjunction with other role players, and developing a rural transport programme. It 
thus provides an overarching framework to guide the development of similar 
strategies in the provinces. However, the level of abstraction and the emphasis given 
to specific strategic issues will vary from province to province.    
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2.6.5 National Land Transport Strategic Framework [2002] 
 

This National Land Transport Strategic Framework [NLTSF] is a legal requirement in 
terms of Clause 21 of the National Land Transport Transition Act [No. 22 of 2000] 
[NLTTA]. It embodies the overarching, national five-year [2002 to 2007] land 
transport strategy, which gives guidance on transport planning and land transport 
delivery by national government, provinces and municipalities for this five-year 
period. Strategies within 15 functional areas are outlined in terms of outputs, and 
actions to achieve those outputs. The provincial rural transport and development 
strategy also needs to be aligned to the NLTSF. 

 

2.6.6 National Road Infrastructure Strategic Framework 
 

During 2002 the National Department of Transport commissioned a comprehensive 
study to develop an integrated road infrastructure development plan [Road 
Infrastructure Strategic Framework], which provides a strategic-level plan of action 
for improved road infrastructure delivery. In summary the framework suggests a new 
set of institutional arrangements for roads planning and prioritization premised on an 
enhanced role for the National Department of Transport in programmes implemented 
at provincial and local level. Currently, the policy is under discussion, with a political 
decision expected soon. 

 

2.6.7 White Paper on Provincial Transport Policy [2001]   
 

The White Paper on Transport for Sustainable Development (April 2001) outlines the 
province‟s policy position on a number of transport issues, including transport 
infrastructure, public passenger transport, freight transport, and rural transport. With 
respect to rural transport, the paper addresses issues of access, infrastructure 
planning, non-motorized means of transport, rail facilities, as well as issues of 
integrated planning, affordability, and funding and resource constraints.     

 

2.6.8 Provincial Land Transport Strategic Framework [ongoing]  
 

Clause 22 of the NLTTA requires each province to annually prepare a provincial land 
transport framework for a five-year period. The initial provincial land transport 
framework [PLTF] must serve to guide land transport in the province, including intra-
provincial, inter provincial and cross-border transport and any subsequent provincial 
land transport frameworks must also include summaries of local plans within the 
province. 

 

The NDOT has recently initiated a process, and provided funding to facilitate the 
development of PLTF‟s in each province. This rural transport and development 
strategy needs to be aligned and integrated with the PLTF. 
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3. TRANSPORT INFRASTRUCTURE 

 

 

3.1 The Current Network 

 

The current network is a product of the past, with a fairly sophisticated transport 
infrastructure evident in the western regions of the Province, and little to nothing in 
the former Bantustan areas in the east. In keeping with the government‟s stated 
policy goals of equity and poverty eradication, the network must be reviewed and 
responsibility taken for a transformed network. Government has a key role to play in 
developing a balanced and equitable rural transport network that addresses issues of 
access and economic growth. Marginalized rural communities can no longer be left 
out of the economic equation. 

The development of a demand-responsive transport system requires an 
understanding of the needs of the rural population. This system must be unique for 
any particular area and should:- 

 Ensure access to economic opportunities and social services  

 Provide affordable transport to the public 

 Be cost efficient, of a high quality and be safe 

 Be integrated between all modes of transport 

 Ensure optimal allocation and utilisation of all available resources  

 Promote economic, financial, technical and environmentally sustainability 

3.1.1 The Road Network 

The rural road network consists of national, trunk, main, district, minor and access 

roads. The national roads consist of the N2, N6, N9 and N10. These roads are the 

responsibility of the National Roads Agency. 

 

The provincial road network consists of approximately 49,097km of road, of which 

5,791 km of blacktop roads and 43,305 km of unpaved or gravel roads. The 

construction and maintenance of roads in the Eastern Cape is currently undertaken by 

various bodies. The 2000 / 2001 Annual Report of the Eastern Cape Department of 

Roads and Public Works (DRPW) states “The Roads Branch of the Department is 

mandated to provide and maintain the proclaimed Provincial road network. This does 

not include Village and Municipal streets or access roads, which are the competency 

of Local Government”. District and local municipalities do not have the funding or 

the capacity to maintain these access roads. Where grant funding is available, it is 

generally use for capital work (new construction) and no maintenance is undertaken. 

Disadvantaged communities continue to be left out of the economic equation. 
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Table 2 : ROAD LENGTHS PER LOCAL MUNICIPALITY FOR THE EASTERN CAPE 

Mun No. 
Local 

Municipality 

 Trunk   Main   District   Minor   Access   Sub-total   Total  

 Paved  Unpaved   Paved  Unpaved   Paved  Unpaved   Paved  Unpaved   Paved  Unpaved   Paved  Unpaved   

Cacadu 

 EC101  Camdeboo  243.6  -    16.8  117.8  1.9  612.0  -    326.0  -    2.9     262.3   1,321.1  

 EC102  Blue Crane  117.4  -    48.5  376.6  -    877.9  -    996.4  -    -    165.9   2,416.7  
 EC103  Ikwezi  78.4  -    5.0  191.6  -    498.6  -    539.9  -    -    83.4   1,313.6  

 EC104  Makana  58.3  -    92.1  133.0  7.5  532.2  -    514.9  -    -    157.9   1,337.9  

 EC105  Ndlambe  116.8  -     45.7  38.7  -    373.9  -    304.9  -    -    162.6  717.5  880.0  
 EC106  Sunday's River  66.5  -    104.7  85.7  20.1  393.9  -    417.3  -    -    191.4  896.9  1,088.3  

 EC107  Baviaans  133.2  34.7  16.0  275.8  -    583.5  -    97.5  -    -    149.2  991.5  1,140.7  

 EC108  Kouga  16.6  -    174.0  31.8  53.8  296.4  -    342.7  -    -    244.4  670.9  915.3  
 EC109  Kou-Kamma  133.8  -    13.4  12.6  60.8  322.6  3.6  226.7  -    -    211.6  562.0     773.6  

 Totals  964.7  34.7  516.3   1,263.5  144.1  4,491.1  3.6  3,766.2  -    2.9  1,628.7  9,558.5   11,187.2  

 Amatole  

 EC121  Mbhashe  -    -    -    30.8  4.8  676.3  -    -    -    574.6  4.8  1,281.7  1,286.5  

 EC122  Mnquma  -    -    70.6  -    2.9  707.1  -    -    -    737.7  73.5  1,444.8  1,518.4  
 EC123  Great Kei  23.5  -    13.9  76.4  44.2  189.5  -    310.1  -    22.5  81.5  598.5  680.0  

 EC124  Amahlati  71.5  -    37.9  177.2  2.0  862.8  -    329.2  -    86.0  111.3  1,455.3  1,566.5  

 EC125  Buffalo City  166.4  -    136.7  40.9  85.4  764.8  0.8  296.4  -    61.8  389.3  1,163.9  1,553.2  
 EC126  Ngqushwa  50.0  -    43.2  66.2  2.4  752.7  -    177.4  -    11.9  95.6  1,108.2  1,203.8  

 EC127  Nkonkobe  171.7  -    28.7  161.5  0.0  1,014.3  -    87.4  -    44.9  200.4  1,308.1  1,508.5  
 EC128  Nxuba  42.4  -    9.7  219.8  -    199.6  -    230.6  -    -    52.0  650.0  702.0  

 Totals  525.4  -    340.6  772.8  141.6  5,167.2  0.8  1,431.1  -    1,639.4  1,008.4  9,010.5  10,018.8  

 Chris Hani  

 EC131   Inxuba Yethemba         246.3              -             32.2         198.6             1.1       1,114.0              -           776.7              -           165.5         279.6       2,254.9       2,534.5  

 EC132   Tsolwana         128.5              -             29.5         238.9             4.2         737.4              -           547.8              -               5.3         162.1       1,529.5       1,691.6  
 EC133   Inkwanca           56.1              -             36.1         152.6              -           390.3              -           427.8              -               3.6           92.2         974.3       1,066.6  

 EC134   Lukanji         114.0              -             32.2         102.7           10.0         718.9              -           166.0              -             92.8         156.1       1,080.4       1,236.5  

 EC135   Intsika yethu           68.4              -             13.1              -                -           725.7              -                -                -           636.0           81.4       1,361.8       1,443.2  

 EC136   Emalahleni           66.3              -             50.8           46.7           39.0         614.0              -           161.2              -           157.9         156.0         979.8       1,135.8  

 EC137   Engcobo           50.4              -             25.3           36.0             2.5         310.9              -               1.9              -           463.1           78.2         811.9         890.0  

 EC138   Sakhisizwe           85.4              -             15.4           34.8             2.1         436.2              -           216.8              -             94.2         102.9         782.0         884.9  

 Totals         815.3              -           234.4         810.3           58.8       5,047.6              -         2,298.1              -         1,618.6       1,108.5       9,774.5     10,883.1  

 Ukhahlamba  

 EC141   Elundini           77.0           62.4           42.0         136.6              -           635.0              -           655.9              -           453.4         119.0       1,943.3       2,062.3  

 EC142   Senqu         113.7              -               8.0         240.8           51.6         863.8              -           654.1              -           111.8         173.3       1,870.5       2,043.7  
 EC143   Malethswai         111.3              -               0.5         174.9             0.0         589.1         600.9              -                -                -           712.7         764.0       1,476.8  

 EC144   Gariep         231.4              -           111.7         183.2           24.8       1,068.8              -         1,050.7              -                -           368.0       2,302.7       2,670.7  

 Totals         533.3           62.4         162.3         735.6           76.4       3,156.6         600.9       2,360.7              -           565.2       1,372.9       6,880.5       8,253.4  

 O R Tambo  

 EC151   Mbizana              -                -           114.7              -                -           375.0              -                -                -           356.4         114.7         731.4         846.1  
 EC152   Ntabankulu              -                -               4.1              -             14.6         262.3              -                -                -           327.5           18.7         589.7         608.4  

 EC153   Qaukeni              -                -             69.6              -               0.9         427.0              -                -                -           427.9           70.5         854.9         925.4  

 EC154   Port St. Johns              -                -             45.4           17.2              -           257.2              -                -                -           246.5           45.4         520.9         566.3  
 EC155   Nyandeni              -                -             53.9           25.8           23.1         453.5              -                -                -           437.6           77.0         916.9         993.8  

 EC156   Mhlontlo              -                -             21.9              -             23.8         480.1              -                -                -           514.2           45.7         994.4       1,040.1  

 EC157   King Sabata          51.7              -             79.6              -             40.0         471.3              -                -                -           628.7         171.3       1,100.0       1,271.3  

 Totals           51.7              -           389.1           43.0         102.5       2,726.4              -                -                -         2,938.7         543.3       5,708.1       6,251.4  

 Alfred Nzo  

 EC05b1   Umzimkulu           40.5              -                -                -             43.9         384.4              -                -                -           323.4           84.5         707.7         792.2  

 EC05b2   Umzimvubu           29.6              -               7.8              -               7.9         873.9              -                -                -           792.0           45.3       1,665.9       1,711.1  

 Totals           70.1              -               7.8              -             51.9       1,258.3              -                -                -         1,115.3         129.8       2,373.6       2,503.3  

 Provincial Total       2,960.5           97.1       1,650.5       3,625.2         575.3     21,847.1         605.3       9,856.2              -         7,880.0       5,791.5     43,305.7     49,097.2  
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3.1.2 The Rail Network 

 

Spoornet is in the process of re-positioning themselves in the markets to address the 

decline in their share of the market which they attribute to depopulation of the rural 

areas. Their intention is to focus on high density lines and sell, lease or concession the 

light density lines which have no strategic importance and which are being subsidised 

by the high density lines. Spoornet is currently holding discussions with various 

stakeholders to revise the railways and conducting financial viabilities of certain lines 

to define a strategy for light density lines. 

 

The Provincial rail network of some 3 360 km and approximately 450 stations 

accommodates commuters, mainline passengers and freight.  Spoornet owns the rail 

infrastructure.  The SARCC has the responsibility of providing public transport by 

means of rail commuter services.  Metrorail, a division of Transnet, currently operates 

these services under contract to the SARCC.  The SARCC rail network is 

predominantly used for commuter services. 

 

The commuter railway network in the Eastern Cape comprises approximately 77km of 

single line track. The best-utilised sections of the commuter rail network are: 

 

 East London to Berlin – 43km 

 Port Elizabeth to Uitenhage – 33km 

 

An amount of R44-million has been allocated for the upgrading of the East London to 

Umtata railway line. The upgrading is aimed to drop the travel time from nine hours 

to four-and-a-half.  

 

 The line must be completed by 2004 to carry timber that is now growing in the 

Ugie area from Umtata to East London. An estimated 1,4 million tons of 

timber will be carried annually. 

 From a road safety perspective, the Umtata-East London railway line would 

assist in reducing overloading on roads and bring about a shift in the carrying 

of both freight and passengers.  The link will contribute to road safety by 

providing a safe and speedy form of transport between the two cities. 

Overloading in the bus and mini-bus taxi industries was a 'very' serious 

concern of government, playing a major role in numerous fatal bus and taxi 

crashes. Damage caused to the roads by freight overloading is extremely 

costly. 

 The rail link could also open the Wild Coast for tourism development. Umtata 

is the centre point for access to the numerous resorts along the Wild Coast. 

 Trucks, buses and taxis will be ferrying freight and people to and from the 

railway stations and sidings 
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 TABLE 3: EASTERN CAPE PROVINCE RAIL FREIGHT LINES (December 2001) 

SECTION DISTANCE                  

(km) 

RAIL CLASSI-

FICATION 

TRACTION ANNUAL GROSS TONS IN BOTH 

DIRECTIONS: 2000 

MAIN COMMODITIES TRANSPORTED % LINE UTILISATION 

Carlton - (border with NC) - Rosemead 30 N1 Electric 5 685 000 Manganese ore, containers, coal 37% 

Rosmead – Cradock 97 N1 Electric 5 606 000 Manganese ore, containers, coal 33% 

Cradock – Cookhouse 78 N1 Electric 5 639 000 Manganese ore, containers, coal 33% 

Cookhouse – Allicedale 83 N1 Electric 5 812 000 Manganese ore, containers, coal 35% 

Alicedale – Addo 62 N1 Electric 5 862 000 Manganese ore, containers, coal 31% 

Addo- Barkly Bridge 9 N1 Electric 6 235 000 Manganese ore, containers, coal 19% 

Barkly bridge – Aloes 25 N1 Electric 6 235 000 Manganese ore, containers, coal 28% 

Aloes – Swartkops 6 N1 Electric 6 918 000 Manganese ore, containers, coal 32% 

New Brighton – Uitenhage 25 N3 Diesel 634 000 Timber, general 25% 

Uitenhage – Klipplaat 164 N3 Diesel 272 000 Timber, LPG, gypsum, general 9% 

Klipplaat - Graff Reinet 100 N3 Diesel 16 000 Wheat, general 20% 

Klipplaat - Vondeling (border with WC) 138 N3 Diesel 248 000 Timber, LPG, general 21% 

Humewood Rd – Loerie 70 Narrow Gauge Diesel 616 000 Lime, perishables, timber 15% 

Loerie – Humansdorp 40 Narrow Gauge Diesel 147 000 Perishables, timber 27% 

Humansdorp – Assegaaibos 52 Narrow Gauge Diesel 81 000 Timber 21% 

Assegaaibos – Louterwater 67 Narrow Gauge Diesel 18 000 Timber 13% 

Louterwater - Gaviola (border with WC) 24 Narrow Gauge - 0 No traffic (line open) - 

Gamloos – Patensie 30 Narrow Gauge Diesel 59 000 Perishables 16% 

Alicedale – Grahamstown 57 N3 Diesel 100 000 General 15% 

Addo – Kirkwood 33 N3 Diesel 372 000 Perishables 13% 

Bethulie (border with FS) - Dreunberg 68 N2 Electric 1 576 000 Cement, maize, coal, general 23% 

Dreunberg – Burgersdorp 7 N2 Electric 1 677 000 Cement, maize, coal, general 16% 

Burgersdorp – Stormberg 36 N2 Electric 1 537 000 Cement, maize, coal, general 15% 

Stormberg – Queenstown 108 N2 Electric 1 705 000 Cement, maize, coal, general 21% 

Queenstown – Imvani 25 N2 Electric 1 033 000 Cement, maize, coal, general 15% 

Imvani – Amabele 113 N2 Electric 1 021 000 Cement, maize, coal, general 17% 

Amabele – Blaney 28 N2 Electric 1 121 000 Cement, maize, coal, general 24% 

Blaney - East London 47 N2 Electric 1 780 000 Cement, maize, coal, general 22% 

Blaney - King William's Town 20 N3 Diesel 489 000 Containers, wheat, general 12% 

King William's Town – Cookhouse 210 N3 Diesel 366 000 Containers, wheat, general 17% 

Amabele – Butterworth 124 N3 Diesel 40 000 Fuel, coal, timber, general 30% 

Butterworth – Umtata 158 N3 Diesel 17 000 Fuel, timber, general 23% 

Sterkstroom – Maclear 278 N3 Diesel 110 000 Timber, general 8% 

Druenber - Aliwal North 54 N3 Diesel 153 000 Wheat, maize, general 18% 

Aliwal North - Bearkly East 157 N3 Diesel 3 000 Wheat, maize, general 18% 

Cookhouse - Somerset East 31 CLOSED - - No traffic       - 

Barkly Bridge – Alexandria 88 CLOSED - - No traffic - 

Graaf Reinet – Rosmead 146 CLOSED - - No traffic - 

Grahamstown - Port Alfred 70 CLOSED - - No traffic - 

Bowker's Park – Tarkastad 52 CLOSED - - No traffic - 

Inwani – Qamata 43 CLOSED - - No traffic - 

Molteno – Jamestown 68 CLOSED - - No traffic - 

Stormberg – Rosmead 133 CLOSED - - No traffic - 

Schoombee – Holmeyr 50 CLOSED - - No traffic - 

Fort Beaufort – Seymour 55 CLOSED - - No traffic - 
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3.2 Backlogs 

 

Access road backlogs to clinics, schools and villages is estimated to be in excess of 10 

500 km. This is illustrated in Table 4 below. As indicated in Table 5 below, the 

network backlogs based on traffic counts suggests more than 2000km of road network 

in urgent need of surfacing.   

