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Definitions and Abbreviations

Definitions

“ChildSafe” means a campaign of the Child Accident Prevention Foundation of South Africa;

“City” means the City of Cape Town, a municipality established by the City of Cape Town
Establishment Nofice No. 479 of 22 September 2000, issued in terms of the Local Government:
Municipal Structures Act, 1998 (Act No. 117 of 1998), or any structure or employee of the City acting
in terms of delegated authority;

“crash (Road Traffic Crash — RTC)” means an incident occurring on a public road involving at least
one moving vehicle, resulting in injury, death, or property damage;

“crash rate “ means the number of crashes per 100,000 population within a specified time period;

“fatality * means a death occurring within 30 days as a result of injuries sustained in a road traffic
crash;

“fatality rate” means the number of road traffic deaths per 100,000 population within a specified
time period;

“Non-Motorised Transport (NMT)” means all forms of tfransport that do not rely on motorised
vehicles, primarily walking and cycling;

“post-crash care” means all emergency response, medical freatment, rehabilitation, and support
services provided after a crash;

“Road Safety Audit” means an audit of the safety of infrastructure within the road reserve;

“Safe System Approach” means a road safety framework that recognises human error and designs
the transport system to ensure that such errors do not result in death or serious injury;

“serious injury” means an injury resulfing from a crash that requires hospitalisation or leads to long-
term disability;

“Traffic Calming” means physical design and other measures implemented on roads to reduce
vehicle speeds and improve safety for all users;

“Vision Zero” means an ethical approach to road safety that aims for zero fatalities and serious
injuries, based on the principle that no loss of life is acceptable.

“Vulnerable Road Users” means road users at higher risk of injury in the event of a crash, including
pedestrians, cyclists, motorcyclists, children, the elderly, and persons with disabilities.
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Abbreviations

Abbreviation Meaning

ARF
ASOD
CITP
CCT
DSP
EBAC
EMS
FMS
FPS
IDP
MCDB
MSDF
NLTSF
NMT
NRSS
PAS
PLTF
PrDP
RBT
RIMS
RTC
RTI
SANRAL
SAPS
SDGs
SSA
TPB

WHO

Accident Report Form

Average Speed Over Distance
Comprehensive Integrated Transport Plan
City of Cape Town

District Safety Plan

Electronic Blood Alcohol Concentration
Emergency Medical Services

Freeway Management System

Forensic Pathology Services

Infegrated Development Plan
Metropolitan Crash Data Bureau

Municipal Spatial Development Framework
National Land Transport Strategic Framework
Non-Motorised Transport

National Road Safety Strategy

Provincial Accident System

Provincial Land Transport Framework
Professional Driving Permit

Random Breath Testing

Road Incident Management System

Road Traffic Crash

Road Traffic Injury

South African National Roads Agency Limited SOC
South African Police Service

Sustainable Development Goals

Safe System Approach

Theory of Planned Behaviour

World Health Organization
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1. Introduction

1.1. Background

Road safety has become one of the most urgent and complex public health and developmental
challenges of our time. According to the World Health Organization (WHO), approximately 1.19
million! people die each year due to road fraffic crashes, while 20 to 50! million more sustain non-
fatal injuries, many of which lead to long-term disabilities. The burden falls heaviest on low- and
middle-income countries, which account for over 90% of global road deaths, despite having only
about 60%' of the world’s vehicles. In South Africa, this challenge is particularly acute, with road
frauma placing significant strain on families, healthcare systems, and national productivity.

Cape Town is no exception. With more than 72,0002 road crashes recorded on the city’s roads in 2024
alone, a crash rate of approximately 1,447 crashes per 100,000 population?, resultfing in over 15,0002
injuries and 7042 deaths, the scale of the problem is sobering. This equates to a fatality rate of
approximately 14.12 deaths per 100,000 population, underscoring the urgent need for targeted
interventions to improve road safety.

Pedestrians made up 72%2 of all fatalities in 2024, underscoring how the most vulnerable road users
bear the brunt of the crisis. These deaths and injuries represent immense and preventable personal
tragedies, social trauma, and economic loss. In 2024, road crashes were estimated to cost Cape
Town over R7 billion2, with significant consequences for the City’'s developmental trajectory and
quality of life.

At the same time, Cape Town's population is projected to reach approximately 5.83 million by 2040.
This growth presents both opportunity and challenge. Without deliberate and sustained interventions,
rising mobility demands and continued car dependence are likely to compound already high crash
rates. This outlook underscores the need for a reimagined and proactive approach to road safety.

This Road Safety Strategy (The Strategy) is Cape Town's response to the problem. Originally adopted
in 2013, the Strategy marked a firm commitment to reduce fatalities and serious injuries, particularly
for pedestrians. However, with seven years having passed since the original document’s
implementation timeframe and considering significant shifts in policy, data, infrastructure needs, and
population patterns, a comprehensive revision is now both fimely and essential.

1.1.1. This updated Strategy aligns with the City’s broader planning instruments, including:

1.1.1.1. The Integrated Development Plan (IDP) 2022-20274, specifically Programme 13.1 on
Road Safety and Maintenance;

1.1.1.2. The Comprehensive Integrated Transport Plan (CITP) 2023-20285;

1.1.1.3. The Western Cape Provincial Land Transport Framework (PLTF) 2024-20296; and

1.1.1.4. National and global commitments, aligning Vision Zero's zero-harm ambition with the
Safe System Approach’s system-based delivery framework, as endorsed by the United
Nations and incorporated into South Africa’s National Road Safety Strategy (NRSS
2016)7.

1 World Health Organization (2023). Global Status Report on Road Safety 2023. Geneva: WHO. Available at:
2 Metropolitan Crash Data Bureau. City of Cape Town, 2025
3 City of Cape Town. Municipal Spatial Development Framework: Technical Supplement A — Population Projections. Cape Town: City of Cape Town, 2022.

4 City of Cape Town (2022). Integrated Development Plan (IDP) 2022-2027. Programme 13.1: Road Safety and Maintenance. Available at: https://www.capetown.gov.za_

5 City of Cape Town (2023). Comprehensive Integrated Transport Plan (CITP) 2023-2028. Urban Mobility Directorate. Available at: hitps://www.capetown.gov.za

6 Western Cape Government (2024). Provincial Land Transport Framework (PLTF) 2024-2029. Department of Infrastructure and Transport.

7 Department of Transport (2016). National Road Safety Strategy 2016-2030; United Nations (2020). Stockholm Declaration on Road Safety. Available at: https://www.un.org/development

8 Government of Sweden. Vision Zero: From Concept to Implementation. Swedish Ministry of Transport, 1997.
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The strategy proposes a shift from a reactive model to a proactive, system-wide approach,
recognising that while human error is inevitable, death and serious injury on our roads are noft.

1.2. Objectives

1.2.1. The core objectives of this Strategy are to:

1.2.1.1.Reduce the rates at which traffic deaths and serious injuries occur across all user
groups;

1.2.1.2. Improve the design and management of road networks with a focus on vulnerable
road users;

1.2.1.3. Support behaviour change through education, enforcement, and public
communication;

1.2.1.4. Enhance intfergovernmental and interdepartmental coordination on road safety; and

1.2.1.5. Build a citywide culture of road safety as a shared social and civic value.

1.2.2. The above core objectives will be broadly achieved by:

1.2.2.1. Reaffirming the City’'s commitment to road safety as a cornerstone of public health,
mobility equity and urban resilience;

1.2.2.2. Aligning road safety interventions with global best practice, including the Safe System
Approach, as well as aligning with the National Road Safety Strategy (NRSS 2016 to
2030) and the United Nations Decade of Action for Road Safety (2021 to 2030);

1.2.2.3. Supporting the implementation of Cape Town's Intfegrated Development Plan (IDP 2022
to 2027) and Comprehensive Integrated Transport Plan (CITP 2023 to 2028) through
evidence-based safety interventions across planning, engineering, enforcement,
education and post-crash response;

1.2.2.4. Shifting from reactive to proactive safety planning by strengthening speed
management, safer infrastructure design, data informed decision making and cross
sector collaboration;

1.2.2.5. Pricritising the safety of vulnerable road users including pedestrians, cyclists, children
and persons with disabilities; and

1.2.2.6. Promoting a shared responsibility for road safety across government, communities, the
private sector and individual road users.

1.3. The Paradigm Shift in Road Safety

Global approaches to road safety have shifted fundamentally over the past decade, with Vision
Zero establishing the ethical principle that no road death or serious injury is acceptable and that road
safety is a shared societal responsibility. The Safe System Approach franslates this principle into
practice by recognising human error and requiring the fransport system to be designed, managed,
and operated to prevent such errors from resulting in fatal or serious outcomes. These concepfts are
advanced globally through the United Nations Decade of Action for Road Safety (2021-2030)8, to
which South Africa is a signatory, committing to Safe System principles and interim targets toward
zero harm. This Strategy aligns Cape Town's road safety response with these global commitments
and the National Road Safety Strategy, marking a shift from reactive measures to proactive, system-
based planning.
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1.4. Structure of document

This document is structured into seven chapters. Each chapter builds on the previous one, progressing
from context and evidence toward the strategic framework and implementation approach that will
guide the City's road safety efforts.

Chapter 1: Introduction

This chapter infroduces the purpose and motivation behind the Strategy and outlines the scale and
urgency of the road safety challenge facing the City of Cape Town. It provides background on the
current road safety situation, identifies the most vulnerable road users, and highlights the need for a
renewed and more infegrated approach to road safety. The chapter also states the objectives of
the strategy and introduces the shift towards a Safe System-based approach to road safety
management.

Chapter 2: Regulatory and Strategic Alignment

This chapter places the Strategy within the broader legislative and policy environment. It reviews the
key international, national, provincial, and municipal frameworks that guide road safety planning
and implementation.

Chapter 3: Literature Review

This chapter presents the conceptual and theoretical foundations underpinning the strategy. It
reviews international best practices in road safety and examines relevant local literature.

Chapter 4: Status Quo Analysis

This chapter provides an assessment of the current road safety situation in Cape Town. It analyses
crash data, idenftifies key risk factors, and examines the spatfial and demographic patterns
associated with road fraffic injuries and fatalities. The analysis also considers existing road safety
efforts, helping to identify priority challenges and informing the areas where interventions are most
needed.

Chapter 5: Vision and Guiding Principles

This chapter outlines the long-term vision for road safety in the City and establishes the guiding
principles that underpin the strategy.

Chapter é: Interrelated Strategic Areas and Enablers

This chapter translates the vision into a set of strategic areas that structure the City's response to road
safety. These areas identify key intfervention domains and highlight the integrated actions required
across infrastructure, enforcement, education, and system management to achieve meaningful
safety improvements.

