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ABSTRACT 
 

Most motorists applauded the announcement of scrapping e-tolls on the Gauteng 
Freeways. Most media outlets interpreted the scrapping of e-tolls as a debt victory for the 
South African National Road Agency SOC Ltd. (SANRAL). The decision taken left the 
Gauteng provincial government and national government with a debt of 47 billion rand, 
which is split into a proportion of 30/70. On top of the latter decision, the Gauteng 
provincial government would cover its estimated road maintenance costs of over 2 billion 
rand each year for the upcoming three years. Moreover, the Premier of Gauteng agreed to 
refund 6.9 billion rand to motorists who have been complying with their e-toll payments. 
This is a scholarly research paper that examines possible ways available to the Gauteng 
provincial government to cover the latter debt, the refund, and continue to maintain good 
freeways. Possible solutions suggested by the Finance Minister and the Premier includes 
the building of manual tolls, increasing fuel costs, and increasing licensing costs within the 
province. The researcher in this scholarly research paper also discusses the road funding 
options used in South Africa and elsewhere. Finally, the researcher recommends the 
optimal solution for the Gauteng provincial government. 
 
1. INTRODUCTION  
 
On October 26th, 2022, the Minister of Finance, Mr. Enoch Godongwana, of the Republic 
of South Africa, tabled the medium-term budget in Cape Town. In his medium-term 
budget, the Minister announced the scrapping of electronic toll collection (e-toll) on the 
freeways of Gauteng province. E-tolls were implemented in 2013 by SANRAL, a parastatal 
established in 1998 that is responsible for providing and managing a safe national road 
network that enables and contributes to economic growth and social development in the 
country. SANRAL operates under the Ministry of Transport as its sole shareholder, and 
part of SANRAL's strategy is realizing its mandate to evolve a financing mechanism that is 
not fully dependent on government budgetary allocations (SANRAL 2012). Thus, in July 
2008, SANRAL launched a Domestic Medium-Term Note (DMTN), a finance instrument 
that allows for flexibility in raising finance for toll road construction. According to Mawela, 
Ochara and Twinomurinz (2016), the DMTN program is supported by credit ratings issued 
by Moody’s Investors Service in 2008, which allowed SANRAL to secure finance to begin 
construction on the Gauteng Freeway Improvement Project (GFIP) e-toll project. The GFIP 
e-toll project was approved by the Cabinet of the South African Government in 2007 
(Department of Transport, 2012; Ebbers & Van Dijk, 2007). The GFIP e-toll project was 
conceptualized to comprise three phases, of which Phase I, which included substantial 
upgrading of approximately 185 km of freeway (N1, N3, N12, and R21 routes), was to be 
followed by an e-toll strategy to charge users of the roads (Mawela, Ochara, and 
Twinomurinz 2016). The implementation of the GFIP e-toll project has not been warmly 
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welcomed, with research scholars such as Van der Groenendaal (2014) and Manley and 
Gopaul (2015) stating that the introduction of e-tolls hinders small and medium businesses 
and transport organizations. This was primarily due to rising municipal costs, fuel costs, 
and taxes, as well as the tire disposal levy, according to research scholars Groenendaal 
(2014) and Manley and Gopaul (2015). Both research scholars were supported by Chance 
(2014), who further added that the timing for the introduction of e-tolls was bad, postulating 
that this was due to the recession, which was hindering small and medium businesses to 
either retrench their employees or scale down their business models. Not only academics 
but also some motorists, paid protestors, and political and labour leaders have spoken out 
against the implementation of e-tolls. Leading the anti-e-tolls movement from the front was 
the Opposition to Urban Tolling Alliance (OUTA). OUTA was a non-profit organization 
formed in March 2012. It is said by OUTA (2013) that SANRAL claimed the following as 
the basis for the introduction of e-tolls: 
 

• That they (SANRAL) needed to collect e-tolls to repay the debt incurred when the 
roads were upgraded because the entity could not afford further downgrades by 
international credit rating institutions.  