 

Table 4 : ACCESS ROADS BACKLOG 

No Local Municipality 
Village 

Roads 

Health 

Facilities 
Roads 

Schools 

Roads 

Total Length of 

Backlog 

Cacadu 

EC101 Camdeboo 0.00 0.00 24.00 24.00 

EC102 Blue Crane Route 0.00 0.50 54.00 54.50 

EC103 Ikwezi 0.00 1.50 10.00 11.50 

EC104 Makana 1.50 2.00 58.00 61.50 

EC105 Ndlambe 0.00 1.50 51.00 52.50 

EC106 Sunday's River Valley 0.00 0.00 50.00 50.00 

EC107 Baviaans 0.00 0.00 24.00 24.00 

EC108 Kouga 0.00 0.00 36.00 36.00 

EC109 Kou-Kamma 0.00 0.00 30.00 30.00 

Cacadu Total 1.50 5.50 337.0 344.00 

Amatole 

EC121 Mbhashe 166.50 6.00 491.50 664.00 

EC122 Mnquma 258.00 2.00 621.00 881.00 

EC123 Great Kei 1.72 1.50 72.00 75.22 

EC124 Amahlati 27.40 1.00 277.50 305.90 

EC125 Buffalo City 2.00 0.00 421.00 423.00 

EC126 Ngqushwa 43.50 2.00 282.00 327.50 

EC127 Nkonkobe 15.59 2.00 377.50 395.09 

EC128 Nxuba 0.00 2.50 49.00 51.50 

Amatole Total 514.71 17.00 2,591.5 3,123.21 

Chris Hani 

EC131 Inxuba Yethemba 0.00 0.00 41.50 41.50 

EC132 Tsolwana 1.50 3.50 67.00 72.00 

EC133 Inkwanca 0.00 0.00 30.00 30.00 

EC134 Lukanji 12.50 11.00 231.00 254.50 

EC135 Intsika yethu 136.40 3.50 467.50 607.40 

EC136 Emalahleni 22.85 1.50 296.00 320.35 

EC137 Engcobo 133.45 3.00 237.50 373.95 

EC138 Sakhisizwe 4.00 2.00 99.00 105.00 

Chris Hani Total 310.70 24.50 1,469.50 1,804.70 

Ukhahlamba 

EC141 Elundini 112.60 3.50 290.00 406.10 

EC142 Senqu 8.00 2.00 234.50 244.50 

EC143 Malethswai 0.00 0.50 40.00 40.50 

EC144 Gariep 0.50 1.50 32.00 34.00 

Ukhahlamba Total 121.10 7.50 596.50 725.10 

O R Tambo 

EC151 Mbizana 96.75 7.00 314.50 418.25 

EC152 Ntabankulu 135.60 3.00 203.00 341.60 

EC153 Ingquza 161.70 6.50 344.00 512.20 

EC154 Port St. Johns 62.25 1.50 214.00 277.75 

EC155 Nyandeni 98.70 5.00 383.50 487.20 

EC156 Mhlontlo 105.40 8.00 409.50 522.90 

EC157 King Sabata Dalindyebo 130.50 10.00 488.50 629.00 
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O R Tambo Total 790.90 41.00 2,357.00 3,188.90 

Alfred Nzo 

EC05b1 Umzimkulu 60.50 2.00 282.50 345.00 

EC05b2 Umzimvubu 266.00 11.00 757.00 1,034.00 

Alfred Nzo Total 326.50 13.00 1,039.50 1,379.00 

Provincial Total 10,564.91 

 

Table 5 : NETWORK BACKLOG BASED ON TRAFFIC COUNTS 

DISTRICT ROAD LENGTH (km) 

No NAME  >300 >500 vpd   > 500vpd  

CACADU 

EC101 Camdeboo - - 

EC102 Blue Crane 28.79 - 

EC103 Ikwezi - - 

EC104 Makana - - 

EC105 Ndlambe - - 

EC106 Sundays River Valley 2.24 - 

EC107 Baviaans - - 

EC108 Kouga 2.13 - 

EC109 Kou-Kamma 14.11 - 

ECDMA10 ECDMA10 - - 

TOTAL 47.27 - 

AMATOLE 

EC121 Mbhashe 3.04 37.91 

EC122 Mnquma - - 

EC123 Great Kei 41.02 - 

EC124 Amahlathi 12.38 75.66 

EC125 Buffalo City 34.87 11.25 

EC126 Ngqushwa 34.27 52.24 

EC127 Nkonkobe 36.93 43.69 

EC128 Nxuba - - 

TOTAL 162.51 220.75 

CHRIS HANI 

EC131 Inxuba Yethemba - - 

EC132 Tsolwana 0.90 - 

EC133 Inkwanca - - 

EC134 Lukanji 33.57 - 

EC135 Intsika Yethu 171.30 53.67 

EC136 Emalahleni 104.13 43.42 

EC137 Engcobo 50.81 37.88 

EC138 Sakhisizwe 40.84 - 

TOTAL 401.56 134.96 

UKHAHLAMBA 

EC141 Elundini 36.25 - 

EC142 Senqu - 25.14 

EC143 Malethswai - 9.13 

EC144 Gariep - - 

 TOTAL 36.25 34.26 

O R TAMBO 

EC151 Mbizana 103.45 21.60 

EC152 Ntabankulu - 100.87 

EC153 Qaukeni 73.04 98.21 

EC154 Port St Johns 45.96 33.25 

EC155 Nyandeni 86.78 50.72 

EC156 Mhlonto 49.71 38.68 

EC157 King Sabata Dalindyebo 37.97 87.57 

 TOTAL 396.92 430.90 
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ALFRED NZO 

EC05b1 Umzimkulu 11.40 - 

EC05b2 Umzimvubu 155.64 53.66 

 TOTAL 

  167.05 53.66 

PROVINCIAL TOTAL 1,211.55 874.54 

 

3.2.1 Social Needs Considerations 

 
As result of apartheid policies of separate and uneven development which saw very 
little public investment in the then Bantustan areas of the Province, we are faced with 
enormous road backlogs with respect to schools, clinics, and villages. This is 
illustrated in the table 6 below.  

 

Table 6 : No of Schools, Health Facilities and Villages without adequate access 

 
0.5km to 

1.0km 
1.0km to 

5.0km 
> 5.0km 

Footpath 
Access 

Poor Gravel 

Schools 74 74 - 741 3798 

Health 
Facilities 

108 55 - - - 

Villages 1656 1163 15 - - 

Based on a GIS search undertaken by ECSECC 

 

The impact of this poor road network with respect to social needs considerations is 
summarized as follows:  

  

 High levels of learner absenteeism; 

 Eligible grant beneficiaries not being registered; 

 Remote schools not benefiting adequately from government programmes such 

as Primary School Nutrition Programme; 

 Late delivery of learner support materials; 

 Schools not being electrified and getting water sanitation supply; 

 Shortages of medicines and equipment at rural clinics; 

 Difficulties in providing ambulance and other essential services; 

 Educator and professional health worker shortages in rural communities; 

 Reduced extension support for food production; 

 Inadequate and expensive public transport; 

 Reduced take-up rate of social grants and health services; 

 Reduced economic opportunities   
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3.2.2 Economic Considerations 

 

The impact of the poor road network on the rural economy is summarized as 
follows: 

 Under-utilized tourist potential; 

 Additional costs associated with all transport related goods and services;   

 Limited market access for agricultural produce and off-farm products; 

 Reduced scope for extension and technical support for agriculture; 

 Under-utilized land and agricultural potential;  

 Limited access to micro-credit and development finance; 

 Reduced scope for in-sourcing support services; 

 Reduced scope for attracting skills; 

 Reduced scope for leveraging investment; 

 Reduced opportunities for commuting between town and countryside;    

 Opportunity costs associated with time-wastage that could be spent on 
economic activities; 

 Reduced likelihood of access to economic services such as 
telecommunications, electrification, water etc.  

 

3.3 Maintenance  

3.3.1 Asset Value Deterioration  

 

The provincial road network is an asset and can be valued. Like any commodity 

deterioration of the condition and riding quality will cause a drop in the value of the 

asset. The further the asset is allowed to deteriorate the more difficult it becomes to 

restore, and more costly that restoration will be. The economy of the Eastern Cape 

will suffer as a result of the increase in operating costs to agriculture, industry and 

tourism. Tourists are also less likely to travel on poor roads. 
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Figure 1 - Asset Value Deterioration 

 

The current asset value of the Eastern Cape paved provincial road network is 

approximately R8.0 billion. It is economically imperative that this asset be maintained 

and prevented from depreciating in value. If no funds are spent on maintaining the 

road network, a R500 million loss in asset value can be expected over a five year 

period. 
 

3.3.2 Road Condition Deterioration  

The normal cycle of roads consist of four phases:- 

 

Phase A : Construction 

Depending on the adequacy of the design and the construction, the roads are generally 

in excellent condition and fully satisfy the demands and the expectations of the users. 

 

Phase B: Slow and mostly unperceived deterioration 

Over a number of years, the roads are subject to a rather slow deterioration and 

weakening process, mainly in the surfacing, but to a less degree in the foundation or 

pavement structure. This deterioration is due to traffic loading as well as the effects of 

water, solar radiation, oxidation, temperature change etc. The speed on deterioration is 

also dependent on the quality of the original design and construction. In order to slow 

down the process of deterioration as much as possible, various maintenance measures 

must be carried out. This maintenance is mainly on the surfacing and drainage.  
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Maintenance during this period is not carried out due insufficient funding or because 

the limited existing funding is used to rehabilitate roads which are already in a very 

bad condition. Throughout this phase the road appears to be in a good condition and 

users(including decision makers) do not perceive the weakening process of the 

pavement. In spite of the gradual increase of minor faults, the road continues to offer 

good service quality. 

 

Phase C: Critical Stage of the Road 

At the beginning of this phase, the road’s basic structure is still intact, surface faults 

are relatively minor, and ordinary users may get the impression that the roads is still 

quite firm. However, this is not the case. A little further into this phase, the basic 

structure below the road surface starts to become damaged. Once superficial damage 

(potholes) become obvious, it is certain that its basic structure has been damaged. The 

road should be strengthened at the beginning of this phase at a relatively low cost. 

Once the road is adequately strengthened, the road is again suitable for its purpose and 

can withstand the traffic loading for many more years. The cost of maintenance at the 

beginning of this phase will be approximately 5% of the construction costs. At the end 

of this phase, the only solution is a complete reconstruction of the road; at a cost 

which can be as high as between 50% and 80% of the cost of a completely new road. 

 

Phase D: Total Destruction 

At this stage, the first sign is the disappearance on the surfacing. Each time a heavy 

vehicle passes chunks of surfacing break-off until the surfacing is gone. Vehicles 

operating costs and the number of serious accidents rise considerably. 

 
Road engineers, taking into account past and future traffic levels, can predict the 
performance of a given road pavement structure, and hence determine appropriate 
and cost effective remedial measures and timing thereof to keep the road in a sound, 
serviceable condition. The Department uses a Pavement Management System 
(PMS) to assist in this process regarding the maintenance of the black-top paved 
road network, but due to ongoing funding restrictions, has seldom been able to carry 
out appropriate remedial work when required.  With ongoing budget cuts, the limited 
funds are utilised on “higher priority” work with little or no preventative maintenance 
taking place, and any action takes the form of crisis management rather than planned 
management.  Clearly this is an undesirable situation which costs the economy of the 
region dearly. 
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Figure 1 - Maximum Benefit 

Visual condition assessments are used as a measure of the pavement‟s surface, 
structural and function condition. The last visual assessments of the paved roads in 
the Eastern Cape have been carried out in 1996 and 2000. The network condition 
index for roads in poor condition has increased from 12% in 1996 to 15% in 2000. 
This rate of deterioration can be expected to increase if the levels of funding are not 
adequately for periodic and routine maintenance. 

 

 

Figure 3: Overall Condition of Paved and Unpaved Road Network 

1996 Overall Condition

Paved Road Network

Poor , 12%

Fair, 34%

Good, 54%

2000 Overall Condition

Paved Road Network

Poor , 15%

Fair, 42%

Good, 43%

1995 Overall Condition

Unpaved Road Network

Poor , 68%

Fair, 20%

Good, 12%

1998 Overall Condition

Unpaved Road Network

Poor , 75%

Fair, 15%
Good, 10%
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3.3.3 Road Maintenance 
 

The objective of Road Maintenance is to prevent the deterioration of the road network 

through essential timely maintenance as well as to provide the road user with a safe 

environment (e.g. acceptable sighting distances, skid resistance and advance warning) 

within which movement along the roads takes place. 
 
Budget allocations for road maintenance perpetuate uneven development in the 
former Transkei and Ciskei areas as shown in the Figure below. The per capita 
expenditure on road maintenance for the Amatole, O R Tambo and Alfred Nzo 
districts is much lower than the western portion of the Eastern Cape, with the 
exception of Cacadu.   

Population, Expenditure & Road Density
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Road Density

(km/person)

 

 

Maintenance activities can be classified as either Routine or Periodic. 

 

Routine maintenance includes the repairing of potholes, blading of gravel roads, 

cleaning pipe culverts, side drains etc., guardrail and sign repairs and replacement, 

fence repairs, grass cutting, correction of localised road surface skid resistance 

problems and the painting of road markings. 

This work is continuous and must be budgeted for every year. This type of work also 

lends itself well to the development of entrepreneurs and every opportunity will be 

fully exploited to achieve this aim. 

 

Periodic Maintenance involves the resealing of paved roads, the application of thin 

overlays, large scale replacement of road reflective studs (cats-eyes), road signs and 

painted road markings and the regravelling of roads. 

 

The objective of this activity is to reinstate or increase the capacity of roads to carry 

loads and traffic volumes as well as safety measures. This work will be undertaken at 
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predetermined intervals during the life of the road and must be budgeted for 

accordingly. 

 

Road maintenance is one of the most cost effective actions which can be undertaken 

by the road authorities. If roads are not well maintained, deterioration will take place 

resulting in substantial costs being incurred at a later stage to bring the network’s 

condition back to within acceptable standards. In addition, poor maintenance will 

result in higher user costs due to excessive surface roughness and unsafe roads. 

 

The cutting backs on road maintenance increases the cost to road transport and raises 

the net cost to the economy as a whole. 

 

The life of a paved road can, for example, be extended by applying low cost surface 

seals and asphalt overlays at the appropriate time earlier on in its life cycle.  A surface 

seal will help rejuvenate the existing surfacing material and limit the ingress of water 

into the layers beneath, both of which will help extend the life of the road, and also 

improve the skid resistance qualities of the road hence, enhancing safety.  Such a 

treatment, however, does not add carrying capacity strength to the road or eliminate 

minor surface deformations which may be present.  This would require an asphalt 

overlay of suitable thickness.  Where the road surface condition deteriorates beyond a 

certain point, seals and overlays are not effective, and then there is no alternative but 

to reconstruct the road layers which is a far more costly process, not to mention the 

considerable disruption to traffic that usually results. 

 

Not only do road conditions deteriorate due to the normal aging process, but increased 

pressures accrue from a steady growth in the number of vehicles using the road.  Road 

surfaces deteriorate quicker under increased traffic loadings requiring more frequent 

attention and as a road reaches its carrying capacity, further work (road widening, 

alignment and sight distance improvements, etc) places a higher demand on the 

maintenance effort. 

 
Rehabilitation 

Once the condition of a road has deteriorated beyond a certain point, routine 

maintenance is no longer cost effective, and the road must be rehabilitated at a much 

higher cost to restore its condition to an acceptable standard.  15% of paved roads 

were estimated, in 2000, to be in a poor condition and require rehabilitation. 

 
Resealing 

A reseal on a paved road helps rejuvenate the surface, seal any cracks present, thus 

minimising the ingress of water into the pavement layers and subsequent pothole 

formation or the breaking up of the surface.  Resealing also improves road surface 

skid resistance which has benefits in terms of accident prevention by reducing the 

possibility of skidding during wet conditions. Under the current strategy roads will 

have to last longer before being rehabilitated and, therefore, resealing these roads 

becomes even more critical to protect them from ingress of water to make them last 

longer. 
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“The majority of the proclaimed surfaced roads in the province are in a state of 

collapse. Several roads are currently being reconstructed as a result of inadequate 

resealing over the past seven years”1 

 
Regravelling 

Many gravel roads are currently in a poor condition with little or no gravel left on the 

road.  It is estimated that at the current budget levels, half of the gravel roads will 

have no gravel on them within 5 years.  An intense gravelling programme is required 

over the next five years to reduce this backlog. 

 

Good natural gravels are becoming scarce and the cost of regravelling work is 

becoming increasingly expensive due to longer haul distances involved, which in turn 

means larger numbers of loaded trucks using the adjacent roads. 

 

Where materials are poor and traffic volumes and loadings high, the benefits derived 

from regravelling can be extremely short lived and blacktop surfacing becomes the 

only cost effective option, but necessitates higher funds up front. 

 
Grader Blading 

Most benefits from gravel road grading lie in vehicle operating cost (VOC) savings, 

due to the reduction of rutting, corrugations and general roughness. 

 

The blading strategy, very similar to the resealing and rehabilitation strategy, goes 

hand in hand with the regravelling strategy. Grader blading is cheaper than 

regravelling a road, and where the regravelling programme is largely curtailed there is 

a common belief that the road surface condition can be maintained by simply blading 

the road more frequently. This is not so, however, there will be ongoing pressures 

from local communities to carry out this work. 

 

To be most effective, blading requires a reasonable thickness or layer of gravel 

material with which to work, and it must also be at the correct moisture content to 

render it workable. The gravel must have a range of coarse (not too coarse) to fine 

material with just the right amount of clay present to help bond the layer together. 

Unfortunately ideal gravel is often not found close by the road and one often has to 

make do with inferior material. Where there is too much clay in the gravel, the surface 

will tend to pothole, and where there is not enough, the surface will corrugate.  

 

It is difficult and ineffective to blade roads containing large stones or where bedrock 

protrudes through, and in these instances, graders will be subject to heavy wear and 

tear and possible damage placing further strain on the budget. Blading is usually most 

effective a short while after rains when the insitu moisture levels are appropriate. 

Blading in inappropriate conditions can, in fact, lead to the road surface deteriorating 

at an even quicker rate than if it were left alone. 

 

Provision must be made for gravelling all unpaved network roads (even the lower 

volume community access roads) when they are upgraded otherwise the effectiveness 

of routine maintenance work will be compromised. 
 

                                                 
1 Budget Motivation : Road Maintenance : Financial Year 03/04 – Ben Jordaan : Director 

of Engineering 
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3.3.4 Strategic Road Upgrading (Upgrade to blacktop) 
 

The level at which it becomes cost effective to upgrade a gravel road to blacktop 

standard can be calculated. A 10 year analysis period was considered, and vehicle 

operating cost savings were compared with the various upgrade and maintenance 

activity actions. However, as good gravel sources are steadily depleted, the costs of 

procuring suitable gravel and haulage thereof will increase significantly making 

blacktop surfacing options more and more attractive, although the initial costs are 

high. The analysis yielded the following: 

 

 for traffic volumes of 100 vehicles per day, blading of gravel road every 30 

days, provided sufficient gravel is present, proved the most cost effective; 

 for traffic volumes of 200 vehicles per day, blading every 30 days and 

regravelling twice in a ten year period yields similar cost benefits to 

providing a low cost blacktop surfacing; 

 for traffic volumes of 300 vehicles per day, the benefits of upgrading to a 

low cost blacktop standard are approximately 20% more in terms of savings 

in vehicle operating costs than the blading and regravelling option. 

 

Presently, as indicated in Table 3 above, about 2,086 km of declared gravel roads 

carry more than 300 vehicles per day. If these roads were upgraded to a low cost 

blacktop surfacing, the savings in vehicle operating costs would be in the order of R 

140 000 per kilometre per year or a total saving of R 490 million per year. However, 

to achieve this, an allocation over R 100 million per year over a ten year period is 

required. 
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3.3.5 Overloading by Heavy Vehicles 

 

Legal limits have been placed on the maximum vehicle axle loadings permitted on 

roads. 

 

Research has shown that light vehicles such as cars and light commercial vehicles 

make a relatively small contribution to the structural damage of a road pavement 

compared with that of heavy vehicles.  

 

However, a vehicle carrying twice the legal load has 4 to 60 times the damaging effect 

of a legally loaded vehicle, depending on the condition of the structure and the type of 

road.  In other words, the passage over the road structure of one such overloaded 

vehicle is equivalent to the passage of between 4 and 60 legally loaded vehicles.  

When carrying heavy loads, it is also common practice to pump the tyres harder than 

normal for a number of reasons, and this reduces the area of contact between the tyre 

and the road, thus increasing the contact pressure on the road surface, further 

compounding the problem. 

 

Damage is very noticeable on many of the steeper road sections in the heavy vehicle 

crawl lane, with evidence of deep rutting of the black-top surface in the wheel paths.  

Wheel ruts cause an uneven riding surface and ponding of water when it rains, and 

presents a serious safety hazard to the road user. This damage can only be repaired by 

reconstructing the road layers at great cost, but had an asphalt overlay been applied 

before significant deterioration of the road surface had developed, the serviceable life 

could have been suitably extended at a lower cost. Overloading of freight and other 

vehicles must, however, be curtailed to prevent unnecessary further deterioration of 

the stressed infrastructure.   