Chapter 7: Strategy Implementation

The final chapter details short, medium and long-term programmes and priorities, and outlines the
mechanisms required to implement the strategy effectively. It also addresses governance
arrangements, institutional responsibilities, and monitoring and evaluation processes to ensure
measurable improvements in road safety outcomes.
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2. Regulatory and strategic alignment

The Strategy has been developed within a legislative and policy framework at international, national,
provincial, and municipal levels. These frameworks collectively provide the mandate, guidance, and
enabling environment for integrated, inclusive, and proactive road safety governance.

2.1. Legislative Context

The following key pieces of legislation directly influence the governance of road safety in Cape

Town:

Table 1: Legislation and Relevance to Road Safety in Cape Town

Legislation

Relevance to Road Safety in Cape Town

Constitution of the Republic of South
Africa, 1996

Mandates local government to promote a safe
and healthy environment, which includes
ensuring road safety through planning,
enforcement, and infrastructure provision.

National Road Traffic Act, 1996 (Act No. 93 of
1996)

Regulates fraffic control, vehicle standards,
driver behaviour and licensing, forming the
basis for fraffic enforcement and safety
compliance.

National Road Safety Amendment Act, 1991
(Act No. 67 of 1991)

Strengthens legal tools available to
municipalities to improve road safety
compliance and reduce traffic-related
fatalities.

National Land Transport Act, 2009 (Act No. 5 of
2009)

Frames municipal responsibility for integrated
fransport planning, including prioritising safety in
all transport systems.

National Land Transport Amendment Act,
2023(Act No. 23 of 2023)

Introduces provisions that promote the safety
and accessibility of pedestrians and cyclists and
integrates active mobility into transport
planning.

National Road Traffic Law Enforcement Code

Standardises road traffic enforcement
procedures and promotes performance
monitoring across all enforcement authorities.

2.2. Strategic Policy Environment

The Strategy is guided by a broader ecosystem of policies and strategic frameworks, which
reinforce the shift toward a Safe System Approach and Vision Zero commitment. These include:
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2.2.1. International Frameworks

UN Decade of Action for Road Safety (2021-2030): Calls for reducing road deaths by 50% by 2030,
relative to 2020 levels.

Sustainable Development Goals (SDGs): Specifically, SDG 3.6 which targets halving global deaths
and injuries from road traffic accidents.

WHO Global Plan for Road Safety: Emphasises safe roads, safe vehicles, safe road users, and post-
crash response.

2.2.2. National Frameworks

National Road Safety Strategy (NRSS 2016—-2030): Anchors the Safe System Approach in South
Africa’s road safety response and mandates area-based, data-led intervention planning.

National Land Transport Strategic Framework (NLTSF): Requires municipalities to integrate NMT and
road safety into local transport planning, with a focus on inclusive access and reduced risk for
vulnerable users.

2.2.3. Provincial Frameworks

Western Cape Provincial Land Transport Framework (PLTF 2024-2029): Sets out road safety and NMT
priorities across districts, including the need to support District Safety Plans (DSPs), support NMT
funding proposals, and finalise the Provincial NMT safety strategy.

2.2.4. City Strategies and Policies

Integrated Development Plan (IDP) 2022-20274: Programme 13.1 commits the City to improving road
safety for all road users, focusing on traffic calming, pedestrian infrastructure, and arterial safety
assessments.

Comprehensive Integrated Transport Plan (CITP) 2023-20285: Aligns safety goals with broader mobility
objectives, including universal design, improved enforcement coordination, and NMT network
integration.

Municipal Spatial Development Framework (MSDF)3: Directs land use and fransport integration to
support walkable, safe urban development.

Figure 1 provides a diagrammatic overview of the Strategy within the wider context of global,
national, provincial and City’s policy and strategy ecosystem.
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Figure 1: The Road Safety Strategy Policy Ecosystem

2.3. Consistent Themes across Policy Frameworks

Across the international, national, provincial, and local policy landscape, several consistent themes
emerge that guide the development of this strategy:

Sustainable Urban Mobility: Integrating road safety into broader efforts to reduce emissions,
congestion, and reliance on private vehicles;

2.3.1. Equity and Accessibility: Prioritising the needs of pedestrians, cyclists, and public transport
users, especially in underserved and high-risk communities;

2.3.2. Infrastructure and Design: Promoting infrastructure design, traffic calming, and universal
access principles as key safety tools;

2.3.3. Data-Driven Decision-Making: Emphasising the role of accurate crash data, risk mapping,
and performance monitoring to guide interventions;

2.3.4. Institutional Coordination: Encouraging infergovernmental and cross-sector collaboration for
strategy implementation;

2.3.5. Behavioural Change: Embedding road safety into civic culture through education,
enforcement, and robust communication; and

2.3.6. Proactive Risk Management: Moving from reactive interventions to proactive system-wide
interventions aligned to the Safe System Approach.

The current legislative and strategic environment provides a strong foundation for implementing an
ambitious, system-oriented, and inclusive Road Safety Strategy for Cape Town. This chapter serves
not only to highlight alignment but also to identify the opportunities for more effective coordination,
accountability, and long-term investment across all spheres of government.
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3. Literature Review

This literature review draws on global best practice, national policy, local research, and a public
health perspective focused on equity and system-wide solutions. It looks at the different aspects of
road safety in urban settings, including key theories, policy tools, and successful implementation
models, especially those that are aimed at protecting the most vulnerable road users.

3.1. Key Strategic Informants

The first section of this chapter details the four key strategic informants. These are Vision Zero, the
Safe System Approach, the UNDA Global Plan of action for Road Safety and the Public Health
Approach to Road Safety.

3.1.1. Vision Zero: The Ethical Foundation for Road Safety

Vision Zero?® is the ethical foundation of road safety policy. First adopted in Sweden in 1997, it
established the principle that no road death or serious injury is acceptable and that such outcomes
are not an inevitable cost of mobility. Vision Zero reframes road safety as a public health and sociall
justice issue, prioritising human life and health above speed, convenience, or traffic efficiency. It has
since been adopted by national governments and cities worldwide, underpinning global road safety
frameworks and informing operational models, most notably the Safe System Approach.

At its core, Vision Zero recognises that people will inevitably make mistakes when using the road
system but asserts that these mistakes should not result in fatal or life-changing consequences.
Responsibility for safety is therefore no longer placed on individual road users alone, but is shared
across those who design, manage, regulate, and operate the transport system, including
policymakers, planners, engineers, enforcement agencies, and vehicle manufacturers.

A defining feature of Vision Zero is its commitment to a zero-death goal, supported by interim targets
and confinuous performance monitoring. This ethical commitment provides the strategic direction
against which road safety policies, funding decisions, and institutional performance are assessed.

3.1.2. The Safe System Approach: Delivering Vision Zero in Practice

The Safe System Approach (SSA)? provides the practical and operational framework for achieving
the ethical goals set out by Vision Zero. While Vision Zero defines what must be achieved (zero deaths
and serious injuries), the Safe System Approach defines how the road transport system must be
designed, managed, and operated to achieve this outcome. It is recognised internationally as the
overarching framework for road safety improvement and has been adopted as global best practice
for reducing road frauma. South Africa’s Natfional Road Safety Strategy (NRSS) 2016-2030 endorses
the principles of the Safe System Approach, and this Strategy is aligned accordingly, supporting the
implementation of national commitments at city level.

3.1.2.1. The foundational principles of the Safe System are as follows:

a) People make mistakes: Human error is inevitable and must be anficipated through road
design, speed management, and vehicle safety;

b) People are vulnerable: The transport system must limit crash forces to levels the human
body can tolerate;

8 Government of Sweden. Vision Zero: From Concept to Implementation. Swedish Ministry of Transport, 1997.

9 International Transport Forum (ITF). Safe System Approach: Policies and Interventions. Paris: OECD Publishing, 2021. https://www.itf-oecd.org/safe-system-approach.
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c) Shared responsibility: Road safety is a collective obligation of system designers, operators,
regulators, and users; and

d) System redundancy: Multiple layers of protection must ensure that failure in one element
does not result in death or serious injury.

3.1.2.2. The Safe System design model comprises four core elements:

a) Safe Roads: Forgiving and self-explaining roads that reduce crash likelihood and severity;

b) Safe Speeds: Speeds that reflect the road’s function and land use;

c) Safe Road Users: Responsible, licensed, and unimpaired users supported by education
and enforcement; and

d) Safe Vehicles: Vehicles that prevent crashes and protect occupants and pedestrians in
the event of a crash.

3.1.2.3. The Safe System is supported by five enabling activifies:

a) Post-crash response: Timely emergency care to reduce injury severity and fatalities;

b) Data and risk mapping: Reliable data systems fo guide targeted, evidence-based
interventions;

c) Licensing and regulation: Controls to ensure only fit and capable users and vehicles operate;

d) Legislation and enforcement: Legal and justice systems that deter unsafe behaviour; and

e) Public education and engagement: Building awareness and shared accountability for road
safety.

Figure 2 shows the Safe System Approach principles and elements.

Vehicles

SAFE
SYSTEM

m APPROACH
® ()

Figure 2: Safe System Approach Principles and Elements?

3.1.3. UNDA Global Plan of action for Road Safety

The United Nations Decade of Action (UNDA) for Road Safety (2021-2030)'° provides the global
policy and implementation framework that links the ethical ambition of Vision Zero with the
operational delivery of the Safe System Approach. Led by the World Health Organization and
supported by the United Nations, the Decade of Action calls on countries and cities fo implement
the Safe System Approach and establishes a global target of a 50% reduction in road traffic deaths

10 World Health Organization (2021). Global Plan for the Decade of Action for Road Safety 2021-2030. https://www.who.int/teams/social-determinants-of-health/safety-and-mobility/decade-of-

action-for-road-safety-2021-2030
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and serious injuries by 2030, measured against 2020 baseline levels, as an interim milestone toward
zero. In South Africa, this tfranslates from 12,000 deaths and 50,000 serious injuries in 2020 to 6,000
deaths and 25,000 serious injuries in 2030. South Africa is a signatory to this commitment, and this
Strategy seeks to advance its objectives through coordinated and locally responsive action at the
city level.

3.1.4. Public Health Approach to Road Safety and Equity Considerations

Road traffic injuries (RTIs) are a significant public health concern in Cape Town, disproportionately
affecting vulnerable populations. Available data shows that RTls are the fifth leading cause of
premature mortality among men in the metropolitan area and account for approximately 10% of
frauma cases treated at Western Cape emergency centres!! across the province.