• Three-lane roads had been expanded to five-lane and six-lane roads. 
• The e-tolling system would contribute to the fight against vehicle cloning.  
• The government had made several concessions to minimize the financial burden on 

the users of the GFIP network, with tariffs reduced and registered public transport 
exempt.  

• Tolling would bring benefits such as job creation and infrastructural investment and 
would not hurt the poor.  

• The highest income quintile would pay 94% of e-tolls for passenger vehicles. 
 
The wheel behind the movement started to come off on May 22, 2013, when OUTA was 
noted to be absent from a coterie in Johannesburg. In this coterie were the COSATU 
provincial secretary, a Catholic priest, a handful of bikers, a leader of the minibus taxi 
association, a member of the Treatment Action Campaign, and a leader from the National 
Association of School Governing Bodies. The presence of a minibus taxi association 
leader was oblivious, as the government had exempted minibus taxis from paying e-tolls 
because they form part of public transport. But when questioned, the oblivious minibus taxi 
association leader said he is sceptical that the government will keep its promise, and 
therefore, he supports this anti-etoll movement by hook or by crook. The wheels behind 
the anti-e-toll movement were finally off when OUTA lost its appeal in the Supreme Court 
of Appeal on October 9, 2013. The loss of appeal was followed by an announcement by 
the then Transport Minister Dipuo Peters, who on November 20, 2013 said that e-tolls 
would go live on December 3, 2013. A last-minute attempt by a small political group to halt 
the movement of e-tolls failed, as e-tolls were operational on December 3rd, 2013. 
 
From the 3rd of December 2013 to the 26th of October 2022, the e-toll debt caused by the 
non-payment of more than 83% of motorists who are non-complaint stood at R47 billion 
owed by SANRAL. On October 26, 2022, the national government decided to bail out 
SANRAL by taking on 70% of the total 47-billion-rand debt, which amounts to 32.9 billion 
rand. The remaining 30%, which amounts to 14.1 billion rand, is placed under the Gauteng 
provincial government on the condition that the provincial government will further cover its 
estimated road maintenance costs of over 2 billion rand each year for the upcoming three 
years. The provincial government did not stop there, as on January 6, 2023, Gauteng 
Premier Mr. Panyaza Lesufi announced and promised to reimburse motorists who had 
previously paid for e-tolls. The Premier added that the number of motorists who would be 
refunded is not large as the system has a 17% compliance rate, although the refund sum 



is around R6.9 billion. During the announcement of the scrapping of e-tolls, the finance 
minister gave possible solutions that the provincial government can use to pay off its 30% 
debt and maintain good freeways; among those possible solutions were an increase in 
manual tolling costs and the building of new manual tolls. The possible solutions were 
welcomed by the Premier, who added the following possible solutions: an increase of  
3 cents in fuel costs within the province and an increase in vehicle registration costs as a 
means to pay off the 30% debt, the refunds, and also maintain good freeways. 
 
The main aim of this scholarly research paper is to examine the recently suggested 
solutions by both the Finance Minister and the Gauteng Premier. The researcher will 
discuss the suggested road funding options as well as road funding options used in South 
Africa and other countries that use similar options; this will be done in the section to follow. 
Finally, the researcher will recommend the optimal road funding option for the Gauteng 
provincial government to pay off the debt and refund while also maintaining good 
freeways. 
 
2. ROAD FUNDING OPTIONS  
 
Road funding options, according to Odeck and Kjerkreit (2010), refer to the numerous 
revenue sources gathered to maintain and enhance a country's road network. Thus, road 
funding is closely related to road asset management, as it seeks to optimize the quantity 
and distribution of road maintenance revenue in connection to medium- and long-term 
outcomes on road conditions and road user charges (Asian Development Bank, 2018). In 
the subsections to follow, the researcher discusses literature on road funding options, 
starting by briefly discussing the road funding used in South Africa and then discussing 
each road funding option in detail. 
 