 

Road pavement structures are designed to carry a given number of legally loaded 

vehicles. Overloading reduces the design life of these structures considerably and 

erodes the effectiveness of already limited maintenance budgets. 

 

3.3.6 Increased Vehicle Operating Costs  

 

The loss of infrastructure value is only one side of the coin.  Economic costs of poor 

road maintenance impact directly on road users. 

 

As a road deteriorates, the roughness of the road surface increases and riding quality 

declines. This results in extra wear and tear on vehicles.  Where roads have 

deteriorated to such an extent that the surface is loose, uneven or potholes are present, 

not only does vehicle wear and tear and fuel consumption increase dramatically, but 

irregular driver behaviour comes into play.  Motorists swerve to avoid potholes and at 

times even drive in the oncoming lane in order to miss extended bad sections.  

Accident levels and severity, therefore, increase. 
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Where budgets are limited, a road authority will place a priority on pothole patching 

of a black-top road, however, there comes a time when this measure is no longer 

effective and the road layers really need to be reconstructed. 

 

The current estimated total vehicle operating costs on the Eastern Cape Province’s 

paved road network 5,791km is R 3.6 billion per annum. The excess or unnecessary 

user costs, which are a result of travelling on roads in poor condition, are carried by 

the road user. In the rural areas this cost is carried by the people who can least afford 

to. 

 

The effect of neglecting road maintenance will result in vehicle operating costs 

increasing by about 15% annually.  If there is complete neglect of maintenance, roads 

will start to disintegrate, and annual vehicle operating costs on individual roads can 

increase by up to 50%. 

 

3.3.7 Road Safety  

 

The CSIR report “Towards a Safer Road Environment” identified the contribution of 

20% of the road environment to all accidents.  However, road surface conditions as a 

specific factor, could contribute to as much as 8,6% of all accidents in South Africa.  

This equates to 44 720 accidents, 860 deaths, 3 445 serious injuries, and 7 396 minor 

injuries, a total cost to South Africa and its road industry, of R 1,032 billion a year. 

 

The main causes of these accidents were identified as : 

 

 poor road surface (too smooth), which influences skid resistance and hence 

braking  distances; 

 rutting of the surface in the wheel paths which causes aqua-planing 

(skidding) under wet conditions and erratic driver behaviour; 

 edge-break which effectively narrows the road width; 

 surfacing cracks which, if unattended to, lead to potholes, etc; 

 the road environment, (kerbs, verges, lighting, etc) which influences 

pedestrian safety. 

 

3.4 Funding  

 

Previous levels of funding allocated to maintain the road network have been either 

based on conjecture, or a restricted understanding of the length of the road network.  

Successive budgets were generally increased each year by a nominal inflation factor 

bearing little or no relationship to the actual demands placed on the network, not to 

mention the impact of frequent budget cuts. Since 1980, vehicle numbers using the 

network have grown at a rate of between 3 and 10 percent and 5 to 12,5 percent for 

light and heavy vehicles respectively.  It is also estimated that some 80 to 90 percent 

of people and goods are transported on the network, so the province cannot afford to 

allow the condition of the network to decline any further without facing dire 

consequences. 
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Not only has Provincial Government inherited an aging network with an inadequate 

budget, but it has also been tasked with extending the network to include large 

numbers of rural people whose development needs and mobility were never catered 

for by the previously skewed network.  The access road backlog show in Table 4 and 

the network backlog shown in Table 5 reveal the depth and brevity of the situation.  
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3.4.1 Backlogs Funding  

 

This is the funding level needed to secure a demand-responsive, balanced and 

sustainable rural transport system and restore its asset value as follows:- 

 

 Upgrading to district road status of 10,564 km of strategic undeclared 

community access roads to provide health facilities, schools and villages 

with access; 

 upgrading to blacktop standard of 2,086 km of existing high traffic gravel 

main roads; 

 rehabilitation of sub-standard blacktop roads; and 

 betterment and gravelling of sub-standard proclaimed unpaved roads 

 

This work must be done to extend the network in accordance with a demand-

responsive, balanced and sustainable rural transport system status and bring the 

condition of the network up to a maintainable standard from which it was allowed to 

deteriorate during the apartheid era.  A road which is in an extremely poor condition 

cannot be maintained without first restoring its condition at a considerably higher 

cost. 

 

The above represents the backlog that the Department inherited and it is proposed that 

the work be scheduled over a 5 year period and that the Department is granted special 

priority status within the province during this period.  A dedicated budget needs to be 

provided for this purpose.  

3.4.2 Maintenance Funding 

 

This is an estimate of the money needed to maintain the network to a predetermined 

cost effective standard.  This represents the normal level of funding that would be 

required annually had network in been a reasonable condition. 

 

A National Planning Committee for Road Financing comprising representatives from 

the national and provincial road authorities made an assessment in 1994 of what they 

termed an adequate level of funding for road maintenance assuming the road network 

was in a serviceable condition.  They indicated that under tight funding regimes, the 

minimum level of funding considered should not be less than 78% of the adequate 

level, with a danger level being reached at 68%.  Here general safety to the road user 

is seriously compromised.  For the purposes of this report, the terms minimum 

engineering standard will be used to describe the target funding level scenario. 

 

Funding needs are established by considering the length of the road network, class of 

road, current road condition, traffic characteristics, and the various work activities 

required to bring the roads to an acceptable standard and maintaining them thereafter.  

The cost of carrying out this work is then related to road user costs and an equitable 

cost / benefit ratio obtained. 

 

As long as funding comes from the fiscus, it will be fiercely contested by all 

Departments, each looking to maximise their share of the provincial budget. 
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For the purposes of this study, appropriate funding levels are presented for two 

scenarios, a minimum engineering standard and the current funding levels. 

 

The term “acceptable standard” will always be a controversial issue.  Government has 

an obligation, irrespective of the level of funding received, to extend the network to 

serve all sectors of the population, remedy previous maintenance neglect and continue 

to service the network to the “acceptable standard”. 

 

It does, however, have a duty to inform decision makers responsible for allocating 

funds regarding the magnitude of the budget needed to extend the network in 

accordance with its mandate to the people, maintain the road network effectively, and 

highlight the social and economic consequences of not providing an adequate 

allocation. 

 

In view of an anticipated scarcity of funds, the Department of Roads and Public 

Works must gear up to stretching its budget by both reviewing and applying 

appropriate reduced standards, and at the same time improving its own delivery 

capabilities.  A reduction in standard, however, does not necessarily mean an inferior 

level of service, but rather the application of a carefully engineered minimum standard 

appropriate to the particular category of road, yet still providing a reasonably cost 

effective level of service. 

 

Two funding scenarios presented in this report define the minimum investment 

strategy that must be targeted to provide the agreed basic level of service, together 

with the absolute minimum level of funding that could be tolerated over a limited 

period if faced with severe budget restrictions. Lower funding levels will seriously 

compromise the Department’s quest to provide an acceptable level of service to the 

Province. 

 

Serviceability of the road pavement can be measured in terms of riding quality, and 

one of the parameters used to measure the riding quality is the International Road 

Index (IRI).  A range of values for different categories of road have been established 

as a guideline by the World Bank and others. As the condition of a road deteriorates, 

so the measured IRI value increases, and for the purposes of this report, the IRI values 

(refer Table 7) selected for the different categories of road, are at the end of the scale 

(warning condition) that just allows the road to be classified as acceptable from both 

an engineering and road user perspective. These condition values have been used in 

determining the limiting budget requirements for the two scenarios. 

 

Hence, the budget requirement provided in this report is by no means a “nice to have” 

budget, but rather the minimum funds that must be provided if the Province is serious 

about investing soundly in its future. 

 

3.4.3 Minimum engineering standard 
 

It must be emphasized that under this funding regime, the asset value of the network 

will merely be stabilised at the current level.  Whilst certain network roads which 

were previously neglected will be improved, others which received higher levels of 

funding will now only be maintained to a lower standard. 
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Vehicle operating costs will still be relatively high in view of the higher road surface 

roughness parameters accepted. 

 

When the funding requirements based on this “minimum engineering standard” were 

tabled, senior Departmental engineers challenged the figure as being far too low.  This 

statement is accepted, and the amount based on a more desirable engineering standard 

which minimises vehicle operating costs and maximises safety, is in fact about 40 per 

cent higher. 

 

Under this funding regime, the network condition will continue to deteriorate with a 

steady decline in asset value, getting progressively worse as time passes, and is not 

recommended for anything but short periods. Vehicle operating costs will increase 

noticeably and safety aspects will be compromised.  If this minimum level of funding 

is sustained for any length of time, the condition of the network will deteriorate to 

such an extent that normal maintenance efforts will no longer be effective and 

additional funds will then have to be procured to carry out costly rehabilitation work 

to restore the network to a maintainable condition.  Should this situation be allowed to 

arise, there will be little option but to allow a large number of existing blacktop roads 

to revert to a gravel surfaced standard, and many gravel roads will not be re-gravelled 

rendering them impassable during inclement weather conditions.  Road user costs will 

rise astronomically and safety will be compromised, thus impacting severely on the 

economic and social well being of the region as a whole. 
 

Table 7: Treatment and Trigger Ranges for Minimum Engineering Scenario 

Treatment Trigger 

Fogspray All cracking < 2% and time since last rehab > 2 years 

Pothole Patching Potholes > 0.2% 

Seals All cracks 2% - 40% and roughness < 4.2 IRI* and condition 

index > 55 

Light Rehabilitation All cracking > 5% and wide cracking < 10% and roughness > 4.2 

IRI 

 

Rutting < 20mm and roughness < 4.2 IRI and wide cracking > 55 

and condition index < 50 

 

All cracking > 5% and condition index < 50 

 

VCI <= 55 and wide cracks <= 10% and all cracking >10% 

Heavy Rehabilitation Roughness > 6.6 IRI and all cracking > 0% 

 

Rutting > 20mm 

 

Roughness > 4.2 IRI and wide cracking > 5% 
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VCI <= 55 and wide cracks > 10% or rutting > 18mm or potholes  

> 0.008% or patching > 3.2% 

IRI = International Roughness Index – Scale from 0 to 10 – 0 = very good and 10 = very bad 

VCI = Visual Condition Index – 0% = very poor condition and 100% = new condition 

 

3.4.4 Funding Levels and Backlogs  

 
The estimated current funding requirements and budgets with regard to rural roads 

and services are contained in Tables 9 and 10 (please note that these are estimates and 

are based upon the assumptions indicated). The following issues emerge from the 

tables below: 

 

 The estimated annual operating and maintenance budget amounts to 

approximately R509 million, which is less than half the minimum amount 

required to maintain the network at an acceptable level of service.   

 The 2003/04 budget for new road and rail construction is R743 million, whilst 

it is estimated that approximately R1 284 million will be required for this 

period to sustain the current and planned construction projects. 

 Rural transport infrastructure is funded mainly by the DRPW. 

 The budget estimates for Local Authorities and District Municipalities could 

not be verified, but it anticipated that these organisations do not contribute 

much of their own funds towards transport infrastructure, but tend to act as 

implementation agents for provincial government, with funds being channelled 

through them. 

 The budget for CMIP roads projects for the 2003/2004 financial year could not 

be obtained from the CMIP office, as each District Municipality or Local 

Authority determines its own priorities within the funding provided by CMIP. 

 The budget requirement / shortfall does not take into consideration the 

infrastructure backlogs relating to access to schools, health facilities and 

villages, as determined in the infrastructure gap analysis (approximately 10560 

km of roads).  

 

Obtaining utilisation rates, in other words the annual expenditure versus the original 

budget, proved to be virtually impossible from all of the stakeholders interviewed.  

Some of the problems and concerns in this regard are the following: 

 

 Most organisations indicated that budget-overruns are not acceptable and are 

also not common practice. 

 It would appear that budgets are regularly reviewed and adjusted to suit 

expenditure patterns. This creates uncertainty as to available funding and 

allocations which need to be expended, especially towards the end of each 

financial year, when funds are reallocated to match over-and under-

expenditure.  Also, this makes it difficult to historically track over- or under-

expenditure in each organisation. 

 One of the primary concerns relates to the current financial system where funds 

that are not spent in a particular financial year are lost and are not rolled over to 
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the next financial year.  This not only hampers the budgeting process, but often 

results in projects being curtailed or reduced to suit the available budget. 
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Table 8: Funding Allocations (R 000 000s) –Per year for five years 

  

  
Rehab Reseal Upgrade Gravel Routine TOTAL 

M
in

im
u

m
 E

n
g

in
ee

ri
n

g
 S

ta
n

d
ar

d
 

Trunk Roads 

Blacktop 
91.6 6.8 - - 18.1 116.5 

Main Roads 

Blacktop 
75.3 2.4 - - 10.1 87.8 

District Roads 

Blacktop 
92.0 2.0 - - 7.2 101.2 

Trunk Roads 

Gravel 
- - 349.8 2.9 0.6 353.3 

Main Roads 

Gravel 
- - 363.5 108.8 22.2 494.5 

District Roads 

Gravel 
- - - 655.4 133.5 788.9 

Minor Roads 

Gravel 
- - - 295.7 60.2 355.9 

Access Roads 

Gravel 
- - 422.6 236.4 48.1 707.1 

Total 258.9 11.2 1,135.9 1,299.2 300.0 3,005.2 

C
u

rr
en

t 
S

it
u

at
io

n
 (

0
2

/0
3

) 

Trunk Roads 

Blacktop 
205.4 28.7 23.2         49.5        306.8  

Main Roads 

Blacktop 
4.2 16.0          27.6         47.8  

District Roads 

Blacktop 
 11.4          20.6         32.0  

Trunk Roads 

Gravel 
  207.1 0.3          0.6        208.0  

Main Roads 

Gravel 
  154.9 12.5        17.2        184.6  

District Roads 

Gravel 
   75.5        96.8        172.3  

Minor Roads 

Gravel 
  117.0 34.0        43.8        194.8  

Access Roads 

Gravel 
   27.2        35.0         62.2  

Total 209.6 56.1 502.2 149.6      291.1     1,208.5  

*Includes bridges      

** Includes road safety      
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Table 9 : Estimated Annual Operating & Maintenance Budget – (Capital Expenditure, excluding administration & salaries, etc) 

Authority Component Activity 
Length of 

Road 

Budget 

(2003/04) 

Required 

(per annum) 

Shortfall 

(per annum) 

DRPW 

(including DM funds) 

Trunk, Main, District & 

Minor Roads 

Routine Maintenance – gravel roads 35 400 km R282 m R282 m  
(1)

 - 

Regravelling – gravel roads (assume 7-year cycle) 35 400 km R100 m R688 m 
(2)

 R588 m 

Reseal – surfaced roads 5 800 km R81 m R225 m 
(3)

 R144 m 

Fencing 35 400 km R10 m R54 m 
(4)

 R44 m 

CMIP 

Local Auth 

Access Roads & Public 

Transport Facilities 
Maintenance & upgrading 7 900 km ? R200 m 

(5)
 ? 

DOT 

Public Transport Upgrading and provision of facilities N/a R3 m ? ? 

Public Transport Subsidised bus services N/a R20 m R50 m 
(6)

 R30 m 

Trunk Roads Road safety audits & implementation N/a R5 m ? ? 

Dept of Education Scholar Transport Subsidy for scholars in rural areas N/a R8 m R8 m - 

Estimated Operating & Maintenance Budget Shortfall R509 m R1 507 m R806 m 

 

Table 10 : Estimated Road & Rail Construction Budget (Capital Expenditure) (7) 

Authority Activity Length of 

Road 

Budget 

(2003/04) 

Required 

(2003/04) 

Shortfall 

(2003/04) 

DRPW 

 

Construction & upgrading of 7 gravel roads to black top surfaced roads 267 km R163 m R489  m R326 m 

Rehabilitation of 6 black top surfaced roads 103 km R68 m R195 m R127 m 

Construction & upgrading of 15 gravel roads to black top surfaced roads 199 km R314 m R371 m R57 m 

Rehabilitation of 2 black top surfaced roads 115 km R120 m R120 m - 

Traffic Control Centre - R8 m R12 m R4 m 

Construction of Bridges & Culverts - R30 m R57 m R27 m 

DOT Umtata – EL rail link - R40 m R40 m - 

Estimated Construction Budget Shortfall R743 m R1 284 m R541 m 

 

 

 

 

  

 

Notes: 

1. Assumed that existing personnel and plant resources are fully utilised and no additional funding is required.  In-house teams can maintain 20% of network. 

2. Assume 80% of network to be maintained on 7 year cycle at R170 000 / km (34500km / 7 x 80% x R170 000). 

3. Information provided by DRPW. 

4. Total need according to DRPW is approximately R538 million.  Assume this can be addressed over a 10 year period, ie R54m per annum. 

5. Current CMIP and LA /DM budgets not known.  Assume the 7900 km of roads to be regravelled on 7-year cycle at R170 000 / km. 

6. Estimated need – will be finalised once bus route viability study has been completed. 

7. Information as per DRPW & DOT budget. 



3.4.5 Concluding Remarks 

 

Following from the preceding findings, the following is concluded: 

 The long term planning requirements of the various road authorities (as well as other 

stakeholders affecting or affected by roads) is not known and therefore it is extremely difficult 

to plan or budget effectively. Coordination between the various implementing and planning 

authorities and organisations is required to determine a single implementation priorty list and 

then to communicate this to all stakeholders to ensure a combined effort to achieve it. 

 All authorities or stakeholders do not clearly understand what their responsibilities or functions 

are, neither do they know what part of the road network they should be developing/maintaining, 

etc.   

 It is vital that a clear hierarchy be developed to link the functional use of a road to a particular 

level of government, and that each authority then takes full responsibility for that part of the 

road network. 

 Some of the District Municipalities indicated that payment from the DRPW is often a tedious 

and slow process and suggested that the DRPW’s financial system be reviewed to ensure 

speedy payment, not only to local and district authorities, but also to its consultants and 

contractors. 

 Current funding levels are more than 50% below the required level to maintain the network at a 

minimum level of service, and insufficient funds are available to complete the current 

committed construction and upgrading projects.  It is of vital importance that the funding levels 

for rural road infrastructure be dramatically increased to meet the current and future needs. 

 Sustainable funding, which allows for the roll-over of committed funds on a year-to-year basis 

is necessary.  The current year-to-year allocation received in terms of the equitable share system 

does not allow for proper forward planning.  
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5. RURAL TRANSPORT SERVICES 

5.1. 4.1 Introduction 
5.2.  
Rural transport services are often construed in the same way as urban transport services. In the urban 
model where conditions are better the dominance of the private sector, and specifically the automobile 
is complete. Even here the wisdom of unbridled private sector dominance is questionable. This model 
has generally been applied to rural areas by default. However, the policy of surrendering the provision 
of rural transport services to the private sector has generally been unsuccessful given that the market 
for these services does not operate effectively largely as a result of:  
 

 Low density of demand and the subsequent problems in matching demand and supply  

 Poor information flows between transport operators and users 

 Un-competitive practices and market distortions caused by the institutional framework 

 Affordability issues 
 
Thus rural transport services are often provided by way of vehicles that are old, often poorly 
maintained and largely unsafe - possibly retired from the urban environment where conditions for 
operating are more stringent. Quite often the services are owned and operated by inadequately 
trained personnel with regards to the concept of service provision, and in other cases, even driving 
public transport vehicles. Dispatchers find it difficult to match demand and supply, for example, 
vehicles queue for hours on end to find a load on the relatively lucrative Port St Johns-Umtata 
terminals while rural communities in Mpande are waiting for days at a time for transport services 
because of vehicle shortages. Similarly some consumers have found it cheaper for example to import 
vegetables from other provinces rather than transport produce from their own rural areas because of 
the transport problems.  
 