While substantial evidence exists on effective RTl prevention, traditional road safety initiatives have
largely focused on individual behaviours such as seatbelt use and speed compliance. A public
health approach prioritises systemic interventions that address broader determinants of road safety.
This perspective recognises the role of structural factors (socio-economic and political) and
intermediary factors (including transport systems and urban design) in shaping fransport safety
outcomes. Cities can advocate for structural change, but their most significant role lies in addressing
intermediary determinants. As behavioural interventions often require higher individual effort and are
not equally accessible to all groups, combining systemic measures with targeted behavioural
strategies enables a more equitable and effective approach.

A systems-based approach to RTls also promotes health equity, defined as the absence of avoidable
differences in health outcomes across population groups (WHO). In the road safety context, this
requires ensuring equal protection from traffic-related harm regardless of socio-economic status or
location'2. Achieving this necessitates interventions proportionate to levels of disadvantage,
consistent with the principle of proportionate universalism.

In Cape Town, RTI disparities are closely linked to individual and neighbourhood-level socio-
economic conditions. Night-shift workers, for example, face increased exposure to impaired drivers
and poorly lit roads, while residents of low-income areas often experience longer commutes,
increasing fraffic risk exposure. A culture of alcohol abuse further contributes to RTls in the local
context. Addressing these challenges requires a whole-of-government approach, as responsibility
cannot rest with transport planning alone.

Table 2 illustrates the body, behaviour, and environmental factor (Biopsychosocial) determinants of
RTls and corresponding interventions.

Table 2: Biopsychosocial determinants of RTls and associated interventions

Biopsychosocial

. Determinants of RTIs Interventions
Domain

Education campaigns;
enforcement of traffic laws;
policies addressing alcohol
availability

Education level;
Individual alcohol/substance use; use of
safety equipment; age; gender

11 Western Cape Government. The Burden of Disease: Provincial Mortality Profile for the Western Cape Metro District 2020. Cape Town: Department of Health, 2021;

https://doi.org/10.7196/SAMJ.2020.v110i6.14140.

12 World Health Organization. Equity, Social Determinants and Public Health Programmes. Edited by Erik Blas and Anand Sivasankara Kurup. Geneva: WHO, 2010.
https://www.who.int/publications/i/item/9789241563977.
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Biopsychosocial

. Determinants of RTls Interventions
Domain
Social and Community norms; social Engoge‘men’r oflocal
. leaders; peer-led
community support systems

interventions

Living and working
conditions

Limited public transport; lack of
pedestrian infrastructure;
dispersed urban form; shift work;
long working hours; poor road
maintenance

Infrastructure investment;
traffic calming; regulation
of work-related driving
hours; public transport
enhancement

Policies supporting
equitable neighbourhood
upgrading and economic
development

Socio-economic status; unsafe
neighbourhoods; gender
dynamics

Socio-economic,
cultural and
environmental

Addressing these determinants requires a data-driven approach to identify high-risk locations and
populations. Interventions should be locally failored and implemented through cross-sector
collaboration involving health, fransport, urban planning and law enforcement. Data should also be
used to monitor intervention effectiveness. Integrating health sector data with police crash records
provides a more comprehensive understanding of injury patterns and supports stronger prevention
strategies. The City is well positioned in this regard through collaboration with the Western Cape
Department of Health and Wellness.

3.2. Global best practice themes

Drawing on these four key strategic informants, five themes emerge from global best practice. These
are: Building a Culture of Shared Responsibility, Emerging Technologies and Data in Road Safety,
Monitoring, and Evaluation for Road Safety Progress, the use of Behavioural Theories and Design for
Safety.

3.2.1. Building a Culture of Shared Responsibility

A core pillar of the Safe System Approach is shared responsibility: road safety is not the sole duty of
individual road users, but a collective obligation held by system designers, policymakers, law
enforcement, civil society and the public. This marks a shift from conventional approaches that have
often overemphasised personal responsibility while underestimating structural and instfitutional
confributors to crash risk.

Globally, shared responsibility gained prominence in the mid-2000s, supported by evidence,
parficularly from Scandinavian countries, that system-wide interventions such as safer road design,
speed management and stricter vehicle standards reduce fatalities more effectively than education
campaigns alone!3. The Safe System principle recognises that while individuals must act responsibly,
the greater burden rests with those who design, manage and influence the fransport environment'4,

Embedding shared responsibility requires coordinated action across governance and society,
including legislative reform, public-sector accountability, media framing and community

13 International Transport Forum (ITF). Towards Zero: Ambitious Road Safety Targets and the Safe System Approach. Paris: OECD Publishing, 2008. https://doi.ora/10.1787/9789282101964-en.

14 Tingvall, C., & Haworth, N. (1999). Vision Zero—An Ethical Approach to Safety and Mobility. Swedish Road Administration
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engagement. The World Health Organization (WHO) highlights this cultural shift as essential for
aligning stakeholders behind a common vision and achieving durable, system-wide impact?s.

The cities Helsinki and Oslo illustrate shared responsibility in practice: zero pedestrian fatalities in 2019
were achieved through infrastructure investment, strict speed limits and enhanced political
coordination, supported by messaging that framed safety as a preventable system issue rather than
individual error's.

Cape Town faces distinct challenges in building this culture, shaped by complex socio-spatial
dynamics. Historical underinvestment in pedestrian infrastructure, informal minibus taxi operations
and uneven enforcement contribute to perceptions of unsafe streets and blurred responsibility!”.
Coordination is further complicated by three road authorities operating in the metro: SANRAL for
national roads, the Western Cape Government for primarily frunk roads, and the City of Cape Town
for most arterial and residential streets. Progress therefore requires deliberate, coordinated action
across institutional, behavioural and socio-political dimensions.

3.2.1.1. Key actions to promote shared responsibility in Cape Town include:

a) Clarifying roles and mandates: define responsibilities across design, enforcement, health and

education;

b) Enabling accountability: track outcomes, link to institutional performance, and report
publicly;

c) Engaging the public: sustained, inclusive communication that positions safety as a shared
value; and

d) Supporting community-led action: participatory planning and local partnerships to co-design
safer streefts.

Evidence suggests that embedding shared responsibility in legislation, organisational culture and
civic discourse can strengthen behaviour change, trust and cooperation.

3.2.2. Emerging Technologies and Data in Road Safety

As cities worldwide face growing road safety challenges, the integration of emerging fechnologies
and data-driven approaches has become a critical enabler of effective, targeted, and adaptive
interventions. For the City of Cape Town, where resource constraints and spatial inequalities
complicate traditional enforcement and planning efforts, embracing fechnological innovation
presents an opportunity to leapfrog conventional methods and improve safety outcomes more
efficiently.

One of the most impactful developments has been the use of integrated crash data systems, which
consolidate police reports, hospital records, insurance data, and traffic flows to provide a more
complete picture of where and why crashes occur.’® In Cape Town, the development of the
Meftropolitan Crash Data Bureau (MCDB) and its linkage with the Integrated Provincial Accident
System mark important steps toward achieving this level of integration. However, data quality,
completeness, and frequency of updates remain key challenges that need continued investment
and coordination.

Technologies such as automated number plate recognition (ANPR) and speed enforcement
cameras have proven effective in reducing speeding, red-light violations, and other high-risk
behaviours. These systems not only serve as deterrents but also generate valuable behavioural data

15 World Health Organization (2013). Global Status Report on Road Safety: Supporting a Decade of Action. Geneva: WHO.
16 International Transport Forum (2020). Best Practices in Road Safety from Cities that Achieved Zero Pedestrian Deaths. ITF Policy Papers.
17 Venter, C., Jennings, G., & Hidalgo, D. (2020). Urban Transport and Social Inclusion in South Africa. Washington, D.C.: World Resources Institute.

18 International Transport Forum (ITF). Big Data and Transport: Understanding and Assessing Options. Paris: OECD Publishing, 2016. https://www.itf-oecd.ora/big-data-and-transport.

Road Safety Strategy for the City of Cape Town Page 18 of 49


https://www.itf-oecd.org/big-data-and-transport

that can inform future infrastructure and enforcement planning. Cities like London, Melbourne, and
Singapore have demonstrated measurable reductions in fatalities and serious injuries following the
strategic deployment of automated enforcement technologies!?.

Another area of innovation is mobile and crowdsourced data. Applications like Waze, Google Maps,
and TomTom collect real-time user feedback on hazards, fraffic congestion, and road incidents,
creating dynamic data sources that can supplement formal crash data2. When anonymised and
aggregated, such data provides valuable insights info near-miss incidents and areas of perceived
danger, where formal data may be lacking.

The effective use of technology depends on sustained funding, institutional capacity, inter-agency
collaboration and clear governance frameworks. Long-term financial commitment is necessary to
ensure technologies are implemented and maintained. Privacy, cybersecurity and data ownership
risks must be addressed through appropriate legal and ethical safeguards. Partnerships with research
institutions, technology companies and civic-tech organisations can accelerate innovation while
maintaining public trust.

The Strategy’s long-term vision should prioritise the strengthening of accurate, reliable and
integrated road safety data systems as the foundation for informed decision-making. This includes
improving the quality, completeness and timeliness of crash data, as well as enhancing data
integration across relevant agencies.

3.2.3. Monitoring, and Evaluation for Road Safety Progress

Effective monitoring and evaluation (M&E) are essential components of any successful road safety
strategy. They provide the evidence base needed to assess whether interventions are working,
identify areas of underperformance, and guide adapftive policy changes over time. For a city like
Cape Town, where diverse road user needs, spatial inequalities, and data quality challenges
intersect, building a robust M&E framework is not just good practice, it is vital.

Global road safety bodies such as the World Health Organization (WHO) and the International
Transport Forum (ITF) emphasise that monitoring must move beyond simply counting fatalities and
injuries. A comprehensive system should include leading indicators (e.g., seatbelt usage rates, speed
compliance, safe infrastructure coverage), infermediate outcomes (e.g., crash response times,
enforcement activity levels), and final outcomes (e.g., fatality rates per 100,000 population).

3.2.4. Behavioural theories

Understanding and influencing road user behaviour remains an important component of a
comprehensive road safety strategy. Within a Safe System Approach, the emphasis shifts away from
individual blame toward system-level design that anticipates human error, while recognising that
behaviour sfill shapes how people interact with the road environment. Behavioural theories sfill
provide insight into why risky behaviours occur and how interventions can support safer choices
within a safer system. Two widely applied frameworks in road safety are the Theory of Planned
Behavior (TPB) and the Haddon Matrix.

19 International Transport Forum (ITF). Road Safety Annual Report 2021. Paris: OECD Publishing, 2021. https://www.itf-oecd.org/road-safety-annual-report-2021.

20 WRI Ross Center. (2020). The Power of Crowdsourced Data for Urban Mobility.
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3.2.4.1. The Theory of Planned Behaviour

The Theory of Planned Behaviour (TPB) (Ajzen, 1991) is a psychological model that links beliefs and
behaviour?!. It suggests that an individual's intention to engage in a behaviour (e.g., speeding,
wearing a seatbelt, or using a mobile phone while driving) is influenced by three core components:

a) Attitudes toward the behaviour (e.g., belief that speeding saves time);

b) Subjective norms (e.g., perception of peer approval or disapproval); and

c) Perceived behavioural control (e.g., whether the individual feels they can choose not to
speed).