 
2.1 Road Funding in South Africa 

As mentioned in the introduction, the responsibility for road maintenance and construction 
in South Africa lies with SANRAL, a parastatal. The latter is true to a certain degree, as 
SANRAL is only responsible for national roads but may intervene to take over any road if 
requested by a provincial or local municipality for maintenance and construction of a local 
road. According to the Automobile Association (AA) (2019), a "national road" is any road 
designated as such by the Minister of Transport. Though this designated duty given to the 
Minister of Transport is done under the recommendation of SANRAL, as SANRAL is solely 
responsible for national roads, the responsibility of local roads sits with the provincial, 
district, and local municipalities. Under SANRAL and the National Roads Act of 1998, the 
parastatal is allowed to receive funding from a variety of sources in order to fulfil its 
mandate, which, according to AA (2019), includes: 

• Capital investments or loans made by the state. 
• Revenue generated from fuel taxes in accordance with any applicable law. 
• Loans. 
• Interest from cash balances or investments. 
• Revenue generated from participation in joint venture. 
• Revenue generated from the sale of assets. 
• Revenue generated from tolls. 
• Revenue generated from collecting fines. 
• Revenue generated from developing, leasing, or managing assets. 
• Revenue generated from any fees collected. 
• Parliamentary appropriations. 
• Revenue generated from grants, donations, or inheritances. 



 
2.2 Tolling 

According to Albert and Mahalel (2006), tolling is a direct road user charge that has been 
effective for years as it has been an excellent tool to achieve and maintain better roads. 
The "road user charge" is a concept that states that anyone who uses or benefits from the 
roads should pay for their improvement and maintenance. Moreover, the concept of the 
road user charger is seen as a good means to reduce traffic on roads and also to improve 
the environment (Jou & Huang, 2014). As later cited by the researcher, AA (2019) posited 
that SANRAL does receive revenue from tolling. There are many other countries that use 
tolls as part of their road funding, including Sweden, Morocco, and Nigeria, but only 
Singapore uses tolls exclusively as part of its road funding. SANRAL has three tolling 
systems, namely: 

• Traditional toll collection: Toll plazas are located on open roads or highways, and 
drivers are compelled to stop and pay while on route to their destinations.  

• Electronic toll collection (ETC): This is a cashless system in which road users pay 
for road usage using card facilities or e-tags at toll plazas or toll booms. The road 
user's vehicle must still slow down; however, after the user has paid by card or the  
e-tag device is identified, the toll boom will open to allow the road user to pass.  

• E-tolls: This tolling system is similar to ETC, except it does not require a road user to 
stop. A gantry structure is placed above a highway or open road, and the use of a 
road user is identified using technology attached to the gantry structure. Road users 
should be issued an e-tag, from which payments are deducted. If a motorist does not 
have an e-tag, photos will be taken when the motorist goes through the gantry, and 
the vehicle will be recognized by verifying the license plate. The owner of the vehicle 
in question will subsequently be charged. An e-tag is a tiny electronic gadget that 
road users may acquire at a low cost from SANRAL and some retail outlets and that 
must be preloaded and put on the windscreen of a vehicle. 

 

 
2.3 Fuel Levy  

Fuel levy is the most general way to tax road users and is used by most countries, but 
China is the only country that uses fuel levy as their only option for road funding (AA, 
2019). This kind of levy is popular because of its simplicity, ease of application, and overall 
cost efficiency, as well as its most essential attributes: 

• It is paid based on the distance (kilometres) travelled.  
• It changes depending on the characteristics of the vehicle, such as mass and power. 
• It fluctuates depending on the pace at which the vehicle travels and the manner in 

which it is driven (therefore, to some degree, the fuel tax may account for or 
internalize the cost of congestion). 

One significant advantage of the fuel levy is that it provides a solid measure for evaluating 
road usage that is relevant to both benefits and satisfying demands. It is an appealing 
basis for the collection of road expenditures because of the clear link between the fuel levy 
and road usage. It is almost impossible to avoid this levy, and the administrative 
expenditures are small in comparison to the overall money generated. It is also popular 
with the general populace since it is paid at regular intervals and in modest quantities to 
meet urgent needs. Nonetheless, it has flaws, notably the inability to collect all expenses 
connected with large trucks. A conceivable solution is a differential levy on petrol and 
diesel in which diesel users (mostly heavy vehicle owners) pay a greater rate than petrol 
users. According to a study done by the University of Stellenbosch in 2019 for the 



Southern African Bitumen Association (SABITA) and the South African Road Federation 
(SARF), diesel vehicles make up 35% of the vehicle fleet market in South Africa. 
  