Clearly, the potential benefits for the Eastern Cape from increasing the efficiency and effectiveness 
with which transport services are provided are potentially enormous, creating benefits in terms of 
increased demand for travel and transport for rural communities, lower commodity prices, and 
increased incentives for agricultural and off-farm production as well as stimulating the tourism industry. 
It is these and other issues that constitute the discussion of this chapter.  

 



 

44 

5.3. 4.2 Rural Public Transport: Buses 
  

The social role of transport in rural areas 

In rural areas “a bus is not transport, it is a social happening”. For example, a bus gets delayed 

because it has been stopped by a young girl who pleads with the driver that her grandmother [who is 

ill and has to go and fetch her medication from the nearest hospital] is being carried on a chair to the 

station and they should therefore wait for her. It takes over two hours before the grandmother arrives 

with her entourage – and the bus is on its way again. This underscores not only the important role 

played by public transport in rural areas that needs to be strengthened, but also the importance of 

subsidization, which cushions operators from running aground when they have to perform such social 

services. 

 

Andre de Vries, ECDOT Deputy Director: Public Transport – transcript of an interview, March 
2003.   

 

 

4.2.1Mayibuye Transport Corporation 

 
The Provincial Land Transport Framework [PLTF] states that the Mayibuye Transport Corporation 
[Mayibuye] would be transformed along the lines of entrepreneurship development. Mayibuye is 
currently the subject of a public private partnership [PPP] initiative. In terms of the PPP, operations of 
Mayibuye will be outsourced, the movable assets will be sold to private concerns while the fixed 
assets such as depots, will remain the property of the Eastern Cape Government. 
 
Of the forty-seven routes that will be serviced with fifty-four buses under the PPP proposal, upwards of 
sixty-two percent can be considered to be entirely rural routes. The routes that Mayibuye has permits 
for but are not part of the PPP have been taken over by the minibus taxis/and/or other [unsubsidized] 
private bus operators that operate small buses with very low overheads. Sixteen routes are not being 
serviced at all due to industrial closures and/or people moving away from these areas. Mayibuye 
operates in the former Border/Ciskei areas of the province. 
 
Given that the eight-two percent of the service provided by Mayibuye is of a social nature, it is 
believed that the service would be viable with a subsidy of R20m per annum. It is expected that the 
new private partner will commence service in September 2003. As indicated above the requisite 
budget is approximately R20m per annum. 
 

4.2.2 Passenger bus subsidy scheme  

 
The Province is managing a passenger bus subsidy scheme with 148 small contractors in the former 
Transkei. The PLTF noted that the scheme needed better monitoring and a new permit system, but 
that it should be continued and extended. Of the original 148 small enterprises, only 101 remain - 25 
could not be financed and others collapsed due to mismanagement. Given the relatively high dropout 
rate of new entrants into the bus operations market, in the new contracts [it is envisaged that new 
contracts will be in place around October 2003], Eastern Cape Department of Transport [ECDOT] will 
make training in areas such as record keeping, basic business skills, customer care, compulsory. 
 
At present ECDOT is busy with a Route Viability Study in the area serviced by 148 small operators 
that were contracted since 1999. It is pertinent to note that except for the Mbizana-Port Eduard 
service, most routes are not commuter service routes. The shortest route is 13km and the longest is 
104km. It is pertinent to note that bus drivers reduce dead kilometres innovatively by sleeping at 
villages and continuing the following day – they do not have to go all the way to the depot. An 
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application has been forwarded to the Provincial Treasury to extend the current contracts to allow for 
the completion of the Route Viability Study, after which long-term contracts will be drawn. 
 
The envisaged outputs of the Route Viability Study are the following: 
 

 Identify priority routes for subsidization [mainly of a social nature] 

 Determine a viable subsidy per route by taking all operating costs and conditions into 
consideration 

 Determine the criteria for operators who wish to participate in the new contract 

 Determine the specifications for vehicles to be used under the new contract 

 Identify routes that are self-sustainable that could be operated under commercial 
services contracts 

 
Consultants on the study have also been tasked to draft specifications for an electronic monitoring and 
tracking system. This will become an integral part of the vehicle specifications. In addition to the 
electronic monitoring, ECDOT will also appoint a firm to supervise and monitor by way of:  
 

 Physical field inspections  

 Employ the electronic monitoring system  

 Assist the ECDOT with the contract administration  
With regard to the permit system, a route based permit will be employed rather than the current 
radius-based configuration. The permits will only be valid for the period of the contract. Because 
existing contracts are currently on a month-by-month basis, subsidies are paid monthly. It is important 
to note that the provincial area of operations under this contract is the former Transkei region and is 
approximately 95 percent rural in nature. The effectiveness of the services is seriously hampered by 
the poor road conditions prevalent in the area. The budget for this component of bus operations is 
approximately R21.5m per annum.   
 

4.2.3 Amatola Bus Service 

 
The Amatola Bus Service is provided as a suburban service in East London, mainly to pensioners and 
scholars, without any subsidy. While it is an urban service, the fact that it operates without a subsidy 
provides a basis from which to draw lessons on how to run such a bus service without subsidy. The 
lessons could be useful for other services in the province.   
 
Although the ECDOT has had very little contact with the Amatola Bus Service in East London, contact 
in this regard is envisaged in the near future. Buffalo Metropolitan Municipality is currently running the 
Amatola Bus Service. The city has unofficially requested some guidance in pursuing an approach 
similar to that currently being followed with regard to Mayibuye Transport Corporation. This appears to 
suggest that running the bus service may be a burden to the city, but it does not necessarily mean that 
the service is unsustainable. 
 
Questions have been raised as to the advisability of handing over the Amatola Bus Services to the 
Buffalo Metropolitan Municipality where taxis, rail and unsubsidised buses could have easily filled the 
void left by the Amatola Bus Service where the fleet to be deployed in rural areas where transport 
services are mostly inadequate. This issue requires further interrogation with a view to arriving at a 
solution that best serves the province.  

 

4.2.4Planning of rural transport services 

 
Ideally, the planning of rural bus services needs to be done jointly by Province [which lets the 
contracts and manages subsidies] and local authorities [which are responsible for transport planning 
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and implementation in their jurisdictions]. In practise however, the lower tier authorities have far more 
serious capacity problems than those experienced at the provincial level. While the same could also 
be said of ECDOT, for example, the Planning Directorate is so seriously understaffed that planning of 
public transport is currently being undertaken by untrained [albeit experienced] staff.  
 
A further problem is that subsidized public transport, especially the former Transkei area is currently 
unstructured. The Route Viability Study mentioned above will go a long way towards addressing this 
problem. It is also envisaged that the Current Public Transport Record [CPTR] process will provide a 
platform for co-ordination the planning. This is not to say that local authorities are not involved. For 
example, they are in the forefront of the Route Viability Study and CPTR work. ECDOT is also working 
closely with the Nelson Mandela Metropolitan Municipality [NMMM] with regard to the planning of 
subsidized public transport within their area because there is some capacity at the metropolitan level. 
NMMM appointed the consultants that are doing the re-designing of the services while the work is 
being funded by ECDOT. NMMM and ECDOT are also jointly overseeing the work. 

 

4.2.5Overall restructuring of the public transport network 

 
There is a need to integrate and rationalize the bus and taxi modes better, so that each would serve 
the market it could serve best and at lowest cost: large buses on high volume routes and possibly 
longer distances, and taxis [recapitalised 35 seaters and 18 seaters, or current 16 seaters as the case 
may be] on more lightly travelled routes. An integrated system could consist of taxis acting as feeders, 
bringing people to major roads where they are picked up by larger buses; or where volumes are light 
enough taxis would operate all the way to the destination in smaller towns. This could result in lower 
subsidy costs if buses, which are relatively expensive to operate can be withdrawn from lightly 
travelled routes, which can be more cheaply served by smaller vehicles.  But subsidies may also have 
to be extended to taxis if they are part of the integrated network [as indicated above], and 
timekeeping, coordination, and monitoring would have to improve. 
 
While the ECDOT is very conscious and mindful of the need to integrate public transport services 
between the different modes of train, bus minibus taxi, bicycle, etc. each with its specific role, it is 
uncertain whether this would be fully achievable in the next five years. However, it is envisaged that 
the CPTR process will assist in identifying areas where such integration can be achieved with 
minimum effort. The major problem would be the resistance of public transport operators that see 
themselves as being “married” to their routes. Inadvertently, a significant amount of integration is 
already taking place in rural areas where buses provide a feeder service for taxis because the roads 
are in such a poor condition that minibuses cannot travel on them. The opposite should in fact be true 
where the smaller taxi collects for the bus. For the same reasons, bakkies are also acting as a 
collector mode mainly for taxis. It is of interest to note that extending subsidy regimes to all passenger-
carrying modes could be unsustainable, even with careful planning and targeting. In the same vein, 
integrating the various modes, i.e. the fundamental restructuring of the province‟s public transport 
system requires planning resources that the province and its local authorities do not currently 
possess.  
It is pertinent to note that while urban areas may be hard pressed to fulfil the 80:20 ratio public 
transport/private car-usage in rural areas this is not an issue. Most rural communities are captive 
public transport users. The only issue is that because of affordability problems, coverage may not be 
as widespread as it should. 
 

4.2.6Basic access approach 

 
ECDOT is also committed to the “basic access” approach to planning philosophy. The environment is 
also conducive to this way of planning for example it is of interest to note that at present there is no 
resistance to bringing the minibus taxi industry fraternity into the system of structured provision of 
public transport. While the major problem currently hampering this process is on the modalities, as the 
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taxi industry is largely unstructured and unorganized, this is being addressed through the different taxi 
transformation processes. Another major obstacle is the funding issue, as the Province does not get 
any assistance from the NDOT for subsidized passenger transport in rural areas. There is only one 
contract that is financially supported by NDOT and that is the contract with Algoa Bus Company in the 
Port Elizabeth, Uitenhague, Despatch, Motherwell, Coega metropolitan areas. Given that there is no 
widespread support for subsidized passenger transport in rural areas, it will indeed be of interest to 
see what recommendations will be generated once the necessary subsidy policy and monitoring 
mechanisms are put into place by NDOT. 
 

In addition, it is envisaged that the results of current and proposed initiatives such as the Route Viability Studies, 

CPTRs, Public Transport Plans, Integrated Transport Plans, Strategic Transport Infrastructure Plan – will all go a 

long way in informing and contributing to the development of a basic minimum service that improves 

accessibility for all. 

 

4.2.7Provision of basic transport services 

 
The National Department of Transport [NDOT] has recognized the need to develop a policy on 
subsidies within the national framework.  One way to target subsidies at the most needy is to 
designate a basic skeleton network in rural areas, which provides scheduled, guaranteed transport at 
a certain minimum frequency. It could be based on criteria such as “every rural household should be 
within twenty minutes of a public transport service that operates at least twice daily, five days a week.”  
This would help address the absence of access to transport in some areas. The vehicle type could be 
either large buses or minibuses, depending on which size vehicle can operate the service at the 
lowest cost.  Where such a service could be operated profitably, it would be let as commercial service 
contracts between the authority and the operator. Where it cannot be operated profitably, it could be 
subsidized by the Province as a basic minimum access social service. 
 

4.2.8Role of bakkies in rural public transport 

 
Taxi services provided by light delivery vehicles [LDVs/bakkies] are seen in the PLTF as a potential 
solution to providing public transport services on bad roads, but it is also noted that these are not legal 
public transport vehicles in terms of the Road Traffic Act. As indicated elsewhere, they provide a 
collector service for both buses and taxis. In the Port St Johns area, the older not-so-well-serviced 
bakkies provide a collector service for bakkies in better condition and taxis, which ply the better 
condition roads. While bakkies play a very “real” public transport role particularly in areas with bad 
road conditions, they need to be properly regulated by enforcing certain safety regulations. It is also 
clear that the solution should be innovative and simple. Various alternatives should be researched and 
tested to come up with options that could improve the current concerns regarding safety. The process 
for developing these alternatives should be transparent and inclusive.  
 
For example, a well-serviced and road worthy-tested bakkie fitted with role bars, benches and a 
carrier, for example, could be accepted as a legal public transport vehicle and could then be provided 
with a permit to operate. Given that the new taxi vehicles in the recapitalisation programme were 
mostly selected for urban and long distance performance on good roads, and may not be applicable to 
the bad operating conditions pervasive of rural transport services in the Eastern Cape, it would be 
important for example to include LDVs/bakkies in the recapitalisation process to enable a significant 
number of rural passengers to access safe and secure services. The conversion of the existing 
vehicles could become an indirect subsidy funded through the taxi recapitalisation programme. 
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4.2.9Public transport operations management 

 
The following is a list of some of the performance indicators  employed by ECDOT: 
 

 If less than 29 seats, the operation is no longer subsidized 

 Enforcement of timetables 

 Enforcement of quality conditions on the bus  

 Enforcement of road-worthy tests every 12 months 

 Enforcement of age limit on drivers 

 Ensuring the procurement of public liability insurance by operators 

 Ensuring that operators have public transport permits for their routes 

 Ensuring that drivers renew their professional driving permit every two years 
 
The emphasis for ECDOT or other entities monitoring and evaluating public transport operations in the 
province should perhaps shift from comparative static optimisation concepts, such as internal rate of 
return, towards more dynamic concepts such as system viability, stakeholder cooperation and system 
sustainability. The emphasis should also shift from hierarchically organised and centralised 
management systems towards an approach which recognises that any specific authority such as 
ECDOT is only one of a number of stakeholders involved in the development and operation of the 
public transport system. Instead of establishing a totally comprehensive management plan, the 
ultimate product of decision-making at the level of infrastructure and operations management could be 
a number of mutually informed and negotiated involvement plans and platforms. This approach 
facilitates joint learning and adjustment process where the different levels of government, the private 
sector and civil society would more readily commit to their respective negotiated responsibilities. 

 

Key performance indicators: A number of firm level key performance indicators are shown in Table 9 

below. These performance and quality standards are designed to quickly highlight any deficiencies of 

bus services and indicate where attention can best be directed to effect improvements. Once the Route 

Viability Study has been completed and contracts are in place, ECDOT would need to regularly 

monitor such indicators, particularly for the smaller concerns with a view to detecting changes in 

operating trends and to providing early warning signs of needs for remedial action. This could reduce 

the high dropout rate that is currently plaguing the industry. Good roads will impact positively on the 

indicators.   

 

Performance indicators may be divided into two sub-sets, firstly, those which are related entirely to bus 

operating efficiency and, secondly, those which consider the effectiveness of operation. The first 

considers those aspects which indicate the amount of service produced for resources expended, and the 

second considers measures which are indicative of some aspect of service delivery or quality of 

service. Aspects of the second set of indicators may also provide some indication of the ability of the 

mode and route to attract additional ridership.  
 
Effectiveness is relatively less easy to define than efficiency and is better related to consumer 
response to a particular service. This may be done either qualitatively, i.e. by market research, or 
quantitatively as calculated through trends in the demand for a service. The qualitative assessment of 
effectiveness may be best achieved using decision support systems such as stated preference 
techniques. Some indicators, although effective in monitoring the efficiency and effectiveness of a 
particular operator, are inappropriate in a route comparative situation. These indicators have been 
shaded in Table 9 below. 
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Table 9 : Public transport operations management - Efficiency and effectiveness indicators 
 
 
OPERATING EFFICIENCY INDICATORS 

 
EFFECTIVENESS OF OPERATION INDICATORS 

 
Fleet Utilization: Is expressed as a percentage of total fleet size and can be 

calculated by dividing the total buses running during the morning or afternoon peak 

periods by fleet size. This proportion of the bus fleet which is able to be put into 

service each day has a direct bearing on the system=s productivity, and is indicative 

of the effectiveness of maintenance management. In developing countries it should 

be possible to achieve fleet utilization levels of between 80 and 90 %. 

 
Passenger Volumes: A significant indication of productivity is the number of 

passengers carried in relation to the capacity of the system. This is measured in 

terms of average number of passengers per operating bus per day or per route. 

Obviously, shorter passenger trips will result in a rapid turnaround of passengers 

and higher number of passengers per day, therefore this indicator should not be 

considered in isolation but in relation to the other effectiveness indicators. 

 
Vehicle – Kilometres: Are usually expressed in terms of average kilometres per 

operating bus per day or per route and provide an additional indicator of productivity. 

Results will be greatly influenced by traffic and road conditions, average route 

distances, hours of operation, breakdowns, the number of stops and turnaround time. 

 
Cost of Bus Service: This is the total cost of operation per passenger kilometre 

and can be provided per operating company or per route. Low rates may be 

indicative of highly efficient operations, owner-operated bus services or be the 

result of such factors as excessive overloading or other operating deficiencies. 

 
Breakdown in Service: This provides an indication of maintenance, driving 

standards, age of units, traffic congestion and bad road conditions. 

 
Quality of Service Indicators: These represent what is essentially a qualitative 

estimate of what is regarded by the user as quality of service and may account 

for such factors as waiting time, travelling time, punctuality, public attitudes, 

alternative modes, etc. Aspects such as these may be monitored using 

behavioural modelling routines. 

 
Fuel Consumption: Fuel consumption is dependent on the size and load of vehicles, 

gradients, traffic condition, maintenance and driving standards. 

 
Waiting Time: Waiting time by passengers at bus stops is often judged as a 

primary indicator of service quality. This time is of course explicitly related to 

the level of service provided to specific routes which in turn is a function of 

demand. 

 
Staff Ratios: The relative ration of staff employed to operate a bus as compared to 

those who provide maintenance and administration. These ratios should be compared 

to relative labour costs in which case labour intensivity may be more or less 

effective. Low staff ratios are one of the efficiency hallmarks of small owner operator 

bus services where the owner - driver undertakes other non-driver related tasks. 

 
Walking Distance to Bus Stops: This distance is an indicator of the coverage 

provided by bus services. This again is a demand and density-related factor and 

should account for considerations of delays caused by too closely spaced stops 

and the inconvenience of widely spaced stops. 

 
Operating Ratio: This figure should indicate a small surplus of revenue over cost to 

stimulate investment and growth. This ratio is indicative of the extent of subsidy 

provision but not necessarily the need and Armstrong-Wright (3) suggests ratios in 

the region of 1.05: 1 to 1.08: 1. 

 
Interchanges Between Routes and Services: The need for commuters to 

change modes adds to the time spent waiting, the inconvenience experienced by 

cost may also add to direct commuting cost. Armstrong-Wright suggests that in 

large cities less than 10% of passengers should be required to interchange more 

than once and the majority should not require any interchange in their journeys. 

 
Dead Mileage: This figure applies to the length of journeys which at are not revenue 

earning and is usually dependent on a depot location in relation to the start and finish 

points of the bus service. 

 
Journey Times: Excessive journey times may be a reflection of three important 

factors; overly long distances between home and work, inadequate bus supply, 

or poor scheduling and costing. In addition poor traffic and road conditions can 

further aggravate the condition. 

 
Route topography, traffic conditions, road surface and public transport priority 

measures: These attributes all determine nett efficiency and may be profiled on a 

route by route-or-route segment basis. 

 
Travel Expenditure: The extent to which a bus service is affordable is 

dependent on the income level of the user and it is suggested that expenditure on 

bus travel should not exceed 10% of household income. 

 
Accidents: A comparison should be made between the traffic accident rate for other 

vehicles operating in the same area. 
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5.4. 4.3 Rural Public Transport: Taxis 
5.5.  
Rural public transport services in the Eastern Cape are predominantly provided by the taxi industry. 
Vehicles employed range from minibuses [various makes], Toyota Ventures, as well as various types 
of sedans. In some local authorities, such as Port St Johns taxis and bakkies are the only modes of 
public transport.  
 