In road safety, TPB has been used o inform campaigns that aim fo shift attitudes and social norms,
partficularly among high-risk groups such as young drivers22, For example, if speeding is seen as socially
acceptable or unavoidable due to infrastructure design, TPB-based interventions target both
perception and environment23, For Cape Town, where public fransport passengers, cyclists and
pedestrians face heightened risks from motorists, TPB must guide behavioural interventions by
addressing factors like road-crossing behaviour, pedestrian visibility, and commuter and driver
compliance?4.

Subjective
Norms

Figure 3: Theory of Planned Behavior (Ajzen, 1991)
3.2.4.2. The Haddon Matrix

The Haddon Matrix, developed by Wiliam Haddon in the 1960s, offers a broader systems-thinking
tool by categorising factors across three temporal phases (Pre-Crash, Crash, and Post-Crash) and
three domains (Human, Vehicle, and Environment)25. This matrix helps policymakers understand
where intferventions can be applied throughout the fimeline of a crash event:

Table 3: Haddon Matrix

Phase Human Factor Vehicle Factor Environmental
Factor
Pre-Crash Education, Braking systems, Road design,
distraction, speed lighting signage
Crash Seatbelt use, Crumple zones, Roadside barriers,
impact posture airbags obstacles

21 Ajzen, Icek. “The Theory of Planned Behavior." Organizational Behavior and Human Decision Processes 50, no. 2 (1991): 179-211. https://doi.org/10.1016/0749-5978(91)90020-T.

22 Forward, Sonja E. “The Theory of Planned Behaviour: The Role of Descriptive Norms and Past Behaviour in the Prediction of Drivers' Intentions to Violate.” Transportation Research Part F: Traffic
Psychology and Behaviour 12, no. 3 (2009): 198-207. https://doi.org/10.1016/j.trf.2008.12.002.

23 Parker, David, Thomas Manstead, Stephen Stradling, Lucy Reason, and Geoffrey Baxter. “Intention to Commit Driving Violations: An Application of the Theory of Planned Behavior.” Journal of
Applied Psychology 77, no. 1 (1992): 94-101.

24 Venter, Christo, Gail Jennings, and Dario Hidalgo. Urban Transport and Social Inclusion in South Africa. Washington, D.C.: World Resources Institute, 2020. https://www.wri.org/research/urban-
transport-and-social-inclusion-south-africa.

25 Haddon, William Jr. “The Changing Approach to the Epidemiology, Prevention, and Amelioration of Trauma: The Transition to Approaches Etiologically Rather Than Descriptively Based.” American

Journal of Public Health and the Nation's Health 58, no. 8 (1968): 1431-1438. https://doi.org/10.2105/AJPH.58.8.1431.
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Post-Crash First aid, injury Fire resistance, fuel | EMS response time,
severity tank location

The Haddon Matrix supports the design of holistic interventions that move beyond reliance on user
compliance by incorporating passive safety measures, road infrastructure (such as pedestrian
refuge islands) and post-crash response.

Together, the Haddon Matrix and Theory of Planned Behavior (TPB) complement the Safe System
Approach by recognising that human error is inevitable, while serious injury and death are
preventable. TPB informs interventions aimed at reducing risky behaviour before crashes occur,
while the Haddon Matrix ensures that risks are addressed across the full crash fimeline.

3.2.5. Design for Safety (Road Infrastructure, Urban Design, and Environmental Factor)

Designing for safety is a core principle of the Safe System Approach and a critical element of urban
road safety. The design of roads, intersections and pedestrian environments can either reduce or
increase crash risk. In Cape Town, where much of the road network consists of legacy infrastructure
not designed for mixed-use mobility, improving safety through design is especially important for
vulnerable road users.

Road infrastructure strongly influences behaviour. Wide lanes, inadequate lighting, missing
pedestrian crossings and poor visibility are associated with higher speeds and more severe crashes.
Evidence shows that context-appropriate design interventions, such as safer pedestrian crossings,
improved intersection layouts and pedestrian refuges, can reduce crash frequency and severity. In
lower-income areas, where walking dominates, the absence of basic infrastructure such as sidewalks
and safe crossings makes these locations priority areas for intervention.

Urban form and land-use patterns further shape safety outcomes. The close proximity of homes,
schools, shops and public transport to busy roads requires stronger integration between land-use and
mobility planning. Design elements that support lower operating speeds and improved visibility can
enhance safety while also improving urban liveability, as demonstrated in cities such as Stockholm,
London and Medellin.

Environmental conditions, including lighting, road surface condition and drainage, also affect crash
risk. Poor maintenance increases danger for all road users, particularly pedestrians and cyclists.
Routine maintenance and safety audits should therefore be embedded in all major tfransport and
land-use projects.

Designing for safety requires a context-sensitive design (CSD) approach that responds to local
conditfions, road function and user needs, rather than applying uniform engineering solutions. In line
with internatfional CSD best practice, the Strategy should prioritise:

3.2.5.1. Safe pedestrian and cyclist infrastructure in new and upgraded roads;

3.2.5.2. Speed management through self-enforcing design;

3.2.5.3. Intersection design that reduces conflict points and improves visibility;

3.2.5.4. Safe routes to school programmes combining infrastructure, signage and community
engagement; and

3.2.5.5. Road safety audits during planning and post-construction.
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4. Status Quo Analysis

The current state of road safety in Cape Town reflects both longstanding structural challenges and
emerging opportunities for systemic reform. This chapter offers a comprehensive snapshot of the
factors shaping road safety outcomes across the city, spanning spatial inequality, infrastructure
condifions, behavioural risk, institutional performance, and socio-economic impacts. It draws from
the latest crash data (2015-2024), cross-sectoral strategies, enforcement records, and transport
planning frameworks to establish a clear baseline for strategic action.

This chapter provides the diagnostic foundation for the Strategy. It ensures that the City's vision and
implementation of the strategy are grounded in local evidence, aligned with global best practices,
and responsive to the realities of Cape Town's diverse communities and complex mobility
landscape.

4.1.Overview of the transport system in Cape Town

4.1.1. Spatial structure: a legacy of inequitable land use planning

Cape Town's spatial form is strongly influenced by its striking natural landscape, framed by Table
Mountain and bordered by the Aflantic and the Indian oceans. This geography interacts with
decades of housing and transport development that have prioritised rapid expansion and road-
based connectivity. As aresult, the city foday reflects significant spatial disparities, where many lower
income and high-density communities are situated at substantial distances from employment,
education and healthcare opportunities.

In these outlying areas, residents often rely on walking or cycling as their primary means of travel.
Long fravel distances prolong their exposure to unsafe and uncomfortable road environments,
particularly when needing to cross major corridors to reach opportunities and public transport
services.

A key spatial and safety challenge is the proximity of residential areas to high-speed arterials. These
corridors support regional mobility, but severe and fatal crashes are common in these locations,
where people are frequently injured while trying to access opportunities on the other side of the
roadway. This creates a compounded burden of inequality, where those who are already furthest
from opportunities face a heightened risk when attempting to reach them. Children walking long
distances to school are especially vulnerable, often encountering fast moving fraffic, requiring safe
crossing facilities.
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Figure 4: population densities in Cape Town

Figure 4 shows population density across Cape Town, with higher densities located in the outer parts
of the city. This pattern highlights where walking and public fransport reliance is greatest, and where
road safety risks are often most concentrated around major arterials.

4.2.Crash data insight

4.2.1. Overall Trends in Road Fatalities

The road safety landscape in Cape Town between 2015 and 2024 is marked by persistently high crash
numbers and severe consequences. In 2024, the city experienced approximately 72,000 crashes,
leading to over 15,000 injuries and the tragic loss of more than 700 lives. These figures are a stark
reminder of the ongoing road trauma burden that affects individuals, families, and communities
across the metro. In alignment with the principles of the Safe Systems Approach, which holds that no
death or serious injury on the road network is acceptable, this analysis places specific emphasis on
fatalities as the most severe and irreversible outcome of traffic incidents. For this reason, the insights
that follow focus on fatal crash patterns between 2015-2024 examining who is affected, when and
where fatalities occur, and what the data reveals about risk factors to inform the City's next
generation of intferventions.

4.2.2. Fatality Trend

Figure 5 shows that Cape Town has experienced relatively stable annual crash fatality figures
between 700 and 786 in the last 10 years, excluding the sharp drop in 2020 (598), due to COVID-19
lockdowns. From 2015 to 2024, fatalities have fluctuated within a narrow range, with no sustained
downward trend. While there were minor improvements in certain years, overall progress remains
limited. The data suggests that current efforts have plateaued and that stronger, more targeted
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intferventions are needed to significantly reduce crash fatalities. The crash frends have followed the
same pattern. Pedestrians continue to make up an increasingly larger share of road deaths in
Cape Town, rising from 56% in 2015 to 72% in 2024. This sustained upward trend confirms pedestrians

as the most vulnerable group on City’s road network.

Fatalities and Pedestrian share of Fatalities in
Cape Town (2015-2024)
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Figure 5: Fatalities and Pedestrian Share of Fatalities in Cape Town (2015-2024)

4.2.3. Crash and Fatality Rates

Between 2015 and 2024, road traffic fatality rates ranged between 13 and 17 deaths per 100 000
population, while crash rates ranged between 1 194 and 1 719 crashes per 100 000 population.