 
2.4 License Fees  

License fees are paid for certain periods of time, generally a year, in order to operate a 
vehicle on a public road. The amount due is determined by a number of parameters, such 
as mass, size, engine capacity, kind, and value, but not distance travelled. Apart from fuel 
levies, the most popular method of charging road users is licensing. In addition to the 
administrative costs incurred by licensing authorities, license revenue is often used to fund 
fixed road expenditures. Because the amount of road usage has no bearing on licensing 
rates, it cannot be used to discourage marginal journeys. In South Africa, licensing fees 
vary by province and are based on tare mass, independent of carrying capacity, with little 
regard for the real expenses incurred by each kind of vehicle. There have been efforts to 
link licensing payments to gross vehicle mass and modify them to more realistic levels, but 
this has yet to be implemented (University of Stellenbosch, 2019). 
 

  
2.5 Road Transport Permits 

Road freight conveyers must pay permits for the transfer of anomalous loads in addition to 
the aforementioned yearly licensing fees. All public transport operators that transport 
people must have permission to do so, and this permission is granted through a road 
transport permit also referred to as a passenger operating license by the Provincial 
Registrar Entity. In South Africa, revenue collected from road transport permits is used as 
a source of revenue to fund roads. Lastly, road transport permits are not often seen as a 
method of recovering road expenses, and they are not directly tied to vehicle attributes. 
 

 
2.6 Tax Levied on Import of Vehicles  

New vehicles are taxed in the form of import duty, which is meant to protect and support 
the local vehicle manufacturing industry, and excise duty, or purchase tax, which is paid on 
locally made vehicles (Stellenbosch University, 2019). Excise duty is a consistent source 
of revenue that can be tailored to encourage the use of a specific type of vehicle, such as 
for safety, air pollution, or fuel savings. Both types of tax are only applicable to new 
vehicles, in contrast to annual licenses, which are payable in respect of all vehicles, old 
and new. Although the main purpose of import duty might be the protection of local vehicle 
manufacturers, it is usually considered a source of revenue that contributes to road 
funding. 
 

 
2.7 Tax Levied on Tyres  

Taxes levied on tires reflect another option of cost associated with road usage. Tyre wear 
and tear, and consequently taxes, are progressive and usage-based (Stellenbosch 
University, 2019). According to Wangs (2017), tires wear quicker in urban traffic because 
constant braking, changing speeds, and curves increase friction and cause the tires to 
degrade faster. However, there are drawbacks to the tire tax (Mahlangu, 2009). Although 
tyre demand is not always price-elastic, a rise in tyre pricing might encourage owners to 
use their current tyres for extended periods of time, causing the tyres to become 
dangerous. Tyre pricing in South Africa currently does not contain any type of "assigned 
road levy" component. The government revenue generated by tyres is excise on some 
critical ingredients used in tyre manufacturing and on imported material required to 
reinforce steel belt tyres. The revenue received from the sale of tire ingredients is indirectly 



used for road funding. In South Africa, the current tyre levy is R2.30 per kilogram on all 
new tyres sold (Top Auto, 2022). 
 

  
2.8 Levies on Vehicle Spare Parts and Related Products 

When compared to the tax on new vehicles, the tax levied on spare parts yields a relatively 
small amount (Stellenbosch University, 2019). Purchasing spare parts is not a good 
measure of road usage since so much relies on the vehicle's age, kind, and brand (Arrive 
Alive, 2022). The overall money from oil and grease taxes is likewise insignificant, and this 
kind of taxing is not a good approach to recover monies from road users (Land, 2008). 
There is currently no designated tax on these items, and the customs, excise, and import 
levies collected in this respect are considered general state revenue (Stellenbosch 
University, 2019).  
 