Based on discussions with role players in the industry, a rudimentary strengths, weaknesses, 
opportunities and threats [SWOT] analysis has been undertaken for the Eastern Cape Taxi Industry. 
The analysis has also generated some issues that need attention in the short-to-medium term, 
including [see Table 10 below]: 
 

 Business management training, e.g. financial administration 

 Incident management [especially in the event of an accident] 

 Customer care  

 Management of rank operations and facilities 

 Opportunities arising out of the recapitalization programme 

 Driver training 

 Dispute resolution 
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Table 10: SWOT Analysis of The Eastern Cape Taxi Industry 

 

STRENGTHS WEAKNESSES 

Employer [poverty reduction] Lack of ubuntu [customer service]  

Accessibility of the service [poverty alleviation] Lack of tolerance 

Over 60% of customer share Lack of business skills 

Generate revenue [sustainability] Ageing of vehicle fleet 

Organized structure  

 

Lack of driver education 

training 

  

Operators 

Infrastructure to promote tourism Rank marshalls 

Economic empowerment Office staff 

Contributing to income tax base Lack of professionalism 

Consumer in national economy Violence and civil obedience  

  

 

Lack of infrastructure              

 

Offices 

Bays and shelter 

Toilets 

Image of taxi industry 

Gender issues 

OPPORTUNITIES THREATS 

Recapitalisation  Unbridled increases in taxi vehicle costs  

Other economic opportunities e.g. tourism  Inadequate access to financing 

Assistance from government Toll gates roads 

Community/public/private partnerships Selective law enforcement & corruption 

Collective bargaining Inadequate communication on recapitalization 

Access to financial institutions Unfair competition [subsidized buses and trains] 

Self regulation Inadequate communication between government, industry & 

customers 

Marketing & image improvement of the industry Bad roads  

 Tendered contracts [discrimination]  

Proliferation of permits 

Excessive insurance premiums 

Illegal operations 

Organized crime 
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5.6. 4.4 Rail transport 

4.4.1 Background to rail transport 

Rail is a national competency – there has been no devolution of responsibilities to the provincial 
sphere of government. Currently, the competency resides with the NDOT. Under the National Land 
Transport Act [2000] the provinces can make contributions, such as assessments and reviews.  
 
In the Eastern Cape, except for the East London-Johannesburg rail line, the rest are termed branch 
lines mostly completed by 1916. All of them are low-density lines according to the definition of 
Spoornet – less than a million tons of freight per year. The railways were built as anywhere else in 
colonial Africa to open up the interior, improving accessibility for plantation owners and farmers – 
introducing a draught technology that was better than a horse/donkey. Plantations became satellite 
centres, which today host small towns. 
 
Over the years, rail has been adversely affected by gross under-investment and demographic shifts 
with some of these settlements becoming ghost towns. This has been worsened by the inadvertent 
competition with roads. For example, four trains used to provide a service between the Umtata-East 
London route but these ceased operations around 1988. Rolling stock is extremely outdated and 
design speeds laborious. So these modal parameters conspire to render rail uncompetitive. It is 
however pertinent to note that the potential for both passenger rail and freight exists, for instance on 
the East London-Umtata line and the Fort Hare-Rhodes student catchment areas.   
 

4.4.2Demand for rail transport 

Demand predictions based on conventional models do not work in rural areas. There is a lot of latent 
demand that can only surface where that service is provided. The other way is to look at it from the 
view that one of the central objectives of transport is seeking to stimulate demand to oil the productive 
capacities of rural communities. In this regard, the use of socio-economic-land use demand models 
could be more accurate.  
 

Reliable rural transport 
There is a train that travels from Khartoum to Juba once every week in the Sudan. This train 
always records high occupancies. Everyone on that line of rail knows it comes on such and 
such a day and they prepare and plan for it – to take themselves and their goods to 
Khartoum. 
 
Lan Situma: ECDOT Director of Policy and Projects – Transcript of an interview, March 2003 

 
It is thus important to project demand from committed land uses, e.g. chip board factory at Langeni 
that is projected to employ over a 1 000 people; timber at Ugie - Maclean/Langeni areas; massive 
food production projects by Department of Agriculture‟s food security projects; wool production 
[conservative figures put it at 1.4million sheep multiplied by 4kg/per year/per sheep]; Ugie escarpment 
– potato and beetroot production has been mooted. 
 
The need to put in place a relatively high speed train between East London and Umtata with average 
speeds of upwards of 120km/h, minimum stops and new alignment, cannot be over-emphasized. 
 

Value of small incremental transport improvements 
 
The value of time for rural communities is not necessarily the same as that of 
urbanites for many reasons, which shall not be explored here. However, this tends to 
strengthen the value of small incremental transport improvements in rural areas. In 
Butterworth for example, there is a bus from Qora, which takes close to six hours on 
a journey that could take much less. Granted the roads are bad but patrons would 
still not be too worried if they know that sometime that day the bus would pass 
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through their station. In some rural areas there is a morning and an evening bus, 
while in other areas there is just one bus once a week. So villagers wait for it and 
prepare for it – it does not matter what time it arrives as long it actually arrives that 
day. If the travel time is reduced even by one hour, In other words, even small 
incremental improvements to rural public transport services such as sticking to a 
timetable play very significant roles in improving the lives of the rural populace. 
 
James Mtila: ECDOT Chief Director – Transcript of a discussion, April 2003 

 

4.4.3East London-Umtata Rail Project  

 
The current project has the following components [see PowerPoint presentation for OR Tambo District 
Municipality for more details]: 
 

 Refurbishing existing line as stopgap measure for the next ten years to take advantage of the 
proposed chipboard and timber industrial activities – this is going to cost ZAR102million. 
Ultimate line will cost in the region of ZAR5.2billion over a capital recovery cost period of 50 
years. This will cut the 16 hours travel time to 10 hours, immediately reducing unnecessary 
dead mileage. Operational modalities could include mixed use – passengers and freight. 

 Locate Timber Siding in Umtata – creating direct employment; from by-products, e.g. school 
furniture [currently imported into the province]   

 
To support this, nodal points have been identified along the line of rail from East London to Umtata for 
the development of inter-modal facilities, namely, Viedgesville, Idutywa, Butterworth, Komga, King 
William‟s Town/Bisho, Mdantsane, Umtata. The Umtata-Viedgesville part of the project will be 
developed into a commuter rail. These population centroids will create adequate demand for transport, 
rendering the service competitive. They will in turn develop into growth points and a snowball effect 
will be realised. The centroids will be the main loading points with other modes playing the collector 
role. 
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Collector Modes for Rail 

To sell the collector role to buses and taxis will not be easy. However, marketing the collector 
role can only be done by embarking on successful demonstration projects with the 
connivance of some taxi operators.  One of the early demo project will be the Mdantsane-
King William‟s Town line. With better signalling the total travel time could be in the region of 
63 minutes. Participating taxis will be asked to collect passengers 7 km away from Unit 17 to 
Ruth station. What this means is that a single taxi could carry an average of 400 passengers 
per peak while other taxis will be doing only one long trip to King William‟s Town. It is 
intended that in the long run with good alignment, the Mdantsane-King William‟s Town 
journey will only take 40 minutes. This will render it very competitive indeed. What with 
competitive fares, security, as well as generous seating arrangements allowing room for 
coffee and reading the newspaper.  
 
Lan Situma: ECDOT Director for Transport Policy and Projects – Transcript of interview, 
March 2003  

 
 

5.7. 4.5 Special Needs Transport 

4.5.1Scholar Transport 

 
Scholar transport is handled by the Department of Education [ECDOE]. Where scholar transport is 
functional, the procedure is that learners living more than 5km from their school apply to the principal 
for a subsidy depending on the income of their parents. However, many learners also make use of 
buses subsidized by ECDOT. It is pertinent to note that economies of scale and scope could be 
achieved if ECDOE pool their scholar transport budget with the general subsidy budget of ECDOT.  
 
With regard to the use of alternative modes of transport such as bicycles ECDOT has made an 
amount of R75000 available for the purchase of bicycles to enable learners in two pilot project areas 
to easily access their schools thereby reducing the need for public transport services, and saving 
hard-earned and meagre cash resources. 

 

4.5.2Tourism Transport 

 
Given the importance of tourism in the economy of the province, ECDOT needs to provide an enabling 
environment for tourism transport. In addition, it needs to be involved in [see paragraph 3.9.2 for a 
better understanding of tourism and transport in the Eastern Cape]:  
 

 Quality control 

 Standards for tourist transport 
 

4.5.3Public transport for persons with disabilities and the elderly 

 
Currently there are no specific provisions for alleviating the transport problems faced by persons with 
disabilities [PWD] and the elderly. However, ECDOT will include a close imposing penalties for those 
who discriminate against PWD in the new contractual dispensations. In this generations of contracts, 
bus drivers will be obliged to stop and assist a wheelchair bound person or anybody in distress, 
including the elderly and pregnant women. This is not too difficult in deep rural areas where demand is 
largely sparse and bus services already play a social role. Besides these contractual obligations, low-
cost interventions on public transport infrastructure will also be considered. 
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5.8. 4.6 Affordability of rural public transport 
5.9.  
At present the Province receives an amount of approximately R60m per year from NDOT to service the Algoa 

Bus Company contract. The Province provides an additional amount of close to R41.5million for subsidized 

transport, i.e. for Mayibuye and the former Transkei operations. As of now, prospects for increased funding are 

very limited. 

 

Public transport even where it is subsidized [at present about five million people benefit from subsidies in the 

Eastern Cape] is largely not affordable to many low-income rural people. Many people are often stranded or are 

forced to walk long distances to access socio-economic activities. Fares for subsidized public transport are 

regulated through the contract system, [and perhaps should be linked to an operating licence]. However, as 

indicated above they could still be unaffordable. Setting subsidy levels such that fares are more affordable could 

render the subsidy system unsustainable. So, finding lasting solutions to the question of affordability should 

necessarily be a multi-pronged approach: 

 

 Exploring the mainstreaming of alternative means of transport such as intermediate means of transport 

[IMTs]  

 Providing an environment and opportunities for employment creation to boost incomes of poor people 

 Strengthening spatial planning efforts to consolidate settlement patterns around economic activities.  
 

The Shova Kalula National Bicycle Partnership Programme for example has reduced the need for public 

transport for learners, thereby saving hard-earned cash for households on the programme.  

 

It is also of interest to note that planning authorities such as the ECDOT are required by legislation to 
prepare operating licence strategies [OLSs] for managing applications for taxi and bus services in their 
area. The process of achieving this in the province has been slow largely because parallel processes 
such as the Route Viability Study and the CPTR process that are intended to inform the OLSs have 
not been completed.  Once these processes are completed, it will be relatively easier to prioritise 
investment areas as well as interrogate issues of affordability. 
 

5.10. 4.7 Safety and Security on Rural Public Transport  
5.11.  
Safety and security issues are managed against the key performance indicators enumerated above 
underpinned by the “Arrive Alive Campaign” within the overall ambit of “The Road to Safety 2000”. 
Crime is mostly experienced on long distance buses, not on subsidized routes. 
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5.12. 4.8 Rural Freight Services  

4.8.1Need for freight services 

 
When the inhabitants of a selection of rural villages in the OR Tambo District Municipality were asked 
what they would do if their accessibility improved, most replied that they would [i] take their products, 
their services and their labour to bigger and more diverse markets; and /or [ii] access higher education 
and training. These responses appear to suggest that many rural communities are keenly aware of the 
overriding need to enhance the marketability of their products and labour in the wider, mainstream 
economy. However, rural transport services are inadequate. This situation has been exacerbated by 
the inability of service providers to provide adequate services without the prospect of government 
subsidies or big enough market to reduce fixed costs and/or produce sufficient economies of scale. 
Villagers are thus, for example, obliged to either pay exorbitant prices for the purchase of goods and 
services or sell theirs at a give away to merchants/local shop owners because distribution 
centres/markets are relatively inaccessible. The merchants generally charge high prices to offset high 
transport and handling costs necessitated by the low volumes of transactions. This has the effect, inter 
alia, of discouraging enterprising villagers from exploiting opportunities to produce for the market, 
thereby stunting the will to produce beyond their subsistence requirements.   
 
There are formidable logistical difficulties with rural social service delivery, as well as the production 
and marketing of foodstuffs, other agriculturally based products, construction materials etc. Many of 
these have to do with: 
 

 Large distances involved 

 Relatively low densities and economies of scale 

 Relatively low rates of private vehicular mobility and tele-connectivity. 

 

The combined effect of these difficulties on rural SMMEs and potential producers [e.g. small-scale 
agriculturalists, craft producers or community foresters] is that logistical services [such as to store and 
take produce to markets, or to order and deliver critical inputs such as seed and spare parts] is often 
prohibitively expensive, thereby marginalizing and/or excluding many from mainstream supply chains. 
 
By purchasing their logistical services through the ubiquitous rural „bakkie-operators‟ and the network 
of village stores [many of which now host postal and telephone services], some rural producers are 
coping with at least some of their logistical requirements. Allied to this is the realisation that the current 
pension pay-out routes interface with sometimes the same network of village stores, and many mobile 
traders have latched onto these “pension routes” to sell their wares, which suggests that periodic 
markets are already in operation in most rural areas. 
 
While these services are not necessarily inefficient and developmentally ineffective, they leave out of 
the equation many marginal survivalist rural enterprises. Many of these are often highly indebted to 
local traders, and at the same time excluded from participation in local production and commercial 
activities and dependent on state welfare grants and remittances. There is also much that can be 
done to stimulate a greater volume of internal trade and associated economic opportunities in rural 
areas. 
 

4.8.2Service delivery difficulties and coping strategies 

 

For public sector service delivery agencies, the typical logistical difficulties in rural areas pose a 

difficult choice, namely between: 

 

 Reduced, erratic level of service 
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 Increased procurement, operating and logistics expenditure possibly funded through 
cross-subsidisation or postponement and reduction of other spending items [e.g. capital 
expenditure and maintenance]. 

 

By default, how departments, agencies, or local service delivery offices “choose” to cope is dictated 
mainly by their abilities to negotiate increased budgets. In terms of their procurement of logistical 
services, the default choice is the institutionalised practice, which, in most cases, is to use the in-
house transport and logistics service [such as medicine delivery by the transport section of the 
provincial health department] or Government Motor Transport, where appropriate. 

 

4.8.3Integrated rural logistics 

 
The conventional response by mainstream producers and distributors would typically be to develop 
highly synchronised, bulk-efficient supply chains, connected to large or medium-sized centres, 
supported by computerised market information. While this model economizes on inventory and 
handling costs, it consumes large amounts of transport and energy resources. Labour-intensive 
small-scale producers and distributors are marginalized because of their inability to compete on the 
same terms. Clearly this model is inappropriate for developing rural communities.  

 

Instead of the current static conception of how products and services should be distributed to spatially 
dispersed communities, there is a need to explore innovative and developmentally effective rural 
freight and logistics solutions. These solutions would need to adequately respond to and reconcile 
competing demands for [a] accessing social facilities and transporting people [b] accessing economic 
opportunities and transporting goods and services. This phenomenon which describes a combination 
of rural communications, freight and passenger transport and storage/exchange services aimed at [i] 
exploiting possible synergies with allied services [ii] effectively harnessing information and 
communication technologies, and [iii] leveraging any related innovations, in order to provide affordable 
and effective access to an expanding range of local as well as mainstream supply chains, business 
support services and markets - could be termed integrated rural [development] logistics.  

 

4.8.4Need and scope for integrated rural logistical services  

 
Given that both the rural small enterprise and social delivery sectors have unsatisfied demands for 
logistical services, it is posited that these demands can best be met in an integrated way, i.e. through 
the provision of integrated rural [development] logistical services [IRLS]. The achievement of sufficient 
economies of scale, i.e. achieving viable minimum thresholds to make the operations viable are 
circumvented by way of economies of scope, or through virtual agglomeration economies associated 
with integrated hub-satellite operations. In essence, this means that a wider range of services and 
delivery options are provided from the combined hub-satellite operations, whilst overhead/ 
infrastructure costs are shared. In addition, given that multi-purpose centres [MPCs] are currently 
emerging as the main delivery platforms for integrated rural services, it would be opportune to employ 
them and other rural service centres as the main access points and organisational nerve centres for 
integrated rural [development] logistical services. Clearly, the development of rural logistical services 
could have a significantly positive impact on rural agricultural as well as non-agricultural economic 
activity, especially if implemented within the context of a [reorganised] rural service centre hierarchy 
and periodic market system.  
 

4.8.5Success factors for integrated rural logistical services 
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Particular emphasis needs to be given to a balanced package of locational, infrastructural and 
operational measures: 
 

 Locational measures can include the clustering of new housing, infrastructure and 
facilities in terms of selected activity nodes and satellite centres  

 Infrastructural measures include the adoption of a holistic, integrated approach to 
planning of roads, telecommunications, public facilities and multi-purpose centres  

 Operational measures include:  

 Coordination of periodic transport, service provision and market schedules [including 
aspects such as routes, stopping places and service times  

 Information provision, regulation and selective subsidization in support of the 
coordinated schedules, centres and services  

 Facilitation of freight collection/distribution services for incipient enterprises e.g. 
tourism, agro-forestry processing, etc.  

 

This exercise should be preceded by contextual spatial-economic analysis [the existing or potential 
economic base, local economic development strategies, and policies to redress possible structural 
distortions]. District Municipalities would constitute the appropriate level where these interventions can 
be made because of the coordination requirements for this type of solution. 

 

An overview of some of the elements of the concept is illustrated in Figure 1.   
 

i) Sustained investment in, and maintenance of district and access roads; 
ii) Establishment of multi-purpose service hub and satellite centres, linked with multi-media 

telecom links; and supported by the development of periodic markets, education resource 
centres, etc; 

iii) Strengthening of the logistical role of MPCs, in particular through the construction of 
storage facilities, and the establishment of logistics procurement and coordinating 
agencies 
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iv) Transformation of current (passenger) bus services into omnibus, or mixed passenger and 
freight services; 

v) Special contracts for two types of periodic access services: namely (i) a periodic scholar 
bus service that would bring pupils on alternate days from surrounding schools to the 
education resource centre; (ii) periodic market access service, which would operate on a 
roving basis to transport people to and from surrounding areas for the one or more days 
when a periodic market is in operation. 

vi) Promotion of multi-use tractor-trailers, or other intermediate means of hinterland–village 
transport and agricultural traction.  

vii) Spot improvements to tracks and other off-road transport infrastructure (such as 
suspension bridges).  

 

5.13. 4.9 Transport issues related to selected rural economic drivers  

4.9.1Agriculture  

The Eastern Cape boasts immense agricultural potential. The fact that all seven of South Africa‟s 
biomes can be found in this part of the country bears testimony to this potential. However, this 
potential has yet to be realized. Current provincial efforts to revive agriculture will go a long way to 
realise this potential and has implications for transport as indicated above.  
 
Improving agricultural productivity through improved transport: Rural development is an 
integrated multi-sectoral activity. However, for rural development to be self-sustaining, it is essential 
that it is undergirded by a self-supporting agriculture  [food security] and a vibrant non-agricultural 
sector, which together, can consistently provide surplus for financing social overhead capital [schools, 
hospitals, roads, communications, water supply, etc.] and services. In addition, ensuring food security 
reduces considerably leakages of hard-earned resources from the area. In rural areas, the glue that 
binds these two sectors together is transport. The reality, however, is that most farming communities 
[small-scale commercial and peasant farmers] lack appropriate and reliable transport as well as the 
respective infrastructure, which often leads to low productivity. Evidently, head loading, largely by 
women, remains an important mode for transporting goods. Inadequate, inefficient and ineffective 
transport as described above thus has a negative impact on the community in the sense that: 

 

 It is time-consuming and expensive 

 High losses occur due to lower carrying capacities 

 Opportunities to produce more profitable crops are not taken 

 Walking consumes energy, which could otherwise be used productively on the fields or 
other endeavours 

 Hinders the integration of disparate markets  

 Constrains accessibility to inputs, extension services, and information  

 Increases costs for both the producer and end-user   

 Discourages production for the market 

 Inhibits the use of essential social services such as health and education 
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Livestock 
Currently, it is estimated that livestock accounts for more than three quarters of the province‟s 
agricultural sector. Commercial-farming activities in the former homeland areas have been hampered 
by limited: 
 

 Marketing infrastructure  

 Poor roads  

 Inadequate transport services 

 Land tenure uncertainty.  
 