Figure 6 shows fatality and crash rates.
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Figure 6: Crash and Fatality Rates per 100,000 Population (2015-2024)

4.2.4. Population Growth and Road Fatality Trends
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Steady population growth was observed between 2015 and 2024, with Cape Town's population
reaching nearly five million residents by 2024. Over this period of sustained population growth, annual
road traffic fatalities fluctuated but generally remained within the range of 700 to 800 deaths per
year. Notably, fatalities increased year-on-year between 2021 and 2023, representing the highest
post-COVID escalation in road deaths. This frend was reversed in 2024, when fatalities declined from
785 in 2023 to 704, marking the largest non-COVID year-on-year reduction recorded during the
period. Figure 7 illustrates the relationship between population growth and annual road fatalities.
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Figure 7: Population Growth and Fatalities (2015-2024)
4.2.5. Road User Type and Vulnerability Patterns

Analysis of fatalities by road user type during 2015 to 2024 shows that pedestrians accounted for 63
percent of allroad deaths, with their share increasing steadily over the period, making them the most
affected group, followed by drivers at 15 percent. The high proportion of pedestrian deaths aligns
with factors such as limited pedestrian infrastructure, inadequate lighting and high traffic speeds near
residential areas. In addition, the well-recognised alcohol harms play an important role in shaping risk
for both pedestrians and drivers and conftributes to their elevated fatality burden. Figure 8 shows
fatalities by user type.
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Traffic fatalities by road user type (2015-2024)
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Figure 8:Fatalities by type of road user (2015-2024)
4.2.6. Demographic Characteristics of Fatalities

Demographic analysis of crash fatalities (2015-2024) reveals distinct patterns around age, gender,
and race. Most fatalities are concentrated in the 19-44 age group, which represents the city’'s most
economically active and mobile population. This has direct implications for both productivity and
household stability, as the loss of individuals in this age range can significantly affect dependents
and local economies. Gender and race breakdowns further reveal stark disparities. Black males
alone constitute approximately 44% of all traffic fatalities during this period, far outpacing other
demographic groups. This overrepresentation is linked to patterns of mobility, residential location
near high-risk roads, lower access to private vehicles and higher pedestrian exposure, while also
including a meaningful share of driver fatalities within this demographic. Figure 9 Shows fatalities by
gender and race. Figure 10 Shows distribution of fatalities by gender only.
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Figure 9: Fatalities by Race and Gender- (2015-2024)
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Fatalities by Gender
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Figure 10: Fatalities by Gender (2015-2024)

4.2.7. Temporal Patterns in Crash Occurrence

Temporal patterns in fatal crashes offer important insights into behaviour-linked and situational risk
factors. Data (Figure 11) shows that nearly 70% of all fatalities occur over weekends, from Friday
through Monday. This aligns with known high-risk behaviours associated with recreational travel,
alcohol consumption, and social gatherings during these days. The risk is compounded during
evening and nighttime hours, with the highest number of fatalities recorded between 20:00 and
midnight. These hours coincide with reduced daylight visibility, increased driver fatigue, unimpeded
free-flow speeds and a higher likelihood of alcohol-impaired driving. Figure 11 shows fatalities by day
of the week and cumulative %.
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Figure 11: fatalities by day of the week (2015-2024)

The overlay of fatality data by both day and hour as shown in Figure 12 reveals consistent risk bands
during afternoons and late nights across the week, underscoring the need for time-targeted
interventions. These include staggered enforcement shifts, sobriety checks during evening hours, and
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night-time pedestrian visibility campaigns. The temporal insights support smarter resource
deployment for traffic enforcement and point to when public messaging and risk communication
could be most effective.

Fatalities by hour of the day ( 2015-2024)
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Figure 12: Fatalities by hour of the day ( 2015-2024)

4.3.Freeway Crossing Problem

Cape Town's freeways, the N1, N2, N7 and R300 continue to experience high levels of dangerous
pedestrian activity. A seven-day Freeway Management System study recorded more than 36,000
pedestrians, with 55% crossing and 45% walking along freeway shoulders. The N2 and T2 corridors
accounted for most crossings, followed by the R300, N7, and NI1. Hotspots align with informal
seftlements and areas lacking safe walking infrastructure, particularly near the R300-Stellenbosch
Arterial inferchange and on the N2 corridor. CCTV footage revealed common risk-taking behaviour
such as crossing in groups or misjudging vehicle speed, often driven by poor risk awareness and
limited mobility options. Conftributing factors include inadequate fencing, unsafe or underutilised
pedestrian bridges, weak lighting, and limited access to public fransport services. Figure 13 shows
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that a high number of pedestrian fatalities occur within police precincts located closest to major
freeways.
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Figure 13: Pedestrian and cyclist fatality locations overlaid with NMT crashes2s (2021)
4.4 Economic Impact of Road Crashes

Road traffic crashes (RTCs) impose a significant economic burden on Cape Town. In 2024, the
estimated total impact exceeded R7 billion2, equivalent to approximately 1.46% of the city’'s GDP.
These losses are borne by both households and government.

Individuals and families incur costs through medical expenses, vehicle damage, lost income and
long-term reductions in earning capacity. Government carries costs through emergency response,
public health services, policing, fraffic management, infrastructure repair and social support.

While the household burden creates severe social and economic hardship, the public-sector share
represents a direct and recurring fiscal cost. Although these expenditures are not drawn from any
single programme, their cumulative burden indirectly reduces the City’s fiscal space. These are
resources that could otherwise be directed toward infrastructure investment, service delivery
expansion or developmental priorities. In effect, road crashes divert scarce public funds away from
productive use and into reactive expenditure.

The estimated R7 billion includes human casualty costs, property damage and incident-related costs.
However, the wider economic impact extends further. Crashes increase tfravel time unreliability,
disrupt freight movement, reduce labour productivity and constrain overall network efficiency. These
indirect effects exacerbate congestion, reduce public fransport service reliability and passenger

26 City of Cape Town Crash data
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throughput, and increase business operating costs, ultimately consfraining the city's economic
performance.

The opportunity cost is substantial. The City allocated approximately R5.2 bilion to infrastructure
assefs in the 2022/23 financial year?. Annual crash losses therefore exceed the City's annual
infrastructure capital allocation for that period. Even a partial reduction in crash-related public
expenditure would release meaningful fiscal space. The Infrastructure Report?’ notes a R55.5 billion
climate resilience capital portfolio over ten years; annual crash losses are equivalent to roughly one-
eighth of that entire programme.

In practical terms, preventable crash-related losses occur at a scale comparable to major bulk
infrastructure and urban mobility investments. Reducing this leakage would enable greater
investment in growth-enhancing assets rather than emergency response and remedial services.

At a household level, serious crashes often result in disability, job loss or the loss of a breadwinner,
reinforcing long-term poverty and reducing economic participation. At scale, this erodes human
capital and undermines inclusive growth.

Road safety investment should therefore be prioritised as a high-return, preventative measure that
protects the economy from avoidable losses. Reducing RTCs safeguards household earning
capacity, preserves public resources and strengthens network efficiency. In a fiscally constrained
environment, minimising crash-related expenditure is integral to sustaining the city's economic
resilience and long-term development trajectory.

4.5.Crash Reporting

Reliable crash reporting is essential for identifying risk patterns, evaluating interventions, and guiding
road safety planning. In Cape Town, crash data is primarily sourced through the Accident Report
Form (ARF), completed manually by the South African Police Service (SAPS) and submitted to the
City’s Metfropolitan Crash Data Bureau (MCDB). These reports are verified, coded, and captured into
the Provincial Accident System (PAS). However, data quality is compromised by late submissions,
under-reporting of minor crashes, human error in data capturing, inconsistent classification of crash
severity as well as incomplete fatality data.

To support freeway monitoring, the City also relies on the Freeway Management System (FMS), which
provides real-time incident data for major corridors such as the N1, N2, N7, and R300. While not formall
crash records, FMS data is valuable for identifying high-frequency incident zones, supporting live
fraffic operations, and enabling more responsive emergency coordination.

Fatality reporting presents significant complexity within the crash data system. Road fraffic fatalities
are under-reported in SAPS data by up to 60%?2 for two primary reasons. Firstly, many crash victims
succumb to their injuries after the Accident Report Form (ARF) has already been submitted, resulting
in fatal crashes being initially recorded as serious injury crashes. Secondly, fatality dockets are
frequently retained at police stations as part of ongoing investigations and are not consistently
forwarded to the Metropolitan Crash Data Bureau (MCDB), limiting access to complete and
confirmed fatality information. To address these discrepancies, verification through Forensic
Pathology Services (FPS) is required to reconcile crash records and confirm fatalities. However, this
reconciliation process is largely manual, fime-intensive, and prone to delays. Compounding these
challenges, spatial data linked to crash locations is often incomplete or inaccurately captured,
constraining the City's ability fo conduct precise hotspot analysis and implement targeted,
evidence-based interventions.

2 Infrastructure Report, December 2023 CCT_Mayors Infrastructure Report 2023.pdf (capetown.gov.za)
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Current efforts to improve data quality include the deployment of additional data capturers to clear
backlogs and improve processing timelines. As part of the Strategy, the City aims to strengthen the
entire crash data value chain as a foundational element of the Safe System Approach. This includes
enhancing the accuracy of fatality reporting, improving geolocation of crashes, and ensuring that
every crash, especially every fatality is accurately captured.

4.6. Enforcement and Traffic Management

Traffic Enforcement is the most direct behavioural lever within the City's road safety ecosystem and
remains an important component of both crash prevention and public frust, with historical crash data
consistently demonstrating a direct relationship between focused enforcement effort and reductions
in fatal crashes. The City's enforcement functions are carried out by Traffic Services, Metfro Police,
and Law Enforcement, each contributing to road safety and compliance with City by-laws and any
other applicable legislation. The Safety & Security Directorate aims to achieve a shift toward
performance-based enforcement, measured through strategic scorecards aligned with the
effectiveness of vehicle checkpoints and driver screening, offence-rate monitoring for behaviours
associated with fatal and serious injury crashes, and arrest-to-court enrolment conversion rates.

Cape Town's Traffic Services have begun to implement smarter enforcement tools, including
Average Speed Over Distance (ASOD) systems on major routes like the N2, R300 and M5, as well as
red light-speed camera combinations at high-risk intersections. Future deployments include further
ASOD on the N2 and integration with bus lane camera enforcement. Random Breath Testing (RBT)
buses and electronic blood alcohol concentration (EBAC) devices are mobile units used to test
drivers for alcohol. RBT involves stopping drivers at random to check for alcohol in their breath,
while EBAC devices provide court-ready results on-site. These units have been piloted and
deployed at various locations throughout the city, helping traffic enforcement reduce drunken
driving.

4.7.Emergency Response

Emergency response services, including the City and WCG's Fire & Rescue, EMS, and Traffic Services
play a critical role in reducing the severity of road crashes once they occur. The speed and
coordination of these services directly affect survival rates and recovery outcomes for victims. Key
priorities include improving response times to serious incidents, clearing crashes quickly to prevent
secondary collisions, ensuring equitable service coverage across districts, and strengthening
coordination between responding agencies.

The City’s Traffic Services Control Centre and the Freeway Management System (FMS) support these
efforts through CCTV monitoring and incident detection, particularly on major freeways such as the
N1, N2, R300, and N7. However, the link between incident detection and emergency dispatch is not
yet fully infegrated, which can delay response and highlights the need for improved system
coordination.

4.8.Post-Crash Care

While EMS provides critical frontline trauma response, the broader continuum of post-crash care,
including physical rehabilitation, psychological support, and legal assistance, involves multiple
institutions operating across different sectors. Although post-crash recovery is currently recognised as
animportant component of a comprehensive road safety approach, coordination and data-sharing
between fraffic information systems, healthcare facilities, and victim support services are not yet
systematically integrated. Strengthening collaboration and information flows across these
stakeholders would enhance continuity of care, improve the City’s ability fo monitor outcomes, and
support a more holistic response to road fraffic frauma.
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Future planning must incorporate cross-departmental case tracking, advocacy for dedicated
frauma response funding, and partnership with civil society and healthcare networks to formalise
post-crash protocols and outcome indicators.