  
2.9 Mass-Distance Taxation 

This form of taxation is intended to make up for the revenue lost due to the fuel tax paid by 
large vehicles (Stellenbosch University, 2019). Although heavy-duty license fees may 
make up the difference, they do not take distance travelled into account, so a combination 
vehicle that travels only 10,000 km per year pays the same license fee as one that travels 
90,000 km. To some extent, the fuel tax compensates for this, but a fair distribution 
requires that the distance travelled be considered as well. Theoretically, a mass-distance 
tax may be used to distribute resources more effectively. Vehicles' progressive rates are 
set based on their mass (or the damage done to the roads). Lastly, according to 
Stellenbosch University (2019), the distance travelled by each vehicle then determines the 
applicable tax. 
 
3. EXAMINING AND ANALYSING THE SUGGESTED ROAD OPTIONS  
 
In this section, the researcher will examine and analyse the road refunding options 
suggested by both the finance minister and the Gauteng Premier. Again, the road funding 
options suggested are as follows: increase of manual tolling costs within Gauteng; building 
of new manual tolling within Gauteng; increase of petrol costs within Gauteng; and 
increase of licensing and registration costs also within Gauteng. The examination and 
analysis of these road options are based on the available literature, current occurrences, 
and current costs. The examination and analysis were made in consideration of the 
following routes: e-toll gantries N1, N3, N12, and R21. 
 

 
3.1 Increase of Manual Tolling Costs Within Gauteng 

The finance minister suggested an increase in manual tolling costs. There is ramp and 
mainline manual tolling in Gauteng province. The researcher opines that only mainline 
manual tolling costs Increasing the cost of manual ramp tolls would have a negative 
impact on nearby communities, as most motorists who use these ramp tolls are from those 
communities and go to and from work on a daily basis. For instance, the Grasmere Ramp 
tolls are used by locals from Walkerville, Lenasia and Sebokeng, so increasing these toll 
fees will badly affect these locals who use this toll as a gateway. The researcher suggests 
a 50 cents tariff increase at the following main tolls: the N1 Grasmere main tolls or the 
Pumulani main tolls, and a R1,00 tariff increase at the N3 De Hoek main tolls. The chosen 
tolls are on the freeways that have e-toll gantries. The Grasmere main toll is the gateway 
of Gauteng to the Free State and coastal provinces, whereas the Pumulani main toll is the 
gateway of Gauteng to Limpopo and neighbouring Zimbabwe. The N3 De Hoek main toll is 



a gateway to Mpumalanga from Gauteng. The table below shows how the increase of  
50 cents will impact both tolls. The 50 cents are added to the tolls adopted from Foresight 
Publications (2023) and the tariffs that go into effect on March 1, 2022. 
 

Table 1: Impact of tariff of increase at Grasmere, Pumulani and De Hoek main tolls 

Name  Operator Class 1 Class 2 Class 3 Class 4 
Grasmere  SANRAL R 23,00 R 67,50 R   78,50 R 103,50 
Pumulani  BAKWENA  R 14,00 R 34,50 R   39,50 R   47,50 
De Hoek N3TC R 61.00 R 94.00 R 143.00 R 203.00 

Source: Author 
 

An estimate given by a toll worker working at Grasmere main tolls is that on a not-so-busy 
day, in one minute she serves 2 vehicles, and in a not-so-busy time, the Grasmere main 
toll opens 8 booths. Moreover, the toll worker posited that the proportion of classes of 
vehicles passing Grasmere main tolls is as follows: class 1 = 60%, class 2 = 20%, class  
3 = 15%, and class 4 = 5%. It is mentioned where the main toll works in Pumulani that she 
also serves 2 vehicles on a not-so-busy day and that 8 booths are opened on a  
not-so-busy day. But her proportions are different, as there are a lot of Class 4 trucks 
doing cross-border travel. Her proportions are as follows: class 1 = 55%, class 2 = 15%, 
class 3 = 15%, and class 4 = 15%. The table below shows the number of vehicles that 
pass the Grasmere and Pumulani main tolls as per their class on a not-so-busy day. 
Moreover, there were also estimates given from the De Hoek, which totalled 860 vehicles 
(the apportionment is provided in the table below). The table below also shows how much 
revenue is collected each day. 
 