Clearly, the development of adequate transport and logistical arrangements from the small farmer to 
the ports of East London and Port Elizabeth will go a long way in stimulating livestock. Coupled to this 
are other initiatives such as the rearing of goats for the Middle East export market as well as 
increasing the production of wool from the established sheep husbandry. This will have the effect of 
circumventing the middleman and thus increase the farm gate prices of livestock. And, because goats 
and sheep are relatively inexpensive to purchase and rear, more small-scale farmers could be 
involved, thereby improving the distribution of income and impacting directly on the poverty of the 
greater majority of rural people. 

 

Crops production 
The Eastern Cape constitutes a relatively stable and potentially rich market for the establishment of 
crop production centres. This potential is further enhanced by the existence of gateways to 
international markets, such as the East London, and Port Elizabeth harbours. Identified areas with 
good soils include Northern Pondoland - around Lusikisiki and Flagstaff, and the coastal belt between 
Paterson and Port Alfred. Northern Pondoland, particularly, has deep fertile soils and high rainfall, and 
is underdeveloped for crop farming. This high potential has yet to be realized and chief among the 
reasons is the lack of adequate transport infrastructure and services.  

 

There is a government policy focus on developing small-scale commercial farmers through access to 
extension services, credit and land.  This programme is aimed at developing black commercial 
farmers and building skills to find and meet market opportunities. Irrigation schemes set up by the 
former homeland governments are in the process of being commercialised by the provincial 
Department of Agriculture and Land Affairs. The existing potential and the initiatives underway provide 
an opportunity for the ECDOT to assess the transportation requirements of this sector in greater detail 
with a view to adequately servicing the sector in the short-to-medium and long terms.  

 

Food Processing 
Food-processing giants Nestle and Cadburys have been pioneers in the sector in the Eastern Cape. 
Given the renewed focus on agriculture in the province, opportunities for food processing abound and 
need to be exploited to maximize employment creating opportunities as well as reduce leakage. 
Transport is a critical cog in the revival of agro-industry in the Eastern Cape.    
  
Forestry 
Forestry is yet another activity whose potential in the province has not been realized. There is 
potential for the development large-scale forestry plantation and small-scale woodlots to widen 
participation and distribution of income among rural communities. As in the case of crop production, 
up-stream enterprises include the establishment of anchor projects such as the proposed chipboard 
factory in Langeni and timber industry in Umtata. The survival of these enterprises are likely to depend 
mostly on the provision of a competitive freight regime, perhaps by way of rail. In this regard, the 
importance of the East London – Umtata rail as well as the Langeni road projects are clear. 

 

4.9.2Tourism and transport in the Eastern Cape  
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While the tourism sector has been steadily growing and now contributes about eight percent to the 
provincial economy, the province‟s high tourism potential has yet to be fully realised. In addition, five 
percent of formal jobs depend on the travel and tourism industry.        
 
The key objectives of tourism-led growth are to: 
 

 Generate sustainable employment creation  

 Generate economic growth and development 

 Exploit opportunities arising from new tourism development for the creation of up-
stream and down stream business opportunities, especially small businesses owned 
and operated by previously disadvantaged communities.  

 
However, the focus of this tourism thrust, especially eco-tourism, i.e. developing rural communities are 
characterised by poor and/or inadequate access. Thus, the relationship between the quality of 
transportation infrastructure and services and the future growth of tourism travel must be understood 
in order to guide planning and investment decisions. 
 
Tourism market segments identified for the Eastern Cape include: 
 

 Eco-tourism  

 Cultural tourism  

 Business and conference tourism 

 Sports tourism 

 Adventure tourism.  
 

It is important to understand these segments when planning for tourism transport needs within the 
province. 

 

Tourism transport 
In the Eastern Cape, tourism is considered one of the foremost development sector with significant multipliers. 

The development of the tourism sector in the province, especially the eastern half of the province that was 

previously neglected, is influenced by various factors, chief among them being transport infrastructure and 

services. The following section will provide a brief summary of the main tourism and transport issues. 
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Figure 2:  Eastern Cape Tourism Regions and Routes 

 

Overview of the tourism industry 
The western half of the Eastern Cape, i.e. west of the Great Fish River, there are close to 10 000 beds, with Port 

Elizabeth alone having about 4 000 beds and Grahamstown 3 000 beds. Road , rail and air connections are 

relatively well developed. They are also served by George and Bloemfontein airports. East London and King 

William’s Town regions has upwards of 3 000 beds while the Wild Coast area has nearly 2 000 beds. The latter 

region’s transport and communications are relatively less well developed. What is clear is that tourism is a 

growing industry in the Eastern Cape and transport needs to play its role in stimulating and strengthening the 

industry. For example, ten years ago, there were only 70 beds in the Sundays River Valley [based on a game 

reserve] but there are over 800 beds today. The Eastern Cape is a malaria free destination with 14 percent of the 

tourism market nationally. A big portion of the foreign tourists come to visit the malaria free game parks and the 

mountains while domestic tourists visit the largely unspoilt and magnificent coastline. 

 

Tourism routes and signs 
Given the extent and variety of tourist attractions spread virtually all over the province the approach has been to 

create a patchwork of tourism routes, each with its own theme and specific tourism product offerings [see Figure 

2 above shows the various tourism regions and routes]. This in turn requires not only good roads in the 

designated routes but also sufficient services and facilities to adequately support the tourism sector. Signage and 

the provision of route information have been identified as key elements of this process. In this regard, ECDOT in 

association with the Eastern Cape Tourism Board [ECTB] and other stakeholders a process was initiated since 

1998 to identify and map out broad tourism regions and specific routes. The process also involved designing and 

installing information signage that captured the essence of the tourism theme in the region with a view to 

marketing the tourism product offerings along the route or region. Work on the western half of the Eastern Cape 

was completed in 2001. Figure x is an example of the new signboards with improved design and clear themes 

such as the promotion of the Frontier route along with its attractions.  
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ECDOT plans to extend and complete this process for the rest of the province. Funding for the erection 

of these signs is provided by both the National Roads Agency [for signs along national routes] as well 

the District municipalities [for signs along provincial and local routes]. 
 
Tourism land transport operations 
Various transport operators serve the tourism industry in the province. They consist not only of the 
typical long distance tour bus operators but other types as well. Among the formal long distance tour 
bus operators, Springbok Atlas is currently the largest operator in the province. Next, Amatola Tours 
also provides tour bus operations to larger tour companies such as Touristik Union International 
Aktiengesellschaft [TUI AG]. Apart from these big entities, there are also thirteen smaller bus 
operators in the province, such as Friendly, Algoa, Penbury, and Bay Tours. These operators carry 
mostly foreign up-market tourists with origins and destinations outside the province – they just pass 
through the province.  

 

In addition, there are several smaller and emerging operators providing special services such as 
Kalabash with its township tours in Port Elizabeth and Bokani, a black owned operator that provides 
game drive services in various game parks in the province. In order to assist these smaller operators 
innovative marketing should be considered such as for example, listing them in in-flight magazines. 
For the more economic tourist such as the backpackers, the Bush Bus services provide a point-to-
point [e.g. youth hostels] service, ferrying passengers between backpacker establishments and main 
destinations. Backpackers [termed the pioneer market] often have the Eastern Cape as their 
destination – they hire cars, ride local buses and taxis, visit craft markets and local shebeens. Tourism 
receipts from backpackers are therefore spread right across the community, not just in established 
hotels. This is also the case with local tourists.  

 
Tour operators have a major impact on transport services in the tourism sector and often local bus 
operators are the ground handlers for foreign tour operators flying tourists to South Africa. The nature 
of special services also determine the range of services. For example Windwood Tours [associated 
with SAGA – a British tour operator] is a large operator based in Cape Town, which focuses on the 
more elderly tourist – the over 50‟s. Their destinations are dependant on the availability of medical and 
health services in close proximity to their clients and consequently their operations are only limited to 
the more developed parts of the province. Extension of such services would therefore be dependant 
on future development of roads [better access] and settlements [more services] and would need to be 
considered in any tourism strategy for the province.  

 

Competition in the industry is relatively stiff. City-to-city operations such as Greyhound, Translux, 
InterCape, and City-to-City also compete particularly for local tourists especially those hailing from 
Gauteng, KwaZulu-Natal and the Western Cape coming to visit their roots. A sizeable percentage of 
local tourists coming from the Durban and Cape Town metros pass through the Eastern Cape. In 
transport terms, it is important to improve the connections and stops along these routes. The train is 
equally important in domestic tourism especially from the Gauteng region.  

 
Apart from bus operators, car rental agencies provide the remaining number of foreign tourists with 
transport. The marketing of attractions, safety and road infrastructure are the main factors determining 
destinations for this market segment. Domestic tourists from within the Eastern Cape and elsewhere 
also use their cars to access places of tourist interest in the Eastern Cape. 

 
Tourism in general and bus operators specifically, are dependant on numbers to make services viable. 
Tourist numbers are not consistent throughout the year and as a result operators have slow seasons 
where fewer tourist visit the region. Therefore such services depend largely on the „dense‟ (high) 
season. The transport service providers and the provincial government authorities therefore need to 
always prepare in advance in order to capitalise on high season receipts.   

 

Tourism air transport services 
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The province has two major airports namely Port Elizabeth and East London, as well as several 
smaller airfields across the province catering for visitors. Port Elizabeth and East London airports do 
not have international airport status and as a result no international tourist can fly directly to the 
province. All international tourist flying into Port Elizabeth and East London do so from Johannesburg 
International Airport, Cape Town or other provincial airports such as Durban, Bloemfontein or George. 
For the tourism industry in the eastern Cape, the constraint of having no direct international flights to 
the Eastern Cape is exacerbated by other [more general] air traffic issues namely: 

 

 Flying over the African continent to get tourists to South Africa presents problems given the air 
traffic control problems and dangers caused by conflicts in the region. 

 Bilateral arrangements between South Africa and other airlines make it virtually impossible for 
any other airline to fly directly to South Africa 

 The Aircrafts Company of South Africa [ACSA] is reluctant to upgrade Port Elizabeth or East 
London airports until the airports can guarantee a specific number of additional flights to the 
region [to put this demand in perspective, 11million people pass through Johannesburg 
International Airport every year; 4.8m – Cape Town; 900 000 – Port Elizabeth; 350 000 – East 
London airport]. This is a classical chicken and egg quandary. 

 Short runways [as is the case with both the Port Elizabeth and East London airports] make it 
impossible for larger planes to land at these airports 
 

Over the last couple of years, the Eastern Government has been building a case for international 
flights to the Eastern Cape [see premier‟s speech at the opening of the Eastern Cape legislature - 
2003/04]. In this regard, Bisho Airport with its long runway has been touted as the airways gateway to 
the Eastern Cape. However, Bisho Airport is constrained by limited facilities as well as limited 
emergency services. It is also not close to the tourism plant and products as the Port Elizabeth airport 
is for example [10 minutes away]. For tourists who are already tired from their long journey, the 
location would certainly not be ideal. To strengthen its hand in negotiations the government has 
sought to upgrade the Bisho Airport. It is also planning to upgrade the Umtata Airport [which also has 
a long runway] to improve access to the region particularly the eastern half of the province where the 
greater majority of the Eastern Cape inhabitants reside. East London‟s geographical position in the 
Eastern Cape makes it the natural choice for a hub in the region. However, Port Elizabeth Airport is 
considered to have the best location as it allows for short travel time to various types of tourist 
accommodation and tourist product offerings. 
 

5.14. 4.10 Intermediate Means of Transport   

4.10.1Introduction 

For most rural communities, mobility and accessibility are bought at a high social and economic cost. 
For example, most small-scale goods transport is undertaken through walking, head loading, pushing 
shopping trolleys, and hiring minibus taxis. However, the opportunity costs of walking are enormous, 
while public transport costs incurred by ferrying goods on minibus taxis over short distances, are 
exorbitant. The need to foster the development of a balanced, cost-effective and sustainable transport 
system, which is composed of complementary transport modes that are compatible with a 
differentiated travel demand and which reflect various levels of affordability cannot be over-
emphasized. Enhanced mobility and accessibility in a developing economy context invariably implies 
the greater use of non-motorized and intermediate modes of transport. 

 

4.10.2Intermediate Means of Transport Defined 

Intermediate means of transport [IMT] refer to those modes of transport that straddle between the 
traditional mode of transport - walking, head- and back-loading and the more sophisticated modes 
such as motor-vehicles and trains. IMTs can either be motorized or non-motorized. IMTs particularly 
non-motorized modes, are mostly used for relatively short distances, from 100 meters to 20 km. 
However, motorized modes such motorcycles and tractors can be used for longer distances. Most 
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IMTs are relatively inexpensive, maintenance levels are low, and their infrastructure requirements are 
also relatively low and inexpensive to construct and maintain [see Table 11 below – the list is not 
exhaustive]. 
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Table  11: Range of Intermediate Means of Transport Modes 

Non-motorized 

transport modes 

Brief description of key features 

Wheelbarrow The ubiquitous wheelbarrow is a single-wheeled load carrier that can be 

used to move and load heavier loads than head loading. More suitable in 

flat terrains, but also used in hilly terrains. 

Hand-cart This two to four wheeled load carrier can carry a bigger load than a typical 

wheelbarrow 

Donkey / pack of 

donkeys 

The load is carried on the side of the donkey. Suitable for use in both flat 

and hilly terrain 

Ox/horse drawn sledge It is commonly used for agricultural purposes. A chain is often attached to 

the sledge to the ox/horse yoke. 

Animal-drawn carts The animals that haul the load are oxen, donkeys or horses. A donkey-

drawn cart is said to be cheaper investment compared to an ox/horse cart 

Bicycles Bicycles can reach significantly high speeds of up to 50km/h. Although 

they are more suitable for flat terrains, they can also be used in hilly areas. 

They are used for private travel, business and agricultural tasks. 

 

Motorized transport 

modes 

Brief description of key features 

Motorcycles The motorcycle can reach the most difficult of terrains, is fast and is 

therefore amenable to a variety of tasks, e.g. administering home-based 

care to persons living with HIV-Aids  

Tractor [trailer] Most used for tillage and carrying agricultural produce. It can also be used 

for ferrying passengers and their goods 

 

 

 

Affordability of transport services and IMTs: Most rural communities, including those engaged in small-
scale commercial farming activities are unlikely to afford motorised vehicles in the short to medium 
term. Even where they have motorised vehicles, access to fields or markets may be limited because of 
bad or non-existent roads and access to households could be truncated because of their bad 
positioning. The use of non-motorised transport is thus a critical cog in the development of a self-
supporting agriculture. Across the Eastern Cape, communities have devised means of transporting 
themselves and their goods, principally by way of carts hitched onto horses and donkeys, as well as 
by wheelbarrows and bicycles. The range of possible non-motorised transport modes is still limited 
both in terms of types and in terms of the number of people having access to them.  

 

Non-motorised transport can be used as a collector mode for example bicycles can be used by 
villagers to travel from deep rural areas to the main road to catch taxis to higher order centres. 
Bicycles can also be used by learners all the way to and from distant schools. Donkey/horse carts and 
wheelbarrows can be used to carry produce to a central depository from which it can then be 
transported to bigger markets by trucks [possibly arranged through a broker – see paragraph below].  
Where the markets are not too far away, particularly those that could be arranged in conjunction with 
pension payout days, non-motorised transport could be used all the way. The main strand of thought 
that permeated the discussion was that non-motorised transport is indeed important and should 
therefore be pro-actively promoted by way of: 

 

 Demonstration projects  

 Training women, youths and men in the production and maintenance of NMT 

 Integrate craft and industry-based NMT production 
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It is also of interest to note that improved transportation will have a positive impact on women in terms 

of reducing the transport burden, and perhaps, even passing some of the chores to men and youths. 

Adequate transport services will enable women to balance and thereby satisfy their multiple roles in 

society. Good transportation thus plays a pivotal role in community development in terms of a 

reduction in time women spend collecting water, fuel, and agricultural produce, more frequent visits to 

health centres, improved school attendance, increased income for market women and men, increased 

time spent on productive activities, improved health, improved school performance, etc. 

 

 

Table  12: Creating Conditions For Bicycle Usage 

 
 

Variable 
 

Measures 

 
 

 

 

 

 

 

Socio-psychological 

 
 Skills [riding, simple repairs] training targeting women and children  

 Technical improvements [targeting design, load-carrying capability, robust frames 

for heavily built riders, etc.]  

 Encouragement strategies [company policies, information and activities supporting 

bicycle commuting, e.g. contests endorsed by riding clubs, private organizations, 

employers] to create a critical mass of cyclists 

 Awareness programmess through advertising and publicity [print media, electronic 

media, etc.]  

 Community workshops [peer influencing, role modelling, targeting the affluent and 

opinion makers] 

 Education and enforcement [extramural school activities, community mobilization, 

visibility of traffic law enforcement, educational programs on traffic laws targeted 

at schools, drivers, the elderly and the youth and involving videotapes, pictorial 

books, etc., cycling training, wearing helmets, bicycle repairs, infrastructure 

provision, etc.] 

 

 
 

 

Soc

io-

eco

no

mic 

 
 Community funding schemes  

 Negotiation for preferential treatment from the banks 

 Discounted interest rates 

 Stokvel financing option  

 Procurement of women-specific bicycles 

 
 

 

 

 

Infrastructural 

 
 Provision of continuous cycle tracks by way of community-based labour intensive 

methods  

 Roadway/lane and intersection improvements  

 Labour-based maintenance and repair of cycle tracks  

 Maintenance of infrastructure to improve its condition, which in turn, influences the 

size of the load that can be carried  

 Provision of multimodal connections  

 Provision of bicycle parking and showers at destinations  

 Carefully designing entrances and exits  

 Setting up obstacles at bicycle entrances to prevent automobiles from entering  

 
 

 

 
 Setting up local bicycle manufacturing plants 

 Setting up local assembly plants 
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Table  12: Creating Conditions For Bicycle Usage 

 
 

Variable 
 

Measures 

Auxiliary services  Increasing local content in manufacturing 

 Community-based maintenance workshops  

 Network of distributors of bicycles, spares and accessories 

Source: Mashiri [1999]  

 
Scaling-up the introducing of NMT would also spurn the development of other related small 
enterprises, such as manufacturing and maintenance enterprises. Table 13 indicates some of the 
issues that have to be taken into consideration to successfully mainstream IMTs. 
 