4.9.Education and Marketing (Road Safety Education)

Public education and behavioural change initiatives play a role in reducing risky road user conduct.
The City and Western Cape Government have made commendable efforts through campaigns
focused on speed, intoxication, pedestrian visibility, and distracted driving, often in partnership with
ChildSafe, Safely Home, and LeadSA. However, several limitations remain. Current road safety
education inifiatives are often broad and awareness-focused, with limited alignment to local crash
data, high-risk behaviours, or specific user groups. Campaigns are not always designed with
community participation, which can reduce relevance and impact in high-risk areas.

A major shift is needed from generic awareness to data-driven behavioural change communication,
integrated with local crash patterns, cultural insights, and high-risk user profiling. Future education
should include participatory campaigns, co-created with communities, and leverage digital
platforms, influencers and schools as sustained engagement channels. Strategic metrics should frack
both campaign reach and perception shifts, using surveys that assess trust, message recall, and risk
comprehension. Education must also support enforcement by clarifying the purpose and fairness of
interventions, building legitimacy, noft fear.

49.1. Road Safety Education

Road safety education is delivered by both the Western Cape Government and the City through
dedicated teams that engage learners through classroom visits, scholar patrol training, and school
roadshows. These initiatives aim to build awareness of safe road behaviour among young road users
and promote a culture of safety from an early age. Collaboration with school curricula also helps to
align road safety messaging with the broader educational programme, reinforcing key safety
principles in a structured learning environment.

49.2, Part-Time attendants

Part-time attendants are deployed by the City to support safe school crossings and help
operationalise scholar patrols during peak school travel times. Their role is particularly important in
high-risk school zones, where they assist in managing fraffic and improving the safety of learners
travelling to and from school.

4.10. Driver's Licence Ratio

The ratio of licensed drivers to vehicles is a weak point in Cape Town's road safety status quo.
Unlicensed driving, particularly among young drivers and less regulated public transport operators
may conftribute to unsafe road behaviour. There are no formal re-testing requirements except for
Professional Driving Permit (PrDP) holders, reducing the system'’s ability to correct risky attitudes or
reinforce safety principles over time.

4.11. Road Worthiness

Vehicle condition remains a crifical risk factor in many fatal crashes, particularly those involving
minibus taxis, buses, and freight frucks. The City's current roadworthiness efforts rely on Vehicle Check
Points (VCPs) and targeted inspections of heavy vehicles. However, the broader system remains
vulnerable: private vehicles are not subject to routine retesting beyond change of ownership, and
enforcement suffers from limited capacity and high evasion rates.
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4.12. Area-Based Road Safety Plan

Area-based road safety planning has emerged as a vital mechanism for localising the Safe System
Approach in high-risk environments.

The Khayelitsha-Lingelethu West (KLW) District Safety Plan (DSP), developed under the wider Western
Cape Government Area-based Road Safety Initiative, provides a compelling example of how
municipal, provincial, and community stakeholders can collaborate to address context-specific road
safety risks.

Khayelitsha-Lingelethu West District Safety Plan

Khayelitsha was selected for the pilot due to its consistently high road fatality burden, as well as its
socio-spatial characteristics that compound risk exposure. It is the second-largest township in South
Africa and home to a high concentration of low-income, vulnerable communities. These
communities are located near major arterials like the N2, Spine Road, and Mew Way, which have
recorded highest volumes of pedestrian fatalities in the province. The area’s proximity to high-speed
roads, limited safe pedestrian infrastructure, and complex built environment make it a critical testbed
for localised road safety planning.

The KLW DSP remains the most comprehensive road safety plan developed by the City to date. It
reflects a strong alignment with the Safe System philosophy and a *whole-of-society” model,
mobilising resources from Traffic Services, SAPS, education partners, etc. However, its implementation
continues to be marked by resource constraints that limit its responsiveness to temporal risk patterns
particularly during high-risk periods such as weekends and late nights, when overtime and additional
deployments are most needed. Furthermore, conflicting priorities across departments often delay
coordinated action or lead to fragmentation of effort, especially where transport, policing, and
social development mandates intersect without a unified resourcing model.

Despite these challenges, the KLW DSP demonstrates what is possible when crash data is used to
guide inferventions and when local partnerships are prioritised. Scaling this model requires dedicated
funding, institutionalised coordination structures, and a clear framework for replicafing the DSP in
other high-vulnerability areas such as Philippi, Nyanga, and Delft. Future expansion must be guided
by both crash frequency and social vulnerability indicators to ensure resources are directed where
they can achieve the greatest road safety return.

4.13. Road Incident Management System

Cape Town's freeway network, comprising the N1, N2, N7 and R300, form part of the national Road
Incident Management System (RIMS) programme. Since 2013, SANRAL has coordinated RIMS
natfionally under the Department of Transport mandate, with Cape Town's freeways falling within this
strategic framework.

RIMS is designed to ensure coordinated, rapid response to road incidents, based on pre-defined
protocols outlined in the national RIMS Guideline Plan. This includes scene safety, traffic diversions,
and a responsibility matrix for role players such as SAPS, EMS, Fire, Traffic Services and private
operators. Within Cape Town, freeway incidents are detected and monitored through the Freeway
Management System (FMS), which supports real-time communication and operational decision-
making.

The City is an acftive parficipant in SANRAL's RIMS Western Cape Provincial Coordinating and
Advisory Committee (PCAC). However, challenges remain. There are issues like coordination among
emergency services, lack of uniform fraining, and the absence of clear escalation protocols for
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complex incidents. Moreover, because no legislation currently compels municipal or private
responders to follow RIMS protocols, compliance varies, limiting consistency and efficiency in post-
crash care and network clearance.

4.14. Impact of Personal Security on Road Safety

Personal security plays a critical and often underestimated role in shaping road user behaviour in
Cape Town, with direct consequences for road safety outcomes. Vulnerable road users, particularly
pedestrians, cyclists, and public transport commuters, face dual threats: the risk of road traffic
crashes and the risk of crime and antisocial behaviour. High-crime environments deter people from
using the safest available infrastructure, forcing them into higher-risk behaviours and travel routes.

The absence of passive and active surveillance along walking and cycling routes discourages the
use of dedicated facilities, even where such infrastructure exists. Poor lighting, hidden corners, and
enclosed pedestrian bridges or underpasses are frequently cited by communities as spaces that feel
unsafe, particularly for women, youth, and the elderly. In some locations, individuals report choosing
to cross busy roads or freeways illegally rather than use pedestrian overpasses, preferring the risk of
being struck by a vehicle over the risk of being attacked in a dark or enclosed space. This behavioural
pattern was confirmed in local research (Zuidgeest & Sinclair, 2016)28, reinforcing the importance of
integrating personal safety considerations into road safety planning.

From a Safe System perspective, this convergence of crime risk and crash risk requires a coordinated
response that involves both transport and safety agencies. Urban planning and road design must
promote natural surveillance through open visibility, avoid isolated pedestrian routes, and improve
lighting and social presence. In this way, infrastructure designed for road safety will not be
undermined by conditions of personal insecurity.

4.15. Summary of Key Road Safety Gaps

A synthesis of the current state of road safety in Cape Town highlights both strengths and persistent
systemic gaps that contfinue to limit reductions in fatalities and serious injuries. Despite ongoing
strategies, infrastructure investments, and enforcement efforts, the burden of road frauma remains
disproportionately borne by vulnerable road users, particularly pedestrians.

Key challenges include spatial inequality and high exposure to risk in vulnerable communities;
limitations in crash data quality and system integration that constrain evidence-based decision-
making; and inconsistent post-crash response and emergency coordination, particularly outside
SANRAL-managed freeway corridors. Enforcement and offence adjudication inadequacies,
including licensing gaps and poor compliance, reduce deterrence. Personal security undermines the
effectiveness of pedestrian and non-motorised transport infrastructure. These challenges are
compounded by institutional fragmentation, which limits the ability to scale proven, area-based
safety interventions.

Addressing these challenges requires a more integrated, data-driven, and people-centred
approach that strengthens coordination, improves decision-making, enhances enforcement, and
prioritises safer infrastructure and post-crash care.

28 Zuidgeest, M. & Sinclair, M. (2016). Investigations into pedestrian crossing choices on Cape Town freeways. Transportation
Research Part F: Traffic Psychology and Behaviour, 41, 158-169. https://doi.org/10.1016/j.1rf.2015.07.006
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These challenges and required shifts inform the strategic direction of the Strategy and provide the
foundation for the Vision and Guiding Principles outlined in Chapter 5, which define the City’s long-
term ambition and the approach needed to achieve a safer road system for all.
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5. Vision and Guiding Principles

This chapter sets out the Strategy’s vision and guiding principles. The vision defines the long-
term road safety outcome the City seeks to achieve. The guiding principles describe the
approach that should be applied when planning, designing and managing the road
transport system. Together, they shape the strategic areas, which identify where effort and
resources must be directed to achieve the vision. Figure 14 illustrates this progression.

A Safe Road Network for All:
Reducing Road Fatalities to Below 10 Per 100,000 Population
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Figure 14:Structure of the Road Safety Strategy, showing the link between the vision, guiding
principles, and strategic areas

5.1.Vision

The City envisions a road network in which all people are safe and feel safe. Through
sustained, systemic improvements, the City aims to reduce road traffic fatalities and serious
injuries by promoting responsible road user behaviour, delivering safer and more forgiving
infrastructure, enabling safer vehicles, and strengthening road safety governance. Guided
by the Safe System Approach and aligned with the United Nations Decade of Action for
Road Safety 2021-2030, the City commits to conftributing to the global reduction of road
traffic harm, with a target to reduce the road traffic fatality rate to below 10 deaths per 100
000 population.

5.2.Guiding Principles

5.2.1. Safe System Design and Infrastructure

The City embraces a Safe System Approach that accepts that people make mistakes, but that
those mistakes should not lead to death or serious injury. Roads, vehicles and the transport
environment must be designed to protect everyone.
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5.2.2. Shared Responsibility and Accountability

Creating safer roads requires commitment from all partners. Government, civil society, the private
sector and road users each share responsibility. The City will strengthen cooperation, define clear
roles and tfrack progress through regular monitoring and evaluation. Shared responsibility and open
communication will build a culture of safety and trust.

5.2.3. Informed and Responsible Road Users

Road users must understand what is expected of them and why it matters. The City will support
education and awareness campaigns to promote responsible behaviour. Clear, consistent messages
will help keep safety top of mind and encourage compliance with the rules. This applies to
pedestrians, cyclists and drivers alike.