Table 2: Estimated revenue to be collected 

Name  Class 1 Class 2 Class 3 Class 4 Total 
 Grasmere 
mainline 

No of 
vehicles 576 192 115 48 960 

Revenue  R13,248.00 R12,860.00 R902.50 R4,969.00 R40,104.50 
Pumulani  
mainline 

No of 
vehicles 528 144 144 144 960 

Revenue R7,392.00 R4,968.00 R5,688,00 R6,840,00 R24,528.00 
De Hoek No of 

vehicles 300 111 251 158 820 

Revenue R18,300.00 R10,434,00 R35,893,00 R32,232.00 R96,859.00 
Source: Author 

 
The table shows that on a not-so-busy day, 960 vehicles pass at the Grasmere and 
Pumulani mainline tolls and 820 vehicles pass at De Hoek toll. On a not-so-busy day, the 
revenue collected at the Grasmere mainline toll is R40,104.50, at the Pumulani mainline 
toll is R24,528.00 and at the De Hoek the revenue collection will be R96,859,00. The total 
revenue combined in a not-so-busy day at both mainline tolls is R161,491.50. The 
researcher will examine the viability of applying the current suggested solution to pay off 
the SANRAL debt of R12.9 billion and R6.9 billion in refunds. Assuming that both  
tolls operate at a not-so-busy rate, the revenue to be collected in 365 days will be  
R23, 590, 862,50. The figure is an assumption, and the researcher acknowledges that 
there are peak times when between 1500 and 3000 vehicles pass the Pumulani and 



Grasmere main tolls a day. Furthermore, there are other tolls in Gauteng that generate 
revenue, and the researcher requested financial statements to see revenue, but they were 
not provided, making it difficult to calculate the payment period to determine the viability of 
the decision.  
 

 
3.2 Building of New Manual Tolls Within Gauteng 

A manual toll can be built on the R21 and N12 because these freeways have e-toll 
gantries but no manual tolls in Gauteng. There can also be a manual toll built between 
Pretoria and Johannesburg to encourage the use of public transport, as heavy traffic does 
have high environmental costs. The tariff of this manual toll can be determined by the 
scrapped e-toll costs between the two cities. The researcher is of the view that motorists 
do not mind paying a manual toll, as there were no protests when the tariffs went up on 
March 1, 2022. The researcher conducted a survey to determine whether motorists were 
aware of the increase in toll tariffs. The figure below shows that none of the motorists 
asked were aware of the increase. 

 
Source: Author 

 

Figure 1: Aware of toll tariff costs increase  
 

Though the building of a new manual toll gate between Johannesburg and Pretoria will 
yield a better financial and environmental result, motorists will be forced to spend more 
time in traffic, which leads to frustration and reckless driving that results in accidents. 
Finally, the researcher believes that motorists working in these two areas have the option 
of using eco-friendly and less expensive modes of transportation because there is ample 
public transportation in the form of trains, minibus taxis, and the Gautrain.  
 

 
3.3 Increase of Petrol Cost Within Gauteng 

This is not the first time the solution has been given. Both OUTA (2018) and AA (2019) 
also suggested this solution throughout the first phase of the move to scrap e-tolls. The 
researcher shares the same view with the two organisations. A levy could be levied on 
fuel. The fuel levy might be applied to all fuel sold in South Africa or limited to Gauteng 
fuel. Adding a levy on all fuel supplied in South Africa will provoke widespread 
dissatisfaction, since the levy benefits solely Gauteng road users. Both organizations, AA 
(2019) and OUTA (2018), posited that motorists residing in Gauteng would drive out of the 
province to escape the increasing petrol costs. The disparities in fuel prices throughout 
South Africa, for example, inland vs. coastal fuel prices, have shown that individuals will 
continue to pay for the convenience of getting fuel nearby rather than travel long distances 



(which will incur extra expenditures) to save a little money. According to the figures below, 
if a fuel charge of around 20 cents per litre was implemented in South Africa and ring-
fenced in 2011, the complete cost of GFIP phase 1 (20 billion rand) would have been paid 
by 2016 (AA, 2019). This computation removes any interest that would have accrued on 
the loans. This proposal implies that the fee be ring-fenced and not put into the national 
revenue fund, as present fuel levies are. The table shows the fuel calculation adopted from 
OUTA and AA. 