Table  13: Mainstreaming of Intermediate Means of Transport 

Factors influencing ownership & usage levels Enhancing ownership & usage levels 

Income levels Improving existing IMTs 

Availability of IMTs & spare parts Introducing new IMTs 

Familiarity of people with IMT Introducing credit schemes to 
facilitate ownership 

Terrain conditions Training of mechanics & artisans 

Cultural acceptance Making spares readily available 

Availability & terms of credit for the purchase 
of IMT 

Embarking on awareness campaigns 

Income-generation potential of the IMT Boosting the image of IMTs 

Attitudes toward communal ownership Providing infrastructure e.g. paths, 
low-level bridges, suspension 
bridges, lanes/routes for small or 
slow-moving vehicles 

Lack of awareness  

Lack of critical mass 

Poor image 

Gender differences 

 
 
 

5.15. 4.11 Transporting people and their goods in Port St Johns: A case study 

4.11.1Introduction 

Institutionally, the Port St Johns Taxi Association represents both regular taxis [largely Ventures and 
Kombi Taxis] and light delivery vehicles [LDVs/bakkies]. LDVs in the Port St Johns [PSJ] area operate 
in the same way as regular taxis do. The major difference is that the origin of their passengers and 
goods is mostly from deep rural areas where regular taxis do not reach mostly because of bad roads 
and dispersed demand. However, the destinations of the passengers and their goods may be the 
same as that of regular taxis. In some cases, where the LDV is not entirely mechanically sound to 
travel long distances, it acts as a collector mode from deep rural areas to the main road where regular 
taxis or mechanically sound LDVs can undertake the long haul to the major centres. It is also of 
interest to note that while LDV destinations are usually within the OR Tambo District Municipality 
regular taxis often travel much further. Running LDVs is thus a largely full-time occupation. Generally, 
there is no rivalry between the registered taxis and the unregistered LDVs mainly because they belong 
to the same association. The only rider is that the LDVs should be registered members of the Port St 
Johns Taxi Association to operate in the Port St Johns [PSJ] area. It is important to note that there are 
no buses operating in this area. 
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4.11.2Light delivery vehicle / regular taxi cargo 

Unlike in the taxi industry where a few individuals often own a multiplicity of vehicles and hire drivers, 
bakkies are largely owner-operated. In addition, unlike the taxi industry most bakkie owners are 
“genuine” locals. Thus the mainstreaming of bakkies has the effect of reducing leakages in local 
economies.  
 
LDVs and regular taxis carry people and their belongings, including groceries, building materials, 
travel bags, and agricultural products. Although it is not very common for regular taxis to hitch a trailer 
for this purpose, it is envisaged that this will become the norm as the demand for this service 
increases with burgeoning productive activities. Payment for transportation services is largely by way 
of cash but other terms [such as by credit or in kind] are individually negotiated and agreed upon 
particularly for LDVs, as and when the need arises.  
 

Table 14: Charge Out Rates 

Item/good/cargo Rate [Rand] 

Adults over 3 years: PSJ – Tombo [20km] 7.50 

Adults over 3 years: PSJ – Umtata [90km] 20.00 

12.5kg mealie-meal bag [for any distance between PSJ and 

Umtata] 

1.50 

Bag of cabbages [for any distance between PSJ and Umtata] 2.00 

Bag of potatoes [for any distance between PSJ and Umtata] 2.00 

4.11.3Light Delivery Vehicles and permits 

LDVs do not have permits to ferry passengers. In terms of the current legislation, they are operating 
illegally. However, this piece of legislation is largely not enforced by traffic officers, mainly because of 
the important role that LDVs play in terms of providing transportation services to dispersed 
communities in deep rural areas who could otherwise have not had access to such service. Aside of 
daily trips to higher order centres, LDVs also facilitate the effective functioning of individual 
households and institutions by providing a critical service to farmers, teachers, nurses, and villagers 
alike who tend to replenish their provisions in bulk, including medicines and stationary at the end of 
the month. Thus, the LDV is only impounded or the owner fined where the vehicle has mechanical 
defects. The consensus from discussions with various stakeholders and opinion leaders has been that 
there should be a provision in the existing legislation to allow LDVs equipped with seats [perhaps 
collapsible], fitted with roll-bars and canopies, as well as road-worthiness tested, to be provided with 
licenses/permits to operate as taxis. This would have the effect of regularizing what is informally 
already happening within the ambit of a much safer environment. The range of vehicles could also be 
widened to include for example “overblown double cab 4X4‟s” and modified long-wheelbase tractor to 
accommodate both passengers and goods. 

4.11.4Nurturing enterprises outside agriculture 

Although agriculture is a critical component of rural development in the OR Tambo District 
Municipality, rural development per se cannot be left to agriculturalists alone. It is thus important to 
understand non-farm sources of income with a view to widening their base, using transport as a driver. 
The need to transport people and their goods has already spurned the creation of small enterprises in 
the form of taxis and LDVs. However, it is posited that additional enterprises could still be created. 
Some of the enterprises that were discussed include: 
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Port St Johns Taxi Association Cooperative 

The association currently employs the services of “bush mechanics” to undertake minor repairs on their 

members’ vehicles. Bush mechanics refer to local persons who have a knack for anything mechanical 

and have learnt their trade by trial and error. However, when a major repair job is warranted, bush 

mechanics cannot be counted upon to satisfactorily accomplish the job. Major repair jobs are mostly 

done in Durban at great costs to the individual businesses [taxis/LDVs] in terms of loss of revenue as 

well as repair and transport costs. The association also experiences problems with procurement of 

spares. Critical spares are mostly procured in Durban with the associated costs as enumerated above. 

The discussants were unanimous in suggesting the establishment of a cooperative venture with the 

following business units: 

 

 A spares shop where the cooperative could buy in bulk and sell to its members at relatively 
discounted prices  

 A workshop where the bush mechanics that they currently use could be trade tested and then 
go through an apprenticeship over a two-year period to be fully-fledged journeymen  

 A service station where the cooperative could buy fuel in bulk and sell to its members 

 A car wash and valet service  

 

An appropriate business development model could then be developed with the help of the Local 
Economic Development [LED] office. A venture such as this one has the effect of reducing leakages of 
hard-earned cash from the local economy with the attendant multipliers.  

 

Brokerage service 
In addition to or separated from the various business units in the cooperative, a brokerage service 
could also be set up. This service would match customers, such as agriculturalists in the schemes, 
tourists, scholars, persons with disabilities, special events [sports, weddings, inaugurations], 
contractors, etc. and transport service providers under their stable at a fee. The rank marshal/manager 
is already engaged in similar activities, but at a very low-ebb and without coining it as such. This 
would indeed reduce idle time during off-peak hours, as most drivers would be occupied. The function 
should however reside with the taxi association to enable fairness in terms of distribution of business 
solicited by the broker. Given that LDVs and taxis operate under one umbrella, it is logical to have the 
functions located within the ambit of the taxi association. Both the broker and association members 
would need to be trained in their specific fields. 

 

Infrastructure Requirements 
The consensus of the discussion was that in order to put in place efficient transport operations, there 
has to be some minimum level of infrastructure provision. However, the existing situation is 
characterised by yawning gaps in infrastructure provision as follows: 

 

 Access roads particularly from deep rural areas need to be repaired, rehabilitated or new ones 
constructed 

 Taxi ranks at designated places along the R61 need to be built 

 In order for taxis and LDVs to utilise the existing Tombo taxi rank, the road from Mpande 
should be diverted to the Tombo multi-purpose centre to ensure that all prospective 
passengers pass through the rank.  

 The current taxi terminal in PSJ is too small to accommodate all the 170 taxis, not to mention 
LDVs, especially at off-peak hours. The toilets, which are used by shop owners and their 
customers, passengers and taxi officials are grossly inadequate. There is a need to expand 
these facilities, including, shelters for passengers. 
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It is of interest to note that the implementation of the proposals enumerated above will of necessity, 
spurn the development of other enterprises particularly those relating to labour-based construction 
and maintenance of transport infrastructure. 
 



 

73 

6. INSTITUTIONAL REVIEW 

5.1 Scope of Rural Transport 

 
The construction and maintenance of roads in the Eastern Cape is currently undertaken by various 
bodies, and the question of mandate is fraught with difficulties. The 2000 / 2001 Annual Report of the 
Eastern Cape Department of Roads and Public Works (DRPW) states the following: 

 
The Roads Branch of the Department is mandated to provide and maintain the 
proclaimed Provincial road network. This does not include Village and Municipal 

streets or access roads, which are the competency of Local Government.
2
 

 

This proclaimed Provincial road network comprises approximately 48,000km of road, and while it does 

appear that it is the Department’s mandate to provide and maintain this network, there is extensive 

confusion amongst Local Government officials across the board as to where this network ends, and 

where the rural access roads begin. This confusion is largely due to the problem of the classification of 

the various road types, which, as is mentioned elsewhere within this document, is currently loaded with 

inconsistencies and difficulties.  

 

The problem of mandate is further exacerbated by the fact that only certain District Municipalities are 

given funds for road construction and maintenance (via contracts with the DRPW), while others have 

neither contracts nor designated funding and are thus themselves carrying out no road work within their 

DM.  

 

At the same time, however, programmes such as the Consolidated Municipal Infrastructure Programme 

(CMIP) and the Community Based Public Works Programme (CBPWP) provide independent funding 

for the implementation of road projects through District and Local Municipality  financial and 

administrative channels (though the funds themselves emanate from the budget of the National 

Department of Local Government and Housing). The projects carried out under these programmes are 

either implemented by the private sector (in the case of CMIP), or through community-based 

implementation (in the case of CBPWP). Planning and transportation is the responsibility of the 

Department of Transport.  

 

The responsibility for maintenance and development of the rural road network and the provision of 

public transport services is split between a number of different authorities, as indicated in the diagram 

below. 

  

 

                                                 
2
 Eastern Cape Department of Roads and Public Works, Annual Report 2000/2001, p.19 
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5.1.1 Proclaimed Roads (Trunk, Main & District) 

 

The DRPW is responsible for the maintenance and upgrading of all proclaimed roads in the province, 

whether they be surfaced or gravel.  Routine maintenance on gravel roads is implemented through the 

six regional offices (District Roads Engineer’s), which apparently have the capacity to maintain 

approximately 20% of the gravel roads in their area.   

 

In three of the regions (Amatole, Ukhahlamba and Chris Hani) the DRPW does not have the capacity 

to undertake routine maintenance, and this function is therefore contracted to the relevant District 

Municipality on a contract basis. 

 

5.1.2 Access Roads 

 

The maintenance of access roads is the responsibility of the relevant Local Authority.  In many 

instances, however, the District Municipality assists the Local Authorities with the maintenance and 

funding for these roads. Most local authorities do not have the financial, personnel or plant resources to 

maintain this road network.   

 

Most local authorities are therefore reliant on CMIP funding to regravel and maintain the access roads 

in their area.   

 

5.1.3 Tracks and Minor Roads 

 

It is unclear whose responsibility the maintenance of minor roads and tracks are, but it would appear 

that no maintenance is undertaken on these. 

 

5.1.4 Public Transport Facilities  

 

The provision of public transport facilities is the responsibility of the relevant Local Authorities and 

District Municipalities.  The Department of Transport makes funds available to the DM’s for the 

provision of certain facilities, as does CMIP.   



 

75 

 

5.1.5 Subsidized Transport Services 

 

The Department of Transport provides subsidized bus services in some of the rural areas of the 

province. 

 

5.1.6 Special Needs Transport 

 

The Department of Education currently provides a public transport subsidy of R50,00 per month to 

rural learners who live far away from schools.  The Department of Health also, in some areas, runs an 

outpatient service, where it transports them from the rural areas to the main hospitals in their 

ambulances. 

 

A number of issues were raised by the various stakeholders with regards to the above-mentioned 

responsibilities:- 

 

 Although the preceding section attempts to highlight the responsibilities of the various 

authorities, there is a need to clarify these responsibilities and clearly assign functions and 

responsibilities to the various authorities in a formal manner.  For example, some local 

authorities, although acknowledging that they are responsible for the maintenance of access 

roads, are of the opinion that the DRPW should be responsible for the development or 

upgrading of the access road network, as local authorities do not have the financial resources to 

undertake this.  In other areas, DM’s and LA’s are not clear as to what roles they need to play 

with regards to the provision of public transport facilities. 

 There is no formal liaison / consultation between the various roads authorities.  Not only is 

there no coordination between the DRPW, DM’s and LA’s, but no consultation occurs between 

the roads authorities and other role players such as the Departments of Health, Education, 

Agriculture, Transport, Housing & Local Government, etc.  This often results in a duplication 

of efforts and funding, and confusion within the affected communities. 

 Although local authorities are responsible for access roads, the impression is that they tend to 

concentrate their efforts and funding on the internal road network (inside towns and villages) 

and not on access roads.  

 

 

5.2 Institutional Responsibility 

 

5.2.1 National Department of Transport 

 

The apartheid government realised the importance of transport in the development of the economy and 

creation of jobs. Roads were constructed to individual white farms, while villages with thousands of 

households remained landlocked. In the government railway, road transport and airways parastatals 

were jobs were reserved for white. In support of the systems, the apartheid government established an 

intellectual base through organisation such as the CSIR Transportek and SABS. The national 

department of transport continues to rely heavily on this intellectual base for policy interpretation and 

direction. 

 

The National Department of Transport has recently finalised the “Road Infrastructure Strategic 

Framework for South Africa”. This documents essential uses the lack of capacity to justify amendment 

of constitution by privatising the road network management. No developing country can afford this 

least of all South Africa which still has the apartheid legacy to over come. 
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The national department of transport has a number of public entities reporting to the Minister of 

Transport. These agencies are:- 

 

 South African Rail Commuter Corporation 

 Urban Transport Fund 

 South African National Roads Agency Ltd (NRA) 

 Road Accident Fund 

 Cross-Border Road Transport Agency 

 Air Traffic and Navigation Services Company Ltd 

 South African Maritime Safety Authority 

 South African Civil Aviation Authority (CAA) 

 Airports Company of South Africa Limited (ACSA) 

 Proposed Road Traffic Management Corporation 

 

Of these agencies the South African National Roads Agency Ltd (SANRAL) is the only agency which 

has a significant role to play in rural transport. SANRAL undertakes the construction and maintenance 

of national roads and is generally considered to excel in service delivery. An audit is required, and has 

been called for to determine the criteria used to measure this level of service delivery. The SDI’s and 

the various construction and maintenance activities have been devoid of community participation and 

upliftment which projects of this nature can produce, and the opportunities for black economic 

empowerment and job creation have not been fully utilised.  

 

Coordination and cooperation between provincial and national departments of transport exists at two 

levels. The first structure is MINCOM or MINMAC which is made-up of the nine provincial ministers 

of transport together with the national minister.  

 

The second structure is the Committee of Transport Officials (COTO). This committee was largely 

dysfunctional under the previous director general of the national department, when most of the sub-

committees were disbanded. 

 

 

5.2.2 Eastern Cape Department of Transport 

 

Context 

The Department of Transport has as its core function:- 

 

 Planning and provision of urban and rural transport facilities; 

 Facilitation and promotion of traffic safety and law enforcement; 

 Provision of  a reliable, safe and efficient public transport system; and 

 Provision of a efficient, safe and sustainable transport service, maintenance and repair of 

government fleet to all departments 

 

Structure 

The department consists of two chief directorates; Technical Services and Engineering, and Traffic 

Administration; and a senior legal administrator and a communication officer. In addition there are 

regional directors based in each of the six district municipality areas. The chief directorate of Technical 

services is divided into planning, public transport, government motor transport and civil aviation. The 

traffic administration is divided into management support services, traffic control and traffic safety. 

 

Project Identification 
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Projects undertaken by the DOT are primarily identified and prioritized through the municipal IDP 

process, though identification may also take place through formal requests (from government, private 

sector, communities etc.) The department is currently preparing a 5-year Transport Infrastructure plan 

which will include prioritisation criteria and a list of priorities. 

 

Budgets 

During the 2002/03 financial the department received R236.7 million from the provincial equitable 

share budget
3
. From own revenue an additional amount of R47.0 million was generated; giving a total 

budget of R283.7 million. The expected budget was intended to be as follows:- 

 

1. Administration 

2. Civil Aviation 

3. Traffic Administration 

4. Public Transport 

5. Transport Planning 

6. Government Motor Garage 

R 43.352 million 

R 9.440 million 

R 65.615 million 

R 59.941 million 

R 71.673 million 

R 36.759 million 

 

Delivery Constraints 

In a memo to cabinet in June 1997, the Director of Planning wrote “MINCOM at its meeting on 18 

March 1997 expressed concern about the separation of roads function from transport in certain 

province. The main concern being that this has a negative effect on planning which might result in the 

uneven development of transport infrastructure and more specifically towards the improvement of 

public transport.” After having identified the problems six years ago, the roads construction and 

maintenance, and the planning and policing function continue to fall under separated departments and 

no formal coordination takes place between the two departments. If as intended, the Department of 

Roads and Public Works is a service department then the department should not receive a funding 

allocation, but rather execute the construction and maintenance funded and directed by the responsible 

department whether it is schools in the case of the Department of Education, hospitals and clinics in the 

case of the Department of Health, or roads, weight bridges, taxi ranks in the case of the Department of 

Transport. 

 

There is a strong argument, however, in favour of the integrating planning, policing, construction and 

maintenance of roads into one department which would allow for integrated and focussed planning that 

is essential to fulfil the government’s responsibility to the customers. A strong customer awareness 

campaign via Transport Forums will aid the department in identifying the weaknesses and improving 

the level of service to these customers. The Eastern Cape is only one of two provinces where transport 

and roads remains the responsibility of different departments. In the cases where a department core 

functions are roads and transportation, the transport system has been elevated to a position to create the 

environment for social and economic development in the rural areas where poverty and unemployment 

are at the highest. 

 

The constraints to services delivery has up until 2000 been the lack of funding and the backlog that 

accumulated as a result. Since 2000 there has been a steady increase in funding but this in turn has lead 

to lack of capacity which has not been addressed. 

 

 

                                                 
3
 Province of the Eastern Cape – Budget Statement – 7 March 2002 
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5.2.3 Eastern Cape Department of Roads and Public Works 

 

Context 

As was noted above, it is currently the mandate of the DRPW to provide and maintain the Provincial 

road network (excluding municipal streets and access roads). The DRPW is therefore clearly the largest 

player in the province in so far as the provision of road services is concerned. 

 

Structure 

The Roads Branch of the DRPW is structured as follows: There are three directorates, each having the 

following primary functions:   

 

 Directorate: Planning & Design: 

- The planning and design of roads and infrastructure 

- The planning and design of road related infrastructure 

- The provision of survey services 

- The provision of laboratory services 

 

 Directorate: Construction 

- The construction of roads and related structures through departmental construction units 

(situated in Graaf-Reinet, Grahamstown, Umtata) 

- The provision of project monitoring services with respect to outsourced road construction 

 

 Directorate: Maintenance 

- Ensure that “all proclaimed roads in the Eastern Cape are cost effectively maintained to an 

acceptable standard and to control the road environment to enhance user safety and reduce 

user cost”
4
 

- Develop and monitor the implementation of road maintenance policies, norms and 

standards 

- The co-ordinating and monitoring of budget for the road maintenance programme 

- The controlling of the road maintenance management system 

 

Road maintenance is carried out through five Regional Offices: 

 

 Cacadu 

 Chris Hani 

 OR Tambo 

 Amatole 

 Alfred Nzo 

 

In addition, the DRPW entered into contract agreements with the following District Municipalities to 

carry out maintenance on the main, divisional and minor roads within their municipality:  

  

 Amatole District Municipality: Allocated Budget 2001/2 – R 12,850,000 

 Chris Hani District Municipality: Allocated Budget 2001/2 – R 24,503,000 

 Ukhahlamba District Municipality: Allocated Budget 2001/2 – R 8,971,428 

 

                                                 
4
 Eastern Cape Department of Roads and Public Works, Annual Report 2001/2002, p.37 
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A brief synopsis of the work carried out by each of these District Municipalities is covered in the 

sections below. However, it should be emphasised that there is currently uncertainty as to the future of 

these contracts due to the DRPW’s recently announced “Area-Wide Road Maintenance Contracts”  

 

Finally, there is a Mechanical Sub-Directorate, the primary function of which is to provide plant fleet 

and associated services. 

 

Project Identification 

Projects undertaken by the DRPW are primarily identified and prioritized through the municipal IDP 

process, though identification may also take place through formal requests (from government, private 

sector, communities etc.) and through “triggers” (events that require urgent intervention from the 

department, such as floods etc.). A 5 year plan showing all current and proposed projects is presented 

to the Provincial Government on an annual basis. 