5.2.4. Enforcement and Adjudication for Safer Behaviour

Strong and fair enforcement ensures that road traffic laws are consistently applied and respected.
Visible enforcement discourages dangerous conduct such as speeding, impaired driving, and other
high-risk behaviours. A credible adjudication system, referring to the formal legal and administrative
processes through which traffic offences are reviewed, processed, and resolved by authorised
bodies such as traffic authorities, courts, and adjudication agencies, is equally important. For
enforcement to be effective, offences must be followed by appropriate, proportionate, and fimely
penalfies, ensuring that consequences are consistently applied and clearly linked to the severity of
the violation. Together, effective enforcement and a transparent, efficient adjudication process
strengthen accountability, reinforce compliance, and build public trust in the road safety system.

5.2.5. Data Driven Leadership and Continuous Improvement

The City will use reliable, high-quality data to identify risks and guide interventions. Continuous
improvement of data collection, verification and integration processes will strengthen the accuracy
and completeness of crash and performance information. Crash and performance data will shape
plans and actions, ensuring that interventions are evidence-based and targeted. Progress will be
reviewed regularly to ensure that goals remain ambitious, realistic and measurable. A sustained focus
on continuous learning, innovation and data quality enhancement will enable the City to adapt and
progressively improve road safety outcomes over time.
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6. Interrelated Strategic Areas and Enablers

Cape Town's road safety challenges are significant but solvable. The strategic areas that follow are
designed fo respond to the following problem statement:

Cape Town faces a high rate of road fatalities, with pedestrians accounting for the majority of those
killed. Traffic enforcement is less than effective, and lawless driver behaviour further undermines
safety. In many areas, road infrastructure does not adequately support safe speeds or protect
vulnerable users, while weak data systems limit effective planning and response. Fragmented efforts
across institutions further constrain coordinated action.

Inspired by the global best practice Safe Systems Approach and drawing from local crash data, and
extensive stakeholder engagement, this strategy identifies four interrelated strategic areas and three
enablers that prioritise systemic action to realise the vision of a road network in which all people are
safe and feel safe.

6.1.Interrelated Strategic Areas

6.1.1. Safer Vehicles

Vehicle condition plays a key role in road safety. This strategic area addresses concerns about
unroadworthy vehicles, unsafe driver conduct, and a need for regulatory alignment.

Examples:

6.1.1.1. Randomised roadside inspections for commercial and public transport vehicles;

6.1.1.2. Advocacy for national reforms to vehicle testing and driver licensing standards;

6.1.1.3. Collaboration with licensing authorities fo improve enforcement and compliance; and

6.1.1.4. Diversionary education programmes for selected offences, requiring offenders to
complete approved road safety courses as part of compliance or eligibility for reduced
penalties.

This aligns with the strategic goal of promoting safe vehicles and enhances efforts to support
professional road user conduct.

6.1.2. Safer People

Infrastructure and enforcement alone will not create lasting change. Promoting respectful and
informed road use requires sustained behavioural interventions that engage communities and
embed safe road-use norms from an early age, so that children and young people grow up with a
culture of safety that carries through into adulthood.

Examples:

6.1.2.1. Road Safety Culture Campaign;
6.1.2.2. Behavioural Road Safety Evidence Repository; and
6.1.2.3. Safer School Zones Programme.

6.1.3. Safer Speeds
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Speed remains a crifical determinant of crash and injury severity. This strategic area prioritises
context-appropriate speed limits and ensuring appropriate speeds for a given environment.

Key interventions:

6.1.3.1. Speed Management Plan and Speed Limit Review Plan;
6.1.3.2. Traffic Calming Programmes; and
6.1.3.3. Data-driven prioritisation of enforcement using enforcement speed heat maps.

6.1.4. Safer Roads

More than 63% of road deaths in Cape Town involve pedestrians, parficularly in low-income
communities with unsafe or missing infrastructure. This strategic area targets high-risk corridors and
nodes for safety retrofits and proactive design, applying forgiving infrastructure principles that cater
to pedestrians and cyclists in particular.

Examples:

6.1.4.1. High-Risk Corridor NMT Implementation Programme;

6.1.4.2. Traffic calming Programme;

6.1.4.3. Road Safety audits and appraisals for road infrastructure; and
6.1.4.4. Dedicated Vulnerable Road User Protection Plan.

These actions align with the strategic goal of providing safe road infrastructure for responsible road
users.

6.2.Enablers

To realise these strategic areas, the following cross-cutting enablers have been identified:

6.2.1. Evidence-Based Planning and Data Systems

Effective safety management requires high-quality data, integrated systems, and the ability to
convert information into insight. This enabler leverages digital tools and big data, to make safety
planning smarter and more proactive.

Examples:

6.2.1.1. Crash Hotspot identification Programme;

6.2.1.2. Improvement of crash data and spatial quality;

6.2.1.3. Data-driven Road Safety Enforcement operations;

6.2.1.4. Behavioural Road Safety Evidence Repository; and

6.2.1.5. Road safety-related data sharing and integration across systemes, institutions &
stakeholders.

This directly supports the goal of building a foundation of good road safety information and
intelligence.

6.2.2. Institutional Capacity, Coordination, and Governance

Sustainable road safety requires clear mandates, cross-departmental coordination, and stable
funding. This enabler ensures that road safety is mainstreamed across the City’s institutional fabric.
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Examples:

6.2.2.1. Road Safety Governance, partnerships and Institutionalisation Plan;
6.2.2.2. Road Safety Resourcing advocacy; and
6.2.2.3. Prosecution and Adjudication Capacity Strengthening.

6.2.3. Post-Crash Care

A key but often overlooked element of the Safe System approach is how quickly and effectively
victims receive medical care after a crash. Improving survivability requires both infrastructure and
institutional response mechanisms.

Examples:

6.2.3.1. Post-Crash Emergency Response Evaluation;

6.2.3.2. Advocate for measures to ensure the safety and security of EMS crews responding in
high-crime and high-risk areas; and

6.2.3.3. Advocate forimproved EMS (provincial and private) and Forensic Pathology Services
response times, and for increased ambulance and SAPS capacity.
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7. Strategy Implementation

The success of this Strategy lies in its implementation, in actually making it happen on the ground.
The Strategy will inform a coordinated investment and operational programme by the City, in close
collaboration with partner transport agencies, enforcement entities, community stakeholders, and
the private sector. This is not a once-off initiative but a structured, data-driven, and evolving
programme of action to systematically reduce road trauma across the metropolitan transport
network.

This Strategy is intended to be a living document. It will be reviewed on a five-year cycle to ensure
that its vision, outcomes, and strategic priorities remain relevant and aligned with emerging risks,
evolving evidence, policy and legislative developments. The Implementation Framework will be
reviewed annually to monitor performance, assess progress against fargets, incorporate lessons from
implementation, and adjust actions and resource allocations where required.

7.1. Implementation Planning and Institutional Responsibility

A detailed Road Safety Implementation Plan will be developed following the adoption of this
strategy. This Plan will include clear:

7.1.1. Budget allocations and resource commitments for each programme or intervention;
7.1.2. Timelines and deliverables;

7.1.3. Assigned accountability to relevant departments within Urban Mobility, Safety & Security,
and other City directorates; and

7.1.4. Cross-sector coordination mechanisms, particularly where education, enforcement, and
infrastructure overlap.

The Implementation Plan will also be linked to existing City instruments such as the Transport Sector
Plan, various Infrastructure Programmes, the Walking and Cycling Programme, and the Road Safety
Education and Marketing Programme, as well as relevant directorate’s scorecards thereby ensuring
cross-functional infegration and maximising impact from available resources.

7.2. Prioritisation and Phased Delivery

Implementation will follow a phased and prioritised approach. A prioritisation matrix will be
developed to guide the sequence and scope of actions. Inferventions will be assessed based on:

7.2.1. Assessment Ciriteria

7.2.1.1. Ease of implementation (Quick wins)
7.2.1.2. Cost-effectiveness; and
7.2.1.3. Alignment with City's priorities.

7.2.2. Early-phase implementation will focus on:

7.2.2.1. High-risk crash locations and corridors;

7.2.2.2. Pedestrian-heavy areas;

7.2.2.3. School zones;

7.2.2.4. Routes to schools; and

7.2.2.5. Locations with inadequate infrastructure for vulnerable road users.
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Priority will also be given to interventions that deliver multiple co-benefits, such as combining traffic
calming measures with NMT, lighting, and universal access improvements.

7.3. Enabling Conditions and Capacity Building
Effective implementation requires the establishment of key enabling conditions, including:

7.3.1. Improved road safety governance and coordination mechanisms;
7.3.2. Upgraded data systems and analytic capabilities for better targeting and evaluation;

7.3.3. Capacity building for municipal staff in enforcement, engineering, and community
engagement; and

7.3.4. Sustainable funding allocations and access to external funding sources where possible (e.g.,
Road Accident Fund grants, SANRAL partnerships, or donor-supported initiatives).

These foundational themes will be addressed as a priority, as they underpin the successful delivery
of all other interventions.

7.4. Monitoring, Evaluation and Adaptive Learning

A dedicated Performance Management Plan will be developed to frack implementation progress,
evaluate effectiveness, and support evidence-based decision-making. The plan will apply the
SMART principle to all programme indicators, ensuring that targets are Specific, Measurable,
Achievable, Relevant, and Time-bound.

Each programme or intervention within the Strategy will therefore be guided by:

7.4.1. Clearly defined targets and KPIs (e.g., a % reduction in pedestrian fatalities by 2040; %
increase in seatbelt usage by 2030; % reduction in crashes involving public fransport vehicles in
priority corridors etc.), reduction in crash and fatality rates, offence rates etc.;

7.4.2. Baseline and outcome indicators, fo measure change over time and assess impact relative
to existing conditions;

7.4.3. Annual reporting requirements, infegrated with the City's broader performance reporting
processes to ensure accountability, transparency, and budget alignment; and

7.4.4. Mechanisms for adaptive learning, including mid-course corrections, feedback loops, and
the documentation of implementation challenges and successes.

Progress will be incorporated into the annual update of the Transport Sector Plan, and performance
will be reviewed alongside the City's strategic Key Performance Indicators (KPls). Where
underperformance is identified, the responsible units will be required to propose responsive actions
to realign with strategic goals. This approach will ensure that road safety implementation remains
agile, focused, and confinuously improving.