Table 3: Fuel levy calculation 

 Litres of 
Petrol + 
Diesel sold 
(2018) 

Fuel levy 
over 

20 years+ 

Fuel levy 
over 

15 years+ 

Fuel levy 
over 

10 years+ 

Fuel levy 
over 

5 years+ 

Only in 
Gauteng 

Approx 6,4 bn. 15,63c / litre 20,83c / litre 31,25c / litre 62,50c / litre 

South Africa  Approx 23,7 bn.  4,22 c / litre 5,63 c / litre 8,44c / litre 16,88c / litre 
Source: AA (2019) 

 
The researcher believes that the fuel levy should be implemented nationally, citing the fact 
that those living in Gauteng may travel to other provinces to fill up their tanks and that 
Gauteng is also South Africa's economic harbour. According to the table above, imposing 
a fuel levy on South Africa as a whole would result in much lower fuel prices.  
 

 
3.4 Increase Licencing Registration Costs 

An increase in licensing and registration costs was also a suggestion made by AA and 
OUTA. If this strategy is implemented, the researcher is of the view that motorists will 
register their vehicles, which will have a negative impact within Gauteng province. The 
researcher believes that licensing registration costs in South Africa are low and thus 
suggests that licensing registration costs be raised nationally. OUTA (2018) supports the 
researcher's view. 
 
4. SOLUTION GIVEN BY OUTA AND AA  
 
Apart from the solutions given by the Premier and the Finance Minister, AA (2019) and 
OUTA (2018) suggested the following solutions that the researcher has not cited nor have 
the Premier and the finance minister mentioned in this scholarly research paper. 
Moreover, the researcher will examine the viability of the solution given. 
 

 
4.1 Advertisement 

According to OUTA (2018), advertisements can be mounted on the gantries on the road. 
Moreover, the latter organization is of the view that the maximum amount of revenue can 
be generated through advertising. Egypt uses the road funding option of advertising 
concessions along the sides of its roads. The researcher cannot fully say that the road 
networks in Egypt are good, as there is no previous research study that states this. But 
using the economic status of Egypt, an individual may assume According to the 
researcher, road advertising does contribute to fatal accidents. The Finnish Road 
Administration (2004) found a fatal accident case whereby it was concluded that the 
advertisement obstructed visibility and drew the driver's attention away from other road 
users. 



 

 
4.2 Fines on Speedsters  

According to OUTA (2018), the existing gantries can be used to mount speed cameras, 
creating an alternative revenue stream through the collection of fines. Furthermore, the AA 
(2019) agreed with OUTA (2018) but added that the suitability of the gantries as speed 
cameras, as well as the level of compliance in fine payment, were critical factors. The 
researcher agrees with the suggestion but adds that mounting should be accompanied by 
a demerit system. 
  
5. RESEARCHER OPTIMAL SOLUTION 
 
In this section, the researcher gives an objective optimal solution that the Gauteng 
provincial government can use to pay off the 14.1-billion-rand debts, pay off the refund of 
6.9 billion rand, and maintain good freeways. The researcher proposes a 4.22 cent fuel 
tax, a 50-cent increase at the following manual tolls on the N1: Grasmere and Pumulani, 
and an increase of R1,00 at the N3 De Hoek manual toll. Additionally, the installation of 
cameras on gantries with the implementation of a demerit system or high traffic fines 
Finally, the following alternative can be used as South Africa is planning to go green and 
there are also concerns about global warming: the building of a manual toll between 
Pretoria and Johannesburg, R21, and N12, as these freeways carry heavy traffic on a daily 
basis. Additionally, the researcher strongly suggests the development of an agency called 
the Gauteng Road Revenue Collection Agency. The function and responsibility of this 
agency will entail the collection of revenue from the latter road funding options with 
Gauteng and also the payment of the SANRAL debt, developing a refund strategy (the 
researcher does not suggest cash back), and maintaining good freeways within Gauteng. 
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