 

 Expenditure 

Over the past two financial years, the total expenditure of the Roads Branch of the Eastern Cape 

DRPW has been as follows: 

 

Sub-Program 

Amount 

2000/01 

R’000
5
 

Amount 

2001/02 

R’000
6
 

Planning & Design 10,018 13,550 

Maintenance 151,724 283,038 

Construction  54,874 123,163 

Mechanical 36,629 39,826 

Disaster Reconstruction 34,968 0 

Conditional Grants 0 243,825 

Total R 288,213 R703,402 

 

 

 

In so far as the efficiency of construction and maintenance costs are concerned, the DRPW reports that 

it does participate in the National Rates data base and does carry out comparisons between its own 

costs and that of the private sector. However, figures are not currently available. 

 

 

Delivery Constraints 

The 2001/2002 Annual Report of the DRPW, notes the following as being constraints to delivery: 

 Lack of experienced Professional Technical staff (the Roads Branch currently has 451 posts 

unfilled, many of these being at management / senior management level) 

 Slow tedious procurement processes 

 Poor state of the ageing plant fleet 

 Late allocation of additional funds 

 Lack of transformation due to unavailability of technical staff from PDI groups 

 Lack of motivation of existing personnel  

                                                 
5
 Province of the Eastern Cape, Budget Statement, 07 March 2002 

6
 Information received directly from EC DRPW 
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 Centralisation of expenditure controls to the Department of Finance 

 The curtailment of the role of District Municipalities in the provision of road maintenance 

without the simultaneous boosting of DRPW Regional offices 

 Poor Human Resource Management in resolving the issue of supervisory posts 

 Late approval of contracts 

 Late payment of suppliers due to slow approvals 

 Insufficient capital allocation to replace and refurbish ageing plant 

 Slow NATIS registration and licensing process 

 

 

Area Wide Road Maintenance Contracting Programme 

In order to address the kind of delivery problems noted above, the DRPW has recently (August 2002) 

approved the piloting of what it calls an Area Wide Road Maintenance Contracting Programme. In 

summary, the programme will employ private-sector contractors to manage DRPW Roads Branch staff 

and resources in implementing area-wide maintenance contracts in specific Local Municipalities across 

all six of the District Municipalities in the Eastern Cape. 

 

The budget for the first year of implementation, for each of the District Municipalities, is as follows:  

 
Region Municipal Area Estimated Budget 

(R x million) 

Alfred Nzo Umzimkulu 9.700 

Amatole  Mnquma 3.600 

Cacadu Nhlambe 7.300 

Makana 7.500 

Chris Hani Engcobo 6.200 

Ukhahlamba Elundini 5.150 

OR Tambo Nyandeni 7.050 

TOTAL 39.450 

 

The contracting principles employed for the implementation of the pilot project will be as follows: 

 

 The contractor would be appointed to perform all the planned road maintenance tasks in its 

designated area; 

 The contractor will be required to use DRPW in-house staff and equipment, and no transfer of 

staff will be allowed; 

 The contractor will be required to maintain all the plant and equipment and to acquire all 

maintenance materials and fuel; and 

 Contracts will make specific provision for the training of in-house staff to develop into SMME’s 

 

The contract duration for each of the appointed contractors will be 3 years, with similar budgets being 

approved for each year. 

 

 

5.2.3 Chris Hani District Municipality(CHDM) 

 

 Context    
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The Roads section of Chris Hani District Municipality (CHDM) has an agreement, signed with the 

Eastern Cape DRPW which gives them responsibility for the construction and maintenance of roads 

3,646 km’s of provincial roads lying within their district. The agreement was signed on 11 July 2002 

and in essence, makes use of the DM as a contractor. However, it should be noted that all of the roads 

given to the CHDM lie within the original “old South Africa” boundaries – the responsibility for those 

roads which fall within the ex-Ciskei and ex-Transkei “homelands”, remains with the DRPW. This in 

itself has created its own set of problems in that certain roads cross the original “boundaries” between 

the two different areas, and as a result, work by the two different bodies has to be curtailed at that 

point, whether it is a logical point to stop work or not. 

 

Structure 

While an organogram has been developed which reflects the optimal human resource structure for a 

fully functional roads section within the CHDM, this has not yet been adopted due to financial 

constraints. Currently, therefore, the roads section consists of: 

 

 Deputy Director  

 2 No. Construction teams 

 7 No. Maintenance Teams 

 

The total staff compliment of the section is 191. 

 

Project Identification 

The following process was followed in identifying and prioritizing projects which were to be included 

in the Chris Hani IDP: 

 

 Deputy Director (Roads) wrote to the eight Local Municipalities informing them of the process 

and asking them to prioritise 20 projects for implementation 

 Meetings were then held between the Deputy Director (Roads) and the Technical Head and 

relevant councillor for each LM.  

 Each LM then produced a prioritized list of projects for the next 5 years 

 The prioritized list of projects was included in the CHDM IDP 

 A Business Plan is produced each year and the relevant LM projects are included therein. 

  

Expenditure 

Over the past three financial years, the expenditure of the roads section of the CHDM has been as 

follows: 

 
Financial Year Expenditure 

2000/2001 R5 mill 

2001/2002 R12.6 mill 

2002/2003 R24.6 mill (allocated budget) 

 

Delivery  Constraints 

The primary constraints on delivery reported are: 

 

 Inability to plan for the long-term due to uncertainty of the status and future of the roads section 

 Funds not being made available timeously 
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 Confusion between where the “ex-SA” roads end and where the ex-Ciskei and ex-Transkei 

roads begin, and when the exact place is confirmed, the difficulty in having to immediately 

cease construction at that point 

 

5.2.4 Amatole District Municipality (ADM) 

 

Context 

While the Amatole District Municipality has a large staff complement dedicated to road management, 

construction and maintenance, and has an extensive network of roads within their municipality, they 

are unclear as to which section of the network they are responsible for. Moreover, the funds they are 

currently receiving are substantially less than that which is required. This is obviously an untenable 

situation which should be dealt with as soon as possible. 

 

Structure 

The Amatole District Municipality (ADM) has developed a Roads and Support Division which consists 

of two Deputy Directors, each of whom runs one of the following sections: 

 

Contracts & Workshop: This section is managed by three Assistant Directors who run what is known 

as the Mechanical Support section. In total there are approximately 65 staff members 

 

Road Maintenance: This section is managed by three Assistant Directors under whom are employed 

four Road Managers. These Road Managers run the following units: 

 

 Material Testing 

 Northern Units 

 Southern & Eastern Units 

 South  West & Central Units 

 North Western Units 

 

Excluding the management noted above, the Road Maintenance Section employs approximately 320 

people. 

 

The annual budget required in order for the Roads and Support Division to continue working is 

approximately R26mill – this includes R16mill for salaries and R10mill for plant. However, in 

2001/2002, the ADM only received R12.85 mill (for DRPW) for roads related work, and staff are 

unfortunately thus beginning to be retrenched. 

 

Project Identification 

The municipal IDP process is the primary vehicle used to identify and prioritise road projects. Before a 

project actually begins implementation, DRPW is generally consulted / informed. However, generally 

planning which would ensure efficient use of resources and allow for economies of scale are not 

possible because of the limited budget. Moneys that are received are usually received on an ad-hoc 

basis and this is largely spread around just to ensure that staff are kept busy. 

 

Expenditure 

As noted above, in 2001/2002, ADM only received R12.85mill (from DRPW), yet it requires R26mill 

simply to pay for the Roads and Support Division’s annual salary and plant costs.   
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In terms of comparative costs, the District Municipality estimates that it is approximately R30,000 per 

kilometer more expensive than the private sector when it comes to re-gravelling. 

 

Delivery Constraints 

The ADM reported the following as being the most important constraints on delivery: 

 

 Grossly inadequate budget  

 Lack of clarity of responsibility between provincial and local government – both in terms of 

planning, and in terms of construction and maintenance 

 Confusion of classification of road types 

 

 

5.2.5 Ukhahlamba District Municipality(UDM) 

 

Context 

The Ukhahlamba District Municipality (UDM) is currently responsible for all of the provincial roads 

within its municipality, through an agreement with the DRPW (similar agreement to that signed 

between the CHDM and DRPW). Along with the funds received through the CMIP and the CBPW 

programmes, the UDM reports that it is currently receiving enough funds to adequately maintain the 

network under its control. 
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Structure 

The UDM does not a design nor drawing office dedicated to roads – this function is outsourced to 

service providers. In terms of construction and maintenance, it has the following in-house capacity: 

 

 11 No. maintenance teams 

 2 No. re-gravelling teams 

 

In total, it employs in excess of 250 people in its roads division, and in order to keep these staff 

members busy, endeavours to carry out all construction and maintenance work in-house. However, 

where this is not always possible or appropriate, as far as possible, it uses local contractors. 

 

Project Identification 

Projects are identified and prioritized through the municipal IDP process. Having identified them, 

applications are put into the DRPW and into CMIP from where there funding usually emanates. 

 

Expenditure 

In 2001/2002, the UDM received R8.9 million. In addition, it received CMIP funding (exact figure not 

currently available), and it reports that it was able to meet its commitments in so far as road 

construction and maintenance is concerned.  

 

According to the Assistant Manager (Roads), the cost per kilometre rates for the municipality are 

“extremely competitive”, though exact figures were not immediately available. 

 

5.2.7 Consolidated Municipal Infrastructure Programme (CMIP) 

 

The CMIP programme is a national programme established by the Department of Housing and Local 

Government and operated through units established in all of the provincial centers across the country. 

Its primary aim is to provide infrastructure - particularly bulk and connector type of infrastructure – 

while at the same time trying to re-dress the affects of the apartheid years by promoting the use of 

SMME’s and local labour. 

 

In the Eastern Cape, to the end of September 2002, CMIP spent approximately R1.4bill in total, of 

which approximately 19.1% (or R267.4mill) had been spent on roads or road related infrastructure. 

While the exact figures spent on roads on in each of the District Municipalities is not immediately 

available, the following figure reflects the total spending by CMIP in each of the District 

Municipalities the Eastern Cape in the 2002/2003 financial year: 

 

 OR Tambo District Municipality: R124mill (27.95%) 

 Chris Hani District Municipality: R71.66m (16.15%).  

 Alfred Nzo District Municipality: R48.22m (10.87%)  

 Amatole District Municipality: R46.57m (10.50%) 

 Ukhahlamba District Municipality: R38.92m (8.77%) 

 Nelson Mandela Metropole: R39.75m (8.96%) 

 Buffalo City Metropole: R30.62m (6.90%) 

 Cacadu District Municipality: R16.93m (3.82%).  

 

Clearly, therefore, CMIP is a significant role-player in the delivery of roads and road related 

infrastructure in the Eastern Cape. It is thus very important when considering the future of road and 

road delivery mechanisms in the province, that the programme be fully integrated.  
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6.1. 5.3 Inter-agency cooperation and linkages 

5.3.1 Cooperation between NDOT and ECDOT 

 

While cooperation and linkages between the National Department of Transport [NDOT] and Eastern Cape 

Department of Transport [ECDOT] exists, this relationship could be improved, particularly in terms of closing 

the feedback loop. As a result, many issues have tended to fall through the cracks. The situation is currently 

exacerbated by capacity problems on either side of the divide. It is important for both parties to urgently attend 

to this to enable each party to fulfill its mandate.   

 

5.3.2 ECDOT cooperation with other provinces 
 

Interaction with other provinces is largely through the mechanism of Committee of Transport Officials [COTO] 

under the auspices of the NDOT. While there are no formal provincial forums where provinces chair their own 

sessions and share ideas, this should be encouraged as there are many lessons provinces can learn from each 

other. For example, Limpopo DOT has been involved in public-private partnerships [PPP] and Negotiated 

Contracts, areas where ECDOT has a lot of interest of late. ECDOT could therefore learn from the experiences 

of Limpopo DOT. 
7
 

5.3.3 Clusters as a coordinative tool 

 

Clusters are a powerful way to coordinate development efforts and leverage resources. ECDOT should therefore 

take advantage of this platform to advance its transport agenda. However, cluster activities should not be 

voluntary. They should be legislated upon. They should not just be gentleman’s agreements. Attendance should 

be compulsory. The person responsible for the running of the committee or cluster should have, as conditions of 

employment, the need to make these committees function effectively – should be held accountable to make the 

committees function well. For example, in the case of economic clusters, the Member of the Executive 

Committee [MEC] as the political champion must drive the process and be held accountable [performance 

agreement] through the Head of Department [HOD]. The cluster must be enthusiastically driven for it to bear 

fruit by both the political and administrative champions. 

5.3.4 Link with local authorities and IDPs  

 

The feeling among local authorities in the know is that communication channels regarding transport issues from 

the province are not working properly. Although local authorities should take responsibility, it is important for 

the ECDOT to take heed of this and design a more effective communication strategy to disseminate its current 

and proposed work – otherwise if the perception persists – local authorities will remain unaware of the many 

initiatives ECDOT has embarked upon or its plans for the province - they will keep on making “mistakes [in the 

eyes of ECDOT], complain and generally be a nuisance”. ECDOT regional managers should ideally be building 

and strengthening those bridges. The regional manager’s outreach and marketing work should be defined more 

clearly and performance indicators around that developed. 

 

The PLTF must feed into the integrated development plan [IDP] transport component. District Municipalities 

[DMs] were part of Steering Committees for the development of PLTF. In terms of the Act, CPTRs are the 

responsibility of the DMs but the ECDOT is currently managing the process. ECDOT appoints consultants and 

the DM has to take charge with regard to monitoring the process and attending the Steering Committee 

meetings. CPTRs are also supposed to input into the transport component of IDPs. Other than serving on the 

Amatole District IDP forum and Transport Committee, ECDOT’s link with the IDP processes in the districts and 

local authorities is tenuous. It needs to be strengthened perhaps by way of empowering regional managers to be 

                                                 
7 Source: Lead article in the 2002 issue of the IFRTD Newsletter by Mac Mashiri 
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members of the IDP review committees and later through capacity building of municipal and local authority 

managers around transport issues. This could also be done through transport forums.  

5.3.5 Transport Forums 

 

Transport forums need to be established and nurtured as they could be the conduit through which rural 

transport information is effectively disseminated to rural constituencies. They could also be the source 

of planning information for ECDOT. They could influence the direction of debate on transport issues at 

the local IDP review meeting. Given the capacity problems at ECDOT, the need for such community-

based organizations that could become the barometer of grassroots transport issues cannot be over-

emphasized. 
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6. STRATEGIC RECOMMENDATIONS 

 

 

 

What emerges from a reading of this Baseline Report is that while some progress has been made, we 

still have a long road ahead in developing a balanced, equitable and accessible transport network in the 

rural areas of our Province.  

 

In summary, the key issues and recommendations that require to be addressed through a Rural 

Transport Strategy speak to: 

 

 

6.1 The need for a Rural Transport Plan with tangible programmes and projects 

 

The rural transport sector is, in many respects, somewhat oversubscribed with respect to policy, 

legislation, and strategy. At the same time, there exist very few coherent programmes and projects that 

serve to leverage funding and co-ordinate the efforts of all actors. It is therefore imperative that this 

Rural Transport Strategy, towards which this baseline report is inputting, results in a set of tangible, 

costed programmes and projects.  

 

Recommendation: The project team, in collaboration with the EC DoT and other strategically 

significant stakeholders, package short-term as well as medium range interventions that are costed, 

and have clear objectives, targets, performance indicators, and institutional mechanisms for 

implementation, co-ordination and monitoring.  

 

6.2 The need to urgently upgrade our provincial rural transport network in support of the 

Provincial Growth and Development Plan   

 

The current road network is in a state of decline, with current funding levels more than 50% below the 

required level to maintain the network at a minimum level of service, and upgrade and construct new 

roads where they are desperately needed. While we have moved towards a three year fiscal planning 

cycle (MTREF), the current year-to-year allocation in terms of the equitable share system doesn’t allow 

for proper forward planning. In addition, the reconfiguration of the provincial rail network and the 

associated closure of lines has had a detrimental effect of many rural towns and sub-regions.   

 

Recommendation 1: A 5-year rolling roads construction and maintenance programme is developed, 

with priority roads for construction and upgrading clearly identified and budgeted in advance. 

 

Recommendation 2: While the fiscal constraints we work within are recognized (with 83% of our 

Provincial Budget going towards social sector spending), we need to leverage additional funds for high 

priority road projects for social and economic development. 

 

Recommendation 3: Given the maintenance costs associated with road transport, we need to give 

urgent consideration to resuscitating and in cases extending the rail network where appropriate and 

feasible.      

 

Recommendation 4: Thought needs to be given identifying, developing and consolidating strategic 

transport corridors in support of PGDP priorities such as the commercial development of the 

agricultural sector, agro-forestry, agri-business, and tourism.  
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Recommendation 5: Infrastructure planning capability in the Province requires to be developed in 

order not only to package strategic transport projects, but also to optimize local economic development 

opportunities in the supply, construction and maintenance of such infrastructure.    

 

6.3 The need to develop a Provincial Rural Access Roads Programme   

 

There is no active Rural Access Road Programme in place within the Province, with local 

municipalities being expected to fund and deliver rural access road projects where they neither have the 

capacity nor funds to do so.  

 

Recommendation 1: A 5 year Eastern Cape Rural Access Road Programme is developed aimed at 

leveraging additional poverty relief funding for access road maintenance and construction. 

 

Recommendation 2: The Programme commences with a CARNS-type study to quantify backlogs and 

develop prioritization criteria and methodologies for implementation (including the development of 

transport forums). 

 

Recommendation 3: The Vukuzakhe Road Maintenance Programme is urgently scaled up and 

expanded into maintenance of state facilities such as clinics, hospitals and schools. 

 

6.4 The need for a Provincial roads classification system  

 

Transport authorities do not clearly understand their responsibilities and functions, with no clear roads 

classification system that accords responsibility for a particular road network to a particular authority.  

 

Recommendation 1: Reproclamation of the roads network with clearly identified responsibilities 

between Province and municipalities commensurate with capacity and funding. 

 

Recommendation 2: A communications and capacity-building programme that draws on National DOT 

expertise and resources, co-ordinated by the Provincial Department of Transport, is implemented to 

reach consensus with municipalities on functional areas of responsibility, audit existing capabilities to 

deliver on responsibilities, train personnel and build institutional capability in transport planning, 

delivery and monitoring.  

   

6.5 The Reconfiguration of the Provincial Roads Function  

 

There is insufficient collaboration and co-ordination between the Provincial Departments of Transport 

and Roads and Public Works with respect to integrating roads planning into transport sector plans. This 

has resulted in the under-utilization of transport planners (from the Department of Transport) in roads 

planning, and inadequate integration of the roads function with other modes of transport, and with 

transport services more generally.   

 

Recommendation 1: The provincial roads function requires to be reconfigured along the lines of (a) 

shifting roads planning to the Department of Transport such that Dr&PW becomes an implementing 

agent on behalf of the DoT; (b)shifting the entire provincial roads function to the DoT, such that 

DR&PW is transformed into a Department of Works (as is the case in most of the other Provinces);or 

(c)the status quo is maintained. 

 

Recommendation 2: Noting that the DoT requires to input into the Terms of Reference for the 

reconfiguration study that has been commissioned by the DR&PW, no decision should be taken until 

the policy recommendations of the study have been endorsed by the Economic Growth and 

Development Cabinet Committee and EXCO.   
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6.6 Enhancing access to basic and social services  

 

Currently the poor condition of the rural transport network results in line departments not being able to 

meet delivery mandates with respect to  accessing schooling, health services, social grants, extension 

support, among others.   

  

Recommendation: Noting that it will be many years before a balanced and equitable rural transport 

network has been developed, the ECDoT, in collaboration with affected line departments, develop 

innovative transport solutions, such as subsidized bus routes and scholar transport, shared service 

centers and mobile services, to ensure increased access of rural communities and vulnerable groups to 

the basic services to which they are entitled.  

 

 

 

 