7.5. Guiding Questions for Implementation Planning
The Implementation Plan will respond to the following practical questions:

7.5.1. Who needs to do what, by when;
7.5.2. What dependencies or prerequisites exist, and when must they be resolved;

7.5.3. Whatresources (human, financial, institutional) are assigned or required;
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7.5.4. How will risks, uncertainties, and emerging challenges be navigated; and

7.5.5. How effectiveness will be monitored and measured.

7.6. A city-Wide Effort

Road safety in Cape Town is a shared responsibility. This Strategy cannot be implemented by a single
directorate. Its success depends on cross-departmental alignment and active collaboration across
the City, community participation, provincial and national coordination, and consistent political
support. It also requires behavioural change at every level, from institutional culture to individual
responsibility.

7.7. Programmes

The success of the Strategy will be determined by the delivery of targeted programmes and projects
that reflect the strategy’s Safe System vision and its thematic strategic areas. These programmes will
include new initiatives, expansions of current interventions, and improvements to existing City efforts.

Programmes will be structured according to their alignment with the strategic areas of the RSS. These
programmes are structured into short-term (by 2030), medium-term (by 2040), and long-term (by
2050) horizons, enabling phased, realistic execution in a resource-constrained environment.

7.7.1. Short-Term Programmes (By 2030)

The focus in the short term will be to build institutional momentum, strengthen partnerships, and lay
the foundational groundwork to reduce fatalities in high-risk locations. The aim is fo reform how safety
is planned, prioritised, and delivered across City functions.

7.7.1.1. Key short-term programmes:

a) Crash Hotspot Identification Programme;

b) Traffic Calming Programme;

c) Safer School Zones Programme;

d) Infrastructure Design Standards Review;

e) Dedicated Vulnerable Road User Protection Plan;

f) Area-Based Road Safety Planning;

g) Formalise Road Safety Audits and Appraisals;

h) Improvement of Crash Data and Spatial Quality;

i) Investigation of a general review of posted speed limits across the City of Cape Town's urban
environment;

i) Road Safety Governance and Institutionalisation Plan;

k) Speed Management Plan and Speed Limit Review;

) Road Safety Enforcement Operational Framework;

m) Road Safety Culture Campaign; and

n) Road Safety Resourcing advocacy

7.7.2. Medium-Term Programmes (By 2040)

The medium term focuses on embedding road safety as a sustained organisational practice rather
than a series of isolated interventions. Programmes in this phase expand partnerships, strengthen
behavioural evidence, resource safety delivery, and implement corridor-based walking and cycling
improvements.
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7.7.2.1. Key medium-term programmes:

a) High-Risk Corridor NMT Implementation Programme;
b) Expanded Road Safety Partnership Network;

c) Post-Crash Emergency Response Evaluation; and
d) Behavioural Road Safety Evidence Repository;

7.7.3. Long-Term Programmes (By 2050)

The long term aims to institutionalise a people-first safety culture by embedding road safety across
all City policies, infrastructure, and justice systems. This phase focuses on sustained culture change,
strengthened prosecution and accountability, advanced research and data capability, and long-
term governance arrangements to support the strategy vision.

7.7.3.1. Key long-term programmes:

a) Cenfiralised Road Safety Research and Data Centre;
b) Sustained Road Safety Culture Improvement Campaign; and
c) Advocacy for Prosecution and Adjudication Capacity Strengthening;

Table 4 provides an indicative packaging of priority activities into structured programmes. These
programmes are aligned with the key themes and pillars of the Strategy and are designed to drive
coordinated action across the City's departments and stakeholders. The list is not exhaustive; it
represents a starting point for implementation and will be expanded and refined through the
development of the detailed Implementation Plan and accompanying Performance Management
Framework.

Road Safety Strategy for the City of Cape Town Page 44 of 49



Table 4: Implementation Programmes of the Strategy

Short Term Programme

Programme / Project Activity Description Lead Supporting Strategic
Department(s) Departmenti(s) Areas/Enabler
Crash Hotspot identification Identify and treat high-risk locations through | CCT-TP&NM SANRAL Safer Roads
Programme safety audits, blackspot crash cluster analysis, WCG_Infrastructure
and engineered interventions. CCT-3&S WCG_Mobility
Planning and implementation of fraffic | CCT-TP&NM Developers Safer Roads
calming measures around schools and public
Traffic Calming Programme facilities to protect vulnerable road users.
Implement targeted road safety | CCT-TP&NM WCG-Mobility Safer People

interventions around schools, including traffic
calming, high-visibility signage, scholar patrol
support, peak-period traffic management,
and safer routes to schools to reduce speeds
Safer School Zones Programme and improve learner safety

CCT-S&S Safer Roads

Review and revise Infrastructure related | CCT-TP&NM Urban Planning Safer Roads
Infrastructure Design Standards Design Standards and frameworks to embed
Review safety principles citywide.

Develop an internal advocacy framework o | CCT-TP&NM Urban Planning, | Safer People
reduce crashes involving vulnerable road NMT
users by promoting the adoption of higher
standards that prioritise vulnerable road
Dedicated Vulnerable Road User users, particularly pedestrians, across the
Protection Plan road network
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Develop Area-Based Safety Plans for priority | CCT-TP&NM WCG-Mobility Safer Vehicles
areas and establish a clear prioritisation WCG-Infrastructure
framework to  guide the phased | CCT-S&S SANRAL Safer People
development of future ABSPs across the City. SAPS - Safer Speeds
Communities
CCT-Health Safer Roads
WCG-Heath
Evidence-Based
Planning and Data
Systems
Institutional
Capacity,
Coordination, and
Area-Based Road Safety Planning Governance
Formalise and implement road safety audits | CCT-TP&NM Developers Safer Roads
Formalise Road Safety Audit and and appraisals across applicable road and
appraisals infrastructure projects
Improve the quality, completeness, and | CCT-TP&NM WCG-Health Evidence-Based
spatial accuracy of crash data to strengthen SANRAL Planning and Data
Improvement of crash data and road safety analysis, priorifisation, and SAPS Systems
spatial quality monitoring. CCT-S&
Formalise and strengthen road safety | CCT-TP&NM NGOs Institutional
governance and partnerships by establishing Civic Society Capacity,
new, and formalising existing, Memoranda of WCG Coordination, and
Agreement (MoAs) with key stakeholders to SANRAL Governance
clarify roles, enable data sharing, and SAPS
support coordinated action, while Other

Road Safety Governance,
partnerships and Institutionalisation
Plan

simultaneously assessing current governance
arrangements to identify institutional gaps
and develop a clear cooperation framework
that defines roles, accountability, and
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decision-making structures for effective
delivery of the Strategy.

Speed Management Plan and Speed
Limit Review Plan

Develop a citywide speed management
framework to guide the sefting, review, and
rationalisation of speed limits across the road
network, aligned to road function, land use,
and risk profile, including an evidence-based
assessment of the feasibility and implications
of reducing general urban speed limits to 50
km/h.

CCT-TP&NM

CCT-S&S

Urban Design

Public

Safer Speeds

Road Safety Enforcement
Operational framework.

Develop clear, detailed operational plans
that prioritise road safety outcomes and
performance monitoring, with a focus on
high-risk areas identified through crash data
analysis.

CCT-S&S

CCT-TP&NM

Safer Vehicles
Safer People

Safer Speeds

Road Safety Culture Campaign

Design a flagship, citywide road safety
media campaign focusing on education on
key determinants of traffic fatalities,
incorporafing a recognisable mascot to
support  consistent  messaging,  public
engagement, and behaviour change.

Corporate

Communication,

Urban Mobility,

Communication,

TP&NM,
Communities

Communities

SANRAL

WCG

Safer People

Road Safety Resourcing advocacy

Conduct a needs analysis to assess and
strengthen the City's current road safety
capacity  (skills, staffing, systems, and
operational resources) to support effective
implementation. Advocate for dedicated
funding and additional human resources to
upgrade existing road infrastructure with
high-quality pedestrian and cycling facilities,
prioritising safety and universal accessibility.

TP&NM,

Institutional
Capacity,
Coordination, and
Governance
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Medium Term Programme

Programme / Project

Activity Description

Responsible
Department

Supporting
Department(s)

Strategic
Areas/Enabler

driven repository of crash, enforcement, and

Communication,

Implement Walking and Cycling interventions | TP&NM Safer Roads
along high-risk corridors, in accordance with
the City’s NMT Network Implementation Plan, SANRAL
fo improve safety and accessibility for WCG
High-Risk Corridor NMT Implementation | pedestrians and cyclists  (Walking and
Programme Cycling Strategy).
Expanded Road Safety Partnership | Expand partnerships established in the short | TP&NM, NGOs Institutional
Network ferm to include additional national and Civic Society Capacity,
private sector stakeholders, strengthening WCG Coordination, and
coordination, collaboration, and collective SANRAL Governance
action across the road safety system. SAPS
Other
Develop and maintain a centralised, data- | Corporate Communities Evidence-Based

Planning and Data

health data fo identify and prioritise key | Urban  Mobility, SANRAL Systems.
behaviouralrisk factors contributing to serious | Communication,

: : WCG Institutional
and fatal road crashes, informing targeted | TP&NM, -
interventions, enforcement strategies, and | Communities Copoc.:ﬁy,.
area-based safety planning. Coordination, and

Governance

Behavioural Road Safety Evidence
Repository
Post-Crash  Emergency  Response | Evaluate post-crash emergency response | EMS Post-Crash Care
Evaluation fimes against the “golden hour” benchmark

fo identify gaps or concerns, and where CCT-TP&NM,

r?ecess'ory advocate for.lmproved response City Health

times, increased capacity, and enhanced
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protection for EMS personnel responding fo
high crime areas.

Intelligent Road Safety & Enforcement
Programme

Programme / Project

Investigate and identify infrastructure and
technology solutions that can significantly

reduce the workload of enforcement staff
and minimise instances requiring
standdowns.

Long Term Programme

Activity Description

CCT-TP&NM

Safety and
Security

Responsible
Department

WCG

SANRAL

Supporting
Department(s)

Safer Roads

Evidence-Based
Planning and Data
Systems

Strategic
Areas/Enabler

Centralised long-term research and

data analysis centre

Establish a centralised, cross-disciplinary
research and data analysis centre to support

Urban Mobility

Evidence-Based
Planning and Data

evidence-based road safety decision- Systems
making.
Sustained Road Safety  Culture | Continue and strengthen road safety culture | Urban Mobility Safer People
Improvement Campaign initiatives through sustained funding and )
consistent  on-the-ground presence, | C1tY o
reinforcing safe road user behaviour, | COmMmMunication
maintaining visibility, and embedding long-
term behaviour change across the city.
Prosecution and Adjudication | Advocate for strengthened prosecution and | Urban Mobility Courts Institutional
Capacity Strengthening adjudication capacity to improve the Capacity,
progression of traffic offences from arrest to SOfeTY and | Dol Coordination, and
prosecution,  increasing  certainty  of | Security Governance

outcomes and enhancing the deterrent
effect of enforcement.
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